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Abstract: In the implementation of aviation regulations in the field of civil aviation in the EU region 
or individual regions, we are facing various problems that need to be successfully overcome. It is nec-
essary to realize that the EU space is part of a global civil airspace where it is necessary to follow the 
global standards that we implement in the aviation field. The holders (individual countries) entering 
civil aviation have a diverse degree of development of aviation regulations, and aviation safety is, 
however, globally our common asset. The purpose of the paper is to identify key safety factors, sys-
tematically display sectoral regulations and analyse civil aviation regimes. In the paper, scientific and 
professional literature in the field of civil aviation and regulations in the field of civil aviation has been 
analysed with the aim of further surveys of civil aviation safety management. Based on the analysis, 
we find that aviation regulations, their implementation and, consequently, civil aviation control have 
a significant impact on the safety of civil aviation. The usefulness of the analyses collected will help 
further research and deepen the content of civil aviation safety. By collecting, sorting, reviewing and 
analysing the relevant literature (especially the regulations that represent the conditions for aviation 
safety management), the purpose of placing the basic notion of aviation and regulations has been 
achieved. This establishes a uniform starting point for further research work.
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1. INTRODUCTION

In order to understand the topic under consideration, it is first necessary to define and 
uniformly understand the basic concepts that define the field. These concepts are: civil avia-
tion, civil aviation safety processes and sectoral regulations.

1.1 Civil Aviation
Aviation is one of the youngest forms of transport of people and goods. In addition to 

speed and low cost, aviation has become an important and key factor in global economic 
and social development. We begin in 1903, when the Wright brothers made their pioneering 
flight (Padfield & Lawrence, 2003).

The true beginnings of the history of civil aviation date back to the aftermath of World 
War I, when air travel began to take place on a truly large scale. The volume has been grow-
ing steadily ever since. From the end of World War II to the first oil crisis in 1973, aviation 
grew at double digits in annual growth rates. Technological development and innovation 
have played a major role in this growth. The major milestones were the introduction of tur-
bo-propeller aircraft in the early 1950s, with the introduction of the Douglas DC-3, which 
was able to carry 32 passengers to 4.6 tons of cargo in the 1960s, through the introduction of 
overseas reactors in 1958, wide-openers and the introduction of newer engines in the 1970s 
and later the introduction of increasingly advanced avionics (instruments and aeronautical 
devices), up to the latest technology advances, with the introduction of the Airbus 380 with 
a capacity of 544 passengers in the standard cabin version, up to 855 passengers in the A380 
Economy version or as much as 338 tons cargo capacity (Airbus, 2016; AIRBUS SAS, 2005; 
Callander, 2011; ICAO, 1959, 2018a, 2018b; Schmitt & Gollnick, 2016; Sochor, 1991). Tech-
nological developments have resulted in higher speeds, higher capacities, lower unit cost 
and, as a result, lower airfare.

The reasons presented, combined with an increase in real revenues, an increase in 
people’s leisure time, the need for business travel due to internationalization and the global-
ization of business, result in an explosion in the need for air transport. This is even greater 
in the less developed part of the world.

Civil aviation is a global business, both in aviation and transportation, as well as in 
aviation production and significant aviation training. In Europe, the aviation sector contrib-
utes € 500 billion to the European Union (EU) (EU GDP) gross domestic product (GDP) and 
employs 3.1 million people (European Commission & ECORYS, 2009). Globally, aviation 
employs 56.6 million people directly and indirectly, contributing $ 2 trillion to GDP (GDP). 
Airlines fly 2.5 billion passengers a year and deliver $ 5.3 trillion in cargo (International 
Civil Aviation Organization [ICAO], 2013).

1.2 Civil Aviation Safety Processes
The aviation volumes described, the growth to date and the expected doubling of avia-

tion volumes over the next ten years (CAE Oxford, 2017, 2018) have increased and increased 
the likelihood of occurrence of hazards, including accidents, thereby reinforcing the reasons 
for increased aviation safety concerns. In view of the above, and in order to ensure the future 
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growth of aviation capacity, a proactive risk management approach is required, with the 
strategic development of regulation and the necessary aviation safety related infrastructure.

The following are some basic definitions related to civil aviation safety.
•	 Safety; in the context of aviation: A situation in which the possibility of endan-

gering people or causing material damage is reduced to, maintained at, or maintained at 
an acceptable level through a continuous process of identifying and managing safety risks 
(ICAO, 2013a, 2013b). Risk means that circumstances, procedures and actions deviate from 
every day (routine) ones. Risk assessment is crucially dependent on the fact that risks gen-
erally cannot be completely eliminated, even with daily routine procedures, not - such risk 
decision making / assessment then goes from routine to routine that allows for dangerous 
overlook (ICAO, 2013a, 2013b). 

•	 Safety Risk: The expected likelihood and severity of a consequence or outcome 
arising from an existing hazard / situation (ICAO, 2013a, 2013b). 

•	 Hazard: A condition or object with the potential to injure people, cause damage to 
equipment or facilities, destroy equipment, or impair the ability to perform intended func-
tions (ICAO, 2013a, 2013b). 

•	 Safety Culture: The usual perceptions and beliefs of members of a particular or-
ganization that relate to public safety and can affect the behaviour of members of an organi-
zation (ICAO, 2013a, 2013b).

•	 Safety Management Processes are concerned with identifying hazards that ad-
versely affect safety. These processes also provide effective and objective mechanisms for 
assessing the risks posed by the risks and for implementing ways to eliminate or limit the 
risks posed by them. The result of these processes is to facilitate the achievement of an 
acceptable level of safety by the balanced allocation of resources between production and 
safety. In terms of resource allocation, the term Safety Space is useful in describing the 
achievement of a proper balance. A safety space is an area where an organization seeks bal-
ance between desired products while maintaining the necessary safety protections through 
the controls of safety management (ICAO, 2013a, 2013b).

Safety management has evolved over the years in line with the development of aviation. 
While recognizing that an aviation system cannot exist completely without the dangers and 
associated safety risks, eliminating aviation accidents and / or serious incidents remains 
the ultimate goal. Human activities or human-built systems cannot guarantee the complete 
absence of operational errors and their consequences. Safety is therefore a dynamic feature 
of the aviation system, where safety risks must be mitigated permanently / continuously. It is 
important to note that safety is often influenced by domestic and foreign norms and culture. 
As long as safety risks can be managed (controlled) at an acceptable level, an open and dy-
namic system such as aviation can still be managed in such a way as to strike an acceptable 
balance between productivity and safety (ICAO, 2013a, 2013b).

The evolution of safety has been since t.i. The “technical” period from the beginnings 
of aviation to the end of the 1960s, through the “human factors” period from the early 1970s 
to the mid-1990s, has come to the present day of “organizational factors” which lasts from 
the mid-1990s. In each of these periods, the focus was mainly on the factors that, with the 
development of aviation in each period, represented important risk factors and, in particular, 
the causes of accidents of that period. With the development of each aviation sector and the 
satisfactory management of the specific risks of the area to an acceptable level of safety, 
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once the (satisfactory) reduction in the number of accidents due to these factors has been 
managed, the safety process has expanded to control and determine compliance (ICAO, 
2013a, 2013b).

1.3 Regulation
With the development of new risks, there was also an ever-increasing need for safety 

management. The process of identifying hazards, assessing risks, and mitigating these risks 
over the years has led to a complex system of four functions or pillars.

1. The first function is the development of all regulations (regulations), from legisla-
tion (regulations, directives, decisions, laws, regulations, acceptable means of compliance, 
instructions, certification specifications, interpretations, instructions) to other autonomous 
legal entities. sources (manuals, instructions, other internal acts, customs).

2. The second function is to control in the broadest sense, meaning any control over 
the compliance of regulated and licensed personnel, certified assets and certified organi-
zations with existing regulation. This is intended to be the first control of compliance and 
compliance with the regulatory requirements for a permit, license or certificate, as well as 
subsequent continuous monitoring.

3. The third function is Safety Assurance, which is a function of collecting, sharing 
and analysing safety data collected from accidents, incident reports, based on these data 
safety recommendations designed to increase safety.

4. The fourth function is to promote safety through national and international initia-
tives or communication activities.

The following are organizations whose domain is regulation, management and control, 
in short the processes of civil aviation safety management, with the term management being 
understood in its broadest sense.

2. INTERNATIONAL CIVIL AVIATION ORGANIZATION (ICAO)

As the authors note (Yadav & Nikraz 2014), aviation has been a very regulated industry 
from the beginning, with national / national and international regulations and arrangements 
due to the risks associated with the safety of aircraft operations. Since the establishment of 
the International Civil Aviation Organization (ICAO) in 1944 as a United Nations special-
ized agency for the development of aviation standards and recommended practices (SARPs), 
the civil aviation industry has been heavily regulated. by national aviation authorities with 
prescribed standards and regulatory arrangements within ICAO international frameworks. 
Aircraft activities related to the operation of aircraft must, by their global nature, be regu-
lated in accordance with international standards (ICAO, 2006).

As the authors summarize and add (Yadav & Nikraz, 2014), most legal frameworks in 
the world are first established in a national / national environment and only then enter into 
various interactions with a regional or global environment. Civil aviation is a specialty in 
this area. Aviation regulations and practices have been international and national since their 
inception, as aviation, as summarized above, is strictly governed by national regulations, in 
accordance with ICAO global standards. The structure of the civil aviation legal framework 
has been international in character since its inception.
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The primary purpose of civil aviation regulation is to ensure the safe operation of 
aircraft and to control or manage risks at an acceptable level. These safety objectives are 
achieved through a variety of tools and forms of regulation such as certification of assets, 
aircraft and installations, licensing of personnel and certification of civil aviation organiza-
tions and related organizations. In less than a hundred years, aviation regulation has under-
gone a major development and change, both due to the development of aviation technology, 
the development of aircraft, navigation equipment and airports, airport equipment, aviation 
training, as well as the systematic monitoring of the causes of various accidents, events, as 
well as the systematic and a proactive approach to risk management. Globally, civil aviation 
arrangements have been handed over to the military over the course of time and in most 
countries passed back to civilian hands, although in some countries certain parts of aviation 
and certain parts of airspace remain under military rule.

Although safety and the economy are two different paradigms, there are clear indica-
tions that the economy may put pressure on safety for its own interests. Due to the liberaliza-
tion, privatization and globalization and the increasing competition in the recent period, the 
commercial and economic pressure on the civil aviation industry is increasing. The aviation 
industry has certainly undergone major developments since the invention of the first air-
craft, and with its changes is also followed by a regulation that sees a shift from regulatory 
and performance-based legislation (Yadav & Nikraz 2014, p. 95).

In recent years, development has taken the direction of measuring performance, effi-
ciency and reliability criteria, and not only the final result has been highlighted. It is also 
important to integrate the risk management aspect, which enables a comprehensive level to 
deal with the internal and external drivers of aviation change.

Although some authors (Yadav & Nikraz 2014) understand the very creation of the 
European Aviation Safety Agency (EASA), as a move from a Perscriptive and Proscriptive 
Regulation to a performance-based regulation. Performance Based Regulation), however, 
other authors than (Pierre & Peters, 2009) do not recognize this step as such. On the con-
trary, the creation of EASA has created a strong bureaucracy, with the authors (Pierre & 
Peters, 2009) confirming in one of their interviews that the industry has achieved directly 
applicable requirements / norms that invalidate national regulations of each EU member 
state. In the aviation jargon, the term “aviation industry” refers to all organizations or enti-
ties that operate primarily in commercial aviation.

3. JOINT AVIATION AUTHORITY (JAA) and EUROPEAN AVIATION 
SAFETY AGENCY (EASA)

On 11 September 1990, the Treaty of Cyprus organized the Joint Aviation Author-
ity (JAA), a liaison body under the auspices of the European Civil Aviation Conference 
(ECAC), both of which are inherently informal organizations. Through their conferences 
and network, they serve to bring together and coordinate the various interests of members 
in the aviation sector, where the European Union has long been conditionally held to a more 
prominent role. The organizational structure of the JAA was very loose, mainly in terms 
of regulatory capacity. The purpose of the JAA was to harmonize civil aviation in Europe, 
setting the framework for the creation of a national / national framework. The members of 
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individual working groups within the JAA were often representatives of different sectors of 
the aviation industry, which made their decisions by consensus with a single veto of each 
member. The problem with the JAA was the lack of legal power to enforce individual stan-
dards into state regulations, as group members had good relations in their own countries, 
where they could reach different or specific arrangements. The belief that the JAA-drafted 
regulation reflects the interests of individual experts and, in particular, the interests of the 
Western European Aviation Authorities, has been established. More importantly, regula-
tion is a reflection of the best interests and interests of the aviation industry rather than the 
interests of national policy or of individual companies. On the one hand, the JAA played 
an important role in the 1990s in unifying national regulatory systems in the civil aviation 
sector; greater social and political coherence with other branches of government. With the 
emergence of EASA, the EU is expected to gain greater coherence and consistency in the 
aviation sector. The strong central and directly applicable regulation enforced by the EASA 
through the EC has increased the dissatisfaction of smaller members who miss the more 
friendly regulatory model represented by the abolished JAA and, of course, the ability to 
influence the arrangements they had under the previous model ( Pierre & Peters, 2009).

The basis for the emergence of EASA is the decision of the Ministers of Transport in 
June 1998, who, in the face of great pressure from the European aviation industry, decided 
to establish an equivalent to the Federal Aviation Authority (FAA), which is expected to 
become operational within two years. The draft was presented in a White Paper from the 
European Commission - EC, which was published in the autumn of 2000 but was not estab-
lished until September 2003 on the basis of a European Regulation (EC 1592/2002).

The basis for the emergence of EASA is the decision of the Ministers of Transport in 
June 1998, who, in the face of great pressure from the European aviation industry, decided 
to establish an equivalent to the Federal Aviation Authority (FAA), which is expected to 
become operational within two years. The draft was presented in a White Paper from the 
European Commission - EC, which was published in the autumn of 2000 but was not estab-
lished until September 2003 on the basis of a European Regulation (EC 1592/2002).

3.1 The place of responsibility for identifying safety risks and, 
consequently, for making arrangements

By centralizing the power and responsibility for regulation, such as the creation of 
EASA, it is difficult to recognize the ambition to regulate the civil aviation sector more lib-
erally. At least the creation of EASA does not in itself represent this. This is also borne out 
by the mentality of EASA supporters, who point out that the most difficult to detect is with 
the national administration of a single country trying to regain the power it lost with the 
establishment of EASA (Pierre & Peters, 2009) and which represents the position of power 
of the newly-emerged EU administration.

According to the logic and opinion of aviation connoisseurs, the contractor and thus 
the aviation industry will always be better placed than the aviation administration in terms 
and ability to know, identify and understand the individual safety risks they face in the par-
ticular circumstances, since contractors are the ones who make, operate, repair aircraft, use 
airport and navigation infrastructure, and use and form an education system. From this, it 
is understood that those directly involved in the aviation industry are best placed to identify 
the highest safety risks (Yadav & Nikraz, 2014).
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3.2 Top-Down versus Bottom-Up
The JAA has evolved as a bottom-up model of regulation, where the goals of the regu-

lation play a decisive role in shaping the regulation. It was an informal, technocratic rather 
than a politicized model of regulation / regulation. While they certainly faced considerable 
difficulties - lack of legal power, as key obstacles to enforcing the regulation - the JAA 
overcame many of these problems by using other means of regulation other than enactment. 
It was a model of international regulation that gave national elite bureaucrats a leading role 
in the formulation and indirect implementation of the regulation. In view of the subsequent 
implementation of such arrangements in individual countries, the JAA has been extremely 
successful in this respect in terms of the recognition achieved and the promotion of its work. 
On the other hand, the lack of legal authority of the JAA as a governing body and the con-
sensus-driven model of decision-making have decisively weakened its role as a regulator. 
The key weaknesses, including in terms of cooperation with other departments within the 
EC, are to be addressed by the establishment of EASA, since the EC can now reconcile 
interests within other departments and, above all, can use legal legislative power to ensure 
coherence between EU Member States. The industry has sought to achieve a harmonized 
statutory license / certificate modeled on aviation production, as this could make a signifi-
cant contribution to economies of scale, which EASA has been able to offer through the EC 
through the EC. This has increased the EU industry’s structure while reducing the level of 
informality. On the plus side, EASA is largely self-financing, and while it has no real com-
petitors, it puts pressure on providing services that its customers value, i.e. among others 
industry (Pierre & Peters, 2009).

Since the beginnings of civil aviation, the regulatory framework has been “prescrip-
tive”. He defined what the safety requirements are, what they are, and how they are met or 
fulfilled, with the author summarizing the claims of the Australian Aviation Management 
Authority that such an (old) way accurately and accurately prescribes steps to be followed 
and allows very little or no zero room for deviations. Most aviation authorities in the world 
apply binding regulations to limit flight time and flight crew time (Benjamin, 2010). These 
are highlighted examples of binding regulations and arrangements that do not provide the 
necessary flexibility to continually improve the system. Such an approach has the advantage 
of providing clear boundaries, but it is necessarily a universal, one-size-fits-all solution (Ya-
dav & Nikraz, 2014).

In the last decade, the idea that management and control bodies set the goal of efficiency 
has been increasing. As a result, interest in establishing performance-based regulations 
has increased. The focus on performance is based on achieving the same results while 
meeting other standards or requirements. In doing so, organizations are given the necessary 
flexibility to deliver the results they want in an affordable way. In the future, it can therefore 
be expected that the aviation control authorities will encourage the aviation industry to com-
ply with both the regulations and the constraints due to the nature of their own operations 
when managing their specific risks. This could encourage the aviation industry to adopt a 
more exploratory approach instead of demonstration procedures (Yadav and Nikraz 2014; 
Yadav and Shukla 2012).
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4. NATIONAL AVIATION AUTHORITY (NAA) AND PUBLIC AGENCY 
FOR CIVIL AVIATION (CAA)

 
Each country establishes its national competent aviation authority, the English National Avi-
ation Authority (NAA). A Civil Aviation Agency (CAA) has been established in the Repub-
lic of Slovenia, which, in accordance with the law establishing it, has acquired fundamental 
competences for its activities as a national aviation authority or (NAA). In addition to its 
supervisory role, the CAA has been given an important professional function to prepare 
proposals, which are the basis of national regulations, which, in addition to directly appli-
cable European regulations, apply to the field of civil aviation in the Republic of Slovenia. 
In the Republic of Slovenia, the National Civil Aviation Safety Management Program is a 
basic document in the field of aviation safety, describing the regulatory requirements and 
activities adopted by participating entities with the aim of maintaining and further devel-
oping aviation safety. The Government of the Republic of Slovenia approved the National 
Civil Aviation Safety Management Program on July 28, 2016. The program is developed 
according to: 

International Civil Aviation Organization (ICAO) standards: 
•	 Global Aviation Safety Plan (GASP),
•	 Annex 19: Safety Management,
•	 	Doc 9859: Safety Management Manual,

and documents of the European Aviation Safety Agency (EASA):

•	 European Aviation Safety Program (EASP),
•	 European Plan for Aviation Safety (EPAS),
•	 Annual Safety Review.

The Civil Aviation Agency of the Republic of Slovenia, pursuant to Article 8 of Regu-
lation (EU) No 1095/2010, 2018/1139 Develops the Slovenian State Plan for Aviation Safety 
(SPAS) on behalf of the country as part of the national safety management program. The 
purpose of the Slovenian Aviation Safety Plan is to provide a strategic orientation of national 
safety management and to show to all interested parties where the Republic of Slovenia will 
target its assets within the defined risk management approach within a certain period.

5. CONCLUSION

Performance-based civil aviation regulation sets performance goals and allows an or-
ganization to decide for itself how to achieve them. In doing so, safety is recognized as the 
responsibility of all involved in the organization, and the commitment of top management 
of the organization to safety is imperative, and it must also expect errors. Flexibility in 
demonstrating compliance does not necessarily give a unambiguous answer to which form 
of regulation is more effective. Smaller organizations would rather be told exactly what 
they need to accomplish, rather than spending money to determine methods to prove target-
ed performance. Although non-binding guides, such as instructions, advisory publications 
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and acceptable means of compliance prescribed and used by the supervisory authority, are 
available on the one hand to the industry and to the conformity assessment body, these doc-
uments sometimes become binding rules of standards that performance goals are supposed 
to supersede them (Yadav & Nikraz, 2014). In view of global changes and risk factors, which 
increasingly condition the activities of different organizations in the direction of reducing 
and limiting risks, safety management is also one of the areas in the aviation industry that 
needs to be taken into consideration. The paper highlighted the key features of safety di-
mensions and presented a pictorial representation of a complex system based on regulatory 
regulation, oversight, safety assurance and promotion of safety at the level of international 
space, European space and national space. On this basis, we can fully advocate and high-
light the responsibility of all the pillars of aviation industry management.
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