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Avionic Repairs

Technology, talent and the turnaround challenge
By David Dundas

ammercial aircraft avianics have

became increasingly sophisticated

but keeping thode sysiterms
servicmable presents MROs and repair
specialists with a growing range of
thallenges. Fram supply chain disruption
and component obiolescence to skills
shortages and demands for aver-faster
turnaround times, avionics repair providers
are urder constant pressure to return
reliable equipment to operators while
minimasing costly aircraft dewntime.
Technology is alio changing the way that
work is carried out. Advanced diagnastic
tonls, automation and increasingly
sophisticated analysis of repair histaries
and aircraft data are helping technacians
identify faults more quickly and, in some
cases, anticipate problems belore a
cormponent fails in service Yet technology
alone cannot provide all the answers
Modern digital flight decks regquire kighly
skilled personnel, while older aircraft
present a very different challenge as repair
praviders work ta support equipment

cantaining camponeants that may no longer

be manulactured. Against thes background,
thode respoansible Tor avionic repairs must
balance speed, cadt and availability withaout
compromising the exacting standards
dermanded by commercial aviation. For
this article, we spoke with thres industry
specialists to examine how the field of
avionic repairs i< evalving, haow comparies
are responding to the pressures facing
taday's altermarket, and where new
technalogies, working practices and
expertise can deliver improvemsants in
repair capability and turnaround times.

Supply Chain Hurdles: How
do you handle sudden parts
shortages or long delays from
original equipment makers
without hurting delivery
times?

It is fair to say that supply chain
resilience increasingly depends an
anticipating problams rather than reacting
once i shortage has already affected

& repair. Dave Mayne, Director MRO

Euragpe & Adia at Ontic Engineering &
Manufacturing UK Limited reveals that
where Ontic is concerned, the antire
busineis model revolved around keeping
Heats flying — though for him, sometimes,
it taals like - against all the odds? Ha
further explains: “Therefare, each time we
acouire & new license, we take a proactve
approach from the outset to identilying
risks across the product lines we suppart,
rewiewing technologies, materials, bills

of rmaterial and sources of supply to
understand where Tuture constraints

or obiolescence may emerge. In other
words, we manage sutcaormes from the
start and plan never 1o be in a situation
where sudden’ parts shortages will ever
be a problem. Where necessary, we can
gualify alternative sources, reinvigarate
supply chaing that are no longer suited

to lower-volume aerospace reguiremsents,
or invest directly in engineering and
manulacturing solutions. In Some cases,
that can rmean rededigning 4 component
using current technalogy to replicate the
performance of the ariginal or bringing
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tapability in-hause when the external
supply chain can no longer support it
economically. The objective is to address
supply constraints as early as possible, so
they don't ultirmataly become & dalvery
probdem lor the customer.” For Louis
Philippe Mallette, Chiel Executive Officer at
AW Technigue, having access Lo reliable
resources and historical data are impartant
"W hiave access to a global supply chain
network, extensive inventory, and strong
relationships with OEME, which gives us
multiple avenues when a part becomes
difficult 1o source,” he says, adding
that “We also use histarical repair and
demand data to anticipate requirements
and pasition inventory before shortages
become critical. Where obsolescence or
OEM lead times become a challengs,
we work directly with manufacturers
to identity approved altermatives and,
where appropriate, rely on serviceablbe
material sourced throwgh our teardown
programmes. The key is being proactive
rather tham waiting for a shortage to
impact & customer's turnaround time.”
Torm Eskola, Vice President, Panasonic
Technical Services st Panasonic Avionics is
wvery tlear in his opinion that supply chain
redgalience is built before the shortage,
miot during it, and that it comes from
hawing several options ready belare a
constraint ever reaches the customer.
"Panasonic Technical Services [PTS)
benefits from being part of the wider
Panasonic organization, which gives ws
access 1o & global supply network that
we have been able to draw on whean the
availabnlity of particular components

becomes constrained. We complement

Dirsi Bayivd, Diractiss BARO Eunags & Kida,
Ol Eruyirmaring & Manulaciuriog LK Lissilid

that with our own material management
capabilities and global maintenance and
repair Tootprint, positioning inventary
chaser to the airlines and regions where it
i% moat likely to be needad,” ha eaplaing
He then infonms: “During some of the morne
atute supply chain canstraints, we alio
looked beyond traditional Sourcing routes.
Wi have used market buybacks to acquire
line replaceabde units and supplement
inwentony where we knew repair cycles
could be extended, while sur wider spares
rmodel includes loans, exchanges and
refurbished or hard-to-find parts. The

aim i3 to create enough flexibility that

a delay alfecting one companent daes
rnot automatically translate into & missed
turnaround commitment. Supply chain
conditions have itabilized considerably
compared with the immediate post-
pandemic period, but aviation ramaing
highly interconnected and disruption
eliewbiere in the supply base can still have
an impact. The lesson for ws is sample:
resilience s not & bigger warehause. It

i anticipating demand, knowing where
the risk sits before it arrives, and always
hawving more than ane way 1o respand
rather than relying on a single souwrce or
lacation.” Where David Kidwell, Diractar
of Repairs at KF Aviation is concemed,

the goal is to preserve options before the
shortage becomes the emergency. “Once
sornething becomes an ADG situation, the
choices usually get fewer, faster, and mons
expensive,” he says. “The first thing we

try not o da is treat every shartage like
the same emergency. When everything is
hat, nathing B hat We laok at the actual
demand first. What do we have on the
shelf? What repairable units are already

in the pipeline? What can the vendor
realistically support? Are certification
rafuirements limiting aur options? 15 thers
another approved repair source? 18 there
available USAM? Can we reposition material
or prioritize a repair that has real demand
behind it? That is where the decisions get
rmade. Another status request does not
riove material. 11 the OEM i late, | want
iy team thinking abowt what other levers
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we can pull and which one makes the mast
sense commerdally and operationally,” he
adds.

Smart Technology: Which new
diagnostic tools or automation
software do you use to find
hidden avionics faults faster?

Here, Lauis Philippe Mallette is keen to
point out that: “The biggest sdvances have
come from autarmated test equipment and
the software that sits behind it. Madern
avionics units contain far more processing
power and complexity than they did
bwenly pears sgo, 5o besting has bacorme
sgnificantly more detailed.” He expands
further from the campany's paint of view:
“AJWs ATEC automated test systerms
perform comprehensive functional testing
and can identily failures down to specific
areas of & unit. Onee a fault has been
marrawed down, aur technicians carmbine
those automated results with mamusal
troubleshoating technigques, including
tircuitl card analysis and ascilloscope
testing, ta pinpaint the root cause. We
also wie environmental stress testing,
introducing temperature variation and
wibration during testing, which helps reweal
intermittent faults such as cold salder joints
that don't always apgear under normal
bench canditions.” For Tam Eskala, be is
of & like mind to Dave Mayne in that to
him a proactive as apposed to reactive
approach is alio the order of the day. He
shads greater light on this by explaining
that: "The mast valuable disgnostic tool
we have is data that reaches tha technican
befare the aircralt does. PTS is increasingly
wiang connected monitaring and digital
maintenance taols to give technicans
greater visibility into system perdormance
and faster access 1o the information they
meed. Panasonic Avionics’ mewest in-flight
engagement (IFE) syitems are set to include
a proprietary aircraft health monitesing
tapability that feeds continuous system
data throwgh Converix, our new onboard
computing and application-hadting
platform. This shifts the canversation from

L { The objective is to address supply constraints as carly

as possible, so h':ll.'}’ don't u.'timatu.']r' become a tIL'.'il'tr]r

problem

for the customer. 1)

Lrave Mayne, Director MRO Europe & Asia, Ontic Engineering

& Muanufacturing UK Limited
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finding faults to anticipating them, allewing
maintenance teams o identity emerging
issues before a passenger ever notices.” He
then informs us that: “We also wse digital
maintenance platforms o give technicans
direct access to the information they need
at the paint of work rather than relying on
paper-based processes and manuals. The
objective is ta bring system infarmation,
technical documentation and maintenance
execution closer together so that qualified
technicians have all the infarmation they
mead when investigating and resolving a
fault. Behind the aircrafl, we ane deploying
AMPS (Aircralt Maintenance Planning and
Schaduling). aur Al-based maintenance
planning platharm, which wses fleet data
to priaritize wark and positian the right
people and material ahead of dermand.
Combined with cver-the-air soltwarne
loading, this allows us o manage a
growing installed base remaotely rather than
dispatehing & technician for avery task As
Panasanic Avionics delivers new IFE systems
ta hundreds of aircralt a year, aur strategy
is to absorb that growth with smarter toals
rather than simply adding headcount ”
“The bench-level diagnostic tools it
with our repair station partners, so my team
is Aot the ane perdorming the actual fault
isalation,” David Kidwall sharas with us, He
then reveals more about the cormgany’s
attitude to technology. “Where technolagy
matters to us is everything surraunding
the repair. | want to know what stopped
maving, how long it has been sitting, and
why. If & quote i< late, an approsal has
stalled, a vendor has exceeded expected
turnarswnd time, or a unit keeps coming
back with the same ssue, | do not want
somebody finding that by accident while
digging throwgh emails. That is where ERP
data, alerts, exception reporting, repair
histary, and workflow automation can make
a real difference. | am not interested in
technalogy just because it gives us another
dashboard. 1t needs to help somebody
make & batter decidion ar take action
sooner. it shortens the tims between
seeing the prablem and doing something
abvoust i1, then it is doing its job.”

Predictive Data: How do

you use past repair data and
flight logs to stop avionics
units frem failing before they
happen?

Repair data becomes particularly
waluable when it is considered over the life
ol a product rather than looking at each
shop visit in malation, fram Dave Maynes
peripective. He then goes on to tell us that:
“AL Onie, aur Enginsering teams analyie
repair history and recurring failure mades
o identify trends that may indicate an
underlying reliabdity iiswe. Where a pattern
emerges, the aim is to understand the root
cause and determine whather action can
b taken to prevent future failures, That
rmight lead to a dhange in maintenancs
recornmendations, the introduction of
praventative maintenance, a service bulletin
or, where apprapriate, an engineering
impravernent to the product itsell. Weve
seen this deliver tangible improvements
atross a number of product lines. Fos
axample, analysic of recurring faults within
@ fuel system identified ageing solder jaints
&6 a cormman iddue. By proactnely reflowing
those joints during maintenance, we were
able to significantly improve time on wing.
Sirnilarly, within one of our radar systems,
repair data helped identify & harness as
& racurring source of faults, leading us 1o
introduce proactive inspection and, where
necessary, repair or replacement ta improve
reliability and time on wing. As the OEM for
the products we support, we can connect
what it happening n the repair shop
directly with the engineering knowledge
behind the camponent. That feedback loap
helps us move from simply repairing faults
i they actur towards addresding their
underlying causes, imgroving reliability and
ultimately keeping planes flying for longes”

David Kidwell is keen Lo show us a
slighitly different approach taken by KP
Aviation, explaining that: “We do not
analyse aircraft flight kegs directly, 3o
I would nat deseribe what we do as
pradictive maintenance in the operatar
serde, What we da have i repair histary,

£ By identifying recurring failure patterns and

anticipating component demand, we can ensure that

spare parts, consuma bles and repair t.'apabi.'it}' are

available before a component reaches a eritical stage.))

Louis Philippe Mallette, Chief Executive Qfficer, AJW Technigue
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and that can tell you & kot if you are
paying attention. I we start seeing repeat
remavals, recurring shop findings, higher
BER rates, repeated warranty activity,
longer wrnaraund times, or the same part
mumber coming through maore often than
eapacted, | want to know why. |5 it the unit?
The repair source? The application? The
repair scope? Are we dending the same
problern back through the sarme process
and expecting & different result? That
information can change where we rowute
the mext unit, how much inventory we want
available, or whather we need to challenge
thee repair strategy altogether. But none
of that waorks if the data is bad. If rermoval
reasons, dates, fll'rding:.. of repair history
are incompdete, you can build & great-
loaking dashboard that still tells you the
wrang story, Clean data first. Otherwise, we
are just making assurnptions faster.”
Additionally, Lowis Philippe Mallette
miotes that predictive maintenance =
becoming increasingly important in
avionics repair. "We analyie histancal repair
data and reliability trends to understand
which components are likely to require
intervention and when demand lar specific
regairs is likely to morease,” he inlorms
i, belare confirming that: “Thas data
supports both maintenance planning and
inventory management. By identifying
recurring failure patterns and anticipating
companent demand, we can ensure that
spare parts, consumables and repair
capability are available belore a component
reaches a critical stage. While avianics
faults can still be difficult to predict with
complets accuracy, data analytics allows
ws to mave fram reactive repairs towards
earlier intervention and more eficient

Leus Philipps bMalitte, Chisl Expoutive Officer,
AN Tachnigua
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maintenance planning.” Tam Eskola is very
shrewd in his approach to the situation.
"Ewvery rermoval tells a story, and our job

it o read it belore the next one happens.
Wee e historical repair records alongside
Hight-generated fault and system data

to understand how companants parfarm
over time. By correlating repair findings,
removals, flight howrs, BITE faults, software
VErSIONL, @nd recurring in-Lervice issues,
our engineering teams can identify
emerging refiability trends and faous
investigations or maintenance actions
where they are most likely 1o preavent
disruption. This data foundation, together
with AMPS, cur Al-based maintenance
planning platharm, s what allows us

ta move Irom reacting to failures o
planning araund them,” he reveals. He
ends with total darity: “The ambition is
straighthorward: we want an airling to hear
about a problem from us belore they hear

abaout it from a patsenger.”

S5kills Gap: What steps do you
take to train and keep skilled
workers who understand
modern, complex digital flight
decks?

Avionics it at an interesting point in
the industry because technicians need to
understand both legacy analogue systems
and today's highly digital architectures.
That requires continuous development.
Louis Phalippe Mallette at &1 Technique
is keen 1o make it chear that “We invest
heavily m training, both through OEM
resounces and in-house programrenes, but
some of the most valuable learming still
comes from hands-on experience. Our

Tivers Esbosla, Wice Prisiickant, Pasurien i Tichnacal Sances al
Paricione Avonics

senmior technicians have bt up decades of
knowledge troubleshoating complex faults,
and & key focus Tor us is transferring that
expertise to the next generation through
rmentaring and on-the-job coaching.
Retaining those skills is just as impartant
&t developing them. By giving techniciant
exposure o a broad range of technologies
and challenging répairs, wea're able 1o
build a highly engaged worklorce while
praserving critical knowledge for the
future.”

AR Panasanic Technical Services Tom
Eikola has some very wite words to share
s he tells us that "You cannat hire your
way out af the skills gap by compating for
the same shrinking pool of experienced
technicians. 'We need to create a stranger
pipeline of peaple entering aviation and
give them the practical experience and
technical Enowledge they need to build
lorg-terrm careers.” He goes on to say
that: "PTE takes a number of appraaches,
incleding working with colleges and
training centres, providing strsctured
development for junior mechanics, and
recruiting internationally where particular
rmarkets face acute skills shortages. We
aluo invest in apprenticeship programs
that combine classroom learning with
hands-an aircraft maintenance experience.
At the same fime, the required ckill sets
themselves are changing. As aircraft
systems became maore connected and
software-driven, technicians increasingly
need o combine traditional engineering
expertise with stronger digital skills.

Drata literacy, tamiliarity with connected
diagnastic platforms, software
confligurations, networks and cybersecwrity
are all bacaming mane imgartant
alongside traditional electrical and avionics
knowledge. Training cannat therefore be
treated a5 a4 one-tirne event. The technican
we hire taday will be maintaining systems
that have not besen dedigned yet, 1o
retaining skilled people means giving

tham the oppartunity to keap developing
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throughout their carsers.”

The aerospace skilk challenge is
particularly significant in MRO because
the capability regquired isn't limited to
understanding the latest technology.
Technicians and engineers rmay nesd
to work acrads multiple generationg
ol avignics, supporting increasingly
sophisticated digital systems while alio
maintaining products designed decades
earlier, where specialst knowlsdge and
eaperience can be increasingly diffioult
to replace. Dave Mayne is kean o further
point out that: “At Ontic, we address that
challenge by combining the development
of new talent with the deliberate transfer
and retention of existing technical
expartise. Dur apprenticeship and early
careers prograrmmes help us build lang-
term capability around the specalist
products and technologies we support,
with technical and functional development
takimg place alangiide expenencad
colleagues within the business. That
connection between experienced specialists
and developing talent is particularly
important. Learning in an aerospace
environment isn't achieved through formal
traming alone; a signikicant armount of
valuable knowledge comes fram practical
experiance, understanding product history,
salving cormples problems and knowing
hiwe & product behaves throughout its
lifecycle. Creating oppartunities for that
eapertise to be shared thraugh on-the-job
develapment, mentoring and knowledge
transfer helps us retain capability within
the organisation rather than allowing it to
dicappear when individuals move on or
retire retaining that operational memary.”

To conclude this section, David Kidwell
gives us great ingight not his rele at KP
Auaation. He commences by telling us
that: "The technicians working directly on
madern avionics and digital leaht decks
are trained and quakhed thraough the repair
stations we work with, My responsibility is
differant.” He then goes on to advise that:

L { You cannot hire your way out of the skills gap by

competing for the same shrinking pool of experienced

technicians. We need to create a stronger pipeline of

people entering aviation and give them the practical

experience and technical knowledge they need to

build long-term care ers.))

Tom Fskole, Vice President, Panasonic Technical Services af

Panasonic Avionics
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“A bag part of rmy job is getting my tearn o
think differently about Repairs. Processing
a repair order is the sasy part. | want

them to understand what the shop finding
means, whether the quate makes dense,
whether there is a warranty oppartunity,
whether the vendar is the right fit, what
the real demand is, and what happens if
we do nothing. | do not want order takers,
| want people who are camfortable asking
why, challenging assumptions, and making
decisions based on the bigger pictura, That
takes time, You give people ownership,
eapota Lhem to the decisions, & them
make sorme calls, coach the misses, and
keep raising the expectation. The goal

it nat just 1o makes someone better at
pracessing repairs, It is to build people
who can think through the repair before it
becomes sormeane elie’s problem.”

Old Parts (Obsolescence): How
do you manage repairs when
an airplane model uses older
parts that factories stopped
making?

Obiolescence s one of the biggest
long-term challernges in avionics regair.
Marry aircralt rermain in serics moch langer
than ernginally anticipated, while sorme of
the electronic companents uied to suppart
therm are no longer being manufactured.
To deal with these prabderns, Louwis Philippe
Mallette explain what happens at AN,
"Cur approach combines engineering
eapartive, strang OEM relationships, and
strategec inventory management. AW
Group maintams an extensive inventory
supporting bath legacy and new-generation
aircraft platlarms, which grees us greater
Hexibility when sourcing components
and helps minimise repair delays. While
newer fleets bring ther own techrology
reguirements, operators of mature aircraft
oftan raly an support for companants
that may have been out of preduction for
many years, rmakng acceds 1o inventory
and repair capability equally important. We
work closely with manufacturers to sdentify
approwed replacement parts and repair
sodutions whenever possible. In additian, we
make extenive we of serviceable materal
recovered through aircralt teardown
programimes, helping extend suppart
for mature platforms where traditional
supply chains have become increasingly
limited. Maintaining capability on alder
AVICNICS Sy slems requires a combination af
technical knowledge, proactive inventory

management, and creative supply chain
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solutions.” It is abundantly clear that asking
questions s a key elermnent of mitigating
the problems asaciated with obsolescence,
brased on David Kidwells response. “When
support starts dicappearing, | want ta know
what options are still on the table. Can
anather approved repair source suppant

it? 1s there USh available? fre piece-parts
becaming difficult to saurce? Is the repair
still econarmically viable? fine we seeing
rmore BER decisions or longer turnaround
times?" Having advEed that these ans the
warning signs, he camies on to say that:

“Ab sorme point, continuing 1o put money
inta an older companent stops being just
& repair decsion. |t becomeas an irmentony
and eoonomic decision. That is where |
think people can get trapped. Just because
something can still be repaired does not
atways mean it should be. | want my team
thinking absaut that before availability forces
the decision for us, I the market is telling
wou suppart is drying up, listen ta it whils
you still hiave choices.” He concledes by
warnirg us that "The worst time to build an
obdoletcence strategy is when sormebady
reeds the part tormos roe.”

Dave Mayne at Ontic encapsulates
the downside of obioleicends in ane
short santence when he tells us that it
... 1% only truly disruptive when it arrives
unexpectedly.” He then describes what
happens to avaid such a siteation. “Our
approach is therefare to identily potential
issues garly, rather than waiting until a
companant becomes unavailable and an
aircralt ar repair is affected. When COntic
takes responsibility for & prodwct line, we
review its bill of materials, technologies
and supply base to identify potential
wulnerabilities. From there, the solution
rmight invalve qualifying a new supplier,

Rl AT E"
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securing rmaterial throwgh lifetime
buys, developing an alternative source,
redesigning an obdolete companent wing
current technology or, where appropriate,
bringing manufacturing capability in-hause.
The key is that we have the engineering
capability and design knowledge to solve
these problems while maintaining the
recuuired performance and certihcation
standards. In some cases, relatvely
targeted investment in an individual
comganent can prevent custormers from
facing a much larger system redesign ar
recualification pragrarmme. Ulimately, aur
fecus is on keeping products supportable
for as lang as our customers need them.”
Tom Eskola has a very similar autlook
to Lowis Philippe Mallette as he feels
obsoleswcence is becoming & more
significant cansideration because aircraft
are simply outlving the technology
installed on therm. He goes on to say
“Many flests are remaining in serace for
longer than the systems and support plans
were originally designed around. For an
MRO provider, that means understanding
an airdine’s long-term Beet plans early
enaugh ta anticipate where parts
availability may become constrained, rather
than wairting wuntil an abiolete component
is already affecting operations.” He then
shares with us that: "We use a combination
ol approaches depending an the IFE system
and the expected remaining litespan of the
feet. That can inchude building inventory
of critical spares, making last-tirme buys
where appropriate, and using buybacks
Lo recover serviceable components
fram aircraft that are retiring. PTS alia
provides new and used parts, meluding
refurbashed, certified and hard-1o-find
discontinued components, and offers loans
and exchanges, giving us several ways of
AuiTrader MAD 3607 - September 2026
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sustaining installed squipment Thera can
eveniually come a point where continuing
to support legacy hardware is no longer
the most practical o economic answer.

In those circurmstances, our aim s always
to give airlines a manageable migration
path rather than force a rip-and-replace
they did not plan for. eXheo, Panasonic
Aonics” new-generation seatback monitors
retrofit solution, is an example of this
philcdophy, eXMea has besn designed

as a drop-in replacement lor legacy
Panasonic X Saries seatback monitors,
allowing airlines to modemize older cabins
while retaining much of their existing IFE
infrastruciure. Ultirnately, obsolescence
managemant is about balancing the useful
life oo the aircraft with the usedul life of
the technology anboard it and planning
early enowgh that the two do not becorne

disconnected.”

Turnaround Speed: What is
your biggest bottleneck in the
repair shop, and how do you
change your workflow to fix it?

Material availability rermains one of the
biggest potential constraints an repair
turnaround times acrods the MRO industry.
A repair can be diagnosed quickly, but if a
required companent has a lang lead time
or has bacame difficult to tource, that
can ultimately determine when the unit is
returned to the customer. David Mayne
then talks further about the solution to
the prablem at Ontic. "Far us, the answer
is increasingly abouwt planning material
requirements belore the repair reaches that
point. We use our SI0P processes alongside
historical demand and repair requirernents
to anticipate material wage and provision
inventory ahead of expected demand. We
alio laok bayond inventany mansgement
itsell. Where material availability repeatedly
creates a canstraint, owr supply chain
and enginesring tearns can investigate
the underlying cawse, which might rmean
developing anather tource, addressing
obiolescence or finding a longer-term

engineering solution. The goal is 1o move

the bottleneck upstream: identilying and
addressing rmaterial risks before they have
the opportunity o affect the custarmen’s
turnaround time.” On the ather hand,
Dravid Kidwell is keen to look elsewhere
ather than the repair bench for problems.
“some of the biggest tumaround problerms
never happen an the repair bench. They
happen in the handofs, & unit can sit
waiting for evaluation, a quote, sppraval,
rmaterial, technical information, certification
requirarments, shipping, or simply becauie
nobody is clear an wha owns the next
miove. Then everybody laoks at the repair
station and asks why the TAT is bad. That

is too eagy. Before | blame the shop, | want
1o know whare the time was actually lost.
Did the wendor sit on 17 Did we sit an the
quate? Did an approval stall? Wias material
unavailable? Did nobody recagnize that the
unit was tied to real demand? Our focus

is separating true priarities from normal
warkilow, identilying exceptions, and
rnaking ownership clear. A presobd unit with
immediate demand should not disappear
inta the same queue as stack matenal

with no current regquirernent.” He rounds
things off succinctly as follews: “For me,
turnaround comes down 1o four questions:
Where dad it stop? How long has it been
there? Why did it stop? Who awns the
next decision?  we cannot answer those
four questions, that is probably part of the
problem.”

For Louis Phdippe Mallette “For most
avianics repair organisations, the greatest
challenge isn't testing, it's what happens
alter testing identifies a fault. The real
bedtlenseck is often sowrcing material
quickly enough to complate the repair.”
He then expands on how they deal with
the challenges. “We've addresied this
through detailed planning, inventory
forecasting, and chose coordination
between engineering. repair, and supply
chain teams. By using predictive analytics
o forecast repair volumes and likely
rmaterial requirernents, we can rinimise
unexpected material halds and kesp units
rmoving thraugh the workshop, At the sarme
time, canbineed investment in aulomated

L { For me, turnaround comes down to four questions: Where
did it stop? How long has it been there? Why did it stop?
Who owns the next decision? If we cannot answer those
four questions, that is probably part of the prubfcm.,’

David Kidwell, Director of Repairs, KP Aviation
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test systarms allows us to perfarm more
detailed testing without ncreasing overall
test times, helping us maintain efficiant
throughput while still meeting strict quality
and reliability standards.” To conclude this
article, Tom Eskola takes a slightly different
view 1o holdups and how 1o improve the
TAT situation. "The honast answer is that
the repair bench is rarely the bottleneck.
The Baggeit oppartunity Lo improve
turnarcund lies not in making the repair
itsell faster, but in eliminating the non-
productive tirme around it & unit can lose
time while infermation it being located, a
diagnosis is being confinmed, material is
being sourced or work s mowing between
differant stages of the maintenance
process Improving tumaraund therefore
requires loaking at the complete warkilow
rather than only the tirme spent at the
repair bench. Increasingly, the same
principle applies further upstream. Better
Mest monitaring, Al-assisted planning and
predictive insight can help idantify likeky
maintenance requiremants earlier, giving
wi more oppartenity to have the rght
material, people and technical informatian
available before the maintenance svent
occurs. Our global repair and line
maintenance footprint also allows us 1o
position capability and inventory closer

to our custorners. Ultimately, even if the
repair is complated guickly, delays belore
or after the wark can still extend the
everall wirnaround time from the airlines
perspective. The objective i therefare 1o
make the entire proceds more predectable,
fram fault identification throwgh repair and
return to service. A fast repair is good. A
predictable ane = what an airline can plan
arcund,” ha tells us,

Drandl Kadwill, Divinctir of Raipainn, KP Saialiain
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