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- Executive Summar

1 9ESOdzi A S { dzY Y| NE

TheEuropean Plan for Aviation SafggPApis built on aproactive approacho support the future
growth of aviatiorwhile secuinga high and uniforntevel ofsafetyfor allMember StategMSs) This
proactive approach allows the European Commisgie@) the European Aviation Safety Agency
(EASAand MSsto take the necessary actions at the right time in order to prisgithe risks to be
managed and to facthe challenges posed by the increasing complexity and contiguaathin civil
aviation,as wellas to ensuresafe, secure and environmental friendly implementation of new business
models and new technologies.

EPASs consistent withthe goals andbjectives of the Global Aviation Safety Plan (GASP) to enhance
the level of safety in aviation and supportMSsin fostering mature safety management capabilities

This EPAS edition captures BASP goalsder a new vision:
Wchieve constant safety improvement witha growing aviation industey

Theoverall safety objectives tomaintain and whenever feasible forther improve the present safety
performance levebf the Europearaviation systemin the face ofipcoming changedn the field ofair
trafficmanagementATM), the performance ambitions adopted with the ATMaster PlafATM MP)
reflect this overall objective.

The 20192023 EPAS&dition integrates safety information fronvarioussources suchas theAnnual
Safety Review (ASR)e Standardisation Annual Report (SAR)Jthe ATM MRwhich is the European
planimplementing the Global Air Navigation Plan (GANRE objective is to obtaian overarching,
consolidatedaviation safety picture at European levedupporting the prioritisation of safety actions
More specificallyas safety is the highest priority fre implementation of the EuropeaATM MR
thisEPA®ditionembracesEuropean actions stemming from tBdM MR It thus establishean initial
alignmentwith the ATM MP

This EPASedition reflects the new priorities agreed for the implementation of theew Basic
Regulation (NBR), whi@ntered into force on 11 September 2Q1Bherelated implementing rules
will be aligned accordingly over the following years. The presiepe as well athe nearterm
priorities for 20192021 were agreed at the June 20B8SA Management Board (MB) meeting, on the
basis of a roadmap definingn the one handhow the work ahead to adapt to the NBR will be
addressed andn the other handsetting related priorities for EASA rulemaking. While certain NBR
provisions were alreadgonsidered under th0182022 EPAdition, the NBR prioritisation has a
major impact on tis EPAS edition.

Asan integralpart of the NBR roadmai ASAwill provide MSs withtargeted supportin orderto
complement the Standardisation activities and to reinforce the common understanding and
implementation of the Europeaaviation safety regulations, thus enabling a robust and harmonised
Europearaviation system

1 The ATM Master Plahitps://www.atmmasterplan.e( is developed byhe Single European Sky ATM Rese4&H#SAR
JointUndertaking(SJUand is adopted by the SJU governing bodigzovides an integrated view of the European ATM
system outlining the essential operational and technatadchangegequiredto deliver the SESAR contributions to the
Single European Sky performance objedive



https://www.atmmasterplan.eu/
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The 20192023EPA®dition comprisegwo distinct volumes:

T Volume Iprovides the executive summaag well asn introduction, describes the strategy and
includesthe key indicators. Itonsists ofChapters 1 to 4

T Volume llcontains the detailed list of EPAS actionsoltsists ofChaptes 5 to 8 dedicated to
0KS F2 danJF B Bye@SNNEY/WHESendy/NR L2 NI A 2 JevelplayingfiQS I B/(RO W

Strategic prioritiesare described irSection 3.1. The strategic priorities identified in the previous

edition have been further refined and now specifically consider safe integration of new
technologiesand concegbs ! & | NBadzZ G Fff AdGSYya LINBGAz2dzate A
addressedas part of this new strategic priority. A better link between EPAS thed EASA
Standardisation process is presented@ietion3.2 Srategic enablersThis section includes also a new
enabler,safety promotionand presens the first lines of a new straggc approach to communicate

with the aviation community

Chapter 4Performanc&now includesormer/ K| LJi SNJ n WY S@& & grépasalifofie2 NB QX
set of performance indicators to support the monitoring of EPAS implementation and effectiveness of
actions so thasafety achievementsecome more tangiblelhese safety performance indicat¢&Pls)

do not override those established undihe Single European SISHSATM Performane Schemelhe

ASR is the document where the new iredarswill be reported in the future.
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2.1 TheGlobal Aviation Safety Pla(GASP)

EPAS considers the objectives and priorities of the GASP to enhance the level of safety in aviation and
to better prepare the Mesfor the Universal Safety Oversight Audit Programme (USOAP) audits of their
State Safety PortfoliosSEGPs The International Civil Aviation Organizatid@AQ, based onJSOAP

audit resultsjdentified thatthe { G § SaQ Ayl 0 At A ( 2atidhBperatiors Dains &St & 2
global safety concern. Thus, the GASP objectivitfoc&tates to put in place robust and sustainable
safety oversight systems that should progressively evolve into more sophisticated means of managing
safety. These objectivese aligned with ICAO Standards and Recommended Practices) 8Afie
implementation of SSP by States and safety management systems (SMS) by service paodiders
addressed in EPASSaction5.1.1. Safety management

In addition to the GASP olgjgves, ICAO has identified higsk accident categories (global priorities).
These categories were initially determined based on an analysis of accident data, for scheduled
commercial air transport (CAT)perations, coveringthe period 20062011. Feedbdc from the
Regional Aviation Safety GrougRASGsindicates that these priorities still applied during the
development of the 201:2019 GASP edition. The global priorities are addressed in the following
Sections:5.2.1. Aircraft upset in flight (LO4, 5.2.2. Runway safetgnd5.2.6. Terraircollision.

Since 2017 the ICAO Regional Office for the EUR/NAT region and EASA have been working together to
develop a Regional Aviation Safety RBASP) based on EPAS, thus allowing all States that are part of
the EUR/NAT region to benefit from this approach. The aim of the RASP is to faciliethithement

of the GASP goals at a regional level. The RAI is the main body to monitthie EUR RASP
implementation and to collect feedback from stakeholders wiith assistance of ICAO and EASA.

In May 2018, thalraft EUR RASP was endorsed atdbmbined meeting of the coordination groups
of the European Air Navigation Planning GrgapANPGand RASG; EUR regio(RASE&URDf ICAO
It isexpectedto be finally adpted by both groupsn November 2018

2.2 The ATM MP and the GANP

TheATMMP is the European planning tool for setting ATM prioriti#ee ATM MRnsuesthat the
Single European Sky ATM ReseaB8HESAR¥arget Conce@whichis aligned with the ICAO GANP
becomes a realityThe SESARarget Conceglaims at achieving a higherforming ATM system by
enabling airspace users to fly their optimum trajectories through effective sharing of information
between air and groundlhe ATMMP is evolving and is buitt collaboration with and for the benefit

of all ATM stakeholdersThe ATM MP also provides stakeholders wittbasinessview of what
deployment will mean in terms of return on investment.

The alignment between EPAS and the ATM MP requires two actisily, that the ATM MP identifies
solutions that can mitigate related safety risks identified by the Europeetion safety system and
secondy that EPAS makeeferences to those solutions frothe ATM MP that are actually mitigating
those identified safety risks.
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This alignments nowensured as followfs
T Volume | is in line with the ATMP Level 1 (Executive Viewgdtion 2019 and

T Volume 1l is aligned with the ATM MP LeveE8ition 2018and includegeferences to those
existing solutions in the ATM MP that aim to mitigate existing safety risks.

Future versions of both documents will maturdine withthis alignment conceptor future editions
it isalso envisaged to evolve to furthalign in termsof environment and interoperability of ATM
systems.

TheGANPrepresents a rolling, §ear strategic methodology whidbverages existing technologies
and anticipates future developments based on State/industry agreed operational objedtioéfers

a longterm vision that will assist ICAO, States and industry to ensure continuity and harmonisation
among their modernigdgon programmes.

EASA is the body responsible for the SES safety pillar. Safety is on&eyf peeformanceindicators
(KPIs)within the SESATM Performance Schemend the ATM MP contributes to achieving the
ambitions within the SEATMPerformance Same. EPAS actions and ATM MP solutions should be
aligned whee possibleand the changes made in this EPAS edition constiimemportant step
towards such alignmenSuch changes materialise through the inclusion of new actions ferakib

the referencing of specific research projects stemming from SESAR.

2.3 HowEPASs developed

2.3.1 The programming cycle

EPAS covers a fiyear time frameln line with NBR Article 6(1EPAS is updated on a yearly basis.
Hence EPAS ideveloped as rollingfive-year plan.

EPASs developed in close cooperation with stakeholdehawing increasingly from an evidence
based approach. There are two distinct programming phases, each with a dedicated stakeholder
consultation.

T Duringthe strategic phase, the sttegic priorities developedor the previous programming
cycle (Chapter 3) are aligned witlEAS®@a {Ay3If S tflyyAy3d 520dzySy
subsequenthdiscussed with the EASA Advisory Bodies (ABS).

T Based on these strategic prioritiesdraft EPASs then developedand provided to the ABs for
detailed comments

Followingthe AB consultationthe final draft EPAS @nsolidated Following its formal approval by
the EASA Management Board (MB)s published on the EASA website

TheEASA ABsere formally consulted orthe 20132023EPA&dition from 26 June to 7 September
2018.By the end of the commenting perip882 comments were receivedut of which139were
minor and 243 were substantial. Feedback was provided to the ABs on the outcome of the

2 The correspondence between this edition of EPAS and the ATM MP actions is labelled in each applicable EPAS action in
Volume 1.
3 https://www.easa.europa.eu/easandyou/safetymanagement/europeasplanaviationsafety
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consultation in the form of aommentresponsedocument, provided together with a summarytbke
AB comments.

2.3.2 Thesafety risk managementprocess

The safety actions inEPASare developed through the Europeasafety risk management (SRM)
process which consists dfve steps as shown below:

5. Safety
Performance 1. Identification

Measurement of Safety Issues

4. Implementation 2. Assessment of
and Follow-up Safety Issues

3. Definition and
Programming of
Safety Actions

Figurel. European SRM process

T Identification of safety issues

This ighe first step in the SRM process. It is performed through analysis of occurrence data and
supporting information from the Collaborative Analysis Groups (CAGSs). The resulting candidate
safety issues are formally captured BASAand are then subject to a preliminary safety
assessmen{PlA) This assessment then informs the decision on whethearaidate safety
issue should be included formally within the relevant safety risk portfolio or be subject to other
actions. Advice is takeinom the Network of AnalystdNoAs) and CAG$hrough MS experts
participating in these groupsMSscan provide inputs to the SRbtocessbased onthe risk
information they have access to at Std¢eel in particular where it is considered that a safety
issue identified at State levid also relevant ahe European level. The outpsitf this step are

the domain safety risk portfolios. Within the portfolios, both the key risk areas and safety issues
are prioritised.

T Assessment ofafety issues

Once a safety issue is identified and captured within the safety risk portfolio, it is subject to a
formal sdety assessment. These assessments are prioritised within the portfolio. The
assessment process is led by EASA and is supported by the NoAs and the CAGs. In addition,
group members are encouraged to participate in the assessment il@@texternal suppa is

vital to achieving the best possible results. The result of the assessment is the production of
scenariebased bow tie models that help to identify weak controls for which potential actions

can be identifiedThis forms thesafety issueassessment (SIA), which provides potential actions

for EPASSIAs followed by PIA, which assesses the wider implications and bendfiiféeoént
optionsand makes recommendations on the actions to be implemented in EPAS.
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T Definition andprogramming ofsafety actions

Using the combined SIA/Pptocess formal EPAS action proposals are then m&i#ing the
establishedconsultation process ABsare expected to provide their views on the strategic
priorities and individual action®©nce discussed and agregplon, the actions are then included
in the next EPA&dition.

T Implementation andfollow up

The next step in the process involves the implementation and fellpwf the actions that have
been includedn EPAS. Theris a number of different types of act within EPA%refer to
Section2.4). Section2.5describeshow EPAS is monitored.

T Safetyperformancemeasurement

The final stage in the process is the measurement of safety performance. This serves two
purposes, firstly to monitor the changes that haesulted from the implementation of safety
actions and gcondly, it serves to monitor the aviation system so that new safety issues can be
identified. To ensure that there is a systematic approach to the work in this step of the SRM
process, a&afety performanceframeworkhas beerdeveloped that identifies different tiers of
outcomebasedSPIs. Tier ttansversally monitors all the domains apabvidesthe overview of

the performance in each domain. Tier 2 then covers the key risk areas at domain level, whilst
Tier 2+ monitors the safety issu&ectiord.2 provides an overview of outconrtmsed SPIs and

also proposes a number sfstem andprocessbasedSPIs.

The ASRs the annual review of theafety performanceframework. It identifies safety trends
andhighlights priority domains, key risk areas and safety issues. From thif®&&RM process
begins again.

Evaluation is another tool to measure nfi@rmance whose intent is to conclude whether the
existing regulationsare delivering the results they were designed for and in which areas
improvements are needed. Additional information on evaluations is provided in S&ction

2.3.3 How to submit a new proposal to be included in EPAS

A new proposal, such as a new issue or a proposal for a new action to be included in EPAS can be
submitted at any momenin the programmiig cycle For this purposd Ca#Hdidatdssueidentification

form¢ has been created. This form replaces the old Rulemaking Proposal Form and is meant to
enoompass a larger range of proposals for actions, including proposals for new rulemaking
tasks/activities as well as the identification of new issues in the EPAS argdstgfenvironmental
protection, level playingfield orefficiency/proportionality.

An initial review of the receivechndidateissueidentification forms is carried out in order to identify
the type of proposal. While the safetglated proposals are dealt with through the European SRM
process, the notsafety-related proposals are subjeio an initial review carried out by the operational
Directorates (Flight Standards and Certification Directorates). The core data caritielateissues
and the outcome of the proposals is recorded iandidateissueregisteQ Accepted proposals are
included in EPAS after they have been carefully assessed.

4 https://lwww.easa.europa.eu/rulemakingroposalcandidateissueidentification-form
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2.4 HowEPASs structured

The 20192023 EPAS edition comprises two distinct volumes:

T Volume Iprovides the executive summary as well as an introduction, describes the strategy and
includes the key indicators. It consists of Chapters 1 to 4.

T Volume llcontains the detailed list of EPAS actions. It consists of Chapters 5 to 8, dedicated to
GKS F2dzNJ RNAGSNE Wal FSieQs WSYy@ANRYYSyGQ> WwWST

Volume |

Volume | providsan executive summary with the main highlights of each edition. This is followed by
anintroductory chapter where the link with otr planning documents at European and global level
is explained. Chapter&soexplains the structure of the document, how actions are presented as well
as how new proposals to be included in EPAS can be submitted.

¢ KS &idNHzO0 dzNB 2C0Brevisédin LS &Nidno  W{ G NJ G S3 &

{SOGA2Y odm W{GNIGSTAO tNA2NARGASEAQ Y26 | RRNBaaSs
T 3.1.1 Systemic safety

T 3.1.2 Operational safety

T 3.1.3 Safe integration of new technologies and concepts

T 3.1.4 Environment

The new Section 3.1.3 addresses the need to facilitatee safe implementation ofemerging
technologies and innovation.

{ SOGA2Y oeyk 0W{BiNBdOdeS tWd ndw enablers:

T 3.2.2 Safetypromotion

T 3.2.4 Digitalisation

The text of the existing sectiomsis beerrevised to reflecthe latest developments.
Moreover, ivo newSctions are included in Chapter 3 as follows:

T odo WSHdLiISNA 2y Q

T o®dn WbS¢g . 1arAl0 wS3IdAFIliA2yQ

The strategic priorities includeih the previous EPAS editiamder Sectiono ®m ®n W9 FFA OASY
Sectiono ®m Pp plaigB BIIRQ I NB NBFff 20 GSR 2y (KS olaia 2

Volume I

The list of EPAS actions in Volume Il is structured around four main drivers, which correspond to
different chapters. The drers are

T Safety (Chapter 5khe actions in this category are driven by the need to increasmaintain
the current level of safety in the aviation sector.
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European Plan for Aviation Safety (EP&28)192023
- Introduction

T Environment (Chapter 6)the actions in this category are drivéy the need to improve the
current environmental protection in the aviation sector, while striving to ensure a level playing
field globally.

T Efficiency/proportionality (Chapter 7)the actions in this category are primarily driven by the
need to ensure tht rules are coseffective in achieving their objective, as well as proportionate
to the risks identified. Having included an action in this category by no means signals that there
are no related safety objectiveBowever,the effects on efficiency andrgportionality prevail
over those on safety.

T Level playing field (Chapter 8}he actions in this category are mainly driven by the need to
ensure that all players in a certain segment of the aviation market can benefit from the same
set of rules, therebypromoting innovation, supporting fair competition and ensuring free
movement of persons and services. This is particularly important for technological or business
I ROy OSYSyia 6KSNBE O02YY2y WNUzZ Sa 2F GKS 3l YS
playy 3 FASERQ YI & SAGKSNI NBf I (i SMB& ad8rgsathiended 3 a i |
to harmonise with the rules of main EASA counterparts, such asF#deral Aviation
Administration FAA or the Transport Canada Civil AviatiohnCCA in order toensure fair
competition or facilitate the free movement of goods, persons and services. Actions in this
category will directly contribute to maintaining or even increasing the current level of safety.

These four drivers should be understoodrasin drivers. A number of actions could well fall under
severalof these driversbut to avoid duplication they are included under the most relevare

Chaptes 5 to 8 arefurther organised ifBafety issue categori€and Hction areaQ Each action area
shows the issue, the objective and the related actions. An action area may contain several actions and
types of tasks: rulemakintask (RMT), safety promotiotask (SPT)focusedattention topic (FOT),
evaluationtask(EVT)as well agesearch actionsREY. ThesechaptesalsoincludeMSstasksW a §Xd

RMTslead to new or amended regulatory material (implementing rules, AMC or GM), but the related
work is usually not limited to rules drafting. Depending on the scope and issues addrasstd
project may also include supporting activities, such as the organisation of conferences, workshops,
roadshows, the creation dfequentlyaskedquestions (FAQsgtc. A1 RMT may also be supported by

a dedicatedSPTmanaged in accordance WitAS® & { | T S inStratedyBe¥SRctidnB.2.2)or

by a research task.

MSTstasksare EPAS actions based on safety priorities identified in collaboration with MSs and owned
by them. Most of them are continuousctionsto ensure continuous monitoring of the underlying
sakty risks and regular reporting on progress of those MS actidsults are discussed witldSs

during the regular Safety Management Technical Body (SM TeB) meé&lifigeentimplementation
approaches, difficulties or best practices are broughtind dscussed to enhance the collaboration
amongstMSs and betweeMSs and EASA.

5 The list of research tasks includes only the ones which are covered by a financing source. Other research needs, not
covered in this list, can be found in the EASA redeagenda Hitps://www.easa.europa.eu/easandyou/safety
management/research
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InSection5.2¢/ ! ¢ o6& | SNRLI I ySaQs | WYAaoSttl yh&ardzaQ OF
too broad to be classifiednder only one category because they impact multiple aviation domains
while involving different types of actions.

Chapter 6(Environment) is divided in two main environmental topics: climate change and aircraft
noise.

Chaptes 7 (Efficiency/proportionality) ad 8 (Level playing field) argrouped as per the main
stakeholders affected by the actions.

Evaluations

InChapter 7Section 7.2 includeal EV'E that areplannedfor the coming years. These projects intend
to conclude whether the existing regulations are delivering the results they were designed for and in
which areas improvements are still needed.

Two main criteriaare taken into account in ordéo decide on futire evaluationgonducted by EASA
Thefirst one is whether there is an obligation in the existing regulation to underéakevaluation.
Thesecond criteon is whether the rules are controversial, complprtentially sensitive, generating
safety risks ad/or regulatory inefficiencies. Guideline questiomsre elaborated to assess the second
criterion:

T Which are the ruleshat generate requests foexemptions(NBR Articles 78nd 71 (Article 14
in the previousBasic Regulation), requests fternativemeans of compliancé{tMoQ), many
gueries by stakeholders?

T Which are the rules identified by the stakeholders as creatindgue administrative burden,
regulatory inefficienciesgr imposing costs that exceed benefits?

T Which are the permanently open findja from theStandardisationcontinuous monitoring
activities, standardisation actions that request/recommend evaluation on this subject?

T Which are the ruleshat create a serious inconsistency or are not coherent with other related
rules?

T Which are the rilesthat are outdated, unnecessary or ineffective that request/recommend
evaluation on tke subject?
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How individual actions are presented

1.1.1 Action Area
Issue/rationale

What we want to achieve

How we monitor improvement

How we want to achieve it: actions

Rulemaking Rulemaking process Rulemaking process
deliverables deliverables

RMT.XXXX Title

Issue/objective description

Rulemaking

Task number Owner Affected stakeholders
EASA Department Stakeholder groups (Industry, CAs, etc.)
PIA Proc 3rdC SubT ToR NPA Opinion Commission IR Decision

A- ST - 1 17/11/2016 2017 Q2 2018 Q3 2021 Q4 2021 Q4
Preliminary Impact i \i where relevant:
Assessment score Rulemaking Harmonisation with Subtasks (Phases) Legislative process

Procedure third countries

deliverables

Figure2: Overview of the conventions used in this plan

For each EPAS actidhe following information igrovided as a minimum:

T the objective and main timeline@ask schedulg and

T the rationale as well as basic information related to responsilfititithe actionand affected
stakeholders

The results from PlAs are presented, where available, in the fé@soore consisting in a letter and
anumericvalue. TRHEG G SNBA AYRAOFIGS &adGNIGS3IA0 oW! Quz adlyR
numericvalue represents the result of the cesffectiveness indicator that takes into account the

level of potetial benefits divided by the level of associated implementation costs of a specific action

(for examplejf the benefit level is equal to 3 arttle cost level equal to ,Xhe finalPIAindicator would

be 3). A value higher thaniddicates that the action is estimated to be cadfticient. Please note that

W/ador a PIA score is attributed when the tdasks beerpreviously justified by a former indicator (i.e.

PreRIA score)vhich is no longer used

Further information providd only for RMTs indicates whether they are harmonised with third

O2dzy iNASa O0FASEtR WoNR/ QU Ay 2NRSNJ (G2 FftSOALFGS F
while ensuring an equivalent level of safety. RMTs that follow a special rulemakicgdpre EASA
Management Board Decision No 18/2085v dzf SY I { A y 3 NZiREOO SR dafB 45 A NB Ol L
I NIAOES mc W OOSt SNI AR (LBNE OFSARIIENS QD2 NINBK S yIRRIOO Si
I OOSt SN} SR LINPOSR&IINBOXNA LHARASY Ok HAGK Id WH@> Ry F
For all documents already delivered, tlecument reference and publicatiatate isprovided (date

format DD/MM/YYY) For tasks not yet delivered, the planned date is givequayter (YYYY QX).

As a general rule the planning indicates two years from the publication of an opinion to the publication
of the related decision by the EC. In some cases this is adjusted to reflect specific requirements.

Tasks thahave beemewly added to the plan anéentified by usinged colour in theactionnumber.
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Appendices

EPAS is complemented by a numbeggbendices with additional information on action status and
progress, the link betweethe EPAS andhe EC strategic priorities and the EASA strategic plan
respectively.

An overviewof new, de-prioritisedand deleted taskss available ippendixC

Relevant EASA policies providing direction to specific EPAS actions are also inciypenases to
EPAS

Finally,AppendixH providesa full index of EPAS actions per type of action, for easy access.

2.5 How EPAS is monitored

Reporting on State actions (MSTSs)

In previous years, the actions owned lss(MSTswere monitoredby means of an online survey.
The survey was addressed to all EMS8, as well as naBASASs applying EPA&N initiatedonce
EPAS was published. The survey sought Staexdback on the status of implementation MSTEPAS
actions. The results weummarised in an implementation repbrEASA will discontinue the EPAS
survey andhe production ofimplementation repors by the end of 2018.

In 20192020, EASA will focus on providing implementation support to facilitate compliance with the
new requirenents of NBRChapter Il States are required to develop a State Plan for Aviation Safety
(SPAS), taking into consideration the actions they own in EPAS and providing justificatiossiethen
actions are notonsideredelevant to them.

SPAS will be the pniary tool for MS to report on action implementation. States are expected to
provide an upto-date SPAS at least annuadly where the SPAS is not updated annualsgport on
the implementation ofEPA%ctions EASA wilinake availablan online platform for MSs to upload
their SSPSPAS andnyother relevant material The online platform is also intended to facilitabes
exchange of information amongst Sta@s EPASnd SSP implementation

Reporting on other actions in EPAS (RMT, FOT, SPTarkEST)

For the remainingctions whereEASA is in the leaig@edback on implementation is regulagyovided
duringABmeetings. Most of the deliverables planned in EPAS are publishik ®&ASA websitésee
rulemaking process sitgafety promotion siteresearch projectsite andevaluation of rulesite).

6 Latest States' implementation report on EPAS 20PD21 https://www.easa.europa.eu/documenlibrary/generat
publications/statesmplementationreport-epas20172021
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In the2017-2021programming cycle, EASA introduced the notion of strategic priorities for EPAS. The
strategic priorities werdased on theCommission's Aviation Strategyy R 9! { ! Q& &aG NI G S3A
AppendixD). The safety prioritieare based on the European Safety Risk Portfolios published in the

ASR The efficiency and level playing field prioritiese based on stakeholder feedback. The
environmental priorities are based on tii®iropean Aviation Environmental Rep@AER2016and

are aligned with the 2019 issue (under preparationyad report.

EASA consulted these priorities with stakeholdessn March toMay 208. The comments received
led to a number of adjustments and improvements, notably the identification of priorities to be
addressed first. In the detailed Chapter8 Bf this document, the actions linked to strategic priorities
FNBE ARSYGATASR gAfiel Iy Wl Q Ay GKS tL! &a02NB

In line with the total system approach to aviation safety managemeERAS is evolving to ensure
better integration of relevant sources andyk@puts in terms of safety information, such as &R
the SAR, and thATM MP. The objective is to obtain on overarching, consolidadeition safety
picture at European level, supporting strategic planning and prioritisation of safety actions.

How priorities are established

The rulemaking activities in this ER&&ion have been prioritised to takimto consideration the need

to make resources available to tackle NBR responsibilities (not only related to rulemagiegplicitly
requested by theEASA M in April 2018. The NBR roadmap (stection3.4) clearly identifies the
areas where work will need to start within the next three years, therefore not all new responsibilities
will be tackledmmediately. The prioritisation takes into account the compromise to continue working
towards mitigating major safety risks across domains and addressing the strategic priorities which are
described in thighapter and have been agreed with industry anat&s.

In order to revert back to a more manageable rulemaking throughput in the near fuhedeC and
EASAavealso agreed to put a temporary hold on the publication of further EASA Opinions initially
planned in 2018. In paralldghe EC and EASA seiqpities for the Opinions to be published in 2019,
taking due account of the work already performed and Opinions already delivered to the EC, with due
consideratiorof the calendar othe EASA Committee meetings in 2019.

A number of already programmed adties have therefore been postponetihe decision to postpone

tasks has been made following a careful assessment of the impact on stakeholders. It reflects a realistic
evaluation of the capacities both at EASA a@lldvel to process and finally adoptlemaking

RSt AOSNIofSax O2yAARSNAY3I Ay LI NIOAOdzZ F NI GKS OF LI
rules prepared by EASA.

This adjustment follows the below principles:

T Certification specifications (C§ and acceptable means of compliance uidance material
(AMC& GM)do not impact MS and Commissiorresources. In particulaCS are needed by
industry.

T Decisions (AMC and GM) that are pending the adoption of thdbyRhe Commission have a
low impact on EASA resources. They complementi@psrthat are now being dealt with by the
Commission. Those AMC and GM have already been drafted.


http://ec.europa.eu/transport/modes/air/aviation-strategy_en
https://www.easa.europa.eu/document-library/general-publications/annual-safety-review-2017
http://ec.europa.eu/transport/sites/transport/files/modes/air/aviation-strategy/documents/european-aviation-environmental-report-2016-72dpi.pdf
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T For new Opinions priority has been given to strategic tasks. Some-stnategic tasks have
been postponed until after 2022.

T Opinions related taegular/non-controversial updatesf the rules have been postponed until
2022, unlesEASAesources are available and they can be processed bi@uriickly due to
the non-controversial nature.

T New rulemaking tasksvill not be started unlesthey relateto strategicpriorities and are duly
justified (e.g. urgent safety issues).

Chapters 5 to &ontain the full list of tasks that are programmed for the next 5 yeAmpendix C
provides the overview of all taskisat have been derioritised

3.1 Strategicpriorities

3.1.1 Systemicsafety

3.1.1.1 Improve safety by improving safety management

Despite the fact that the last years have clearly brought continued improvements in safety across
every operational domain, the latest accideaisd serious incidentsnderline the omplex nature of
aviation safety and the significance of addressing human factor aspects. Aviation authorities and
organisations should anticipate heamergingthreats and associated challenges by developing SRM
principles. Those principles will be strehghed by SMS implementation supported by IG&@ex 19

and Regulation(EU) Nd&76/20140n occurrence reportingfollow-up andthe protection of safety
information.

EASAlefined an SM@olicy for the regulation of SMS in the different aviation domalirtgspolicyis
included in AppendiE

Key actions:

1 Support States in implementing State Safety Program{ikT.00] and States Satfe Plans
(MST.028)

1 Encourage international harmonisation of SMS implementation, and human factor principles
(MST.002 and SPT.057)

1 Ensure thatnational aviation authorities have the ability to evaluate and overshe
2LISNF G2NDRa YIFyF3aSySyid aeaidsSy 6Che¢odnnybo

1 Incorporate safety management requirements in initial and continuing airworthiness
(RMT.0251)

See Sectioh.1.1

3.1.1.2 Human factors and competence of personnel

EASAmonitors data relating to human performance and assesses feedback from stakeholders,
through the Human FactorsAG (HF CAGand through other regulatory and oversight activities. As
the aviation system changes, it is imperative to ensure that human faeted the impact on human
performance are taken into account, both at service provider and regulatory levels.
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Human factors and human performance are terms that are sometimes used interchangeably. While
both human factors and human performance examine ¢hpabilities, limitations and tendencies of
human beings, they have different emphases:

T Humanfactors(HF)g this term focusses on why human beings function in the way that they do.
The term incorporates both mental and physipabcessesand theinterdependency between
the two.

T Humanperformance(HP); the output of human factors idP. This term focuses on how people
do thethings that they do.

b2GSY ¢KNRdAK2dzi / KFELWGSNAR p (G2 y= OGA2ya gAGK |
iNtKS FTASER WHOUlAGAGE aSOi2NDP
The HF CAG prioritised the following safety issuesaforore indepth analysigo be performed

throughout 2018 These issues are systemic safety issand, theother CAGs address safety issues
that also haveHPelements.

T Seniormanagementknowledge, competence,and commitment to HF/HPt Unless senior
management takethe lead in implementinddF, the culture does not permeate through the
organisation, with consequences for safety and efficiency.

T Human factors competence for regulatory staff T Without HF competencies, regulators
cannot adequately oversee HF implementatiorthe aviation industry

T Design andise ofprocedurest It is imperative for procedures to be designed so that they are
usable, but this is increasingly difficult in the context of a complex system.

T Organisational andndividual resiliencet Organisational and individual resilience are key
factors in successfyllmanaging safety, but there is little regulatory guidance on how to apply
the concept.

T Training effectiveness andcompetencet There can be too large a gap between work as
imagined and work as done, resulting in ineffective or negative training. Somgehdo
training regimes may exacerbate the problem.

The results of the hilepth analysis of the above issues may lead to the determination of additional
actions for future EPAS editions.

As new technologieand new business models or operational concepterge on the market and the
complexity of the system continues to increase, it is of key importémcaviation personneio have

the right competenies and adapt training methods to cope with new challenges. It is equally
important for aviation personrdo take advantage of the opportunity presented by new technologies
to enhance safety.

The safety actions related to aviation personnel are aimed at introducing competased training

in all licences and ratings, updating fatigue requirements, andlittdimg the availability of
appropriate personnel irtompetent authorities (CAs)Yhese actions will contribute to mitigating
related safety issues, which play a role in improving safety across all aviation domains. Training and
education are considerekley enablers. The new EASA strategy for technical training takes this into

7 As aresult, the HF CAG also provides expertissgess HFelated safety issues identified by the other CAGs.
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harmonisation of training standards for aviation authority staithin the EASA siisS Y Q ®

Key actions:

1 Introduce evidenceand competencybased training into all licences and ratings (RMT.0599 and
SPT.012);

1 Review learning objectives and syllabi for commercial pilot licenses (RMT.0595);
1 Improve the fidelity oflight simulators (RMT.0196
1 SupportCAswith training and expertise to attract suitably qualified staff (FOT.003).

3.1.1.3 Impact of security on safety

T Cybersecurity

Citizens travelling by air are more and more expasedybersecurity threats. In order for the
new generation of aircraft to have their systems connected to the ground in real time, ATM
technologies require internet and wireless connections between the various ground centres and
the aircraft. The multipliation of network connectionand the surge in digitalisation of aviation
systemsdncreases the vulnerability of the whole systdtris essential that the aviation industry

and authorities share knowledge and learn from experiences to ensure systemsare gem
individuals/organisations with malicious intent.

EASA signed a Memorandum of Cooperation with the Computer Emergency Response Team
(CEREU) of the EU Institutions on 10 February 2017. EASA aneECEREICooperaingin the
establishment of a Hopean Centre for Cyber Security in Aviation (ECCSBA¢9/ / { ! Qa
mission is to provide information and assistance to European aviation manufacturers, airlines,
maintenance organisations, air navigation service providers (ANSPs), aerodromes (ADR), etc. in
order to protect critical elements of the system such as aircraft, navigation and surveillance
systems, datalinks, et@.he ECCSA will cover the full spectrum of aviationaddition to the
information-sharing initiatives intended to be implementéittoughthe ECCSA, the strategy to
address cybersecurity risks should be focused on research and studies, event investigation and
response, knowledge and competence building, international cooperation and harmonisation
and regulatory activities and devgment ofindustrystandards

Key actions:
1 Develop and implement sirategy forcybersecurity iraviation (SPT.071);

1 Implement a regulatory frameworlfor cybersecuritycovering all aviation domains
(RMT.0720 and RES.012)

1 Introduce new cybersecuritgrovisions in the certification specificatio(RMT.0648)

8  https://www.easa.europa.eu/eccsa
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T Conflictzones

Since the tragic downing of Malaysian Airlines flight MH17, there is a general condiesisus
States shall share their information about possible risks and threats in conflict zones. Numerous
initiatives have been taken to inform the airlines about risks on their international flights.

At global level, ICAO launched in April 2015 a centpaisitory where each State can notify on
a voluntary basis its information about a particular risk in conflict zones.

An EU highevel task force was set up to define further actions to be taken at European level in
order to provide common information onsks arising from conflict zones. Thask force
handed over its final report to Ms Violeta Bulc, European Commissioner for Transpd?

March 2016. It contains recommendations for various stakeholders and a proposal to set up a
conflict zone alerting system at European Level, through cooperation between MSs, European
institutions, EASA and other aviation stakeholders.

The objective of the alerting system is to join up available intelligence sources and conflict zone
risk assessment capabilities in ordéo enable the publication of information and
recommendations on conflict zone risks in a timely manner, for the benefit of all European MSs,
operators and passengers. It complements national infrastructure mechanisms, when they
exist, by adding, when pabte, a European level common risk picture and corresponding
recommendations.

91! {! FOGa a O22NRAYIFGAY3 Sydade F2NIFOGADAGA:
and initiates the drafting, consultation and publication of Conflict Zofierination Bulleting,
in cases of both availability and unavailability of a common EU risk assessment.

Key action:

1 Disseminate information to air operators in order to mitigate the risk associated with
overflying conflict zones (SPT.078).

3.1.1.4 DatadSafety

Data4Safetyalso known as D4S) is a data collection and analysis programme that aims at collecting
and gathering all data that may support the management of safety risks at European level. This
includes safety reports (or occurrences), flight data (isgadyenerated by the aircraft via tHéght

data recorders), surveillance data (air traffic data), weather datdhese being only a few from a
much longer list.

More specifically, the programme will allow to identify better where the risks are (sa$stye
identification), determine the nature of these risks (risk assessmant} verify whether the safety
actions are delivering the needed level of safety (performance measurement). It aims to develop the
capability of discovering vulnerabilities in thgstem across terabytes of data.

An initialproof of concept(PoC)phase has been launched with a limited number of partners to test
the technical challenges as well as the governance structure of such a prografiarea year a
number of keybuilding Hocks have been achieved, in particular:

9 https://www.easa.europa.eu/easand-you/air-operations/informatioron-conflictzones
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T Thepartnership principles have been framed intpgrammecharter.

T Thedata protection rules have been agreed upon and captured intortlles andprocedures
document and in aata sharing andprotection agreement template

T Theusecases for the PoC phase have been agreed upon and specified.

D4Sis, in essence, a collaborative partnership programme that aims at inferring safety intelligence.
This is done by organising a massive collection of safety ddtaegually important, organising the
analytical capacity amongst all Europeaviation safety system stakeholders. This will take the
collaborative work with the industry at a scale never done before in Europe.

D4S will therefore directly respond to the SA Objective 11A 'Work with industry stakeholders to
leverage best practices with safety information analgsis.

3.1.2 Operational safety

3.1.2.1 Address safety risks i@ATaeroplane operationsand NC@usiness operations

During 2017, there were no fatal accidentsatwng Europeamir operator certificate AOG holders
performing CAT passenger/cardgakewise, no fatal accidensscuredin NCusiness operations with
aeroplanes having a maximum takéf weight above ¥00kg. In this category, there wer&5 non-
fatal accidents however, the number of noffatal accidents was lower than the average of the
previous 1@year period.

In 2017 the number of serious incidents in this category increased in comparidothe average of
the previous 16year period, wth 99 serious incidents recorded in 2017 in comparigdth the 10
year period average of 79,2.

This operational domain remains the greatest focus of the EASA safety activities. The CA8s and
will help EASA to learn more about the safety challengesifhgaairlines and manufacturers.

The European SRM process identified the following as the most important risk areas fer@#dne
and NC®usiness operations

T aircraft upset in flightloss ofcontrol)

Aircraft upset or loss of control is the mastmmon accident outcome for fatal accidents in CAT
aeroplane operations. It includes uncontrolled collisions with terrain, but also occurrences
where the aircraft deviated from the intended flight path or aircraft flight parameters,
regardless of whetherhe flight crew realised the deviation and whether it was possible to
recover or notlt also includes the triggering of stall warning and envelope protections.

Key actions:

1 Review and promote training provisions on recovery from upset scenarios (RMT.0196,
RMT.0581 and SPT.012);

1 MSs to address loss of control in flight by taking actions at national level and measuring
their effectiveness (MST.028).

SeeSection5.2.1
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T runway excursionsrunway incursionand collisions

Runway excursion covers materialised runway excursions, both at high and low speed, and
occurrences where the flight crew had diffigad maintaining the directional control of the
aircraft or of the braking action during landing, where the landing occurred long, fast, off
centred or hard, or where the aircraft had technical problems with the landing gear (not locked,
not extended or cdapsed) during landing. Runway excursions account for 81-rfsigh
occurrences recordeth the period 20132017 in CAT aeroplane and NESiness operations.

Runwayincursion refers to the incorrect presence of an aircraft, vehicle or person on an active
runway or in its areas of protection. Their accident outcome, runway collisions, account for 28
high-risk occurrences recorded in the period 2€A@17. Despite the relatively low number, the
risk of the reported occurrensavasdemonstrated to be very real.

Key actions:
1 Require oAboard technology to reduce runway excursions (RMT.0570);
1 Improve aircraft performance i@AToperations(RMT.0296)

1 Promote and implement the European Action Plan for the Prevention of Runway
Incursions (EAPPRI) and ExcursionsRRER (RMT.07086)

1 MSs to address runway safety by taking actions at national level and measuring their
effectivenesgMST.028)

SeeSections.2.2

3.1.2.2 Rotorcraftsafety

The EASA Executive Committee reviewed European and worldwide rotorcraft safety data and decided
to launch a strategic approach and to set an ambitious target to reduce the number of rotorcraft
accidents and incidents.

As an initial step, EASA launchedriid-2018 an externataskforce, tasked to deliver Rotorcraft
Safety Roadmapocusing on safety and transversal issues that are affected by the different domains
including training, operations, initial and continuing airworthiness, environment and inioova

The focus of this roadmap is on traditional/conventional rotorcraft includbemeral AviationGA
rotorcraft where the number of accidents is recognised to be greddeones, electricalerticaltake
off andlanding(VTOLRircraft andurbanair mobility vehicles are outside the scope of this activity.

The vision of the roadmap is tchie\e significant safety improvement for Rotorcraft with a growing

and evolving aviation indust®This roadmap will be the backbone of flwdorcraft-relatedactions in

the future EPAS. In order to make the most impact, it will be necessary to focus the available resources
on the most critical subjects. At the time of closure of EPASyaadmap has not been formally
released however, the main elements of ta strategy were agreedpon and initial actions have
started.

The following objectivebave beerdefined in order to deliver the vision stated above:
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T Improve overall rotorcraft safety by 506 within the next 10 years

Most of the accidents can be atmited to operational causes and it is recognised that
influencing behaviour in the wider community is a complex process where step changes are
difficult to achieve in the short term. Howevdor accidents caused by technical failures, an
ambitious targets set to reduce the number of accidents caused primarily by technical failures
by one order of magnitude.

T Make positive and visible changes to the rotorcraft safety trends within the next 5 years

The aim of this objective is to drive the implementation of the quwaks that are identified and
to rapidly progress a number of safety improvements.

T Develop performancébased and proportionate solutions that help maintain
competitiveness, leadership ahsustainability of European industry

This objective also aims to support the development of new business models and encourage
innovation.

The specific set of rotorcraft objectives align with the EASA Strategic Objédegesbed in Appendix
D), which tave been used to derive the strategic priorities EPAS. The details can be found in the
EAS/SPOChapters)t.

The following enablers were identified by theskforce as ways tdhcentivis€safety and potentially
positively impact all the differentypes of operations:

T Creating market incentives to push for safety/environnargrotection;

T Gaining EU financial support for safety action implementation

T Prioritising improvements in training and the availably of simulation

T Achieving industry consensos key solutions

T Implementingcontinued aviation education (CAE)

T Establishing strategic safety partnerships, data and communication; and
T Reducing administrative burden and costs for operators.

The main elements of the roadmdgave beenpresented in seve fora, including the Rotorcraft
Committee (R.COM). The feedback received has been integratedhatcoadmap that will be
formally delivered by the task force to EASA at the end of 2018. In 2019, the above subjects will be
further investigated.

The new set of tasks for EPAS that have been identified include the following:

T Helicopter training improvement initiative: There is a wide consensus that better training is
2yS 1Se ¢gle& (G2 AYLNRGS al ¥Saeod 9! {rénttiiniigft LINR Y
and focus actions on instructar&ASA will additionallyromote the development of simpler

10 spD 2012020 is accessible here:
http://www.easa.europa.eu/system/files/dfu/EASA%20MB%20Decision%2016%20Annex%20SPD%202017

2020.pdf
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and less expensive simulators for light helicoptdfmally, EASA will develop a proposal
(including a training need analysis) forianovative appoach enabling the use of affordable
training devicesand associated credit for crew licensing fotorcraft GA types. Milestones
include: concept definition by end of 2018nplementation plan by June 2019. Decision to
amend CS FSTRMT.0196and OpinionRMT.0678jor Aircrewby June 2020.

T Assess whether the scope of RMT.0677 on modhdaicinstrument rating to simplify access
to instrument flight rulesiER can be extended tprivate pilot licere (helicopter) PPL(H)and
commercial piloticence (helicopter) CPL(BH)

T Workwith original equipment manufacturer©EMS3to set up a common desigafety benefit
evaluationin support of the safety rating scheme and engage with OEMs and NAAs to collect
and analysaeiltilisation data.

Safety rating schemdt is proposed to learn from the experience in other industries that have already

put in place a safety rating classification such as the EuroNCAP for cars or SHARP for motorbike
helmets. This mechanism could lead to safety enhancements both on the awantdrs and on the
operator<Xkide. This could be an effective way for manufacturers to identify improvement areas and
focus on safety performance. In addition, it can be used as a valuable marketing tool that provides
operatorswith detailed knowledge othe safety characteristics of rotorcraft. EASA will make an initial
evaluation and establish a way forward.

Key actions:

1 Improve the certification specifications and standards relating to the certification of rotorcraft
hoists(RMT.0709)

1 Improve specifiations on the use of vibration health monitoring (VHM) systems to detect
imminent failures of critical rotor and rotor drive componeRMT.0711)

1 Improve mitigation of risks relating to restricted pilot visi(RMT.0127)

9 Introduce requirements for rotaraft terrain avoidance warning systegifRMT.0708)

3.1.2.3 Address safety risks in GA in a proportionate and effective manner

In the last years, accidents involving recreational aeroplanes have led to an ave8@datafities per

year in Europebased on 2002016 figuresexcluding fatal accidents involving microlight airplanes),
which makes it one of the sectors of aviation with the highest yearly number of fatalities. Furthermore,
in 2017, there were 34 accidents causing 62 fatalitiesoimcommercialoperations with aeroplanes

and 25 fatal accidents causing 27 fatalities in the domain of sailplane opergtitn2007-2016
average is 29 fatalities per year in EurapEhese two areas present the highest numbers of fatal
accidents in 2017. TH8A roadmap is key to the EASA strategy in this domain.

Although it is difficult to precisely measure the evolution of safety performance in GA due to lack of
consolidatedexposuredata (e.g. accumulated flight hours), it is reasonable to assume that more
initiatives and efforts are needed to mitigate risks leading to these fatalities.

Therefore, EASA organised in 2016 a General Aviation Safety Workshop to share knowledge and agree
on the safety actions that will contribute the improvement ofsafety in his domain. A key element

of discussion is the appropriate assessment of risks, taking into account the specificities of GA flying
with different risk profile and minimal risk for uninvolved third parties. The following strategic safety

Page240f 170



European Plan for Aviation Safety (EPAS) 22023
- Strategy

-
g

areas were identiéd during the workshop: preventing mair collision§MACs) coping with weather,
staying in control, and managing the flight.

Further to this workshop, actions were recorded in the EPAS-202Tand several safety promotion
and rulemaking activities performed including:

T Safety promotiortaskon airspace infringement (SPT.089), developed in cooperation with the
Safety Promotion Network (SPN) of thiss;

T Sunny Swift comigsthe first five issues dealing with fuel management (SPT.090), CO
intoxication, airspace infringement anblAC (SPT.089), loss of contr@BPT.090, SPT.089,
SPT.086) and coping with weather (SPT.087);

T /NBlGA2y 2F (GKS WeSOKy2f238 T2NI{IFFSie GKAY]

T Basidnstrumentrating(NPA 2016L4), cooperation with EUROCONTROL to promote the results
of RMT.0677 (SPT.088).

Moreover,to improve the dissemination of safety messages (MST.025), EASA introduced in 2018 the
GA Community website and organised its Annual Safety ConfererlBeamoting Safety Together: a
vision for the future of General Aviati@hOther dissemination actions include the @&®admap
roadshows and continued participation in AERO Friedrichshaten 'global show for General

' GAL.GAZ2YQ

EASAIn cooperation with its Bs is launching the GA Roadmap 2.0. It will concentrate on maléing G
safer and cheaper thanks to innovation and technology.

Key actions:

1 Improve the dissemination of safety promotion and training material by authorities,
associations, flying clubs, insurance companies targeting flight instructors and/or pilots
(SPT.092);

1 Encourage the installation and use of modern technology (SPT.084);

1 Address airspace infringement risks through anvitle promotion campaign (RES.021).

3.1.3 Safe integration of new technologies and concepts

Establishing and maintaining a high uniform levelaf aviation safety remains th@ghest objective
EASAwill in the future allow for a more integrated approatdthe introductionof new technologies
and conceptsTo continue tomaintain the highest possible safetyandards in the future to come
such integrated approach considering the total aviation system will be essential.

In the ATM domain, SESAR is the research programme for the modernisation oftpedh ATM
systems to update them in the light of the expected traffic increase by ZD8SESAR programme
aims to improve the performance of the ATM systems so as to enable traffic increase in a safe and
efficient manner.

3.1.3.1 Facilitate European emerging technologies and innovations

This strategic priority guides the introduction of new technologies, innovative soldiztheperating
concepts tosupport their safe integration into the aviation system.
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Many of the technologies and innovations emerging in the aviation industrydigiaificant potential

to further improve the level of safety, e.g. by improving the collection and analysis of operational data,
better condition monitoring of aircraft for the purpose of preventive maintenance, improved
accessibility and better quality ofieteorological information, etc.

Digitalisation and automation arapidlyincreasing in aviation systems. While this has resulted overall
in significantly improved safety, the trend towards increasing automation requires a renewed safety
focus on the intractions between humans and automation.

The next generation of automation will be artificial intelligence. This domain, no longer the province

2F a0ASYyOS FAOGAZY I -Gyt IR NES TR th rthadfiibr8ndweBPAE W3l Y
actions wil be required to maximise related safety benefits, while mitigating any threats induced by

the implementation of these new technologies.

EASA is also very active in developing an Artificial Intelligence (Al) Roadmap to be released by mid
2019. This Aldddmap aims at identifying the opportunities, challenges and impact of this emerging
technologyoy (G KS @I NA2dzA R2YFAYya dzyRSNJ 9! {! Q&4 YIyRF (S
plan. It will allonEASAo be prepared in accompanying industrial strategiarmges and developments

in the coming yearsThe introduction of al4¢arning assurané&oncept to complement the existing
Wevelopment assuranéprocesses will also be assessed in due time.

In parallel, EASAs developing new tools such @&movation partnership contracts with industry
stakeholders also with the objectivef easng the introduction of new technologies and better
prepaiing the certification of future programmes with significantly increased automation, ultimately
aiming at full autonomy.

Research on new technological advances will play an important role to prepare for their safe
integration into the aviation system. An objective BAS® & NXB & S| NIBkhe upstrddim( S 3 &
adzLJL2 NI G2 AYyRddzZGNEBQaz NBaS| Mididtiesh$ gonthdBtig@ | Yy R d
NE3IdzA  62NRa @ASé6a yR FROAOS (2 SyadNBE GKIFG GK
innovation. This assures safety, security and environmental protection of novel technologies and
simultaneously assists to redubiéiie-to-markettf new products and new kinds of operation.

At the same timenew types of aircraft or propulsion systems are emerging and their novel features
may not be addressed in existing certification specifications.

For example:
T Open rotor engine technology

The related activity will identify and recommend harmonised draft requirements and advisory
material for C&E, 14 CFR Part 33,-Z5and 14 CFR Part 25 to address the novel features
inherent in open rotor engine designs anctthintegration with the aircraft.

T Electric propulsion for aircraft

11 SeeAVIATION SAFEQ €hallenges and ways forward for a safe futiResearch & Innovation Projects for Policy ¢GEC
Directorate General for Research and Innovation, January BG@8://publications.europa.eu/en/publicatiordetail/-
[publication/b4690ade316911e8b5fe-0laa75ed71al/languagen/format-PDF/sourcer5248795

12 https://www.easa.europa.eu/easandyou/safetymanagement/research
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The market potential is considered significant with related effects on wealth and job creation.
Environmental benefits for Europe are also potentially significant both in terms of gaseous
emissions and noise.

3.1.3.2 System integratiort system safety

To cope with the evegrowing complexity of the aviation systeBASQ a  @vill iINdteasingly focus

2y YFEyYyF3Ay3d AYGSNFIFIOSE YR AYGSNRSLISYRSyOASa
consiceration of the total aviation system. This focus is expected to increase the efficiency in
certification and oversight processes, as well as more generally in risk management.

C2NJ SEI YLX S = Il-Weatheropesationibsespential taxonsiderthe interactions among

the different systemcomponents involved (aircraft, aerodromes, operational procedures, involved
personnel, etc.)Therefore EASAappliedthe systemstheoreticprocessanalysis (STPA) methodology
developed bythe Massachusettinstitute of TechnologyThe adopted STPA methodology represents

a hazard analysis technique based on systems thinking and a model of accident causation based on
systems theory rather than reliability theory.

Engine/aircraft certification

In 2016EASAtogether with the FAA, initiated a dedicated Engine/Aircraft Certification Working Group
(EACWG) to streamline the overall certification process by improving engine/aircraft interface
certification and standargetting practices. The EACWG aims at reducmmgcessary burden in the
certification process and better address the interdependencies between aircraft and engine

certification programmes of transport category aircraft with turbine engines. This work will also lead
to better identifying and addressirgaps and overlaps when updating related CSs.

An effective and efficient certification process, combined with streamlined certification requirements
and standards will have clear safety benefits.

The EACWG identified a total of @xommendations, in the following areas:

T conductinga certification programmge

T understanding and developing the regulatory requirements

T understanding if the engine/airframe certification interface is working effectively
T addressingspecificrule andpolicy gaps.

A number of recommendations were made beyond the scope of the EACWG, such as reviewing the
operating regulations, to determine whether discrepancies exist between certification and
operational regulations.

The list of recommerations is includd as Appendix [ the final report issued by the EACWG in June
20173,

In September 2018 the Certification Management Team (CMT), following a request from EASA and
the FAA, approved the creation of the Engine Aircraft Certification Tracking Board (ER@TBACTB

will be tasked with tracking the implementation of the EACWG recommendations, as well as
monitoring and reporting any new issue identified either during or outside prajdotsinstance

13 https://www.easa.europa.eu/sitesiefault/files/dfu/EACWG final_report_June 2017.pdf
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associated with new technologiesCMT approved the EACTEequest with follow on
actions/comments. The EACTB will be framed under the Certification Authorities for Bilateral
Agreements & Certification Procedures (CABA).

3.1.3.3 Ensure the safe operation of drones

The number of drones within the EU has multiplied aberlast two years. Available data shows the
increase of drones coming closer to manned aviation (both aeroplanes and helicopters), thereby
confirming the need to mitigate the associated risk10 nonfatal accidents were included in the
European Central épository in 2017 and the number of higisk incidents reported significantly
increased over the last 5 years.

The introduction of new airspace users should not degrade the level of safety. Rules should ensure
that all risks are identified and appropridgemitigated, taking into account the opportunity provided

by new technologies or, when they are not mature enough, identifying appropriate operational
limitations.

Furthermore, the lack of harmonised rules at EU level makes unmanned aircraft system (UAS)
operations dependent on an individual authorisation by every MS, which is a burdensome
administrative process that stifles business development and innovation. In order to remove
restrictions on UAS operations at EU level, so that all companies can mskedeeof the UAS
technologies to create jobs and growth while maintaining a high and uniform level of daf®#s
engaged in developing the relevant regulatory material.

As technology advances, consistent requirements and expectations in an alreadjed airspace
will help manufacturers to design for all conditions and make it easier for operators to comply with
requirements.

As the number of UAS operations incregsthere is a need to establish unmanned traffic
YIFEYlF3SYSyid ¢! ¢a0 -38-&0iS50fape). dhete YisdS Beertd] huge development of
U-space during the last year and it is expected that this will develop even faster in the years to come.
TheATM MPwill reflect thedetails about the integration of UAStime EUairspace.

Key actons:

Il A3KEAIKGE 2F 9! {1 Qad NBOSYyl 662N] 2y RNRyYySay

1 An opinion and draft AMC& GM were published in February 2018 and the draft
implementing/delegated acts are being proces$Bd1T.023Q)

1 Afirst set of standard scenarios is planned to be adojnezD19to facilitate the obtainment of
authorisationsfor well-defined operations.

For thefully-certified drone categoryEASA opinions and decisions will be issued between Q2/2019
and Q2/2023. In the meantim&ertification of large drones could be done using Part 21 and Special
Conditions.

14 As per definition in the SESAR Joint Undertakigg Il OS . f WgBacelidNah s¢tiolynevWservices and specific
procedures designed to support safe, efficient and secure access to airspace $or lgfglzy 6 S NB TReTUspaddR y Sa o Q ¢
blue print can be found in:  http://www.sesarju.eu/sites/default/files/documents/reports/t)
space%20Blueprint%20brochure%20final.PDF
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T Draftingthe necessary standards to support the performat@sed rule in cooperation with
standardsation andindustry;

T Developing the acessary actions to ensure a uniform implementation of rules in cooperation
with MSs, including promoting the safe operation of drones to the general public (SPT.091)

T Developingthe regulatory framework for the safe integration of drones in the airspace
(RMT.0230Q)

EASA will continue to assess the need for action in order to ensure safe and harmonised development
and deployment of kspace across the EU.

3.1.3.4 Newoperating concepts antbusiness models

Address current and future safety risks arising from neyerating conceptsand emerging business
models

Some new business models such as those responding to the increased demand for flying in the cities,
Wrban air m2 6 A brithbse Qenerated by the increased digitalisation in the aviation industry, the
introduction of more autonomous vehicles and platforms, sifglet operations and completely
autonomous cargo aircraft, will challenge the way authorities regulate and oversee the aviation
system.

Until now the air travel over urban areas has been kaiito very special operations, such as police
operations othelicopter emergency medical servidetEEMS. New aviation partners are seeking new
business models to provide more services to citizens, ranging from parcel delivery by air within the
cities to fying air taxis. These new business models and operations need to be performed in a safe
and secure manner to maintain the confidence that citizens have in the air transport system. EASA has
a key role to play in this area.

Key actions:

1 Support Competent Authorities in the practical implementation of cooperative oversight
(FOT.007);

 Improveli KS dzy RSNEGFYRAY3a 2F 2LISNI ().2NERQ I20SNYIyOS

3.1.3.5 Electric & hybrid aircraft

Innovation in any industry is a key factor influencing its competitivergrssyth and employment
potential. With this strategic priority in mindand looking at the increasing number of new aircraft
manufacturers and suppliers working on aircraft using electric propulgind increasingly electric
systems, it becomes apparerthat there arevery strong prospectas well aglemand, from industry
and governments, to have hybrid propulsion and eventually fully electric air¢aftironmental
benefits, in terms of emissions and noise, as well as social enhancements (e.g. maiility a
accessibility) are alsdetermining factors. Development efforts widbver also electrical systems,
electrical urban taxs electrical HEMS, etc.

To encourag¢he safe integration of new technological advancements in the wider electrical aviation
sector overall, flexibility in the approach on @glhesof concepts, variations and designs types will be
enhanced.
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To allow for the projects to thrive, a number of complissues need to be tackled from a regulatory
perspective.ln terms of rulemakinguntil such time asnough experiencavill have been gained,
Special Conditions/Derogatiomsll be appliedn a flexible and innovative wagsalready allowed by
the systen and in line with Better Regulation principléBheuse of performancdased and non
prescriptive regulationfas been used fog.g. C23, CSVLAand for the futurerules for drones.

EASAaunchedat the end of 2018 a public consultation on its propdsalairworthiness standards
which will enable the certification of small VTOL aircraft. This is to develop the first component of the
regulatory framework to enable the safe operation of air taxi and electric VTOL (eVTOL) aircraft in
Europe.By spring 209, the first fully electric propulsion small aircraft type model is planned to be
type-certificated. Other projects are on their way, including two application for eVAGditionally,

the first positive investigations, also for large transport aeroplanes, have been conducted.

Likewise, in electric and hybrid aviation, EASA aims to take care of future technology knowledge
captivation, support of certification, networking, as well as all operations philosophy, internal training,
derogations support, procedures, specificationsd dimally rules. In this last instance, coordination
and development of the necessary research initiatives and/or safety promotion as well as
accommodating these in the best possible manner, will be considered in future EPAS editions.

Rulemaking actionsra only foreseen for futureePASditions, beyond 2019, once EA®M have
collected practical technical experience with the type certification of these types of aircraft. This
includes some already identified gaps for electric propulsion as certain efutperational
environments are currently not covered by existing rules and specifications, for e.g. use of urban areas,
specfically designated areasit aerodromes, special landing pads, off airfields, etc. This approach
would help to define in advance theecessary steps towards properly changing, updating and/or
introducing regulations, specifications or procedures.

Equally, interaction has to be established between electric and hybrid aviation and the relevant EU
bodies, MS and foreign authorities, proating and communicating on European amgbbal
harmonisation on electric and hybrid aviation regulations. Activities are also foreseen to assess the
extent to which expected environmental benefits are realised whdt kind ofnew challenge may

arise e.g the increasedoiselevelin urban areas.

3.1.3.6 Enable the implementation of new technologies developed by SESAR

EPAS also caters for the regulatory and implementation needs of the SESAR essential operational
change and other new technologi@vancementgsuch as, but not limited to,“gpace technological
solutions, virtualisation and cloddased architecture and remote tower operations). Global
interoperability, civilmilitary cooperation and compatibility with other regigrsaich as NextGemill

form anintegral part of EASA's work in impact assessment and future rulemakiather related

actions Furthermore, EPAS provides a proactive and ford@o#ling view to the implementation of
essential operational changes that support safety improvements requo safely manage the SESAR
target operational concept.

In addition, EASAwill consider additionalimplementation support actios that facilitate the
achievement of operational improvements and new ATM operational conceptse@htions should
approachthe implementation needs of the enabling infrastructure in a comprehensive manner, thus
facilitating the safe, secure and interoperable implementation of -dfctive solutions considered

as necessary. These solutions could include GNSS, SATCOMatstits-lsased CNS solutions or
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other technical solutions coming from the telecommunications field. It should avoid requiring specific
technological solutions while specifying clear performance requirements to be met.

Key actions:
1 Support the datalink opations (RMT.0524)
1 Performancebased navigation implementation in the European ATM netWBMT.0639);

1 Implementation of the regulatory needs of the SESAR common projects (RMT.0682).

3.1.3.7 Enable allweather operations

The European industry should have the capability to take full advantage of the safety and economic
benefits generated through new technologies and operational experience. This represents a widely
recognised interoperability subject touching on a wide ranfi@reas, including ADR minima, ADR
equipment, and procedures both for CAT and GA.

Aircraft operations have always been influenced by the weather. Whilst modern aircraft design and
the availability of weather observations and forecasts contribute toelpminantly very safe flying
environment, there remain occasions where severe weather events have been identified as being a
contributing factor in the causal chain of accidents and incidents. Such events remain of concern
within the aviation community andcorresponding safety recommendationSRs)have been
addressed to EASA by accident investayediuthorities.

Since 2015EASAas increased its focus on weathretated challenges and, as part of that work, has

sought to identifywhether the meteorologial information available to pilots could be enhanced.

I OO2NRAy3Ife&s 9! {! 2NHIYAASR I FTANRGO 62N] akKz2L)] RSH
Following the workshop and thacknowledgedneed to take further actionEASANntegrated the

W2 S| ALKSNINY | GA2Y G2 tAf20aQ LINRP2SOG 6AGKAY (GKS
(RMT.037% A project teanput togetherin April 2016t involving representatives from international
organisations, associations and industrywas tasked with amssessment of the situation and this
NBadzZ 6§SR Ay GKS W2 S| {KSNJ LSissuediy Jaduarg 3018(iThe BASA 2 ( &
Strategy Paper focuses on the weather phenomena that introduce risk to aviation, describes the
current mitigation measureghe deficiencies and how to overcome them. The scope of the paper is
focusing on CAT aeroplanes. In the near futsmmilar work will be undertaken to address weather
information to pilots in G androtorcraft operations.

The EASA Strategy Paper praggsine recommendations to further improve weather information
and awareness, as follows:

T Recommendation #1: Education and trainingieather hazards, mitigation, and use of-on
board weather radgrequire specific education and training on weather hazarmt$associated
mitigation means, including optimum use of-bnard weather radars and new servicBelated
9t ! { I OGA2YY /2yaraiSyild 6A0K wa¢dnotpr WYAaosS
NIzt S Zpposeditdi modlift AMC1 FCL.725).

T Recommendation #2: Improved weather briefing presentatiggromote improvements to the
presentation of weather information Hlight briefing packages by promoting use of intuitive,

15 https://www.easa.europa.eu/sis/default/files/dfu/EASANeatherInformationto-Pilot-StrateqyPaper.pdf
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interactive displays, appropriate use of standardised colour graphics sgnabols, and
intelligent filtering of information.

T Recommendation #3: Promotion of #flight weather information updates:promote the use
of the latest information available what is available is g8 not more) valuable in the cockpit
T to ensure upto-date situational awareness. Encourage the development and introduction of
in-flight weather information applications oglectronic flight bagsHFB¥ Related EPAS action:
RMT.0601 (OpinioN010/20171 already published)

T Recommendation #4: PaBRuropean hjh-resolution forecasts:support the panEuropean
developments regarding the provision of higésolution forecasts for aviation hazardsge
CAT, icing, surface winasimulonimbug(CB, winter weather) Related EPAS action: RMT.0379,
seea i GSYSyd WX akKz2dzZ R 0SS SylotSR G2 GF{1S Fdz ¢
GKNRdzaK yS¢ (SOKyz2t23ASa | yR 2L NI GA2yL+FE SELIS
T wSO2YYSYRIGA2Y 1 pY | aS 27F adz2ll SYSyidlFNESE W¢AS
develop the necessarypravd A 2 Y& (12 &dzLJLI2 NI (GKS dzaS 2 F & dzLJL
information by pilots.

T Recommendation #6: Development and enhancement of aircraft sensors/solutipnsmote
the development of intrinsic aircraft capabilities to facilitate the recognitand, if required,
the avoidance of hazardous weather. (e.g-tmard sensors for turbulence, sand/dust/volcanic
ash, ice crystalsRelated EPAS action: RES.010.

T Recommendation #7: Connectivity to support -flight updates of meteorological
information: promote deployment of connectivity solutions (uplink and downlink) to support
the distribution of meteorological information to pilotRelated EPAS action: RMT.033&e
a0 GSYSyild WX aK2dzZ R 6S Syl oftSR (2 Gdtirdbgh¥ dzf £ I
yS6 (SOKy2t23ASa yR 2LINIiGA2ylf SELSNASYOSQo
T Recommendation #8: Provision of enhanced meteorological informatipromote provision
of highresolution observed and forecast meteorological information, particularly data with
high spatial and temgral resolution such as imagery derived from satellite and ground weather
radar sourceswSt F 6 SR 9t! { I OGA2YyY wact¢dnortdx aidlidSYSsS,
advantage of safety and economic benefits through new technologies and operational
experien§ Q @

T Recommendation #9: Oboard weather radar, installation of latest generation equipment:
promote the installation of the latest generation of daward weather radars, with emphasis on
including capability for wind shear and turbulence detectiBelatedEPAS action: RMT.0379,
WYA&OStfl yS2dza A 0SY dhQexistikghBedzI K A YLINRPBSYSyid 27

The list of actions proposed to address these nine recommendations is indludegendix Ao the
StrategyPaper.Where such actions cannot be implementasipart of existing EPAS actionB]awill

be performed to determine the need for additional EPAS actions. These could then be considered for
the 2020-2024EPAS planning cycle.

Key action:

1 Review and update the AWO rules in all aviation domains (RM9).037
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3.1.4 Environment

Ensuring sustainability is a huge challenge for the aviation indust8, and EASA. Sustainable
aviation is about combatting climate change, and reducing the health effects from aircraft noise and
air pollution. It is also about ensurinigat European industry stays competitive on a level playing field

in a rapidly changing world. The introduction of novel technologies (including electric air taxis and
drones, hybrid systems) require particular attention from an environmental perspective.

EPAS contains the status of teevironmental standards related to sustainable aviatiornsee the
EAER gasa.europa.eu/eaer for a concise view of the status and actions of Europe as regards
environment andsustainability. The below actions are aligned with the recommendations from the
EAER.

Climate change and noise: Introduce the CAEP/11 recommendations

The aviation industry needs to minimise its impact on the environment as much as possible while
providing safe air transport. In addition, it is key to have environmental requirements that are
consistent with the rest of the world to ensure a level playing field.

Actions in this area will contribute to European policies on climate change, air quality and noise
reduction. ICAGCommittee on Aviation Environmental Protecti@AERis expected to adopt in
February 2019 a new standard on nReaolatile particulate matter (PM) emissions, and propose
improvements to the existing noise and emissions standards. The dgupelates to the
environmental standards will need to be implemented into European legislation in order to become
effective.

The actions to implement ICAO standards in Europe will be adjastdetailed once the outcome

of the CAEP/11 process is knowm@aommunicated in ICASate Letters, which areexpected in 2019.
Future actions will also need to address the new environmental challenges of new technologies, e.g.
noise of drones and air taxis, recyclability of batteries and the requirements of theaciszonomy

Key actions:

1 Implement ICAO CAEP amendments (RMT.0513 and RMT.0514).

1 Develop PM regulations and guidelines (RES.018);

9 Obtain highquality technical expert support on standardisation issues (RES.019).
In addition, EASA is also involved in fibikkowing activities:

T Environmentafraud prevention

T Development of an ecoLabel/LifeCyatsessments concept

T Novel technologies and LifeCycle Assessments

T Sustainable fuels project

T REACH monitoring process together with European Chemical Agency badéemorandum
of Understanding
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3.2 Strategic enablers

3.2.1 Research

The European aviation industry has gone through a successful development in the past decades
placing Europe at a leading position in the global competitive market. Significant elements of this
success story are the European aviation research and innovation programmes &f #seniell as the

MAQ YR AYRddzZGUNEQA NBaSIFNDOK | OQUAGAGASAD ¢-KSNBTF21
up of EPAS actions. They contributeBAS®a 202SOGAPSa F2N) Syadz2NAy3 (F
safety, security and environmental protection in Europe.

Recently developedethnologies, notably in the areas of complex software, propulsion, new
materials, connectivity, digitalisation, data swée, autonomous vehicles, space operations, business
models are planned for entry into service at an unprecedented pace in the aviation economic.system

Further evolutions may address emerging risks such as security, including cyberse&lrity,
applicatilns and systems or aviation impact on climate change.

Moreover, aviation growth is calling for solutions that are resilient to weather hazards, continuous
traffic growth and increased complexity of traffic ranging from operation at low altitudes to
commerdal aircraft operations and operation in remote areas.

The European and national research & innovation programmesidimg) Clean Skand SESAR, are
developing new aviation concepts and solutiowkich will need to be certified or approved prior to
entering operation in Europe as well as in third countries. Furthermore, new entrants, in particular in
the drone sector, bring new requirements to the European aeronautics arena, which also necessitate
new European regulatory responses.

It is essential for lope that EASAS in the position to support and assist the streamlining of the
deployment of those new solutions. To meet these objectives, notably with regateteafer
integration of new technologies and concepts, and to measures improving enviraahpgotection,

EASA must be equipped with new tools, agile methods, test/demonstration standards and modular
evolutionary approaches for product certification and operational approval processes. This requires a
number of evolutions to the current regulaty framework in order to cope with these current and
future expected developments.

Playing a pivotal role between innovation and the development of safety, security or environmental
protection standards, EASA is positioned to federate the future aviatsearch and innovation

network comprisingMSs, the industry and the aviation research community. It can also support
RSOSt2LIYSyld 2F ySg6 AyadNHzySyda F2NJ 9dz2NRLISFyYy |
prioritisation and coordination, in support to tHelJ ACARE Strategic Research and Innovation Agenda
(SRIAY.

91 {1 Qa .|l aArold EASAdkuhch dna fihantd3esédrkhipiojects within its competence,

which includes safety, environmental protection and security issues. Regularly, EASA experts and
external stakeholdex suggest or request research activities topics that are needed to tackle these

issues. These topics are prioritised on a yearly basis and included ¥4uh8 & S I N KvhichI Sy R Q

16 2017 edition of ACARE SRifip://www.acare4europe.org/sria
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groups the requests for a given period. The projects becoming part of EPAS are only the ones covered
by a financing source and included in the internal yearly research plan.

The Research Agenda aims at supportingdéeelopment of coordinated research actions and their
implementation as part of EU and national research programmes. It encompasses a series of
innovation and efficiencyrelated actions besides safetgcused research. Actions resulting from the
extension2 ¥ 9! {1 Q& NBYAG T2t BRmghtriggeriih€ Beed f& addificnd y G KS
research activities. In the case @bund handling detailed objectives and actions will be defined by

aground handling roadmap that will be subject to focuseahsultation.

As some of the priorised research projects haxaehigh likelihood ofbut not yet confirmed funding

at the time of the publication of this document, their planning has been kept flexible on purpose,
allowing for projects to be launched daog the timeline of the Researddgenda mentioned above
(between 201%nd 2021).

The list ofresearchrelated EPAS actioris included irAppendixH.

3.2.2 Safetypromotion

From the beginning of 201EASAwiIll launch a newsafety promotion strategy that will take an
increasingly proactive approach to the way EASA communicates with the Eurepesion
community. This will position EASA asadety promotion leader in Europe and worldwide having
influence and a recognised brand. This willduhieved througrEASQ 8Bafety Togetheflbrand.
Understanding that different aviation stakeholders have very different needs in terms of information
and communication channels, the strategy will take a donrt@ised approach. It will be split into
operational domains such asrcraft operations,aerodromes andyround handling, General Aviation,
rotorcraft anddrones.

When possiblesafety promotion will be used as a light and effective alternative to rulemaking and
oversight. It will also suppoabetter understanding of B civil aviatiorregulations and provide more
information on safety intelligence and analysis results. The strategy will also provide continual
information on a wide range afafety topics at domain level. A wide range of communicatiools

will be used to spread safety messages and this wilE#€8fecoming more active on social media
and using new and novel ways to inform people about safety. Within ER&S,is a numberof
specific 8Tsandthis is augmented by a number of new actions to promote importafety topics in
each of the main operational domains.

3.2.3 International cooperation

OneoftheE@& wmn 1 S@& LINA2NRGASA A& OKIEASAiskfportdthe EISO2 Y S
andcooperates with national, regional and international organisations alike in order to enhance global
aviation safetyand supports the free movement of European products and services. Furthermore,
ICACacknowledgeghat aviation safety can be better managatiregional levelnd recogrses the

importance ofRegional Safety Oversight OrganisasioRSOOsin this respect This supports a

stronger role oEASAN a broader European context.

In this perspective, the strategic priorities at an international leveltleefollowing

T SiNR @S 3 0 KNE dz3 K AYOSNYFGAZ2Y I f O22LISNY A2y >
environmental protection are being met at global leverhiscan be achieved thragh:
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1 contribution to improving global safety and environmental protection
1 supportto the resolution of safety deficiencies through technical assistaaed
1 promotion ofregional integration wherever effective
T Ensure a global level playing field fa&uropean industry Thiscan be achieved through:
1 promotion offair and open competition and remal/ofbarriers to market access
1 enabing efficient oversight between international partnerand
1 promotion of EU aviation standards around the warld
T Enable the European approacfThiscan be achieved through:
coordination ofcommon positions at ICAO
centralisation ofinternational oversight actions and intelligence

bringingtogether different European actors in technical assista@cel

=A =4 =4 =4

promotingthe recognition of the European system at ICAO level

3.2.4 Digitalisation

Aviationmoves into the digital era at an unprecedented pace. Almost all aviation sectors are affected
by those developmerst Aircraft manufacturers are moving from trend monitoring of key components

to using increasingly connected digital systems, such asoard sensors and digital engine twins.
Digitalisation also affects aircraft operations by allowing certain operationke carried out or
controlled remotely. In certain extreme cases, such as drones, digitalisation can take the shape of full
automation with minimal remote human intervention. Digitalisation is furthermore transforming the
way training is performed and pports the move towards fully datdriven decisiormaking.

These developments are increasingly challenging traditional aviation regulatimhsalling for an
evolution towards more performanebased, technologyeutral requirementswhich willenabk the
novel business models that emerge from the digital transformaiimreasing at the same tinsafety
and efficiency.

EASA is engaged in defining its roadmap to digitalisaionderto determine the following:
T changes needed in the regulatory systeaccompany and benefit from industry digitalisation;

T actions needed to keep abreast of digitalisation issues, in particular in relation to product
certification and operations;

T keyEASAligitalisation activities needed, both for external purposes (@lg:ence for pilots) or
internal purposes (e.g. digitalisation of processes); and

T actions needed to implementE®2 & R A 3 A ( | fgoverment &tion playiR S

The roadmap will have due regard to digitalisatinduced cybersecurity issues and related EPA
actions.
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Digital transformation strategy drivers

Figure3. Overview of theligital transformationstrategy drivers

Once approvedhe EASRA IA Gt Aal GA2Y NRBIRYFILI gAff FSSR Ayi?2
andthe updated strategic priorities will be considergd2 NJ y SEG &SI NDa 9t ! { LIX |y

3.2.5 Technicatraining

According to ICAO Annex 19, qualified technical personnel is a critical elemefjt Cthe State
safety oversight system. Annex 19 stipulates that States shall establish minimum qualification
requirements for the technical personnel performing safetyated functions and provide for
appropriate initial and recurrent training to maintain and enhance their competence at the desired
level.

/| 2yaSljdsSyidtes | a Ay lechnitaRainindas fa stiategl kely ¢nab@efgf amk R S NE&
effective State oversight system.

Aviation is a very dynamic sector with rapidly innovating technologies and business models. At the
same time, it is confronted with evolving new risk scenarios in terms of bégkysand security. These

rapid changes are a challenge for the staff of aviation authorities, as well as for aviation organisations,
to keep abreast of new developments and to update their knowledge and competencies to fulfil their
responsibilities.

Furtheemore, theNBRproposes a framework for pooling and sharing of technical resources between
the MSsand EASA. The implementation of this new approach requires a stronger harmonisation of
the description of job profiles, minimum qualifications, as well @sawriing and assessment standards

of aviation personnel.

EASA will therefore continue to focus on the following key areas:

T Maintenance and drther development of the competence of EASA staff based on training
programmes specifying initial and recurrerdining subjects

T Further harmonisation of training and assessment standards for aviation inspectors within the
EASA system, together with the Common Training Initiative Group (CTIG). For this phgose
CTIG will be integrated into the management sturetof EASQ aBs !

T Implementation support to aviation authorities and aviation organisations and support to
universities and similar educational institutions through lectures

T Support of the international cooperation strategy through dedicated training sesvi

T Gontinuous improvement of the European Central Question Bank (ECQB), used for knowledge
examinations of commercial pilotsgking into account EPAS priorities, where relevant for the
training of pilot competencies.

Page37of 170



European Plan for Aviation Safety (EPAS) 22023
- Strategy

-
g

Through the CTIG and the N&Aining focal pointsEASAnakes available its catalogue of technical
training courses to all MSThe catalogue includes a number of safetgnagementelated training
courses, such as training on SSP, EPAS, safety data collection & analysis, as®&NMaadditional

training needs to support the implementation of the SSP (MST.001) and SPAS (MST.028) will be
discussed with the Safety Management TeB on an ongoing basis.

In line with the NBR prioritieEASAwill roll out an implementation support pgramme that will entail
targeted support toMSs in order to complementstandardisationand rulemaking activities. Such
targeted support activities will cover SSP and SPAS develoameéimplementation.

3.2.6 Oversight

I F @Ay 3 LINBLISN 20SNEAIKG OFLIoAfAGASAE Aa | (Se
implementation. Authority requirements, introduced in the rules developed under the first and
second extension of the EASA scope, define what S expecteda implement when performing
oversight of the organisations under their responsibility. In particuieay introduced the concept of
risk-based oversight with the objective of addressing safety isstin a consideration to efficiency.
Likewise, the coopative oversight approach is explored in terms of how CAs could work togesher

well as how EASA could evaluate whether the existing safety regulatory system adequately addresses
risks resulting from the increased complexity of the aviation industry,thachumber of interfaces

between organisations, their contracted services and regulators.

{SOGA2Y noH W{IFShGe LISNF2NXIyYyOSs Ay ONPRAKNSERA IKd
capabilities based on the Standardisation rating, and the status of ¢ameplwith SMS requirements

in aviation organisations, based on information provided bys btSthe number and type of related

findings.

To support M§ this EPA8dition includes four projects identifying focusedtention topics(FOT).
They include both actions for EASA, led by its Standardisation team within the Flight Standards
Directorate, as well as oversight actions led bysMS

In terms of oversight capabilitiethe latest SAR017) identified the following areas of conaoe

T Theimplementation ofauthority requirements remains a major challenge in the areas where
they are applicable, calling for creative solutions that will help to solve the problems
encountered. In that senseEASAalready undertook some initiativésaimed at providing
support and is available for further assistance.

T It is also possible to note a polarisation of States in terms of level of maturity in the application
of the rules: some States have difficulties in meeting the minimum standard, wiiggsoare
constantly trying to improve the way they perform oversight and organise themselves
accordingly. The presence of the former could undermine the integrity of the Eur@péstion
system and needs to be properly addressedrther analysis of Staaddisation inspection
results shows that som€Asstill show a reactive attitude and do not use inspection findings
and safety information such &lsosethat derived from occurrences, incidents, and accidémts
order to adapt and improve their oversighystem. Undertakinghon-compliances (UNCs)

17 Such as concept development and testing, sharing of best practices and development of enforcement strategies.
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demonstrate that the quality/management systems of organisations are not always compliant
and/or effective.

On cooperative oversight, EASA proposes to extend the scope of support in action FOT.007 to CAs in
the practical implementation on all sectors, e.g. by way of existing trial projects and by exchanging
best practices and guidancegedicated workshops, etc

EASA will also continue to support CAs in the applicatioreyflarge-scaledemonstration (VLD)
activiies in support of essential operational changes that are intended to improve the European ATM
system.
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3.3 Betterregulation

Better regulation: rules are evidencbased, where appropriate performancbased, proportionate,
fit for purpose, simplywritten and contribute to the competitiveness of the industry

Legislation is not an end in itself. Modern, proportionate rules that are fit for purpose are essential in
aviation safety to uphold high common standards and ensure the competiveness of ribjec&n

industry. Thed / Qa . SGGSNJ wS3dzA A2y ! ASYRI FAYa G RSt A
and at addressing the common challenges Europe faces. To meet this policy goal, EASA must ensure
that its regulatory proposals deliver maximumesgfbenefits at minimum cost to citizens, businesses

and workers without creating unnecessary regulatory burden for MSs and EASA itself. To that end,
EASA must design regulatory proposals transparently, based on evidence, understandable by those
who are afected and backed up by the views of stakeholders.

To be fully effective, better regulation must cover the entire regulatory cycle, i.e. the planning phase,
design of a proposal, adoption, implementation, application, evaluation and revision. To ¢hatre

the EU has the best regulation possible, EASA must examine each phase of new or existing projects
with a view to ensung that the objectives, tools and procedures adhere to better regulation
principles.

Applying better regulation principles means t©ASA that efforts must aim at:

T a transparent and streamlined regulatory process that is supported by an efficient stakeholder
consultation;

T a plain and easily understandable language also formaiive English speakers;

T communication and IT platforms thgive stakeholders easy access to consulted deliverables
and regulatory material, including soft law

T a regulatory approach that is performanbased where appropriate and respects the principles
of subsidiarity and proportionality; and

T actors involved irthe drafting of regulatory material that have been appropriately trained in
drafting performancebased rules.

Regulating elements of aviation safety by describing the desired outcome is not new. -€hitedo
performancebased approach is intended to nmalaviation safer, more efficient and flexible. This
approach promotes the principles of subsidiarity and proportionality by prescribing safety objectives
instead of prescribing how to achieve them.

Theexpectedbenefitsof performancebasedregulations(PBRsare:

T Resilience the increased complexity in operations and aviation activities, the dynamics of
aviation business models, and fast and proliferating technofbgidvancementsrequire a
regulatory framework capable of anticipating changes (techgwheutral regulations).

T Flexibility: by focusing on safety outcomes, BRRovide flexibility and encourage innovation
by not restricting a priori the means to control specific risks.

T Safetymanagement by providing a flexible implementation framewakd focusing on safety
outcomes, PB&allow organisations and authorities to foster risk management capability and
to better allocate resources against risks identified under their SMS and SSP.
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The suitability of topics for a performant®sed solution sHhbe assessed early on. Elements of
aviation safety regulation that can be addressed cost efficiently in a perforrizamed manner shall
be:

T identified as part of the rulemaking programming process, in particular in the cont&treif
T confirmed throughimpact assessment or ex post evaluation of rules;

T discussed and agreed with stakeholders on that basis; and

T formalised in EPAS.

Regulations should be afficientandperformancebased as possible, and as prescriptive as necessary
to provide legal certaity. An early on assessment in the PIA shall assess at least the following to
indicate which elements of a regulation can be performahased:

T measurability
T predictability of performance variangce

T need for flexibility

T impact on innovation
T impact onbilateral agreements
T impact on level playing fiejd

T efficiency gains (through a performanbased solutiolt and
T need for interoperability.

To this end, EPAS identifies which actions have a particular focB8Bmand containsan entire
section dediated to evaluation (see Sectid@?), which will focus on introducing more performance
based elements following a thorough assessment.

Finally, EASA is fully engaged in developing simpler, lighter and better rules for ®Awill be
achieved in line with the GA Roadmépreated in partnership with the EC and stakeholders by
addressing the recognised importance of GA and its contribution to the European economy and a safe
European aviation system.

18 Available on EASA websitgtps://www.easa.europa.eu/newsroorand-events/news/easagaroadmap
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3.4 New Basic Regulation

3.4.1 General

The NBR prepares the grounds for the future challenges ahead while maintaining aviation as a safe,
secure and environmentally friendfprm of transport for EU citizens. It ented into force on 11
Sepember2018.

The NBRChapter II\Aviation safety managemenficreates a solid legal foundation f&PAS and
transposes ICAO Annex 19 SARPs for Sifdty management.

CKS b.w O2yF2N¥a ¢gAGK GKS 9! /2YYAaarzyQa | gAl
maintaining high EU safety and secuéityl Y R NR&a> KSyOS aGNBy3IdKSyAy3a i
tapping into growth markets while promoting job creati@nd tackling limits to growth in the air and

on the ground.

The main NBR objectives and related provisions are included below:

Main objective NBR provisions

Making better use of the EAS { A pool of European aviation inspectors
ataitsSyQa tAYAQYT Newframework for transferring responsibilities
the following initiatives f Oversight support mechanism

1 Additional privileges for qualified entities

1 Repository of information (including aernedical) and Big Data

1 Updated framework for better working at international level
Having a flexible an( T Riskand performane-based elements reinforced
performancebased system, by § Additional flexibility for General Aviation (e.g. use of declarations)
introducing  the  following § Safety plan for Europe and national safety plans
principles: § Optin for Annex | aircraft manufacturers

f OptAy F2NJ WadlFdS FANODNIFGQ

1 Optout for light sport aircraft
Integrating unmanned aircrafl § 150kg threshold removed from Annex I (all unmanned aircraft wi

by applying these conditions: scope)

Operationcentric framework

Use of market harmonisation legislation

Registration rquirements

Protection and efficient use of radgpectrum

Amendments to the accident investigation and occurrence repor|
regulations

=A =4 =8 4 -9

Closing previous gaps ar § Interdependencies with other domains, such as secu
inconsistencies, such as: environmentaland ATMegislation

Essential requirements and cooperation framework for cybersecu
Proportionate safety requirements for ground handlij@H)

EU environmental protection requirements to the extent not cove|
by ICAO Annex 16

=a = =4
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Allow fora better governance ir
EASA, with:

Alignment with the ‘common approach’ on EU decentralised ager

New forms of EASA revenue (grants)

Making best use of EASA resources, by:

o furthering the use of EASA expertise by the Commission (sec
environment, research, SES implementation)

o allowing for demanedriven resources for certification (mor
flexibility in adjusting fedinanced staff according to workload)

= =4 =4

3.4.2 NBRroadmap

On 10April 2018, the EASA MB requestedSAo present a roadmap outlining the priorities for the

AYLX SYSyGrdAzy 2F GKS b.wd ¢KS NBFRYFLI NBOSAGSE
meeting and has been used an input to this EPAS edition. It identifies the areas of the NBR where

work will be started in the next three years.

The roadmap identifies not only rulemaking activities, but also certificatim standardization

specific projects, involving pol®id Q 2 NJ LIN2 OSRdzZNBE & Q RN} FlhAYy3A3s AYAGAL
etc. All actions stemming from thewadmapare reflectedin EPAS.

When it comes to rulemaking and policy setting, the following activities identified in the NBR were
already includedn the previous EPAS edition and will continue to be delivered:

T Developnent ofa regulatory framework for drones
T Work oncybersecurity
T ADRApron managementervices (AMS)seeOpinionNo 02/2014)
T ATM/ANS (Article 44) Opinion covering interoperability issues:
1 RMT.0632 PBN IR expected in 2019 Q2
1 RMT.0679 SPi1Report to be published (no Opinion)
i RMT.0524 DLSOpiniondue in 2020

As of 2022EASAwiIll start working on ATM/ANS systems and constituents and organisations involved
in their design, production and maintenance (Articles 42, 43, 45 andiddluding where they
contribute to the implementation of SESARis is armrea where no safety evidence requiteaSAo
prioritise work on and thus starting in 2022 is proposed.

In order to better encapsulate and reflect in EPAS the new areas introduced by the NBR, the strategic
LINA 2 NAiniegratigh{ofneivEecologiesand2 y OSLJG 4 Q KI & 0 S&§or3A.g.0 N2 RdzOS

A new Opinion to implement thairworthiness GARoadmapphase zhas been added to the planning

for publication in 2020. It will include priority items such astended use of declarations; nen
installed equipment; considerations on amended scope of the list of aircraft excluded from the scope
of the NBR (Articles 9, 10, 11, 12, 13,d& 19).

In the areas ofround handling andbn new aspects benvironmentalprotection (not covered by ICAO
Annex 16), no specific rulemaking actions are required at this stage. The following activities will be
undertaken:
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T Onground handling (Article 33), during 201BASAwill be engaged in a fa¢inding phase, via
safety assessment and dialogue wiitss and stakeholders. This will lead to the definition of
the scope, objectives and performance indicators to draff@nd handling roadmap, to be
implemented as of 2019A new RMT is addemh EPAS to addreggoundhandlingrelated
rulemaking(RMT.0728)

T On environmental protection (Article 87),EASAwill engage in developing a measurement
methodology for novel technologies (supersonics, electric propulsion/urban mobility) as well as
updating theEAER

Moreover, theNBRin Chapter [E~ W! @dfety iniA ¥ Iy’ 3 S YXrBcje r@quiresStates to establish

and maintain an SSP in accordance with internati@sRPECAO Annex 19) and with the European
Aviation Safety Programme (EASP). NBR Atrticle 8 requires States to complement their SSP with a SPAS.
Sucha plan shall include the risks and actions identified in EPAS that are relevant fod3he
concerned. A new 5 action is included in this edition to account for this new requiremsed (
MST.028).

The development of new technologies, new business models and more generally speaking
economic/social/societal changes, may have an impact on aviation safety. It is important for the
Agency to have a clear vision on those changes that can potentially impact safety. Stakeholders and
Social Partnershould help to build this vision.

Article 89 of the NBRrequires EASAto consult relevant stakeholders when addressing
interdependencies between civil aviation and related socioeconomic facEASA is therefore
enhancingthe cooperation with EU social partners in aviation in order to reinfatee&apacity in
assessing potential social impactstioé EU aviatiomegulations and to address soegonomic risks
to aviation safety.The resulting actions will be formalised in EPAS and will be subjecB8igear
reporting, as required by Article 89 the NBR.

Point 2 ofNBR Article 14@& G A LJdzf | 6§ S& GKFG WwWb2d €F3GSNJ GKIFYy wmu {8
adopted on the basis of Regulations (EC) No 216/2008 and (EC) No 552/2004 shall be adapted to this
wS3dz | A2y Qael(BNTORIEASHaR Mt identifieti the need to changeyIRs for the

sole purpose of complying with the NBR deadline. Changes to rules will instead be driven by concrete
safety, proportionality or leveplaying field improvements. In addition, the limited capacifyttee

EASA Committee will need to be taken into account when setting priorities.

Finally, even though a lot of work has already been initiated, the NBR roadmap also identifies the need
to provide more implementation support to MSboth on systemic issuess well as in the
implementation of specific tasks to implement the above provisions. A pegrammewill be
initiated in 2019.
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4.1 Key indicatoran terms of EPAS actions

The safety driver is the one that contains most of the actions in the plan, followed by efficigmopbrtionality

n Safety

m Efficiency/Proportionality

191 = Level Playing field
actions

= Environment

Figured. Share of actions by driver

Half of theactions in EPAS are strategic

= strategic

191 m standard

actions

m regular update

Figureb. Share of actions by priority type
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Most of the actions in EPAS are rulemaking projects

2.1%-1.0%

9.9%

® Regulation

Safety Promotion
20.4% y

191 actions

Research/Study

m Focused attention topic

H Evaluation

Figure6. Share of actions per activity type

Average duration ofulemakingtasksand adoption process

Thetable below shows the average durationrafemaking tasks foDpinions and Decisions published by EASA
in 2018(meaning from ToR publication to Opinion/Decision publicatias)well as thaverage duration of the
adoption process foDpinions adopted bthe European Commission in 20(tBeaning from Opinion publication

to the vote in the EASA Committe@ppendix A provides these indicatdos all 2018publications

Average duration - Decisions Average duration - Opinions Average duration - Opinions
published by EASA in 2018 published by EASA in 2018 adopted by EC in 2018

3,2years 3,4 years 2,7years

Rulemaking output

The rulemaking activity shows an overall decrdasigveen 2015 and 2018 he volume ohard lawdeliverables
planned for the next 5 yeaifsas been adjusted to thactual capacity of theegulatorysystem.

Thegraphs on the next pagethow not only the total rulemaking output of EAGAgure 7, but also separately
the rulemaking activity leading &ieér to Opinions (hard lawndassociatedsoft law, Figure § or tostandalone
Decision® (soft law; Figure 9, as the latter have little impact on the MS resources.

Thesegraphs do noteflect Decisions (AMC and GM) that are waiting for the adoptiothefrelatedOpiniors
by theEC

19 Decisions that are not linked to any Opinion
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. EASA NPA  mmmmm EASA Decision EASA Decision CS EASA Opinion  ====EASA TOR
Figure7. Rulemaking activity EASA 2Q@2821 ¢ total rulemaking output

EASAplans topublish 7 Opinions per year as 2019 The number of Certification Specificat®(CS)lready
increase in 2018 and will continue to increase in 2609 ¢ KS dzLJRI GAy3 2F /{Q G2
new technologies provides adequate support to the manufactuinogstry.

Rulemaking activityleading toOpinions (hard law and associated soft 1w
35 35
30 30
25 25
20 20
15

15

10 10

2015 2016 2017 2018 2019 2020 2021
actual actual actual revised forecast EPAS 19/23 EPAS 19/23 EPAS 19/23
B EASA NPA mmmmm EASA Decision EASA Decision CS EASA Opinion e EASA TOR

Figue 8. Rulemaking activitE ASAR0152021 ¢ Opinions and related soft law

The abovegraphshows the rulemaking output related @pinions and related soft Igwneaning anyulemaking
task thatcontainsat least one Opinioland related soft lawGenerally, thedevelopment of an Opinion aritie
related soft law is done iparalle| as part of the same rulemaking project
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Rulemaking activity related to s oftl aw
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Figure9. Rulemaking activitEASA&20152021 related to soft law

The above chahowsthe outputs related to soft law, meaning those resulting framfemaking taskthat only
leadto W& G-It fy Ryedisidns These taskslo not require the involvement of the Commission, nor the EASA
Committee, anchavelessimpacton MS resources.

Split between hard/soft law and soft law (compadto the 20182022EPAS edition)
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EPAS 2019-2023 EPAS 2018-2022

Hard Law & Soft Law Soft Law only
Figure 10. Split between hard/soft law and soft law

Following the review of priorities the output leading to Opinions has significantly reduced compdhed3BAS
20182022edition

The abovechartshows the impact of the dprioritisation of a number of Opinions in the currdePAS edition
Appendix C contains the list of ruleking tasks thagare affected.

Page480f 170



20192023 European Plan for Aviation Safety (EP/

4.2 Safety performance

This section presents an initial outline lPAS safety performance metrics. These shall reflect the EPAS strategic

priorities in the area of safety and be based on the Hagrel safety objective set out in tHdBR(i 2 WS & G o
and maintain a high uniform level of civil aviation safety inth@UhiQ® 9t ! { &l FSG& LISNF2N
and targets should also consider tB820-2022GASP goals and targets as relevant in the EASA system.

Following a suggestion made by tMSa OB, itlis proposedii 2 | R2LJG Fy WIF&ALANI A2y
different EPAS indicators, as an alternativethe D! { t I & LIA NI izekofafdlities irdc@rhntercid ¥ 4
2LISNI GA2ya 06& Hnon YR 0S@2yRQX Fa F2fft26aY

Wchieve constant safety improvement with a growingdah | G A 2y Ay Rdza G NB Q

This goal is deemelispirationalas it represents an ambition of achieving an ever safer aviation system. It is
intended to address all operational domains.

EPASSP$ shall serve to monitor the impact of EPAS actions on the overalldégafety performance. New
safety issues are identified and monitored via theropean BM pocess.

In accordance with Article 6 of theBR EPAS shall specify the level of safety performance in the Union, which
the MSs, the Commission and EASA shalitip aim to achieve. The level of safety performance shall be
determined on the basis of the EP8B$ and where relevant, associated safety performance targets, as well as
considering the safetyelated indicators and targets defined in the ATM Perforo@aB8cheme.

Principles for establishing EPAR$ and targets

Flsand targets shall monitor both safetyitcomes(such as accidents, incidents and injuries) and the enablers,
in terms of systems and processé&srequired to maintain effective safety management at authority and
organisation levels.

Setting safety performance targets as part of EPAS is considered more relevant for jpasmséndicators, to

RNA PGS LI2aAlAdS 3&eé 3 doSeomerdat&mhedids 2vtidhEare derivEdXrdid atdurfeSicé data,
AG Aa LINRPLRASR (2 y2G O2yaAiARSNJ aSGiaAay3a alrf¥Sae LIS
monitor the system against this baseline performance (proposed baseline indicatorsladethinTable 3).
Outcomebased indicators shall consider as main inputs:

T number of fatal accidents

T number of fatalities and

T number of nonfatal accidents and serious incidents

This is aligned with the higbvel ICAO safety metrics, therefagilitating comparison of European performance

with that of other regions or with global averages. The number of fatal accidents and fatalities provide the
highest level of safety outcome monitoring, while the rAatal accidents and serious incidents daned
provide monitoring of higherisk events. These can subsequently be reviewed to identify key risk areas that
infformEAS®a al FSdeé LINA2NRGASaA® [221Ay3 (G2 GKS Fdzidz2NB=X
been implemented across th&Ss, an additional indicator that monitors higlsk occurrences may be
considered. This could be in addition to or instead of monitoring-fada accidents and serious incidenthe
EASAsafety Risk Portfolios (currently published in thASR include incident data sourced from tHeuropean
Central Repository for accident and incident reports in aviattb@under RegulatiofEU) Na376/2014. As

20 The efficiency of systems and processes established and implemented by EASA would continue to be monitored through the EAS,
SPDrelated irdicators.
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the implementation of RegulatiofEU) No 36/2014 improves, we expect to be able to integrate mareident
data intothe monitoring framework.

Monitoring systems and processes

It is proposed that relate@P$ be defined and monitored in three areas:

1.

M Q 20SNBAIKG OFLIOAEfAGASA
This is related t@0202022GASP goal 2 and EPAS strategic endblel SNE A 3K (i Q ®

Monitoring will be based on the EASA Standardisation rating, as an alternative to the ICAO USOAF
Effective Implementation (El) indicator. The Standardisation rating is used for the prioritisation of
Standardisation inspections. ltaimsto el S (KS SELISNI QA 0RFXARSEF O62 A
safety oversight capabilities. The Standardisation rating considers elements related to size, nature and
complexity of the State authorities and functions, the number and type of open Stdisdtion findings,

Fa ¢Sttt a GKS {dFIGdSQa NBIFIOGAGAGE Ay NBflLGAZ2Y |

MSEQ IINPINB&EA $gAGK {{t AYLIX SYSyGlridArzy

¢tKA& A& NBfIFTGSR G2 D!'{t 321t o FYyR GKS 9t! { adil

Related iwlicators will mainly be based on data available through ICAO iSTARS. Feedback praviged by
will also be considerede ASAwill in addition collect relevant documentation from States (SSP BASBS

In the future, this monitoring area will consider resuftom the EASA Standardisation @RArticles 6
and 7.

The objective is aligned with the lated20-2022GASP draft requiring States to achieve an effective SSP
as appropriate to their aviation system complexity, by 2025.

Effective implementation c5MS in aviation organisations

This would partially addres20202022D! {t 3J2Ff pod LG | RRNX&aasSa (KS
al¥SieQ YR UKSBREBIjdZANBYSyida Ay (GKS b

Monitoring the implementation of SMS in industry should focus on compliance vatavant
requirements and effectiveness of SMS key processes. To develop a common set of indicators and target
on effective implementation of SMS, an agreed methodology for assessing SMS, as well as a method t«
score and aggregate related assessment tesumbuld first need to be developed and implemented. Such
anassessmenandscoring methodology is currently only available in the ATM/ANS domain, as part of the
ATM Performance Scheme. It should also be considii@dSMS requirements are not yet applicable in

the initial and continuing airworthiness domains. Moreover, while the EASA Management System
assessment tool is promoted through EPAS action MST.026, EASA has not yet received sufficient feedba
on the useof the tool.

For the above reasongso detailed EPAS indicators and targets are proposed on SMS effectiveness (for
domains other than ATM/ANS, since here this indicator is monitored in the context of the European ANS
Performance Review). However, it is posed to monitor the following:

(a) the extent to which the EASA Management System assessmenfotosimilar)is being used by
MSs, and

(b) the status of compliance with SMS requirements.
Point (a) could be monitored on the basisfeédback received through EASA Standardisation. For point
600X 9! {! Q& Y2yAlG2NAy3 O2dzZ R @AScormdrning tRe nArgber 21 S N&
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a dedicated survey, to be completed on an annual basis. The details of such annual reporting will be
discussed with thé&1Ss and theEC

Safetyperformance in the above three areas will be discussed at the regular Safety Management TeB meetings
In the future, the EASASRWwiIll include related performance information.

Outcomebased indiators
Monitoring safety outcomes address28202022GASPgal 1 and EPASI NI 6 S3A O LINA2NAR G& W

Indicators related to key risk areas are identified through the Eurofgprocess and described in the EASA
Safety Risk Portfolios. EASA, in cooperation with the Europe#s Nas developed asafety performance
framework that identifies different tiers of SPlIs.

T Tier 1transversally monitors all the domains and the overview of the performance in each domaihb. Tier
considers the number of fatal accidents and fatalities in the previous year cechpath the average of
the preceding decaddn addition to this, for Commercial Air Transpagroplanes, detailed statistical
indicators have been developed to identify the accident and serious incident rates overgtmperiod.
These will be updad periodically to monitor performance against the 22014 baseline.

-

Tier 2covers the priority key risk areas at domain level. Tier 2 provides the number (and where available
the rate) of fatal accidents and the ERCS risk level for each domainAS®hdivided by key risk areas.
CKSASENY A2y T Q al FSGe myhRokedihraughthb EufopebSRM2egs Likghigs
reporting on those will continue to be done through the EASRA

g2

The tables below provide an overview of the figures associated with the cuffentl indicators that are
proposed to be included in EPAS.

Tablel. Tier 1 indicators crossdomaincomparison of EASMSA &rcraft fatal accidents ad fatalities, 2007
2017

Aircraft Fatal accidents | Fatal accidents| Fatalities 2017 | Annual ftalities | Annual fatalities

domain 2017 20072016 20072016 20072016
mean mean median

CAT T |0 0.9 0 66.4 4.0

airlines

NCC T 1|0 0.5 0 0.6 0.0

business

SPO 3 7.3 4 18.1 16.5

NCO 34 50.1 62 92.2 91.0

Rotorcraft

Offshore 0 0.4 0 3.6 0.0

Onshore 1 1.7 6 54 4.0

SPO 3 4.0 4 7.5 6.0

NCO 3 5.6 7 13.2 12.5

Balloons

/o Ja2 . Jo J21 |1 |

Gliders
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Aircraft Fatal accidents| Fatalaccidents| Fatalities 2017 | Annual fatalities | Annual fatalities
domain 2017 2007-2016 2007-2016 2007-2016
mean mean median
25 25.4 27 29.5 29.5

Table2. Tier lindicatorst crossdomaincomparison of EASA M®frastructure contribution tdatal accidents
andfatalities, 20072017

Infrastructure | Fatalaccidents| Fatal accidents| Fatalities Annual fatalities | Annual fatalities
2017 20072016 Tt | 2017 2007-2016T1 mean 2007-20161 median
mean
ADR & GH 0 0.7 0 1.7 0.5
ATM/ANS 1 0.5 6 1.6 0

In Tables 1 and 2Zoth the mean(averag® and the median number of fatalitiexe shownfor the period 2007

2016. This is because for some aircraft domains the medisnber provides a better representation of the
number of fatalities per year. This is typically related to the number of passengers on board aircraft involved in
fatal accidens. Sailplanes usually only have one person on board and the number of fatal accidents and both
the mean and median number of fatalities are very similar. By contrast, commercial air transport (CAT) airline
fatal accidents may involve one or several hundiagdlities therefore, the annual number of fatalities varies

and the mean and median figures are quite different.

Table3. Tier 1 Indicators faCATaeroplanes, baseline figures 202014

Proposed SPI

Per 10000 movements

Per10000 flight hours

EASAMS accident rate

Accident rate over a-ear period 0.044 0.023
Accident rate in 2011 0.044 0.024
Accident rate in 2012 0.048 0.026
Accident rate in 2013 0.034 0.018
Accident rate in 2014 0.051 0.026

EASAMS fatalaccident rate

Fatal accident rate over aykar period 0.001 0.0004
Accident rate in 2011 0.001 0.001
Accident rate in 2012 0.000 0.000
Accident rate in 2013 0.000 0.000
Accident rate in 2014 0.002 0.001

Accident rate by size of AOC holder whaltocate

d to movement band

Band A: Less thanIDO movements 0.17 -
Band B7,100T 35099 movements 0.18 -
Band C35,100t 101999movements 0.06 -
Band D102000t 199999 movements 0.04 -
Band EMore than199999 movements 0.03 -

Accidentrate by size of AOC holder when allocated to flight hour band
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Proposed SPI

Per 10000 movements

Per10000 flight hours

Band A: Less than D00 flight hours - 0.18
Band B14,000t1 55999 flight hours - 0.09
Band C560001 155999 flight hours - 0.04
Band D156000T1 399999 flight hours - 0.02
Band EMore than 39999 flight hours - 0.02

Accident rate by type of aviation activity (CAT)

Passenger transport {fear period)

0.04

0.02

Cargo transport (4ear period)

0.13

0.05
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Proposed SPI

Per 10000 movements

Per 10000 flight hours

EASAMS serious incident rate

Serious incident rate over aykar period 0.125 0.067
Serious incident rate in 2011 0.155 0.085
Serious incident rate in 2012 0.131 0.071
Seriousncident rate in 2013 0.112 0.059
Serious incident rate in 2014 0.090 0.047

Serious incident rate by size of AOC holder when allocated to movement band

Band A: Less thanID0 movements 0.43 -
Band B7 100-35099 movements 0.22 -
Band C35100-101999movements 0.19 -
Band D102000-99 999 movements 0.13 -
Band EMore than199999 movements 0.12 -

Band A: Less than D00 flight hours - 0.32
Band B14 00055999 flight hours - 0.13
Band C56 000-155999 flight hours - 0.10
Band D156000-399999 flight hours - 0.08
Band EMore than 39999 flight hours - 0.06

Passenger transport (4 yeperiod)

0.13

0.07

Cargo transport (4 year period)

0.32

0.13

Tier 2+ monitoring of safety issues takes place within@#&€3 and annually during the revision of the safety

risk portfolios.

4.3 Environmental performance

The efficiency of actions included in EPAS in relation to environmeanatiziction will continue to be monitored
as part of theEAER.

The report is the result of a close collaboration betweenB@&EEASA, the European Environment Agency (EEA)
and Eurocontrol. ThisEAERprovides a valuable source of objective and accurate information on the
SYGANRYYSYyGlf LISNF2NXYIYyOS 2F GKS @Al GA2y aSoOi2NE
more sustainablelt also includes performance méts pertaining to the SESTM Performance Scheme as
relevant to environmental protection.

Following its initial issuen 2016 EASA will be responsible tipdate the EAERevery 3 yearsin line with the
growing role that EASA playsthe field ofenvironment

21 https://www.easa.europa.eu/eaer/downloads
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The actions in thishapterare drivenprincipally by the need to maintain or increase the current level of safety in the
aviation sector.

5.1 Systemicenablers

This area addresses systemde problems that affect aviation as a whole. In most scenarios, these problems become
evident by triggeringactors and play a significant role in the final outcome of a safety event. They often relate to
deficiencies in organisational processes and procedures.

5.1.1 Safetymanagement

Issue/rationale

Safety management is a strategic priorityDespite the fact that last years have clearly brought continued
improvements in safety across every operational domegnentaccidents underline the complex nature of aviation
safety and the significance of addressing human factor aspects. Authoritiésawation organisations should
anticipate more and more new threats and associated challenges by deve®RiMgrinciples. Thse principles will

be strengthenedthrough SMSimplementation supported by ICA@nnex 19 andRegulation(EU)No 376/2014
(reporting reinforcemeny.

What we want to achieve

Regulatory framework requiring safety management is in place across all domains of aviation, with proportionats
requirements in the area of General Aviation.

Improve the level of safety through effectivimplementation of safety management within authorities and
organisations.

How we monitorimprovement

Organisations and authorities are able to demonstrate complizarue effectiveimplementation. For ATM/AN$his

will be monitored as part of the ATM Penfoance Scheme. For the other domains (air operations, aircrew and
aerodromes)it is proposed to start with collecting data on the status of compliance with organisation and authority
requirements as relevant toaety ManagementseeSection 4.2).
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How we want to achieve it; actions

Rulemaking

RMT.0251 Embodiment of safety management systeifSMS)requirements into Commission Regulations (EU) N
1321/2014? and 748/20123
With reference to ICAO Annex 19, the objective is¢bup a framework for safety management in the init
and continuing airworthiness domain
This RMT is processed in two phases
1. Changes t®artM linked to OPS (CAMOSDpinionNo 06/2016 issued in May 2016
2.Changes t®Part145andPart21

Owner Affected stakeholders
EASA F3. CAMOsAMOs(Part145) POAholders DOAholders ETSOA holdeend CAs
PIA Proc 3rdC SubT ToR NPA Opinion Commission IR  Decision
MDM.055 201319 06/2016 2019Q3 2019Q3
A ST - 1 19/7/2011 10/10/2013 11/5/2016
2019 Q1 202001 2021 Q3 2021 Q3

RMT.0262 Embodiment of level of involvement (LOI) requirements into Pat
Introduction in ParR1 of a riskbased approach for the determination of the LOI of EASA in praduttication.
This entails introduction of:
T  systematic risk management (hazard identification, risk assessment and mitigation);
performancebased oversight allowing to focus on areas of greater risk;
safety awareness and promotion among all staff invojaatd
improved effectiveness and efficiency of P&t IRs achieved by their streamlining and impro\
consistency.

-~ —~ ~

In May 2016,EASAssuedOpinion No07/2016proposing the amendments to Pa2fl.. Furthermore, at the enc
of 2017EASAssued the NPA consulting the dra§MC & GMrelevant for the application of the propose
amendments. A further NPA, consulting some additional d&&iC & GMwill be published upon adoption o
the IR. Both NPAs will result in a final decision adoptieghtiC & GMo the amended Par21.

Owner Affected stakeholders
EASA CT.7 DAH$*
PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
A ST MDM.060 201503 07/2016 2019 Q2 2019 Q2
27/8/2013 2/3/2015 23/5/2016
201720
14/12/2017 nla n/a n/a
2019Q1 n/a n/a 2019 Q

22 Commission Regulation (EU) No 1321/2014 of 26 November 2014 on the continuing airworthiness of aircraft and aeronautita) prod
parts and appliances, and on the approval of organisations argbpgeel involved in these tasks (OJ L 362, 17.12.2014, p. 1).

23 Commission Regulation (EU) R48/2012 of 3August 2012 laying down implementing rules for the airworthiness and environmental
certification of aircraft and related products, parts aappliances, as well as for the certification of design and production organisations (OJ
L 224,21.8.2012, p. 1).

24 Depending on the casthe design approval holddDAH) will be the holder oftgpe-certificate, a restricted typeertificate, a supplemesl
type-certificate, a European Technical Standard Order (ETSO) authorisation, a major repair design approval, a major chaageroesign
or any other relevant approval or authorisation for products, parts and appliances deemed to have been isarégiamuohission Regulation
(EU) No 748/2012.
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RMT.0469 Assessment of changes to functional systems by service providers in ATM/ANS and the oversight of
changes byCAs

Development of the necessa®MC & GMor the service providers and theAs

Owner Affected stakeholders
EASA FS4. ANSPSCAs
PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
RMT.0469 201413 03/2014 1/3/2017 8/3/2017
B ST i and 24/6/2014 16/12/2014
RMT.0470
19/6/2012
201710 n/a n/a 2019 Q4
28/6/2017

RMTO0681  Alignment of implementing ruleand AMC & GMwith Regulation (EU) No 376/2014

Alignment of IReand AMC & GMwith Regulation (EU) No 376/2014
This task is derioritised in accordance with criteria described in Chapter 3

EAS/explores different options in order to include the resulting regulatory changes as part of existing
Toprovide feedback to stakeholdesa comments madenthe NPAIt is planned to publish the full CRD a
to extract some ofthe GM generated with RMT.06&hdissue it as Safety Promotion material.

Owner Affected stakeholders
EASA ES.5 Air gperators, p?lots, MOs, ATOs, manufactufér€ AMOsADRoperators,
ATM/ANS providerand ATCO TOs
PIA- Proc 3rdC ToR NPA Opinion Commission IR Decision
B ST i RMT.0681 201619
30/9/2015 19/12/2016 tbd tbd tbd

RMT.0706  Update of authorityand organisatiorrequirements
Address relevant elements of ICAO Annex 19 considering the latest revision status of the document anc
appropriate horizontal harmonisation of the requiremeratsrossdifferent domains takng on board lessons
learned
This task is derioritised in @cordance with criteria described in Chapter 3

Owner Affected stakeholders

EASA FS C/hs, NSAsair operators, pilots, MOs, ATOROA holdersCAMOSsADRoperators,
ATM/ANS providers, and ATCO TOs

PIA Proc 3rdC ToR NPA Opinion Commission IR Decision

A2 ST - thd thd thd thd thd

% ¢KS GSNY WYl ydzZFl OGdzZNBNR Ay Of dzRSax RSLISYRAy3 2y (GKS OF acfunhg LINE F
without POA
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Safety Promotion

MST.001

MST.002

MST.003

Member States to give priority to the work on SSPs
In the implementation and maintenance of the SSP, Member States shall in particular:
1 ensure effective implementation of thauthority requirements andaddress deficiencies in oversigt
capabilities, as a prerequisiterfeffective SSP implementation,
1 ensure effective gordination between State authorities having a role in safety
management
1 ensure that inspectors have the right competencies to support the evolution towardsansk
performancebased oversight,
1 ensure that policies and procedures are in place foraskl performancebased oversight,
including a description of how an SéSaccepted and regularly monitored,
1 establish policies and procedures for safety data collection, analysis, exchange and protection
accordance with Regulation (EU) No 376/2014,
establish a process to determiigP$ at State level addressing outcosn@nd processes,
ensure that an approved SSP document is made availabteshared wittother MemberSatesand
EASA
1 ensure that theSSRs regularly reviewed and thaihe SSReffectivenesss regularlyassessed.

=a =

Owner Activity sector Deliverable Date
MS All SSP document made availab 2019

SSkeffectively implemented 2025

Promotion of SMS

Encourage implementation cfafetypromotion material developed bthe Safety Management Internatione
Collaboration GrougSMICGand other relevant sources

Owner Activity sector Deliverable Date

MS All, HF Bestpractice Continuous

Member States should maintain a regular dialogue with their national aircraft operators on flight d:
monitoring (FDM) programmes

States should maintaia regular dialogue with their operators on FDM programmes, with the objectives «

- promoting the operational safety benefits of FDM and the exchange of experience between subject |
experts

- encouragingoperatorsto makeuse of good-practicedocumentsproducedby EOFDMand similar safety
initiatives.

Thedocumenttitied W D dzA Ror NatibBalAviationAuthoritieson settingup anationalflight datamonitoring
T 2 NYzvducedby EAFDM])s offering guidancefor this purpose

Owner Activity sector Deliverable Date

Report on activities Continuous

WS CAT performed to promote FDM
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MST.026 ~ SMSassessment
Without prejudiceto any obligationsstemmingfrom the SESATM PerformanceScheme MSsshould make
use of the EASAmanagementsystemassessmentool?® to supportrisk and performancebasedoversight.
MSsshouldprovidefeedbacko EASAn howthe tool isused for the purposeof standardisatiorandcontinual
improvementof the assessmentool.
MSs should regularly inform EASAabout the status of compliancewith SMSrequirements and SMS
performanceof their industry.

Owner Activity sector Deliverable Date

MS Air Operations, Feedback on the use of the Continuo
Aircrew, tool. us with
Medical, Feedback on the status 8VS annual
Aerodromes complianceand performance  reporting

MST.028 Member States to establish and maintain a State Plan for Aviation Safety
Member States shall ensure thats®®A$ maintained and regularly reviewed.

Member States shaitlentify in SPA$he main safety risks affectirtheir national civil aviation saty system
and shall set out the necessary actions to mitigate those.risks

In doing spMember Stateshall consider the pa&uropean safety risk areas identified in EPAS for the val
aviation domains as part of tireSRM process andhen necessarydentify suitable mitigation actions withir
their SPAS. In addition to the actions, SPAS shall also consider how to measure their effectiV®astss|
justify why action is not taken for a certain risk area identified in EPAS.

The parEuropean safety risk areas in the curr&RASdition are as follows:
1 For CAT bgeroplane: aircraft upset in flight, runway safety, airborne conflict, ground safety, tel
collision and aircraft environment
1 Forrotorcraft operationshelicopter upset in flight and terrain and obstacle conflict
1 For General Aviation: staying in control, coping with weather, preventingainicollisions and
managing the flight

SPAS shall:
9 describe how the plan is developed and endorsed, including aobdion with different entities
within the State, with industry and other stakeholders (unless this is described in the SSP

document),
1 include safety objectives, goals, indicators and targets (unless these are included in the SSP
document),
1 reflect the EPA actions as applicable to the State,
9 identify the main safety risks at national level in addition to the ones identified in EPAS.
NB: This MST action now includes MST acti@4s 005, 006, 007, 010, 014, 016 and 018 from EI
20182022.
MST.007 corrgsonds toSAF11 (Prevention of RWY Excursion)e! ¢ a at Qa o[ S@
Owner Activity sector  Deliverable Date
MS ALL SPAS established 2020

26 https://www.easa.europa.eu/documenlibrary/generalpublications/managemensystemassessmentool
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SPT.057  SMS international cooperation

Promote the common understanding séfety managemerdnd human factor principles and requirements

different countries, share lessons learned and encourage progress and harmonistitiongh active
participation in the SMICG.

Owner Activity sector Deliverable Date
EASA FS. Al Gwdqncétrammg - Continuo
material/best practice us

SPT.076  FDM precursors of main operational safety risks
EASA should, in partnership with the industry, complete the good practice documentation which suppo
inclusion of main operational safety risks suchrasway excursionRB, loss of control irflight (LOGI),
controlledflight into terrain(CFIJanR a! / Ay G2 2LISNI G2NARQ C5a LINR3

Owner Activity sector Deliverable Date
EASA SM.1 + EOFDM CAT Goodpractice document 2019

SPT.077 D22R LIN} OGAOSa F2NJ GKS AyidSaNIGAz2y 2F 2LISNI (2
EASA should, in partnership with the industry, establish good practices that help an operator in integr:
its FDM data with other safety data sources

Owner Activity sector Deliverable Date
EASA SM.1 + EOFDM CAT Goodpractice document 2019

5.1.2 Humanfactors andcompetence ofpersomel
Issue/rationale

Human factors and the impact on human performance, as well as competence of personnel are a key strategic enabl
As new technologies and/or operating concepts emerge on the market andatinglexity of the system continues
increasing, it is of key importance to have the right competencies and adapt training methods to cope with new
challenges. It is equally important for aviation personnel to take advantage of the opportunities preseniesv by
technologies to enhance safety.

The safety actions identified currently related to aviation personnel are aimed at introducing competendased
training in all licences and ratings, updating fatigue risk management (FRM) requirements and ifgcitiat
availability of appropriate personnel in CAs. These actions will contribute to mitigating safety issues in all domain
such as: personal readiness, flight crew perceptionorew resource managemenCRMN and communication, which

play a role in improving safety across all aviation domains.

What we want to achieve

Ensure continuous improvement of all aviation personnel competence.

How we monitor improvement

Measurable improvement in aviation personnel competence at all levels (flight crews, ATCO&AgN

How we want to achieve it: actions
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Rulemaking

RMT.0106

RMT.0188

RMT.0194

Certification specifications and guidance material for maintenance certifying staff type rating training
The main objective is to improve the level of safety by requitiveyapplicant for a type certificate (TC)
restricted TC for an aircraft to identify the minimum syllabus of maintenance certifying staff type rating tre
including the determination of type rating.

This minimum syllabus, together with the requirente contained in Appendix Il to Annex Il (Pé#) to
Commission Regulation (EU) No 1321/2014, will form the basis for the development and approvatast
typeratingtraining courses.

Owner Affected stakeholders
DAHsmaintenancepersonne] approvedmaintenancetrainingorganisations

EASAFS.1 (Part147), and CAs
PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
B ST i RMT.0106 201811 n/a n/a 2019 Q4

28/7/2014 18/9/2018

Update of EASA FCL implementingdes

A complete first review of PafCL addressing a number of issues to be clanifiemmended as identified b
industry and MS. It also establishes a flight examiner manual (FEM) and a first draft of the learning ob
(LOs). Some of these corrections and clarifications also pertain to alleviations for the GA community.

SeeOpinionNo 05/2017.

Owner Affected stakeholders

EASA FS.3 Flight kaminers, instructors, pilots, AT@sd DTOs

PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
B ST i FCL.002 201429 05/2017 2019Q3 2019Q3

2107/2011 17/12/2014  29/6/2017

Modernise the European pilot training system and improve the supply of competent flight instructors.
The task aims, whilst making useperformancebased rulemaking criteria, to

1. modernise and simplify the European pilobgining system

2. consider the recommendations from thex post evaluation of PafFCL commenced ird28 under EVT;6
3. consider the concept paper anstructors andexaminers developed undéhe former RMT0596,

4. introduce/transpose the latest ICA®nnex 1 and associated ICAO documents on the competesmgd
training and assessment (CBTA) concept for the appropriate licences and;ratidgs

5. extend the principles ofhreat anderror management (TEM) to all licences and ratings, as applicable.

EASAmay divide the task in 2 or more phases to give priority to improving the regulatory framework to fac
an adequate supply of instructors.

This tasknow incorporates the content oRMT.0596.

Owner Affected stakeholders

EASA FS.3 Pilots,flight instructors,flight examiners, ATOs, DT@s,operators

PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
B ST - 2019Q3 2021 Q3 2023 Q1 2025 Q1 205 Q1
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RMT.0196 Improve flight simulation training devices (FSTDiglelity
An ICAO harmonisation issue, as the main purpose is to include in the European provisions elements fr
Doc 9625 for the use of FSTDs in flight training. The task will also address three SRs and aims at includi
and findings fronthe loss of control avoidance and recovery training (LOCART) and RMT.0581 workin¢
results. Harmorgation with the FAA should be considered.

Subtask 1

The main objective of Work Package 1 (WP 1) is to increase the fidelity of the provisions tot sepo
approachto-stall training, as well as of the new upset prevention and recovery training (UPRT) requirem
as proposed by OpinioNo 06/2017 (RMT.0581).

Subtask 2
The main objective for Work Package (WP2) is to review the technical requirefoenitaining devices to
reflect their actual capability and technology advancement.

Subtask 3
The main objective for Work Package (WP3) is to address any relevant and appropriate emerging issue
relevant to the C&STDs including the feasibility for éeping CESTD requirements f@ower-lift/ tilt rotor

aircraft.
Owner Affected stakeholders
EASA FS.3 Air operators, ATODTOspilots, instructors, andlight examiners
PIA Proc 3rdC SubT ToR NPA Opinion Commission IR Decision
A ST i 1 RMT.0196 201713 n/a n/a 3/5/2018
15/7/2016  25/7/2017
2 201901 n/a n/a 2020 Q2
3 2021 Q n/a n/a 2022 Q4

RMT.0486 Align with ICACSARP®n ATCO fatigue management provisions
Align with ICACGBARPsN the subjecprovisions
This task is derioritised in accordance with criteria described in Chapter 3

Owner Affected stakeholders

EASA FSZ. ANSPs and ATCOs

PIA Proc 3rdC  ToR NPA Opinion Commission IR Decision
B- ST -

RMT.0544 Review Partl47
Amend Part147 in line with the conclusions of the evaluation report issued following EVAT.002

Owner Affected stakeholders

EASAFS.1 AMTOs and CAs

PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
n/a ST - 2019 Q1 2020Q3 2021 Q3 2023 Q3 2023 Q3

27 https://www.easa.europa.eu/sites/default/files/dfu/18D50946 Evaluation%20Report%2688ari47%20%28t0%20AB%29.pdf
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Rescue and firefighting services (RFFS) at aerodromes

The objective of thiRMTis to ensure a high and uniform level of safety by establishing minimum me
standards for rescue and firefighting personnel required to act in aviation emergencies. It will also ensu
the level of protection for rescue and firefightingADR ®rving alicargo or mail flights is proportionate to thi
type of traffic and their particular requirements. Finally, it will as well ensure a clearer implementation ¢
remission factor in general.

The RMWwill lead to changes at AMC & GM level ofthhas been split in two sutasks :

(1) 1st suktask: Remission factor, cargo flights, ékbe first subtask is completed. Decision 2016/009/R
published on 23/5/2016.

(2) 2nd suktask: RFFS personnel physical and medical fithess standards

Owner Affected stakeholders
EASA FS3L. CAs, ADBperators
PIA Proc 3rdC S ToR NPA Opinion l(;omm|55|on Decision
B ST ) 1 RMT.0589 201509 n/a n/a 2016/009/R
10/4/2014  9/7/2015 23/05/2016
2 2018 Q4 n/a n/a 2019 Q4

Technical review and regular update of learning objectives and syllabi for commercial licences (IR)

Technical review of theoretical knowledge syllabi, learning objectives, and examination procedures for
transport pilot licencd ATPL), MPL, commercial pilot licencBL(}; and instrument rating (IR).

Owner Affected stakeholders
EASA FSBCQB .
Team CAsATOsstudent pilotsand ECQB
PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
B ST - RMT.0595 201603 n/a n/a 8/2/2018
11/3/2015 9/6/2016
2021Q1 n/a n/a 2022Q1

Update of ORO.FC (evidenbased training)

A complete review of the provisions contained in ORO.FC filstgphase it will include the introduction of
evidencebased training (EBT) and competefmased trainingand assessmer(CBA) in the field of recurrent
training and other trainingelated implementation issues.

Thesecond phas@ A f £ Ay Of dzRS G(KS SEGSyarzy 2F 9.¢ (G2 2
course, type rating) allowing a single philosophy of training to the operator, #ricdgphasethat the will extend
EBT to other aircrafts types (e.g. helicagtebusiness jets) allowing a single philosophy of training acros:
industry. Alsgit will include other implementation issues on the trainirgjated rules brought to the attentior
of EASA

Owner Affected stakeholders
EASA FS.3 Pilots,flight instructors,flight examiners, ATOs arair operators
PIA. Proc 3rdC SubT. ToR NPA Opinion Commission IR Decision
A ST - 1 RMT.0599 201807 2019 Q2 2021Q2 2021Q2
5/2/2016 27/7/2018
2 2021 Q3 2022 Q3 2024Q3 2024 Q3
3 2024 Q3 2025 Q3 2027 Q3 2027 Q3
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RMT.0700 Aircrew medical fitnesg Implementation of the recommendations made by the EASA Germanwings
Task Force on the accident of the Germanwings Flight 9525

Preventive measurestemming from the Task Force

(1) carry out a psychological assessment of the flight crew before commencing line flying;

(2) enabé, facilitate and ensue access to a flight crew support programme; and

(3) perform systematic drug and alcohol (D&A) testing of flight and cabin crewemgployment.

In August 2016, EASA issued Opiniord®@016 updating PafrMED.

In December 2016, EASA issued Opiniorld2016 addressinghe safety issues identified by the EABA
Germanwings Task Force on the accident of the Germanwings Flight 9525

*The AB consultation replaced the NPA.

NOTE: Commission Regulation (EU) 2018/1042 will apply adfrémgust 2020.

Owner Affected stakeholders
EASAFS.2/FS.3 Pilots, AMESs, AeMCBAs
PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
A DP i RMT.0700 n/a* 09/2016 R(EU) 2018 Q4
20/4/2016 11/8/2016 2018/1042
14/2016 23/7/2018 n/a
9/12/2016

Research

RES.006 Effectiveness of flight time limitations (FTL)

The objective is to develop and demonstrate the due process for the assessment of the effectiveness of
FRM provisions as set in Article 9a of Regulation H8.965/20128. Particular emphasis will bgut on the
establishment and qualification of ¢happropriate metrics with a view to ascertaig the necessity for their
update towards improving flight safety by better mitigating the possibly associated risks

The Agency shall conduct a continuous review of the effectiveness of the provisionsningdbght and duty
time limitations and rest requirements contained in Annexes Il and Ill. No later than 18 February 20
Agency shall produce a first report tme results of this review.

Such review shall involve scientific expertise and shall &sedb on operational data gathered, with tr
assistance of MS, on a lotgrm basis after the date of application of this Regulation.

Owner Activity sector Deliverable Date
EC(H2020) CAT, HF Report 20194

28 CommissiorRegulation (EU) N®65/2012 of 50ctober 2012 laying down technical requirements and administrative procedures related to
air operations pursuant to Regulation (EC)246/2008 of the European Parliament and of the Cou@ilL 296, 25.10.2012, p. 1
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5.1.3 Aircraft tracking, rescue operations and accideniestigation

Issue/rationale

Safety investigation authorities have frequently raised the issue of lack of data to support investigations of lightaictdefits.

This is also related to the fact thagt aircraft are not required to carry a flight recorder. As regards large aircraft, the advent of
new technologies, as well as findings during safety investigations highlight the need to update the installation spasificatio
flight recorders.

The safety actions in this area are aimed at introducing normal tracking of large aircraft, improving the availabilitglepaiu
data recorded by flight recorders, assessing the need fdlight recording for light aircraft and the need to introdudata link
recording for inservice large aircraft.

What we want to achieve

Increase safety by facilitating the recovery of information by safety investigation authorities and thus helping to awad fut
accidents.

How we monitor improvement
Number of inestigated accidents or serious incidents in which flight dedianot recovered
How we want to achieve it: actions

Rulemaking
RMT.0249 Recorders installation and maintenance thereof certification aspects

The general objective of thRMTis to improve the availability and quality of data recorded by flight recorc
in order to better support safety investigation authorities in the investigation of accidents and incidents.
specifically, thikRMTis amed at modernising and enhancing the specifications for flight recorder installatic
board large aeroplanes and large rotorcraft.

Phase 1 of the RMT resett in the publication oNPA201803. Following the public consultation of said NF
EASA will deelop an opinion and a decisi@mendingCS25 and C&9. Topicsaddressed in phase 1 incluc
flight data recorder EDR/ cockpit voice recordeiGVRpower supply, means to automatically stop the recordi
after an accidentcombination recordersetc.

In phase 2 of this RMT, EASA will prepare a second NPA (planne@20r19), which will leado a decision
amendingCS25 and C£9. Topics addressenh phase 2 willncludedata link recording, serviceability of fligh
recorders, quality of recording of ®Yperformance specifications for flight recorders and deployable recort

Both phases will affect CS 25 and CS 29, but phasedlswilhiclude an opinion with a proposal to amend Ra

CAT.
Owner Affected stakeholders
Operators(of aircraft required to be egjpped with flight recorders)POA
EASACT.7 holdersand DOAholders
PIA- Proc 3rdC SubT. ToR NPA Opinion Commission IR Decision
1 RMT.0249 201803 2019Q1 2021Q1 2021 Q1
B ST - (MDM.051) 27/3/2018
18/9/2014
2 2019Q3 n/a n/a 2020 Q3
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RMT.0271 In-flight recording for light aircraft

Assess the need for-itight recording and make proportionate suggestions for categories of aircraft and t
of operation covered by the air operations rules for which there is no flight recorder carriage requirement

Owner Affected stakeholders

EASA FS.2 Operators (of aircraft not yet required to have flight recorders)

PIA Proc 3rdC ToR NPA Opinion Commission IR Decision

B ST - 25/7/2014 201703 2019Q1 2021Q3 2021Q3
3/4/2017

RMT.0294 Data linkrecording retrofit for aircraft used in CAT
Assess the need to introduce data link recording fesenvice aircraft in line with ICAO Annex 6 Parts | and

Owner Affected stakeholders
Operators(of aircraft required to be egippedwith flight recorders), POA holders
EASA FS.2
and DOA holders
PIA Proc 3rdC  ToR NPA Opinion Commission IR Decision
B ST - 2020Q1 2021 Q1 202 Q1 2023 Q1 2023 Q1
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RMT.0400 Amendment of requirements for flight recorders anaghderwater locating devices

Research
RES.013

All IRs were adopted with Commission Regon (EU) 2015/2338 however, the AMC & GM for
CAT.GEN.MPA 2QAircraft trackingr aeroplanespnd CAT.GEN.MPA.2(lcation of an aircraft in distress)
the rules for air operatins have not yet been issuedin addition, it has been identified that amendments
certification specifications may be necessary to facilitate the implementation of CAT.GEN.MPA.210.
SubT 1:ED Decision 2015/021/R: this Decision modified some of the AMICGM related to FDR and C\
serviceability (refer to CAT.GEN.MPA.195(b)). It also updated the performance specifications for two of -
parameters (refer to CAT.IDE.A.190d it clarified the scope of the performance specifications applicabl
the CVR (refer to CAT.IDE.A.185 and CAT.IDE.H.185)

SubT 2ED Decision 2015/030/R: this Decision completed the AMC and GM related to the serviceability
CVR (refer to ORO.MLR.100 and CAT.GEN.MPA.195(b)), the preservation of the CVR recordingcdienta
or a serious incident (refer to CAT.GEN.MPA.195(a)), the performance and installation of thranige!
underwater locating device (see CAT.IDE.A.285(f)). It also clarified the applicability of the data link re
requirements (refer to CAT.IDE195 and CAT.IDE.H.195)

SubT 3ED Decision 2016/012/R: this Decision updated the AMC and GM related to the protection of the
normal operation (see CAT.GEN.MPA.D%5 also introduced operational requirements for FDRs installec
aeroplanes and helicopters first issued with an individual CofA on or after 1 January 2023 (see CAT.IDE./
CAT.IDE.H.190). Finalllgis Decision clarified the time intervals eten two inspections of the FDR and C
recordings (refer to CAT.GEN.MPA.195(b))

SubT 4:ED Decision 2017/023/R: this Decision provided AMC and GM for the implementing rule on
tracking (CAT.GEN.MPA.205)

SubT 5:This Decision will provide the Cditiation Specifications, AMC and GM for the implementing rule
location of an aircraft in distress (CAT.GEN.MPA.210). The scope of this Decision encompasses air 0|
initial airworthiness and air traffic management.

Owner Affected stakeholders
EASA FS.2+CT.4 Aircraft operators and POA holders
PIA- Proc 3rdC SubT ToR NPA Opinion Commission IR Decision
B ST i 1 OPS.090 201326 01/2014 R(EUPR015/2338 2015/021/R
26/9/2012 20/12/2013 06/05/2014 11/12/2015 12/10/2015
2 n/a n/a n/a n/a 2015/030/R
17/12/2015
3 n/a n/a n/a n/a 2016/012/R
12/9/2016
4 n/a n/a n/a n/a 2017/023/R
14/12/2017
5 2019 Q1 n/a n/a 2019/Q4

Quickrecovery of flight data recordings

Assess means to recover flight recorder data quickly afteaccident for the purpose of faster corrective
actions, their limitations as well as the related challenges for standardisation and deployment.

Owner Activity sector Deliverable Date
EASA SM.1 CAT Report 2020
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5.1.4 Impactof security on safety

Issue/rationale

The safety actions in this area are aimatdnitigating thesecurityrelated safetyrisks.

The safety actions in this araéso include the mitigation dhe risks posedby flying over zones where anraed conflictexists.
Managing the impact of security on safety is a strategic priority.

What we want to achieve

Increase safety by managing the impact of security on safety and mitigating related safety risks

How we monitor improvement

Continuous assessment anatigation of security threats

How we want to achieve it; actions

Rulemaking

RMT.0648 Aircraft cybersecurity

The specific objective of this task is to mitigate the safety effects stemming from cybersecurity risks
acts of unlawful interference with the aircraft dward electronic networks and systems. To achieve
objective, it is proposed to introduda CS25 new cybersecurity provisions taking into account éxésting
special conditionand the recommendations of thASISFARAC group. The need to include similar provisi
in CS29, C7, CR3, CE, CETSO and &Swill also be considered.

Owner Affected stakeholders
EASA CT.7 Applicants for TC/STC for large aeroplanes or large rotorcraft
PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
A - RMT.0648
\Y, 17/5/2016 2019Q1 n/a n/a 2019 Q@

RMT.0720 Cybersecurityrisks

The specific objective of this task is to create a regulatory system which efficiently contributes 1
protection of the aviation system from cyberattacks and their consequences. To achieve this obje&ti
proposed to introduce a regulation covering all the aviation domains (design, production, mainter
operations, aircrew, ATM/ANBDR, which include highevel, performancébased requirements, and whic
is supported byAMC & GMandindustrystandards.

Owner Affected stakeholders
POA holdersAOC holdersAMGs (Part145), CAMG, ATGs, ATCOSATM/ANS
EASAS.4 .
providers, ADRperators
PIA Proc 3rdC ToR NPA Opinion Commission IR Decision
A ST \Y 2018 (& 2019 Q2 2020Q2 202 Q4 202 Q4
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Safety Promotion

SPT.071

SPT.078

SPT.100

Research
RES.012

Strategy forcybersecurity inaviation

Citizens travelling by air are more and more exposed to cybersecurity threats. The new generation of
have their systems connected to the ground in real tidietraffic management technologie®ly oninternet
and wireless connections between the various ground eEnand the aircraft. The multiplication of netwol
connections increasthe vuherability of the whole system.

In order to address those concernssteategy forcybersecurity inaviation will be developed jointly by theC
and EASA in closeordination with the European Strategic Coordination Platform (ESCP), which is conr
of representatives from the EC, relevant European Agencies and organgsdites andindustryassociations
as well as other worldwide regulatory partners and military organisations

This strategy will include, among others, actions in the following areas:
Information sharing

Research and studies

Event investigation and respsa

Knowledge and competence building

International cooperation and harmasstion

Regulatory activities and developmentiotiustrystandards

A A A A 4 4

Thisstrategy forcybersecurity iraviation, together with the wider cybersecurity strategy being implemen
in the EU for the protection of EU citizens against cybercrime, will pave the way for a secure and
transport system.

Owner Activity sector Deliverable Date
EASA, EC, MS ALL Strategy Paper 2019

Disseminatenformation on conflict zones

In the aftermath othe B777 MH17 accident, an EU hilgivel task force is working to define further action:
to be taken at European level in order to provide common information on risks arising from conflict zor

Owner Activity sector Deliverable Date
EASA SM.1 ALL Information toMSs Continuous

Safetypromotion on disruptive passengers
Developsafety promotion material to support operators with the reduction of the risks associated w
disruptive/unruly passengers.

Owner Activity sector Deliverable Date
EASA SM.1 CAT Safety Promotion 2019
material

Cybersecurity: commomeronautical vulnerabilities database

Develop avulnerabilities database in order to collect, maintain and disseminate information about disco
vulnerabilities targeting major transport information systems. The project would include the identificati
the type of information that this database wtil contain, how this database could be populated and how
can take advantage of the database in order to obtain an accurate landscape of cybersecurity risks. I
also include agrototype phas€with some initial population.

Owner Activity Sector Deliverable Date

EASA SM.1 ALL Database 2021

Page700f 170



European Plan for Aviation Safety (EPAS) 22023
2 Safety

g

5.1.5 Oversight andstandardisation

The safety actions in this area are aimed at addressing issues emerging from standardisation activities, with focus
the safety oversight responsibilities of the 81Fhe conclusions of the EASA 20AR8&re also taken into account.

Issue/rationale

Authority requirements, introduced in the rules developed under the first and second extension of the EASA scope
define what MSare expected to implement when performingersight of the organisations under their responsibility.

In particular they introduced the concept of rigkased oversight with the objective of addressing safety sl a
consideration to efficiency.

This section includes actions focusing on suppgrthe implementation of thesauthority requirements by updating
inspector qualifications, enabling the implementation of #ssed oversight, supporting and fostering the
implementation of cooperative oversight through the sharing of best practicdsgaimdance, dedicated workshops,
etc.

The increaseccomplexity of the aviation industry and the number of interfaces between organisatiatisfor
improved cooperation betweethem, their contracted services and regulatofi® facilitate the implementatio of
cooperative oversight, EASA worked with ®s of four MSon a trial project and published the outcome in February
2017°. However gtandardisation activities show that cooperative oversightot yet implemented at a satisfactory
level and thatCAs,with the exception oh few cases, have not sufficiently invested to address these elements.

What we want to achieve

A robust oversight sysm across Europe, where each i§/ble to properly discharge its oversight responsibilities,
with particular care tothe exchange of information and cooperation with oth€As to the implementation of
management systesin allorganisationsas well aso ensuingthe availability ofadequate personnel in CAs.

How we monitor improvement

Significant increasim the number of EASA M8nplementing riskbased oversight as well as increas¢he number
of EASA M$Smaking use of the cooperative oversight provisions for organisations/persertified by the CA of
another MS.

Section 4.2roposes to monitoMSSQ 2 GSNB A IKG OF LI 6 Af A GASaAMS gcdriremneatS in & G |
aviation organisationsespectively.

How we want to achieve it: actions

EASAas identified the followig areas fofocused attention, where a joint effort from the M8nd EASA could bring
the expected improvements

29 Cooperative Oversight Trial June 2eM18y2016; cfhttps://www.easa.europa.eu/documenlibrary/generatpublications/cooperative
oversighttrial
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Rulemaking
RMT.055 Update of the rules on air operations (Air OPS Regulatiorall Annexes & relatedAMC & GN)

T Improvethe authority and organisational requirements of the Air OPS Regulation taking into ac
identified implementation issues;

T  Better identify inspector qualifications;
T  Take into account new business models, as appropriate;
T  Take into account the developmeaf any lessons learned from the implementation of SMS;
T  Ensure compliance with the ICAO Standards And Recommended Practices (SARPS);
T  Address identified safety issues such as pax seating and briefing;
T GA Road Map issues.
Owner Affected stakeholders
EASA FS.2 All operators and 8s
PIA Proc 3rdC ToR NPA Opinion Commission IR  Decision
RMT.0516 & 201505 04/2017 2019 Q2 2019 Q2
A- ST - RMT.0517 27/11/2015 29/6/2017
16/9/2013

Focusedattention topics

FOT.003

FOT.007

FOT.008

Unavailability ofadequate personnel in competent authorities
MSs to ensure that adequate personnel is available to discharge their safety oversight responsibiSés
Standardisation to monitor the availability of staff CAs

Owner Activity sector Deliverable Date
EASA F&d MS ALL SAR Annually

Cooperative oversighin all sectors

EASAwiIll ensure thatthe EASA standardisation inspections monitor whetttee applicable authority
requirements are adhered tm all sector® ¢ KS 2062SOGA GBS Aa (2 Sy adzNdily
assessedknown to the relevant authorities and that those activities are adequately overseen, either wi
without an agreed transfer of oversight tasks.

In paralle] EASAwill continue to supportCAs inthe practical implementation of cooperative oversight, e.
benefiting from the outcome of thérial projectsconducted betweerJK,NO, FR, CZ, as wellwith exchangse
of bestpracticesand guidance.

Owner Activity sector Deliverable Date
Feedback from

EASA EMS ALL o 2019
standardisation

Organisationamanagement systenin all sectors

EASA will ensure that the EASA standardisation inspections pay due attention to the ability ob€zes$mnd

2OSNRBRSS GKS 2NHIyA&AlIGA2yaQ YIylF3aSySyid aeadsSy Ay
This will focus irparticular on safety culture, the governance structure of the organisatitime interaction

between the risk identification/assessment process and thé&lH | y A dnbniiokirg) yp@cess the use of
inspection findings and safety information such as occurrences, incidents, and accit@atshould lead CAs 1
adapt and improve their oversight system

Owner Activity sector Deliverable Date
Feedback from

EASA EMS ALL o 2019
standardisation
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5.2 CATby aeroplane

During 2017 there were no fatal accidents involving European A@ders performing CAT passenger/cargo
operations with aeroplanes having a maximum tafeweight above ¥00kgd K SNB I F (1 SNJ NB ¥ SNNB R
2 LIS NI il this/cat€yory there were 15 nonfatal accidentshowever,the number of norfatal accidents was
lower than the average of the previous-¥@ar period.

In 2017the number ofserious incidentsn this category increaseid comparison to the average of the previous 10
year period with 99 serious incidents recorded in 2017 in comparison to thgel period average of 79,2.

This operational domairemainsthe greatest focus of the EASA safety atitigi The CAGs andBswill help EASA to
learn more about the safety challenges faced by airlines and manufacturers

5.2.1 Aircraft upset in flight LOGCI)
Issue/rationale

Loss of control usually occurs because the aircraft enters a flight regime iglugtside its normal envelope, usually,
but not always, at a high rate, thereby introducing an element of surprise for the flight crew involved. Prevention of
loss of control is a strategic priority

Aircraft upset or loss of control is the most commagident outcome for fatal accidents in CAT aeroplane operations.

It includes uncontrolled collisions with terrain, but also occurrences where the aircraft deviated from the intended
flight path or aircraft flight parameters, regardless of whether the fligtew realised the deviation and whether it
was possible to recover or ndt also includes the triggering of stall warning and envelope protections.

What we want to achieve
Increase safety bgontinuously asse@sgand mproving risk controlsto mitigate the risk of loss of control
How we monitor improvement

Continuous monitoring of safety issues identified in ATSafety Risk Portfolio for CAlrline and NC®usiness
aeroplane operationgref: ASR2018, Section 2.1

How we want to achieve itactions

Rulemaking
RMT.0397 Unintended or inappropriate rudder usage rudder reversals
T To propose an amendment of @S to protect the aeroplane against the risk of unintended
inappropriate rudder usage. This may be achieved eithaakiyng actions to mitigaterroneous rudder
inputs from pilots to ensure safe flight, or by proposamjionsthat will ensure pilots will not make the
erroneous rudder input.
T To determine if retroactive specifications are suitable for already certified large aeroplanes. In ca
positive answer, to propose Pa26/CS26 standards, eventually includirapplicability criteria. Those
standards may differ from the ones proposed forZ5Samendment.

Owner Affected stakeholders

EASA CT.7 DAHs

PIA Proc  3rdC ToR NPA Opinion Commission IR  Decision

B ST i RMR.0397 201718 n/a n/a 20184
30/5/2017 27/11/2017
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RMT.0581 Loss of control prevention and recovery training
Review of the provisions for initial and recurrent training in order to address UPRT. The review will also .
the implementation of the ICAO documents and sev&@k. Other aspects to be covered are manual airc
handling of approach to stall and stall recovery (including at high altitude), the training of aircraft configu
laws, the recurrent training on flight mechanjesd training scenarios (includinige effect of surprise).
This RMT is splitio multiple deliverables. See the relatedRon the EASA website.
Note: Recurrent and conversion training provisions related to UiAR& already published in May 2015. The
have beerapplicable as of May 2016.

Owner Affected stakeholders
EASA FS.3 Pilots, instructorsflight examiners, ATQand Air Qoerators
PIA Proc 3rdC  ToR NPA Opinion Commission IR  Decision
RMT.0581 and
A ST - RMT.0582 201513
20/8/2013 1/9/2015 n/a n/a 4/5/2015
06/2017
29/6/2017 2019 Q2 2019 Q2

Safety Promotion
SPT.012 Promote the new European provisions on pilot training
The objective is to complement the new regulatory paggkan UPR&and EBTvith relevant safety promotion

material.

Owner Activity Deliverable Date
sector

EASA FS.3 ALL, HF  Safety Promotion 2019

Research

RES.00 Ice crystal detection
Ice crystal icing phenomenon is still posing a severe threat todlighde flying, in particular to new engine
designs. Pilots have little or no means to detect and/or avoid it, especially at night. A research is propos
order to better detect the presence of ice crystal icing and to develop an equipment suitatiégetct such a

phenomenon.
Owner Activity Sector Deliverable Date
EASA SM. CAT Report 2022

RES.017 Icing hazard linked teupercooledlargedroplet (SLD)

Characterisation of phenomen8&l(Ocing) and analysis of impact/mitigation for safety in order to develop
relevant airworthiness standards and means of compliance

Owner Activity Sector Deliverable Date

EASA SM. CAT Report 2022
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