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European General Aviation Safety Strategy
Introduction

This paper is the response by the appointed granpgx 2) to the EASA Management Board'’s (MB)
request on 13th March 2012 for a summary of prop@senciples and guidelines on the regulation of
General Aviation (GA), including rulemaking, ceitdtion (as appropriate), oversight and
standardisation.

The board’s request followed the submission of papers in March, one from EASA and a joint
paper from Europe Air Sports (EAS) and InternatioAacraft Owners and Pilots Association -

Europe (IAOPA). This followed the MB’s discussiomsDecember 2011 to put the future regulation
of GA on its agenda.

The present document is the result of the grouigsudsions and of the feed-back received from the
EASA MB of June 8, 2012. It is supported by a more detailed discurspaper but without repeating
points made earlier, where possible. Referencehi® discussion paper will be useful to better
understand the rationale supporting the considerathind proposals of this document.

It is essential to propose a new approach in thg @A is considered, which can prevent placing
undue burden on these activities, which might tiereahe very existence of the sector, whilst
preserving an appropriate level of safety.

Aims and Objective of this paper

The primary aim of this paper is to propose keyngpgles and guidelines. But it represents something
far more than this. It signals a genuine attemirbog about a change of approach in how to achieve
an acceptable level of safety by, and sustainaitied for, GA.

It also reflects deep concerns from the GA seotprasentatives, built up over some years now,

concerning the overall EU regulatory approach ta GA

Requested Management Board actions

1. To consider the paper and to endorse the prdgwsaciples and guidelines.
2. To approve the recommended actions AO — A9diatehe end of this paper.
Background

Most background information is contained in Annexolthis paper and in the joint EAS / IAOPA
paper. However it is pertinent to draw attentiomeh®o ICAO Annex 6 Part Il, set out in the
supporting group paper, from which the followindrexts are quoted:

“Level of safety. The Annex should ensure an aatdptlevel of safety to passengers and third pa(tigrd
parties meaning persons on the ground and persotigeiair in other aircraft). Also, as some int¢iorzal
general aviation operations (typically under 5.74)....... it was therefore, accepted that the pagein
international general aviation aircraft would netcessarily enjoy the same level of safety as the-gdaying
passenger in commercial air transport”.

“The Commission endorsed the philosophy....for shéety of operations in hon-commercial operatiohens
travel is not open to the general public. In supkrations the Standards and Recommended Pracéeesnot
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be as prescriptive as those in Annex 6, Part |,tdube inherent self-responsibility of the owned gilot-in-
command. The State does not have an equivalent Gfutare’ to protect the occupants as it doe$dm-paying
customers in commercial operations”

Scope

The sub-sector of GA addressed in this paper comers complex aircraftoperations with an
emphasis on non-commercial operations. This embraeeoplanes, helicopters, sailplanes (gliders)
and balloons (including airships). Their uses rafigen purely sport and recreational activities to
general private flying, owner-operators own busingse through to some commercial activities such
as aerial work, all of which are included in thege of the proposed approach.

The key element of the proposed approach is tlgatlagon for GA must be proportionate: specific
activities should lead to specific requirementst it for the risk to mitigate. Consequently thegp
chose to adopt a wide area of applicability, andgiples and guidelines of a sufficiently general
nature to be used as appropriate in different caBes does not preclude that, when coming to
specific regulation elaboration, it will be necagda identify very precise boundaries for applicat

Rationale on certain key issues
1. Why GA should be treated differently to CommercialAir Transport (CAT)

It is important to recognise the differences betweemmercial and non-commercial environments
from a safety management perspective.

a) Control of Risk. End-use stakeholders in non-CAT aviation gengfalve much more ability
to assess and control the risk of the operatiormémy cases, with the exception of very
limited risk to third parties, the operators are ¢imly stakeholders exposed to risk.

b) Level Playing Field In the competitive CAT market, driven by a profibtive, a level playing
field between actors is necessary to ensure thHatysdoes not enter a vicious downward
spiral.

c) Cost Burden and Economies of ScaleCAT operations are typically much more repetitive
than non-commercial operations. CAT aircraft magyup to 4,000 hours p.a. whereas non-
commercial aircraft may typically fly only 50 to Qthours p.a. This leads to significant
economies of scale for CAT in dealing with fixedsto and other resource requirements
including those generated by regulatory compliance.

d) Flexibility . CAT operations are usually planned in detail dwvaace with a limited need for
short-term flexibility. By contrast, non-CAT opei@ts are often planned at relatively short
notice, tend to be dynamic and may even be oppistictife.g. highly weather dependent).

e) Private flying including sporting and recreational / leisure @wia as well as personal
transport. This form of flying has only one thimgcommon with CAT, the 3-dimensional
aspect and only three areas of overlap or adjapeimity, which are use of airspace,
communications frequencies, and some airports.

! ‘Complex aircraft’ being as defined in the BasigRlation art. 3 (j) :

(i) an aeroplane with a maximum certificated taKentass exceeding 5 700 kg, or certificated foraximum passenger seating
configuration of more than nineteen,aartificated for operation with a minimum crew o¢fi@ast two pilots, oequipped with (a) turbojet
engine(s) or more than one turboprop engine, or

(ii) a helicopter certificatefbr a maximum take-off mass exceeding 3 175 kdpoa maximum passenger seating configuration aemo
than nine, ofor operation with a minimum crew of at least twio{s, or

(iii) a tilt rotor aircraft;
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GA must therefore be treated as a sector in its igitt and not as a watered-down “Commercial Air
Transport (CAT) by—product.”

2. Risk based approach - a proposed acceptable riskdrarchy

Different stakeholders may demand and deserveferalift approach to risk management. Some sort
of hierarchy is proposed as follows, in descendirttgr of ‘risk averseness’

Uninvolved third parties

Fare-paying passengers in CAT

Involved third parties (e.g. air show spectataigort ground workers)
Aerial work participants / Air crew involved aviation as workers
Passengers (“participants”) on non-commercights

Private pilots on hon-commercial flights

ourwNE

It is therefore highly desirable for GA regulatitmconsider first the simplest cases of aircrafiigie
production, licensing and operations etc, andrggtiie minimum requirements for these cases, then
developing specific requirements for less simpkgesa(in terms of aircraft design, production oretyp
of operations) to be progressively added to copeci§ic items.

This “building block” methodology should be promdten GA regulatory structural design. It is the
approach being adopted in the work of the currekb& Part M Task Force, though the work of the
Task Force is constrained by the framework of timeent Basic Regulation and Implementing Rules.

The aim is that the various GA activities are eigmat by operators and pilots having the necessary
competences to properly manage the risks assodidgtiedheir specific activity.

3. Level of safety

As highlighted by ICAO and for the reasons menttbabove, the level of safety expected for GA
may not be the same as the one required for CA&.aMailable data in various European States show
that the currently observed level of safety for &#ivities — in particular the least complex onés -
currently indeed not as high as CAT's.

Public perception seems to accept the currentdesfesafety demonstrated by the GA community. It
is however essential not to compromise that levetadety, by the modification of the regulatory
approach.

The group considers that the regulatory approachotsthe sole method of assuring a minimum
acceptable level of safety, but that both educadiath the development of an improved safety culture
across the community are equally valid. A morerhlibattitude to product approvals is also expected
to promote innovation and to lead to the rapidodtrction of more modern and safer equipment.

Applying safety management principles, careful ranvig of the evolution of the GA safety situation
will be of high importance, to be able to take aymprate measures (not necessarily new regulatams,
mentioned above) to ensure the safety level renagpsopriate.

Transparency for the participants to GA activitelt have to be increased: they need to be adefyuate

informed that the level of safety they will encoemmay not be the same as in a commercial air
transport flight, in order for them to understamd accept the level of safety knowingly.
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4, ‘Grandfather Rights’

For years, before moving towards common safetysrdée aviation in Europe a large range of
activities had grown under national regulationg] arividuals have acquired their “rights to flyi i
different countries.

The development of EU common rules is a step faiwar ensuring free circulation of people and
products, for ensuring where necessary a levelmqddield, and for continuous promotion of safety.

However, due to the large diversity of former nadéibregulations and situations, and to the absehce
a convergence period where rules would have beendmised as happened in CAT, implementation
of new common EU rules will result in preventinge tbontinuation of some activities for some
participants. While existing rules do not nece$gaemain relevant, and while some practices may be
effectively improved by new rules, existing pap@nts should be treated with more flexibility than
newcomers in cases where no demonstrable safdteprar unfair competition has been identified.
Additional requirements for transition to the nemles are a case in point : where new absolute EU
standards cannot be met (such as LAPL medical atday previously qualified pilots, who have
flown satisfactorily and safely with a particulamdlition, will be disenfranchised.

5. CAT vs Non-CAT

A common characteristic of everything other thamuowrcial air transport is that the purpose of the
flight is not to transport fare-paying passengdmst moreover to offer specific activities to the
participants in the flight (e.g. sports, recreation; or in the case of aerial work, to provide
professional services in which the transportedgressre involved participants.

In this respect the user (operator, pilot, sometiperticipant involved in the operation of thellipis
motivated, and is also well placed, to assess a@baird accept the risks associated with the agfivit
different to a flight involving air transport “consers”.

In this context it should be noted that the curafinition of "Commercial Operation” in Regulation
216/2008 is problematic as it may be interpretethesiding various small-scale GA activities which
have traditionally been considered as non-commileirtienany Member States (e.g. cost sharing by
private individuals or A-A introductory flights ian aeroclub). Unless the definition is modified to
focus on actual professional business activitiesill be difficult to regulate GA in a proportiotea
manner.

6. Interactions with CAT

Although fundamentally distinct from CAT some oEtBA activities interact with CAT operations,
especially in terms of sharing the same airspaaarports. This ability to safely use a common area
must be maintained without creating additional tiskCAT or GA. This must be taken into account in
the building block approach by requiring GA pilétsshave appropriate competency and participating
aircraft to be appropriately equipped, in regarthttype of airspace or airports that they use.

7. GA community responsibility

Adapting regulatory constraints to GA activitiesvezds more proportionality will undoubtedly place
more responsibility on the GA community. The appiatie partnership between regulators and users
to promote and maintain safety culture will haveb® found. In this perspective, it could be an
efficient way forward to organize this bearing eSponsibility through formal delegation of tasks
from the national authority to competent users’amigations.The use of the Qualified Entity
mechanism could benvisaged if issues coming out of application ohé&x V criteria — scope and
conflict of interest provisions - could be overcofng a flexible approach appropriate to users’
organisations in GA, especially at the recreati@mal sports level.
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Recommendations

The proposed European GA Safety Strategy is bpidtnua limited set of basic principles, listed
hereunder.

Principles

P1. One size does not fit all. GA should be hahdjaite separately from CAT and merits a
different, proportionate approach based on an aabkprisk hierarchy.

P2. Adopt a philosophy of minimum necessary rubesi§ing on the main risks.

P3. Adopt a risk-based approach to targeted safétiatives and rulemaking, based on risk
assessment, and supported by empirical evidende iform of good quality accident rate and causal
data from which statistically significant trendg &entified.

P4. Protect ‘grandfather rights’, unless there demonstrable and statistically significant safety
reasons for not doing so.

P5. Minimise bureaucracy and apply EU "Smart Ratiuh Principles"”, taking into account the
specificities of GA.

P6. Make best use of available resources of egpeaind devolve responsibilities and delegate
tasks to the level where they can be exercised effisiently, including to GA organisations.

Guidelines and actions

In order for these principles to be effectively Ieypented, a set of guidelines (G) and actions (&) a
recommended. Detailed recommendations are fouttikiliscussion paper and are summed up in its
Annex 1.

Guidelines

P1. Proportionate approach, quite separate from CA

G1.1: Recognize GA does not achieve nor necessarilyadinraching an equivalent level of
safety as CAT, and ensure this is understood bgAlparticipants.

G1.2 Do not start work from existing regulation whitlas essentially been designed for
CAT, but take a fresh approach by establishing ndreand what regulations are most appropriate to
GA in all fields: initial and continuing airworthéiss, licensing, operations, airports, and ATM.

P2. A philosophy of minimum necessary rules

G 2.1 Draft regulations on a “minimum necessary” anacifsed on the main risks" basis for
the relevant activity, starting from the simpleases in terms of design and operations, and adding
"building blocks" as necessary to cope progresgm@h more complex issues and environments, and
possible interfaces with other aviation users.

G 2.2: Where GA can interact with CAT, develop appraf@imeasures, including regulations
as necessary, to prevent undesired events.

G 2.3 : Consider favourably new proposed technologies byi®&nd manufacturers, and
demonstration of enhanced safety through an inh@/approach
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P3. Adopt a risk-based approach
G 3 Always consider alternative means to regulatimcjuding the "do nothing" option,
based on robust risk assessment and cost benalffsemethodologies specific to the sector.

P4. Protect "Grandfather rights"

G 4.1 Give specific attention to transitional arrangeise so that no activity is stopped,
including unexpected specific cases, if it had naided a statistically significant safety issuepto
the implementation of the new rules. Rely on progeempetencies, and on NAAs’ oversight and
reporting to the Agency for transparency and siganingood practice.

G 4.2 Accept flexibility for continuation of specifiotal activities under NAA responsibility
when they have not proven harmful to safety, todampetition or to free circulation.

P5. Minimise bureaucracy and apply the EU "Smart Rgulation Principles”

G 5.1 Improve the dialogue with users, starting at teey first step of the rule making
process, when the “do nothing” option is consideesd give appropriate explanations throughout the
process in response to comments in particular wiese comments are rejected.

G 5.2 Have more confidence in participants to ‘do tightr thing’, thereby reducing the
multiple layering ofa priori safety nets, and focusing more on declarative psEand individual
commitment for managing safety, subject to appedpridownstream oversight by the NAA.

G 5.3 Give special attention to clarity and lack oftaguity in proposed regulations in order
to facilitate the GA community’s understanding.

G 5.4 Put more emphasis on soft law than hard lawit limplementing rules to required
objectives, and develop technical means in industandards, in certification specifications or in
acceptable means of compliance supported by detgilielance material, to be defined with users; use
standardisation to check relevance and assurendisation of best practices.

G 5.5 Take into account the best global practices fé;, Girough consideration of various
practices inside and outside EU.

G 5.6 Adopt a more comprehensive ‘competency based'ogoh for personal licensing.
G 5.7: Do not impose inappropriate pressure to build megulations and give all necessary

time for a sound rule-making process in order tatgéght at the first iteration.

P6. Make best use of available resources of expesiand delegate responsibilities to the appropriatevel
G 6.1 Give appropriate privileges to approved orgaiosatto achieve proportionality.

G 6.2 Through an appropriate partnership, enable déeoltand delegation of tasks from
National Authorities to competent users’ organdsagi
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Actions to be taken and next steps

To implement the principles in line with guidelintee following actions should be launched:

A 0: The Management Boartb invite the European Commission to present fatoesement this
proposed European GA Safety Strategy to the EAS#IGittee by October 2012.

A 1: The Management Board to invite the Member Statedeantify with the Agency before the end
of October 2012, specific GA activities (such astaharing by private individuals, charity flighis
A-A introductory flights in an aeroclub) that thelo not consider as commercial air transport
activities. On the basis of a review of this surbgythe Agency, the Commission to clarify before
April 2013 the interpretation of ‘commercial opéoas? in relation to certain GA operations. If
necessary propose a change to the definitions én Gbmmission Regulations and / or Basic
Regulation, so that the focus on actual professimmsiness activities is explicit.

A 2: The Agency to develop and publish before July 2di€&nal guidance material to ensure that the
new rule making process is implemented consistemitly the above guidelines when applied to GA
activities. This should include explicit checkingdaa statement of compliance with the above
principles and guidelines at various steps (RIAANERDY’ of the procedure.

A 3: The Agency, and the Management Board to invite Members States, to devote specific
attention to ensuring the proposed regulationstheid implementation are kept as simple as possible
When necessary the Agency should provide explapagoidance in "plain language" to assist
regulated individuals in understanding the requéeta with which they are required to comply.

A 4: The Agency to implement a specific mechanism éndtandardisation process that would enable
best practices in GA to be identified, subject ke tproactive participation of the GA users’
representatives, and disseminated to the GA contgumni close interaction with the rulemaking
process. A specific item on sharing of good practbould be part of the agenda of standardisation
meetings.

The Agency, with the users, to incorporate in tmechanism a way to take into account, when
relevant, best practices from non-EU countries withnificant GA activity. The example of the US
Light Sport Aircraft category should be consideasdan interesting starting point.

A 5: The Management Board to invite the users to suggeend of October 2012 to the Agency a
short list of items for which non compliance wittetabove principles and guidelines would have an
important impact and that could be solved quickiyhva minimum regulatory work (for example,
clarifying an interpretation).

A 6: For existing textsthe Management Board to invite the users to ifiemtnd transmit to the
Agency and Members States before the end of NoveB@# the key problems arising from aspects
which do not comply with the above principles anddglines or cannot readily be implemented in
accordance with them, including for example proldenith application of Annex V to the Basic
Regulation, or use of industry standards for prodymprovals. On this basis the Agency to set up
before March 2013 an ordered review process toesddthis situation, including, as necessary,
proposed changes to the Basic Regulation

In the meantime Member States, the Agency and tmndssion to consider and agree how
these principles and guidelines might be used @paming and assessing cases under the flexibility

2 Basic regulation art.3 (i) : ‘commercial operatishall mean any operation of an aircraft, in netfor remuneration or other valuable
consideration, which is available to the publicwinen not made available to the public, which isgrened under a contract between an
operator and a customer, where the latter has minat@ver the operator;

® Regulatory Impact Assessment, Notice of Proposeeémiment, Comments Response Document
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provisions to use consistently between them theqahares under Article 14.4 or 14.6 of Regulation
216, where legally possible.

A 7: For texts in preparation and on going workscording to their degree of advancement, the
Agency and Member States to consider the aboveiphas and guidelines to orientate the work, or to
prepare comments and discussions, including in @bogy. This must be implemented as a matter of
urgency for the texts currently in the Comitologsogess(parts OPS-SPO, OPS-CAT-sailplanes,
OPS-CAT-balloons).

A 8: The Agency to consider and present to the Managemeard in March 2013 a study and
possible adaptation of its internal organisationagsure that GA matters are given the necessary
resources and attention at the appropriate manadelenel, that they are dealt with consistently
throughout all directorates in accordance with @&bguinciples and guidelines, and that GA
stakeholders can have easy access to the stéit dfigency responsible for GA matters.

A 9: The Management Board to invite key GA users’ repngative organisations to propose to the
Agency by the end of 2012 a team of representaéugsowered to represent GA users in the dialogue
with the Agency, the EC and the National Authositie

The Agency to establish by mid 2013 a GA Subgrduph® Safety Standards Consultative Committee
(SSCC) in ordeto periodically examine the implementation of thisw approach to GA and the
efficiency with which it is done.
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Annex 1
Discussion Paper on European GA Safety Strategy

See separate document
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