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Abstract 

The International Civil Aviation Organization (ICAO) requires its Member States to have a State Safety Programme 
(SSP). The SSP for the Netherlands describes the safety management system (SMS) of the Dutch Government for five 
years. The current SSP for the Netherlands (edition 2) is valid from 2015-2019, hence is due to be renewed. The aim of 
this document is to assist the Dutch Government in the development of the next edition SSP, i.e. SSP 2020-2024. The 
aim is to examine how the SSP can be set up in a more risk-driven manner, and whether changes are needed in 
connection with recent new editions of ICAO Annex 19 on Safety Management and the ICAO Safety Management 
Manual (SMM). 
 
This report first presents the results of four interviews and a brainstorm session with Aviation Safety experts from the 
Ministry of Infrastructure and Water Management, which were organised to solicit ideas and advice on the State 
Safety Programme 2020-2024. Next, it presents the results of a comparison of the most recent editions of ICAO Annex 
19 and of the ICAO SMM with their respective previous editions, as well as a brief review of some other related 
material. Subsequently, it uses these results to develop recommendations for the SSP 2020-2024. These 
recommendations address the structure and content of the new SSP, as well as who to involve when writing it. 
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Abbreviations 

ACRONYM DESCRIPTION 
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MLA Militaire Luchtvaart Authoriteit 

NLR Netherlands Aerospace Centre 

OVV Onderzoeksraad voor Veiligheid / Dutch Safety Board 

RAIO Regional Accident and Incident Investigation Organisation 
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SDCPS Safety Data Collection and Processing Systems 
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1 Introduction 

1.1 Background and approach 

The International Civil Aviation Organization (ICAO) requires its Member States to have a State Safety Programme 
(SSP). The SSP1 of the Netherlands describes the safety management system (SMS) of the Dutch Government for five 
years. It describes how the safety management of civil aviation in the Netherlands is structured and how the 
responsibilities are assigned. It also describes the relationship between and responsibilities of all the different actors 
in charge: policy development, oversight and licencing and all other stakeholders involved. The SSP contains safety 
objectives which give direction to the efforts of the government (e.g. priorities for policy development) and the 
aviation sector, which each have their own responsibilities with respect to civil aviation safety. 
 
The current SSP for the Netherlands (edition 2) is valid from 2015-2019, hence is due to be renewed. The current SSP 
is aligned with ICAO Annex 19 (Safety Management) edition 1 and with ICAO doc 9859 (Safety Management Manual) 
edition 3. 
 
The aim of this document is to assist the Dutch Government by developing recommendations for the next edition SSP, 
i.e. SSP 2020-2024. This will be achieved by examining how the SSP can be set up in a more risk-driven manner, and 
whether changes are needed in connection with recently published new editions of ICAO Annex 19 and the ICAO 
Safety Management Manual. The research approach includes: 
 

1. Interviewing a number of employees of the Aviation Safety Department of the Ministry of Infrastructure and 
Water Management, and organising a brainstorming session within that same department. The purpose of 
the interviews and the brainstorming session is to identify ideas and insights that may be relevant to the SSP 
2020-2024. 

2. Identifying the differences between editions 2 and 1 of ICAO Annex 19, and between editions 4 and 3 of the 
ICAO Safety Management Manual, and analysing whether / how these differences should be expressed in the 
new SSP 2020-2024. 

3. Developing recommendations for the structure and content of the SSP 2020-2024, using the inputs 
mentioned above. 

1.2 Structure of report 

The report is structured as follows: 
• This Chapter 1 gives an introduction to the work and to the report. 
• Chapter 2 provides key results of the interviews and the brainstorming session with members of the Aviation 

Safety Department of the Ministry of Infrastructure and Water Management.  
• Chapter 3 covers the key results of the study of documentation including ICAO Annex 19 and the ICAO Safety 

Management Manual. This is based on the material in Appendix A. 

                                                                 
1 Note: In this document the term SSP only refers to the main document of the SSP and not to the set of documents consisting of an SSP main document and SSP Action 
Plan (Dutch Plan for Aviation Safety).  
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• Chapter 4 consolidates the results of Chapters 2 and 3 into Recommendations for SSP 2020-2024. 
• Chapter 5 provides conclusions. 
• Chapter 6 lists the references and the documentation used during this project. 
• Appendix A feeds into chapter 3 and studies ICAO and other documentation related to SSP and Safety 

Management. 
• Appendix B feeds into chapter 4 and analyses the structure and content of the current SSP 2015-2019, 

comparing it to the structure and content proposed by the latest editions of Annex 19 and the SMM. 
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2 Key results of Interviews and Brainstorm 

On the 1st and 5th of November, 2018, the project team conducted interviews and had a brainstorming session with 
Aviation Safety experts from the Ministry of Infrastructure and Water Management, [Minutes of SSP Interviews and 
Brainstorm]. The goal of the interviews and brainstorming session was to solicit ideas and advice on the State Safety 
Programme 2020-2024. The key ideas are consolidated below. 

Scope of SSP 

One of the issues identified in the interviews and the brainstorm was that the scope of the SSP must be made clearer, 
both concerning the way the SSP is used and by whom, and concerning the extent of the topics it aims to cover.  
The aim of the SSP is to show the House of Representatives what the Ministry is planning to do regarding State Safety, 
in line with existing regulations. The Ministry must supervise and assume final responsibility with the aid of the SSP. 
However, the SSP can be a policy document as well as a document for the entire civil aviation system. The SSP Action 
Plan that accompanies the SSP main document is seen as the more practical part; it describes how the SSP main 
document is brought into practice. 
 
Regarding the extent of the topics the SSP aims to cover, it should be clarified in what way the Caribbean territories 
are addressed by the SSP, whether security is addressed explicitly, or implicitly as a condition for safety, and whether 
third-party risk is in scope. Attention should be paid to interfaces with topics that are out of scope, and links with 
security objectives should be established. 

Safety Objectives formulated in the SSP 

In section 5.3 of the current SSP, fifteen safety objectives, safety boundary conditions and safety priorities are 
formulated. Number 1 on this list is the national objective for Commercial Aviation: “no avoidable fatal accidents in 
commercial aviation involving Dutch aircraft or at Dutch airports, or in Dutch airspace, or involving aircraft maintained 
by Dutch companies.” Number 2 is the national objective for General Aviation (GA): “no fatal accidents in GA in which 
aircraft, equipment or training have played a role (internal safety) and no fatalities or injuries on the ground (third 
party risk).” Numbers 3 through 15 are a mix of safety boundary conditions and safety priorities, taken from the 
former Policy Agenda Aviation Safety. 
 
During the interviews and brainstorming session, it was advised to explain where the national objectives come from, 
and to make sure that they are unambiguously formulated and scoped. It was advised to clarify the relationship 
between numbers 1-2 and numbers 3-15, and to avoid a mix of various objectives and actions in one list. The 
suggestion was made to develop an Objectives-Tree (see an example in Figure 1), which describes the National 
objective(s), which are then subdivided into several small objectives that can ultimately branch into specific actions to 
be addressed in the SSP Action Plan. The contents of the SSP Action Plan must be well linked to the SSP objectives in 
the SSP main document. An objective (or national objective) could be formulated for each domain from the Action 
Plan, i.e., for safety, for security, for general aviation, etc. The objectives should be formulated together with the 
sector. Preferably, these objectives should become measurable. 
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Figure 1: Example structure Objectives-Tree 

Main structure of the SSP 

It was agreed that the current structure of the SSP should be maintained, i.e. chapters that are organised according to 
the four ICAO SMS pillars Safety Policy, Safety Risk Management, Safety Assurance, and Safety Promotion, and in line 
with Annex 19.  
 
However, the contents of these four chapters should be improved. It was advised to bring them more in balance with 
each other. Details currently in the policy chapter (which was considered lengthy, compared to the other three 
chapters) could be moved to an appendix. The chapter on safety promotion should be extended with what is aimed to 
be achieved with safety promotion, and with what is considered successful promotion. It already addresses 
exchanging data with and from the sector, but more use can be made of data and machine learning. There are several 
European initiatives on data collection, which can be used as input to the SSP. 
 
Finally, the structure of the European Plan for Aviation Safety (EPAS) could be used as inspiration to see where the SSP 
structure could be improved. 

Risk-based approach 

The general view was that there is value in making the SSP more risk-driven, and that a risk-driven approach should be 
used to justify each objective. The main view is that this helps to measure how the SSP has made the aviation sector 
safer. The SSP should be more transparent, more concrete, and have measurable objectives. It should explain which 
risks are being addressed and how the actions aim to reduce or manage those risks. The SSP objectives should be 
SMART (Specific, Measurable, Attainable, Realistic, Timely).  
 
There are also challenges: Risks change over time, therefore they form a moving target. Perhaps, the term risk should 
be brought to a higher level of abstraction. In some ways, the term ‘risk-based’ could be interpreted as ‘data-driven’. 
The idea of making the SSP more risk-driven was based primarily on expert judgment. Therefore, this idea should have 
better substantiation. Especially for policy or decision-making purposes it is important that this risk basis is properly 
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described. A proper risk-based prioritization and approach will improve the substantiation of decision makers towards 
certain decisions. More effort must therefore be put into describing the reasons for certain choices in the SSP.  
 
In the past, in aviation, risk was mainly addressed at a component level rather than at an integral system level. This 
should be improved. Another issue is that accidents are rare and are difficult to control with policy. Perhaps it is better 
to look at incidents rather than accidents, but what mechanism should be used for that? It would be interesting to see 
how other countries such as the UK are dealing with this, and what they have achieved. The SSP can also be made 
more risk-driven by using the concept of Acceptable Level of Safety Performance (ALoSP), which is the minimum level 
of safety performance, expressed in terms of safety performance targets and safety performance indicators2. 
 
Where it comes to prioritisation of actions in the SSP Action Plan, it is advised to also look at the costs of actions and 
the benefits of what they aim to accomplish. Such cost-benefit analysis should also include an analysis of the costs if 
actions are not taken. The most important sector parties could be asked to identify their Top-3 Risks, and explain their 
ambition to neutralize these risks and how they measure this3. 

Involvement of ILT  

For Inspectie Leefomgeving en Transport (ILT)4 it is important that the objectives and actions formulated in the SSP 
are in line with those in their own policy documentation, such as their ‘Meerjarenplan (MJP)’. This requires their 
explicit involvement in the development of the SSP as well as the SSP Action Plan. In addition, the SSP should 
emphasise that a good relationship with ILT and with a reinforced Analysebureau Luchtvaartvoorvallen (ABL) is also 
required to improve accident and incident reporting. The collection and availability of good quality data helps to 
motivate the sector to improve safety.  

Involvement of sector organisations 

It is important that the sector sees each problem as a common problem that they need to address together. The 
aviation sector organisations should therefore be actively involved during the development and formulation of the 
Safety Objectives in the SSP, e.g. by means of the organisation of joint sessions. For the development of the SSP main 
document (apart from jointly formulating the safety objectives), the involvement could be limited to review.  

Relation with other documentation 

Finally, during the interviews and brainstorm session it was advised to explain how the SSP and the SSP Action Plan 
relate to other key documentation, such as the Aviation Policy Memorandum (Luchtvaartnota), the ISMS Roadmap of 
Schiphol, and the European Safety Programme (EASP and EPAS). 

                                                                 
2 It is noted that recently, some issues have been reported regarding the practical application of the ALoSP, and the concept is put on hold. This is explained in chapter 3. 
3 Note that some aviation sector organisations have already identified their main risks; for example the ISMS are in the process of identifying their Top-5 Ground risks 
and their Top-5 Flight risks. 
4 In English: Human Environment and Transport Inspectorate. 
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3 International Regulations and Guidance 
Material 

This chapter gives the main results of the study of documentation including ICAO Annex 19 (Safety Management) and 
the ICAO Safety Management Manual, focusing on the identification of differences between the previous and the 
current editions. More details are provided in Appendix A. 

3.1 ICAO Annex 19 Safety Management 

Introduction to Annex 19  

In July 2013, ICAO published Annex 19 of the Convention of Chicago [ICAO Annex 19, Ed. 1]. This first edition of Annex 
19 describes the Standards and Recommended Practices (SARPs) to help States manage aviation safety risks. In order 
to assure a safe operation of aircraft in an increasingly complex air transportation system, the Annex provides 
guidance and specific obligations to support the development of a proactive strategy to improve safety performance. 
Annex 19 provides information and guidance for states to establish a Safety Management System (SMS) which is 
embodied in a State Safety Programme (SSP). The Annex also includes provisions for an implementation of a Safety 
Management System for operational organisations and for an exchange of safety data at State level. Further, the 
Annex requires that every state should have a State Safety Oversight (SSO) system.  
 
After the publication of edition 1, the Annex was improved through the consolidation and restructuring of the existing 
SARPs. These improvements were consolidated in Amendment 1 to Annex 19 [ICAO Annex 19, Ed. 1, Amendment 1]. 
Subsequently, Amendment 1 was entirely incorporated in the second edition of Annex 19 [ICAO Annex 19, Ed. 2], 
which was published in July 2016 [ICAO Annex 19, Ed. 2] and which will become applicable on November 7th, 2019. 

Differences between Annex 19 editions 

Edition 2 of Annex 19 [ICAO Annex 19, Ed. 2] is comprised of the following amendments to the safety management 
provisions [ICAO Flyer, 2016]:  

1. An upgrade of SSP provisions with an integration of eight critical elements (CEs) of a State Safety Oversight 
(SSO) system. These CEs are: 

i. Primary aviation legislation 
ii. Specific operating regulations 

iii. State system and functions 
iv. Qualified technical personnel 
v. Technical guidance, tools and provision of safety-critical information 

vi. Licensing, certification, authorisation and approval obligations 
vii. Surveillance obligations 

viii. Resolution of safety issues  
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The SSP processes are streamlined by clarifying the role of these CEs as the foundation required for an 
effective SSP. The streamlined set of provisions is expected to support States in achieving SSP 
implementation in a more efficient manner. However, as the integrated set of State safety management 
responsibilities only streamlines existing provisions in Annex 19, this upgrade is not expected to have a 
significant “additional” safety impact. 

 
2. An enhancement of the SMS provisions to facilitate uniform implementation, including the extension of the 

applicability of an SMS to organisations which are responsible for the type design and manufacture of 
engines and propellers. The enhancement improves the efficiency and effectiveness of the risk management 
processes. By providing further clarification of the ICAO SMS SARPs, these enhancements support effective 
SMS implementation and contribute to effective oversight of SMS5. These enhancements also facilitate the 
voluntary implementation of an SMS resulting in a positive safety impact. 

 
3. An upgrade of provisions for enhanced protection of safety data, safety information and related sources.  

The protection of safety data, safety information and related sources is an important enabler of safety 
management, and it is critical to ensure the continued availability of safety data and safety information. The 
use of safety data and safety information for purposes other than maintaining or improving safety may inhibit 
the future availability of such data and information, with a significant adverse effect on safety. The proposal 
ensures that safety data, safety information and related sources are afforded adequate protection. 

 
The structure of the 2nd edition of Annex 19 is quite similar to that of the 1st edition; a number of differences are 
found, however. An overview of the differences identified is presented in Appendix A.  
One significant change is chapter 3 addressing the State Safety Management responsibilities. The framework for a SSP 
in Attachment A of the 1st edition of the Annex is now incorporated in chapter 3 in the 2nd edition, giving it more 
emphasis. The four components of an SSP, as shown below, are now more elaborated.  

• State safety policy, objectives and resources; 
• State safety risk management; 
• State safety assurance; and 
• State safety promotion. 

Impacts of differences on SSP 2020-2024 

In view of the differences identified between the 1st and the 2nd edition of Annex 19, a number of impacts are 
observed for the SSP of the Netherlands. The first noticeable impact is the integration of the eight CEs of the SSO State 
Safety Oversight system under the 4 pillars (components) within the SSP. Table 1 presents an overview of elements 
used in the four SSP components, referring to these CEs. As shown in the table the constituents for some of the 
components are modified. This may have significant effect on the structure of the SSP 2020-2024.  
 
It is noteworthy that the component State safety risk management in the 2nd edition of Annex 19 recommends, as part 
of the SMS obligations, that safety performance indicators and targets established by service providers (stakeholders / 
sector) should be acceptable to the State. This obligation is new in the 2nd edition of Annex. In the previous edition, it 

                                                                 
5 Annex 19 does not refer to SMS regulations at EU/EASA level, but information can be found at e.g. https://www.easa.europa.eu/easa-and-you/safety-
management/safety-management-system-sms 

https://www.easa.europa.eu/easa-and-you/safety-management/safety-management-system-sms
https://www.easa.europa.eu/easa-and-you/safety-management/safety-management-system-sms
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is required only that the State agrees with individual service providers on the safety performance of their SMSs; 
neither indicators nor targets were required to be established for safety performance. 
 
The second noticeable impact is the high attention to enhanced protection of safety data, safety information and the 
related sources, and to the exchange and sharing of the data. The current SSP (2015-2019) extensively addressed the 
collection of (safety) data: what kind of data are collected, who is responsible and for what purpose is the data used. 
When following the second edition of Annex 19 as guidance, the next edition of the SSP should address and 
emphasise the importance of the protection of safety data and information and the data sources6. It is important for 
the State to ensure that the data, information and sources are solely used to improve aviation safety and not for other 
purposes. Otherwise, the organisations which own and or process the data would be hampered to making the data 
available.  
 
Another impact is that the SMS requirements are now also applicable to organisations responsible for the type design 
and manufacture of engines and propellers.  
 

Table 1: The elements for the four components of SSP according to the 1st and the 2nd edition of Annex 

 1st edition Annex 19 (Attachment A) 2nd edition Annex 19 (Chapter 3) 
1 State safety policy and objections State safety policy, objectives and resources 
1.1 State safety legislative framework Primary aviation legislation (CE-1) 
1.2 Safety responsibilities and accountabilities Specific operating regulations (CE-2) 
1.3 Accident and incident investigation State system and functions (CE-3) 
1.4 Enforcement policy Qualified technical personnel (CE-4) 
1.5 -- Technical guidance, tools and provision of safety-critical 

information (CE-5) 
2 State safety risk management State safety risk management 
2.1 Safety requirements for the service provider’s SMS Licensing, certification, authorization and approval obligations 

(CE-6) 
2.2 Agreement on the service provider’s safety 

performance 
Safety management system obligations 

2.3 -- Accident and incident investigation 
2.4 -- Hazard identification and safety risk assessment 
2.5 -- Management of safety risks* 
3 State safety assurance State safety assurance 
3.1 Safety oversight Surveillance obligations (CE-7) 
3.2 Safety data collection, analysis and exchange State safety performance 
3.3 Safety data driven targeting of oversight on areas of 

greater concern or need 
 

4 State safety promotion State safety promotion 
4.1 Internal training, communication and dissemination 

of safety information 
Internal communication and dissemination of safety 
information 

4.2 External training, communication and dissemination 
of safety information 

External communication and dissemination of safety 
information 

*) Remark: the critical element “Resolution of safety issues (CE-8)” of SSO is included here. 

 
Throughout the 2nd edition of Annex 19, it is found that there is no information or guidance material available for a 
risk-based approach for regulation. The same holds for the 1st edition of Annex. 

                                                                 
6 Note that this is also addressed in EU regulation 376/2014, https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:32014R0376&from=EN, hence the SSP 
new edition could refer to that regulation.  

https://eur-lex.europa.eu/legal-content/EN/TXT/PDF/?uri=CELEX:32014R0376&from=EN
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3.2 ICAO Safety Management Manual 

The purpose of the ICAO SMM is to provide states as well as service providers with guidance when implementing or 
maintaining safety management in their organization in accordance with the SARPs of ICAO Annex 19. Driven by the 
ever-evolving behaviour of the aviation industry (hereafter referred to as ‘industry’), the need to address changes of 
edition 2 of Annex 19, and the desire to reflect the knowledge and experience gained since the previous version, ICAO 
decided to publish a new edition of the SMM. The 4th edition superseded the 3rd edition in 2018 and introduced some 
key differences to the contents and the structure of the previous document. 
 
With the launch of the 4th edition, ICAO provided a few documents, including [ICAO overview on draft 4th edition of 
SMM], [NCLB-ADC, 2017] and [ICAO SMM, Ed. 4, Highlights], describing the key differences between the 3rd edition 
and the 4th edition. With help of these documents, all of these key differences were identified and described in 
Appendix A.2 of the current report. The key differences that have a direct effect on the content or structure of the 
upcoming SSP are consolidated below. 

Structure of the SMM 

The 4th edition of the SMM is structured in a different way than the 3rd edition. By doing so, the SMM is now also 
focused on specifically building the safety management understanding of the reader rather than just mainly 
prescribing practices for an SSP or SMS. Because the dissemination of the information contained in the SMM is 
structured in a pleasant way, it makes the safety management concepts far better understandable.  

The Safety Management Implementation (SMI) website 

In the 3rd edition of the SMM, organisations were able to find descriptions of tools and best practices related to safety 
management in the appendices of the document. However, to address the diversity of the aviation community and 
following a recommendation stemming held at the second high-level safety conference of 2015, the Safety 
Management Implementation (SMI) website was created. On this website, designed to complement the SMM, 
organisations are able to find a repository where industry best practices can be shared. Furthermore, the website 
collects practical examples, tools and educational material on an ongoing basis. The SSP 2020-2024 could refer to the 
SMI website (and vice versa) to learn from other states during the development and implementation of the new SSP.  

Integration of the SSO CEs with the SSP 

One of the largest differences for the new SMM that has a great effect on the SSP is the integration of the Critical 
Elements (CEs) of the State Safety Oversight (SSO) system. Each of the four main SSP/SMS components (Policy, Risk 
management, Assurance, Promotion) consists of various elements. In the 4th edition of the SMM these elements are 
primarily based on the CEs of an SSO system. By doing so, ICAO integrates the SSO safety objectives (that are similar to 
the safety objectives of an SSP) into the SSP, see Figure 2. The effect is that the way the four components are 
structured is different than with the previous version of the SMM. Obviously, this change may have a significant effect 
on the structure of the SSP 2020-2024. A complete overview of these changes in SSP structure was provided in Table 
1. 
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Figure 2: Overview of the different components of an SSP and the applicable elements per component (ICAO SMM Doc 
9859 ed. 4, 2018) 

SSP Safety Promotion 

The guidance on the 4th SSP component being Safety Promotion has been expanded in the 4th edition of the SMM. The 
SMM provides the reader with additional examples of what good safety promotion should contain and how a good 
safety promotion can be achieved. One of the things ICAO recommends is the implementation of a communication 
plan. Such a plan can help states to periodically disseminate safety information both internally and externally.  

ALoSP (Acceptable Level of Safety Performance)  

In the 4th edition of the SMM the concept of ALoSP is described more extensively and specific guidance information 
for states is made available. Moreover, the link between ALoSP and safety performance management activities of 
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service providers is made. With help of the guidance displayed in chapter 8 of the SMM, states can be more effective 
with the establishment of the ALoSP and are able to base their SPIs and SPTs on the concept of outcome-oriented and 
process-oriented safety risks within the industry. Achieving an acceptable and realistic ALoSP will therefore need 
additional expert input from various service providers of the industry; preferably, a data-driven expert input. 
 

 
Figure 3: Overview of the framework of the ALoSP and how it should interact with the State safety objectives and 
management actions (ICAO SMM Doc 9859 ed. 4, 2018) 

 
However, even though the concept of ALoSP and its desired outcome are considered to be clear, based on the 
descriptions provided by Annex 19 and the SMM, several States appear to be experiencing difficulties when 
implementing the concept in practice; see e.g. [ICAO RASG ALoSP challenges, 2018]. For example, determining the 
threshold of when the safety performance of the entire aviation system becomes unacceptable (based on a set of 
indicators) is considered to be difficult. Moreover, establishing SPIs with specific SPTs might give the public and the 
political agenda the impression that unsafe occurrences are totally acceptable unless they exceed a specific threshold 
value. At the 13th Air Navigation Conference in October 2018, ICAO was asked by several States to review and 
supplement the concept of ALoSP with more and better guidance. ICAO’s progress on this matter could affect the way 
that ALoSP is to be integrated in the next SSP.  
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3.3 Other documentation 

This section describes other (legal) documents that might influence the content or structure of the new SSP. This 
includes European legislation and applicable documents, and the UK SSP.  

European Legislation 2018/1139 

Regulation (EU) 2018/1139 of the European Parliament and of the Council of 4 July 2018 is about establishing 
common rules in the field of civil aviation and establishing a European Union Aviation Safety Agency. Its articles 7 and 
8 state that each Member State shall establish a State Safety Programme (SSP), accompanied by a State Plan for 
Aviation Safety, i.e. an action plan that translates the SSP into concrete activities.  
 
Article 7  
Original Text: 
1. Each Member State shall, in consultation with relevant stakeholders, establish and maintain a State safety 

programme for the management of civil aviation safety in relation to the aviation activities under its responsibility 
(the ‘State Safety Programme’). That programme shall be commensurate with the size and the complexity of 
those activities and shall be consistent with the European Aviation Safety Programme.  
 

2. The State Safety Programme shall include at least the elements related to State safety management 
responsibilities described in the international standards and recommended practices.  
 

3. The State Safety Programme shall specify, taking into account the objectives set out in Article 1 and the level of 
safety performance referred to in Article 6(3), the level of safety performance to be achieved at national level in 
respect of the aviation activities under the responsibility of the Member State concerned. 

 
Article 7 obligates Member States of the EU to establish and maintain an SSP, adopting the regulation set in Annex 19 
and to include at least the elements related to safety management responsibilities as described in International 
standards and recommended practices (i.e. SMM and Annex 19). Moreover, this article obligates Member States to 
specify a specific level of safety performance to be achieved at a national level in respect of the aviation activities 
under the responsibility of the Member State concerned. Additionally, the SSP of the Member States must be 
consistent with the European Aviation Safety Programme (EASP). 
 
Due to this additional requirement, it would be beneficial for the Ministry to study the EASP and aim to be consistent 
with it when developing the new SSP. Moreover, the overall descriptions of all organizations related to the creation of 
EU safety initiatives are well documented and might assist the Ministry with describing the same or related 
organizations. 
 
Another item of the EASP that creates a better understanding of how the legislative framework of the EU is structured 
is displayed in Figure 4. In this figure the relations between the European Institutions (i.e. European Parliament and 
European Council), EASA, Member States and Industry Stakeholders are shown. This figure schematically displays the 
core activities of each stakeholder with respect to safety legislation. A similar image can be made for the new SSP by 
‘zooming-in’ on the Member States container and describing the relations between, for example, the Ministry of 
Infrastructure and Water Management, the ILT, service providers and other stakeholders (e.g. airlines, maintenance 
organizations, etc.). 
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Figure 4: Overview describing the relations between Member States and other legislative organisations (EASP, EC, 2nd 
Edition, 2015) 

 
Article 8  
Original text: 
1. The State Safety Programme shall include or be accompanied by a State Plan for Aviation Safety. Based on the 

assessment of relevant safety information, each Member State, in consultation with relevant stakeholders, shall 
identify in that plan the main safety risks affecting its national civil aviation safety system and shall set out the 
necessary actions to mitigate those risks.  
 

2. The State Plan for Aviation Safety shall include the risks and actions identified in the European Plan for Aviation 
Safety that are relevant for the Member State concerned. The Member State shall inform the Agency of the risks 
and actions identified in the European Plan for Aviation Safety that it considers not to be relevant for its national 
aviation safety system and the reasons thereof. 

 
As an addition to an SSP, Member States are obliged to publish an action plan that describes which specific actions the 
Member State is going to take when implementing the SSP. Thereby it is important to include the risks and actions 
identified in the EPAS. The main safety risks that the action plan is supposed to identify and help resolve should be 
defined and identified in consultation with relevant stakeholders. 
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UK State Safety Programme 

As of November 7th, 2018, the UK State Safety Programme is available as a webpage7 on the website of the UK Civil 
Aviation Authority. Although no reference is made regarding the Annex 19 edition number, in view of the date it might 
be assumed that the UK SSP is in line with the 2nd edition of Annex 19. The CAA’s website was consulted to obtain an 
understanding of the practices of the UK SSP. The information could be helpful for the development of the next 
edition of the Netherlands SSP. 
 
The on-line UK SSP is clearly structured and has the four recognisable components of Annex 19. Also, it is noticeable 
that UK clearly explains what their ALoSP and their primary and secondary safety objectives are.  
 
The UK’s ALoSP is defined as follows: 
“No accidents involving commercial air transport that result in serious injuries or fatalities. No serious injuries or 
fatalities to third parties as a result of aviation activities.” 
The UK aims to achieve this ALoSP through State safety objectives that:  

• Protect people from aviation safety risks 
• Reinforce the UK position as global leader in aviation safety 
• Positively influence aviation safety through collaborative working with our international partners. 

 
The UK’s practice of publishing the SSP as a website can keep the information current and makes the information 
more accessible for readers. Moreover, the UK SSP has clearly outlined the role of Defence within the four 
components of SSP: safety policy and objective, safety risk management, safety assurance and safety promotion. Per 
component, the relevant military regulatory publications or relevant documents are referenced.  
 
Note that if the UK’s SSP is going to be used to inspire the Dutch SSP, there are some organisational differences that 
should be taken into account. In the Netherlands, the Ministry of Defence is responsible for the operations and safety 
of the military airbases. The Ministry of Defence has her own Safety Management System for her operation and 
activities. As mentioned in [NL SSP, Ed. 2], the Ministry of Defence as a stakeholder is involved in the SSP Action Plan. 
Two organisations from the Ministry of Defence are involved: Air Force Command (Commando Luchtstrijdkrachten 
CLSK) and the Military Aviation Authority (Militaire Luchtvaart Authoriteit MLA). Although their role is clearly 
described, their involvement within the four SSP components is not specified. 
 

                                                                 
7 https://www.caa.co.uk/Safety-initiatives-and-resources/How-we-regulate/UK-State-Safety-Programme/ (as per 7 November 2018) 
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4 Recommendations for SSP 2020-2024 

This chapter consolidates the material collected in chapters 2 and 3 into recommendations for the SSP 2020-2024. 
Section 4.1 gives recommendations on the structure and content of the new SSP, while section 4.2 provides 
recommendations on who to involve in the development of that content. 

4.1 Structure and Content of SSP 2020-2024 

4.1.1 General structure of SSP 

ICAO Annex 19 and the SMM propose an SSP structure that follows the four pillars of a safety management system: 
policy, risk management, assurance and promotion. It was confirmed in the interviews and the brainstorming session 
that such structure is best to be maintained. The latest editions of Annex 19 and the SMM [ICAO Annex 19, Ed. 2] and 
[ICAO SMM, Ed. 4] still follow this structure, but at a more detailed level they do show a few modifications, including: 

• In each chapter, the Critical Elements (CEs) of a State Safety Oversight (SSO) system have been integrated. 
• There is more emphasis on certain topics, such as the use and protection of data, and performance based 

regulation. 
 
The proposed sections in each of the four main chapters are presented in Table 1 (last column) or Figure 2. The main 
SSP chapters can be preceded by an Introduction chapter, and be followed by Appendices that contain more detailed 
information that feeds into the main chapters. They are discussed further below. 

4.1.2 Content of Introduction chapter 

The current SSP 2015-2019 includes an introduction that explains: 
• Why there was need for a new edition of the SSP. 
• That the SSP is accompanied by an Action Plan and a set of related procedures and working agreements. 
• The general purpose of the SSP as describing the coherence between policy, oversight and aviation 

organisations, in line with European regulatory developments. 
• The structure of the remainder of the SSP, following the four main pillars policy, risk management, assurance 

and promotion. 
• An explanation that the SSP identifies safety objectives, safety boundary conditions, and safety priorities, 

referring to appendix section 5.3 for the list. 
• The statement that the SSP will be submitted to the House of Representatives.  

 
For the next edition of the SSP it is recommended, for the sake of clarity and readability, that these issues are given a 
brief heading (unnumbered). 
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In addition, it is proposed that the introduction includes a statement explaining the national safety objectives. The 
current national objectives are: 

• For Commercial Aviation: “no avoidable fatal accidents in commercial aviation involving Dutch aircraft or at 
Dutch airports, or in Dutch airspace, or involving aircraft maintained by Dutch companies.”  

• For General Aviation (GA): “no fatal accidents in GA in which aircraft, equipment or training have played a 
role (internal safety) and no fatalities or injuries on the ground (external safety).” 

These national objectives may be improved if and where necessary, and might refer to the statement (February 2018) 
by the Minister of Infrastructure and Water Management who emphasized that safety comes first in the aviation 
policy and in all decisions that are made8. In the current SSP, the national objectives are included in section 1.1 (policy 
chapter) and in appendix section 5.3, but are quite hidden. Moving them from section 1.1 to the introduction 
highlights them better, and at the same time makes the policy chapter shorter, which is in line with a request made 
during the interviews to do so. For more recommendations on the objectives, see section 4.1.7 below. 
 
Another potential improvement for the introduction is that it could include a better explanation of the purpose of the 
SSP and the SSP Action Plan. This should clarify who is the audience for these documents, who should use them as 
regulation, who should use them as guidance, and who should use them for information only. For inspiration, [ICAO 
SMM, Ed. 4; section 1.1.7] explains the main safety benefits of having an SSP, and [ICAO SMM, Ed. 4; section 1.2] 
explains the scope of safety management applicability. 

4.1.3 Content of Safety Policy chapter 

It is proposed that the structure of the policy chapter is in line with the structure recommended by the latest editions 
of ICAO Annex 19 and the SMM. This means that the chapter is titled “State safety policy, objectives and resources”, 
and that it includes the following sections: 
 
State safety policy, objectives and resources 
1.1 Primary aviation legislation 
1.2 Specific operating regulations 
1.3 State system and functions 
1.4 Qualified technical personnel 
1.5 Technical guidance, tools and provision of safety-critical information 
 
Appendix B to this report gives a summary of what the latest editions of Annex 19 and the SMM propose to include in 
each of those sections, and compares this to what is included in the current SSP 2015-2019. This shows that the 
update means a relatively large change. It is also noted (see Appendix B) that the current SSP does not precisely follow 
the structure proposed by edition 1 of Annex 19, and in fact includes more topics than recommended. The relatively 
high number of subsections in the current SSP policy chapter (i.e., eleven) gives the chapter a ‘heavy’ appearance, 
which is not in balance with the length of the other three main chapters. 
 
In line with a request made during the interviews to try to make the policy chapter more concise, it is proposed to 
either remove topics that are not in the list of topics recommended by ICAO Annex 19, or move them to appendices. 
More detailed advice is (see Appendix B): 

                                                                 
8 Plenary debate with House of Representatives, 21 February 2018 
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• It is recommended to move the safety objectives that are currently in the policy chapter to the Introduction 
of the SSP. 

• The policy chapter contains a complete listing of governmental organisations involved in safety oversight and 
safety management, and who is responsible for what. It is recommended to move these listings to an 
appendix. See also Figure 4 for inspiration. 

• The policy chapter contains a complete listing of safety meetings and safety consultation structures that are 
being organised. It is recommended to move these listings to an appendix.  

• The policy chapter contains an explicit reference to incident and accident investigations and to a National 
Emergency Plan. It is recommended to refer to accident investigations in SSP section 2.3, as is recommended 
by Annex 19. 
 

Topics to be added, in accordance with the latest editions of Annex 19 and the SMM, are: 
• Requirements for all safety and technical oversight personnel (i) to be adequately qualified and resourced, (ii) 

to have access to appropriate facilities, (iii) to be adequately trained, and (iv) to meet minimum qualification 
requirements. 

• Requirements on the protection of safety data, safety information and related sources. It is important for the 
state to ensure that the data, information and sources are solely used to improve aviation safety and not for 
other purposes. 

4.1.4 Content of Safety Risk Management chapter  

It is proposed that the structure of the risk management chapter is in line with the structure proposed by the latest 
editions of ICAO Annex 19 and the SMM. This means that the chapter is titled “State safety risk management”, and 
that it includes the following sections: 
 
State safety risk management 
2.1 Licensing, certification, authorization and approval obligations 
2.2 Safety management system obligations 
2.3 Accident and incident investigation 
2.4 Hazard identification and safety risk assessment 
2.5 Management of safety risks 
 
Appendix B gives a summary of what Annex 19 and the SMM propose to include in each of those sections, and 
compares it to what is included in the current SSP 2015-2019. This shows that the update means a limited change. 
Most of the required information is already addressed in the current SSP, though the order deviates from the 
structure recommended by the latest edition of Annex 19. 
 
The recent editions of Annex 19 and the SMM create the following needs for update of the SSP risk management 
chapter: 

• Independence of the CAA (ILT) and the accident investigation authority (OVV) needs to be addressed in 
section 2.3 of the new SSP (rather than in chapter 1). 

• The new SSP could refer to ALoSP in the section on the Management of safety risks. 
 
Note that edition 2 of Annex 19 recommends that safety performance indicators and targets established by service 
providers (stakeholders / sector) should be acceptable to the State. In edition 1, it was required only that the State 
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agrees with individual service providers on the safety performance of their SMSs. Indicators and targets were neither 
recommended to be established nor had to be accepted by the State. 
 
It is also noted that several States appear to be experiencing difficulties when implementing the ALoSP concept in 
practice; see [ICAO RASG ALoSP challenges, 2018]. At the 13th Air Navigation Conference in October 2018, ICAO was 
asked to review and supplement the concept of ALoSP with more and better guidance. ICAO’s progress on this matter 
could affect the way that ALoSP is to be integrated in the next SSP. 

4.1.5 Content of Safety Assurance chapter 

It is proposed that the structure of the assurance chapter is in line with the structure recommended by the latest 
editions of ICAO Annex 19 and the SMM. This means that the chapter is titled “State safety assurance”, and that it 
includes the following sections: 
 
State safety assurance 
3.1 Surveillance obligations 
3.2 State safety performance 
 
Appendix B gives a summary of what Annex 19 proposes to include in each of those sections, and compares it to what 
is included in the current SSP 2015-2019. This shows that the update means a limited change. 
 
The recent editions of Annex 19 and the SMM give rise to the following needs for update of the SSP assurance 
chapter: 

• Chapter 3 needs to refer to ALoSP, as well as to applicable safety performance indicators and targets (SPIs 
and SPTs) and the link between these performance indicators.  

• The national safety objectives need to be linked to the ALoSP and to the applicable SPIs and SPTs. 
• Surveillance by the oversight authority should also include the surveillance of personnel. 

 
As in section 4.1.5, it is noted that at the 13th Air Navigation Conference in October 2018, ICAO was asked to review 
and supplement the concept of ALoSP with more and better guidance. ICAO’s progress on this matter could affect the 
way that ALoSP is to be integrated in the next SSP. 

4.1.6 Content of Safety Promotion chapter 

It is proposed that the structure of the promotion chapter is in line with the structure proposed by the latest editions 
of ICAO Annex 19 and the SMM. This means that the chapter is titled “State safety promotion”, and that it includes 
the following sections: 
 
State safety promotion 
4.1 Internal communication and dissemination of safety information 
4.2 External communication and dissemination of safety information 
 



 
 
 

25 

NLR-CR-2018-423  |  December 2018 

 

Appendix B gives a summary of what the latest editions of Annex 19 and the SMM propose to include in each of those 
sections, and compares it to what is included in the current SSP 2015-2019. This shows that the key difference is that 
the current SSP focuses on training, while Annex 19 takes a broader perspective of communication and dissemination 
of safety information.  
 
The recent editions of Annex 19 and the SMM give rise to the following needs for update of the SSP promotion 
chapter: 

• The SSP needs to describe the mechanisms involved with the internal dissemination of safety information to 
support the development of a culture that fosters an effective and efficient SSP. 

• The SSP needs to describe how often the sector wide consultation is performed. Otherwise it would be 
difficult to determine if this is a constant stream of information. 

• The SSP needs to further define which communication channels are used to enable the sharing of lessons 
learned and best practices. The sharing of these aspects should also further enhance the development of a 
positive safety culture among service providers. 

• Additional ways to further promote a positive safety culture can be discussed. 
 
It is noted that, compared with the previous edition, the latest edition of the ICAO SMM has been significantly 
expanded regarding guidance on Safety promotion. The SMM provides the reader with additional examples of what it 
should contain and how it can be achieved. One of the things ICAO recommends is the implementation of a 
communication plan for circulation of safety information. Such a plan can help States to periodically disseminate 
safety information both internally and externally. 

4.1.7 Development of an Objectives-Tree 

One request made during the interviews and the brainstorm was to make the safety objectives measurable, more 
precise and SMART (Specific, Measurable, Attainable, Realistic, Timely). It was suggested to make a distinction 
between national objectives and secondary objectives, and develop an Objectives-Tree, which describes the main 
objective, which is then subdivided into several small objectives that can ultimately branch into specific actions to be 
addressed in the SSP Action Plan.  
 
It is proposed to develop such Objectives-Tree and include it in an appendix. Some good guidance for this 
development can be found in chapter 8 of the SMM, which describes the concept of ALoSP, see also Figure 3. The 
ALoSP is defined as a set of Safety Performance Indicators (SPI) and Safety Performance Targets (SPT) that expresses 
the safety levels a state is expecting of its aviation system. By defining these SPIs and SPTs, a state is able to measure 
how the implementation of specific safety barriers is affecting the industry.  
 
This proposal is in line with the Ministry’s wish to make the SSP more risk-based. The more detailed layers of the 
structure can be linked to the SSP Action Plan. It is recommended to actively involve the aviation sector organisations 
in the development of the Objectives-Tree, e.g. by the organisation of dedicated sessions. It is noted that the UK CAA’s 
SSP refers to ALoSP as well, see section 3.3 and the references therein. On the other hand, several states have 
reported difficulties with the practical application of the whole concept (see section 3.2), so it may be argued to wait 
for ICAO’s response on that. Figure 1 could be used as inspiration for an alternative structure. 
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4.1.8 Miscellaneous suggestions  

This section collects some miscellaneous suggestions and recommendations for the SSP update: 
 
It should be clarified in what way the Caribbean territories are addressed by the SSP, whether security is addressed 
explicitly, or implicitly as a condition for safety, and whether third-party risk is in scope. Attention should be paid to 
interfaces with topics that are out of scope, and links with security objectives should be established. 
 
It is suggested to explain how the SSP and the SSP Action Plan relate to other key documentation, such as the 
‘Luchtvaartnota’, and the ISMS Roadmap of Schiphol. An overview picture in one of the appendices in the SSP would 
be useful. 
 
It is suggested to develop an update of the figure in section 1.7 of the current SSP, which explains the relations and 
responsibilities of various functions within the Ministry of Infrastructure and Water Management. If more effective, it 
could be moved to an appendix. 
 
Another (maybe obvious) recommendation is to consult documentation such as ICAO SMM Edition 4 and the SMI 
website during the development of the updated SSP, since it contains a lot of useful guidance. 
 
Where it comes to prioritisation of actions in the SSP Action Plan, it is advised to also look at the costs of actions and 
the benefits of what they aim to accomplish. Such cost-benefit analysis should also include an analysis of the costs if 
actions are not taken.  

4.2 Who to involve 

The SSP update will require the inputs from several organisations.  
 

• The development of the SSP and the SSP action plan is led by the aviation policy directorate (Directorate-
General for Civil Aviation and Maritime Affairs). 

• The development requires input and involvement of ILT, the Human Environment and Transport 
Inspectorate, regarding oversight and air transport safety data. 

• The operational stakeholders will need to be involved in the development of national safety objectives.  
• Other ministries may need to be involved as well, such as the Ministry of Defence and the Ministry of Justice, 

in order to be aligned with their safety-related programmes. 
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5 Conclusions 

The International Civil Aviation Organization (ICAO) requires its Member States to have a State Safety Programme 
(SSP). The SSP of the Netherlands describes the safety management system (SMS) of the Dutch Government for five 
years. The current SSP for the Netherlands (edition 2) is valid from 2015-2019, hence is due to be renewed. The aim of 
this document was to assist the Dutch Government in the development of the next edition SSP, i.e. SSP 2020-2024. 
The activities included examining how the SSP can be set up in a more risk-driven manner, and whether changes are 
needed in connection with recent new editions of ICAO Annex 19 and the ICAO Safety Management Manual. 
 
The recommendations are detailed in chapter 4. They are in summary: 

• To include the national safety objectives in the Introduction of the SSP rather than hidden in an appendix, 
and to improve them. The Introduction should also clearly explain the scope and purpose of the SSP. 

• To maintain the general structure of four chapters organised according to the four ICAO SMS pillars of policy, 
risk management, assurance and promotion. Inside those four chapters, use the sections recommended by 
the latest editions of Annex 19 and the SMM. This ensures that all required elements are addressed in a 
consistent manner.  

• Make sure that changes introduced by the latest editions of Annex 19 and the SMM are sufficiently 
addressed, including: 

o Requirements for all safety and technical oversight personnel to be adequately qualified and 
resourced, have access to appropriate facilities, be adequately trained, and meet minimum 
qualification requirements. 

o Requirements on the protection of safety data, safety information and related sources. 
o The use of ALoSP (or a future alternative proposed by ICAO, in response to difficulties reported by 

the States on the practical application) as a way to give structure to SMART safety objectives, safety 
performance indicators and safety performance targets.  

o To implement a clear communication plan that describes the mechanisms addressing the internal 
and external dissemination of safety information, lessons learned and best practices. 
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Appendix A ICAO Annex 19 and ICAO SMM 

Appendix A.1 ICAO Annex 19  

ICAO Annex 19 is about Safety Management and provides information and guidance for states to set up an SMS for 
their State, which is embodied in a State Safety Programme (SSP). It was developed based on a need to collect Safety 
Management material together in one Annex. 
 

 
Figure 5: Annex 19 is composed of material previously distributed amongst multiple Annexes 

 
The Annex also includes provisions for an implementation of a Safety Management System for operational 
organisations and for an exchange of safety data at State level. 
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Figure 6: ICAO Annex 19 provides provisions for states as well as for service providers 

 
There are two editions known for Annex 19. The first edition [ICAO Annex 19, Ed. 1] was published in 2013 and the 
second edition [ICAO Annex 19, Ed. 2] was published in 2016. The current SSP of the Netherlands, which is valid for 
the period 2015-2019, is in line with the first edition of the Annex. References [ICAO Flyer, 2016], [3rd AFI, 2016] and 
[NSC, 2016] present the key differences between the first and second editions of ICAO Annex 19.  

According to [NSC, 2016], there are three main differences (1) - (3) between Edition 2 and Edition 1: 
 
(1) Integration of the State Safety Oversight (SSO) system Critical Elements (CEs) with the State Safety Programme 
(SSP) provisions, which are upgraded from the SSP framework in Attachment A (from the 1st edition). 
Eight critical elements (CEs) are clearly defined for the SSO system. These CEs are: 

1. Primary aviation legislation 
2. Specific operating regulations 
3. State system and functions 
4. Qualified technical personnel 
5. Technical guidance, tools and provision of safety-critical information 
6. Licensing, certification, authorisation and approval obligations 
7. Surveillance obligations 
8. Resolution of safety issues 

(2) Enhancement of safety management system (SMS) provisions to support uniform implementation, including the 
extension of an SMS to organisations responsible for the type design and / or manufacture of engines and propellers. 
Applicability of Safety Management System is extended.  
 
(3) Protection of safety data, safety information and related sources is enhanced. 
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• Upgrading Attachment B (from the 1st edition) of Annex 19 to the status of an Appendix.  
• Safety data and safety information in voluntary reporting systems are accorded a higher level of protection 

through a Standard. 
• The protection of safety data and safety information in mandatory reporting systems is reflected in a 

Recommendation. 
• New provisions ensure that there is no overlap with the protection provisions in Annexes 6 and 13. 

 
The list above can be considered a consolidated list of differences between Edition 2 and Edition 1 of Annex. By 
comparing both editions, about 13 striking differences related to the three main differences mentioned above can be 
identified. The following overview presents concisely the differences: 
  

1. Safety data and Safety information are precisely defined in the 2nd edition of Annex. Those two concepts are 
different. 
Safety data is a set of facts or values collected from various sources, e.g. data/information obtained from 
accident investigations, safety reporting, continuing airworthiness reporting, operational performance 
monitoring, safety audits or safety studies. 
Safety information is safety data processed, organised or analysed in a way which is useful for safety 
management purposes. 

2. Safety oversight and Surveillance are clearly defined in the 2nd edition of Annex. 
3. Critical elements are introduced for the State Safety Oversight system. Each component within the SSO is 

now specified as a Critical Element (CE) with corresponding index. In total, there are 8 CEs.  
4. Regarding the State Safety Management responsibilities (chapter 3) for State Safety Programme, the States 

establish and maintain an SSP, but they may delegate safety management-related functions and activities to 
another State, Regional Safety Oversight Organisation (RSOO) or Regional Accident and Incident Investigation 
Organisation (RAIO). However, the States remain responsible for safety management-related functions and 
activities delegated to other. 

5. In the context of State Safety Risk Management, the Annex now defines obligations for (i) licensing, 
certification, authorisation and approval (in accordance with section 6 of appendix 1 in Annex); and for (ii) 
safety management system.  

6. In the context of State Safety Risk Management, the 2nd edition of Annex 19 recommends that States should 
ensure that safety performance indicators and targets established by service providers and operators are 
acceptable to the State.  
In the 1st edition, the State agrees with individual service providers on the safety performance of their SMS. 
The agreed safety performance is periodically reviewed to ensure it remains relevant and appropriate to the 
service providers. 

7. The framework for a State Safety Programme (SSP) in Attachment A of the 1st edition of the Annex is now 
incorporated in chapter 3 in the 2nd edition. The four components of a State Safety Programme are now more 
elaborated. 

8. The State shall ensure that the service provider develops a plan to facilitate SMS implementation. 
9. For the international General Aviation – aeroplanes: the SMS of international GA operator shall meet the 

criteria established by the State of Registry. 
10. Safety information, protection and sharing are explained and required in the 2nd edition of Annex. In the 

previous edition, the guidance for these is given as an attachment. This shows the importance of safety 
information, protection and sharing in the Annex and that the status has been upgraded to standard. 

11. As for the protection of safety data and safety information, States are now required to provide suitable 
protection to safety data captured by, and safety information derived from, voluntary safety reporting 
systems and related sources. 
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12. States are required to take necessary measures, including the promotion of a positive safety culture, to 
encourage safety reporting systems mentioned. 

13. States are now required to share the safety information with other States if the safety matters are considered 
to be of interest to them; and they are required to promote the establishment of safety information sharing 
or exchange networks among users of the aviation systems. These practices are no more recommendations. 

These differences have an impact on the structure of the SSP as proposed in Attachment A of the first edition, versus 
that in chapter 3 of the second edition of Annex 19, as can be seen from the table below: 

 

Table 2: The elements for the four components of SSP according to the 1st and the 2nd edition of Annex 19 

 1st edition Annex 19 (Attachment A) 2nd edition Annex 19 (Chapter 3) 
1 State safety policy and objections State safety policy, objectives and resources 
1.1 State safety legislative framework Primary aviation legislation (CE-1) 
1.2 Safety responsibilities and accountabilities Specific operating regulations (CE-2) 
1.3 Accident and incident investigation State system and functions (CE-3) 
1.4 Enforcement policy Qualified technical personnel (CE-4) 
1.5 -- Technical guidance, tools and provision of safety-critical 

information (CE-5) 
2 State safety risk management State safety risk management 
2.1 Safety requirements for the service provider’s SMS Licensing, certification, authorization and approval 

obligations (CE-6) 
2.2 Agreement on the service provider’s safety 

performance 
Safety management system obligations 

2.3 -- Accident and incident investigation 
2.4 -- Hazard identification and safety risk assessment 
2.5 -- Management of safety risks* 
3 State safety assurance State safety assurance 
3.1 Safety oversight Surveillance obligations (CE-7) 
3.2 Safety data collection, analysis and exchange State safety performance 
3.3 Safety data driven targeting of oversight on areas of 

greater concern or need 
 

4 State safety promotion State safety promotion 
4.1 Internal training, communication and dissemination 

of safety information 
Internal communication and dissemination of safety 
information 

4.2 External training, communication and dissemination 
of safety information 

External communication and dissemination of safety 
information 

*) Remark: the critical element “Resolution of safety issues (CE-8)” of SSO is included here. 

Appendix A.2 ICAO Safety Management Manual 

The purpose of the ICAO Safety Management Manual (SMM) is to provide states as well as service providers with 
guidance when implementing or maintaining safety management in their organization. When doing so using the 
guidance material of the SMM, this implementation will be in accordance with the SARPs of ICAO Annex 19. However, 
due to the ever-evolving behaviour of the aviation industry and to address changes of Annex 19 Amendment 1 / 
Edition 2, and to reflect the knowledge and experience gained since the previous version, ICAO decided to publish a 
new SMM. The 4th edition of the SMM [ICAO SMM, Ed. 4] superseded the 3rd edition [ICAO SMM, Ed. 3] in 2018 and 
introduced some key differences to the content and structure to the previous document. 
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Figure 7: The title pages of the 3rd (left) and 4th (right) edition of the SMM. 

 
With the launch of the 4th edition of the SMM, ICAO provided a few documents, [ICAO SMM, Ed. 4, Highlights], [NCLB-
ADC, 2017] and [ICAO overview on draft 4th edition of SMM], describing the 16 key differences between the 3rd edition 
and the 4th edition. With help of these documents, these key differences are described below, numbered (1)-(16).  

SMM Introduction and General Changes 

Due to the growing complexity of the operations in the industry, partially caused by growing air and passenger 
demands and technological advances (e.g. new and more complex aircraft and ANSP technologies), less prescriptive 
guidelines for safety management are required. Where the predecessor of the SMM (3rd ed.) was primarily used to 
prescribe specific practices for the industry, the successor of the SMM (4th ed.) is primarily focused on describing 
desired outcomes of safety management. By doing so, organisations (i.e., states as well as service providers) are able 
to design their own safety management practices tailored to their operations, while still meeting the desired 
outcomes of safety management as prescribed by ICAO. This new approach of the SMM assisted in reducing the total 
number of pages in the document from 254 to 182 pages (1). 
 
Another outcome and performance based implementation of safety management is achieved by emphasizing that the 
creation of an SMS or SSP should be commensurate to the size and complexity of the organisation concerned (2). 
Additional general guidance on this matter is also available in the 4th edition of the SMM. 
 
The 3rd ed. of the SMM consisted of five chapters that each described a fundamental aspect of SMSs and an SSP. The 
4th edition consists of nine chapters that are designed to progressively build a better understanding of safety 
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management, ultimately helping the reader with creating and managing an SMS or SSP (3). These nine chapters can 
also be grouped in three main safety related themes: 
 

1. Chapters 1-3: safety management fundamentals; 
2. Chapters 4-7: developing safety intelligence; 
3. Chapters 8-9: safety management implementation. 

The SMI Website (4) 

In the 3rd edition of the SMM, organisations were able to find descriptions of tools and best practices related to safety 
management in the appendices of the document. However, to address the diversity of the aviation community and 
following a recommendation stemming held at the second high-level safety conference of 2015, the Safety 
Management Implementation (SMI) website [ICAO SMI website] was created. On this website, designed to 
complement the SMM, organisations are able to find a repository where industry best practices can be shared. 
Furthermore, the website will collect practical examples, tools and educational material on an ongoing basis. By 
means of an online form or a downloadable Word-template, organisations are also able to submit their own practical 
examples and tools. Lastly, the website features descriptive texts dedicated to specific chapters of the 4th edition of 
the SMM.  
 

 
Figure 8: Screenshot of the SMI website [ICAO SMI website] 

Safety Management Benefits (5) and Scope (6) 

In section 1.1.7 of the 4th ICAO SMM, the benefits of safety management are listed. By doing so, ICAO tries to create a 
clear understanding of what effectively implemented safety management can achieve. The main safety benefits as 
defined by ICAO are listed below; for more detail, the reader is advised to consult the SMM (4th edition). 
 

• Strengthened safety culture; 
• Documented, Process-based approach to assure safety; 
• Better understanding of safety-related interfaces and relationships; 
• Enhanced early detection of safety hazards; 
• Safety data-driven decision-making; 
• Enhanced communication of safety; 



 
 
 

36 

December 2018  |  NLR-CR-2018-423 

 

• Evidence that safety is a priority; 
• Possible financial savings; 
• Improved efficiencies; 
• Cost avoidance. 

 
Furthermore, in section 1.2 (Safety management applicability), ICAO has expanded its introduction to address the 
scope of safety management applicability. Moreover, guidance has been added on the applicability of state-owned or 
military service providers in section 1.2.4. 

Integrated Risk Management (7) 

In section 1.4 of the 4th edition SMM, the reader is introduced to the concept integrated risk management. By 
introducing this concept in the first chapter of the document, ICAO creates additional awareness of integrated risk 
management and how other domains interact with it. 
 
Section 1.4 focuses on 4 different systems of aviation that are concerned with the consequences of risks in the 
industry. These systems are defined as: finance, environment, safety, and security. The main message of this piece of 
text is to make the reader aware that the management of risks has an influence on the entire system, in particular on 
the four systems as mentioned before. For example, eliminating the operational risk of a Personal Electronic Device 
(PED) being used as a detonator for an explosive device may be eliminated by restricting all PEDs from the cabin 
(eliminating a security risk). However, this would introduce another risk of PEDs catching fire in the cargo hold of the 
aircraft (introducing a safety risk). 

Safety Culture and the protection of Safety Data (8) 

The new version of the SMM features two entire chapters devoted to safety culture (chapter 3) and safety data 
(chapter 7), respectively. Chapter 3 provides guidance on the promotion of a positive safety culture. Chapter 7 
describes basic principles for the protection of safety data and safety information. Subsequently, it describes guidance 
on how to implement these principles. 

Integration of SSO CEs with the SSP (9) 

With the first edition of Annex 19, states were expected to implement two sets of provisions; these were the 8 CE 
(Critical Elements) of an SSO (State Safety Oversight) and the 4 components of an SSP. However, it was considered 
that both the SSO and SSP share various similar safety objectives. Furthermore, both the SSO and the SSP try to 
address the functions and responsibility of the state. Therefore ICAO decided that the 8 CEs of an SSO should be 
integrated into the SSP. All CEs were matched to a specific traditional SSP component. States are expected to integrate 
these CEs into their SSP and also to use them as a foundation for each SSP component. This is illustrated in Figure 9. In 
this figure every component of the SSP is displayed with its corresponding elements on the right-hand-side. The blue-
green coloured boxes represent the CEs that fall under each component and the orange coloured boxes represent 
additional elements that fall under each component. Some of these additional elements were also prescribed in the 
previous SMM.  
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Figure 9: Overview of the different components of an SSP and the applicable elements per component (ICAO SMM Doc 
9859 ed. 4, 2018) 

 
All SSP components consist of various elements; however, now that the CEs have been integrated into the SSP, the 
elements that build a component have been changed. For example, the first component of the 3rd edition of the SMM, 
State Safety Policy and Objectives, consisted of 4 elements:  
 

• State safety legislative framework; 
• State safety responsibilities and accountabilities; 
• Accident and incident investigation; 
• Enforcement policy. 

However, in the 4th edition of the SMM the elements that answer to a specific SSP component have changed. For 
example, according to the 4th edition of the SMM the first component of the SSP is State Safety Policy, Objectives and 
Resources and the 5 elements that answer to this component are: 
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• Primary aviation legislation; 
• Specific operating regulations; 
• State system and functions; 
• Qualified technical personnel; 
• Technical guidance, tools and provisions of safety-critical information. 

Because now, many of the elements of the SSP components are actually critical elements of the SSO it is advised to 
consult the Safety Oversight Manual Part-A (Doc. 9734) where all the critical elements are described in more detail, 
when composing the components of the SSP.  

SSP Safety Promotion (10) 

As described above, the first SSP component is renamed to State Safety Policy, Objectives and Resources, this means 
that ‘resources’ is no longer part of the 4th SSP component ‘Safety promotion’ from now on.  
 
In the 4th edition of the SMM the section dedicated to this 4th component and the corresponding elements is 
extended. There is additional focus on examples of internal and external communication that states should 
disseminate. Also, the SMM emphasizes the creation of a dedicated communication plan that describes how and 
when information is disseminated throughout the industry (externally) and within the SSP Coordination Group 
(internally). 

Training Needs Analysis (11) 

A new piece of text in the 4th edition of the SMM is the Training Needs Analysis (TNA) section. While this section 
actually is general guidance for service providers, states can also use this material for the development of inspector 
competencies.  
 
By performing a TNA it is ensured that among the personnel of the service provider there is a clear understanding of 
the operation, the safety duties of the personnel and the available training. In respect to the SSP, a TNA can ensure 
that inspectors are competent enough to perform their duties. 

System Description and Interfaces (12) 

In the new edition of the SMM there is additional guidance on the importance of a correct system description. 
Subsequently this guidance is expanded and directed at states in chapter 8 of the document. Additionally, expanded 
guidance is directed at service providers in the 9th chapter.  
 
A correct system description summarises the organization’s processes, activities and interfaces. For an SSP this means 
that it will also describe the various entities and authorities involved in the aviation system and how these interfaces 
interact. The description of the aviation system provides a good starting point for the creation of an SSP or SMS, 
making it a vital component for the further implementation of such a programme/system. More specifically, an 
aviation system description for an SSP is formally known as a “civil aviation system description”. 
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Additional guidance is available in chapter 8 of the SMM, which defines in more detail what should be included in a 
civil aviation description: 
 

• The structure of the existing regulatory framework, including the various State aviation authorities; 
• Safety management roles and accountabilities of the various regulatory authorities; 
• Platform or mechanism for coordination of the SSP among organizations; and 
• An internal review mechanism at the state level and within each organization. 

Safety Objectives and Safety Performance (13) 

In the 4th edition of the SMM ICAO emphasizes the relationship between safety performance and safety objectives. 
One of the most important functions of safety performance is that it can map if progress is made towards achieving 
safety objectives. Especially this link between safety objectives and safety performance is introduced. More focus on 
the link between safety performance and safety objectives can also be found in chapters 8 and 9. Additionally the link 
between the state safety objectives, corresponding SPIs and the total ALoSP is made clear with help of examples and 
extra information in chapter 8. In the next section more information is available related to this matter. 

Acceptable Level of Safety Performance (14) 

The ALoSP (Acceptable Level of Safety Performance) is defined as a set of SPI (Safety Performance Indicators) and SPT 
(Safety Performance Targets) that expresses the safety levels a state is expecting of its aviation system. The set of SPI’s 
that the State defines must answer to all sectors of the aviation industry and the corresponding service providers of 
which the State is responsible. 
 
The ALoSP is usually related to the State safety objectives that are defined by the State. By defining specific SPIs and 
SPTs related to different objectives, a state is able to measure the progress of achieving various goals that were 
defined. Two different types of safety risks are defined that can both be measured using different SPIs. 
 

• Operational Safety Risks, focus on SPIs that measure an unwanted outcome (e.g. incidents and accidents). 
• Process Implementation Safety Risk, focuses on the means and resources necessary for operational risk to be 

managed (e.g. SPI that reflect the progress for implementing a certain regulation or the amount of audits 
performed at service providers). 

All identified risks should be periodically reviewed by a team to better understand the risks involved in more detail. 
The improvement of the operational safety risks are known to be reactive where the process implementation safety 
risks tend to be pro-active. 
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Figure 10: Overview of the framework of the ALoSP and how it should interact with the State safety objectives and 
management actions (ICAO SMM Doc 9859 ed. 4, 2018) 

 
Even though the purpose of the ALoSP is considered to be clear from the descriptions provided in Annex 19 and the 
ICAO SMM, several States have indicated, during the thirteenth Air Navigation Conference of ICAO, that they find it 
challenging to implement the ALoSP concept in practice. First of all the term ‘Acceptable’ of the ALoSP concept might 
give the impression that there are just two categories that aviation safety performance may fall into: acceptable and 
unacceptable. This means that states need to develop criteria to indicate if the safety performance of the entire 
aviation system as a whole is acceptable or unacceptable. Keeping this concept in mind, it becomes challenging to 
assess when safety performance of an aviation system becomes unsafe.  Does the aviation system become unsafe if 
just one out of ten indicators is failing? Or are there other factors to keep in mind? Or maybe a smaller subset of extra 
critical SPIs would suffice for indicating the safety performance of the entire aviation system? Moreover, setting 
specific ALoSP SPIs might complicate public expectations and the local cultural and political context. For example, an 
SPI that targets that a State is not allowed to have more than, say, 10 accidents a year might give the impression that a 
State finds accidents acceptable as long as it are no more than ten, while actually a State should of course strive to 
have no accidents at all. The States that have tried to implement the ALoSP concept all encountered the challenges 
and questions as displayed above. Therefore, a large number of States have asked ICAO to review the concept of 
ALoSP. Due to this, it should be noted that it is possible for the ALoSP concept to be subject to change.  
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Management of Change (15) 

The 4th edition of the SMM provides the reader with enhanced guidance on the concept of management of change. 
More specifically, a section is dedicated towards the management of change from the state perspective. In section 
9.5.6 of the SMM, ICAO identifies two types of change that may occur under the SSP: organizational change and 
operational change. Organizational change is the restructuring of authorities or any of their responsibilities. 
Operational change can be any type of operational change within the aviation civil system such as the restructuring of 
runways or the restructuring of the airspace.  
ICAO emphasizes the importance of managing the changes within the aviation system and how important it is to 
update the safety risk picture if a specific change is imminent. It might be worth noting in the SSP that the state is 
always on the lookout for change and that whatever organizational or operational change may occur, there will be a 
careful analysis on how this affects safety. 

Integration of Management Systems (16) 

In the 4th edition of the SMM additional guidance on the integration of management systems including SMS and QMS 
has been added to chapter 9. However, because the guidelines displayed in chapter 9 are specifically created for 
service providers and not for states, no additional analysis of this chapter and its new content has been conducted.  
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Appendix B Structure of current SSP 

This Appendix explains the structure of the current SSP 2015-2019, by summarising its sections and subsections, and 
compares that with the structure as proposed in edition 2 of ICAO Annex 19 and edition 4 of the SMM (this structure 
is referred to as Annex 19 SSP sections 1.1, 1.2, etc). More guidance on the latter can be found in chapter 8 of [ICAO 
SMM, Ed. 4]. 

State Safety Policy chapter 

The policy chapter of SSP 2015-2019 is titled “Safety responsibility” and includes the following sections: 
 

Safety responsibility Content (very brief) 
1.1 Striving for continuous 

improvement of safety in civil 
aviation 

Main safety objectives for Ministry: no accidents, good safety culture. 
Need to be in compliance with certain international regulations. 
Reference to SSP Action Plan for concrete steps. 

1.2 Regulations Statement that Dutch regulation needs to be in line with International 
regulation. Explanation of applicability of SSP and regulation at 
Caribbean islands. Explanation of applicable ICAO regulations. Overview 
of which regulations are applicable (or not) for which types of 
organisations. Statement that regulations are regularly reviewed. 

1.3 Organizations involved in 
safety management 

List of international and national governmental organisations, plus their 
responsibilities in safety management. This includes EU and EASA, and 
five Dutch Ministries, plus some organisations that are under their direct 
responsibility (e.g. police, security, disaster response). 

1.4 Investigation into accidents 
and serious incidents 

Explanation of who is responsible for incident and accident 
investigations, and who is responsible for monitoring that lessons 
learned are implemented.  

1.5 Oversight in relation to Just 
culture 

Explanation of the policy on oversight of incident and accident reporting 
and the use of that information while maintaining a just culture. 

1.6 National Emergency Plan Statement that a National Emergency Plan is being developed, which 
describes who is responsible for what. 

1.7 Responsibilities within the 
Ministry of Infrastructure and 
the Environment 

List of functions of management and personnel within the Ministry of 
I&W, plus their main responsibilities. 

1.8 Consultation structures within 
the Ministry of Infrastructure 
and the Environment 

List of groups of management and personnel within the Ministry of I&W 
that have regular meetings on specific types of subjects 

1.9 National consultation 
structures 

List of groups of national aviation organisations that have regular 
meetings on specific types of subjects. 

1.10 Safety platform Schiphol Explanation that there is a Safety platform Schiphol, with reference to 
the types of participating organisations. 

1.11 Technical assistance Statement on safety technical assistance given to other countries such 
as those in the Caribbean area. 
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Note that this structure is not completely in line with the structure proposed in edition 1 of Annex 19, which was:  
1. State safety legislative framework 
2. Safety responsibilities and accountabilities 
3. Accident and incident investigation 
4. Enforcement policy 

Edition 2 of ICAO Annex 19 proposes to include the following sections: 
 

State safety policy, objectives and 
resources 

Content (very brief) 

1.1 Primary aviation legislation The need for an effective aviation law, tuned to the State’s size and 
complexity and compliant with ICAO requirements, to enable the 
oversight and management of civil aviation safety. The aviation law shall 
make sure that oversight personnel gets access to what they need in 
order to do their job. 
Also, a State is expected to enforce a policy that: 
- supports and encourages a positive safety culture; 
- describes the protection of safety data, safety information and related 
sources; and 
- specifies the conditions to which extent service providers are allowed 
to, in accordance with their SMS, resolve safety issues internally.  

1.2 Specific operating regulations The need for regulations to address national requirements emanating 
from the primary aviation legislation, for standardized operational 
procedures, products, services, equipment and infrastructures, 
compliant to ICAO Annexes. 
ICAO encourages States to consider performance-based regulations. 
However, it should be considered that these type of regulations have 
impact on the regulation enforcement  

1.3 State system and functions The need to establish an adequately qualified and resourced CAA. 
1.4 Qualified technical personnel Adequate training for safety oversight technical personnel. 

The need for minimum qualification requirements for the technical 
personnel performing safety-related functions and provide for 
appropriate training to maintain their competence. 
Implement a system for the maintenance of training records for 
technical personnel. 

1.5 Technical guidance, tools and 
provision of safety-critical 
information 

The need for appropriate facilities, comprehensive and up-to-date 
technical guidance material and procedures, safety-critical information, 
tools and equipment, and transportation means, as applicable, to the 
technical personnel to enable them to perform their safety oversight 
functions effectively and in accordance with established procedures in a 
standardized manner. States shall provide technical guidance to the 
aviation industry on the implementation of relevant regulations. 

 
A comparison between the structure of SSP 2015-2019 and edition 2 of Annex 19 shows that they have some 
elements in common:  

• Both refer to regulations. The SSP sections 1.1 and 1.2 refer to listings of international regulations the 
Netherlands State and aviation organisations need to be in compliance with, and explain that regulations 
need to be regularly renewed. Annex 19 SSP sections 1.1 and 1.2 refers to a need for an effective aviation 
law, and to requirements and procedures emanating from this law. 

• Both refer to technical guidance on the implementation of relevant regulations. Annex 19 SSP section 1.5 
refers to such guidance to the aviation industry; the SSP refers to such guidance to other countries such as 
those in the Caribbean area. 
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The comparison shows that there are also several main differences, including: 
• The SSP refers to safety objectives in the policy chapter (SSP, section 1.1).  
• The SSP includes a complete listing of governmental organisations involved in safety oversight and safety 

management, and who is responsible for what (SSP, sections 1.3, 1.4, 1.5, 1.6, 1.7).  
• The SSP includes a complete listing of safety meetings and safety consultation structures that are being 

organised (SSP, sections 1.9, 1.10). 
• The SSP explicitly refers to incident and accident investigations (SSP section 1.4) and to a National Emergency 

Plan (SSP section 1.6). Annex 19 refers to accident investigations in SSP section 2.3 (requiring them to be 
independent from oversight). The SMM refers to an Emergency Response Plan in its chapter 9, which is for 
service providers, not for states. 

• Annex 19 requires all safety and technical oversight personnel to be adequately qualified and resourced, have 
access to appropriate facilities, be adequately trained, and meet minimum qualification requirements (Annex 
19, SSP sections 1.1, 1.3, 1.4 and 1.5). The SSP briefly touches this subject in Appendix section 5.4, for the 
Minister / Secretary of State, the Safety Manager of DBG, and the SSP Core Team. 

State Safety Risk Management chapter  

The risk management chapter of SSP 2015-2019 is titled “Safety risk management” and includes the following 
sections: 
 

Safety risk management Content (very brief) 
2.1 Requirements for SMS for 

aviation organisations 
Reference to the requirement for aviation organisations to have an SMS, 
tuned to the size of the organisation. 

2.2 Agreement on safety 
performance 

Statement that the Ministry makes agreements with all aviation 
organisations regarding their safety performance. Two national 
objectives and 13 boundary conditions and priorities are included in 
appendix section 5.3 of the SSP and are published in the SSP Action Plan. 
The latter is written with involvement of the sector organisations. Each 
organisation translates the national objectives to objectives specific for 
their organisation using an ILT-approved procedure. 

 
Note that this structure is more or less in line with the structure proposed in edition 1 of Annex 19, which was:  

1. Safety requirements for the service provider’s SMS 
2. Agreement on the service provider’s safety performance 
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The latest edition of ICAO Annex 19, edition 2, proposes to include the following sections: 
 

State safety risk management Content (very brief) 
2.1 Licensing, certification, 

authorization and approval 
obligations 

Statement on implementation by states of documented processes and 
procedures to ensure that individuals and organizations performing an 
aviation activity meet the established requirements before they are 
allowed to exercise the privileges of a licence, certificate, authorization 
or approval to conduct the relevant aviation activity. 

2.2 Safety management system 
obligations 

Requirement for service providers and international GA operators to 
implement an SMS that is acceptable by the state. Requirements and 
guidance material are periodically reviewed. Safety performance 
indicators (SPIs) and safety performance targets (SPTs) of the service 
provider’s SMS are reviewed and accepted by the relevant State 
regulatory authority. 

2.3 Accident and incident 
investigation 

Requirement for accident investigation authority and the CAA to be 
independent.  

2.4 Hazard identification and 
safety risk assessment 

Level of sophistication of safety risk management process and of data 
collection may be dependent on complexity of aviation system. Data-
driven analysis programme. Hazard identification processes and safety 
risk assessments for identification of hazards and safety trends across 
the entire aviation system of the State. 

2.5 Management of safety risks States shall use a documented process to take appropriate actions, up to 
and including enforcement measures, to resolve identified safety issues. 
States shall ensure that identified safety issues are resolved in a timely 
manner through a system which monitors and records progress, 
including actions taken by individuals and organizations performing an 
aviation activity in resolving such issues. The management of safety risks 
of the State’s aviation system contribute to the achievement of the 
ALoSP (more about the ALoSP and defining the ALoSP in the next 
component). 

 
A comparison between the structure of SSP 2015-2019 and edition 2 of Annex 19 shows that they have some 
elements in common, albeit that the information is addressed in a different order:  

• Both refer to requirement for aviation organisations to have an SMS, see SSP section 2.1 and Annex 19 SSP 
section 2.2.  

• Both refer to agreements and requirements on safety performance, see SSP section 2.2 and Annex 19 SSP 
section 2.1. 

• Both Annex 19 SSP section 2.2 and SSP section 2.2 refer to safety performance indicators for service 
providers and to the review and acceptance of the related procedures by the oversight authority.  

• Annex 19 SSP section 2.4 refers to a level of sophistication of safety risk management process that may be 
dependent on the complexity of the aviation system. The SSP section 2.1 refers to the SMS being tuned to the 
size of the organisation. 

• Annex 19 SSP section 2.5 refers to management of safety risks. In the SSP, this topic is discussed in section 
2.2. 

 
The comparison shows that there are also several differences, including: 

• Annex 19 SSP section 2.3 refers to independence of CAA and accident investigation authority. In the SSP, this 
topic is discussed in section 1.4.1. 

• Annex 19 SSP section 2.5 refers to ALoSP.  
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State Safety Assurance chapter 

The assurance chapter of SSP 2015-2019 is titled “Safety assurance” and includes the following sections: 
 

Safety assurance Content (very brief) 
3.1 Oversight Explains the role and activities of ILT. 
3.2 Data collection Explains that data from obligatory and voluntary reporting of incidents 

and accidents is analysed to draw safety lessons. Just culture is 
maintained. Reference to EU regulation and consultation structures. 

3.3 Risk and performance-based 
oversight 

Reference to EU regulation on risk-based oversight and how ILT brings 
that into practice. 

3.4 Performance requirements for 
airspace 

Reference to EU regulation on performance requirements for safety, 
environment, capacity and efficiency of the airspace. This includes 
introduction of safety management, application of risk classification in 
risk analyses and presence of just culture.  

 
Note that this structure is more or less in line with the structure proposed in edition 1 of Annex 19, which was:  

1. Safety oversight 
2. Safety data collection, analysis and exchange 
3. Safety data driven targeting of oversight on areas of greater concern or need 

 
The latest edition of ICAO Annex 19, edition 2, proposes to include the following sections: 
 

State safety assurance Content (very brief) 
3.1 Surveillance obligations States shall implement documented surveillance processes, by 

defining and planning inspections, audits and monitoring activities on 
a continuous basis, to proactively assure that aviation licence, 
certificate, authorization and approval holders continue to meet the 
established requirements. This includes the surveillance of personnel 
designated by the Authority to perform safety oversight functions on 
its behalf. 

3.2 State safety performance States are required to establish the acceptable level of safety 
performance (ALoSP) to be achieved through their SSP. This can be 
achieved through implementation and maintenance of the SSP, and 
implementation and periodic review of safety performance indicators 
(SPIs) and safety performance targets (SPTs) showing that safety is 
being effectively managed. The SPIs and SPTs defined must encompass 
all areas of the aviation system of which the State is responsible. The 
ALoSP must be in turn derived from the specified State Safety 
Objective. It is also encouraged to periodically review the ALoSP and 
its applicable SPIs and SPTs to monitor the progress towards the State 
Safety Objectives. 

 
A comparison between the structure of SSP 2015-2019 and edition 2 of Annex 19 shows that they have some 
elements in common:  

• They both explain the roles of the SSO (State Safety Oversight) system. 
• They both describe the need for the collection and analysis of safety data, though Annex 19 extends it to 

safety data and safety information. 
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The comparison shows that there are also several main differences: 
• In the SSP, the ALoSP is not mentioned at all, and neither are applicable SPIs and SPTs and the link between 

these performance indicators. However, in section 2.2.2, the SSP does refer to safety indicators and targets 
and their relationship being described in the SSP Action plan, and in SSP section 3.3, safety indicators are 
briefly referred to as well. 

• In the SSP, the national safety objectives are not linked to the ALoSP and the applicable SPIs and SPTs (not 
even in SSP section 2.2.2). 

• Surveillance by the SSO should also include the surveillance of personnel.  

State Safety Promotion chapter 

The assurance chapter of SSP 2015-2019 is titled “Safety promotion” and includes the following sections: 
 

Safety promotion Content (very brief) 
4.1 General List of topics that need to be addressed as part of training for safety. 
4.2 Internal training and 

information 
Training programmes for the Ministry itself. 

4.3 External training and 
information 

Reference to safety training by/for aviation sector organisations. 

 
Note that this structure is more or less in line with the structure proposed in edition 1 of Annex 19, which was:  

1. Internal communication and dissemination of safety information 
2. External communication and dissemination of safety information  

However, the SSP addresses ‘training and information’, where Annex 19 addresses ‘communication and dissemination 
of safety information’. 
 
The latest editions of ICAO Annex 19 and the SMM, propose to include the following sections: 
 

State safety promotion Content (very brief) 
4.1 Internal communication and 

dissemination of safety 
information 

State regulatory authorities responsible for the different aviation 
sectors as well as other independent administrative entities such as 
the accident investigation authority should have an integrated 
approach to their respective roles in State safety promotion. 

4.2 External communication and 
dissemination of safety 
information 

The State should establish appropriate communication platforms or 
media to facilitate SMS implementation and improve system-wide 
safety culture. States should also consider including guidance 
material for the implementation of SMS; importance of reporting, 
identification of available safety training for the aviation community, 
and promote the exchange of safety information with and among 
service providers and between States. 
Various examples of communicating both internally and externally 
are made. Moreover, it is advised to produce a communication plan 
that functions as roadmap to support the development of 
communication channels. 
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A comparison between the structure of SSP 2015-2019 and edition 2 of Annex 19 shows that they have some 
elements in common:  

• The SSP describes the dissemination of safety information with industry stakeholders by means of a sector 
wide consultation. 

 
The comparison shows that there are also several main differences: 

• The SSP does not refer to the need that the different state authorities should have an integrated approach to 
their respective roles in State safety promotion. 

• The SSP does not describe the mechanisms involved with the internal dissemination of safety information to 
support the development of a culture that fosters an effective and efficient SSP. 

• The SSP does not describe how often the sector wide consultation is performed making it difficult to 
determine if this is a constant stream of information. It is noted that the SSP does refer to consultation 
structures in sections 1.9 and 1.10. 

• The SSP does not further define which other communication channels are used to enable the sharing of 
lessons learned and best practices. The sharing of these aspects should also further enhance the 
development of a positive safety culture among service providers. 
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Appendices 

De Appendices in the current SSP contain the following information: 
 
International Regulations: 
Description of the Chicago ICAO convention and its main objective. Also, a description of the different Annexes ICAO 
publishes and of the main content of these Annexes. A table of contents of an SSP according to Annex 19. 
A table of contents of an SMS framework according to Annex 19. 
 
European Regulations 
EU regulation (1178/2011 – ORA.GEN.200) describing the need for service providers to establish an SMS. 
EU regulation (1178/2011 – ORA.GEN.160) describing the obligation for service providers to report accidents, serious 
incidents and incidents.  
EU Regulation (216/2008), that limits the mandatory implementation of an SMS for airports to airports with a specific 
size or larger. 
EU Regulation (1178/2011 – ARA.GEN.305) that defines a framework for an SSO system. 
 
Tasks and qualifications concerning the aviation safety 
A complete list of all the State safety objectives as defined in the SSP. 
A list describing the different tasks and responsibilities of the parties involved with the SSP. 
A list of abbreviations. 
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