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Chapter 1. INTRODUCTION
1.1
This high-level guidance is intended to support civil aviation authorities (CAAs) with the
management of aviation safety risks, which fall under their responsibility, during the coronavirus disease
(COVID-19) pandemic.
1.2
The terms and definitions used in this guidance are consistent with the ICAO Safety Management Manual
(Doc 9859) and can be applied by States at different levels of State safety programme (SSP) implementation.
1.3

The guidance outlines aspects for CAAs to consider at different stages of the pandemic and focuses on:


assessment and prioritization of risks based on collection and analysis of data;



application of safety management principles to support risk-based decision-making; and



management and monitoring of CAA approvals in light of the flexibility needed across the aviation
system to continue safe operations.

1.4
The successful management of the COVID-19 pandemic requires the assessment and management of
risks that extend beyond the boundaries of managing aviation safety risks as defined in Annex 19 — Safety
Management. The CAA should keep in mind how their decisions may impact the risks being managed by other State
authorities and that efforts by other State authorities to manage the risks that fall under their responsibility will have an
impact on aviation.
1.5
The need to explore more powerful methods of risk management and establish a framework for integrated
risk management was supported by the aviation community during the Thirteenth Air Navigation Conference (ANConf/13) held from 9 to 19 October 2018. Subsequently, the Air Navigation Commission tasked the Safety Management
Panel (SMP), in coordination with other relevant expert groups, to take the lead in addressing Recommendation 6.2/1,
Supporting effective safety management implementation which instructed that ICAO:
“g) in collaboration with States, RSOOs and industry explore more powerful methods of identifying
hazards and managing risk, suitable for complex socio-technical systems such as aviation and
adaptable, regardless of the type of risk;
h)

in collaboration with States, RSOOs and industry explore the benefits of a unified framework for
integrated risk management (safety, security, environment, etc…) taking into account the evolution of
ISO management standards;”

1.6
Further guidance will be developed to support CAAs in the restart of the aviation system. Practical
examples to complement this guidance are being collected and developed to be shared on the Safety Management
Implementation website (www.icao.int/smi-covid19SRM).

______________________
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Chapter 2. COOPERATION, COLLABORATION AND COMMUNICATION
2.1
The means to cooperate, collaborate and communicate (3Cs) are vital functions exercised by many
States in tackling global crises. Together, the “3Cs” are key to address the pandemic and achieve the best outcomes for
the entire aviation community and society as a whole. CAAs should recognize that these existing functions also
continuously contribute to the effective implementation of an SSP, which is important in managing aviation safety risks,
including the impact of COVID-19 to the aviation system. It is important to remember that, “Perfection is the enemy of
the good (when it comes to emergency management)”, Dr. Michael Ryan, Executive Director 2010, World Health
Organization (WHO).
2.2
COVID-19 has highlighted the complex interfaces within States, and externally, demonstrating the
challenges of collaborative decision-making. Decision-making may need to be made based on limited information, taking
into account broader risks than just aviation safety. CAAs are encouraged to adopt a safety risk management approach
to decision-making.
2.3
Identifying interfaces and establishing channels for communication provides access to expert opinion,
which is valuable in understanding the available information in a dynamic situation. Responding under a crisis situation
may require qualitative decision-making using a risk management approach and asking practical questions (e.g. What
supporting evidence is available?, What are the consequences of alternative options?, How will delays in decisions
impact?, What is the risk tolerability for the specific situation?, What are the available resources?).

National efforts
2.4
CAAs should share and exchange safety information and take into consideration lessons learned to ensure
they can best manage the disruption. CAAs should make active efforts in recognizing and breaking down information
silos which would otherwise reduce the effectiveness of coordinated actions taken to manage risks at the national,
regional and international level. This approach is particularly important in coordinating groups and committees, which
contain the essential knowledge and experience to support and maintain a safe, secure civil aviation environment in
which services are delivered in a reliable and efficient manner.
2.5
Depending on the size, nature and capacity of the State, coordination groups and committees may exist in
different forms or may need to be established. States should coordinate between aviation and public health authorities
and establish national facilitation committees comprising all relevant groups, taking into account that cross-sector
collaboration at the national level is essential (State letter EC 6/3-20/46 refers). States who have implemented an SSP
should have an SSP coordination group or similar cross-sector committee to facilitate the identification and management
of interfaces. States that have not yet established such a group are recommended to put in place an ad-hoc coordination
group or committee, or to join an existing group addressing similar objectives.

Regional efforts
2.6
At the regional level, regional safety oversight organizations (RSOOs), including cooperative development
of operational safety and continuing airworthiness programmes (COSCAPs), play a key role in supporting and
harmonizing the actions taken by its Member States to manage the aviation safety risks related to the pandemic. In
addition, RSOOs can fulfil a valuable role in assessing the operational impact on the region and coordinating the restart
of operations. ICAO regional offices, regional aviation safety groups (RASGs) and planning and implementation regional
groups (PIRGs) also provide an opportunity for collaborating and sharing lessons learned.
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2.7
International organizations also play an important role in coordinating industry stakeholder efforts, which
will be particularly important when restarting the aviation system. An understanding of the role played by other national
non-aviation organizations such as public health authorities, military authorities, and customs and immigration authorities
as well as establishing coordination is crucial for ensuring that strategies are implemented effectively and seamlessly.

International efforts
2.8
At the international level, as noted in ICAO Assembly Resolution A40-14, Mitigation of the spread of
disease through, inter alia, aircraft disinsection and vector control methods, and the importance of CAPSCA
(Collaborative Arrangement for the Prevention and Management of Public Health Events in Civil Aviation) for
implementation, States are encouraged to become members of the CAPSCA. Through the CAPSCA, aviation authorities,
public health authorities and international organizations combine efforts to improve preparedness planning and response
to public health events that affect the aviation sector, further information can be accessed at
https://www.capsca.org/CAPSCARefs.html.
2.9
CAAs should be addressing communication needs at all levels, including: other States; service providers;
international organizations; non-aviation stakeholders; and the public. It is vital CAAs build a well-rounded picture and
disseminate relevant information as part of their role in supporting the needs of the aviation community, fostering trust
and transparency. CAAs need to ensure clear distinctions are made between facts, theories and speculation when doing
so. Care should be taken though to avoid wrong or misleading information being published or circulated by nonauthorized sources.
2.10
Effective communication practices include the use of existing digital platforms already in place to urgently
communicate information with other States, industry stakeholders and the public effectively. This includes traditional and
less common means such as e-mails, video conferences, social media and websites. The use of digital platforms also
enable and enhance the speed of issuing and approving content with the added benefit of easily updating and
withdrawing information as required, in real time. Useful areas to include are:


advice to industry;



status on exemptions granted and risk mitigation in place by sector;



provision of safety and regulatory services (i.e. surveillance activities); and



key announcements and contact information.

______________________

Chapter 3. CHALLENGES FACED AT DIFFERENT PANDEMIC STAGES
3.1
Given the very different degrees of preparedness by States and the value of being better prepared for
potential future crises (including new waves of COVID-19), it is vital to extract, communicate and apply lessons learned
as the aviation sector progresses through the pandemic. In particular, this applies to managing different stages of the
pandemic including future outbreaks.
3.2
States and CAAs will also be at different levels of maturity in their understanding and application of safety
risk management. Managing the safety risks as a result of the pandemic provides an opportunity to test existing or
develop new capabilities. Examples of potential new capabilities include conducting surveillance activities remotely,
operating effectively with reduced resources and using digital platforms to communicate more tactically.
3.3
To this end, throughout all the stages CAAs will need to cooperate, collaborate and communicate with its
industry. The aviation community recognizes “we are all in this together” to safeguard the viability and the stability of the
aviation sector.
3.4
The pandemic will have a significant impact on the CAAs ability to function effectively. CAAs will need to
monitor their resources and continuously assess their capacity to fulfil their safety oversight obligations as this will vary
throughout the different stages of the pandemic. CAA senior management need to consider human factors when
assessing such impacts. There may also be funding issues as some CAAs rely on funding from industry, and with
operators parking or retiring aircraft or even ceasing to exist, this may impact their financial resources. This may also
have a long-term impact on staffing levels and resources for the oversight of the restart and future infrastructure
changes and safety improvements.

DIFFERENT PANDEMIC STAGES THAT A STATE MAY PROGRESS THROUGH
No reported cases
3.5
Even if a State does not have any reported cases of infection, there is a likelihood of potential cases in the
future. Close coordination with the State and public health authorities will be important even at this early stage. CAAs
can use the opportunity to proactively manage and reduce the risks to the aviation community. Initiatives include:


developing guidance material for operators flying to and from States with active cases;



becoming familiar with emergency response plans: and



communicating aviation efforts in combating the pandemic.

Note. Initiatives to apply restrictions to airspaces and airports should be carefully considered, as this may also
stop the supply of important resources such as health personnel and medical equipment.
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Figure 3-1. Different stages of a pandemic

Sporadic cases reported - one or more cases, imported or locally detected
3.6
Where cases have been confirmed, States may introduce travel and working restrictions to reduce
transmission of infection. This would be an opportunity for the CAAs senior management or the SSP Coordination Group
to establish a task force to oversee the situation.
3.7
It is also important at this stage that CAAs consider their own staff’s health and well-being. Even without
State restrictions, CAAs should be looking at moving towards reducing non-essential movements and encouraging
remote working. This may also require staff to work from home, impacting the ability to conduct the same level of on-site
oversight activities.
3.8
This will require a review of surveillance programmes and some flexibility around scheduled audits.
Consideration should be given to carrying out desktop reviews and video conferencing to supplement planned on-site
surveillance activities. This will also reduce inspector exposure to people and organizations especially as airline and
airport staff are at a high risk of becoming infected due to their close contact with passengers travelling internationally.
3.9
CAAs should facilitate safe and expeditious movement of essential supplies, and movement of personnel
performing travel to perform essential tasks.
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Community transmission
Note. Community transmission consists of larger outbreaks of local transmission defined through an assessment
of factors including, but not limited to:


large numbers of cases not linkable to transmission chains;



large numbers of cases from sentinel lab surveillance; and



multiple unrelated clusters in several areas of the country/territory/area.

3.10
It is likely that at this stage there will be government restrictions on travel movements. This will impact
CAAs and the aviation industry. CAAs should be reviewing and amending its surveillance plans to minimize movement
and physical contact with staff in aviation organizations.
3.11
This may have a significant impact on training of crew and air traffic controllers, and checking currency of
experience (with flight simulation training devices becoming unavailable for a longer time) or medical certificates (with
medical centres being closed). Due to possible restrictions at the destination, operators may not be able to provide
adequate suitable rest facilities, forcing them to reduce rest. As a consequence, there could be pressure on duty time
limitations and fatigue. This is likely to lead to exemptions being requested against existing regulations.
3.12
There may be added challenges related to CAA staff becoming infected or having to self-isolate. This will
reduce the CAA capabilities to fulfil its role and may require temporary restructuring to allow staff to fill any gaps.
3.13
Challenges related to the level of oversight that can be provided should consider a safety risk management
approach to decide what must be done and what can be postponed. As some service providers start to operate at a
reduced capacity, this may result in increase of monitoring of risks.

Active cases declining
3.14
It is likely that the State authorities will make decisions on when to remove or reduce any travel restrictions.
Even if those travel restrictions are lifted, there will be challenges for the industry to ramp up operations and restart. This
may require active involvement of the CAAs to prioritize and adjust oversight activities to ensure that the restart is done
safely and that any risks identified are being managed appropriately by service providers. There is likely to be a high
demand for CAA services once the aviation system restarts, which may impact the available capacity. This may require
further flexibility in surveillance programmes even when restarting the aviation system.

New cases reappearing
3.15
There is always the risk that cases could reappear once all the travel restrictions have been lifted. The key
to properly addressing this is continuous vigilance. With all the experience gained from dealing with the initial outbreak
there would be more experience in how to handle the situation. This would require reviewing and possibly reactivating
some of the activities in the earlier stages. It is very important to document and review the lessons learned from the
earlier stages and make improvements, where appropriate. Likewise, it is also important to share and consider those
lessons learned by other States from dealing with the situation, which can be used to better prepare for similar scenarios
in the future.

______________________

Chapter 4. IDENTIFICATION, COLLECTION AND ANALYSIS OF
RELEVANT AND AVAILABLE DATA AND INFORMATION
4.1
CAAs may have access to safety data sources of varying quality depending on the level of SSP
implementation. Different CAAs will have varying amounts of data available but it should try to gather as much as
possible even if it is limited. Collecting available data will enable analysis and the development of information to support
the data-driven decision-making process. Benchmarking the current situation will help model scenarios to support the
management of safety risks and a better understanding of the impacts that any decision will have on aviation.
4.2
To collect the relevant data and information, CAAs are encouraged to establish an open and continuous
dialogue with all aviation domains and other stakeholders involved in tackling the pandemic, and as described in the 3Cs.
4.3
CAAs are encouraged to establish mechanisms so that the collected data and information can be updated
frequently to cope with the dynamic nature of the pandemic, in order to better understand how the service providers are
coping with the situation. The data collected should be used to inform the application of a risk management approach for
the CAA’s activities and support the development of plans to restart operations, which will need to be a
collaborative decision.
Table 4-1. Suggested data and information to collect and analyse to support safety risk management
Categories

Data and information to be collected and analysed

Data on the current COVID-19
including absolute and relative
rates










number of cases, considering active and recovered
number of deaths reported
number of tests conducted as per State policies
expected projections
freedom to travel, immigration and customs restrictions for destinations
quarantine of passengers and crews
availability of competent personnel and resulting capacity to provide services
(considering those with underlying health conditions or are self-isolating)
remote working capabilities including flexible access to equipment

Status and volume of traffic
during the pandemic









expected volume and rate of flights over time including the restart of operations
general aviation flights
humanitarian flights for evacuation and repatriation
medical flights
cargo flights performed with aircraft certified for transportation of passengers
transportation of dangerous goods or medical equipment
State aircraft operations (military, customs, police, etc.)

Impacted operational
personnel according to ICAO
Annex 1 — Personnel
Licensing (air traffic
controllers, pilots and cabin
crew, aircraft maintenance
engineers, flight dispatch,
aeronautical meteorology
personnel, etc.)





number and due date of expiring licenses
due date for medical certificates for crew members
impact on crew training and checking (i.e. recency of experience, license
proficiency check, operator proficiency check)
recurrent mandatory training related to special operations
years of experience of professionals




4-1

4-2

ICAO Handbook for CAAs on the Management of Aviation Safety Risks related to COVID-19

Categories

Data and information to be collected and analysed

Continuity of flight operations








number of organizations that are closed or in a difficult financial situation
number and due date of approvals and certificates
maintenance issues such as storage and de-storage of aircraft, due maintenance,
fuel system management, lack of spare parts, expiring airworthiness certificates
surveillance activities required to maintain validity of certificates (i.e. due audits)
and exemptions in place
availability of resources (in-house or contracted) to support activities such as
preparation of aircraft to flight, reconfiguration and affecting mass and balance of
the aircraft, maintenance, disinfection of aircraft
exceptional operational considerations related to flight time limitations, flight duty
periods and fatigue, accommodation facilities and transportation for crew, human
factor aspects, etc.

Operational status of the air
navigation services (ANS)
provision and limitations







availability of communications, navigation, and surveillance (CNS) services
availability of air traffic control (ATC) services and management
connectivity with global systems, supporting centres and meteorological offices
contingency planning affecting operations (airspace limitations, capacity reduction)
status of ATC unit/facilities (availability, limited time of operations, change or
transfer of units/facilities)

Aerodromes and infrastructure
availability




current movements by airport
aircraft parking positions available including the use of other paved surfaces (to be
avoided, where possible)
due maintenance of navigation or airport equipment
location of parked aircrafts where maintenance or storage procedures could occur
under restrictions
availability of critical services (handling, catering, fuelling, medical, immigration,
customs, public health, security)





Impact on CAA’s oversight
activities






capabilities to process certification, registration/deregistration, authorization and
exemption requests
number of audits and inspections postponed during the pandemic, or alternative
means of surveillance
number and type of exemptions granted in all the domains (i.e flight time limitation,
transportation of cargo in the passenger compartment, crew training and checking,
maintenance and continuous airworthiness etc.)
conditions under which differences would be acceptable to the destination States

______________________

Chapter 5. APPLICATION OF SAFETY MANAGEMENT PRINCIPLES
The decision-making process involves assessing the COVID-19 situation and the collection and analysis of available
data and information within the State. The following provides a safety risk management approach using the plan–do–
check–act (PDCA) cycle for managing aviation safety risks during the pandemic. The safety management principles as
described in this Chapter, can be applied by States at different levels of SSP implementation.

Figure 5-1. PDCA cycle for managing aviation safety risks during COVID-19
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5.1

PLAN – Step 1

Assessing the priorities within the aviation sector (Step 1, 1.1)
5.1.1
Service providers will encounter different challenges and will need different strategies when dealing with
the situation. The maturity of the service providers safety management system (SMS) should be taken into consideration
as this will affect their ability to identify, prioritize and manage their safety risks more effectively. Some operations may
change due to travel restrictions, the increased demand for the transport of cargo, etc. As a result, service providers will
have to shift their operations to respond (e.g. maintenance organizations will focus on storage and maintenance of
parked aircraft).
5.1.2
The existing surveillance plans should also be reviewed as many organizational and operational aspects of
the service provider may have changed. The pandemic will also impact many aspects that should also be considered,
such as safety culture, people behaviours, the reporting system, budgets for training, SMS effectiveness, etc.
5.1.3
This will require coordination with industry and a plan to prioritize activities as well as CAA resources. The
analysis of data collected, as outlined in Table 4-1, should be used to support the management of resources. CAAs and
service providers should establish a strategic plan with a timeline that supports the management of the next steps.

Planning for the restart of operations (Step 1, 1.2)
5.1.4
Even at an early stage, planning for the restart of operations will help to plan resources and manage the
limited capacity of CAAs. This will require coordination and communication with public health authorities based on
forecasts and projections. It would also be important to work closely with industry on their intentions for limiting and
restarting operations so that it is planned and managed effectively. This would include determining what is expected of
service providers for when restarting operations, which could include requesting a restart plan that would be agreed by
the CAA.
5.1.5
Guidance should be provided on what documentation the CAA would want to review. It is expected that
service providers could use a combination of their emergency response plan (ERP) and their management of change
procedures to restart operations.

5.2

DO – Step 2

Determining the specific aviation safety risks for the State (Step 2, 2.1)
5.2.1
CAAs should apply a safety risk management approach, through the analysis of available data collected
(see Chapter 4 or Table 4-1) to understand the context, and specific hazards and risks caused by the pandemic on the
aviation system. Some CAAs may have to rely on subject matter expert opinion from both within the CAA and industry if
there is only limited data available.
5.2.2
This should include analysing the hazards and safety risks related to the CAAs capabilities and resources
as well as those more specific to industry. It is important to consider the hazards and safety risks at the different stages
of the pandemic as they will vary at each stage, as described in Chapter 3.
5.2.3
Where possible CAAs should carry out safety risk assessments to identify the more significant safety risks,
identify when State action is needed and to prioritize those actions. The level of detail of safety risk assessments
conducted may vary from a formal quantitative to a qualitative safety risk assessment supported by subject matter
experts. When carrying out any safety risk assessment CAAs should ensure that all the relevant departments and
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experts are involved as some safety risks will overlap different regulatory domains.

Taking action to manage and mitigate unacceptable safety risks (Step 2, 2.2)
5.2.4
Once an understanding of the safety risks have been identified, CAAs should decide on any actions it
should take to manage those risks during the pandemic. This would not necessarily mean the use of exemptions. These
actions could be to enable the acceleration of processes and prioritizing CAA work and resources (e.g. humanitarian and
repatriation flights). It should also consider the risks of taking no action as this may have longer term impact during the
restart activities.
5.2.5
Having a better understanding of the safety risks will make it easier to prioritize surveillance activities and
determine what can be postponed. CAAs may also take action to restrict or stop certain aviation activities during the
pandemic (such as sports and recreational flying) to reduce the workload on ATC services that may be running on
reduced resources.
5.2.6
To expedite many of these actions, the normal regulatory change mechanisms may need to be adapted or
delivered through “supplementary” directives. It may be useful to initially encourage action on a voluntary basis while
developing the formal directives or regulatory changes.

Identifying human factors and human performance related risks (Step 2, 2.3)
5.2.7
It is important to recognize that there will be a significant impact on the people working within the aviation
community. This is likely to continue and possibly change once operations are restarted. CAAs should address this risk
with the senior management of service providers to determine how they are managing the impact on its people and the
safety culture of the organization. This includes the risk of errors due to distractions, stress, fatigue, staff or relatives who
are sick, unfamiliarity with changing tasks, extended working hours, competing priorities, etc.

Developing an approach for evaluating exemptions,
including the need for any appropriate risk mitigations (Step 2, 2.4)
5.2.8
If the health measures put in place to address the spread of COVID-19 impacts the renewal of medical
certificates, licenses and approvals, service providers may request exemptions to keep operating. Requests for
exemptions should be reviewed on a case-by-case basis and accompanied by a safety risk assessment and proposals
for additional risk mitigation to be applied to reduce the safety risk. CAAs may take into consideration practices being
implemented by other States, keeping in mind operational considerations that may vary between States and between
service providers.
5.2.9
CAAs should establish a process for the review and acceptance of exemption requests, which should be
based on safety risk management approach. Sector-wide exemptions could also be issued. This would need careful
consideration as service providers will have unique activities and different safety risks. However, this may be beneficial
for CAAs as it may be useful for managing resources and movement restrictions.
Note. ICAO is supporting discussions on alleviations applicable to different operational domains through the
publication of Quick Reference Guides (QRG).
CAAs will also need to consider the magnitude, nature and aggregated risk of accepting multiple exemptions from the
same service provider or an organization that holds multiple certificates.
5.2.10
The responsibilities for risk acceptance, related to exemptions with accompanying mitigations accepted
during this period, need to be clearly documented by service providers and CAAs (e.g. to support any requests for
extensions and for the restart of the aviation system).
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5.2.11
If CAAs choose not to allow exemptions this may result in the lapse of licenses and approvals delaying the
restart of operations by service providers, as training and recency requirements will need to be addressed.
5.2.12
CAAs will have to decide whether to accept exemptions issued by other States that constitute differences
from ICAO Standards and Recommended Practices (SARPs). In exercising its sovereignty under the Chicago
Convention, CAAs should determine if the exemptions granted consider safety risk management approach and are
suitable for its own State aviation system.
Note. As defined in Article 38 of the Convention on International Civil Aviation (Doc 7300, Chicago Convention),
to notify ICAO of any differences that may arise, temporary differences resulting from COVID-19 shall be notified as
requested in State letter AN 11/55-20/50, dated 3 April 2020. These differences can result from changes in regulations
or as exemptions granted during this period. ICAO has facilitated such procedures by developing the COVID-19
Contingency-related Differences (CCRD).

5.3

CHECK AND ACT – Step 3

Identifying potential indicators for monitoring the COVID-19 situation (Step 3, 3.1)
5.3.1
CAAs should monitor the progress of the pandemic and the impact of mitigations taken by other State
authorities on the aviation system. In addition, indicators should be established that are specific to managing the safety
risks resulting from COVID-19 and the associated long-term impacts to the aviation system. As mentioned in Chapter 4,
data to monitor indicators need to be collected and should include existing occurrence reporting systems.
5.3.2
Existing State safety performance indicators (SPIs) should continue to be monitored but there should be
recognition that any trends, targets and alert levels may not be statistically valid as a result in the reduction of operations.

Monitoring exemptions and the effectiveness of safety risk mitigations in place (Step 3, 3.2)
5.3.3
This will require communication and coordination with industry stakeholders, as mentioned in the 3Cs in
Chapter 2. This may include regular meetings to discuss proposals, and to share challenges and lessons learned. This
should also include the agreement of proposed actions to measure and monitor the effectiveness of safety risk
mitigations in place. This will support potential future extensions and eventual termination (upon restart of the
aviation system).
5.3.4
SPIs should consider the impact and effectiveness of any exemption(s) granted, including deadlines and
extensions. There should also be means to monitor exemptions to check that the expiry dates have not been exceeded
and if the required safety risk mitigations are in place. This includes follow-up actions once operations have
been restarted.

Monitoring of occurrences and trends (Step 3, 3.3)
5.3.5
This process will have a significant impact on how CAAs manage occurrences and monitors them for
trends, which may require a more detailed review of individual occurrences as trends may be misleading due to the
change of operations. This may also delay the speed at which occurrences are reported to CAAs and closed by the
service provider.
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Reassessing priorities and, if required, modifying the strategy,
identifying potential unintended consequences (Step 3, 3.4)
5.3.6
Throughout this period the activities will need to be continuously monitored as situations can change
rapidly. CAAs should review and update their understanding of their top safety risks, as needed. This would benefit from
a management team that will monitor the situation and can make decisions if a change in strategy is needed. The SSP
coordination group or an ad-hoc group that reports directly to the SSP coordination group could do this.

Adapting oversight and surveillance activities (Step 3, 3.5)
5.3.7
During restrictions on movement routine on-site surveillance may not be possible. Surveillance should be
based on a safety risk management approach as described previously. Remote and desktop surveillance activities may
be performed to carry out a review of documents, procedures and evidence of activities, such as operational and audit
records, risk registers and SPIs.
5.3.8
Checklists could be distributed to service providers, with evidence of compliance provided by the
organization itself. Audits can be conducted via teleconference and adjusted to the operations of the service providers.
This will likely be the only method of direct communication with a service provider. Time should be prioritised in
discussing changes, safety risks and hazards to ensure that the service provider is carrying out effective hazard
identification.

Reporting systems and documenting lessons learned (Step 3, 3.6)
5.3.9
It is important that lessons learned are documented and shared. Service providers should be encouraged
to share lessons learned, even though they are going through challenging times. It is important that the reporting
systems remain in place and in use, helping CAAs collect data that may be of value to review as the aviation system
restarts. There may even be a need to reenergize reporting systems through a safety promotion campaign. CAAs should
also document lessons learned from State perspective and are encouraged to share these with other States, RSOOs,
RASGs and PIRGs.
5.3.10
It is important that CAAs record key meetings and decisions taken when applying the safety management
principles described in this guidance. Once the pandemic is over, CAAs should capitalize on their efforts to apply
lessons learned during the COVID-19 pandemic to continue building on their SSP implementation, making further
progress towards addressing contingency planning and improving the effectiveness of their safety
management functions.

REPEAT THE PDCA CYCLE
5.3.11
Safety risk management is a continuous activity, making the the PDCA cycle useful throughout an
infectious disease outbreak. During the evolution of this pandemic, risks will change and the initial plans and actions will
need to be monitored to ensure that they remain current and appropriate. This may be as a result of new safety data and
information becoming available. This could lead to adapting what is being monitored and result in different actions being
taken. This also enables the lessons learned to be fed back into the safety risk management processes and activities.

— END —

