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Recommendation 2(a): The Task Force recommends that all airline pilots should undergo psychological evaluation as part of training or before entering service. The airline shall verify that a satisfactory evaluation has been carried out.
[bookmark: _Toc435296577]Background and reasoning of the Task Force
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The taskforce recognised that:
The overall number of aviation accidents with a medical cause or contribution is small but they have the propensity to result in rare, catastrophic accidents.
Not all medical events are predictable.
[bookmark: _Toc435296579]Airline and pilot training organisation selection procedures
Psychological evaluation of self-sponsored candidates and airline cadets is undertaken through pilot training organisations, under the direction of a psychologist. Currently, some entrants into commercial flying will never undertake an initial psychological evaluation due to their training path.
If undertaken, the psychological evaluation includes an assessment of cognitive capacity to be an airline pilot, as well as performance aspects, checking abilities such as multi-tasking, psycho-motor coordination, attention, concentration, memory, reaction times and stress tolerance. Pilot training organisations tend to use their own customised tests.
The psychological evaluation at the selection stage may include an evaluation of the personality of the candidates. The aim of these tests is to identify applicants who are balanced and do not show any signs of behavioural instability, and to exclude applicants whose personality factors elevate the risk of later behavioural problems.
After having been accepted for Air Transport Pilot License training, currently candidates who experience difficulties in terms of performance or behaviour during training (e.g. from fatigue, intense workload, depression, substance misuse) may be reported by flight instructors or other students to the pilot training organisation management. For some pilot training organisations, those difficulties trigger a meeting between the student and the chief pilot or the Head of Training of the pilot training organisation and in the case of depression, anorexia, addiction, etc. with a clinical psychologist and/or psychiatrist.
Psychological evaluation of applicants for airline pilot training (self-sponsored and state/airline sponsored) is essential but evidence to date does not support the idea that recurrent evaluation brings added value.
Based on these facts and to mitigate in particular the currently existing possibility to become an airline pilot without having undergone psychological evaluation, the Task Force recommends that all airline pilots should undergo a psychological evaluation as part of training or before entering airline service. The airline shall verify that pilots employed have undergone the psychological evaluation by a psychological expert successfully or they shall arrange the evaluation themselves using such expertise. The retroactive application of this requirement should be further analysed. The Safety Management Systems of airlines and pilot training organisations shall include provisions to ensure that the psychological evaluation has been carried out.
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EASA has been tasked to implement the recommendations issued in the Germanwings Task Force report. Therefore, this preliminary concept paper relates to the implementation phase. 
It does not discuss the foundations underpinning such recommendations. This has already been addressed by the Task Force.
This preliminary concept paper will be available to all participants of the Aircrew Medical Fitness workshop where EASA will seek feedback on how to best implement recommendation #2(a).
EASA is considering to publish Operational Directives (ODs) to implement this recommendation. The main objective is to provide operators and national aviation authorities with valuable information about how to start implementing the recommendations in a proactive manner and mandate certain actions. ODs are a new tool which may be used for the first time on this occasion. During the workshop, EASA will provide more information on the rulemaking process and the issuing of ODs.
In addition to the ODs, regulatory material such as Acceptable Means of Compliance (AMC) and Guidance Material (GM) to existing regulations will be developed, as needed, before the end of 2016. The need for such AMCs and GMs, and the extent of their content, will be determined on the basis of the feedback received during the Aircrew Medical Fitness workshop.
In implementing the recommendation, EASA will make use of existing good practices and approaches, such as:
IATA: ‘Guidance Material and Best Practices for Pilot Aptitude Testing’,
FAA (Civil Aerospace Medical Institute): ‘Selection of the Next Generation of Air Traffic Control Specialists: Aptitude Requirements for the Air Traffic Control Tower Cab in 2018’,
U.S. Office of Personnel Management: ‘Assessment Decision Guide’,
U.S. Department of Labor’s Employment and Training Administration: ‘Testing and Assessment: A Guide to Good Practices for Workforce Investment Professionals’.
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Undesired behaviour tendencies may endanger the safe operation of civil aviation. For example: risk-taking behaviour or limited personal resilience to stressful situations may negatively impact aviation safety. The risks related to flight operations depend on the organisational and operational environment of each operator. Multi-pilot operations, single-pilot operations, long haul, short haul operations, airplane, helicopter operations are different operational environments that may require different profiles in terms of decisiveness and socially desirable behaviour of different crew members (e.g. cooperation, tolerance towards others, averting harm to others, and norm-abiding behaviour).
[bookmark: _Toc435296583]Risk management
Operators know best the conditions that their future crew members will be exposed to. 
The experience gained by observing the long-term consequences of their own recruiting process enables them to better predict the impact of these processes on safety. They are required to establish sound and effective management systems in order to ensure the safe conduct of air operations. It is, therefore, expected that their safety management ensures effectiveness of the recruitment processes in detecting inadequate psychological profiles as part of the hazard identification process. It is also expected that the related risk assessments are conducted and that mitigation measures are implemented.
As part of the management system requirements contained in the AIR OPS Regulation[footnoteRef:1], operators should be aware of the importance to continuously monitor the effectiveness of the risk mitigation measures taken as regards the psychological vulnerabilities of their aircrews that may significantly vary all along their entire career path. [1:  	Commission Regulation (EU) No 965/2012 of 5 October 2012 laying down technical requirements and administrative procedures related to air operations pursuant to Regulation (EC) No 216/2008 of the European Parliament and of the Council (OJ L 296, 25.10.2012, p. 1).] 

[bookmark: _Toc435296584]Global approach to human performance and judgment impairment
Paragraph 2.5 of ICAO Annex 2 (Rules of the Air) provides that no person whose function is critical to the safety of aviation (safety-sensitive personnel) shall undertake that function while under the influence of any psychoactive substance, by reason of which human performance is impaired. However, mental and behavioural impairments may also result from psychological and personality disorders. Considering that safety risks do not depend on whether impairment results from psychoactive substances or personality disorders, the same principle applies. Therefore, it should be conceded that persons under the influence of mental, psychological or personality disorders, by reason of which human performance and judgment are impaired, should be prevented from exercising functions that are critical to the safety of aviation.
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Requirements for hazard identification, risk assessment, risk mitigation and safety performance monitoring:
ORO.GEN.200 Management system (extract)
The operator shall establish, implement and maintain a management system that includes […] 
(a)(3) the identification of aviation safety hazards, their evaluation and the management of associated risks, including taking actions to mitigate the risks and verifying effectiveness of actions taken; 
[…]
See also related AMCs.
Requirements related to endangering safety:
CAT.GEN.MPA.175   Endangering safety
The operator shall take all reasonable measures to ensure that no person recklessly or negligently acts or omits to act so as to:
(a) Endanger an aircraft or person therein; or
(b) Cause or permit an aircraft to endanger any person or property.
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Fundamental safety management concepts and practices:
2.1 THE CONCEPT OF SAFETY
2.1.1 Within the context of aviation, safety is “the state in which the possibility of harm to persons or of property damage is reduced to, and maintained at or below, an acceptable level through a continuing process of hazard identification and safety risk management.”
Hazard identification methodologies
2.13.11 The three methodologies for identifying hazards are:
a) Reactive. This methodology involves analysis of past outcomes or events. Hazards are identified through investigation of safety occurrences. Incidents and accidents are clear indicators of system deficiencies and therefore can be used to determine the hazards that either contributed to the event or are latent.
b) Proactive. This methodology involves analysis of existing or real-time situations, which is the primary job of the safety assurance function with its audits, evaluations, employee reporting, and associated analysis and assessment processes. This involves actively seeking hazards in the existing processes.
c) Predictive. This methodology involves data gathering in order to identify possible negative future outcomes or events, analysing system processes and the environment to identify potential future hazards and initiating mitigating actions.
Human factors and risk management
2.15.6 Given that mature SSPs and SMSs target both human and organizational factors, a specific analysis process is a component of any mature, effective risk management system. In the course of any hazard identification and risk mitigation exercise involving human elements, it is necessary to assure that existing or recommended defences have taken human factors (HF) into consideration. Where necessary, a supplementary HF analysis may be conducted to support that particular risk mitigation exercise/team. […] Individual actions and decisions viewed out of context can appear to be virtually random events, escaping their due attention. Human behaviour is not necessarily random. It usually conforms to some pattern and can be analysed and properly understood. Ultimately, this important HF perspective results in a more comprehensive and in-depth mitigation process. An HF analysis ensures that during the organization’s risk mitigation process, when identifying root, contributory or escalation factors, human factors and their associated circumstantial, supervisory and organizational impacts are duly taken into consideration.
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Identification of safety-sensitive personnel
CHAPTER 1.  DEFINITIONS
Safety-sensitive personnel. Persons who might endanger aviation safety if they perform their duties and functions improperly including, but not limited to, crew members, aircraft maintenance personnel and air traffic controllers.
3.1  Protection of persons and property
3.1.1 Negligent or reckless operation of aircraft
An aircraft shall not be operated in a negligent or reckless manner so as to endanger life or property of others.
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