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DECISION No. 38 - Correction

Publication date: 1 July 2024

Decision adopting Acceptable Means of Compliance (AMC) and Guidance Material
(GM) for UK Reg (EU) No. 1321/2014 Part M, Part 145, Part 66, Part CAMO and Part
CAO

Background

Statutory Instrument (S1) 2023 No 588, The Aviation Safety (Amendment) Regulations 2023,
laid before Parliament on 30 May 2023, amended and consolidated UK Regulation (EU) No.
1321/2014 as regards the introduction of safety management systems (SMS) in
maintenance organisations and effective occurrence reporting.

By this Decision, the CAA is amending and consolidating the AMC and GM to the relevant
parts of Part M, Part 145, Part 66, Part CAMO and Part CAO to UK Regulation (EU) No.
1321/2014 to support the regulation changes which will come into force on 1%t July 2024.

Decision

1. The CAA, under Article 76(3) of Regulation (EU) 2018/1139, has decided to adopt
AMC and GM for UK Reg (EU) No. 1321/2014 attached at Schedule 1.

2. This Decision will remain in force unless revoked or amended by the CAA.

Definitions
All references to Regulations are to assimilated law pursuant to the Retained
EU Law (Revocation and Reform) Act 2023.

Note: This ORS9 has been corrected to add a previously omitted paragraph in AMC1
CAMO-A.305(c) paragraph (e).
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T ———
Rob Bishton
For the Civil Aviation Authority and the United Kingdom

Date of Decision: 1 July 2024

Date of Decision Coming into force: 1 July 2024
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Schedule 1
Includes the Acceptable Means of Compliance (AMC) documents referenced below.

The text of the amendment is arranged to show deleted text, new or amended text as shown
below:

(a) Fextto-be-deleted-is-shown-struck-through;
(b) New text is highlighted in grey;

(c) Fextto-be-deleted-is shown-struck-through followed by the replacement text which is
highlighted in grey.
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Acceptable Means of Compliance (AMC) and
Guidance Material (GM) to Annex | (Part-M) to
UK Regulation (EU) No 1321/2014

SECTION A TECHNICAL REQUIREMENTS

[...]

GM M.A.305 Aircraft continuing airworthiness record system

[..]

(g8)  ‘Detailed maintenance records’ in this part refers to those records
required to be kept by the person or organisation responsible for the
aircraft continuing airworthiness in accordance with
M.A.201 in order that they may be able to fulfil their obligations under Part M.

These are only a part of the detailed maintenance records required to be
kept by a maintenance organisation under point M.A.614, CAO.A.090(a)
or 345-A-55{¢} 145.A.55(a). Maintenance organisations are required to
retain all detailed records to demonstrate that they worked in
compliance with their respective requirements and quality procedures.

[..]
[...]
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Acceptable Means of Compliance (AMC) and Guidance Material (GM) to Annex Il

(Part-145) to UK Regulation (EU) No 1321/2014

For the purpose of the AMC & GM to Part-145, the following definitions are used:

Audit

refers to a systematic, independent, and documented process for obtaining
evidence, and evaluating it objectively to determine the extent to which
requirements are complied with.

Note: Audits may include inspections.

Assessment

in the context of management system performance monitoring, continuous
improvement and oversight, refers to a planned and documented activity

performed by competent personnel to evaluate and analyse the achieved level of
performance and maturity in relation to the organisation’s policy and objectives.

Note: An assessment focuses on desirable outcomes and the overall performance,
looking at the organisation as a whole. The main objective of the assessment is to
identify the strengths and weaknesses to drive continual improvement.

Remark: For ‘risk assessment’, please refer to the definition below.

Base
maintenance

Ref. AMC1 145.A.10

Base refers to a closed facility that can house an aircraft and protect it from

maintenance environmental conditions.

hangar

Competency is a combination of individual skills, practical and theoretical knowledge, attitude,
training, and experience.

Correction is the action to eliminate a detected non-compliance.

Corrective is the action to eliminate or mitigate the root cause(s) and prevent the recurrence

action of an existing detected non-compliance, or other undesirable conditions or
situations. Proper determination of the root cause(s) is crucial for defining
effective corrective actions to prevent reoccurrence.

Error is an action or inaction by a person that may lead to deviations from accepted
procedures or regulations.
Note: Errors are often associated with occasions when a planned sequence of
mental or physical activities either fails to achieve its intended outcome, or is not
appropriate with regard to the intended outcome, and when results cannot be
attributed purely to chance.

Fatigue is a physiological state of reduced mental or physical performance capability

resulting from sleep loss or extended wakefulness, circadian phase, or workload
(mental and/or physical activity) that can impair a person’s alertness and ability
to safely perform his or her tasks.
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Hazard

is a condition or an object with the potential to cause or contribute to an aircraft
incident or accident.

Human factors

is anything that affects human performance, which means principles that apply
to aeronautical activities, and which seek safe interface between the human and
other system components by proper consideration of human performance.

Human refers to human capabilities and limitations which have an impact on the safety
performance and efficiency of aeronautical activities.
Inspection in the context of compliance monitoring and oversight, refers to an independent

documented conformity evaluation by observation and judgement accompanied,
as appropriate, by measurement, testing or gauging, in order to verify compliance
with applicable requirements.

Note: Inspection may be part of an audit (e.g. product audit), but may also be
conducted outside of the normal audit plan; for example, to verify closure of a
particular finding.

Just culture

Ref. UK Regulation (EU) No 376/2014, Article 2.

Line
maintenance

Ref. AMC1 145.A.10

Near miss

is an event in which an occurrence to be mandatorily reported according to
UK Regulation (EU) No 376/2014 was narrowly averted or avoided.

Example: A mechanic on rechecking his or her work at the end of a task realises
that one work card step was not properly carried out.

Organisational
factor

is a condition that affects the effectiveness of safety risk controls, related to the
culture, policies, processes, resources, and workplace of an organisation.

Oversight
planning cycle

refers to the time frame within which all areas of the approval and all processes
should be reviewed by the CAA by means of audits and inspections.

Oversight refers to the detailed oversight schedule that defines the number of audits and

programme inspections, the scope and duration of each audit and inspection, including details
of product audits and locations, as appropriate, to be performed by the CAA, and
the tentative time frame for performing each audit and inspection.

Person A person should be interpreted in accordance with the Interpretation Act 1978
and includes a natural or legal person(s), an organisation(s), a single person or a
group of persons.

The AMC and GM provides further guidance where the intended meaning of a
person should be understood in its plural form, i.e. a group of persons.

Preventive is the action to eliminate the cause of a potential non-compliance or other

action undesirable potential situations.

Risk assessment

is an evaluation based on engineering and operational judgement and/or analysis
methods in order to establish whether the achieved or perceived risk is acceptable
or tolerable.
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Safety culture

is an enduring set of values, norms, attitudes, and practices within an organisation
concerned with minimising the exposure of the workforce and the general public
to dangerous or hazardous conditions. In a positive safety culture, a shared
concern for, commitment to, and accountability for safety is promoted.

Safety risk

refers to the predicted probability and severity of the consequences or outcomes
of a hazard.

Safety training

refers to dedicated training to support safety management policies and
processes, including human factors training.

Note: The main purpose of the safety training programme is to ensure that
personnel at all levels of the organisation maintain their competency to fulfil their
roles safely. Safety training should, in particular, consider the safety knowledge
derived from hazard identification and risk management processes, and support
the fostering of a positive safety culture.

Note: Safety management training refers to specific training for the staff involved
in safety management functions in accordance with point 145.A.30(b)(3) or
145.A.200(a)(3).

Working days

refer to days between and including Monday to Friday, not including public
holidays.

Page 6 of 136




UK Civil Aviation Authority Official Record Series 9, Decision No.38

SECTION A - TECHNICAL AND ORGANISATION
REQUIREMENTS

LINE MAINTENANCE AND BASE MAINTENANCE

(@) & b Aat 3 otHe—Be-Uhe as—ahy-mai 3 3 3 b g
ensure—that-theaireraftis—fit for-the—intended—flight: ‘Line maintenance’ refers to limited
maintenance for the aircraft suitable to be carried out whilst the aircraft remains in the air
operation environment.

)
7’

{8}  Line Mmaintenance may include:
- Ftrouble-shooting;
- Ddefect rectification;

- €component replacement with use of external test equipment if required.
Component replacement may include components such as engines and propellers.;

— Scheduled maintenance andforchecksincludingvisualinspections that will detect
obvious unsatisfactory conditions/discrepancies/malfunctions, but does not
require extensive in-depth inspection. It may also include internal structure,
systems and powerplant items which are visible through quick opening access
panels/doors/ports;

- Miner repairs, ard modifications and other maintenance tasks which do not
require extensive disassembly and can be accomplished by simple means.

(b) ‘Base maintenance’ refers to any maintenance for the aircraft other than line maintenance.

(c) #b}0Organisations maintaining aircraft should have a procedure to determine whether the tasks
or groups of tasks to be carried out fall under the line maintenance or base maintenance scope
of the organisation, with due regard to the expected duration of the maintenance, number and
type of tasks, shifts and disciplines involved, work environment, etc.

For temporary or occasional cases, the organisation may also have a MOE procedure which
allows, subject to a task assessment (including all relevant aspects and conditions), to conduct

a base maintenance task under line maintenance environment {ABs;-SBs}-the-Quality-Manager

Page 7 of 136



UK Civil Aviation Auth&ﬁlﬂ)@IAL - Public. This information has been cleared for unrestricted distribution. ORS9 Decision No.38

(d) In particular, maintenance tasks of -Aaircraft subject to maintained—in—accordance—with
‘progressive’ or ‘equalised’ type maintenance programmes should be individually assessed in

respect of such procedure to ensure relatren—te—ths—paragraph—tn—prmerple—ﬂqe—deersmn—te—dhw

ment that all

the tasks within the particular check can be carried out safely and to the required standards at
the designated line maintenance station.

GMHll 145.A.10 Scope

SMALL ORGANISATIONS

This Guidance Material (GM) provides guidance on how the following smallest organisations satisfy
the intent of Part-145:

erganisatiens Organisations that only employ one person, who carries out the certification
function and other functions, and that are approved under Part-145 may use the alternatives
provided below irpeinrt-3-2 limited to the following terms of approval:

- Class A2 Base and tline maintenance of aeroplanes of 5 700 kg maximum take-off mass
(MTOM) or less and-belew (with piston engines only)-

- Class A3 Base and tline maintenance of single-engined helicopters of 3 175 kg MTOM or
less than-3-175-kg:

- Class A4 Aircraft other than A1, A2 and A3 aircraft

- Class B2 Piston engines with maximum output of less than 450 HP.

- Class C Components.

- Class D1 Non-destructive Ftesting.
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32 145.A.30(b)(1): The minimum requirement is for one full-time person who meets the Part-
66 requirements for certifying staff and holds the position of ‘accountable manager, safety
manager, maintenance engineer and is also certifying staff and, if applicable, airworthiness
review staff’. No other person may issue a certificate of release to service and therefore if that
person is absent, no maintenance may be released during such absence.

3-3(1): Theindependent audit element of the compliance guatity monitoring function of point
145.A.200(a)(6) 145-A-65{c} may be subcontracted to an appropriate organisation
approved under Part-145 or contracted to a person with appropriate technical knowledge
and extensive experience of guatity audits, working under the management system of the

organisation, employed-en-apart-time-basis; with the agreement of the CAA.

Note: ‘Full-time’ for the purpose of Part-145 means not less than 35 hrs per week except
during vacation periods.

31.(2)- 145.A.35. In the case of an approval based on one person using an subcentracted
guality independent audit| monitoring arrangement as referred to in point (1), the
requirement for a record of certifying staff is satisfied by the submission to and
acceptance by the CAA of the MOE. With only one person, the requirement for a separate
record of authorisation is unnecessary because the CAA Form 3 certificate approval
schedule defines the authorisation. An appropriate statement, to reflect this situation,
should be included in the exposition.

3-1:(3): 145.A.200(a)(6) 145-A-65{€}. It is the responsibility of the eontracted-guality-meonitoring

organisation or person referred to in point (1) to make a minimum of 2 two on-site audits
every year, visits-perI2-menths and it is the responsibility of this organisation or person
to carry out these activities such-menitering on the basis of 2 one pre-announced visit and
one +-ret unannounced visit to the maintenance organisation.

It is the responsibility of the Part-145 organisation to ensure that effective

implementation of all corrective actions takes place. comph—with-thefindings—of-the
I " o - I .

(b)4. Recommended operating procedure for a Part-145 appreved-maintenanece organisation
based upon up to 10 persons involved in maintenance.

41-(1)145.A.30(b)(1) and 145.A.30(b)(2): The normal minimum requirement is for the
employment on a full-time basis of two persons who meet the applicable eempetent
autherities’ requirements for certifying staff, whereby one holds the position of
‘maintenance engineer’ and the other holds the position of ‘guality—audit compliance
monitoring engineer’.
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Either person can assume the responsibilities of the accountable manager and safety
manager provideding that they can comply in full with the applicable elements of points
145.A.30(a), (b)(3) and (c) but the ‘maintenance engineer’ is the certifying person in order
to retain the independence of the ‘guality-audit compliance monitoring engineer’ to carry
out audits. Nothing prevents either engineer from undertaking maintenance tasks
provideding that the ‘maintenance engineer’ issues the certificate of release to service.
This ‘maintenance engineer’ may also be nominated as airworthiness review staff to carry
out airworthiness reviews and to issue the corresponding airworthiness review certificate
for aircraft for which Part-ML applies in accordance with ML.A.903.

The ‘guatity-audit compliance monitoring engineer’ should have similar qualifications and
status to the ‘maintenance engineer’ for reasons of credibility, unless he/she has a proven
track record in aircraft compliance monitoring guality—assuranee, in which case some
reduction in the extent of his or her maintenance qualifications may be permitted.

In cases where the CAA agrees that it is not practical for the organisation to nominate a
person responsible pest-helder for the quality independent audit of the compliance
monitoring function, this element funetion may be arranged eentracted in accordance

with point te-paragraph (a)(1). 34

tra-fermandinamannerestablished-by-the CAA-means-thatthe An application should be made on a
CAA Form 2 (refer to Appendix Ill to AMC1 145.A.15 te—Part-345) or an equivalent form that is

acceptable to the CAA. All documents and correspondence between the applicant and the UK CAA
should be in the English language or dual language.

Form 2 is valid for the application for other types of organisations pursuant to UK Regulation (EU)

No 1321/2014. Organisations that apply for several certificates may do so using a single Form 2.

GENERAL

(a) An organisation should submit draft documents at the earliest opportunity so that the
assessment of the application can begin. The initial certification or approval of changes
cannot take place until the CAA has received the completed documents.

(b) This information, including the results of the pre-audit specified in point 145.A.15(b)(1), will
enable the CAA to conduct its assessment in order to determine the volume of

certification and oversight work that is necessary, and the locations where it will be carried out.
(©) The intent of the internal pre-audit referred to in point 145.A.15(b)(1) is to ensure that the

organisation has internally verified its compliance with the Regulation. This should allow the

requirements to be complied with, and to provide assurance that the organisation management
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system (including compliance monitoring system) is established to a level that is sufficient to
perform maintenance activities.

Facilities such as stores, line stations, component or subcontractors workshops that are not located
together with the main facilities of the organisation may be covered by the organisation approval
without being identified on the organisation certificate, provided that the MOE identifies these

facilities and contains procedures to control such facilities, and the CAA is satisfied that they form ar

integral part of the approved maintenance organisation.

1.

[...]

Where the hangar is not owned by the organisation, it may be necessary to establish proof of

tenancy. In addition, sufficiency of hangar space to carry out planned base maintenance should
be demonstrated by the preparation of a projected aircraft hangar visit plan relative to the
intended maintenance activities mairtenanecepregramme. The aircraft hangar visit plan should
be updated on a regular basis.

Subject to a risk assessment and agreement by the CAA, the organisation may
use facilities at the approved location other than a base maintenance hangar for certain aircraft

base maintenance tasks, provided that those facilities offer levels of weather and
environmental protection that are equivalent to those of a base maintenance hangar, as well

as a suitable working environment for the particular work package. This does not exempt an
organisation from the requirement to have a base maintenance hangar in order to be approved

to conduct base maintenance at a given location.

ACCOUNTABLE MANAGER
With-regard-to-theacecountable Accountable manager—it is normally intended to mean the chief

executive officer of the approved maintenance organisation, who by virtue of his or her position has
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overall (including in particular financial) responsibility for running the organisation. The accountable
manager may be the accountable manager for more than one organisation and is not necessarily
required to be necessarity knowledgeable on technical matters, as the MOE maintenrance-organisation
exposition defines the maintenance standards. When the accountable manager is not the chief
executive officer, the organisation should demonstrate to the CAA that the CAAwillreed-to-beassured
that-sueh—an—accountable manager has direct access to the chief executive officer and has the

necessary a-sufficiency-of-‘maintenance funding allocation for the intended maintenance activities.

MANAGEMENT STRUCTURE FOR MAINTENANCE

The person or group of persons nominated under point 145.A.30(b)(1), with the responsibility to ensure
that the organisation works in accordance with the MOE and approved procedures (i.e. responsibility
for ensuring compliance) should represent the management structure of the organisation and be
responsible for the daily operation of the organisation, in respect of all maintenance-related functions.

1. Dependent upon the size of the organisation, the Part-145 maintenance functions may be
subdivided under nominated persons individualmanagers or combined in any number of ways.
However, a maintenance function cannot be combined with the compliance monitoring
function.

2. The maintenance functions include maintenance/safety training, performance and certification
of maintenance, equipment and component procurement, facility management, man-hour
plan, etc., and it should be ensured that each Part-145 maintenance function is—attributed
reports to one nominated person.

3. Dependent upon the extent of approval, Fhe the organisation structure should normally include
havedependentupon-theextentofapproval; a base maintenance manager, a line maintenance
manager; and a workshop manager and-a-guality-manager, all of whom should report to the
accountable manager except in a small Part-145 organisation where any one manager may also
be the accountable manager, as determined by the CAA—he/she—may—alsobe the line
maintenance-managerorthe-workshop-manager.

4, The base maintenance manager is responsible for ensuring that all base maintenance regquired
te-be is carried out in the base maintenance hangar (or facility as provided for in point 4 of AMC1
145.A.25(a));-plusany-defectrectificationcarriedout during base maintenanceiscarried out and
to the design—and—gquality standards specified in point 145.A.65{b}. The base maintenance
manager is also responsible for any base maintenance-related corrective actions resulting from

the guatity compliance monitoring of point 145.A.200(a)(6) 345-A-65{¢)}.

5. The line maintenance manager is responsible for ensuring that all line maintenance reguired-te
be—carried-out—on-the-line including line defect rectification is carried out to the standards
specified in point 145.A.65(b}-and. This manager is also responsible for ary line maintenance-
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related corrective actions resulting from the gquality compliance monitoring of point

145.A.200(a)(6) 145-A-65{¢).

6. The workshop manager is responsible for ensuring that all work on aircraft components in the
workshop is carried out to the standards specified in point 145.A.65{b}and. This manager is also
responsible for anry workshop-related corrective actions resulting from the guality compliance

monitoring of point 145.A.200(a)(6) 345-A-65{c}.
7. (reserved) Fhegualitymanager sresponsibilibyis specifiedind45-A30(c).

8. Notwithstanding the examples of titles provided in points sub-paragraphs 2 - 5 6-titles, the
organisation may adopt any title for the foregoing managerial positions but it should identify to
the CAA the titles and the persons chosen to carry out these functions.

9. Where an organisation chooses to appoint managers for all or any combination of the identified
Part-145 maintenance functions because of the size of the undertaking, itis-necessary-that these
managers should report to the accountable manager wltimately through the nominated persons

RESPONSIBILITY FOR ENSURING COMPLIANCE

The person(s) nominated in accordance with 145.A.30(b) are responsible, in the day-to-day maintenance
activities, for ensuring that the organisation personnel work in accordance with the applicable procedures
and regulatory requirements.

These nominated persons should demonstrate a complete understanding of the applicable regulatory
requirements and ensure that the organisation’s processes and standards accurately reflect these
requirements. It is their role to ensure that compliance is proactively managed, and that early warning
signs of non-compliance are documented and acted upon. They should be available as requested by the
CAA and during any CAA audit or visit.
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SAFETY MANAGEMENT AND COMPLIANCE MONITORING FUNCTION

(a)

(b)

Safety management

If more than one person is designated for the development, administration and maintenance

of effective safety management processes, the accountable manager should identify the person
who acts as the unique focal point, i.e. the ‘safety manager’.

The functions of the safety manager should be to:

(i)
(ii)

(iii)

(iv)

(v)

(vi)

(vii)

facilitate hazard identification, risk assessment and management;

monitor the implementation of actions taken to mitigate risks, as listed in the safety
action plan, unless action follow-up is addressed by the compliance monitoring function;

provide periodic reports on safety performance to the safety review board (the functions
of the safety review board are those defined in AMC1 145.A.200(a)(1));

ensure the maintenance of safety management documentation;
ensure that there is safety training available, and that it meets acceptable standards;
provide advice on safety matters; and

ensure the initiation and follow-up of internal occurrence investigations.

Compliance monitoring function

If more than one person is designated for the compliance monitoring function, the accountable

manager should identify the person who acts as the unique focal point, i.e. the ‘compliance

monitoring manager’.

(1)

(2)

The role of the compliance monitoring manager should be to ensure that:

(i) the activities of the organisation are monitored for compliance with the applicable
requirements and any additional requirements as established by the organisation,
and that these activities are carried out properly under the supervision of the
nominated persons referred to in point (b), of point 145.A.30;

(ii)  any maintenance contracted to another maintenance organisation is monitored
for compliance with the contract or work order;

(iii)  an audit plan is properly implemented, maintained, and continually reviewed and
improved; and

(iv)  corrections and corrective actions are requested as necessary.
The compliance monitoring manager should:

(i) not be one of the persons referred to in point 145.A.30(b)(1);
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(c)

(d)

(e)

(ii) be able to demonstrate relevant knowledge, background and appropriate
experience related to the activities of the organisation, including knowledge and
experience in compliance monitoring; and

(iii)  have access to all parts of the organisation, and as necessary, any subcontracted
organisation.

If the functions related to compliance monitoring or safety management are combined with
other duties, the organisation should ensure that this does not result in any conflicts of interest.
In particular, the compliance monitoring function should be independent from the maintenance
functions.

If the same person is designated to manage both the compliance monitoring function and safety

management-related processes and tasks, the accountable manager, with regard to his or her
direct accountability for safety, should ensure that sufficient resources are allocated to both
functions, taking into account the size of the organisation, and the nature and complexity of its
activities.
Subject to a risk assessment and/or mitigation actions, and agreement by the CAA,
with due regard to the size of the organisation and the nature and complexity of its
activities, the compliance monitoring manager role and/or safety manager role may be

exercised by the accountable manager, provided that he or she has demonstrated the related
competency.

SAFETY MANAGER

(a)

(b)

(c)

Depending on the size of the organisation and the nature and complexity of its activities, the safety
manager may be assisted by additional safety personnel in performing all the safety management
tasks defined in AMC1 145.A.200(a)(1).

Regardless of the organisational set-up, it is important that the safety manager reamins the
unique focal point for the development, administration, and maintenance of the organisations
safety management processes. They should be available as requested by the CAA and during
and CAA audit or visit.

If the safety manager is the nominated post holder for more than one organisation approval
certificate, within an integrated management system, they are to ensure the relevant risks,
specific to each approval, are identified and mitigated as appropriate.
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KNOWLEDGE, BACKGROUND AND EXPERIENCE OF NOMINATED PERSON(S)

The person or persons to be nominated in accordance with point (b)(1), (b)(2) and (b)(3) of point
145.A.30 should have:

(a)

(b)

(c)

(d)

(e)

practical experience and expertise in the application of aviation safety standards and safe
operating practices;

knowledge of:
(1)  human factors principles;

(2) UK management system requirements and their application (including safety
management systems and compliance monitoring);

5 years of relevant work experience, of which at least 2 years should be from the aeronautical
industry in an appropriate position;

a relevant engineering or technical degree, or an aircraft technician or maintenance engineer

qualification with additional education that is acceptable to the CAA. ‘Relevant
engineering or technical degree’ means a degree from aeronautical, mechanical, electrical,
electronic, avionics or other studies that are relevant to the maintenance and/or continuing

airworthiness of aircraft/aircraft components.

The provision set out in the first paragraph of point (d) may be replaced by 2 years of experience
in addition to those already recommended by paragraph (c) above. These 2 years should cover
an appropriate combination of experience in tasks/activities related to maintenance and/or
continuing airworthiness management and/or the surveillance of such tasks.

For the person to be nominated in accordance with point (b)(2) or (b)(3) of point 145.A.30, in the

case where the organisation holds one or more additional organisation certificates within the
scope of Regulation (EU) 2018/1139 and that person has already an equivalent position (i.e.

compliance monitoring manager, safety manager) under the additional certificate(s) held, the
provisions set out in the first two paragraphs of point (d) may be replaced by the completion of
a specific training programme acceptable to the CAA to gain an adequate

understanding of maintenance standards and continuing airworthiness concepts and principles.

For the person to be nominated in accordance with point (b)(2) or (b)(3) of point 145.A.30, in the case
where an organisation holds a Part 145 category ‘C’ class rating approval, with a capability list limited to
those parts for which it holds a Design Organisation/Production Organisation DO/PO arrangement under
Part 21 Subpart G (i.e. the Part 21G is the primary approval and the Part 145 approval certificate is solely
to undertake component level maintenance on parts for which it also holds a Production Approval
Certificate and has access to Maintenance Data through that arrangement), the following provision may
apply; point (c) and the first two paragraphs of point (d) may be replaced by the completion of a training
programme to gain an adequate understanding of the maintenance standards and continuing
airworthiness concepts and principles applicable to the scope of activity of the organisation.

Where the 145 organisation is stand-alone, or where it also provides maintenance for parts other than
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which it is the Production Approval holder, then the full requirements of points (c) and (d) apply.
(f) thorough knowledge of the organisation's MOE and safety policy;

(8) knowledge of a relevant sample of the type(s) of aircraft or components gained through a
formalised training course. These courses could be provided by a Part-147 organisation, by the
manufacturer, by the Part-145 organisation or by any other organisation accepted by the

CAA. Aircraft/engine type training courses should be at least at a level equivalent
to the Part-66 Appendix lll Level 1 General Familiarisation.

‘Relevant sample’ means that these courses should cover typical aircraft or components
that are within the scope of work of the organisation.

For all balloons and any other aircraft of 2 730 kg MTOM or less, the formalised training
courses may be replaced by a demonstration of the required knowledge by providing
documented evidence, or by an assessment acceptable to the CAA. This assessment
should be recorded.

(h)  knowledge of the relevant maintenance methods (and how they are applied in the organisation)
and/or specific knowledge relevant to the area for which the person will be nominated;

(i) knowledge of the applicable regulations;

(j) adequate language and communication skills.

RESPONSIBILITY OF THE NOMINATED PERSONS TO THE ACCOUNTABLE MANAGER

There are different ways to set up the organisation including the possibility to have managerial layers
between the accountable manager and the nominated person. But the key principle is that, regardless
of the arrangement, there is one nominated person responsible for each Part-145 function. This

responsibility is recognised by that nominated person and the accountable manager, and a direct
communication channel exists between them. The nominated person’s responsibility should not be
diluted into the various levels of management and should be free of conflicts of interest.
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SUFFICIENT NUMBER OF PERSONNEL
]

4. For ta-the-ease-ef aircraft base maintenance, the maintenance man-hour plan should relate to
the aircraft hangar visit plan as specified in AMC1 145.A.25(a).

5. For Hathe-ease-of aircraft component maintenance, the maintenance man-hour plan should
relate to the aircraft component planned maintenance as specified in point 145.A.25(a)(2).

6. The guatity-menitering man-hours allocated to the compliance monitoring function man-heurs
should be sufficient to meet the requirement of point 145.A.200(a)(6) +45-A-65{e} which means
taking into account the AMC to 145.A.200(a)(6) AMEI45-A-65{cH1}. Where guality compliance
monitoring staff also perform other functions, the time allocated to sueh those functions needs

to be taken into account in determining the number of guality compliance monitoring staff
Aumbers.

[...]

8. Significant deviation from the maintenance man-hour plan should be reported through the
departmental manager to the guality compliance monitoring manager and the accountable
manager for review. It may also be reported through the internal safety reporting scheme. A
Ssignificant deviation means that there is more than a 25% shortfall in available man-hours
during a calendar month for any one of the functions specified in point 145.A.30(d).

9. In addition, as part of its management system in accordance with point 145.A.200, the
organisation should have a procedure to assess and mitigate the risks:

(1) if the actual number of staff available is less than the planned staffing level for any
particular work shift or period;

(2) if there is a temporary increase in the proportion of contracted staff in order to meet
specific operational needs.
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COMPETENCY ASSESSMENT OBJECTIVES

The referenced procedure referred to in 145.A.30(e) should requires amongst others that planners,

mechanics, specialised services staff, supervisors, certifying staff and support staff, whether employed
or contracted, are assessed for competencye before unsupervised work commences and competencye
is controlled on a continuous basis.

Competencye should be assessed by the evaluation of:
— on-the-job performance and/or testing of knowledge by appropriately qualified personnel, and

- records for basic, organisational; or tasks training and/or product type and differences training,
and

- experience records.

Validation of the above could include a confirmation check with the organisation(s) that issued sueh
the document(s). For that purpose, experience/training may be recorded in a document such as a log
book, or based on the suggested template in GM3 145.A.30(e).

As a result of this assessment, an individual’s qualifications should determine:

- the scope of tasks this individual is authorised to perform and/or supervise and/or sign off (as

applicable) or which level of ongoing supervision would be required erwhetherunsupervised
work-could-bepermitted.;

— whether there is a need for additional training.

A record ef should be kept sueh of each individual’s qualifications and competency assessment. This
includes training and experience of the personnel involved in maintenance, compliance monitoring
and safety management. This should include copies of all documents that attest to their qualifications,
such as the a licence and/or any authorisation held, as applicable.

For a proper competencye assessment of its personnel, the organisation should consider that:

1. In accordance with the job function, adequate initial and recurrent training has been received
by the staff sheuld-be—provided and recorded to ensure continued competency so that it is
maintained throughout the duration of the employment/contract.
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2. All staff should be able to demonstrate knowledge of, and compliance with, the maintenance
organisation’s procedures, as applicable to their duties.

3. All staff should be able to demonstrate an understanding of the safety management principles,

including human factors and-human—performance-issues—inrelation—with related to their job
function, and be trained as per AME2 AMC4 145.A.30(e).

4. To assist in the assessment of competencye and to establish the training needs analysis, job
descriptions are recommended for each job function in the organisation. Job descriptions
should contain sufficient criteria to enable the required competencye assessment.

5. Criteria should allow the assessment to establish that, among others aspects (titles might be
different in each organisation):

- Managers are able to properly manage the work output, processes, resources and
priorities described in their assigned duties, accountabilities and responsibilities in
accordance with the safety policy and objectives and in compliance with the applicable

requirements in-a-safe-compliantmannerinaccordance-with-regulationsand-organisatie

- Planners are able to interpret maintenance requirements into maintenance tasks, and
have an understanding that they have no authority to deviate from the maintenance data.
They are able to organise maintenance activities in an effective manner and in
consideration of human performance limitations.

- Supervisors are able to ensure that all the required maintenance tasks are carried out
and, where if they are not completed or where it is evident that a particular maintenance
task cannot be carried out according to the maintenance data, then—sueh that these
problems will be adequately addressed to eliminate the non-compliance, and reported
through the internal safety reporting scheme to prevent their reoccurrence te—the
145-A-30(c}-personforappropriate—action. In addition, for those supervisors; who also
carry out maintenance tasks, the assessment should ensure that they understand that
such tasks should not be undertaken when if they are incompatible with their
management responsibilities.

- Mechanics are able to carry out maintenance tasks to any standard specified in the
maintenance data, and will notify their supervisors of any defects or mistakes requiring
rectification to re-establish the required maintenance standards.

— Specialised services staff are able to carry out specialised maintenance tasks to the
standard specified in the maintenance data. They should be able to communicate with
their supervisors and report accurately when necessary.

- Support staff are able to determine that the relevant tasks or inspections have been
carried out to the required standard.
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Certifying staff are able to determine when the aircraft or aircraft component
maintenance is ready to be released to service and when it should not be released to
service.

Quality-audit Compliance monitoring staff are able to monitor compliance with Part-145
this Regulation and to identifyirg non-compliances in an effective and timely manner so
that the organisation may remain in compliance with this Regulation Rart-145.

Staff who have safety management responsibilities are familiar with the relevant
processes in terms of hazard identification, risk management, and the monitoring of
safety performance.

All staff are familiar with the safety policy and the procedures and tools that can be used
for internal safety reporting.

The competencye assessment should be based upon the procedure specified in GM2 145.A.30(e).

COMPETENCY ASSESSMENT PROCEDURE

(a)

(b)

The organisation should develop a procedure that describes the process for conducting

competency assessments of personnel. The procedure should specify:

(1)
(2)
(3)

(8)
(9)

the persons who are responsible for this process;

when the assessments should take place;

how to give credit from previous assessments;

how to validate qualification records;

the means and methods to be used for the initial assessment;

the means and methods to be used for the continuous control of competency, including
how to gather feedback on the performance of personnel;

the aspects of competencies to be observed during the assessment in relation to each
job function;

the actions to be taken if the assessment is not satisfactory; and

how to record the assessment results.

Competency may be assessed by having the person work under the supervision of another

qualified person for a sufficient time to arrive at a conclusion. Sufficient time could range from
several days to several weeks depending on the complexity of the task(s) and the work
exposure. The person need not be assessed against the complete spectrum of their intended

duties. If the person has been recruited from another approved maintenance organisation, a

written confirmation from the previous organisation could be taken into consideration to
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reduce the duration of the assessment.

(c)  All prospective maintenance staff should be assessed for their competency related to their
intended duties.

INITIAL AND RECURRENT TRAINING

(a) Adequate initial and recurrent training should be provided in relation to the job function to ensure
that staff remain competent. Completion of such training should be recorded.

(b)  Recurrent training should take into account the information reported through the internal safety
reporting scheme (see point (c)(3) of AMC1 145.A.202).

(c)  Those responsible for managing the compliance monitoring function should receive training on this
task. Such training should cover the requirements of compliance monitoring, manuals and procedures
related to the task, audit techniques, reporting, and recording.

145.A.30(e) Personnel requirements

SAFETY TRAINING (INCLUDING HUMAN FACTORS)

(a) With respect to the understanding of the application of safety management principles (including
human factors), all maintenance organisation personnel should be assessed for the need to receive initial
safety training.

Personnel involved in the delivery of the basic maintenance service of the organisation should receive both

initial and recurrent safety training, appropriate for their responsibilities. This should include at least the
following staff members:

— Nominated persons, line managers, supervisors;
— Certifying staff, support staff and mechanics;
— Technical support personnel such as planners, engineers, technical record staff;

— Persons involved in compliance monitoring and/or safety management-related processes and tasks,
including the application of human factors principles, internal investigations and safety training;

— Specialised services staff;
— Stores department staff, purchasing department staff;
— Ground equipment operators.

The generic term ‘line managers’ refers to departmental heads or persons responsible for operational
departments or functional units that are directly involved in the delivery of the basic maintenance services of
the organisation.

(b) Initial safety training should cover all the topics of the training syllabus specified in GM1 145.A.30(e)
either as a dedicated course or else integrated within other training. The syllabus may be adjusted to reflect
the particular nature of the organisation. The syllabus may also be adjusted to suit the particular nature of
work for each function within the organisation. For example:
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— small organisations not working in shifts may cover in less depth subjects related to teamwork and
communication;

— planners may cover in more depth the scheduling and planning objectives of the syllabus, and in less
depth the objective of developing skills for shift working.

All personnel identified in accordance with point (a) of this AMC, including personnel being recruited from
any other organisation should receive initial safety training compliant with the organisation’s training
standards prior to commencing the actual job function, unless their competency assessment justifies that
there is no need for such training. New, directly employed personnel working under direct supervision may
receive training within 6 months after joining the maintenance organisation.

(c) The purpose of recurrent safety training is primarily to ensure that staff remain current in terms of
SMS principles and human factors and also to collect feedback on safety and human factors issues.
Consideration should be given to involving compliance monitoring staff and the key safety management
personnel in this training to provide a consistent presence and facilitate feedbac. There should be a
procedure to ensure that feedback is formally reported by the trainers through the internal safety reporting
scheme to initiate action where necessary.

Recurrent safety training should be delivered either as a dedicated course or integrated within other training.
It should be of an appropriate duration in each 2-year period in relation to the relevant compliance
monitoring audit findings and other internal/external sources of information available to the organisation on
safety and human factors maintenance issues.

(d) Safety training may be conducted by the maintenance organisation itself, independent trainers, or
any training organisations acceptable to the CAA.

(e) The safety training procedures should be specified in the MOE.

OTHER TRAININGS

(a)  The organisation should assess the need for particular trainings, for example with regard to the
‘Electrical Wiring Interconnection System’ (EWIS) or ‘Critical Design Configuration Control
Limitations’ (CDCCL).

(b)  Guidance on EWIS training programme for maintenance organisation personnel is provided in
AMC 20-22.

()  Guidance on fuel tank safety training is provided in ‘Appendix IV to AMC5 145.A.30(e) and AMC2
145.B.200(a)(3)’.
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GM1 145.A.30(e) Personnel requirements

TRAINING SYLLABUS FOR INITIAL HUMAN-FACTORS SAFETY TRAINING (INCLUDING HUMAN FACTORS)

The training syllabus below identifies the topics and subtopics to be addressed during the human
faetors safety training.

The maintenance organisation may combine, divide, or change the order of any of the subjects of in
the syllabus to suit its own needs, as long as all the subjects are covered to a level of detail appropriate
to the organisation and its personnel, including the varying level of seniority of that personnel.

Some of the topics may be covered in separate training courses (e.g. health and safety, management,
supervisory skills, etc.) in which case duplication of training is not necessary.

Where possible, practical illustrations and examples should be used, especially accident and incident
reports.

Topics should be related to existing legislation, where relevant. Topics should be related to existing
guidance/advisory material, where relevant (e.g. ICAO HF Digests and Training Manual).
Topics should be related to the maintenance activities of the organisation enrgineering to the greatest
extent where possible; too much unrelated theory should be avoided.
1. General/Introduction to safety management and human factors
1.1. Needto address safety management and human factors
1.2. Statistics
1.3. Incidents
la. Safety risk management
1a.1. Hazard identification
1a.2. Safety risk assessment
1a.3. Risk mitigation and management
la.4. Effectiveness of safety risk management
2. Safety Culture/Organisational factors
2.1 Justness/trust
2.2 Commitment to safety
2.3 Adaptability
2.4 Awareness
2.5 Behaviour

2.6 Information
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3.

3.1.
3.2.
3.3.
3.4.
3.5.

3.6.

Error models and theories

Types of errors in maintenance tasks

Violations
Implications of errors
Avoiding and managing errors

Human reliability

Human performance & limitations

4.1.
4.2.
4.3.

4.4.
4.5.

4.6.
4.7.
4.8.

4.9.

4.10.
4.11.
412,
4.13.
4.14.

4.15.

Vision
Hearing
Information-processing

Attention and perception
Situational awareness

Memory

Claustrophobia and physical access

Motivation
Fitness/Hhealth

Stress

Workload management
Fatigue

Alcohol, medication, drugs
Physical work

Repetitive tasks/complacency

Environment

5.1.
5.2.
5.3.
5.4.
5.5.
5.6.
5.7.
5.8.
5.9.

5.10.
5.11.
5.12.
5.13.

Peer pressure

Stressors

Time pressure and deadlines
Workload

Shift Wwork

Noise and fumes
lllumination

Climate and temperature
Motion and vibration
Complex systems

Other hazards in the workplace
Lack of manpower

Distractions and interruptions

ORS9 Decision No.38
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6. Procedures, information, tools and practices
6.1. Visual linspection
6.2. Worklogging and recording

6.3. Procedure - practice/mismatch/norms

6.4. Technical documentation - access and quality
6.5. Critical maintenance tasks and error-capturing methods (independent inspection,

reinspection, etc.)
7. Communication
7.1. Shift/Ttask handover
7.2. Dissemination of information
7.3. Cultural differences
8. Teamwork
8.1. Responsibility
8.2. Management, supervision and leadership
8.3. Decision-making
9. Professionalism and integrity
9.1. Keeping up to date; currency
9.2. Avoiding eError-provoking behaviour
9.3. Assertiveness
10. Organisation’s HF safety programme
10.1. Safety policy and objectives, just culture principles
10.2.4: Reporting errors and hazards, internal safety reporting scheme
10.2. Disciplinary-policy
10.3. Errer investigation process
10.4. Actionto address problems

10.5. Feedback and safety promotion

GM2 145.A.30(e) Personnel requirements Competence assessment procedure

COMPETENCY ASSESSMENT ELEMENTS
An example of elements that may be considered during a competency assessment according to the job

functions and the scope, size and complexity of the organisation, is given in the following table (not
exhaustive):
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Managers
Planners
Supervisor
Certifying
support staff
Mechanics
Specialised
Service staff
Compliance
monitoring
staff
management
personnel

staff and
Safety

Knowledge of applicable officially
recognised standards

X

Knowledge of auditing techniques:
planning, conducting and reporting X

Knowledge of human factors, human
performance and limitations X

Knowledge of logistics processes X X X

Knowledge of organisation
capabilities, privileges and limitations X

Knowledge of Part-M, Part-ML, Part-
145 and any other relevant X X X X X
regulations

Knowledge of relevant parts of the
maintenance organisation exposition X X X X X X X
and procedures

Knowledge of occurrence reporting
system and understanding of the
importance of reporting occurrences,
incorrect maintenance data and X X X X X
existing or potential defects

Knowledge of safety risks linked to
the working environment X

Knowledge of CDCCL when relevant X X X X X X X

Knowledge of EWIS when relevant X X X X X X X

Understanding of professional
integrity, behaviour and attitude X X X X X X X
towards safety

Understanding of conditions for
ensuring continuing airworthiness of
aircraft and components X X

Understanding of his or her own
human performance and limitations X

Understanding of personnel
authorisations and limitations

Understanding critical maintenance
task X

Ability to compile and control
completed work cards

Ability to consider human
performance and limitations. X

Ability to determine required
qualifications for task performance
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Managers
Planners
Supervisor
Certifying
staff and
support staff
Mechanics
Specialised
Service staff
Compliance
monitoring
staff
Safety
management
personnel

Ability to identify and rectify existing
and potential unsafe conditions

x
x
x
x
x

Ability to manage third parties
involved in maintenance activity

Ability to confirm proper
accomplishment of maintenance X X X X
tasks

Ability to identify and properly plan
performance of critical maintenance X X X
tasks

Ability to prioritise tasks and report
discrepancies

Ability to process the work requested
by the operator

Ability to promote the safety policy X X

Ability to properly process removed,
uninstalled and rejected parts

Ability to properly record and sign for
work accomplished

Ability to recognise the acceptability
of parts to be installed prior to fitment

Ability to split complex maintenance
tasks into clear stages

Ability to understand work orders,
work cards and refer to and use X X X X X X
applicable maintenance data

Ability to use information systems X X X X X X X

Ability to use, control and be familiar
with the required tooling and/or X X X X
equipment

Adequate communication and
literacy skills X

Analytical and proven auditing skills
(for example, objectivity, fairness, X
open-mindedness, determination, ...)

Maintenance error investigation skills X

Resources management and
production planning skills X

Teamwork, decision-making and
leadership skills X

Ability to encourage a positive safety
culture and apply a just culture
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GM3 145.A.30(e) Personnel requirements Femplate-forrecording-

experience/training

TEMPLATE FOR RECORDING EXPERIENCE/TRAINING

The following template may be used to record the professional experience gained in an organisation
and the training received and to be considered during the competencye assessment of the an
individual in another organisation.

Aviation Maintenance personnel experience credential

Name Given name
Address
Telephone E-mail

Independent worker |:|

Trade Group: airframe |:| engine |:| electric |:| avionics |:| other (specify) |:| .....................

Employer’s details (when applicable)

Page 29 of 136



UK Civil Aviation Authority ORS9 Decision No.38

Name
Address
Telephone
Maintenance organisation details
Name
Address
Telephone
Approval Number
Period of employment From: To:
Domain of employment
[ Planning [ ] Engineering [ ] Technical records
[ ] Store department [ ] Purchasing
Mechanics/Technician
[ ] Line Maintenance [] Base Maintenance [ ] Component Maintenance
|:| Servicing |:| Removal/installation |:| Testing/inspection
[] scheduled Maintenance [] Inspection [ ] Repair
[] Trouble-shooting [] Trouble-shooting [] overhaul
[ ] Repair [ ] Re-treatment
[ ] Reassembly
A/C type A/C type Component type
Certifying Staff and support staff
[ Jcat.A |:| Cat. B1 |:| Cat. B2 |:| Cat.C |:| Component type |:| Other (e.g. NDT)
A/C Type A/C Type A/C Type A/CType  Component Type Specify
Certification privileges: Yes [ ] /No[ ]
L] Specialised services Speciality (NDT, composites, welding, etc.):
|:| Skilled personnel Speciality (sheet metal, structures, wireman, upholstery, etc.):
|:| Ground equipment operation
[ ] Quality-control [ ] Quatity-assurance | Training
Supervision Compliance monitoring
Safety investigation Safety management
Total number of check boxes ticked: |_
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Details of employment

Training received from the contracting organisation

Date Nature of training

Certified by:

Name: Date:
Position: Signature:

Contact details:

Advisory note: A copy of the present credentials will be kept for at least 3 years from its their issuance
by the maintenance organisation.

COMPETENCY OF THE SAFETY MANAGER

The competency of a safety manager should include, but not be limited to, the following:

(a) knowledge of ICAO standards and UK requirements on safety management;

(b)  anunderstanding of management systems, including compliance monitoring systems;
(c)  anunderstanding of risk management;

(d) anunderstanding of safety investigation techniques and root cause methodologies;
(e)  anunderstanding of human factors;

(f) understanding and promotion of a positive safety culture;
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(8)
(h)

()
(k)

operational experience related to the activities of the organisation;
safety management experience;

interpersonal and leadership skills, and the ability to influence staff;
oral and written communications skills;

data management, analytical and problem-solving skills.

SAFETY TRAINING (INCLUDING HUMAN FACTORS)

(a)

(b)

(c)

The scope of the safety training and the related training programme will vary
significantly depending on the size and complexity of the organisation. Safety training
should reflect the evolving management system, and the changing roles of the
personnel who make it work.

In recognition of this, training should be provided to management and staff at least:
(1)  duringthe initial implementation of safety management processes;
(2) forall new staff or personnel recently allocated to safety management-related tasks;

(3) on a regular basis to refresh their knowledge and to understand changes
to the management system;

(4)  when changes in personnel affect safety management roles, and related
accountabilities, responsibilities, and authorities; and

NOTE: In the context of safety management, the term ‘authority’ is used in relation to the
level of management in the organisation that is necessary to make
decisions related to risk tolerability.

(5) when performing dedicated safety functions in domains such as safety risk
management, compliance monitoring, and internal investigations.

Safety training records should be retained. Personnel records should be kept for as long as a
person works for the organisation and be retained for at least three years after the person has
left the organisation.

In accordance with points 145.A.30(h) and 145.A.35, the qualification requirements (basic
licence, aircraft ratings, recent experience and recurrent eentindation training) are identical
for certifying staff and for support staff. The only difference is that support staff cannot hold
certification privileges when performing this role since during base maintenance, the release
to service will be issued by category C certifying staff.

Nevertheless, the organisation may use as support staff (for base maintenance) persons

who already hold certification privileges for line maintenance.
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1. For the issue of a limited certification authorisation,:-

(a)  the pilot eemmander should hold either an airline transport pilots licence lieense
(ATPL), or a commercial pilots licence Heense (CPL) in accordance with Regulation
(EU) No 1178/2011 and, as applicable, Regulation (EU) 2020/723.

(b)

2. In addition, the limited certification authorisation is subject to the MOE mairtenanece
erganisation-expesition containing procedures to address the personnel requirements

of point 145.A.30(e) and-asseciated-AMCandguidancematerial. The procedures should

be accepted by the CAA and should include as a minimum:

(a) €completion of adequate maintenance continuing airworthiness regulation
training as related to maintenance;.

(b)  €completion of adequate task training for the specific task(s) on the aircraft. The
task training should be of sufficient duration to ensure that the individual has a
thorough understanding of the task(s) to be completed, and that it will involve
training in the use of the associated maintenance data;.

(c)  €completion of the procedural training as specified in Part-145.

2.(i) Typical tasks that may be certified and/or carried out by a pilot the-commander-holding
who holds an ATPL or a CPL are the minor maintenance or simple checks included in

the following list:
(a) Replacement of internal lights, filaments and flash tubes;.-
(b)  Closing of cowlings and refitment of quick-access inspection panels;. -

(c) Role changes, e.g. stretcher installation i, dual controls, FLIR, doors,
photographic equipment, etc.

(d) Inspection for, and removal of, de-icing/anti-icing fluid residues, including the
removal/closure of panels, cowls or covers that are easily accessible, but that do
not reguiring require the use of special tools;.

()  Any check/replacement that involves iavelving simple techniques that are
consistent with this AMC and that have been as agreed by the CAA.
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3. The validity of the authorisation should be limited to have-a-finitedife-of twelve months,
and may be renewed if there has been subjectte satisfactory re-eurrent recurrent
training on the task(s) for which the pilot holds an authorisation applicable-airerafttype.
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1. For the purposes of thispoint 145.A.30(j)(5), sub-paragraph, ‘unforeseen’ means that the
grounding of the aircraft greunding could not reasonably have been predicted by the operator
because the defect was unexpected, due to it being part of a hitherto reliable system.

2. A Issuing a one-off authorisation should only be considered ferissue under the responsibility of
the compliance monitoring manager by-the-guality-department of the contracted organisation
after ithas+wade a reasoned judgement has been made that such an authorisation reguirement is
appropriate under the circumstances, and while at the same time it maintains mairtainring the
required airworthiness standards.

The organisation’s compliance monitoring personnel guatity-department-willneed-te should assess
each situation individually prior to issuing the-issuance-ef a one-off authorisation, and may request
contribution from technical and safety management personnel.

3. A one-off authorisation should not be issued where if the level of certification required could
exceed the knowledge and experience level of the person it is issued to. In all cases, due
consideration should be given to the complexity of the work involved and the availability of the
required tooling and/or test equipment needed to complete the work.
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tn-these-situations-where-therequirementfor In case it is necessary to issue a one-off certification
authorisation to a certifying staff on an aircraft type for which he or she does not hold a type-rated
authorisation te— i iy

t—ype—ra%ed—aut—heﬂsaferen—has—been—rdentrﬁed the foIIowmg procedure is recommended

1. The Fflight crew should communicate full details of the defect to the eperaters—supperting
maintenance organisation. If necessary, the supperting maintenance organisation will then
request the use of a one-off authorisation from the compliance monitoring personnel guatity

department.

2. When issuing a one-off authorisation, the compliance monitoring personnel guality-department
ofthe-organisation should verify that:
. Ffull technical details relating to the work required to be carried out have been

established and passed on to the certifying staff;-

° Fthe organisation has an approved procedure in place for coordinating and controlling
the total maintenance activity undertaken at the location under the authority of the one-
off authorisation;-

° Fthe person to whom a one-off authorisation is issued has been provided with all the
necessary information and guidance relating to maintenance data, and any special
technical instructions associated with the specific task undertaken. A detailed step-by-
step worksheet has been defined by the organisation, and has been communicated to the
holder of the one-off authorisation holder;— -

° Fthe person holds authorisations of equivalent levels and scopes on other aircraft types
that have of similar technology, construction and systems.

3. The holder of the one-off authorisation helder should sign off the detailed step-by-step
worksheet when completing the work steps. The completed tasks should be verified by visual
examination and/or normal system operation upon return to an appropriately approved Part-
145 maintenance facility.

Fhis Point 145.A.30(j)(5)(ii) paragraph addresses the requirements for staff who are not employed by
the maintenance organisation, but who meet the requirements of point 145.A.30(j)(5). In addition to

the items listed in points 1, 2 and 3 of AMC1 145.A.30(j)(5)(i), paragraph-12{a};{b}and

{e}-and-3-the-guality-department the compliance monitoring personnel of the organisation may issue
such a one-off authorisation previding provided that full gualifiecation details relating to the
qualifications of the proposed certifying personnel are verified by the compliance monitoring

personnel guality-department and made available at the location.
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1. Holding a Part-66 licence with the relevant type/group rating, or a national qualification in the
case of components, does not mean by itself that the holder is qualified to be authorised as
certifying staff and/or support staff. The organisation is responsible te for assessing the
competencye of the holder for the scope of the maintenance to be authorised.

]

4. The satisfactery assessment of the competency of the holder eempetenee should be conducted
in accordance with a procedure approved by the CAA (item 3-4 3.9 of the MOE, as described in
AMC1 145.A.70(a)).

5. The organisation should hold copies of all the documents that attest to the competency and
recent experience of the holder for as long as a person works for the organisation, and retained
for at least 3 years after the person has left the organisation, or after an authorisation issued to
that person has been withdrawn.

Additional information is provided in AMC 66.A.20(b)3.

1. Recurrent Centinuation training is a two-way process to ensure that certifying staff and support
staff remain current in terms of the necessary technical knowledge, procedures, and safety
management (including human factors), ard-technical knowledge and that the organisation
receives feedback on the adequacy of its procedures and maintenance instructions. Due to the
interactive nature of this training, consideration should be given to involving the compliance
monitoring staff and the key safety management personnel in this training to provide a
consistent presence and facilitate feedback the—pessibility—that—such—training—has—the
invelvementefthegquality departmentto-ensure thatfeedbackisactioned. Alternativelythere
There should be a procedure to ensure that feedback is formally reported by passed-freom the
trainers through the internal safety reporting scheme training—department—to—the—guality
department to initiate action where necessary.
2. Centinuation Recurrent training should cover changes made to the modification standard of the

products being maintained, i to the relevant requirements such as Part-145, ehanges-in to the
organisation’s procedures, safety policy and objectives, and-the-meodification-standard-ef-the
preducts-being-maintained-plus as well as human factors and safety issues identified from any
internal or external analysis of incidents and compliance monitoring results. It should also
address instances where in which staff failed to follow the procedures, and the reasons why
particular procedures were are not always followed. In many cases, the eentinuatien recurrent
training will reinforce the need to follow the procedures and will ensure that incomplete or
incorrect procedures are identified to the company in-erder so that they can be corrected. Fhis

dees-notpreclude-the-possibleneed It may be necessary to carry out an guatity audit of sueh

Page 37 of 136



UK Civil Aviation Authority ORS9 Decision No.38

these procedures.

3. Continuation Recurrent training should be of sufficient duration in each 2-year period to meet
the intent of point 145.A.35(d) and may be split into a number of separate elements. Point
145.A.35(d) requires such a training to keep certifying staff and support staff updated in terms
of relevant technology, procedures, safety management and human factors issues which means
it is one part of ensuring compliance guality. Therefore, sufficient duration should be related to
relevant guality audit findings and other internal / external sources of information available to
the organisation on human errors and safety issues in maintenance. This means that in the case
of an organisation that maintains aircraft with few limited relevant guality audit findings,
hazards and related safety risks identified, eentinuation recurrent training could be limited to
days rather than weeks, whereas in the case of a similar organisation with a number of relevant
guality audit findings, hazards and related safety risks identified, such a training may take several
weeks. For an organisation that maintains aircraft components, the duration of eentinuatien
recurrent training would follow the same philosophy but should be scaled down to reflect the
more limited nature of the activity. For example, certifying staff who release hydraulic pumps
may only require a few hours of eentinuation recurrent training, whereas those who release
turbine engines may only require a few days of such a training. The content of eentiruation
recurrent training should be related to relevant guatity audit findings, hazards and related safety
risks identified. It ane-it is recommended that such training is reviewed at least once in every
24-month period.

4. The method of training is intended to be a flexible process, and this training could, for example,
be provided by include a Part-147 organisation eentinuation-training-course, an aeronautical
college eeurses, the Part-145 organisation, or another training or maintenance organisation
internalshert-duration-courses,seminarsete. The elements, general content and length of such

trammg should be specified in the MOE man%e%anee—e%gan&at—m%e*pesmen

The programme for eentinuation recurrent training should list all certifying staff and support staff and
when the training will take place, the elements of such a training, and an indication that it was carried
out reasenably on time as planned. Such information should subsequently be transferred to the
certifying staff and to the support staff records.

As stated in point 145.A.35(f), except where any of the unforeseen cases of point 145.A.30(j)(5)
applies, all prospective certifying staff and support staff should be assessed for their competencye
related to their intended duties. Said assessment should be conducted in accordance with AMCs 1, 2,
3, and 4 and 5 to point 145.A.30(e), as applicable.
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CERTIFYING AND SUPPORT STAFF RECORDS

1. The following minimum information as applicable should be kept on record in respect of each
certifying staff and support staff:

a) Name

b) Date of Birth

¢) Basic Training

d) Type Training

e) Continuation Training

f) Experience

g) Qualifications relevant to the authorisation
h) Scope of the authorisation

i) Date of first issue of the authorisation

j) If appropriate - expiry date of the authorisation
k) Identification Number of the authorisation

2. The record may be kept in any format but should be controlled by the organisation’s quality
department. This does not mean that the quality department should run the record system.

3. Persons authorised to access the system should be maintained at a minimum to ensure that
records cannot be altered in an unauthorised manner or that such confidential records become
accessible to unauthorised persons.

4. The CAA an authorised person when investigating the records system for initial and continued
approval or when the CAA has cause to doubt the competence of a particular person.

(f) Experience
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(h) Scopeoftheauthorisation
(i C € firct | ‘ horisati

(a)  ‘Experience in continuing airworthiness’ in 145.A.37(a)(1) refers to any appropriate
combination of experience in tasks related to aircraft maintenance and/or continuing
airworthiness management and/or surveillance of such tasks.

(c)  ‘Appropriate recent continuing airworthiness experience’ in 145.A.37(c) refers to the fact that
in order to keep the validity of the airworthiness review staff authorisation, the airworthiness
review staff should have either:

(1) beeninvolved in continuing airworthiness management activities for at least 6 months in
every 2-year period; or

(2) conducted at least one airworthiness review in the last 12-month period.
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(c) In order to restore the validity of the authorisation, the airworthiness review staff should
conduct at a satisfactory level an airworthiness review under the supervision of the CAA or, if
accepted by the CAA, under the supervision of another currently authorised airworthiness
review staff of the organisation concerned in accordance with an approved procedure.

AIRWORTHINESS REVIEW STAFF RECORDS

The following minimum information, as applicable, should be kept on record in respect of each
airworthiness review staff:

a) name;

b) date of birth;

c) certifying staff authorisation;

d) experience as certifying staff on aircraft covered by Part-ML;

e) qualifications relevant to the approval (knowledge of relevant parts of Part-ML and
knowledge of the relevant airworthiness review procedures);

f) scope of the airworthiness review authorisation and personal authorisation reference;

g) date of the first issue of the airworthiness review authorisation; and

h) if appropriate, expiry date of the airworthiness review authorisation.

ACCEPTANCE AND AUTHORISATION OF AIRWORTHINESS REVIEW STAFF (ARS)

The process of acceptance and authorisation of a new ARS within a Part-145 organisation includes the
following steps (the order of certain steps may vary):

- The organisation verifies the compliance of the candidate ARS with point 145.A.37(a);

- The candidate ARS is assessed while performing an airworthiness review (AR) under supervision

(supervision by the CAA or supervision by an ARS already authorised by the organisation)
(145.A.37(b));

- The organisation submits an application for change (requiring prior approval) to the CAA (ref.
145.A.85) together with the proposed amendment to the MOE (candidate ARS introduced in
the list of ARS — ref. 145.A.70(a)(6));

— Based on the results of the AR and its supervision, the CAA accepts the candidate (regardless of
whether the supervision was done by the CAA or by the organisation);

- the CAA approves the MOE;

- The organisation issues the AR authorisation to the ARS.
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1. The referenced procedure should ensure that when maintenance personnel discover
inaccurate, incomplete or ambiguous information in the maintenance data, they should record
the details as part of the internal safety reporting scheme specified in point 145.A.202. The
procedure should then ensure that the Part-145 approved maintenance organisation notifies
the problem to the author of the maintenance data in a timely manner. A record of such
communications to the author of the maintenance data should be retained by the Part-145
approved organisation until such time as the author of the maintenance data type-certificate
helder has clarified the issue by e.g. amending the maintenance data.

2. The referenced procedure should be specified in the MOE maintenance-erganisation-exposition.

The referenced procedure should address the need for a practical demonstration by the maintenance
personnel proposing the change mechanic to the compliance monitoring guatity personnel, of the
prepesed modified maintenance instruction. Depending on the nature of the maintenance instruction
modification, a risk assessment may be required to demonstrate that an equivalent or improved
maintenance standard is reached. When satisfied, the guality compliance monitoring personnel should
approve the modified maintenance instruction, and ensure that the author of the maintenance
instruction i.e., the originating design organisation type-certificate-orsupplementary-typecertificate
holder is informed of the modified maintenance instruction. The procedure should include a
paper/electronic traceability of the complete process from start to finish, and ensure that the relevant
maintenance instruction clearly identifies the modification. Modified maintenance instructions should
only be used in the following circumstances:

(@)  Where the type—certificate [/ supplementary type certificate_holders original intent of the

maintenance instruction can be carried out in a more practical or more efficient manner.

(b)  Where the type—certificate/supplementarytype—certificate—holders original intent of the
maintenance instruction cannot be achieved by when following the maintenance instructions.
For example, where a component cannot be replaced following the original maintenance
instructions.

(c)  Forthe use of alternative tools / equipment.
Important Note: Critical Design Configuration Control Limitations (CDCCL) are airworthiness
limitations. Any modification of the maintenance instructions linked to CDCCL constitutes an-aireratt

modification change to a (restricted) type certificate that should be approved in accordance with Part-
21.
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1.2: ‘The rRelevant parts of the organisation’ means, as appropriate, with—regard-te aircraft base
maintenance, aircraft line maintenance, specialised services, component workshops such as

engine workshops, mechanical workshops ard or avionics workshops. Therefore, engine
worksheps,—fer—example,—should—have a common system should be used, for example,
throughout sueh the engine workshops, that which may be different e from that in the aircraft
base maintenance.

2.3. The werkeards work cards should differentiate and specify, when relevant, disassembly,
accomplishment of tasks, reassembly and testing as well as the error-capturing method (e.g.

independent inspection). In the case of a lengthy maintenance task involving a succession of
personnel to complete such a task, it may be necessary to use supplementary work cards
workeards or worksheets to indicate what was actually accomplished by each individual person.

3. With reference to point 145.A.65(a), human factors should be taken into account during the
development of work cards and worksheets.

4. ‘Complex or long maintenance tasks’ refers to tasks involving multiple disciplines or multiple
shifts, or multiple zones/access opening, special tools, etc., or a combination of these.

The stages into which the work cards are to be subdivided should refer to where work can be
interrupted. Subdivision should also indicate when a different discipline continues to work if no
separate work cards are provided.

5. Where required by the operator/CAMO/CAO to use their work card or worksheet system, the
maintenance organisation should assess the system for compliance with the maintenance
organisation procedures, for example, the subdivision of complex or long maintenance tasks.
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To keep data up-to-date, a procedure should be set up to monitor the amendment status of all data
and maintain a check that all amendments are being received by being a subscriber to any document
amendment scheme. Special attention should be given to mandatory instructions and associated
airworthiness limitations published by design approval holders Fc—related-data-such-as—certification

CONSIDERATION OF FATIGUE IN THE PLANNING OF MAINTENANCE

(a) The way and the extent to which the organisation should consider the threat of fatigue in the
planning of tasks and organising of shifts will vary from one organisation to another and from
one maintenance event to another, depending on what maintenance is to be carried out, how,

where, when and by whom.

(b)  Fatigue is one example of human factors issues which should be taken into account by the
management system, particularly for the planning activity. In this respect, where the
organisation activity is prone to fatigue issues, the organisation should:

(1) ensure that the safety policy required by point 145.A.200(a) gives due consideration to
the aspects of fatigue;

(2)  ensurethatthe internal safety reporting scheme required by point 145.A.202 enables the
collection of fatigue issues;

(3) ensure that the threat of fatigue is adequately taken into account by the management
system key processes (e.g. assessment, management, monitoring);

(4) provide safety promotion material and adapt safety training accordingly.

(c)  The organising of shifts should consider good practices in the maintenance domain and
applicable rules. The resulting shift schedule should be shared with the maintenance staff
sufficiently in advance so they can plan adequate rest.

The established shift durations should not be exceeded merely for management convenience
even when staff is willing to work extended hours.

(d)  The organisation should have a procedure (including mitigations) to address cases where the
working hours are to be significantly increased, or when the shift pattern is to be significantly
modified, such as for urgent operational reasons. In cases not covered by that procedure, the
organisation should perform a specific risk assessment and define additional mitigation actions,
as applicable. Basic mitigations may include:

(1) additional supervision and independent inspection;
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(2) limitation of maintenance tasks to non-critical tasks;

(3)  use of additional rest breaks.

CONSIDERATION OF FATIGUE IN THE PLANNING OF MAINTENANCE
(a)  Fatigue may be induced by:

(i) the environment and conditions (e.g. noise, humidity, temperature, closed section,
working overhead) in which the work is carried out;

(ii)  excessive hours of duty and shift working, particularly with multiple shift periods or
patterns, additional overtime or night work;

(iii)  travel to the maintenance location (e.g. jetlag, duration)

Fatigue is one of the factors that may contribute towards maintenance errors when it is not
properly considered as part of planning activities.

(b)  Taking into account the threat of fatigue in the planning of maintenance tasks and organising of
shifts refers to setting up the maintenance and the shifts in a way that enables the maintenance
staff to remain sufficiently free from fatigue so they can perform the planned maintenance
safely, including:

— providing rest periods of sufficient time to overcome the effects of the previous shift and
to be rested by the start of the following shift;

— avoiding shift patterns that cause a serious disruption of an established sleep/work
pattern, such as alternating day/night duties;

— planning recurrent extended rest periods and notifying staff sufficiently in advance.

‘External working teams’ refers to an organisation that does not belong to the Part-145 organisation
in whose facility the maintenance is being carrying out, and which is, for example (this list is not

exhaustive):

- contracted by the Part-145 maintenance organisation; or

- subcontracted by the Part-145 maintenance organisation; or
- contracted by the person or organisation responsible for the aircraft continuing airworthiness.

The objective of point 145.A.47(d) is to manage the risk involved in the actual execution of
maintenance by the various organisations at the same location.
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Example: The need for one organisation to be informed that they should not put the aircraft in a
certain configuration (regarding, for instance, electrical power) if this could contribute to an error in
the maintenance performed by another organisation.

Note: Refer to GM2 145.A.205 for the difference between contracting and subcontracting
maintenance activities.

Where the organisation may temporarily not hold all the necessary tools, equipment, material,

maintenance data, etc. for an aircraft type or variant, or component specified in the organisation’s
scope of work, the organisation’s approval does not need to be amended by the CAA to delete the

aircraft type or variants as long as the lack of such tools, equipment, material or maintenance data is a
temporary situation.

The organisation should make a commitment to the CAA to re-acquire tools, equipment etc.
before maintenance on the related aircraft or component may recommence.

145.A.48(8)(d) Performance of maintenance —eritical-design-configuration-

controllimitations{CDCCL)

CRITICAL DESIGN CONFIGURATION CONTROL LIMITATIONS (CDCCL)

The organisation should ensure that when performing maintenance the CDCCL are not compromised.
The organisation should pay particular attention to possible adverse effects of any change to the wiring
of the aircraft, even of a change not specifically associated with the fuel tank system. For example, it
should be common practice to identify the segregation of fuel gauging system wiring as a CDCCL. The
organisation can prevent adverse effects associated with changes to the wiring by standardising
maintenance practices through training, and not through periodic inspections. Training should be
providedto avoid indiscriminate routing and splicing of wires and to provide comprehensive knowledge
of critical design features of fuel tank systems that would be controlled by a CDCCL. Guidance on the
training of maintenance organisation personnel is provided in Appendix IV to AMC5 145.A.30(e) and

AMC2 145.B.200(a)(3) Appendix-to-AMC1I45-A30{e}and-145-B-10(3}.

The organisation should have a procedure sheuld to identify the error-capturing methods, the critical
maintenance tasks, the training and the qualifications of staff applying error-capturing methods, and
how the organisation ensures that its staff is familiar with critical maintenance tasks and error-
capturing methods.

]

(b)  The procedure should describe which data sources are used to identify critical maintenance
tasks. Several data sources may be used, such as:

(1) information from the design approval holder;
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(2)
(3)
(4)
(5)

(6)

accident reports;
investigation and follow-up of incidents;
occurrence reporting;

flight data analysis, where this is available from the person or organisation responsible
for the aircraft continuing airworthiness;

results of audits and independent inspections;

monitoring schemes for normal operations menitering—schemes, where these are
available from the person or organisation responsible for the aircraft continuing
airworthiness; and

feedback from training.

ERROR-CAPTURING METHODS

(a)  Error-capturing methods are those actions defined by the organisation to detect maintenance

errors that are made when while performing maintenance.

(b)  The organisation should ensure that the error-capturing methods are adequate for the work

and the disturbance of the system. A combination of several actions (e.g. visual inspection,

operational check, functional test, rigging check) may be necessary in some cases.

[...]

The procedures should be aimed at:

(a)  minimising multipte errors and preventing omissions. Therefore, the procedures should specify:

(1)
(2)

(3)

that every maintenance task is signed off only after completion;

how the grouping of tasks for the purpose of sign-off allows critical steps to be clearly
identified; and

that work performed by personnel under supervision (i.e. temporary staff, trainees) is
checked and signed off by an authorised person;

(b)  minimising the possibility of an error being repeated in identical tasks and, therefore,

compromising more than one system or function. Thus, the procedures should ensure that no

person is required to perform a maintenance task involving removal/installation or

assembly/disassembly of several components of the same type fitted to more than one system,

a failure of which could have an impact on safety, on the same aircraft or component during a

particular maintenance check. However, in unforeseen circumstances when only one person is

available, the organisation may make use of reinspection as described in point (d) of AME4

145.A.48(b) AMC4 145.A.48(c)(2).
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m 145.A.48(c)(8) Performance of maintenance

To minimise the risk of multiple errors during maintenance e and the risk of errors being repeated in
identical maintenance tasks, the organisation may implement:

- procedures to plan the performance by different persons of the same task in different systems;

— independent inspection or re-inspection procedures.

AMC-145-A-50{a) Certification of maintenance

’Endangers-the flight safety’ means any instances where safe operation could not be assured, or which
could lead to an unsafe condition. These # typically includes, but is are not limited to, significant
cracking, deformation, corrosion or failure of primary structure, any evidence of burning, electrical
arcing, significant hydraulic fluid or fuel leakage, and any emergency system or total system failure.
An airworthiness directive that is overdue for compliance is also considered to be a hazard to flight
safety.

However, the intent is not to require the maintenance organisation to find or become responsible for
hidden non-compliances which are not expected to be discovered during the ordered maintenance.

A certificate of release to service issued by a maintenance organisation certifies that the performed
maintenance work, as agreed in the work order or the contract, has been completed in accordance
with the applicable requirements and the maintenance organisation’s approved procedures. In the

case of aircraft maintenance, it does not necessarily mean that the aircraft is in airworthy condition.
Ensuring that the aircraft is airworthy before each flight always remains the responsibility of the

person or organisation managing the aircraft continuing airworthiness.

1. The certificate of release to service should contain the following statement:

‘Certifies that the work specified, except as otherwise specified, was carried out in accordance
with Part-145 and in respect to that work the aircraft/aircraft component is considered ready
for release to service’.

Reference should also be made to the CAA Part-145 approval number and the identity of the
person who issued the release.

]

The purpose of the certificate is to release certify maintenance work carried out on
assemblies/items/components/parts (hereafter referred to as ‘item(s)’). aftermaintenanceand-to

3 A i j e It also allows
the removal from aircraft of items in a ‘serviceable’ condition in accordance with AMC2 145.A.50(d) in

order to fit them remevedfrom one aircraft/aircraft componenttobe fitted to another

aircraft/aircraft component.

]
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1. Being unable to establish full compliance with point sub-paragraph—Part-145.A.50(a)
means that the maintenance required by the person or organisation responsible for the aircraft
continuing airworthiness aireraft-eperater could not be completed due to either te running out
of available aircraft maintenance downtime for the scheduled check, or by virtue of the
condition of the aircraft requiring additional maintenance downtime, or because the
maintenance data requires a flight to be performed as part of the maintenance, as described in
paragraph 4.

2. The person or organisation responsible for the aircraft continuing airworthiness Fhe—aireraft
eperater is responsible for ensuring that all required maintenance has been carried out before
flight and therefore 145.A.50(e) requires such person or organisation eperater to be informed
in the case where full compliance with 145.A.50(a) cannot be achieved within the eperaters
relevant limitations. If that person or organisation the-eperater agrees to the deferment of full
compliance, then the certificate of release to service may be issued subject to details of the

deferment, ireluding—the—operators—authority,—being—endorsed including any relevant

references, being detailed on the release certificate.

Note: Whether or not the person or organisation responsible for the aircraft continuing
airworthiness aireraft—operator does have the authority to defer maintenance is an issue
between that person or organisation the—airerattoperator and the CAA. In case of doubt
concerning such a decision ef-the-eperater, the approved maintenance organisation should
inform the CAA of such doubt, before issuing the certificate of release to service. This will allow
the CAA to investigate the matter.

3. The procedure should draw attention to the fact that 145.A.50(a) does not normally permit the
issue of a certificate of release to service in the case of non-compliance and should state what
action the mechanic, supervisor and certifying staff should take to bring the matter to the
attention of the relevant department or person responsible for technical co-ordination with the
person or organisation responsible for the aircraft continuing airworthiness aireraft-eperater so
that the issue may be discussed and resolved with that person or organisation the—aireraft
eperator. In addition, the appropriate person(s) as specified in point 145.A.30(b) should be kept
informed in writing of such possible non-compliance situations and this should be included in
the procedure.

[...]

[..]
2. ‘Compliance with all applicable maintenance and operational requirements’ Compliance-with
alletherRart-145-and-eperatorreguirements means, in particular, making an appropriate entry

in the aircraft continuing airworthiness record system or if applicable, in the aircraft technical
log system, checking the compatibility of the component with the aircraft approved design fer

compliance—with—type—design—standards, including modifications, repairs, airworthiness

directives, life limitations and condition of the aircraft component plus information on where,
when and why the aircraft was grounded.
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GENERAL

(a)  The record-keeping system should ensure that all records are accessible within a reasonable
time whenever they are needed. These records should be organised in a manner that ensures
their traceability and retrievability throughout the required retention period.

(b) Records should be kept in paper form, or in electronic format, or a combination of the two.
Records that are stored on microfilm or in optical disc formats are also acceptable. The records
should remain legible throughout the required retention period. The retention period starts
when the record is created or was last amended.

(c)  Paper systems should use robust materials which can withstand normal handling and filing.
Computer record systems should have at least one backup system, which should be updated
within 24 hours of any new entry. Computer record systems should include safeguards to
prevent unauthorised personnel from altering the data.

(d)  All computer hardware that is used to ensure the backup of data should be stored in a different
location from the one that contains the working data, and in an environment that ensures that
the data remains in a good condition. When hardware or software changes take place, special
care should be taken to ensure that all the necessary data continues to be accessible through
at least the full period specified in the relevant provision. In the absence of any such indications,

all records should be kept for a minimum period of 3 years.

RECORDS

Microfilming or optical storage of records may be carried out at any time. The records should be as
legible as the original record, and remain so for the required retention period.

m 145.A.55(a) Maintenance and airworthiness review records

MAINTENANCE RECORDS

1. Properly executed and retained maintenance records provide:
(i) owners and persons or organisations responsible for aircraft continuing airworthiness

with information essential in establishing the airworthiness status of aircraft or
component, and in particular, in controlling unscheduled and scheduled maintenance.

(ii) Maintenance personnel with information essential for troubleshooting, eliminating the
need for re-inspection and paperwork
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The prime objective is to have secure and easily retrievable records with comprehensive and legible
contents. The aircraft record should contain basic details of all serialised aircraft components and all other
significant aircraft components installed during the maintenance performed, to ensure traceability to such
installed aircraft component documentation, associated maintenance data and data for modifications and
repairs.

2 Some gas turbine engines are assembled from modules, and a true total time in service for a total
engine is not kept. When it is desirable to take advantage of the modular design, then the total
time in service and the maintenance records for each module are to be maintained. The
maintenance records as specified are to be kept with the module and should show compliance

with any mandatory requirements pertaining to that module.

‘Associated maintenance data’ refers to is specific information such as data pertaining to embodiment
of a repair and or modification data. This does not necessarily require the retention of all Aircraft
Maintenance Manual, Component Maintenance Manual, IPC, etc. issued by the TC holder or STC
holder. Maintenance records should refer to the revision status of the data used.
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The organisation should share relevant safety-related occurrence reports with the design approval
holder of the aircraft or component in order to enable it to issue appropriate service instructions and
recommendations to all relevant parties. Liaison with the design approval holder is recommended to
establish whether published or proposed service information will resolve the problem or to obtain a
solution to a particular problem.

Depending on the case, the ‘design approval holder’ will be the holder of a type certificate, a restrictedtype
certificate, a supplemental type certificate, a UK Technical Standard Order (TSO) authorisation, a major
repair design approval, a major change design approval or any other relevant approval or authorisation for
products, parts and appliances deemed to have been issued under Regulation (EU) No 748/2012.

GENERAL

(@)  Where the organisation holds one or more additional organisation certificates within the scope
of Regulation (EU) 2018/1139:

(1) the organisation may establish an integrated occurrence reporting system covering all
certificate(s) held; and

(2)  single reports for occurrences should only be provided if the following conditions are met:

(i) the report includes all relevant information from the perspective of the different
organisation certificates held;

(ii)  the report addresses all relevant specific mandatory data fields and clearly
identifies all certificate holders for which the report is made;

(b)  The organisation should assign responsibility to one or more suitably qualified persons with
clearly defined authority, for coordinating action on airworthiness occurrences and for initiating
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(c)

any necessary further investigation and follow-up activity.

If more than one person are assigned such responsibility, the organisation should identify a

single person to act as the main focal point responsible for ensuring that a single
reporting channel is

established to the accountable manager. This should in particular apply to organisations holding
one or more additional organisation certificates within the scope of Regulation (EU) 2018/1139
where the occurrence reporting system is fully integrated with that required under the
additional certificate(s) held.

MANDATORY REPORTING — GENERAL

(a)

(b)

For organisations having their principal place of business in the UK, Regulation (EU)

2015/1018 lays down a list classifying occurrences in civil aviation to be mandatorily reported.
This list should not be understood as being an exhaustive collection of all issues that may pose
a significant risk to aviation safety and therefore reporting should not be limited to items listed

in that Regulation.

AMC-20 ‘General Acceptable Means of Compliance for Airworthiness of Products, Parts and
Appliances’ provides further details on occurrence reporting (AMC 20-8A).
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GENERAL

1. Maintenance procedures should be held-eurrent kept up to date such that they reflect the
current best practices within the organisation, while being compliant with the Regulation. s

the—responsibility-efa All organisation’s employees te should report any differences via their
organisation’s internal safety eceurrence reporting scheme mechanisms.

2. All procedures, and changes to those procedures, should be verified and validated before use
where practicable and applicable.

3. All technieal procedures should be designed and presented in accordance with good human
factors principles.

HUMAN FACTORS PRINCIPLES

The following key points should be considered when designing and presenting technical procedures
in accordance with good human factors principles:

(@)  The design of procedures and changes should involve maintenance personnel who have a good
working knowledge of the tasks;

(b)  Ensuringthat the procedures are accurate, appropriate and usable, and reflect best practices;
(c)  Takingaccount of the level of expertise and experience of the user;
(d)  Takingaccount of the environment in which the procedures are to be used;

(e)  Ensuring that all the key information is included without the procedure being unnecessarily
complex;

(f) Where appropriate, explaining the reasons for the procedure;

(g8) The order of the tasks and the steps should reflect best practices, with the procedure clearly
stating where the order of steps is critical, and where changes to the order are acceptable;

(h)  Ensuring consistency in the design of procedures and the use of terminology, abbreviations,
references, etc.

(i) For documents produced in the English language, using ‘simplified English’.

Page 53 of 128

Page 54 of 136



UK Civil Aviation Authority ORS9 Decision No.38

aintenance procedures and

Specialised services include any specialised activity, such as, but not limited to, non-destructive testing
requiring particular skills and/or qualification. Point 145.A.30(f) covers the qualification of personnel
but, in addition, there is a need to establish maintenance procedures that cover the control of any
specialised process.
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(@)  Personnel should be familiar with those parts of the MOE that are relevant to their tasks.

(b)  The organisation should designate the person responsible for monitoring and amending the
MOE, including associated procedures or manuals, in accordance with point 145.A.70(c).

(c) The organisation may use electronic data processing (EDP) for the publication of the MOE.
Attention should be paid to the compatibility of the EDP systems with the necessary
dissemination, both internally and externally, of the MOE.

(d)  Wheninformation is provided by reference (e.g. separate document, manual or electronic data
file), the organisation should establish clear cross-reference to such documents or files in the
MOE and have procedures for the management of these document or files.

()  The MOE should be submitted with English as the dominant language and in the case of a
multilingual MOE, the English text should precede the second language. The organisation
must ensure that translation is accurate.

This AMC provides an outline of the layout of an acceptable MOE. Where an organisation uses a

different format, for example, to allow the exposition to serve for more than one approval within the
scope of Regulation (EU) 2018/1139, then the exposition should contain an index that shows where
the subject matter can be found in the exposition.
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PART 1 MANAGEMENT GENERAL
1.1 Ceorporatecommitment Statement by the accountable manager
1.2 Safety andguality policy and objectives

1.3  Management personnel

1.4 Duties and responsibilities of the management personnel

1.5 Management organisation chart

1.6  List of certifying staff, support staff and airworthiness review staff

1.7 Manpower resources

1.8 General description of the facilities at each address intended to be approved
1.9 Organisation’s intended scope of work

1.10 Procedures for changes (including MOE amendment) requiring prior approval MNetification
I ; AN | I f || . I-EI:IS
e/ 1y . |

1.11 Procedures for changes (including MOE amendment) not requiring prior approval Expesitien

1.12 Procedure for alternative means of compliance (AltMoC)

PART 2 MAINTENANCE PROCEDURES
2.1 Supplier evaluation and subcontractor control procedure

2.2 Acceptance/inspection of aircraft components and material from-outside—eontracters; and
installation

2.3 Storage, tagging and delivery release of aireraft components and material to aireraft
maintenance

2.4 Acceptance of tools and equipment

2.5 Calibration of tools and equipment

2.6 Useof tooling and equipment by staff (including alternate tools)

2.7 Procedure for controlling working environment and facilities €leantiness—standards—of
. £ ciliti

2.8 Maintenance data iastructions and relationship to aircraft/aircraft component manufacturers’
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instructions including updating and availability to staff
2.9 Acceptance, coordination and performance of repair works Repairprocedure-
2.10 Acceptance, coordination and performance of scheduled maintenance works Aireraft
. "
2.11 Acceptance, coordination and performance of Aairworthiness directives works precedure
2.12 Acceptance, coordination and performance of Gptienal-modification works precedure
2.13 Maintenance documentation development, inuse-ane-ts completion and sign-off
2.14 Technical record control
2.15 Rectification of defects arising during base maintenance
2.16 Release to service procedure

2.17 Records for the eperater person or organisation that ordered maintenance

2.18 Occurrence reporting £
2.19 Return of defective aircraft components to store
2.20 Defective components to outside contractors
2.21 Control of computer maintenance record systems
2.22 Control of man-hour planning versus scheduled maintenance work
2.23 Critical maintenance tasks and error-capturing methods
2.24 Reference to specific maintenanee procedures such as:
— Engine running procedures
— Aircraft pressure run procedures
— Aircraft towing procedures
- Aircraft taxiing procedures
2.25 Procedures to detect and rectify maintenance errors.-
2.26 Shift/task handover procedures

2.27 Procedures for notification of maintenance data inaccuracies and ambiguities,—te-the—type
” hold

2.28 Production planning precedures and organising of maintenance activities

2.29 Airworthiness review procedures and records

2.30 Fabrication of parts {Reserved]

2.31 Procedure for component maintenance under aircraft or engine rating

2.32 Maintenance away from approved locations
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2.33 Procedure for assessment of work scope as line or base maintenance

L2.1
L2.2

L2.3
L2.4
L2.5
L2.6

L2.7

3.1
3.2
3.3
3.4
3.5
3.6
3.7
3.8

PART L2 ADDITIONAL LINE MAINTENANCE PROCEDURES
(Part L2 may complement where necessary, procedures established in Part 2)
Line maintenance control of aircraft components, tools, equipment, etc.

Line maintenance procedures related to servicing/fuelling/de-icing, including inspection
for/removal of de-icing/anti-icing fluid residues, etc.

Line maintenance control of defects and repetitive defects

Line procedure for completion of technical logs

Line procedure for pooled parts and loaned parts

Line procedure for return of defective parts removed from aircraft

Line procedure for critical maintenance tasks and error-capturing methods

PART 3 QUALIFY MANAGEMENT SYSTEM PROCEDURES
Hazard identification and safety risk management schemes
Internal safety reporting and investigations
Safety action planning
Safety performance monitoring
Change management
Safety training (including human factors) and promotion
Immediate safety action and coordination with the operator’s emergency response plan (ERP)
Compliance monitoring

3.8.1 Qualityaudit Audit plan and audit eferganisatien procedures
3.8.2 Quality Product audit efaireraft and inspections

3. 8.3 Qualityauditremedial Audit findings — corrective action procedure

3.94 Certifying staff and support staff qualifications, authorisation and training procedures

3.105 Certifying staff and support staff records

3.11

Airworthiness review staff qualification, authorisation and records

3.126-Quality-audit Compliance monitoring and safety management personnel

3.13% Independent inspection staff qualification Qualififinginspectors
3.148-Qualifyingmechanies Mechanics qualification and records
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3.159 Process for exemption from aircraft/aircraft component maintenance tasks Aireraftoraireraft
component-maintenance tasks-exemptionprocesscontrol

3.160 Concession control for deviations from the organisations’s procedures

3.172 Qualification procedure for specialised activities such as NDT, welding, etc.

3.182 Management of Centretofmanufacturers—and-othermaintenance external working teams

3.194 Competencye assessment of personnel

3.2045 Training procedures for on-the-job training as per Section 6 of Appendix Ill to Part-66 (limited
to the case where the CAA for the Part-145 approval and for the Part-66 licence is the same).

3.2116 Procedure for the issue of a recommendation to the competent authority for the issue of a
Part-66 licence in accordance with point 66.B.105 (limited to the case where the competent
authority for the Part-145 approval and for the Part-66 licence is the same):

3.22 Management system record-keeping

PART 4 RELATIONSHIP WITH CUSTOMER/OPERATORS

1.1 Contractingoperators List of the commercial operators to which the organisation provides
regular aircraft maintenance services

1.2 Operatoer Customer interface procedures and paperwork
1.3 Operatorrecordcompletion [Reserved]

PART 5 SUPPORTING DOCUMENTS

5.1 Sample ef documents

5.2 List of Ssubcontractors as per point 145.A.75(b)

5.3 List of Eline maintenance locations as per point 145.A.75(d)
5.4  List of contracted organisations as per point 145.A.70(a)(16)
5.5 List of used AltMoC as per point 145.A.70(a)(17)

PART 6 RESERVED ORERATORS-MAINTENANCE-RPROCEDURES
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PART 7 FAA SUPPLEMENTARY PROCEDURES FOR A FAR TITLE 14 CFR PART 145 REPAIR STATION

This section is reserved for those CAA Part-145 approved maintenance organisations appreved-under
Part-145-whe that are also certificated as an FAA FAR Title 14 CFR Part -145 repair station.

The contents of this Part should be based on the Maintenance Annex Guidance (MAG) issued by the
CAA and the FAA following the agreement between the United States of America and the United
Kingdom on cooperation in the regulation of civil aviation safety.

PART 8 TRANSPORT CANADA CIVIL AVIATION (TCCA) SUPPLEMENTARY PROCEDURES FOR A CAR 573
MAINTENANCE ORGANISATION

This section is reserved for those CAA Part-145 approved maintenance organisations holding a CAR
573 approval.

The content of this Part should be based on the Technical Arrangement on Maintenance issued by CAA
and the TCCA following the agreement on civil aviation safety between the United Kingdom and
Canada.

PART 9 ANAC SUPPLEMENTARY PROCEDURES FOR AN RBAC 145 MAINTENANCE ORGANISATION

This section is reserved for those CAA Part-145 approved maintenance organisations that hold an
RBAC 145 approval.

The contents of this Part should be based on the Maintenance Annex Guidance (MAG) issued by the CAA
and ANAC following the agreement on civil aviation safety between the United Kingdom and Brazil.

PART 10 CAAS SUPPLEMENTARY PROCEDURES FOR A SAR-145 MAINTENANCE ORGANISATION

This section is reserved for those CAA Part-145 approved maintenance organisations holding a SAR-145
approval.

The content of this Part should be based on the Technical Arrangement on Maintenance issued by the CAA
and the CAAS following the agreement on civil aviation safety between the United Kingdom and Singapore.

m 145.A.708@) Maintenance organisation exposition _

1. The purpose of the maintenance-erganisation-expesition{MOE} is to: set-forth-theprocedures;

- specify the scope of work and show how the organisation intends to comply with this
Annex; and

- provide all the necessary information and procedures for the personnel of the
organisation to perform their duties.
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2. Complying Cemplianee with its contents will ensure that the organisation remains in assure
compliance with thereguirementsof Part-145 and, as applicable, Part-M and/or Part-ML.~which
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ACCOUNTABLE MANAGER STATEMENT

Part 1 of the MOE should include a statement signed by the accountable manager (and countersigned

by the chief executive officer, if different), confirming that the MOE and any associated manuals will
be complied with at all times.

The accountable manager’s exposition statement as specified under point 145.A.70(a)(1) should
embrace the intent of the following paragraph, and in fact, this statement may be used without
amendment. Any modification to the statement should not alter the intent.

‘This exposition and any associated referenced manuals define the organisation and procedures
upon which the Part-145 approval certificate is issued by (the UK Civil Aviation Authority).

These procedures are endorsed by the undersigned and must be complied with, as applicable,
when contracts or work orders are being progressed under the organisation approval certificate.

These procedures do not override the necessity of complying with any new or amended
regulation published from time to time where these new or amended regulations are in conflict
with these procedures.

Itis understood that the approval of the organisation is based on the continuous compliance of
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the organisation with Part-145, Part-M and Part-ML, as applicable, and with the organisation’s
procedures described in this exposition. The UK CAA is entitled to limit, suspend,
or revoke the approval certificate if the organisation fails to fulfil the obligations imposed by

Part-145, Part-M and Part-ML, as applicable, or any conditions according to which the approval
was issued.

Accountable Manager and...... (quote position)........................
Chief Executive Officer ...

For and on behalf of........ (quote organisation’s NAME) ...............cceeeeeveeeevreeecveeceresireans

Whenever the accountable manager changes, it is important that the new accountable manager signs
the statement at the earliest opportunity.

SUBCONTRACTING

1. Working under the guality management system of an organisation appropriately approved
under Part-145 (sub-contracting) refers to the case of one organisation, retitselfappropriately
whether or not it is approved under te Part-145 that carries out certain maintenance (see
paragraph 3.1) under the approval certificate of a Part-145 organisation aireraft—tine

have a procedure for the control of such subcontractors as described below. Any approved
maintenance organisation that carries out maintenance under its own approval certificate for
another approved maintenance organisation within-its-ewn-approval-seope is not considered to
be subcontractedinrg for the purpose of this paragraph, but contracted by that other
organisation (see GM2 145.A.205).

2. Maintenance of engines or engine modules other than ‘a complete workshop maintenance
check or overhaul’ is intended to mean any maintenance that can be carried out without
disassembly of the core engine or, in the case of modular engines, without disassembly of any
core module.
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3.

FUNDAMENTALS OF SUB-CONTRACTING UNDER PART-145

3.1

3.2.

3.3.

The fundamental-most common reasons for allowing an organisation approved under
Part-145 to sub-contract eertain-mairtenance-tasks-are is to permit acceptance of certain
maintenance tasks carried out by subcontractors when approval by the CAA of those

subcontractors is not justified (e.g. limited scope of work, limited volume of maintenance
activities, limited number of potential customers, limited need in time) or when the

subcontractors cannot demonstrate compliance with all elements of the regulation (e.g.
no maintenance facilities, specialised staff not covering all maintenance scope).

This subcontracting option permits the acceptance of the following maintenance:

(a) Fopermittheacceptance—of specialised maintenance services, such as, but not
limited to, plating—heat surface treatment (e.g. plating, plasma spraying),
fabrication of specified parts for miner repairs-/-modifications, welding, etc.;

" I ! fordi Loy the CAA I .
(b) Fopermitthe-acceptance—of aircraft maintenance (e.g. line maintenance, leaks
detection in fuel tanks, special repairs/modifications, complete aircraft painting)

up to but not including a complete base maintenance check as specified in point
145.A.75(b) by-organisationsnotappropriately approved underPa A5 when-it

(c) Ie-pe%mi-t—t—hé—aeeeptanee—efcomponentmaintenance.;
(d) Fo—permittheaceceptance—of engine maintenance up to but not including a

complete workshop maintenance check or overhaul of an engine or engine module
A.75(b)

as specified in point 145. i

When maintenance is carried out under the sub-contract-contrel management system of
a Part-145 organisation, it means that for the duration of such maintenance, the Part-145
approval has been temporarily extended to include the sub-contractor. It therefore
follows that these all parts of the sub-contractor:s (facilities, personnel, equipment and
tools, components, maintenance data and procedures) involved with the maintenance
organisation’s products undergoing maintenance should meet Part-145 requirements
and the Part-145 organisation’s MOE for the duration of that maintenance, and it remains
the Part-145 organisation’s responsibility to ensure such requirements are satisfied.

For—the—eriteria—specified—in—sub-paragraph—3-2 When subcontracting, the Part-145

organisation is not required to have complete facilities for the maintenance that it needs
to sub-contract, but it should have its own expertise to determine whether that the
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sub-contractor meets the necessary standards. However, an Part-145 organisation
cannot be approved unless it has the in-house the facilities, personnel, equipment and
tools, components, maintenance data, procedures and expertise to carry out the majority
of the maintenance for which it wishes to receive the terms of approval be-approved-in
terms-ofthe-nrumber-ofclassratings.

3.4. The organisation may find it necessary to include specialised several—specialist
sub-contractors to enable it to be approved to issue eempletely—certify the certificate of
release to service of a particular maintenance preduct. Examples are provided in point
3.1(a) coutd-be-specialist-welding-electro-plating—painting-ete. To authorise the use of
such subcontractors, the CAA will need to be satisfied that the Part-145 organisation has
the necessary expertise and procedures to control such sub-contractors. -

3.5. Ana maintenance organisation working outside the scope of its terms of approval sehedule
is deemed to be not approved for the work considered. Such an organisation may in this
circumstance operate only as a subcontractor under the management system and sub-
eontraet control of another organisation appropriately approved under Part-145.

3.6. Authorisation to sub-contract is indicated by the CAA approving the MOE accepting-the
maintenance-organisation-expesition containing a specific procedure on the control of

subcontractors as well as a list of sub-contractors. -

4. PRINGHPAL PART-145 PROCEDURES FOR THE CONTROL OF SUB-CONTRACTORS NOFARPROVED

A pre-audit procedure should be established whereby the Part-145 organisation should

audit a prospective subcontractor to determine whether those services of the
subcontractor that it wishes to use meet the intent of Part-145. This audit should be

performed under the responsibility of the compliance monitoring function.

4.2. The Part-145 organisation appreved-underPart-145 needs to assess to what extent it will
use the sub=contractor=s resources (facilities included). As—a—general-rule The contract
between the Part-145 organisation and the subcontractor will determine whether the
Part-145 organisation sheuld requires its own paperwork, appreved maintenance data
and material/spare—parts components to be used or, provided that they meet the
requirements of Part-145, butitcould-permittheuseof if the facilities, equipment and
tools—eguipment—and—personnel from the sub=contractor will be used astonrgas—such

. In the case of

sub-contractors who provide specialised services, it may for practical reasons be
necessary to use their specialised services persennel; paperwork, maintenance approved
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data and material components, subject to acceptance by the Part-145 organisation
approved-underPart-145,

4.3. Unless the sub-contracted maintenance work can be fully inspected on receipt by the
Part-145 organisation, appreved-underPart-145 it will be necessary for the Part-145 suech
organisation to establish an MOE procedure to control the subcontracted maintenance
work (and associated supporting documents) supervise-the-rspection-andreleasefrom
the—sub-contractor. Such—activities—should—be—fully—deseribed—in—the—organisation
procedure: The organisation will need to consider whether to use its own personnel staff
or to authorise the subcontractor personnel sub-contracters-staff for that control.

44. The certificate of release to service may be issued either at-the-sub-contractororatthe
erganisation—facility by subcontractor staff holding issued a certification authorisation
issued by the Part-145 organisation in accordance with points 145.A.30 and 145.A.35 as

appropriate, or by the Part-145 organisation certlfylng staffapp#eved—uﬂde#Pa#t—MS

4.5.

The subcontractor control procedure will need to address the relevant management
system key processes such as safety risk management and compliance monitoring (see
point 145.A.205). The procedure should ensure that records of all subcontractor audits
and inspections, and the corresponding actions are kept, and provide information on
when subcontractors are used. The procedure should include a clear revocation process

for subcontractors that do not meet the Part-145 maintenance organisation’s
requirements

4.6. The Part-145 compliance monitoring guality—audit staff will need to audit the
subcontractor sub-centract control function of the Part-145 organisation seetien and to
sample audit the sub-contractors unless this task is already carried out by the

subcontractor control function guality-auditstaffas-stated-in-sub-paragraph-4-1 on behalf

of the compliance monitoring function.

4.7. The contract between the Part-145 approved—maintenance organisation and the sub-
contractor should contain a provision to ensure that access to the subcontractor is
granted to any person authorised by the authorities specified in point 145.A.140.
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For the changes requiring prior approval referred to in 145.A.85 the organisation should apply for and obtain
an approval issued by the CAA in accordance with 145.B.330. The notification should be submitted before such
changes take place in order to enable the CAA to determine that there is continued compliance with this Annex
and to amend, if necessary, the organisation certificate and the related terms of approval that are attached to
it.

The organisation should provide the CAA with any relevant documentation.

The change should only be implemented upon the receipt of a formal approval from the CAA in accordance
with point 145.B.330.

(a) The notification of a change to an organisation certificate should be submitted at least 30 working days
before the date of the intended changes.

(b) Inthe case of a planned change of an accountable manager or nominated person, the organisation should
inform the CAA at least 20 working days before the date of the proposed change.

(c) Unforeseen changes should be notified at the earliest opportunity, in order to enable the CAA to
determine whether there is continued compliance with the applicable requirements, and to amend, if
necessary, the organisation certificate and the related terms of approval.

MANAGEMENT OF CHANGES

The organisation should manage changes to the organisation in accordance with point (e) of AMC1
145.A.200(a)(3). For changes requiring prior approval, it should conduct a risk assessment and provide
it to the CAA upon request.
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The organisation should operate under the conditions prescribed by the CAA during such changes in
accordance with 145.B.330(b), where applicable.

145.A.70(a)(10) requires organisations to detail in the MOE a procedure that sets out the scope of
changes not requiring prior approval and that describes how such changes will be managed and
notified to the CAA.

145.B.310(h) requires the CAA to approve the relevant MOE procedure that sets out the scope of such
changes and describes how such changes will be managed and notified to the CAA.

A change of the name requires the organisation to submit an application as a matter of urgency for a re-
issue of their certificate.

If the change of the name of the organisation is the only change and there is no change to the legal ownership,
the application can be accompanied by a copy of the documentation that was previously submitted to the CAA
under the previous name, as a means of demonstrating that the organisation complies with the applicable
requirements.

CHANGE OF A NOMINATED PERSON

In accordance with point 145.A.85(a)(5), a change of a nominated person (ref. 145.A.30) requires a

prior approval. In case of a unplanned/unanticipated change, a deputy (such as the deputy referred
toin 145.A.30(b)) may ensure business continuity during the approval process of the new nominated
person.

FINDING-RELATED CORRECTIVE ACTION PLAN AND IMPLEMENTATION

After receiving the notification of findings, the organisation should identify and define the actions for
all findings to address the effects of the non-compliance and its root cause(s) and contributing
factor(s).

Depending on the issues, the organisation may need to take immediate corrections.
The corrective action plan should:

- include the correction of the issue, corrective actions and preventive actions, as well as the
planning to implement these actions;

- be timely submitted to the CAA for acceptance before it is effectively implemented.
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After receiving the acceptance of the corrective action plan from the CAA, the
organisation should implement the associated actions.

Within the agreed period, the organisation should inform the CAA that the corrective
action plan has been completed and should send the associated evidence, as requested by the CAA.

DUE CONSIDERATION TO OBSERVATIONS

For each observation notified by the CAA, the organisation should analyse the related
issues and determine when actions are needed.

The handling of the observations may follow a process similar to the handling of the findings by the
organisation.

The organisation should record the analysis and the outputs, such as the actions taken or the reasons
for not taking actions.

ROOT CAUSE ANALYSIS

(@)  Itis important that the analysis does not primarily focus on establishing who or what caused
the non-compliance, but on why it was caused. Establishing the root cause(s) often requires an
overarching view of the events and circumstances that led to it, to identify all the possible
systemic and contributing factors (regulatory, technical, human factors, organisational factors,
etc.) in addition to the direct factors.

(b) A narrow focus on single events or failures, or the use of a simple, linear model, such as a fault
tree, to identify the chain of events that led to the non-compliance, may not properly reflect
the complexity of the issue, and therefore there is a risk that important factors that must be
addressed in order to prevent a reoccurrence will be ignored.

Such an inappropriate or partial root cause analysis often leads to defining ‘quick fixes’ that only
address the symptoms of the non-conformity. A peer review of the results of the root cause
analysis may increase its reliability and objectivity.

GENERAL

(a)  Acceptable means of compliance (AMC), as referred to in Article 76(3) of UK Regulation (EU)
2018/1139, are a tool to standardise the demonstration of compliance and facilitate the

verification activities of the CAA within UK Regulation (EU) 2018/1139.

(b)  If an organisation wishes to use means to comply with the Regulation different from the AMC

established by the CAA, that organisation may need to demonstrate compliance with UK Regulation
(EU) 2018/1139 by using alternative means of compliance (AltMoC).

An AltMoC does not allow deviation from UK Regulation (EU) 2018/11309.
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(c)

AltMoC established by an organisation and approved by the CAA:

An organisation wishing to use a different means of compliance can implement an AltMoC only
once the CAA has approved it.

In this case, the organisation is responsible for demonstrating how that AltMoC establishes compliance with
the Regulation.

This approval will be granted by the CAA on an individual basis and restricted to that specific from the CAA.

WHEN AN ALTERNATIVE MEANS OF COMPLIANCE IS NEEDED

When there is no CAA AMC for a certain requirement in the Regulation, the means of compliance
proposed by the organisation to that point of the Regulation do not need to go through the AltMoC
process. It is the responsibility of the CAA to verify that compliance with the

Regulation is met. However, in certain cases the organisation may propose, and the CAA may

agree, to have such means of compliance follow the AltMoC process.

When there is a CAA AMC, the AltMoC process is needed in the following (not exhaustive) cases:

ameans to comply with the Regulation is technically different in character to the AMC published
by CAA;

A Form is significantly different from the one proposed in the CAA AMC.

Examples of issues not considered to require an AltMoC process include, but are not limited to:

editorial changes to a CAA AMC, as long as it does not change the intent of the AMC;

transposing a CAA AMC into the organisational structure, organisational processes, or
standard operating procedures with different wording and terminology customised to the
organisation’s environment, if this does not change the intent of the AMC and its associated
level of safety.

DESCRIPTION SUPPORTING THE ALTERNATIVE MEANS OF COMPLIANCE

(a)

The description of the AltMoC should include:

— a summary of the AltMoC;

—  the content of the AltMoC;

— a statement that compliance with the Regulation is achieved; and

— in support of that statement, an assessment demonstrating that the AltMoC reaches an
acceptable level of safety, taking into account the level of safety provided by the
corresponding CAA AMC.

All these elements describing the AltMoC form an integral part of the management system records.
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GENERAL

Safety management seeks to proactively identify hazards and to mitigate the related safety risks
before they result in aviation accidents and incidents. Safety management enables an organisation to

manage its activities in a more systematic and focused manner. When an organisation has a clear
understanding of its role and contribution to aviation safety, it can prioritise safety risks and more

effectively manage their resources and obtain optimal results.

The principles of the requirements in points 145.A.200, 145.A.202, 145.A.205 and the related AMC
constitute the UK management system framework for aviation safety management. This framework
addresses the core elements of the ICAO safety management system (SMS) framework defined in
Appendix 2 to Annex 19, includes the elements of the compliance monitoring system, and promotes
an integrated approach to the management of an organisation. It facilitates the introduction of the

additional safety management components, building upon the existing management system, rather
than adding them as a separate framework.

This approach is intended to encourage organisations to embed safety management and risk-based
decision-making into all their activities, instead of superimposing another system onto their existing
management system and governance structure. In addition, if the organisation holds multiple
organisation certificates within the scope of Regulation (EU) 2018/1139, it may choose to implement
a single management system to cover all of its activities. An integrated management system may not
only be used to capture management system requirements resulting from Regulation (EU) 2018/1139,
but also could cover other regulatory frameworks requiring compliance with Annex 19 or other

business management systems such as security, occupational health and environmental management

systems. Integration will remove any duplication and exploit synergies by managing safety risks across
multiple activities. Organisations may determine the best means to structure their management
systems to suit their business and organisational needs.

The core part of the management system framework (145.A.200) focuses on what is essential to
manage safety, by mandating the organisation to:

(a) clearly define accountabilities and responsibilities;
(b)  establish a safety policy and the related safety objectives;

(c) implementsafety reporting procedures in line with just culture principles;
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(d) ensure the identification of aviation safety hazards entailed by its activities, ensure their
evaluation, and the management of the associated risks, including:

(1) takingactions to mitigate the risks;
(2) verifying the effectiveness of the actions taken to mitigate the risks;

(e)  monitor compliance, while considering any additional requirements that are applicable to the
organisation;

(f) keep their personnel trained, competent, and informed about significant safety issues; and
(g) document all the key management system processes.

Compared with the previous Part-145 quality system ‘framework’ (now covered by point (b) and (e)),
the new elements that are introduced by the management system are, in particular, those addressed
under points (c) and (d).

Points (a), (b) and (g) address component 1 ‘Safety policy and objectives’ of the ICAO SMS framework.

Points (c) and (d)(1) address component 2 ‘Safety Risk Management’ of the ICAO SMS framework.
Point (d)(2) addresses component 3 ‘Safety Assurance’ of the ICAO SMS framework. Finally, point (f)
addresses component 4 ‘Safety Promotion’ of the ICAO SMS framework.

Point 145.A.200 introduces the following as key safety management processes; these are further
specified in the related AMC and GM:

- Hazard identification;

- Safety risk management;

— Internal investigation;

- Safety performance monitoring and measurement;
- Management of change;

— Continuous improvement;

— Immediate safety action and coordination with the aircraft operator’s Emergency Response
Plan (ERP).

Itis important to recognise that safety management will be a continuous activity, as hazards, risks and
the effectiveness of safety risk mitigations will change over time.

These key safety management processes are supported by a compliance monitoring function as an
integral part of the management system. Most aviation safety regulations constitute generic safety
risk controls established by the CAA. Therefore, ensuring effective compliance with the
regulations during daily operations and independent monitoring of compliance are fundamental to
any management system for safety. The compliance monitoring function may, in addition, support the
follow-up of safety risk mitigation actions. Moreover, where non-compliances are identified through
internal audits, the causes will be thoroughly assessed and analysed. Such an analysis in return

supports the risk management process by providing insights into causal and contributing factors,
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including human factors, organisational factors and the environment in which the organisation
operates. In this way, the outputs of compliance monitoring become some of the various inputs to the
safety risk management functions. Conversely, the output of the safety risk management processes
may be used to determine focus areas for compliance monitoring. In this way, internal audits will
inform the organisation’s management of the level of compliance within the organisation, whether
safety risk mitigation actions have been implemented, and where corrective or preventive action is
required. The combination of safety risk management and compliance monitoring should lead to an
enhanced understanding of the end-to-end process and the process interfaces, exposing
opportunities for increased efficiencies, which are not limited to safety aspects.

As aviation is a complex system with many organisations and individuals interacting together, the
primary focus of the key safety management processes is on the organisational processes and
procedures, but it also relies on the humans in the system. The organisation and the way in which it

operates can have a significant impact on human performance. Therefore, safety management
necessarily addresses how humans can contribute both positively and negatively to an organisation’s

safety outcomes, recognising that human behaviour is influenced by the organisational environment.

The effectiveness of safety management largely depends on the degree of commitment of the senior
management to create a working environment that optimises human performance and encourages
personnel to actively engage in and contribute to the organisation’s management processes. Similarly,
a positive safety culture relies on a high degree of trust and respect between the personnel and the
management, and it must therefore be created and supported at the senior management level. If the
management does not treat individuals who identify hazards and report adverse events in a
consistently fair and just way, those individuals are unlikely to be willing to communicate safety issues
or to work with the management to effectively address the safety risks. As with trust, a positive safety

culture takes time and effort to establish, and it can be easily lost.

It is further recognised that the introduction of processes for hazard identification and risk
assessment, mitigation and verification of the effectiveness of such mitigation actions will create

immediate and direct costs, while related benefits are sometimes intangible, and may take time to
materialise. Over time, an effective management system will not only address the risks of major

occurrences, but also identify and address production inefficiencies, improve communication, foster

a better organisational culture, and lead to a more effective control of contractors and suppliers. In
addition, through an improved relationship with the authority, an effective management system may
result in a reduced oversight burden.

Thus, by viewing safety management and the related organisational policies and key processes as

items that are implemented not only to prevent incidents and accidents, but also to meet the
organisation’s strategic objectives, any investment in safety should be seen as an investment in
productivity and organisational success.
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ORGANISATION AND ACCOUNTABILITIES

(a)

(c)

(e)

The management system should encompass safety by including a safety manager and a safety
review board in the organisational structure. The functions of the safety manager are those
defined in AMC1 145.A.30(b)(2);(b)(3).

Safety review board

(1) The safety review board should be a high-level committee that considers matters of
strategic safety in support of the accountable manager’s safety accountability.

(2)  The board should be chaired by the accountable manager and composed of the person
or group of persons nominated under points 145.A.30.

(3) The safety review board should monitor:
(i) the safety performance against the safety policy and objectives;
(i)  thatany safety action is taken in a timely manner; and
(iii)  the effectiveness of the organisation’s management system processes.
(4) The safety review board may also be tasked with:
(i) reviewing the results of compliance monitoring;
(ii)  monitoring the implementation of related corrective and preventive actions.

The safety review board should ensure that appropriate resources are allocated to achieve the
established safety objectives.

Notwithstanding point (a), where justified by the size of the organisation and the nature and
complexity of its activities and subject to a risk assessment and agreement by the CAA,

the organisation may not need to establish a formal safety review board. In this case, the tasks
normally allocated to the safety review board should be allocated to the safety

manager.

For a UK organisation that is part of a larger organisation or group located outside of the UK, the

appropriate nominated post holders, listed in the exposition, should be available at the UK registered
head office to maintain the approval.

SAFETY ACTION GROUP

(a)

Depending on the size of the organisation and the nature and complexity of its activities, a safety
action group may be established as a standing group or as an ad hoc group to assist, or act on
behalf of the safety manager or the safety review board.
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(b)

(c)

(d)

More than one safety action group may be established, depending on the scope of the task and

the specific expertise required.

The safety action group usually reports to, and takes strategic direction from, the safety review

board, and may be composed of managers, supervisors and personnel from operational areas.

The safety action group may be tasked or assist with:

monitoring safety performance;

defining actions to control risks to an acceptable level;

assessing the impact of organisational changes on safety;

ensuring that safety actions are implemented within the agreed timescales;

reviewing the effectiveness of previous safety actions and safety promotion.

MEANING OF THE TERMS ‘ACCOUNTABILITY’ AND ‘RESPONSIBILITY’

The context in which the terms ‘accountability’ and ‘responsibility” are used in the Regulation and this
AMC/GM, is the notion of accountability is different from the notion of responsibility. Whereas
‘accountability’ refers to an obligation which cannot be delegated, ‘responsibility’ refers to an
obligation that can be delegated.

SAFETY POLICY AND OBJECTIVES

(a)

(b)

The safety policy should:

(1)

(2)

reflect organisational commitments regarding safety, and its proactive and systematic
management, including the promotion of a positive safety culture;

include internal reporting principles, and encourage personnel to report
maintenance-related errors, incidents and hazards;

recognise the need for all personnel to cooperate with the compliance monitoring and
internal investigations referred to under point (c) of AMC1 145.A.200(a)(3);

be endorsed by the accountable manager;
be communicated, with visible endorsement, throughout the organisation; and

be periodically reviewed to ensure it remains relevant and appropriate for the
organisation.

The safety policy should include a commitment to:

(1)

comply with all the applicable legislation, to meet all the applicable requirements, and
adopt practices to improve safety standards;
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(c)

(d)

(2)  provide the necessary resources for the implementation of the safety policy;

(3) apply human factors principles, including giving due consideration to the aspect of
fatigue;

(4) enforce safety as a primary responsibility of all managers; and

(5) apply ‘just culture’ principles to internal safety reporting and the investigation of
occurrences and, in particular, not to make available or use the information on
occurrences:

(i) to attribute blame or liability to front-line personnel or other persons for actions,
omissions or decisions taken by them that are commensurate with their experience
and training; or

(ii)  for any purpose other than maintaining or improving aviation safety.

Senior management should continually promote the safety policy to all personnel, demonstrate
its commitment to it, and provide necessary human and financial resources for its
implementation.

Taking due account of its safety policy, the organisation should define safety objectives. The
safety objectives should:

(1) form the basis for safety performance monitoring and measurement;

(2)  reflect the organisation’s commitment to maintain or continuously improve the overall
effectiveness of the management system;

(3) becommunicated throughout the organisation; and

(4) be periodically reviewed to ensure they remain relevant and appropriate for the
organisation.

SAFETY POLICY

(a)

(b)

The safety policy is the means whereby the organisation states its intention to maintain and,
where practicable, improve safety levels in all its activities and to minimise its contribution to
the risk of an aircraft accident or serious incident as far as is reasonably practicable. It reflects

the management’s commitment to safety, and should reflect the organisation’s philosophy of
safety management, as well as being the foundation on which the organisation’s management

system is built. It serves as a reminder of ‘how we do business here’. The creation of a positive
safety culture begins with the issuance of a clear, unequivocal policy.

The commitment to apply ‘just culture’ principles forms the basis for the organisation’s internal
rules describing how ‘just culture’ principles are guaranteed and implemented.
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(c)  For organisations that have their principal place of business in the UK, UK Regulation (EU) No 376/2014
defines the ‘just culture’ principles to be applied (refer in particular to Article 16(11) of that Regulation).

SAFETY MANAGEMENT KEY PROCESSES
(@)  Hazard identification processes

(1)  Areporting scheme should be the formal means of collecting, recording, analysing, acting
on, and generating feedback about hazards, events and the associated risks that may
affect safety.

(2)  The hazards identification should include in particular:
(i) hazards that may be linked to human factors issues that affect human performance; and

(i)  hazards that may stem from the organisational set-up or the existence of complex
operational and maintenance arrangements (such as when multiple organisations are
contracted, or when multiple levels of contracting/subcontracting are included).

(b)  Risk management processes

(1) A formal safety risk management process should be developed and maintained that
ensures reactive, proactive and predictive approach composed by:

(i) analysis (e.g. in terms of the probability and severity of the consequences of
hazards and occurrences);

(ii)  assessment (in terms of tolerability);
(iii)  control (in terms of mitigation) of risks to an acceptable level.

Note: The severity of the consequence should be evaluated to the best knowledge and
engineering judgement of the organisation, and this evaluation may require collecting
information from the CAA, incident/accident investigation reports, the design approval
holder, etc.

(2) The levels of management who have the authority to make decisions regarding the
tolerability of safety risks, in accordance with (b)(1)(ii), should be specified.

(c) Internal investigation

(1) In line with its just culture policy, the organisation should define how to investigate
incidents such as errors or near misses, in order to understand not only what happened,
but also how it happened, to prevent or reduce the probability and/or consequence of
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(d)

(e)

(f)

future recurrences (refer to AMC1 145.A.202). This approach should avoid concentrating
the analysis on who was directly or indirectly concerned by the events.

(2) The scope of internal investigations should extend beyond the scope of the occurrences
required to be reported to the CAA in accordance with point 145.A.60, to include the
reports referred to in 145.A.202(b).

Safety performance monitoring and measurement

(1) Safety performance monitoring and measurement should be the processes by which the
safety performance of the organisation is verified in comparison with the safety policy
and the safety objectives.

(2) These processes may include, as appropriate to the size, nature and complexity of the
organisation:

(i) safety reporting, which may also address the status of compliance with the applicable
requirements;

(i)  safety reviews, including trend reviews, which would be conducted during the
introduction of new products and their  components, new
equipment/technologies, the implementation of new or changed procedures, or in

situations of organisational changes that may have an impact on safety;

(iii)  safety audits that focus on the integrity of the organisation’s management system, and
on periodically assessing the status of safety risk controls;

(iv)  safety surveys, examining particular elements or procedures in a specific area, such as

identified problem areas, or bottlenecks in daily maintenance activities, perceptions
and opinions of maintenance management personnel, and areas of dissent or
confusion; and

(v)  otherindicators relevant to safety performance, which may be generated by automated
means.

Management of change

Changes may introduce new hazards or threaten existing safety risk controls. The management
of change should be a documented process established by the organisation to identify external
and internal changes that may have an adverse effect on the safety of its maintenance activities.
It should make use of the organisation’s existing hazard identification, risk assessment and

mitigation processes.
Continuous improvement

The organisation should continuously seek to improve its safety performance and the
effectiveness of its management system. Continuous improvement may be achieved through:

(1) audits carried out by external organisations;
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(g)

(2) assessments, including assessments of the effectiveness of the safety culture and
management system, in particular to assess the effectiveness of the safety risk
management processes;

(3) staff surveys, including cultural surveys, that can provide useful feedback on how
engaged personnel are with the management system;

(4)  monitoring the recurrence of incidents and occurrences;

(5) evaluation of safety performance indicators and reviews of all the available safety
performance information; and

(6) theidentification of lessons learned.
Immediate safety action and coordination with the operator’s Emergency Response Plan (ERP)

(1)  Procedures should be implemented that enable the organisation to act promptly when it

identifies safety concerns with the potential to have an immediate effect on flight safety,
including clear instructions on who to contact at the owner/operator/CAMO, and how to
contact them, including outside of normal business hours. These provisions are without

prejudice to the occurrence reporting required by point 145.A.60.

(2) If applicable, procedures should be implemented to enable the organisation to react
promptly if the ERP is triggered by the operator and it requires the support of the Part-145
organisation.

SAFETY RISK MANAGEMENT — INTERFACES BETWEEN ORGANISATIONS

(a)

(b)

Safety risk management processes should specifically address the planned implementation of,
or participation of the organisation in, complex operational and maintenance arrangements
(such as when multiple organisations are contracted, or when multiple levels of

contracting/subcontracting are included).

Hazard identification and risk assessment start with the identification of all the parties involved
in the arrangement, including independent experts and non-approved organisations. This
identification process extends to cover the overall control structure, and assesses

the following elements across all parties within such arrangements including subcontract levels:
(1) coordination and interfaces between the different parties;
(2) applicable procedures;

(3) communication between all the parties involved, including reporting and feedback
channels;

(4) task allocation, responsibilities and authorities; and

(5) the qualifications and competency of key personnel with reference to point 145.A.30.
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(6)  For each individual organisation approval certificate held, the risks for each approval should be
clearly identified and understood by the Safety Manager.

(c)  Safety risk management should focus on ensuring the following aspects:
(1) clear assignment of accountability and allocation of responsibilities;

(2) that only one party is responsible for a specific aspect of the arrangement, with no
overlapping or conflicting responsibilities, in order to eliminate coordination errors;

(3) the existence of clear reporting lines, both for occurrence reporting and progress
reporting;

(4) the possibility for staff to directly notify the organisation of any hazard that suggests an
obviously unacceptable safety risk as a result of the potential consequences of this
hazard.

(d)  The safety risk management processes should ensure that there is regular communication
between all the parties involved to discuss work progress, risk mitigation actions, and changes
to the arrangements, as well as any other significant issues.

MANAGEMENT OF CHANGE
(a) Unless they are properly managed, changes in organisational structure, facilities, the scope of

work, personnel, documentation, policies and procedures, etc. can result in the inadvertent
introduction ot new hazards, and expose the organisation to new or increased risks. Eftective

organisations seek to Improve thelr processes, With conscious recognition that changes can

pose the organisation to potentially latent hazards and risks if they are not properly and
effectively managed.

(b)  Regardless of the magnitude of a change, large or small, its safety implications should always
be proactively considered. This is primarily the responsibility of the team that proposes and/or

implements the change. However, a change can only be successfully implemented if all the
personnel affected by the change are engaged, are involved and participate in the process. The
magnitude of a change, its safety criticality, and its potential impact on human performance

should be assessed in any change management process.

(c) The process for the management of change typically provides principles and a structured framework for
managing all aspects of the change. Disciplined application of the management of change can maximise the
effectiveness of the change, engage the staff, and minimise the risks that are inherent in a change

(d)  The introduction of a change is the trigger for the organisation to perform their hazard
identification and risk management processes.

Some examples of change include, but are not limited to:
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(f)

(9)

changes to the organisational structure;

the inclusion of a new aircraft type in the terms of approval;

the addition of aircraft of the same or a similar type;

significant changes in personnel (affecting key personnel and/or large numbers of
personnel, high turnover);

new or amended regulations;
changes to the security arrangements;

changes in the economic situation of an organisation (e.g. commercial or financial
pressure);

new schedule(s), location(s), equipment, and/or operational procedures; and

the addition of new subcontractors.

A change may have the potential to introduce new, or to exacerbate pre-existing, human factors

issues. For example, changes in computer systems, equipment, technology, personnel changes,

including changes in management personnel, procedures, work organisation, or work processes

are likely to affect performance.

The purpose of integrating human factors (HF) into the management of change is to minimise

potential risks by specifically considering the impact of the change on the people within a

system.

(g) Special consideration, including any HF issues, should be given to the ‘transition period’. In

(h)

addition, the activities utilised to manage these issues should be integrated into the change
management plan.

Effective management of change should be supported by the following:

(1)

(2)

(3)
(4)

implementation of a process for formal hazard identification/risk assessment for major

operational changes, major organisational changes, changes in key personnel, and
changes that may affect the way maintenance is carried out;

identification of changes that are likely to occur in business which would have a
noticeable impact on:

(i) resources — material and human;

(ii)  management direction — policies, processes, procedures, training; and
(iii)  management control;

safety cases/risk assessments that are focused on aviation safety;

the involvement of key stakeholders in the change management process, as appropriate.

During the management of change process, previous risk assessments and existing hazards are

reviewed for possible effect.
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COMMUNICATION ON SAFETY

(a)

(b)

The organisation should establish safety training, combined with safety communication regarding safety
matters that:

(1) ensures that all personnel are aware of the safety management activities, as appropriate
for their safety responsibilities;

(2) conveys safety-critical information, especially related to assessed risks and analysed
hazards;

(3) explains why particular actions are taken; and
(4) explains why safety procedures are introduced or changed.

The appropriate nominated post holders, as detailed in the MOE, should hold regular
meetings with staff, during which information, action, and procedures are discussed, to
communicate safety matters.

SAFETY PROMOTION

(a)

(b)

(c)

(d)

Safety training, combined with safety communication and information sharing, forms part of
safety promotion.

Safety promotion activities should support:

(1) theorganisation’s policies, encouraging a positive safety culture, creating an environment
that is favourable to the achievement of the organisation’s safety objectives;

(2) organisational learning; and

(3) the implementation of an effective safety reporting scheme and the development of a
just culture.

Depending on the particular safety issue, safety promotion may also constitute or complement
risk mitigation actions.

Qualifications and training aspects are further specified in the AMC and the GM to point
145.A.30.
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MANAGEMENT SYSTEM DOCUMENTATION

(a)  The organisation may document its safety policy, safety objectives and all its key management system
processes in a separate manual (e.g. a Safety Management Manual or Management System Manual), or
in its MOE (see AMC1 145.A.70(a), Part 3 ‘Management system procedures’). Organisations that hold
multiple organisation certificates within the scope of Regulation (EU) 2018/1139 may prefer to use a
separate manual in order to avoid duplication.

That manual or the MOE, depending on the case, should be the key instrument for communicating the
approach to the management system for the whole of the organisation.

(b)  The organisation may also choose to document some of the information that is required to be
documented in separate documents (e.g. policy documents, procedures). In that case, it should ensure
that the manual or the MOE contains adequate references to any document that is kept separately. Any
such documents are to be considered to be integral parts of the organisation’s management system
documentation.

(c)  Records of management system key processes should be retained for a minimum period of 5 years.

COMPLIANCE MONITORING — GENERAL

(a) Compliance monitoring provides an independent monitoring function on how the organisation
ensures compliance with the applicable requirements, policies and procedures, and to request
action where non-compliances are identified.

(b)  The independence of the compliance monitoring should be established by always ensuring that
audits and inspections are carried out by personnel who are not responsible for the functions,
procedures or products that are audited or inspected.

COMPLIANCE MONITORING — INDEPENDENT AUDIT
(@)  Anessential element of the compliance monitoring function is the independent audit.

(b)  The independent audit should be an objective process of routine sample checks of all aspects
of the organisation’s ability to carry out all maintenance to the standards required by this
Regulation. It should include checking compliance of the organisation procedures with the
Regulation, adherence of the organisation to these procedures, and product or maintenance
sampling (i.e. product audit), as this is the end result of the maintenance process.

(c)  The independent audit should provide an objective overview of the complete set of
maintenance-related activities. It should include a percentage of unannounced audits carried

out on a sample basis while maintenance is being carried out. This means that some audits
should be carried out during the night for those organisations that work at night.

(d)  The organisation should establish an audit plan to show when and how often the activities as
required by this Regulation will be audited.
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(e)  Except as specified in points (h) and (j), the audit plan should ensure that all aspects of Part-145
compliance are verified every year, including all the subcontracted activities. The auditing may
be carried out as a complete single exercise or subdivided over the annual period. The

independent audit should not require each procedure to be verified against each product line
when it can be shown that the particular procedure is common to more than one product line

and the procedure has been verified every year without resultant findings. Where findings have
been identified, compliance with the particular procedure should be verified against other
product lines until the findings have been closed, after which the independent audit procedure
may revert back to a yearly interval for the particular procedure.

(f) Except as specified otherwise in point (h), the independent audit should sample check one
product (such as one aircraft or engine or component) while undergoing maintenance on each
product line every year as a demonstration of compliance with the maintenance procedures
and requirements associated with that specific product. This should include in particular the
verification of:

— the maintenance data and compliance with the organisation procedures, including
consideration of human factors issues;

— the facility and maintenance environment;

- the standard of inspection and precautions;

— the completion of work cards/worksheet;

— the tools and material;

- the authorisation of the person carrying out maintenance.

For the purpose of this AMC, a product line includes any product under an Appendix Il approval
class rating as specified in the terms of approval issued to the particular organisation.

It therefore follows, for example, that a Part-145 maintenance organisation approved to
maintain aircraft, engines, brakes and autopilots would need to carry out at least four complete
product audits each year, except as specified otherwise in points (f), (h) or (j).

(g) The product audit includes witnessing any relevant testing and visually inspecting the product
and the associated documentation. The product audit should not involve repeated disassembly
or testing unless the product audit identifies findings that require such an action.

(h) Except as specified otherwise in point (j), where the organisation contracts the independent audit
element of the compliance monitoring function in accordance with point (I), the audit should
be carried out twice every year.
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(i) Except as specified otherwise in point (j), where the organisation has line stations listed as per
point 145.A.75(d), the compliance monitoring documentation should include a description of
how these line stations are integrated into the monitoring and include a plan to audit each listed
line station at a frequency consistent with the extent of flight activity at the particular line
station and the related safety hazards identified. Except as specified otherwise in point (j), the
maximum period between audits of a particular line station should not exceed 2 years.

(j)  Except as specified otherwise in point (f), provided that there are no safety-related findings, the
audit planning cycle specified in this AMC may be increased by up to 100 %, subject to a risk
assessment and/or mitigation actions, and agreement by the competent authority.

(k) A report should be issued each time an audit is carried out describing what was checked and
the resulting non-compliance findings against applicable requirement and procedures.

(1 Organisations with a maximum of 10 maintenance staff actively engaged in carrying out
maintenance may subcontract the whole independent audit element of the compliance
monitoring function to another organisation or contract a qualified and competent person to
become responsible for this element, with the agreement of the competent authority.

This does not prevent a larger organisation from occasionally using external support for
conducting particular audits.

COMPLIANCE MONITORING — CONTRACTING OF THE INDEPENDENT AUDIT
(a) If external personnel are used to perform independent audits:

(2) any such audits should be performed under the responsibility of the compliance
monitoring manager; and

(2) the organisation remains responsible for ensuring that the external personnel have
the relevant knowledge, background, and experience that are appropriate to the
activities being audited, including knowledge and experience in compliance
monitoring.

(b) The organisation retains the ultimate responsibility for the effectiveness of the compliance
monitoring function, in particular for the effective implementation and follow-up of all
corrective actions.

COMPLIANCE MONITORING — FEEDBACK SYSTEM
(a)  Another essential element of the compliance monitoring function is the feedback system.
(b)  The feedback system should not be contracted to external persons or organisations.

(c)  When a non-compliance is found, the compliance monitoring function should ensure that the
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(d)

(f)

root cause(s) and contributing factor(s) are identified (see GM1 145.A.95), and that corrective
actions are defined. The feedback part of the compliance monitoring function should define

who is required to address any non-compliance in each particular case, and the procedure to
be followed if the corrective action is not completed within the defined time frame. The

principal functions of the feedback system are to ensure that all findings resulting from the
independent audits of the organisation are properly investigated and corrected in a timely
manner, and to enable the accountable manager to be kept informed of safety issues and the
extent of compliance with Part-145.

The independent audit reports referred to in AMC2 145.A.200(a)(6) should be sent to the

relevant department(s) for corrective action, giving target closure dates. These target dates
should be discussed with the relevant department(s) before the compliance monitoring

function confirms the dates in the report. The relevant department(s) is (are) required to
implement the corrective action and inform the compliance monitoring function of the status
of the implementation of the action.

Unless the review of the results from compliance monitoring is given to the safety review board
(ref. AMC1 145.A.200(a)(1) point (b)(4)), the accountable manager should hold regular meetings
with staff to check the progress of corrective actions. These meetings may be delegated to the
compliance monitoring manager on a day-to-day basis, provided that the accountable manager:

(1) meets the senior staff involved at least twice per year to review the overall performance
of the compliance monitoring function; and

(2)  receives at least a half-yearly summary report on non-compliance findings.

All records pertaining to the independent audit and the feedback system should be retained for
three years, or for such periods as to support changes to the audit planning cycle in accordance
with AMC2 145.A.200(a)(6), whichever is the longer.

COMPLIANCE MONITORING FUNCTION

The compliance monitoring function is one of the elements that is required to be in compliance with

the applicable requirements. This means that the compliance monitoring function itself should be

subject to independent monitoring of compliance in accordance with 145.A.200(a)(6).

COMPLIANCE MONITORING — AUDIT PLAN

(a)

(b)

The purpose of this GM is to provide guidance on one acceptable working audit plan to meet
part of the needs of point 145.A.200(a)(6). There is any number of other acceptable working
audit plans.

The audits described in the audit plan are intended to monitor compliance with the applicable
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(c)

(d)

(e)

requirements, and at the same time to review all areas of the organisation to which those
requirements are applicable.

In order to achieve this objective, as a first element, the organisation needs to identify all the

regulatory requirements that are applicable to the activity and the scope of work under
consideration, to allow the audit plan to focus on the relevant topics. Each topic (e.g. facilities,

personnel, etc.) should be cross-referred with the relevant requirement and the related
procedure of the organisation in the exposition that describes the particular topic. If the

organisation follows a specific means of compliance to demonstrate compliance with the rule,
that information may also be stated.

As a second element, all the functional areas of the organisation in which Part-145 functions are
intended to be carried out (i.e. the types of maintenance-related activities), including
subcontracting, need to be listed in order to identify the applicability of any topic to each
functional area.

A matrix can be used, as shown in the example below, to capture the two elements mentioned
above. This matrix is intended to be a living document to be customised by each particular
organisation depending on its scope of work and its structure. This matrix should represent the
overall compliance of the audit system, and needs to be amended, as necessary, based upon
any change to the applicable regulations, the procedures of the organisation or the functional
areas of the organisation (e.g. a change in the scope of work to include line maintenance, etc.)

Example (to be further completed) of an audit matrix for an organisation involved in aircraft
base maintenance that does not hold airworthiness review privilege:

ORS9 Decision No.38

Topic Requirement Exposition Functional areas
Base maintenance | Compliance Subcontracting Component
monitoring workshop

Facilities 145.A.25(a)(1) 1.8 X N/A X X

AMC 145.A.25(a) 222 X N/A N/A X
Personnel .

145.A.30(c)

145.A.30(d)

145.A.37 N/A N/A N/A N/A N/A
Record- 145.A.55
keeping

(f)

The audit plan can be presented as a simplified schedule (see below), showing the operational areas of
the organisation (i.e. where the maintenance-related activities are effectively carried out) against a
timetable to indicate when each particular area was scheduled for audit and when the audit was
completed. The audit plan should include a number of product audits (depending on the number of

product lines), some of which should be unannounced (see AMC2 145.A.200(a)(6)).

Example (to be further completed) of an audit plan for an organisation, mentioned in point (e), that has

two base maintenance hangars, and hydraulic and electrical workshops:
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Operational area Functional area Planned Completed Remarks
Base maintenance hangar 1 Base maintenance mmm yyyy dd mmm yyyy

Base maintenance hangar 12 Base maintenance mmm yyyy dd mmm yyyy

Hydraulic workshop Component workshop mmm yyyy dd mmm yyyy

Electrical workshop Component workshop mmm yyyy dd mmm yyyy

Subcontractor 1 Subcontracting mmm yyyy dd mmm yyyy

Product audit 1 Base maintenance mmm yyyy dd mmm yyyy During night
Product audit 2 Component workshop unannounced dd mmm yyyy

(g8)  The audit of each operational area will review all the topics that are applicable to the relevant functional
area. For each topic, the audit should check that the particular Part-145 requirement is documented in
the corresponding procedure in the exposition, and that the procedure is effectively implemented in the
operational area that is being audited. In addition, the audit should also identify any practice/process
implemented in the operational area which has not been documented in any procedure in the exposition.

THE USE OF INFORMATION AND COMMUNICATION TECHNOLOGIES (ICT) FOR PERFORMING REMOTE AUDITS

This GM provides technical guidance on the use of remote information and communication
technologies (ICT) to support:

- competent authorities when overseeing regulated organisations;

— regulated organisations when conducting internal audits/monitoring compliance of their
organisation with the relevant requirements, and when evaluating vendors, suppliers and
subcontractors.

In the context of this GM:

- ‘remote audit’ means an audit that is performed with the use of any real-time video and audio
communication tools instead of the physical presence of the auditor on-site; the specificities of
each type of approval need to be considered in addition to the general overview (described
below) when applying the ‘remote audit’ concept;

— ‘auditing entity’ means the CAA or organisation that performs the remote audit;
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- ‘auditee’ means the entity being audited/inspected (or the entity audited/inspected by the
auditing entity via a remote audit);

It is the responsibility of the auditing entity to assess whether the use of remote ICT constitutes a
suitable alternative to the physical presence of an auditor on-site in accordance with the applicable
requirements.

THE CONDUCT OF A REMOTE AUDIT

The auditing entity that decides to conduct a remote audit should describe the remote audit process
inits documented procedures and should consider at least the following elements:

— The methodology for the use of remote ICT is sufficiently flexible and non-prescriptive in nature
to optimise the conventional audit process.

— Adequate controls are defined and are in place to avoid abuses that could compromise the
integrity of the audit process.

— Measures to ensure that the security and confidentiality are maintained throughout the audit
activities (data protection and intellectual property of the organisation also need to be
safeguarded).

Examples of the use of remote ICT during audits may include but are not limited to:
— meetings by means of teleconference facilities, including audio, video and data sharing;
— assessment of documents and records by means of remote access, in real time;

— recording, in real time during the process, of evidence to document the results of the audit,
including non-conformities, by means of exchange of emails or documents, instant pictures,
video or/and audio recordings;

— visual (livestream video) and audio access to facilities, stores, equipment, tools, processes,
operations, etc.

An agreement between the auditing entity and the auditee should be established when planning a
remote audit, which should include the following:

— determining the platform for hosting the audit;
— granting security and/or profile access to the auditor(s);
— testing platform compatibility between the auditing entity and the auditee prior to the audit;

— considering the use of webcams, cameras, drones, etc. when the physical evaluation of an event
(product, part, process, etc.) is desired or is necessary;

— establishing an audit plan which will identify how remote ICT will be used and the extent of their
use for the audit purposes to optimise their effectiveness and efficiency while maintaining the
integrity of the audit process;

— if necessary, time zone acknowledgement and management to coordinate reasonable and
mutually agreeable convening times;
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— a documented statement of the auditee that they should ensure full cooperation and provision
of the actual and valid data as requested, including ensuring any supplier or subcontractor
cooperation, if needed; and

— data protection aspects.
The following equipment and set-up elements should be considered:
— the suitability of video resolution, fidelity, and field of view for the verification being conducted;

— the need for multiple cameras, imaging systems, or microphones, and whether the person
that performs the verification can switch between them, or direct them to be switched and has
the possibility to stop the process, ask a question, move the equipment, etc.;

— the controllability of viewing direction, zoom, and lighting;
— the appropriateness of audio fidelity for the evaluation being conducted; and

— real-time and uninterrupted communication between the person(s) participating to the
remote audit from both locations (on-site and remotely).

When using remote ICT, the auditing entity and the other persons involved (e.g. drone pilots, technical

experts) should have the competence and ability to understand and utilise the remote ICT tools
employed to achieve the desired results of the audit(s)/assessment(s). The auditing entity should also

be aware of the risks and opportunities of the remote ICT used and the impacts they may have on the
validity and objectivity of the information gathered.

Audit reports and related records should indicate the extent to which remote ICT have been used in

conducting remote audits and the effectiveness of remote ICT in achieving the audit objectives,
including any item that has not been able to be completely reviewed.

(a)  Eachinternal safety reporting scheme should ensure confidentiality and enable and encourage

free and frank reporting of any potentially safety-related occurrence, including incidents such
as errors or near misses, safety issues and identified hazards. This will be facilitated by the
establishment of a just culture.

(b)  Theinternal safety reporting scheme should contain the following elements:
(1) clearlyidentified aims and objectives with demonstrable corporate commitment;

(2)  ajust culture policy as part of the safety policy, and related just culture implementation
procedures;

(3) aprocess to:

(i) identify those reports which require investigation; and
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(c)

(d)

(ii) when so identified, investigate all the causal and contributing factors, including
technical, organisational, managerial, or human factors issues, and any other
contributing factors related to the occurrence, incident, error or near miss that was
identified;

(iii)  if adapted to the size and complexity of the organisation, analyse the collective
data showing the trends and frequencies of the contributing factors;

(4) appropriate corrective actions based on the findings of investigations;
(5) initial and recurrent training for staff involved in internal investigations;

(6) where relevant, the organisation should cooperate with the owner, operator or CAMO on
occurrence investigations by exchanging relevant information to improve aviation safety.

The internal safety reporting scheme should:
(1)  ensure the confidentiality of the reporter;

(2) be closed loop, to ensure that actions are taken internally to address safety issues and
hazards; and

(3) feedinto the recurrent training as defined in AMC3 145.A.30(e) whilst maintaining the
appropriate confidentiality.

Feedback should be given to staff both on an individual and a more general basis to ensure their
continued support of the safety reporting scheme.

GENERAL

(a)

(b)

(c)

The overall purpose of the internal safety reporting scheme is to collect information reported
by the organisation personnel and use this reported information to improve the level of
compliance and safety performance of the organisation. The purpose is not to attribute blame.

The objectives of the scheme are to:

(1) enable an assessment to be made of the safety implications of each relevant incident
(errors, near miss), safety issue and hazard reported, including previous similar issues, so
that any necessary action can be initiated; and

(2)  ensure that knowledge of relevant incidents, safety issues and hazards is shared so that
other persons and organisations may learn from them.

The scheme is an essential part of the overall monitoring function and should be
complementary to the normal day-to-day procedures and ‘control’ systems; it is not intended
to duplicate or supersede any of them. The scheme is a tool to identify those instances in which
routine procedures have failed or may fail.
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(d)

All reports should be retained, as the significance of such reports may only become obvious at
a later date.

The collection and analysis of timely, appropriate and accurate data will allow the organisation
to react to the information that it receives, and to take the necessary action.

RESPONSIBILITY WHEN CONTRACTING OR SUBCONTRACTING MAINTENANCE

(a)

(b)

(d)

Regardless of the approval status of the subcontracted organisations, a Part-145 organisation is
responsible for ensuring that all subcontracted activities are subject to hazard identification and

risk management, as required by point 145.A.200(a)(3), and to compliance monitoring, as
required by point 145.A.200(a)(6).

A Part-145 organisation is responsible for identifying hazards that may stem from the existence
of complex maintenance arrangements (such as when multiple organisations are contracted, or
when multiple levels of contracting/subcontracting are included) with due regard to the
organisations’ interfaces (see GM1 145.A.200(a)(3)). In addition, the compliance monitoring

function should at least check that the approval of the contracted maintenance organisation(s)
effectively covers the contracted activities, and that it is still valid.

A Part-145 organisation is responsible for ensuring that interfaces and communication channels
are established with the contracted maintenance organisation(s) for occurrence reporting. This
does not replace the obligation of the contracted organisation(s) to report to the CAA in
accordance with Regulation (EU) No 1321/2014.

For subcontracted activities, interfaces and communication channels are also needed for the
purpose of the internal safety reporting scheme (145.A.202).

Contracts, both for contracting and subcontracting should be retained for a period of 5 years.

DIFFERENCE BETWEEN ‘CONTRACTING MAINTENANCE’ AND ‘SUBCONTRACTING MAINTENANCE’

(a)

(b)

‘Subcontracting maintenance’ means subcontracting to a third party under the maintenance
organisation management system.

This is the case when a third party carries out certain maintenance tasks on behalf of the
Part-145 organisation, and the responsibility remains with the Part-145 organisation (this Part-
145 organisation must have the tasks within its scope of approval). Whether the third party is

approved or not is not relevant for the designation of subcontracting, since the third party will
be working under the management system of the Part-145 organisation, and the maintenance
will be released under the approval of this organisation.

‘Contracting maintenance’ means contracting to another maintenance organisation which will
release the maintenance under its own approval.

This is the case when a Part-145 organisation, contracted to carry out maintenance by an
owner/operator/CAMO, further contracts certain maintenance tasks to another approved
Part-145 organisation and transfers the responsibility for the release of such tasks to the
second Part-145 organisation.
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Contracting should only be envisaged when it is allowed by the person or organisation that
requests the maintenance.

(c) In case (a), the subcontracted organisation works under the approval of the
contracting organisation, whereas in case (b), the contracted organisation works under its
own approval.

SECTION B — AUTHORITY REQUIREMENTS
I

ALTERNATIVE MEANS OF COMPLIANCE — GENERAL

(a) The CAA may establish means to comply with the Regulation different from the AMC
established.

In that case, the CAA is responsible for ensuring that these alternative means of compliance
(AltMoC) maintain compliance with the Regulation. AltMoC issued by the CAA may not be used
to discharge its own authority responsibilities under this part.

(b)  AltMoC used by the CAA, or by an organisation under its oversight, may be used by other
organisations, only if processed again in accordance with point 145.B.120 and point 145.A.120
respectively.

(c)  AltMoCissued and/or approved by the CAA may cover the following cases:

- AltMoC to be used by individual organisations under the oversight of the CAA and made
available to these organisations;

- AltMoC to be used by multiple organisations under the oversight of the CAA and made available

to these organisations, whilst not discharging its own authority responsibilities.
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PROCESSING THE ALTERNATIVE MEANS OF COMPLIANCE

To meet the objective of point (b) of point 145.B.120:

(a)

(b)

(c)

(d)

the CAA should establish the means to consistently evaluate over time that all AltMoC used by
organisations under its oversight still constitutes means of compliance with the Regulation.

If the CAA approves AltMoC for the organisations under its oversight, it should:
— ensure the AltMoC is available to all relevant organisations;
- ensure a record is kept, including the information described in point (d) below.

The CAA should evaluate the AltMoC proposed by an organisation by analysing the
documentation provided and, if considered necessary, inspecting the organisation.

When the CAA finds that the AltMoC is in accordance with the Regulation, it should:
- notify the applicant that the AltMoC is approved;

- indicate that this AltMoC may be implemented, and agree when the MOE is to be
amended; and

- ensure a record is kept, including the information described in point (d) below.
The CAA should ensure the following is recorded:

- a summary of the AltMoC;

- the content of the AltMoC;

- a statement that compliance with the Regulation is achieved; and

- in support of that statement, an assessment demonstrating that the AltMoC reaches an
acceptable level of safety, taking into account the level of safety provided by the
corresponding UK AMC.

All these elements describing the AltMoC form an integral part of the records to be kept in
accordance with 145.B.220.

CASE WHERE THE REGULATION HAS NO CORRESPONDING UK CAA AMC

When there is no AMC for a certain requirement in the Regulation, the CAA may
choose to develop guides or other types of documents to help the organisations under its

oversight in compliance demonstration.
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ORGANISATIONAL STRUCTURE

(a) Indeciding upon the required organisational structure, the CAA should review:

(1) the number of certificates to be issued, and the number and size of the potential Part-145
approved maintenance organisations within the UK;

(2) thelevel of civil aviation activity, the number and complexity of the aircraft, and the size
of the UK’s aviation industry; and

(3) the potential growth of activities in the field of civil aviation.

(b)  The CAA should retain effective control of the important surveillance functions and should not
delegate them in such a way that Part-145 organisations, in effect, regulate themselves in
airworthiness matters.

(c)  The set-up of the organisational structure should ensure that the various tasks and obligations
of the CAA do not solely rely on individuals. The continuous and undisturbed fulfilment of these
tasks and obligations of the authority should also be guaranteed in case of illness, accidents or
leave of individual employees.

GENERAL
(@)  The CAAshould be organised in such a way that:
(1) there is specific and effective management authority in the conduct of all the relevant
activities;
(2) the functions and processes described in the applicable requirements of Regulation (EU)

2018/1139, AMC, Certification Specifications (CSs), and Guidance Material (GM) are
properly implemented;

(3) the CAA’s policy, organisation and operating procedures for the implementation of the
applicable requirements of Regulation (EU) 2018/1139 are properly documented and
applied;

(4) all the CAA’s personnel who are involved in the related activities are provided with
training where necessary;

(5) specific and effective provision is made for communicating and interfacing as necessary
with other aviation authorities; and
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(6) all the functions related to implementing the applicable requirements are adequately
described.

(b)  Ageneral policy in respect of the activities related to the applicable requirements of Regulation
(EU) 2018/1139 should be developed, promoted, and implemented by the manager
at the highest appropriate level; for example, the manager at the top of the functional area of
the CAA that is responsible for such activities.

(c) Appropriate steps should be taken to ensure that the policy is known and understood by all the
personnelinvolved, and all the necessary steps should be taken to implement and maintain the policy.

(d) The general policy, whilst also satisfying the additional national regulatory responsibilities,
should, in particular, take into account:

(1)  the provisions of UK Regulation (EU) 2018/1139;

(2)  the provisions of the applicable implementing rules and their AMC, CSs, and GM,;
(3) the needs of industry; and

(4) the needs of CAA.

(e) The policy should define specific objectives for the key elements of the UK CAA organisation and
processes for implementing the related activities, including the corresponding control procedures and
the measurement of the achieved standard.

DOCUMENTED POLICIES AND PROCEDURES

(@)  The various elements of the organisation involved with the activities related to Regulation (EU)
2018/1139 should be documented in order to establish a reference source for the establishment
and maintenance of this organisation.

(b)  The documented procedures should be established in a way that facilitates their use. They
should be clearly identified, kept up to date, and made readily available to all the personnel who
are involved in the related activities.

(c)  The documented procedures should cover, as a minimum, all of the following aspects:
(1) policies and objectives;
(2) theorganisational structure;
(3) responsibilities and the associated authority;
(4) procedures and processes;
(5) internal and external interfaces;
(6) internal control procedures;
(7)  the training of personnel;

(8) cross-references to associated documents;
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(9) assistance from other competent authorities (where required).

Itis likely that the information may be held in more than one document or series of documents,
and suitable cross-referencing should be provided. For example, the organisational structure
and job descriptions are not usually in the same documentation as the detailed working
procedures. In such cases, it is recommended that the documented procedures should include
an index of cross references to all such other related information, and the related

documentation should be readily available when required.

SUFFICIENT PERSONNEL

(a)

(b)

This GM on the determination of the required personnel is limited to the performance of
certification and oversight tasks, excluding any personnel who are required to perform tasks
that are subject to any national regulatory requirements.

The elements to be considered when determining who are the required personnel and planning
their availability may be divided into quantitative and qualitative elements:

(1) Quantitative elements
(i) the estimated number of initial certificates to be issued;
(ii)  the number of organisations to be certified by the CAA;

(iii)  the estimated number of subcontracted organisations used by certified
organisations.

(2) Qualitative elements
(i) the size, nature, and complexity of the activities of certified organisations, taking
into account:

(A)  the privileges of each organisation;

(B) the types of approval and the scopes of approval;

(C)  possible certification to industry standards;

(D)  the number of personnel; and

(E)  the organisational structure and the existence of subsidiaries;
(ii)  the safety priorities identified;

(iii)  the results of past oversight activities, including audits, inspections and reviews, in
terms of risks and regulatory compliance, taking into account:

(A)  the number and the levels of findings;
(B)  the time frame for implementation of corrective actions; and

(C)  the maturity of the management systems implemented by organisations,
and their ability to effectively manage safety risks; and

Page 102 of 136

ORS9 Decision No.38



UK Civil Aviation Authority ORS9 Decision No.38

(c)

(d)

()

(f)

(8)

(h)

(iv) the size and complexity of the UK’s aviation industry, and the potential growth of
activities in the field of civil aviation, which may be an indication of the number of
new applications and changes to existing certificates to be expected.

Based on the existing data from previous oversight planning cycles, and taking into account the
situation within the UK aviation industry, the CAA may estimate:

(1) thestandard working time required for processing applications for new certificates;

(2)  the number of new certificates to be issued for each planning period; and

(3) the number of changes to existing certificates to be processed for each planning period.
In line with the CAA’s oversight policy, the following planning data should be determined:

(1) thestandard number of audits to be performed per oversight planning cycle;

(2)  thestandard duration of each audit;

(3) the standard working time for audit preparation, on-site audit, reporting, and follow-up
per surveyor;

(4) thestandard number of unannounced inspections to be performed;

(5) thestandard duration of inspections, including preparation, reporting, and follow-up per
surveyor; and

(6) the minimum number and the required qualifications of the surveyors for each
audit/inspection.
The standard working time could be expressed either in working hours per surveyor, or in

working days per surveyor . All planning calculations should then be based on the same unit
(hours or working days).

It is recommended to use a spreadsheet application to process the data defined under (c) and

(d), to assist in determining the total number of working hours/days per oversight planning cycle
required for certification, oversight and enforcement activities. This application could also serve
as a basis for implementing a system for planning the availability of personnel.

The number of working hours/days per planning period for each qualified surveyor that may be
allocated for certification, oversight and enforcement activities should be determined, taking
into account:

(1) purely administrative tasks that are not directly related to certification and oversight;
(2) training;

(3) participation in other projects;

(4) planned absence; and

(5) theneed toinclude a reserve for unplanned tasks or unforeseeable events.

The determination of the working time available for certification, oversight and enforcement
activities should also consider, as applicable:
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(1) cooperation with other competent authorities for approvals that involve more than one
country;

(2)  oversight activities under a bilateral aviation safety agreement.

(i) Based on the elements listed above, the CAA should be able to:
(1)  monitor the dates when audits and inspections are due, and when they were carried out;
(2) implement a system to plan the availability of personnel; and

(3) identify possible gaps between the number and the qualifications of personnel and the
required volume of certification and oversight.

Care should be taken to keep planning data up to date in line with changes in the underlying
planning assumptions, with particular focus on risk-based oversight principles.

QUALIFICATION AND TRAINING — GENERAL

(a) It is essential for the CAA to have the full capability to adequately assess the compliance and
performance of an organisation by ensuring that the whole range of activities is assessed by
appropriately qualified personnel.

(b)  Foreach surveyor, the CAA should:

(1) define the competencies required to perform the allocated certification and oversight
tasks;

(2) define the associated minimum qualifications that are required;

(3) establish initial and recurrent training programmes in order to maintain and to enhance
the competency of surveyors at the level that is necessary to perform the allocated tasks;
and

(4) ensure that the training provided meets the established standards, and is regularly
reviewed and updated whenever necessary.

(c)  The CAA should ensure that training is provided by qualified trainers with appropriate training
skills.

QUALIFICATION AND TRAINING —SURVEYORS
(a)  CAA surveyors should have:

(1) practical experience and expertise in the application of aviation safety standards and safe
operating practices;
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(b)

(c)

(2)

(4)

(5)

(7)

comprehensive knowledge of:

(i) the relevant parts of the implementing rules, certification specifications and
guidance material;

(ii)  the CAA’s procedures;
(iii)  the rights and obligations of a surveyor;

(iv) safety management systems based on the UK management system requirements
and ICAO Annex 19, and compliance monitoring;

(v)  continuing airworthiness management and maintenance;

(vi)  operational procedures that affect the continuing airworthiness management of
the aircraft or its maintenance;

(vii)  maintenance-related human factors and human performance principles;

training on auditing techniques and assessing and evaluating management systems and
safety risk management processes;

5 years of relevant work experience for them to be allowed to work independently as
surveyors. This may include experience gained during training to obtain the qualifications
mentioned below in point (a)(5);

a relevant engineering degree or an aircraft maintenance technician qualification with
additional education. ‘Relevant engineering degree’ refers to an engineering degree from
aeronautical, mechanical, electrical, electronic, avionics or other studies that are relevant
to the maintenance and continuing airworthiness of aircraft/aircraft components;

knowledge of a relevant sample of the type(s) of aircraft or components, gained through
a formalised training course. Aircraft/engine type training courses should be at least at a
level equivalent to a Part-66 Appendix Ill Level 1 General Familiarisation.

‘Relevant sample’ refers to courses that cover the typical aircraft or components that are
within the scope of work;

knowledge of maintenance standards, including fuel tank safety (FTS) training as
described in Appendix IV to AMC5 145.A.30(e) and AMC2 145.B.200(a)(3).

In addition to technical competency, surveyors should have a high degree of integrity, be impartial in
carrying out their tasks, be tactful, and have a good understanding of human nature

A programme for recurrent training should be developed that ensures that the surveyors remain

competent to perform their allocated tasks. As a general policy, it is not desirable for the
surveyors to obtain technical qualifications from those entities that are under their direct

regulatory oversight.
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INITIAL AND RECURRENT TRAINING — SURVEYORS
(@) Initial training programme

The initial training programme for surveyors should include, to an extent appropriate to their
role, current knowledge, experience and skills, at least all of the following:

(1) aviation legislation, organisation, and structure;
(2)  the Chicago Convention, the relevant ICAO Annexes and Documents;

(3) Regulation (EU) No 376/2014 on the reporting, analysis and follow-up of occurrences in
civil aviation;

(4) overview of Regulation (EU) 2018/1139 and the related AMC, CS, and GM;
(5)  Regulation (EU) No 1321/2014 as well as any other applicable requirements;

(6) management systems, including the assessment of the effectiveness of a management
system, in particular hazard identification and risk assessment, and non-punitive
reporting techniques in the context of the implementation of a ‘just culture’;

(7)  auditing techniques;

(8) procedures of the CAA that are relevant to the surveyor’s tasks;
(9) human factors principles;

(10) the rights and obligations of inspecting personnel of the CAA;
(11) on-the-job training that is relevant to the surveyor’s tasks;

(12) technical training that is appropriate to the role and tasks of the surveyor, in particular
for those areas that require approvals.

NOTE: The duration of the on-the-job training should take into account the scope and
complexity of the surveyor’s tasks. The CAA should assess whether the required
competency has been achieved before a surveyor is authorised to perform a task without
supervision.

(b)  Recurrent training programme

Once qualified, the surveyor should undergo training periodically, as well as whenever deemed

necessary by the CAA, in order to remain competent to perform the allocated tasks. The
recurrent training programme for surveyors should include, as appropriate to their role, at least

the following topics:
(1) changesin aviation legislation, the operational environment and technologies;
(2)  procedures of the CAA that are relevant to the surveyor’s tasks;

(3) technical training that is appropriate to the role and tasks of the surveyor; and
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(4)  results from past oversight.

Assessments of a surveyor’s competency should take place at regular intervals that do not
exceed 3 years. The results of these assessments, as well as any actions taken following the
assessments, should be recorded.

SAFETY RISK MANAGEMENT PROCESS

(a)

(b)

The safety risk management process required by point (a)(5) of point 145.B.200 should be
documented. The following should be defined in the related documentation:

(1) means for hazard identification, and the related data sources, taking into account data
that comes from other competent authorities.

(2)  risk management steps including:

(i) analysis (in terms of the probability and the severity of the consequences of
hazards and occurrences);

(i)  assessment (in terms of tolerability); and

(iii)  control (in terms of mitigation) of risks to an acceptable level;
(3)  who holds the responsibilities for hazard identification and risk management;

(4)  who holds the responsibility for the follow-up of risk mitigation actions;

(5) the levels of management who have the authority to make decisions regarding the
tolerability of risks;

(6) means to assess the effectiveness of risk mitigation actions; and
(7)  thelink with the compliance monitoring function.

To demonstrate that the safety risk management process is operational, the CAA should be
able to provide evidence that:

(1) the persons involved in internal safety risk management activities are properly trained;

(2)  hazards that could impact the CAA’s capabilities to perform its tasks and discharge
its responsibilities have been identified and the related risk assessment is documented;

(3) regular meetings take place at appropriate levels of management of the CAA to discuss
the risks identified, and to decide on the tolerability of risks and possible risk mitigations;

(4) in addition to the initial hazard identification exercise, the risk management process is
triggered as a minimum whenever changes occur that may affect the CAA’s
capability to perform any of the tasks required by Part-145;

(5) arecord of the actions taken to mitigate risks is maintained, showing the status of each
action and the owner of the action;

(6) thereis afollow-up on the implementation of all risk mitigation actions;
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(7)  risk mitigation actions are assessed for their effectiveness;

(8)  the results of risk assessments are periodically reviewed to check whether they remain
relevant. (Are the assumptions still valid? Is there any new information?).

SAFETY RISK MANAGEMENT PROCESS

The purpose of safety risk management as part of the management system framework for the CAA is
to ensure the effectiveness of the management system. As for any organisation, hazard identification
and risk management are expected to contribute to effective decision-making, to guide the allocation
of resources and contribute to organisational success.
The safety risk management process required by point 145.B.200 is intended to address the safety
risks that are directly related to the CAA’s organisation and processes, and which may
affect its capability to perform its tasks and discharge its responsibilities. This process is not intended
to be a substitute for the State safety risk management SARPs defined in ICAO Annex 19, Chapter 3,

component 3.3. This does not mean, however, that the CAA may not use information
and data that is obtained through its State Safety Programme (SSP), including oversight data and
information, for the purposes of safety risk management as part of its management system.

The safety risk management process is also to be applied to the management of changes (145.8.210),
which is intended to ensure that the management system remains effective whenever changes occur.

CERTIFICATION TASKS

The tasks that may be performed by a qualified entity on behalf of the CAA include those that are

related to the initial certification and to the continuing oversight of organisations as defined in
Regulation (EU) No 1321/2014.

GENERAL

(a)  The record-keeping system should ensure that all records are accessible within a reasonable
time whenever they are needed. These records should be organised in a manner that ensures
their traceability and retrievability throughout the required retention period.

(b)  Allrecords that contain sensitive data regarding applicants or organisations should be stored in
a secure manner with controlled access to ensure their confidentiality.

(c)  Records should be kept in paper form, or in an electronic format, or a combination of the two.
Records that are stored on microfilm or optical discs are also acceptable. The records should
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remain legible and accessible throughout the required retention period. The retention period
starts when the record is created.

(d) Paper systems should use robust material which can withstand normal handling and filing.
Computer record systems should have at least one backup system, which should be updated
within 24 hours of any new entry. Computer record systems should include safeguards to
prevent any unauthorised personnel from altering the data.

(c) All computer hardware that is used to ensure the backup of data should be stored in a different
location from the one that contains the working data, and in an environment that ensures that
the data remains in a good condition. When hardware or software changes take place, special
care should be taken to ensure that all the necessary data continues to be accessible throughout
at least the full period specified in point 145.B.220(c).

THE CAA MANAGEMENT SYSTEM

Records that are related to the CAA’s management system should include, as a
minimum, and as applicable:

(a) the documented policies and procedures;

(b)  the personnel files of the CAA’s personnel, with the supporting documents related to their
training and qualifications;

(c)  theresults of the CAA’s internal audits and safety risk management processes, including audit
findings, and corrective, preventive and risk mitigation actions.

MANAGEMENT SYSTEM ASSESSMENT

As part of the initial certification of an organisation, the CAA should assess the organisation’s
management system and processes to make sure that all the required enablers of a functioning
management system are present and suitable.

As part of its continuing oversight activities, the CAA should verify that the required enablers remain
present and operational, and assess the effectiveness of the organisation’s management system and
processes.

When significant changes take place in the organisation, the CAA should determine whether there is
a need to review the existing assessment to ensure that it is still valid.
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INFORMATION DEEMED NECESSARY FOR OVERSIGHT
This information should include, as a minimum:
(a)  anyoccurrence reports received by the CAA;

(b)  thereports received following the issuing of any one-off certification authorisations as defined
in point 145.A.30(j)(5);

(c)  the results of the following types of inspections and surveys if they indicate an issue that
originates from a Part-145 organisation:

(i) ramp inspections performed in accordance with Subpart RAMP of Annex Il (Part-ARO) to
Commission Regulation (EU) No 965/2012 on air operations;

(i)  product surveys of aircraft, pursuant to point M.B.303 or point ML.B.303;

(iii)  product audits conducted pursuant to point CAMO.B.305(b)(1) or point 145.B.305(b)(1);
and

(iv)  physical surveys or partial airworthiness reviews performed by the CAA in line with AMC
M.B.901.

ANNUAL REVIEW

(a)  The oversight planning cycle and the related oversight programme for each organisation should
be reviewed annually to ensure that they remain adequate regarding any changes in the nature
of the organisation, the complexity of its activities or the safety performance of the organisation.

(b)  When reviewing the oversight planning cycle and the related oversight programme, the CAA
should also consider any relevant information collected in accordance with points 145.A.60 and
145.B.300(f).

SPECIFIC NATURE OF THE ORGANISATION AND COMPLEXITY OF ITS ACTIVITIES — RESULTS OF PAST
CERTIFICATION OR OVERSIGHT ACTIVITIES

When determining the oversight programme, including the product audits, the CAA should consider
in particular the following elements, as applicable:

(1) the effectiveness of the organisation’s management system in identifying and addressing non-
compliances and safety hazards;
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(2) theimplementation by the organisation of any industry standards that are directly relevant to
the organisation’s activities subject to this Regulation;

(3) the procedure applied for and the scope of changes not requiring prior approval;

(4) any specific procedures implemented by the organisation that are related to any alternative
means of compliance used;

(5) the number of approved locations and the activities performed at each location;
(6) the number and type of any subcontractors that perform maintenance tasks; and

(7)  thevolume of activity for each A, B, C and D class rating, as applicable.

SUBCONTRACTED ACTIVITIES

If a Part-145 organisation subcontracts maintenance tasks, the CAA should determine whether the
subcontracted organisation needs to be audited and included in the oversight programme, taking into
account the specific nature and complexity of the subcontracted activities, the results of previous
oversight activities of the approved organisation, and the assessment of the associated risks.

For such audits, CAA surveyors should ensure that they are accompanied throughout the audit by a
senior technical member of the Part-145 organisation.

AUDIT

(@)  The oversight programme should indicate which aspects of the approval will be covered by each
audit.

(b)  Part of each audit should concentrate on the audit reports produced by the organisation’s
compliance monitoring function, to determine whether the organisation has been identifying
and correcting its problems.

(c) At the conclusion of the audit, the auditing surveyor should complete an audit report that
identifies the areas and processes that were audited, and includes all the findings that were
raised.

(d)  Atthe completion of each oversight planning cycle, a new CAA Form 6 should be issued.
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OVERSIGHT PLANNING CYCLE — AUDIT AND INSPECTION

(@)  When determining the oversight planning cycle and defining the oversight programme, the
CAA should assess the risks related to the activity and set-up of each organisation, and adapt
the oversight to the level of risk identified and to the effectiveness of the organisation’s
management system, in particular its ability to effectively manage safety risks.

(b)  The CAA should establish a schedule of audits and inspections that is appropriate to each
organisation. The planning of audits and inspections should take into account the results of the
hazard identification and the risk assessment conducted and maintained by the organisation as
part of the organisation’s management system. Surveyors should work in accordance with the
schedule provided to them.

(c) When the competent authority, having regard to the level of risk identified and the
effectiveness of the organisation’s management system, varies the frequency of an audit or
inspection, it should ensure that all aspects of the organisation’s activity are audited and
inspected within the applicable oversight planning cycle.

OVERSIGHT PLANNING CYCLE — AUDIT

(a)  For each organisation certified by the CAA, all applicable requirements including relevant

processes should be audited at periods that do not exceed the applicable oversight planning
cycle. The beginning of the first oversight planning cycle is normally determined by the date of
issue of the first certificate. If the CAA wishes to align the oversight planning cycle with the

calendar year, it should shorten the first oversight planning cycle accordingly.

(b) Audits should include at least one on-site audit within each oversight planning cycle. For
organisations that carry out their regular activities at more than one site, the determination of
the sites and the requirements at these sites to be audited should consider the results of past

oversight activities and the volume of activities at each site, as well as the main risk areas
identified.

(c)  For organisations that hold more than one certificate under Regulation (EU) 2018/1139, the

CAA may define an integrated oversight schedule that includes all the applicable audit items.
In order to avoid any duplication of audits, credit may be granted for specific audit items that
have already been completed during the current oversight planning cycle, provided that:

(1) the specific audit item is the same for all the certificates under consideration;

(2) there is satisfactory evidence on record that those specific audit items were carried
out, and that all the related corrective actions have been implemented to the
satisfaction of the CAA;

(3) the CAA s satisfied that there is no evidence that standards have deteriorated regarding
those specific audit items for which credit is granted.
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The expression ‘should not exceed 24 months’ does not imply that 24 months is a minimum duration

for the oversight cycle. Based on the elements specified in 145.B.300(c) and 145.B.305(b) (e.g. safety
priorities, assessment of the risks, complexity of activities), the CAA may decide to apply a cycle of less
than 24 months (e.g. 12 months).

EXTENSION OF THE OVERSIGHT PLANNING CYCLE BEYOND 24 MONTHS

(@) If the CAA applies an oversight planning cycle that exceeds 24 months, it
should, at a minimum, perform one focused inspection of the organisation (inspection of a
specific area, element or aspect of the organisation) within each 12-month segment of the applicable oversight
planning cycle to support the extended oversight programme.
(b) If the results of this inspection indicate a decrease in the safety performance or regulatory
compliance of the organisation, the CAA should revert back to a 24-month (or less) oversight
planning cycle and review the oversight programme accordingly.

(c) Inorderto be able to apply an oversight planning cycle beyond 36 months, the CAA should agree
on the format and contents of the continuous reporting to be made by the organisation on its
safety performance and regulatory compliance.

ORGANISATION’S CONTROL OVER THE CHANGES

For the purpose of extending the oversight planning beyond 24 months, the continuous compliance
of the organisation with 145.A.85 and the full control over all changes referred to in point
145.B.305(d)(2) includes in particular the ability of the organisation to manage adequately the changes
not requiring prior approval foreseen in 145.A.70.

VERIFICATION OF COMPLIANCE

(@)  In order to verify the organisation’s compliance with the applicable requirements, the CAA
should conduct an audit of the organisation, including interviews of the personnel, and

inspections carried out at the organisation’s facilities.
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(b)  The CAA should only conduct such an audit if it is satisfied that the application and the
supporting documentation, including the results of the pre-audit performed by the organisation,
are in compliance with the applicable requirements.

(c)  The audit should focus on the following areas:

(1) the detailed management structure, including the names and qualifications of personnel
as required by points (a), (b) and (c) of point 145.A.30, and the adequacy of the
organisation and its management structure;

(2)  the personnel:

(i) the adequacy of the number of staff, and of their qualifications and experience
with regard to the intended terms of approval and the associated privileges;

(i)  thevalidity of any licences and/or authorisations, as applicable;
(3) the processes used for safety risk management and compliance monitoring;

(4) thefacilities and their adequacy regarding the organisation’s scope of work;

(5) the documentation based on which the certificate should be granted (i.e. the
documentation required by Part-145):

(i) verification that the procedures specified in the MOE comply with the applicable
requirements; and

(ii)  verification that the accountable manager has signed the exposition statement.

(d)  If an application for an organisation certificate is refused, the applicant should be informed of
the right of appeal that exists under national law.

AUDIT

(a) The CAA should determine how and by whom the audit should be conducted. For example, it
will be necessary to determine whether one large team audit, a short series of small team audits,
or a long series of single surveyor audits is most appropriate for the particular situation.

(b) The audit may be structured so as to verify the organisation’s processes related to a product
line. For example, in the case of an organisation with Airbus A310 and A320 ratings, the audit
should concentrate on the maintenance processes of one aircraft type only for a full compliance
check, and depending upon the result, the second aircraft type may only require a sample check
against those aspects that were seen to be weak regarding compliance for the first type.

(c) In determining the scope of the audit and which activities of the organisation will be assessed

during the audit, the privileges of the approved organisation should be taken into account, e.g.

their approval to carry out airworthiness reviews.

(d) The CAA auditing surveyors should always ensure that they are accompanied throughout the audit
by a senior member of the organisation, who would normally be the compliance monitoring manager.
The reason for being accompanied is to ensure that the organisation is fully aware of any findings raised
during the audit.

(e)  Atthe end of the audit, the auditing surveyor should inform the senior member of the
organisation of all the findings that were raised during the audit.
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There may be occasions when the CAA surveyor is unsure about the compliance of
some aspects of the organisation applying for the initial issue of a certificate. If this occurs, the
surveyor should inform the organisation about the possible non-compliance at the time, and about
the fact that the situation will be reviewed within the CAA before a decision is made.

If the review concludes that there is no finding, then a verbal confirmation to the organisation should
suffice.

(@) The audit should be recorded using the audit report CAA Form 6 (Appendix Il to
AMC2 145.B.310(c)).

(b)  Areview of the CAA Form 6 audit report form should be carried out by a competent independent
person nominated by the CAA. A satisfactory review of the audit report should be indicated by
a signature on the CAA Form 6.

(c)  The audit reports should include the date when each finding was closed, together with a
reference to the closure actions.

All findings should be confirmed in writing to the applicant organisation within 2 weeks of the on-site
audit.

(a) The CAA should have adequate control over any changes to the personnel specified in points (a),

(b), (c) and (k) of point 145.A.30. Such changes in personnel will require an amendment to the
exposition.

(b)  When an organisation submits the name of a new nominee for any of the personnel specified
in points (a), (b), (c) and (k) of point 145.A.30, the CAA may require the
organisation to produce a written résumé of the proposed person’s qualifications. The
CAA should reserve the right to interview the nominee or to call for additional

evidence of their suitability before deciding upon them being acceptable.
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(c) For changes requiring prior approval, in order to verify the organisation’s compliance with the
applicable requirements, the CAA should conduct an audit of the organisation, limited to the
extent of the changes. The CAA may also request the organisation to provide a risk assessment
for review.

(d)  If required, the audit may include interviews and inspections carried out at the organisation’s
facilities.

(e) The applicable part(s) of CAA Form 6 should be used to document the assessment of any
changes to the Part-145 approval.

CHANGE OF THE NAME OF THE ORGANISATION

(@)  On receipt of the application and the amendment to the relevant parts of the MOE, the
CAA should reissue the certificate.

(b)  Achange of only the name does not require the CAA to audit the organisation unless there is
evidence that other aspects of the organisation have changed.

REVIEW OF CHANGES NOT REQUIRING PRIOR APPROVAL

The CAA should implement a process to review the changes not requiring prior approval. This
should include at least, as part of the continuing oversight activities during the oversight cycle:

- auditing the organisation process for changes not requiring prior approval;

- selecting a sample of these changes and verifying their compliance with the applicable
requirements.

DIFFERENCE BETWEEN ‘LEVEL 2 FINDING’ AND ‘OBSERVATION’

(@)  ‘Findings’ are issued for non-compliance with the Regulation, whereas ‘observations’ may be
issued to an organisation remaining compliant with the Regulation while additional inputs for
the organisation could be considered for continuous improvement.

However, the CAA may decide to issue a ‘level 2’ finding when the
‘observations’ process is not managed correctly or overlooked by the organisation.

(b)  Examples to help differentiate between a ‘level 2 finding’ and an ‘observation’ are provided
below, based on the provisions for the control and calibration of tools in accordance with point
145.A.40(b).

Example of a ‘level 2 finding’

Page 116 of 136



UK Civil Aviation Authority ORS9 Decision No.38

— The organisation could not demonstrate compliance with some elements of 145.A.40(b)
regarding the control register of the tools, equipment and particularly test equipment
process as evidenced by:

(1) thefact that some sampled tools physically available in the tools store were missing
in the tools control register managed by the organisation;

(2) The fact that one tool has not been correctly identified (e.g. incorrect P/N, S/N) in the
tools control register.

Examples of ‘observations’

— Accumulation of tools in the store not sent yet for calibration. This situation could generate
some consequences on the availability of tools and operational capabilities during a peak
of activities (ineffectiveness of the process).

- The process to manage the tools control register through the dedicated software is not
detailed enough (potential to cause a level 2 finding).

— The colour of the ‘unserviceable’ tag of the tools could generate some confusion. The
organisation should consider changing the colour of this unserviceable tag to better alert
the staff on the particular status of the unserviceable tools (potential improvement).
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The following fields on page 2 ‘Maintenance Organisation Terms of Approval Sehedule’ of the
maintenance organisation approval certificate should be completed as follows:

]

The expression ‘or not” at the end of the footnote ‘(****)” on page 2 of 2 of the certificate does not

constitute an obligation to introduce a negative statement in the terms of approval concerning the
privilege to issue an airworthiness review certificate.

If the organisation holds the privilege to issue an airworthiness review certificate for an aircraft series,
type and group, the CAA will state it on the relevant line. If the organisation does not have that
privilege, the CAA may state it, but does not have to.
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APPENDICES TO AMCs TO PART-145

Part-145 APPROVAL RECOMMENDATION REPORT — CAA FORM 6

Part 1: General

Name of organisation:

Approval reference:

Requested approval rating:

CAA Form 3 dated*:

FAA FAR Title 14 CFR Part 145 Certificate No (if applicable):
TCCA CAR 573 Certificate No (if applicable):

ANAC RBAC 145 Certificate No (if applicable):

Address of facility audited:

Audit period: From to

Date(s) of audit:

Audit reference(s):

Persons interviewed:

CAA surveyor(s): Signature(s):

CAA authority office: Date of CAA Form 6
Part 1 completion:

*delete as appropriate
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Part-145 APPROVAL RECOMMENDATION REPORT — CAA FORM 6

Part 2: Part-145 Compliance Audit Review

The five columns may be labelled and used as necessary to record the approval class and/or product line reviewed. Against each column used
of the following Part-145 points, please either tick (@) the box if satisfied with compliance or cross (X) the box if not satisfied with compliance
and specify the reference of the Part 4 finding next to the box, or enter ‘N/A’ where an item is not applicable, or ‘N/R’ when applicable but

not reviewed.

ParaPoint Subject
145.A.25 Facility requirements c c c c 9
145.A.30 Personnel requirements c c c c c
145.A.35 Certifying Sstaff and c c c c c
support
145.A.376 Recordsof- c c c c c
aAirworthiness review
staff
145.A.40 Equipment, and Ftools [ C C C c
and-materiat
145.A.42 Acceptanceof c c c c c
Components
145.A.45 Maintenance Ddata o o o o c
145.A.47 Production Pplanning c c c c c
145.A.48 Performance of c c c c c
maintenance
145.A.50 Certification of c c c c c
Mmaintenance
145.A.55 Maintenance Rrecords c c c c c
145.A.60&61 Occurrence Rreporting c c c c c
145.A.65 Safety-and-Quality- C ¢ ¢ ¢ c
Peliey, Maintenance
procedures ane-Quality—
System
145.A.70 Maintenance c c c c c
Borganisation
Eexposition (MOE) (see
Part 3)
145.A.75 Privileges of the c c c c c
organisation
145-A-80 Limitatiensonthe C C C C c
-
145.A.85 Changes to the c c c c c
organisation
145.A.95 Findings c c c c c
MA204 e} Respeonsibilities c c c c c
MA403{b} Adrcraft Defects c c c c C
MEA20He) Responsibilities c c c c C
MLEAA03(b} Adreraft Defects c c c c c
145.A.120 Means of compliance c c c c c
145.A.140 Access c c c c C
145.A.155 Immediate reaction to a c c c c c
safety problem
145.A.200 Management system c c c c c
145.A.202 Internal safety c c c c C
reporting scheme
145.A.205 Contracting and c c c c c
subcontracting
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CAA surveyor(s):

Signature(s):

CAA office:

Date of CAA Form 6 Part 2 completion:

Part-145 APPROVAL RECOMMENDATION REPORT — CAA FORM 6

Part 3: Compliance with 145.A.70 Maintenance organisation exposition (MOE)

Please either tick (i) the box if satisfied with compliance, or cross (X) if not satisfied with compliance and specify the reference of the Part 4
finding, or enter ‘N/A’ where an item is not applicable, or ‘N/R’ when applicable but not reviewed.

PART 1 General Management

1.1 O Corperate-commitment Statement by the
accountable manager

1.2 ] Safety and-Quality policy and objectives

1.3 ] Management personnel

14 O Duties and responsibilities of the
management personnel

15 ] Management Qorganisation Cchart

16 O List of €certifying staff, support staff and
airworthiness review staff (Note: a separate
document may be referenced)

1.7 [ Manpower resources

18 | General description of the facilities at each
address intended to be approved

19 [ Organisation s intended scope of work

1.10 O Procedures for changes (including MOE
amendment) requiring prior approval
Notificati A2 .

e
oy .

1.1 ] Procedures for changes (including MOE
amendment) not requiring prior approval
Expositionamendment-procedures

1.12 O Procedure for alternative means of

compliance (AltMoC)

PART 2 Maintenance Rprocedures

21

Supplier evaluation and subcontractor
control procedure

2.2 Acceptance/inspection of aircraft
components and material frem-outside-
contractors, andinstallation

2.3 ] Storage, tagging, and delivery release of
aireraft components and material to aireraft
maintenance

24 ] Acceptance of tools and equipment

2.5 ] Calibration of tools and equipment

2.6 O Use of tooling and equipment by staff
(including alternate tools)

2.7 O Procedure for controlling working

environment and facilities Cleantiness—
i Eociliti
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28 ] Maintenance data instruetions and
relationship to aircraft/aircraft component
manufacturers’ instructions including
updating and availability to staff

29 ] Acceptance, coordination and performance
of repair works Repairprocedure

2.10 ] Acceptance, coordination and performance
of scheduled maintenance works Aireraft—
maintenanceprogrammecompliance

2.1 ] Acceptance, coordination and performance
of airworthiness directives works

212 ] Acceptance, coordination and performance
of Optienal modification works precedure

213 ] Maintenance documentation development,
-use-and-ts completion and sign-off

214 ] Technical records control

215 ] Rectification of defects arising during base
maintenance

2.16 ] Release to service procedure

217 ] Records for the eperater person or
organisation that ordered maintenance

2.18 ] Occurrence reporting Reperting-of-defectsto—
the-competent
authority/Operator/Manufacturer

2.19 [l Return of defective aircraft components to
store

2.20 ] Defective components to outside contractors

221 [l Control of computer maintenance record
systems

2.22 ] Control of man-hour planning versus
scheduled maintenance work

223 ] Critical maintenance tasks and error-
capturing methods

224 ] Reference to specific maintenance
procedures

2.25 [l Procedures to detect and rectify
maintenance errors

2.26 ] Shift/task handover procedures

227 [l Procedures for notification of maintenance
data inaccuracies and ambiguities te-the-type

i

2.28 ] Production planning precedures and
organising of maintenance activities

2.29 ] Airworthiness review procedures and records

2.30 ] Fabrication of parts {Reserved]

2.31 ] Procedure for component maintenance
under aircraft or engine rating

2.32 ] Maintenance away from approved locations

2.33 ] Procedure for assessment of work scope as
line or base maintenance

PART L2 Additional L ine Mmaintenance Bprocedures

L2.1 [l Line maintenance control of aircraft
components, tools, equipment, etc.

L2.2 ] Line maintenance procedures related to
servicing/fuelling/de-icing, etc.
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L2.3 ] Line maintenance control of defects and
repetitive defects

L2.4 ] Line procedure for completion of technical
logs

L2.5 ] Line procedure for pooled parts and loaned
parts

L2.6 ] Line procedure for return of defective parts
removed from aircraft

L2.7 [l Line procedure for critical maintenance tasks
and error-capturing methods

PART 3 Quality Management Ssystem Pprocedures

3.1 ] Hazard identification and safety risk
management schemes

3.2 ] Internal safety reporting and investigations

3.3 ] Safety action planning

34 ] Safety performance monitoring

3.5 ] Change management

3.6 ] Safety training (including human factors) and
promotion

3.7 ] Immediate safety action and coordination
with the operator’s ERP

3.8 ] Compliance monitoring

3.8.1 ] Quality-audit Audit plan and audit ef~
erganisation procedures

3.8.2 ] Quality Product audit efaireraft and
inspections

3.8.3 ] Audit findings — corrective Quality-audit—
remedialaction procedure

3.94 ] Certifying staff and support staff
qualifications, authorisation and training
procedures

3.106 ] Certifying staff and support staff records

3.1 [l Airworthiness review staff qualification,
authorisation and records

3.128 ] Quality-audit Compliance monitoring and
safety management personnel

3.13% ] Qualifyinginspeetors Independent inspection
staff qualification

3.148 ] Qualifyingmechanies Mechanics qualification
and records

3.159 ] Aireraft/aireraft componentmaintenanee-
tasks-exemptionprocess-control Process for
exemption from aircraft/aircraft component
maintenance tasks

3.1640 ] Concession control for deviations from the
organisation’s procedures

314714 ] Qualification procedure for specialised
activities such as NDT, welding, etc.

3.1842 ] Management of Controtefmanufacturers’
and-othermaintenance external working
teams

3.1914 ] Competencye assessment of personnel

3.2045 ] Training procedures for on-the-job training
as per Section 6 of Appendix Ill to Part-66
(limited to the case where the CAA for the

Page 123 of 136




UK Civil Aviation Authority

ORS9 Decision No.38

Part-145 APPROVAL RECOMMENDATION REPORT — CAA FORM 6

Part-145 approval and for the Part-66 licence
is the same).

3.2116 ] Procedure for the issue of arecommendation
to the CAA for the issue of a Part-66 (limited
to the case where the CAA for the Part-145
approval and for the Part-66 licence is the
same).

3.22 ] Management system record-keeping

PART 4 Relationship with customer/operators

41 ] Contractingoperators List of the commercial
operators to which the organisation provides
regular aircraft maintenance services

42 [l Operator Customer interface
procedures/paperwork

4.3 ] [Reserved] Operatorrecordcompletion

PART 5 Appendices Supporting documents

5.1 ] Sample Ddocuments

52 ] List of subcontractors

5.3 ] List of L ine maintenance locations

54 ] List of contracted Part-245 organisations

55 ] List of used AltMoC

PART 6 RESERVED i ions-thatare-app

which-arealso-operators)—

6.1 ] | [Reserved]

MOE Reference: MOE Amendment:

CAA audit staff: Signature(s):

CAA office: Date of CAA Form 6 Part 3 completion:

Part-145 APPROVAL RECOMMENDATION REPORT — CAA FORM 6

Part 4: Findings — Part-145 Compliance status

Each level-dand-2 finding should be recorded, whether it has been rectified or not, and should be identified by a simple cross-reference to the
Part 2 requirement. All non-rectified findings should be copied in writing to the organisation for them to take the necessary corrective action.

Part2or3 Audit reference(s):

reference
Findings

T3IAIT

Corrective action

Date Due |Date Closed|Reference
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Part 5: Part-145 Approval or continued approval or change recommendation*

Name of organisation:
Approval reference:

Audit reference(s):

The following Part-145 seepe terms of approval are isrecommended for this organisation:

Or, it is recommended that the Part-145 seepe terms of approval specified in CAA Form 3 referenced
ettt ettt e et et e et e e st s areeneas should be continued.

Name of recommending CAA surveyor:

Signature of recommending CAA surveyor

CAA office:

Date of recommendation:

CAA Form 6 review {guality-cheek}): Date:

*delete as appropriate
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]

[..]

B. Affected organisations:

- Part-145 approved maintenance organisations involved in the maintenance of aeroplanes
specified in paragraph A) and fuel system components installed on such aeroplanes when
the maintenance data are affected by CDCCL.

- Competent authorities that are responsible asper145-B:30 for the oversight of the Part-
145 approved organisations specified in this paragraph B).

C. Persons from affected organisations who should receive training:

Phase 1 only:

— The group of persons representing the maintenance management structure of the
organisation, the guatity compliance monitoring manager, the safety manager and the
staff who are directly involved in reguired-te—guatity monitoring the compliance of the
organisation.

- Personnel of the competent authorities who are responsible as—per145:B:38 for the
oversight of Part-145 approved maintenance organiszations specified in paragraph B).

Phase 1 + Phase 2 + Continuation-eCUrrent + 5ining:

— Personnel of the Part-145 approved maintenance organiszation who are required to plan,
perform, supervise, inspect and certify the maintenance of the aircraft and fuel system
components specified in paragraph A).

D. General requirements of the training courses

Phase 1 — Awareness:

The training should be carried out before the person starts to work without supervision but not
later than 6 months after joining the organisation. The persons who have already attended the
Level 1 Familiarisation course in compliance with ED Decision 2007/002/R Appendix IV is are
already in compliance with Phase 1.

Type: It Sshould provide be-an awareness eeurse-with of the principal elements of the subject.
It may take the form of a training bulletin, or any other self-study or informative session.
The Ssignature of the trainer reader is required to ensure that the person has passed the
training.
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Level: It should be a course at the level of familiarisation with the principal elements of the
subject.

Objectives: The trainee should, after the completion of the training:
1. Bbe familiar with the basic elements of the fuel tank safety issues,.

2. Bbe able to give a simple description of the historical background and the elements
requiring a safety consideration, using common words and showing examples of
non-conformities,.

3. Bbe able to use typical terms.

Content:  The course should include:
— a short background showing examples of FTS accidents or incidents,
- the description of concept of fuel tank safety and CDCCL,
- some examples of manufacturers documents showing CDCCL items,
— typical examples of FTS defects,
- some examples of TC holders repair data,
- some examples of maintenance instructions for inspection.

Phase 2 — Detailed training

A flexible period may be allowed by the CAA to allow organisations to set up the necessary
courses and impart provide the training to the personnel, taking into account the organisation’s
training schemes/means/practices. This flexible period should not extend beyond 31 December
2010.

The persons who have already attended the Level 2 Detailed training course in compliance with
ED dDecision 2007/002/R Appendix IV either from a Part-145 maintenance organisation or from
a Part-147 training organisation are already in compliance with Phase 2 with the exception of
eontindatien recurrent training.

Staff should have received Phase 2 training by 31 December 2010 or within 12 months of joining
the organisation, whichever comes later.

Type: It Sshould be a more in-depth internal or external course. It should not take the form of
a training bulletin, or any other self-study. At the end of the course, the trainees should

be required to take Aan examination sheuld-berequired-atthe-end, which should be in

the form of @ multiple-choice questions, and the pass mark of the examination should be
75%.
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Recurrent Centindation training:

The organisation should ensure that the recurrent eertinuatien training is required in
each twe 2-years period. The syllabus of the training programme referred to in Chapter
3.9 34 of the Mmaintenance Oorganisation Eexposition (MOE) should include the
additional syllabus for this recurrent eentinuatien training.
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Acceptable Means of Compliance (AMC) and Guidance Material (GM)
to Annex Il (Part-66) to UK Regulation (EU) No 1321/2014

GM 66.A.20(a) Privileges

1. The following definitions apply:
[...]

Line maintenance: refer to AMC1 145.A.10 means-any-maintenance-thatiscarried-outbefore
flic I he ai £t ic fit for the lod fliaht 1 . o
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1. The maintenance organisation approved under Part-145 should include the procedure in the
organisation’s exposition (Chapter 3.21 3-16), and this procedure should be audited by the
competent authority at least once in each 12-month period. This procedure should include a
limitation stating that it is only applicable to the case where the competent authority for the
Part-145 approval and for the Part-66 licence is the same.

2. [...]
[...]

]

(c) For the acceptance of the OJT programme described in Section 6 of Appendix Ill to Part-66, the
licensing competent authority should develop adequate procedures which may be similar to the
procedure described in AMC 66.B.130 for the ‘direct approval of aircraft type training’.

In the case where the licensing competent authority is different from the competent authority
of the maintenance organisation which provides the OJT, the licensing authority may take into
consideration the fact that the maintenance organisation may already have the OJT programme
accepted by their own competent authority (directly approved or through €Chapter 3.20 345
of the MOE, as described in AMC1 145.A.70(a)).

[...]

]

For the purpose of ensuring the continued validity of the certification privileges, the competent
authority may, when periodically reviewing the organisations in accordance with 145.B.305 145-B-36,
M.B.604 or CAO.B.055, or during on-the-spot checks, request the licence holder to provide
documentary evidence of compliance with 66.A.20(b) when exercising certification privileges.
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[..]

On-the-Job Training (OJT)

[...]

9. The procedures for OJT of a Part-145 organisation should be included into the-Expesition Manual
of the approved maintenance organisation exposition (eChapter-3.20 3-15, as indicated in AMC1

145.A.70(a)).
[..]
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Acceptable Means of Compliance (AMC) and Guidance Material (GM) to Annex Vb (Part-ML) to UK
Regulation (EU) No 1321/2014

SECTION A - TECHNICAL REQUIREMENTS
SUBPART C — CONTINUING AIRWORTHINESS

This AMC contains an acceptable MIP for aeroplanes of 2 730 kg maximum take-off mass (MTOM) and
below, and for ELA2 aircraft other than rotorcraft or airships, grouped in the following categories:

— aeroplanes of 2 730 kg MTOM and below;

— ELA2 sailplanes and ELA2 powered sailplanes; and
- ELA2 balloons.

SUBPART D — MAINTENANCE STANDARDS

Similar provisions to those in GM1 M.A.401(b)(3) and (b)(4) and GM1 M.A.401(b)(4) apply.

SUBPART E — COMPONENTS
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Point (b) of 21.A.307 specifies new components that do not need a CAA Form 1 or equivalent to be eligible
for installation. Point (c) of 21.A.307 specifies the conditions for the document accompanying the
component.

[...]

CAA FORM 1 OR EQUIVALENT

A document equivalent to a CAA Form 1 may be:

[...]

(k)  a‘declaration of maintenance accomplished’ issued by the person or organisation that performed
the maintenance, as specified in point ML.A.502(c).

GM1 ML.A.502(c) Component maintenance |

A ‘declaration of maintenance accomplished’ is a certificate prepared in any shape/form by the person or
organisation that performed any maintenance on the component covered by the certificate and subject

to conditions in ML.A.502(c). This person or organisation does not need an approval to perform
maintenance in accordance with UK Regulation (EU) No 1321/2014. In order for the component to be eligible
for installation with a ‘declaration of maintenance accomplished’, this declaration, together with other
records, should allow the determination that the component was first installed as ‘new’, as a component
referred to in ML.A.502(c). Such a component should not be installed in an aircraft if there is information

on the certificate which is not readable or not understandable or states that the component is not in a
satisfactory condition for operation.

]

Page 133 of 136



UK Civil Aviation Authority ORS9 Decision No.38

Acceptable Means of Compliance (AMC) and Guidance Material (GM) to Annex Vc (Part-CAMO) to UK
Regulation (EU) No 1321/2014

GM1 to Annex Vc (Part-CAMO) Definitions

For the purpose of the AMC & GM to Part-CAMO, the following definitions are used:
[...]

Base Ref. AMC1 145.A.10
maintenance

[...]

Line Ref. AMC1 145.A.10
maintenance

[..]

GM1 CAMO.A.200(a)(6) and CAMO.B.300 Management system and

Oversight principles
THE USE OF INFORMATION AND COMMUNICATION TECHNOLOGIES (ICT) FOR PERFORMING REMOTE AUDITS

Similar provisions to those in GM1 145.A.200(a)(6) and 145.B.300 GM3345-A-65{c{1}-and145-B-30
apply.

[...]

KNOWLEDGE, BACKGROUND AND EXPERIENCE OF NOMINATED PERSON(S)

The Ppersons or greup—ef persons nominated in accordance with points CAMO.A.305(a) and
CAMO.A.305(b) should have:

[..]

(e) arelevant engineering degree or an aircraft maintenance technician qualification with additional
education that is acceptable to the competent authority. ‘Relevant engineering degree’ means
an engineering degree from aeronautical, mechanical, electrical, electronic, avionics or other
studies that are relevant to the maintenance and/or continuing airworthiness of aircraft/aircraft
components;

The above recommendation may be replaced by 5 years of experience in addition to those
already recommended by paragraph (d) above. These 5 years should cover an appropriate
combination of experience in tasks related to aircraft maintenance and/or continuing
airworthiness management and/or surveillance of such tasks;

For the person to be nominated in accordance with point (a)(4) or (a)(5) of point CAMO.A.305,
in the case where the organisation holds one or more additional organisation certificates within
the scope of UK Regulation (EU) 2018/1139 and that person has already an equivalent position
(i.e. compliance monitoring manager, safety manager) under the additional certificate(s) held,
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the provisions set out in the first two paragraphs of point (e) may be replaced by the completion
of a specific training programme acceptable to the CAA to gain an adequate understanding of
maintenance standards and continuing airworthiness concepts and principles.

[...]
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Acceptable Means of Compliance (AMC) and Guidance Material (GM) to Annex Vd
(Part-CAO) to UK Regulation (EU) No 1321/2014

SECTION A — ORGANISATION REQUIREMENTS
[...]

GM1 CAO.A.100(b) and CAO.B.055 Quality system and organisational

review and Continuing oversight

THE USE OF INFORMATION AND COMMUNICATION TECHNOLOGIES (ICT) FOR PERFORMING
REMOTE AUDITS

Similar provisions to those in GM1 145.A.200(a)(6) and 145.B.300 GM1-145-A-65{c}{1}-and-145-B:30
apply.

[..]
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