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Ce document de travail décrit le mécanisme de suivi de la mise en œuvre effective des objectifs de 
sécurité d’Abuja (AST) et des indicateurs de performance ANS élaborés par la CAFAC. Il s’agit d’un 
système régional de collecte, d’échange et de retour d’information sur la sécurité destinée à faciliter 
la mise en œuvre par les États membres des AST et la fourniture d’une assistance technique pour 
renforcer les systèmes de surveillance de la sécurité lorsque les capacités sont limitées. Le document 
met en lumière l’une des stratégies clés décrites dans le mécanisme, à savoir faciliter la prise de 
décisions fondées sur des données grâce à l’automatisation des systèmes de surveillance de la 
sécurité. Cette approche comprend le renforcement de la capacité des États pour leur permettre de 
commencer à partager les sources de données de sécurité dans le but collecter des renseignements 
de sécurité conformes aux exigences de l’annexe 19 de l’OACI. 
 
La Plénière est invitée à : 
a) Approuver le mécanisme de suivi de la mise en œuvre des objectifs de sécurité d’Abuja ; 
b) Soutenir le concept de prise de décision fondée sur les données grâce à l’automatisation des 

systèmes de surveillance de la sécurité ; 
c) Exhorter les États membres de la CAFAC à renforcer les capacités de partage des sources de 

données de sécurité dans le but de promouvoir les renseignements en matière de sécurité. 
 

RÉFÉRENCE(S) : 
1) Déclaration d’Abuja sur la sécurité aérienne en Afrique ; 
2) Révision des objectifs de sécurité d’Abuja intégrant les indicateurs de performance AFI ANS ; 
3) Mécanisme de la CAFAC pour le suivi de la mise en œuvre des objectifs de sécurité d’Abuja 

révisés-2018. 
4) Doc 9750 de l’OACI : Plan mondial de navigation aérienne (GANP) 
5) Doc 10004 : Plan mondial pour la sécurité aérienne (GASP) 
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1. INTRODUCTION 
 

1.1. Les États africains, avec l’appui de la CAFAC et de l’OACI, sont disposés à mettre en œuvre les 
objectifs de sécurité d’Abuja (AST) révisés. Les AST consistent en 16 objectifs de sécurité de haut 
niveau établis pour aider les États membres de la CAFAC à atteindre l’objectif ultime de zéro 
accident d’aviation en Afrique. Conformément au GASP et au GANP de l’OACI, chaque cible a un 
objet et un calendrier que les États membres sont tenus de respecter. Les 16 cibles sont toutes 
des éléments de base conçus pour atteindre les trois (3) grands objectifs du GASP, à savoir : 

 
 Établir des systèmes efficaces de surveillance de la sécurité ;  
 Mettre en œuvre le SSP/SMS ; et  
 Appliquer une gestion prévisionnelle des risques. 
 

1.2. La CAFAC est l’organisme de surveillance désigné, chargé d’élaborer un mécanisme pour 
promouvoir la mise en œuvre et déterminer le niveau de conformité des AST par les États 
membres et de fournir une assistance technique pour aider les États à atteindre un niveau de 
conformité de 100%. 
 

1.3. Les « objectifs de sécurité d’Abuja » comprennent (1) des objectifs de sécurité révisés et (2) de 
nouveaux objectifs de sécurité liés aux ANS (voir l’Annexe « A »). Afin de mesurer avec précision 
le niveau de mise en œuvre des objectifs de sécurité d’Abuja, la CAFAC a mis au point un 
mécanisme de suivi de la mise en œuvre de ces objectifs par les États membres du groupe AFI. 
La présente note d’information décrit l’approche et les stratégies révisées de suivi et de mesure 
des progrès réalisés par les États membres du groupe RASG-AFI dans la mise en œuvre des 
objectifs de sécurité d’Abuja. 

 
2. DISCUSSION 

 
2.1. Les défis à relever par ce mécanisme sont les suivants : 

 
 La nécessité de mettre en place des systèmes de supervision de la sécurité efficaces et 

durables qui restent pertinents malgré l’évolution constante de l’environnement 
aéronautique; 

 Nécessité de surveiller la mise en œuvre des objectifs de sécurité d’Abuja et de fournir une 
assistance technique là où les capacités sont limitées ; 

 La nécessité d’assurer le suivi des données sur la sécurité et le partage des données entre 
les parties prenantes clés pour l’élaboration du renseignement en matière de sécurité et la 
gestion des risques pour la sécurité ; 

 Aux niveaux national et régional, les données de sécurité sont générées et analysées 
manuellement et sont donc sujettes à des inefficacités ; 

 La lenteur de la réaction aux menaces nouvelles et émergentes pour la sécurité ;  
 La nécessité d’assurer l’interopérabilité des systèmes de sécurité pour faciliter l’échange 

d’informations sur la sécurité aux niveaux national et régional. 
 
La CAFAC a mis au point un mécanisme de suivi et de mesure pour la mise en œuvre des AST 
par les États membres et pour relever tous les défis susmentionnés. Il s’agit d’un mécanisme de 
collecte, de partage et de retour d’information destiné à encourager les États membres à mettre 
en œuvre les AST et à fournir une assistance technique pour en assurer la mise en œuvre lorsque 
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les capacités sont limitées. Ce mécanisme recommande que les États, les organisations régionales 
de protection de l’environnement et la CAFAC adoptent l’utilisation des technologies de 
l’information, y compris des outils normalisés de collecte de données sur la sécurité, et fournissent 
des supports pour la promotion de la sécurité dans la presse et les médias en ligne. 
 

2.2. Le mécanisme recommande que les États membres de la CAFAC mettent en place des 
technologies de l’information normalisées qui collectent, rassemblent et diffusent en permanence 
des données pertinentes sur la sécurité à toutes les parties prenantes concernées. Il comprend 
un ensemble de questionnaires assortis d’une matrice pour mesurer le niveau de mise en œuvre 
des AST. Les résultats des réponses aux questionnaires seront publiés sous la forme d’un 
pourcentage de mise en œuvre pour chaque État et de performance globale combinée de la 
région. Pour chaque année, un objectif convenu est fixé pour tous les États et le taux de référence 
pour 2018 est de 60 %. 
 

2.3. L’Annexe 19 de l’OACI donne mandat aux États membres d’"établir un processus d’analyse des 
données de sécurité et des informations de sécurité provenant du SDCPS (système de collecte et 
de traitement des données de sécurité) et des bases de données de sécurité afférentes. Selon les 
rapports du programme universel de contrôle et d’audit de la sécurité (USOAP), seules 42 % de 
toutes les autorités des États membres responsables de la mise en œuvre du SSP analysent les 
informations de la base de données de leur État sur les accidents et incidents. Cela est dû au 
manque de capacités et de compétences en matière d’analyse des données de sécurité dans les 
États membres. En conséquence, les États membres ne répondent pas en temps voulu aux 
demandes de renseignements sur diverses initiatives en matière de sécurité, y compris la mise 
en œuvre des AST. 
 

2.4. Pour surmonter ces écueils, le mécanisme proposé recommande l’automatisation des systèmes 
de contrôle de la sécurité de l’État afin de garantir la compatibilité des systèmes, procédures, 
équipements et formations aéronautiques. L’interopérabilité des systèmes garantira la capacité 
de deux ou plusieurs réseaux, systèmes, composants ou applications pour faciliter l’échange 
d’informations de sécurité. La disponibilité de données sur la sécurité permettra aux États et aux 
autres parties prenantes clés d’agir efficacement ensemble. Le mécanisme comprend un système 
de reconnaissance des États champions des AST dûment reconnus pour leur haute performance. 
Ces États seront largement mis à contribution pour aider d’autres États qui en ont besoin.  
 

2.5. La 13ème Conférence de l’OACI sur la navigation aérienne, qui s’est tenue récemment à Montréal 
(Canada), a formulé la recommandation 7.1/1 sur la prise de décisions fondées sur les données 
en encourageant les États à : 

 
a) Mettre en œuvre des processus de prise de décisions fondée sur les données, en tenant 

compte des indicateurs de sécurité et de navigation aérienne de l’OACI, dans le cadre de 
leurs activités de sécurité et de navigation aérienne, et à renforcer les capacités d’analyse 
des données ; 
 

b) Echanger des informations sur la sécurité et la navigation aérienne avec d’autres États 
membres par l’intermédiaire du système de surveillance des informations de sécurité (SIMS1) 

                                                 
1 Le SIMS est un système d’information et de données de sécurité en ligne et soutenu par l’OACI, composé 

de différentes applications, qui génère des indicateurs à l’appui des programmes nationaux de sécurité 
(SSP) et des systèmes de gestion de la sécurité (SMS). 
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pour soutenir la gestion des risques en matière de sécurité ; et  
c) Appuyer les mécanismes et les plateformes régionaux en vue d’un meilleur partage des 

données et de l’harmonisation des priorités en matière de sécurité et ce, de concert avec les 
intervenants de l’industrie. 
 

3. STRATEGIES À ADOPTER 
 

3.1. Au regard de ce qui précède, le mécanisme recommande les stratégies suivantes : 
 

a) L’automatisation des systèmes de supervision de la sécurité des États membres de la CAFAC 
afin d’assurer une collecte, une compilation, une analyse et un partage efficaces des données 
entre toutes les principales parties prenantes (Partie 5 du manuel du mécanisme décrit le 
processus d’automatisation) ; 

 
b) En guise de mesure palliative, la CAFAC sollicitera l’aide de l’OACI afin que certaines des 

données clés sur la sécurité soient puisées et mises à disposition à partir de la plateforme en 
ligne OACI CMA et d’autres sources de données pertinentes du tableau de bord ; 

 
c) Des RSOO seront inclus pour promouvoir la connaissance des AST, aider à la collecte de 

données et fournir des missions d’assistance technique ; 
 
d) Rétablir des points focaux et utiliser des questionnaires révisés pour demander aux États 

membres de donner leur avis sur la mise en œuvre des AST ; 
 
e) Utilisation de techniques de tableaux de bord pour montrer le niveau de conformité de chaque 

État membre et la performance annuelle globale des États africains ; 
 
f) Mesurer le retour d’information fourni par les États membres et calculer le niveau de 

conformité aux AST en pourcentage des objectifs pour chaque année progressive jusqu’en 
2025. Partager les résultats avec toutes les parties prenantes clés et publier les résultats pour 
que tous les États membres puissent apprécier leur niveau de conformité aux AST ; 

 
g) Utilisation des dépliants et du site internet de la CAFAC comme moyen de communiquer les 

AST aux États membres et ce que l’on attend d’eux ; 
 
h) Identifier les États champions qui prendront l’initiative d’aider d’autres États ayant besoin 

d’aide dans la mise en œuvre des AST ; 
 
i) Utiliser les résultats du mécanisme de surveillance pour identifier les États qui ont besoin 

d’assistance technique et en offrir pour booster la conformité aux AST. 
 
j) Encourager les établissements de formation à intégrer le concept d’objectifs régionaux de 

sécurité comme outil de gestion de la sécurité pour les régions (les AST par exemple) dans 
leur programme de formation et conformément aux plans mondiaux (GASP/GANP) et aux 
plans régionaux (AFI ANP) ; 

 
k) Le mécanisme intégrera les facteurs clés de performance suivants dans toutes ses stratégies 

identifiées : 
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 Normalisation ; 
 Ressources ; 
 Collaboration ; 
 Échange d’informations sur la sécurité 

 
3.2. Conformément à la partie 7 du manuel sur le mécanisme, la CAFAC identifiera les technologies 

de l’information normalisées qui facilitent la prise de décision fondée sur des données et le partage 
des sources de données pour l’élaboration de renseignements sur la sécurité et la gestion des 
risques. Tous les dossiers et données relatifs à la surveillance de la sécurité seront conservés 
dans une base de données unique et entièrement recoupée (pour chaque AAC et organisme de 
réglementation), ce qui permettra une analyse détaillée des risques pour la sécurité dans les 
différents domaines de surveillance et dans l’ensemble du secteur aéronautique. Les capacités de 
veille stratégique du système permettront la production de rapports ad hoc ainsi que le 
l’élaboration de tableaux de bord personnalisables qui peuvent afficher l’information à l’aide de 
flux de données en temps réel. Avec un tel système, l’AAC (organisme de réglementation) stocke 
en un seul endroit facilement accessible les détails de l’historique complet de toutes les requêtes, 
évaluations, approbations et activités de surveillance, de sorte que la surveillance axée sur le 
rendement et le risque devient une aspiration réaliste. Les données de sécurité obtenues grâce à 
ce système permettront aux États et aux organisations régionales d’échanger automatiquement 
des informations et faciliteront ainsi la prise de décision fondée sur des données. 
 

4. CONCLUSION 
 
Le mécanisme de surveillance promeut le concept d’automatisation des systèmes de surveillance 
de la sécurité de l’AAC et demande à la CAFAC de solliciter la coopération de l’OACI pour établir 
des méthodes viables de collecte, de compilation, d’analyse et de partage des données efficaces 
entre toutes les parties prenantes clés. Sur la base des renseignements de sécurité générés par 
les systèmes automatisés, l’OACI, les RSOO, la CAFAC et d’autres parties prenantes clés peuvent 
identifier les risques en matière de sécurité de manière proactive et seront en mesure de fournir 
des missions d’assistance technique ciblées pour répondre aux besoins des États. Le type 
d’assistance technique comprend l’AFI-CIS, l’OACI ROST, l’assistance technique de haut 
niveau de la CAFAC2 ou le FDRH. 
La Décision SC21/Rec 11 de la 21ème réunion du Comité directeur du Plan d’AFI tenue à Niamey, 
Niger, a approuvé l’approche et les stratégies révisées pour améliorer la mise en œuvre, le suivi 
et la mesure des progrès proposés par la CAFAC relativement aux objectifs de sécurité et les 
indicateurs de performance (IP) et objectifs des services de navigation aérienne d’Abuja (ANS) 
révisés. 

                                                 
2 L’assistance technique de haut niveau de la CAFAC signifie que la CAFAC dirige des missions d’assistance ciblées auprès des gouvernements 
des États membres. Les missions portent sur des questions stratégiques de haut niveau concernant la structure de l’aviation et l’administration 
générale des questions relatives à l’aviation civile. La CAFAC peut inclure des organisations partenaires telles que l’OACI, l’IATA, l’ACI, etc. 
pour faire partie de la délégation. 



 

 

 

 

 

 

 

 

 

 

 

 

 

AFCAC 
 
Mechanism for Monitoring Implementation 
of the revised  
Abuja Safety Targets-2018 

 

 



2 | P a g e  
 

 

 
DOCUMENT CONTROL 
 

DOCUMENT TITLE: Mechanism for Monitoring 
Implementation of the revised Abuja Safety Targets 

REVISION NUMBER: 0 
 
 

DOCUMENT NUMBER:  AFCAC 0001 ISSUED BY : AFCAC 
 
 

ISSUE DATE:  30 June 2018 AUTHORISED  BY : Secretary General 
 
 

REVIEWED BY:  AFCAC Bureau SIGNATURE: 
 
 



3 | P a g e  
 

RECORD OF AMENDMENTS 

 
No of Amendment Date Applicable Description of 

Revision 

Date Entered Entered by 

0 30 June 2018 Initial issue   

  

 

   

  

 

   

  

 

   

  

 

   

  

 

   

  

 

   

  

 

   

  

 

   



4 | P a g e  
 

Foreword 

 

This document describes the revised approach and strategies for monitoring and measurement of progress 

made by AFCAC member States as they implement the Abuja Safety Targets. The mechanism is based on 

the ICAO Global Aviation Safety Plan (GASP) and Global Air Navigation Plan (GANP) and it incorporates 

basic key performance enablers to ensure effective implementation of the ASTs by member States. It makes 

use of information technology and other management techniques to ensure effective monitoring. The Abuja 

Safety Targets are part of the proactive safety management implementation by African States and  each 

target has a future implementation date. In order for African States to successfully implement all the safety 

targets, safety performance enablers i.e. standardization, resources, collaboration and safety information 

exchange have been adopted at regional and national levels simultaneously.  

As a monitoring agency for ASTs implementation, AFCAC will ensure that through this mechanism, States 

are encouraged to implement all 16 ASTs and progress is accurately and timely measured for the benefit of 

all concerned parties. 
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Acronyms 

 

RASG-AFI – African Indian Ocean-Regional Aviation Safety Group 

AU – African Union 

AUC – African Union Commission 

ASTs – Abuja Safety Targets 

ANS – Air Navigation Services 

GASP – Global Aviation Safety Plan 

GANP – Global AirNavigation Plan 

AFI-CIS – Africa Indian Ocean Region Cooperative Inspectorate Scheme 
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Applicability 

 

 

 

The mechanism describes revised approach and strategies for monitoring and measurement of 
progress made by AFCAC member States as they implement the Abuja Safety Targets. It applies to 
all 54 AFCAC member States.  
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1.0 Background 

1.1. The draft plan of action for activities related to the implementation of the memorandum of 
cooperation between ICAO and AUC 2017-2019 stipulates, among other key priorities, the need for 
AFCAC to provide assistance to States in the resolution of safety oversight deficiencies. In order to 
achieve this objective a number of activities were identified for AFCAC to implement and these are: 

a) Support States to improve the Effective Implementation in accordance with the GASP and 
Abuja Safety Targets; 

b) Support States with Effective Implementation (EI) of 60% or greater to implement State 
Safety Programme (SSP); 

c) Review of Abuja Safety Targets; etc 

1.2. To this end, the Abuja Safety Targets (ASTs) consisting of 16 high level safety goals were 
established to assist AFCAC member States achieve the ultimate objective of zero aviation 
accidents in Africa. Consistent with GASP and GANP each goal has an object and time line in which 
member States are expected to comply. All 16 targets are building blocks designed to eventually 
achieve AUC’s aviation safety objectives and the three (3) broad GASP objectives i.e. assist 
member States to (i) establish effective safety oversight systems, (ii) implement SSP/SMS and 
(iii) apply predictive risk management. AFCAC is the nominated monitoring agency with a 
responsibility to develop a mechanism to promote implementation and determine level of 
compliance of all ASTs by member States and provision of technical assistance to help States 
achieve 100% compliance. The mechanism was necessitated by the general lack of compliance 
and information gaps that made it impossible to accurately measure the level of implementation of 
the Abuja Safety Targets and other key safety initiatives.  

1.3. The ASTs were adopted by the African Ministers responsible for civil aviation at the Ministerial 
Conference on Aviation Safety in Africa, held from 16 – 20 July 2012 through the Abuja Declaration 
on Aviation Safety.  In time, the implementation timeframes became irrelevant as all the set 
deadlines expired and some targets were not met. New challenges were emerging in other aviation 
service areas e.g. provision of Air Navigation Services (ANS). The AUC Specialized Technical 
Committee (STC) meeting on Infrastructure, Transport, Tourism and Energy, held in Lomé, Togo 
from 13 to 17 March 2017, agreed on the necessity to revise the ASTs. AFCAC and ICAO then 
undertook necessary coordination meetings with the stakeholders to finalize and propose the new 
Safety Targets, taking into consideration the GASP, GANP and relevant regional safety initiatives. 

1.4. As a result, 16 safety targets were established and they included (1) revised safety targets and (2) 
new ANS related safety targets (refer to Attachment “A”). In order to keep track of the level of 
compliance of member States to the revised ASTs, AFCAC revised the ASTs monitoring mechanism 
to be implemented for all African States. The mechanism was established to counter the prevailing 
challenge of poor implementation rate and general lack of response from States with information 
relating to status of implementation and availability of appropriate technical assistance for States 
with low capacity.  
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2.0 Executive Summary 
 

2.1 The Mechanism for Monitoring implementation of the revised Abuja Safety Targets was 
established to assist African States implement the Abuja Safety Targets and consistent with 
ICAO’s  2017 – 2019 Global Aviation Safety Plan (GASP)  which introduced the new global 
aviation safety roadmap to ensure that safety initiatives deliver the intended benefits of the GASP 
objectives through enhanced coordination. The Mechanism for Monitoring Implementation of the 
revised Abuja Safety Targets is an information gathering, sharing and feedback system to 
encourage member States to implement the ASTs and provision of technical assistance to ensure 
implementation where there is limited capacity. It promotes use of information technology 
including standardized safety data gathering tools at national and regional level, safety promotion 
material through print and electronic media. In this regard, AFCAC will promote safety oversight 
system automation and at the same time publish flyers and website material to publicize the ASTs 
to member States.  

 
2.2 During the 21st Meeting of the AFI Plan Steering Committee held in Niamey, Niger 16 - 20 July 

2018,  AFCAC’s revised approach for monitoring and measurement of progress for 

implementation of the Abuja Safety Targets (ASTs) - including the AFI Air Navigation Services 

Performance Indicators (ANS PI) and Targets - was endorsed. 

2.3 As a strategy to counter challenges faced in the implementation and monitoring process, AFCAC 
member States are encouraged to establish standardized information technologies which collect, 
collate and distribute relevant safety data to all concerned stakeholders on a continuous basis. 
The mechanism includes a set of questionnaires with a matrix to measure the level of 
implementation of the ASTs. Results of the feedback information from questionnaires will be 
published in the form of percentage implementation for each State and overall combined 
performance for the region. For each year, an agreed target is set for all States and the baseline 
for 2018 is 60%. In addition, appropriate technical assistance is provided where limited capacity 
in the implementation of ASTs is determined. 

 

2.4 ICAO Annex 19 mandates member States to “establish a process to analyse safety data and 
safety information from the SDCPS (safety data collection and processing system) and associated 
safety databases. According to the Universal Safety Oversight and Audit Programme (USOAP) 
reports, only 42% of all Member State authorities responsible for implementation of SSP analyse 
information from their State’s accident and incident database. This is due to lack of capacity and 
competencies for data analysis within Member States. Consequently, safety risks are not 
identified timely. Member States do not timely respond to requests for information on various 
compliance initiatives including AST implementation. To overcome these hurdles, the mechanism 
recommends use of standardized information technologies that facilitate data-driven decision 
making and sharing of data sources for developing safety intelligence and safety risk 
management. The standardized and automated systems will facilitate SDCP and will be coupled 
to regional entities such as RSOOs and AFCAC.  
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2.5 Consistent with a decision of RASG-AFI/3 CONCLUSION 3/12 - i.e. “Assistance of weaker States 
by stronger States in achieving the Abuja Safety Targets” -  technical assistance to need States 
should be provided. In this regard, the mechanism includes a system of recognizing ASTs 
champion States duly recognized for high performance. Such State(s) will be used extensively to 
assist other need States on how best to implement the ASTs. This strategy will be complimented 
by publishing the percentage level of compliance for each State.   

 

2.6 Initially, AFCAC will seek assistance from ICAO to gather required safety information from 
domains such as the USOAP CMA, ISTARS and other related databases. To resolve deficiencies 
identified, technical assistance missions will be conducted to assist need States and there will be 
three main types of missions – (i) AFI-CIS; (ii) ICAO ROST; and (iii) AFCAC high level technical 
assistance1. 

 

2.7 All actions and activities in this mechanism will be performed consistent with Safety Management 
principles and in order to ensure success, the following 4 key performance enablers will be 
employed: 

 

 Standardization; 

 Resource (human) allocation and training; 

 Collaboration; and 

 Safety information exchange. 

Consistent with the ICAO GASP, the 4 key enablers will be applied in all processes associated with 
this mechanism in order to ensure effective implementation.  

 

                                                             
1 AFCAC High Level Technical Assistance means AFCAC led targeted assistance missions to governments of members States. The missions involve 

high-level strategic issues relating to aviation structure and general administration of civil aviation matters. AFCAC may include partner 
organizations such as ICAO, IATA, ACI etc. to be part of the delegation. 
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3.0   Mechanism for Monitoring Implementation of the revised Abuja Safety Targets 

 

3.1. The Mechanism for Monitoring Implementation of the revised Abuja Safety Targets was developed by 

AFCAC as a method to counter the general lack of AST compliance information and a sustainable 

method of measuring compliance status. The system consists of the following components:- 

 

a. Recommendations for automation of AFCAC member States’ Safety Oversight 

Systems thereby ensuring effective data collection, collation, analysis and sharing 

among all key stakeholders. This approach is recommended as a result of observations 

that Safety Oversight Systems in most African States are manual hence slow response 

to emerging safety issues, wide safety information gaps and a weak safety intelligence 

sharing system. The aviation system is increasingly becoming more complex and 

interconnected in a global environment and the management of risk must therefore 

account for these system characteristics. Timely and complete reporting of safety data 

to the national and regional organizations responsible for safety is not as regular as it 

should. These challenges are the root cause for the failure of African States to 

effectively implement safety initiatives (e.g. Abuja Safety Targets) at national and 

regional level. The mechanism therefore promotes the concept of computerization of 

safety oversight systems as explained in Part 5 of this document  

 

b. The mechanism urges AFCAC to seek technical assistance from ICAO to gather 

required safety information and there will be a provision for technical assistance 

missions which will be conducted to assist need States. Generic safety information -

such as total number of aircraft registered in a State, total number of Air Operator 

Certificates (AOCs), Aviation Training Organizations (ATOs) & Air Maintenance 

Organizations (AMOs), total number of aircraft accidents/incidents - can be obtained 

through cooperation with ICAO rather than from the lengthy and unreliable system of 

questionnaires.  

 

c. It further recommends extensive use of the print and electronic media where AFCAC 

will publish safety promotion material and flyers shown in Attachment “D”. This includes 

website material to publicize ASTs to member States shown on this link-: 

http://www.afcac.org/beta/index.php/programmes-activities-safety/abuja-safety-

targets.  The recommendation is premised upon past experience which shows that the 

Abuja Safety Targets and other key safety initiatives are not effectively communicated 

to the rank and file within CAA structures. As a result, safety targets are not included 

in national aviation strategic plans or annual plans. The only time ASTs are discussed 

is when the questionnaires are circulated by AFCAC.  In order to bridge this gap which 

http://www.afcac.org/beta/index.php/programmes-activities-safety/abuja-safety-targets
http://www.afcac.org/beta/index.php/programmes-activities-safety/abuja-safety-targets
http://www.afcac.org/beta/index.php/programmes-activities-safety/abuja-safety-targets
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directly affects the rate of implementation of ASTs in Africa, AFCAC will take the lead 

as an executing agency, by circulating AST promotional material 

 

d. Questionnaires with a matrix to measure level of implementation of the ASTs as shown 

in Attachment “B”. Results of the feedback from questionnaires will be published in the 

form of percentage implementation for each State (Attachment “C”) and overall 

combined percentage performance for the region. 

 
3.2. Challenges to be addressed by this regionally harmonized approach to strengthen safety oversight 

systems are as follows-: 
 

a. the need to establish effective and sustainable Safety Oversight Systems that remain 
relevant to the ever changing aviation environment; 

b. the need for automated safety data collection, analysis and sharing amongst key 
stakeholders for developing safety intelligence and safety risk management; 

c. at national and regional level, safety data is generated and analysed manually and 
therefore subject to inefficiencies and significant information gaps; 

d. slow response to new and emerging safety threats;  
e. the need to ensure interoperability of safety systems to facilitate safety information 

exchange at national and regional level; Need to produce timely reports showing clear 
dashboard displays of what was achieved and what is outstanding;  

f. Need to identify and assist States with deficiencies relating to safety oversight / or 
address shortfalls encountered in implementing the Abuja Safety Targets;  

g. Need to provide a basis for coordination and collaboration with key stakeholders to 
address safety gaps identified through this mechanism. 

 
3.3. One of the main challenges faced by most African States is availability or access to automated safety 

data collection, analysis and sharing amongst key stakeholders for developing safety intelligence and 
safety risk management. This is particularly of concern as the air transport system is getting more 
advanced in terms of technology.  One may consider a typical airline’s flight data monitoring and analysis 
programme. In the majority of cases, this program is not automatically coupled to the CAA safety data 
collection and monitoring system. Information is available only on request. In fact safety data for national 
civil aviation authorities is still being generated and analysed manually. CAA safety oversight systems 
are notably operating in isolation and as closed units and therefore this brings along inefficiencies and 
interoperability challenges even when interfaced with other aviation systems/ programs i.e. airline 
operations, airport operations and communication, navigation and surveillance/air traffic management 
(CNS/ATM) systems.  Sustainable solutions can only be technology based safety data collection and 
processing systems. 

 
3.4. Systems interoperability will ensure that capability of two or more networks, systems, components or 

applications to exchange information and use this information for technical or operational purposes will 
enable them to operate effectively together.    The appropriate modular software suite should encompass 
all of the major oversight responsibilities and typical automated systems are already in use by 28 
regulators across four continents. This broad uptake will be incorporated through the underlying design 
philosophy, that each element of the system should be devised to be completely configurable so that it 
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may be adapted for use by any national regulator, irrespective of the legislative framework in which they 
operate. The software architecture focus areas are: 

 

 Legislation; 

 Organisation; 

 SSP and SMS; 

 Personnel Licensing (Examinations and Licensing); 

 Flight Operations; 

 Aircraft Incidents/Accidents; 

 Airworthiness; 

 Aerodromes;  

 Air Navigation Services  
 

3.5. Safety records and data will be maintained in a single, fully cross-referenced database (for each 
regulator) and it allows detailed analysis of the safety risks as they apply to discrete areas of oversight 
and also across the whole aviation industry for a given State. The safety intelligence capabilities within 
the system will allow the creation of ad hoc reporting as well as developing customizable dashboards 
that can display information using real time data. With such a system the regulator has stored in one 
easily accessible place details of the complete history of all applications, assessments, approvals, and 
oversight activities and thus performance and risk-based oversight becomes a realistic aspiration. 

 
3.6. Another significant capability will be the ease with which the data can be integrated with systems both 

within and outside of the regulator with the result that data exchange and reporting with third parties 
(subject to strict permissions & safeguards) is readily achievable. 

 
3.7. Outcomes expected from the mechanism 
 

a. Achieve all three GASP and GANP objectives; 
b. 100% status of compliance to ASTs by AFCAC member States; 
c. Performance of each AFCAC member States measured in terms of percentage 

compliance; 
d. Targeted technical assistance missions to need States; 
e. Identification of Champion States for implementation of ASTs. 
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4.0 Strategies Adopted 

 

Recommended solutions described in Part 3, are summarised by the following strategies: 

  

4.1 Identify standardized information technologies that facilitate data-driven decision making and 

the sharing of data sources for developing safety intelligence and safety risk management; 

 

4.2 Request assistance from ICAO so that some of the compliance information is obtained from 

the ICAO CMA online-framework and other relevant dashboard data sources; 

 
4.3 Use of the Deming Cycle as a PLAN/ DO/ CHECK/ ACT management tool to monitor and 

measure progress made by member States and at the same time plan technical assistance 

where needed; 

 
4.4 Include RSOOs to promote awareness of the ASTs, data collection and technical assistance 

missions – workshops on ASTs for RSOOs will be conducted.(ICAO Doc 10004 Section 2.2.2); 

 
4.5 Update the focal point list and use revised questionnaires requiring member States to give 

feedback on ASTs implementation; 

 
4.6 Use of dashboard techniques to show level of compliance of each member State and overall 

performance of RASG-AFI States on an annual basis; 

 
4.7 Measure feedback given by member States and calculate level of compliance to ASTs as a 

percentage with targets for each progressive year up to 2022; 

 
4.8 Share the result with all key stakeholders and publish the results for all member States to 

appreciate their level of compliance to the ASTs; 

 
4.9 Use of flyers and the AFCAC website as a means of communicating ASTs to member States 

and what is expected of them; 

 
4.10 Identify champion States who will take the lead to assist other need States in the 

implementation of the ASTs; 

 
4.11 Use results of the monitoring mechanism to identify need States and offer technical 

assistance to fast track compliance with ASTs. 
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4.12 Consistent with ICAO Doc 10004 Section 4.3, the mechanism will incorporate the following 

key performance enablers: 

 Standardization; 

 Resources; 

 Collaboration; 

 Safety information exchange 
 



16 | P a g e  
 

5.          Information Technology driven Safety Oversight System Overview 

 

Due to new SMS and SSP requirements, States are now encouraged to establish modern methodologies for 

gathering and analysing safety data. One of the first steps is gathering and analysing safety data for decision-

making and safety risk assessment in a context of increasingly complex and automated aviation programmes 

and applications, in support of State safety programme (SSP) implementation. This mechanism creates 

awareness among States about change in organizational culture, as well as guidance and uniform yet simple 

processes in States that promote the sharing of safety data in support of SSP and SMS implementation. 

Automation of safety oversight systems and integrating RSOOs, ICAO and AFCAC is recommended as a 

vehicle to support data-driven decision making. The automation in its basic format is described in the diagram 

below paragraph 5.1. 

5.1. Basic layout of an automated regional data collection and analysis system uses a single, integrated 

database to capture information across all domains (personnel licensing & examination, organization 

approvals, aircraft registry, certification of AMOs/AOCs/ATOs) eliminating duplicate entries. Data is 

entered once and is immediately available everywhere. A mobile version is also available for field 

inspectors to record their work as it is performed and to synchronize with the main system on their 

return to the office or, where internet connectivity allows, synchronization can be undertaken 

immediately. System is linked to relevant regional/international organisations i.e. AFCAC, RSOOs, 

ICAO etc. Other data sources from airline, airport, CNS/ATM operations are also linked to the system 

for data collection, processing to generate safety intelligence in support of safety risk management. 

See diagram below. 
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5.2. Extensive use of drop-down picklists and common taxonomies ensures both consistency and 
reportability of data. This approach also facilitates data sharing and common reporting with third 
parties. An end to end digital system, from initial application, through investigation and assessment 
onto decision and award (of licences/ authorisations/ approvals etc), concluding with continuing 
oversight activities will be available. System can be flexible enough to accommodate paper 
documentation where it is dictated by local circumstances.  

 

5.3. The system uses “rules inside” and workflow to guide users in their tasks, ensuring both consistency 
and compliance to procedures and regulations. Powerful and comprehensive audit tools with 
preconfigured, customizable checklists ensure robust continuing oversight directly linked to the 
relevant regulation and legislation. 

 

5.4. Ease of integration:- data can be readily imported and exported (subject to security policies and 
permissions) to allow information to be published (for example, an aircraft register on a website) or 
to exchange with other bodies such a RSOOs, ICAO etc. Categories of information could include 
license information, AOC holders, aircraft register, organization approvals/ authorizations to name 
just a few examples. 

 

5.5. The system must incorporate business intelligence reporting tools so that even the most complex 
queries are possible. In addition, dashboards must provide quick visual summary of risk data that 
can be consolidated at the regional level, but with drill-down capability to the national level of the 
individual entity, plus all points in between. 

 

5.6. Accident and Incident investigation is also supported with interfaces to the ECCAIRS international 
database. Such a system will be able to automatically capture safety data, analyse and distribute to 
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all relevant stakeholders. This means that key stakeholders will be able to timely identify risk areas, 
to plan and target resources, or to monitor compliance and outcomes of safety initiatives. 
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6.0   Key Performance Enablers 

6.1. The ICAO GASP overall purpose is to guide the harmonized development of regional and State 

safety planning, supported by regional safety activities coordinated by the regional aviation safety 

groups (RASGs). The GASP seeks to assist States and regions in their respective safety policies, 

planning and implementation. In order to ensure uniform implementation of regional targets, 

consistency and effectiveness, all the actions and activities will be performed consistent with these 

enablers as defined below: 

 
6.2. Standardization - refers to the uniform and consistent implementation of ICAO provisions. The 

uniform implementation of SARPs is a fundamental tenet of the Convention on International Civil 
Aviation and forms the foundation of a safe global aviation system. AFCAC therefore will promote 
standardization by use of common policies, regulations, procedures and processes. Automation of 
systems and use of RSOOs will play a key role to ensure standardization. 

 

6.3. Resources - A common deficiency identified in assessed and audited States is the lack of an 
adequate safety oversight organization and infrastructure within the civil aviation authority (CAA). In 
the majority of cases, this has resulted from insufficient resources being provided for the CAA. As a 
result, such States are unable to fully comply with international and national requirements relating to 
the safety of civil aviation, including operations and infrastructure. The establishment of minimum 
knowledge and experience requirements for the technical personnel performing oversight functions, 
and the provision of appropriate training to maintain and enhance their competence at the desired 
level are key components of a State’s effective safety oversight system. 

6.4. Collaboration - Aviation safety requires the participation of all relevant stakeholders. ICAO fosters 
collaboration among States and other stakeholders to facilitate a coordinated, transparent and 
proactive approach to safety. The extensive use of questionnaires and the AFCAC website through 
login provisions for information sharing, assistance programs and cooperation for common solutions 
will be used to ensure compliance with the ASTs.  Consistent with the GASP objectives, this 
mechanism promotes expanded and strengthened strategic collaboration with key aviation 
stakeholders to enhance safety in a coordinated manner. This approach promotes consistency and 
maximizes operational benefits as well as cost-effectiveness resulting from the implementation of 
safety initiatives. Collaboration at the regional level assists in the development of collective solutions 
to common safety deficiencies by aligning and coordinating activities conducted by ICAO, States, 
industry, and international and regional organizations. 

 

6.5. Safety information exchange -  The sharing and exchange of safety information is a fundamental 
component of this mechanism. The scope of information sharing and exchange initiatives is meant 
to expand progressively as the ASTs are met. In order to facilitate the sharing and exchange of safety 
information, key safety performance indicators (SPIs) as well as a methodology for safety 
performance measurement has been defined and therefore will be promoted through this 
mechanism. 
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7.0 Methodology: 

7.1. AFCAC will identify standardized information technologies that facilitate data-driven decision making 
and the sharing of data sources for developing safety intelligence and safety risk management. The 
system collates. The system will have all safety oversight related records and data maintained in a 
single, fully cross-referenced database (for each regulator) and which allows detailed analysis of the 
safety risks as they apply to discrete areas of oversight and also across the whole aviation industry. 
The business intelligence capabilities within the system will allow the creation of ad hoc reporting as 
well as developing customizable dashboards that can display information using live data. With such 
a system the CAA (regulator) has stored in one easily accessible place details of the complete history 
of all applications, assessments, approvals, and oversight activities and thus performance and risk-
based oversight becomes a realistic aspiration. 
 

7.2. In addition, the system will have capability to integrate data systems both within the CAA and outside 
of the CAA with the result that data exchange and reporting with RSOOs, AFCAC, ICAO and other 
key stakeholders (subject to strict permissions & safeguards) is readily achievable.  Information will 
therefore be collected, collated and made available on a continuous basis to all key stakeholders 
with minimal human input. This methodology therefore will eliminate the current challenge of lack of 
compliance information on specific areas of safety oversight.  
 

7.3. State level and regional level implementation of the Abuja Safety Targets (ASTs) needs to be 
promoted, implemented and monitored effectively. Effective coordination and collaboration at 
regional level is key to the success of this program. 
 

Deming Cycle - PDCA 

7.4. Having adopted standardized information technologies that facilitate data-driven decision making 
and the sharing of data sources for developing safety intelligence and safety risk management there 
will be need to promote and monitor implementation of the revised safety targets. AFCAC will use 
the following Deming Cycle PDCA (Plan, Do, Check, Act) process management methodology as 
depicted in Figure 1 below: 
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Figure 1 Deming Cycle 

 

7.4.1  PLAN – The process includes using information gathered the previous year to analyze 
and determine the status of compliance and requisite actions required to resolve identified 
gaps. Process entails wide consultation with key stakeholders i.e. RASG-AFI Steering 
committee, ICAO WACAF/ ESAF, IATA, Boeing, Airbus and AFCAC member States. In all 
cases, a root cause analysis is conducted for each deficiency to ensure that appropriate 
corrective measures are established. The following table shall be used to determine suitable 
technical assistance missions: 
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Table 1 

Deficiency 
 

Technical Assistance 

State legislation and associated regulations; 
 

AFCAC High Level Technical Assistance / ICAO 
ROST / AFI-CIS 

Establishment of CAA and structure; 
 

ICAO ROST / AFI-CIS/ AFCAC High Level 
Technical Assistance 

Training of Technical Personnel; 
 

HRDF and AFCAC Fellowship programs 

Safety oversight tools and technical guidance 
material; 
 

AFCAC High Level Technical assistance 

Certification, surveillance and resolution of safety 
concerns; 
 

AFI-CIS / ICAO ROST 

Specific Abuja Safety Target(s) AFCAC High Level Technical assistance 

 

a. Establish the revised Abuja Safety Targets with time frames; 

b. Identify all key stakeholders for implementation of the revised Abuja Safety 

Targets; 

c. In collaboration with identified stakeholders, establish the implementation status of 

revised Abuja Safety Targets; 

d. Identify active AFI-CIS inspectors; 

e. Determine the need for AFI-CIS refresher training and deployment provisions for 

the year; 

f. Identify need States and develop technical assistance missions;  

g. Validate contact details for States focal points; 

h. Develop a questionnaire requiring bi-annual status of compliance feedback 

concerning the Abuja Safety Targets from AFCAC Member States; 

i. Update the focal point list and use revised questionnaires requiring member 

States to give feedback on ASTs implementation; 

j. Establish a budget for the identified activities; 

k. Circulate draft mechanism among AFCAC member States and RASG-AFI Steering 

Committee 

 

7.4.2 DO – Based on appropriate solutions established the “DO” phase includes development of 
action plans and implementation. Annual plans detailing specific assistance targeted at 
AFCAC member States are implemented according to the timelines agreed between AFCAC 
and the respective AFCAC member State. Technical assistance missions are to be conducted 
to assist need States and there are three main types of missions – (i) AFI-CIS; (ii) ICAO 
ROST; and (iii) AFCAC high level technical assistance. 

a. AFI-CIS: AFI Cooperative Inspectorate Scheme (AFI-CIS) is an AFCAC technical 
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assistance programme, wherein qualified Inspectors within the AFI States are 

deployed to assist need States; 

 

b. ICAO ROST: This is an ICAO coordinated technical assistance mission 

conducted to determine member State’s progress in the implementation of the 

ICAO Corrective Action Plan (CAP); 

  

c. AFCAC High Level Technical Assistance: This is an AFCAC coordinated 

technical assistance mission targeted at assisting member States to effectively 

implement specific Abuja Safety Targets. 

7.4.3 The AFI-CIS will be used extensively as the main tool to assist need States to address the ICAO 
CAP and gaps in the implementation of the ASTs. A list of current AFI-CIS inspectors will be 
maintained by AFCAC to ensure readiness to provide technical assistance where needed. 

7.4.4 Promotional material in the form of AST flyers will be made available at any AFCAC workshops, 
meetings etc. The flyers are meant to make AFCAC member States aware of the ASTs and what 
they are expected to do. The AFCAC website will also be used to publicize the ASTs and various 
other programs such as AFI-CIS meant to assist member States. 

a.  Formally write State letters urging member States to include the Abuja 

Safety Targets in their annual safety plans; 

b.  Use embassies in Dakar to solicit support for States not responding to 

information requests; 

c.  RSOOs will  be included to promote awareness of the ASTs, data 

collection and technical assistance missions – workshops on ASTs for RSOOs 

(ICAO Doc 10004 Section 2.2.2); 

d.  Formally write to relevant RSOOs requesting them to include the Abuja 

Safety Targets in their annual safety plans; 

e.  Develop and send flyers with the sixteen (16) Abuja Safety Targets and list 

milestones that AFCAC Member  States are expected to comply with; 

f.  Establish a webpage containing the 16 revised safety targets; 

g.  Provide AFI-CIS refresher training where necessary; 

h.  Establish a list of States who have to complete the ICAO Plan of Action 

and get approval from ICAO; 

i. Timely deploy AFI-CIS inspectors to need or SSC States 

j. Assist need States to develop and implement the ICAO Plans of Action 

k. Encourage States to invite ICAO for ICVM or complete audits; 

l. Provide guidance to States on implementation of the revised Abuja Safety 

Targets; 

 

7.4.5 CHECK – process includes sending out bi-annual AST questionnaires, collection of compliance 
data and establish the level of compliance of AFCAC member States. Based on the weighted 
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percent rating for each AST, AFCAC member States will have each % implementation rating 
based on feedback provided by the respective State. The rating score marks will be based on 
the following criteria: 

a. Compliance with the AST action item; 

b. Compliance consistent with deadlines of the AST; and  

c. Quality of the actions initiated by the State. 

7.4.6 Percent rating for each member State will be published by AFCAC as a feedback method to 
assist member States appreciate progress made towards the final goal of zero accidents. Need 
States are then identified and information relating to nature and extent of need is established in 
collaboration with key stakeholders such as ICAO and the RASG AFI Steering committee. Needs 
will be categorized according to the following: 

a. State legislation and associated regulations; 

b. Establishment of CAA and structure; 

c. Training of Technical Personnel; 

d. Safety oversight tools and technical guidance material; 

e. Certification, surveillance and resolution of safety concerns; 

f. Specific Abuja Safety Target(s). 

7.4.7 The category of need will determine the type of technical assistance to be provided to the need 
State. Type of Technical Assistance shall include AFI-CIS, ICAO ROST or AFCAC High Level 
Technical Assistance, HRDF and AFCAC Fellowship programmes (Refer to Table 1 above). 

a. Send questionnaires requiring bi-annual status of compliance feedback 

concerning the Abuja Safety Targets from AFCAC Member States; 

b. Collect data and report as appropriate; 

c. Check level of implementation and establish further interventions where 

needed; 

d. Analyze all collected safety data and interpret results in terms of % 

compliance with the ASTs for individual States and group of States to determine 

further course of action;  

e. Include RSOOs in the feedback chain and encourage follow ups to be done 

through RSOOs; 

 

7.4.8 ACT – this includes responding to residual needs after the initial assistance or initial feedback is 
provided.  All gaps in the implementation of the ASTs are analysed and common solutions are 
established utilizing the risk based approach. All member States below 30% qualify for 
technical assistance to be determined by AFCAC.  

a. Respond to residual needs after initial assistance missions have been 

accomplished; 

b. Recommend corrective action/ recommend assistance by other related 

entities (IATA/ ICAO/ EASA etc) 

c. Annual reports showing progress made by States in implementing the 

Abuja Safety Targets; 
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d. Distribution of reports to all key stakeholders; 

e. Develop new programs or amend ongoing programs for further 

implementation;  

f. Consistent with ICAO Doc 10004 Section 4.3, the mechanism will focus on 

the following key performance enablers (Figure 2 below illustrates the processes): 

 Standardization; 

 Resources; 

 Collaboration; 

 Safety information exchange. 
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 Attachment A 

Revised Abuja Safety Targets 

Safety Target Weight  Actual Perf. Rating Weighted 
Score 

1. Progressively reduce the African 
accident rate from 8.6 to 2.5 per 
million departures by the end of 2022, 
with focus on: 
 
 runway related accidents and 

serious incidents (Runway 
Excursion, RE).  

 controlled flight into terrain (CFIT) 
related accidents and serious 
incidents. 

 Loss of Control In-flight (LOC-I) 

related accidents and serious 

incidents. 

 Achieve and maintain zero 
fatalities in aircraft accidents. 
 

    

2. All States establish and strengthen 
autonomous Civil Aviation Authorities 
with independent regulatory oversight, 
sustainable sources of funding and 
resources to carry out effective safety 
oversight and regulation of the aviation 
industry by 2022. 
 
 States that need support in areas 

with safety margins below zero, to 
use a regional safety oversight 
organization’s or another State’s 
ICAO-recognized functions by 
2020. 

 States effectively exercise the 
safety oversight functions with a 
positive safety margin in all areas 
by 2022. 

 States to delegate certain safety 
oversight functions to RSOOs or 
other States, by the end of 2022 
in areas with safety margins below 
zero, and as appropriate. 
 

    

3. States resolve: 
 
 Existing SSCs by June 2018; 
 Newly identified SSCs within 6 

months from the date of its official 
publication by ICAO. 
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4. States abide by the timelines and 

provide resources for implementation 

of ICAO/State Plans of Action  

 

 All States to have accepted ICAO 
Plans of Action by 2019 and  

 abide by the timelines and provide 
resources for their implementation. 
 

    

5. States progressively increase the 

Effective Implementation (EI) 

percentage under the ICAO USOAP 

such that States with: 

 

 EI < 60% attain 60% by 
2020; 

 60% ≤ EI ≤ 70% attain 
80% by 2022; 

 70% < EI attain 95% by 
2028. 

 

    

6. For the purposes of SSP/SMS 

Implementation by 2025, all States: 

 to have a Foundation SSP 
established, addressing all pre-
requisites; 

 to have an Effective SSP with 
appropriate maturity level 
established; 

 to contribute information on safety 
risks, including SSP SPIs, to the 
RASG-AFI; 

 with a positive safety margin, and 
an Effective SSP, to actively engage 
in RASG-AFI safety risk 
management activities (analysis of 
safety risks, design and 
implementation of risk mitigation 
actions). 

 All Service Providers to use globally 
harmonized SPIs as part of their 
SMS. 
 

    

7. All International Aerodromes to be 

certified by 2022: 

 

 At least one international 
aerodrome in every State to be 
certified by end of 2020; 

 All airport operators to participate 
in the ICAO-recognized industry 
assessment programme for 
airports (APEX) by end of 2022; 
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 At least one international 
aerodrome in every State to 
establish a Runway Safety Team 
(RST) by end of 2020. 
 

8. Require all African airlines to obtain 

an IATA Operational Safety Audit 

(IOSA) certification:  

 

 All States to establish an 
appropriate framework for 
recognition of IATA operational 
safety audit (IOSA) and IATA 
Standard Safety Assessment 
(ISSA) as effective safety 
mechanisms; All African airlines to 
obtain IOSA or ISSA certification, 
as appropriate, by the end of 
2022. 
 

    

9. All States to establish an effective and 
operational SAR organization by year 
2019: 

 

 Development of a National SAR 
Plan by end of 2018; 

 Conclusion of SAR Agreements/ 
MoUs with all neighboring States 
by end of 2018; 

 Organisation of multi-agency, 
multi-State and combined 
Regional SAR exercises to test 
SAR systems in place involving as 
many SAR units as practicable by 
end of 2019. 
 

    

10. All States to implement the transition 
from AIS to AIM: 
 

 Development of a National Action 
Plan By end of 2018; 

 Implementation of the National 
Action Plan in accordance with 
the ASBU Block 0 D-ATM by end 
of 2020. 

 

    

11. All States to implement PBN 

procedures for all instrument runways 

by year 2025 : 

 75% of Instrument Runways to 
have PBN procedures by end of 
2020; 

 100% of Instrument Runways to 
have PBN Procedures by end of 
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2025. 
 

12. All States to progressively reduce the 

rate of aircraft proximity (AIRPROX) 

occurrences in their managed 

airspaces by at least 50% annually from 

Dec. 2017 baseline, in order to attain 

and maintain a level of zero (0) Airprox 

by correspondingly errors by end year 

2020. This will be achieved by 

correspondingly reducing errors in the 

following contributive factors: 

 

 Co-ordination between ATS Units 
(50%); 

 Airspace Organization and ATC 
Procedures (50%); 

 Mobile Communications (50%)  

 Poor Crew Discipline on board 
aircraft (50%) 
 

    

13. Establishment of seamless Air 

Navigation Services in the AFI Region 

in the AFI Region by year 2024 : 

 

 All States to ensure provision of 
harmonized Air Navigation Services 
in terms of flight separation, 
interoperability of CNS/ATM 
systems to reduce airspace 
complexity and achieve seamless 
operations along major air traffic 
flows. 

 Various initiatives formulated by the 
Regional Economic Communities 
(RECs) and ANSPs within the AFI 
Region to be harmonized. 

 

    

14. All States to implement ASBU B0 
Modules: 
 

 All States to develop National ASBU 
Plan by end of 2018. 
 

    

15. All States to develop and implement a 
National Plan for the reduction of CO2 
emissions due to international civil 
aviation: 
 

 develop a National Plan for CO2 

reduction by end of 2020; 

 full implementation of the National 
Plan by 2022. 
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16. All States ensure that their ANSPs 

effectively participate in the African 

ANSP Peer Review Programme by 

year 2022: 

 

 Joining the programme and having 
in place, an annual Peer Review 
plan of activities. 

 Develop and implement appropriate 
corrective action plans to 
satisfactorily address Peer Review 
recommendations. 
 

    

                                    TOTAL     
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Attachment ‘B’ 

Status of Implementation of Abuja Safety Targets 

Questionnaire 

Name of State: Name of Director General: 

Focal Point -               Name : 

                                 Position : 

                      E-mail address : 

                          Cell number : 

 

SAFETY TARGETS 

 

STATUS and MEASURES UNDERTAKEN  

Revised Abuja Safety Targets Weight   Actual              Rating Weighted 

Score 

 Did your State include implementation of the Abuja 

Safety Target in its Strategic Plan 

  

 (Show how many of the 16 Safety Targets were 

included) 

  

 Did your State include implementation of the Abuja 

Safety Targets in its annual plans 

  

 (Show how many of the 16 Safety Targets were 

included) 

  

1. Progressively reduce the African accident rate from 8.6 to 2.5 per million departures by the end of 2022, with 

focus on                       [ weighted score ] 

a) Did your State Reduce runway related accidents 

and serious incidents? By what percent? 

  

    

b) Did your State Reduce controlled flight into terrain 

(CFIT) related accidents and serious incidents? By 

what percent? 
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c) Did your State Reduce Loss of Control related 

accidents/serious incidents? By what percent? 

  

    

d) Out of all the accidents that occurred within the 

period under review, how many were fatal? 

  

    

2. All States establish and strengthen autonomous Civil Aviation Authorities with independent regulatory 

oversight, sustainable sources of funding and resources to carry out effective safety oversight and 

regulation of the aviation industry by 2022.     [ weighted score] 

a) Did your State establish and strengthen the Civil 

Aviation Authority with full autonomy?  - e.g. 

powers and independence, sustainable sources of 

funding and resources to carry out effective safety 

oversight and regulation of the aviation industry. If 

yes, give reference or link to the Decree or Act of 

parliament that established the CAA.    

   

    

b) Did you delegate your functions and tasks to 

RSOOs or other African State(s)?  If yes, give 

reference or link to the MOU signed between State 

and the RSOO. 

  

    

3. States should resolve ALL identified Significant Safety Concerns by June 2018  [ weighted score ] 

a) Did your State, resolve ALL identified Significant 

Safety Concerns if any? If yes how associated PQs 

were addressed satisfactorily? 

  

    

b) Did State resolve newly identified SSCs within 6 

months from the date of its official publication by 

ICAO. 

  

    

c) If not how many SSCs are outstanding?   
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4. States abide by the timelines and provide resources for implementation of ICAO/State Plans of Action by 

year 2019  [weighted score] 

a) Did the State abide by the timelines and provided 

resources for the implementation of ICAO/State 

Plans of Action?  If yes, provide link to ICAO/ State 

Plans of Action. 

  

    

b) Any challenges hindering State from the timely 

completion of ICAO/ State Action Plans?  If yes, 

provide link to main challenges  

  

    

5. States should progressively increase the Effective Implementation (EI) percentage under the ICAO USOAP 

as follows:     [ weighted score] 

 EI < 60% attain 60% by 2020; 

 60% ≤ EI ≤ 70% attain 80% by 2022; 

 70% < EI attain 95% by 2028.  

a) What is the current EI status for the State?   

  EI < 60%                              

  60% ≤ EI ≤ 70%   

  70% < EI   

b) Please indicate the year of your last ICAO Audit 

or ICVM)  

  

    

6. States should establish Legislative and Organisational Frameworks and Implement SSP/SMS by 2025   [ 

weighted score ] 

a) Did the State have a foundation SSP established, 

addressing all pre-requisites ?  If yes, provide 

reference or link to the law that establishes SSP. 

  

    

b) Does the State have an effective SSP with 

appropriate maturity level established?  If yes, give 

link to document showing maturity level. 
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c) Does the State contribute information on safety 

risks, including SSP SPIs, to the RASG-AFI ?  If 

yes, give link to last update. 

  

     

d) Does the State have a positive safety margin, 

and an effective SSP, to actively engage in RASG-

AFI safety risk management activities  i.e. analysis 

of safety risks, design and implementation of risk 

mitigation actions? ? 

  

    

e) Do All Service Providers use globally harmonized 

SPIs as part of their SMS? 

  

    

f) Please indicate the new EI of ICAO SARPs, if there 

was an evolution. 

  

    

7. All International Aerodromes to be certified by 2022.  [  weighted score ] 

 

a) Did your State certify all International 

Aerodromes? (Please indicate number of 

International Aerodromes)  

  

    

b) How many International Aerodromes were certified 

and how many were not? 

  

  

 

  

c) Are  all airport operators participants in the ICAO-

recognized industry assessment programme for 

airports (APEX) by end of 2022? 
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d) How many international aerodromes in your State 

have established a Runway Safety Team (RST)?  

  

    

8. States must put in place requirements for all African airlines to obtain an IATA Operational Safety Audit 

(IOSA) certification by 2022.  [  weighted score ] 

a) Did your State establish  an appropriate framework 

for recognition of  IATA Operational Safety Audit 

(IOSA) certificates?  If yes, provide reference or 

link to the framework. 

  

    

b) Did all your airlines obtain an IATA Operational 

Safety Audit (IOSA) certificate? If not how many 

did and how many did not?  If yes/no, how many 

did and/or how many did not? 

  

    

9. All States to establish an effective and operational SAR organization by year 2019. [ weighted score ] 

a) Did State develop a National SAR Plan?  If yes, 

provide reference or link to the plan. 

  

    

b) Did State conclude SAR Agreements/ MoUs with 

all neighboring States ? How many were 

concluded and signed? 

  

    

c) Is there in place or plan for an Organisation of 

multi-agency, multi-State and combined Regional 

SAR exercises to test SAR systems in place 

involving as many SAR units as practicable ? 

  

    

10. All States to implement the transition from AIS to AIM by year 2022      [ weighted score ] 

a) Did your State develop a National Action Plan for 

transitioning from AIS to AIM;  If yes, please 

provide reference or link to national plan. 
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b) Is the State Implementing the National Action Plan 

in accordance with the ASBU Block 0 D-ATM ?  If 

yes, provide link to status of implementation/ 

report. 

  

    

11. All States to implement PBN procedures for all instrument runways by year 2025. [ weighted score ] 

 

a) How many  Instrument Runways have been 

designated for PBN procedures ?  Give reference 

or link showing primary regulations and 

procedures for PBN operations. 

  

    

b) How many Instrument runways have operational 

PBN procedures ? 

  

    

c) How many Government Safety Inspectors were 

trained (formal classroom and OJT) to evaluate 

and approve PBN procedures ? 

  

    

d) How many ANSP and AIS/AIM officers were 

trained on PBN procedures ? 

  

    

12. All States to progressively reduce the rate of aircraft proximity (AIRPROX) occurrences in their managed 

airspaces by at least 50% annually from Dec. 2017 baseline, in order to attain and maintain a level of zero (0) 

Airprox by correspondingly reducing errors in specific contributory factors by year 2020 [  weighted score ] 

a) Did State put in place measures for co-ordination 

between ATS Units ?  If yes, give reference or link 

demonstrating the coordination. 

  

    

b) Did State put in place more comprehensive  

measures for Airspace Organization and ATC 

Procedures ?  
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c) Did State put in place Mobile Communication 

systems? 

  

    

d) Did State put in place measures to ensure that 

there are no incidents as a result of Poor Crew 

Discipline on board aircraft ? 

  

    

13. Establishment of seamless Air Navigation Services in the AFI Region by year 2024 [ weighted score] 

a) Did your State take steps  to ensure provision of 

harmonized Air Navigation Services in terms of 

flight separation, interoperability of CNS/ATM 

systems to reduce airspace complexity and 

achieve seamless operations along major air traffic 

flows ?  If yes, give reference or link to enabling 

instrument. 

  

    

b) Did your State take steps to harmonise initiatives 

formulated by the Regional Economic 

Communities (RECs) and ANSPs within the AFI 

Region ?  

  

    

14. All States to implement ASBU B0 Modules [ weighted score] 

a) Did your State develop National ASBU Plan by 

year 2018? If yes, provide reference or link to the 

approved ASBU plan.  

  

    

15. All States to develop and implement a National Plan for the reduction of CO2 emissions due to international 

civil aviation by year 2022. [ weighted score] 

a) Did your State develop a National Plan for CO2 

reduction?  If yes, give reference or link to National 

Plan for CO2 reduction. 

  

    

b) Did your State fully implement the National Plan?   
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16. All States ensure that their ANSPs effectively participate in the African ANSP Peer Review Programme by 

year 2022. [ weighted score] 

a) Did your State join the programme and have in 

place an annual African ANSP Peer Review plan 

of activities?  If yes, provide reference or link to 

enabling instrument. 

  

    

b) Did your State develop and implement appropriate 

corrective action plans to satisfactorily address 

Peer Review recommendations.  If yes, provide 

link to the corrective action plan. 
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ATTACHMENT “C”                                                                                                                                                                
DASHBOARD PRESENTATION OF THE LEVEL OF COMPLIANCE TO  

THE 16 ABUJA SAFETY TARGETS  

 

ANGOLA 
Level of compliance to 
ASTs, XX %. 

 

 SENEGAL 
Level of compliance to 
ASTs, XX %. 
 

 
BOTSWANA 
Level of compliance to 
ASTs, XX %. 
 
 

 

 MALI 
Level of compliance to 
ASTs, XX %. 

 
BURKINA FASO 
Level of compliance to 

ASTs, XX %. 

 

 TOGO 
Level of compliance to 

ASTs, XX %. 

 
GHANA 
Level of compliance to 

ASTs, XX %. 
 

 

 ZIMBABWE 
Level of compliance to 

ASTs, XX %. 

 

DRC  
Level of compliance to 
ASTs, XX %. 

 

 MALAWI                 
Level of compliance to 
ASTs, XX %. 

 

LESOTHO               
Level of compliance to 
ASTs, XX %. 

 

 EGYPT  
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ATTACHMENT “D” 

 

         THE         
       ABUJA        
      SAFETY                
     TARGETS 

  Be the champion of  

Aviation Safety in        

         Africa 

These are 16 high level safety goals established 

to assist AFCAC member States achieve the 

ultimate objective of zero aviation accidents in 

Africa. The Abuja Safety Targets were initially 

adopted by the African Ministers responsible for 

civil aviation at the Ministerial Conference on 

Aviation Safety in Africa, from 16 – 20 July 2012 

through the Abuja Declaration on Aviation Safety.   

The safety targets were reviewed in December 

2017 to ensure relevance and effectiveness.  

AFCAC encourages all its 54 member States to 

comply with the 16 revised safety targets to 

ensure safe aviation operations in Africa. 

Nevertheless, each State can be the champion of 

aviation safety in Africa. 
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1
•Progressively reduce the African accident rate from 8.6 to 2.5 per million departures by 
the end of 2022 with particular attention to CFIT and LOCI related occurrences.

2

•All States to establish and strengthen autonomous Civil Aviation Authorities with 
independent regulatory oversight, sustainable sources of funding and resources to carry 
out effective safety oversight and regulation of the aviation industry by 2022.

3

•All States to resolve:

• Existing SSCs by June 2018;

• Newly identified SSCs within 6 months from the date of its official publication by ICAO. 

4

•All States to abide by the timelines and provide resources for implementation of ICAO 
USOAP State Action Plans:

•All States to have accepted ICAO Plans of Action by 2019 and 

•abide by the timelines and provide resources for their implementation.

5

•All States to progressively increase the Effective Implementation (EI) percentage under the ICAO 
USOAP such that States with:

• EI < 60% attain 60% by 2020;

• 60% ≤ EI ≤ 70% attain 80% by 2022;

• 70% < EI attain 95% by 2028. 

6
•All States to implement SSP/SMS consistent with the agreed milestones by end of year 
2025.

7
•All International Aerodromes to be certified by end of year 2022.

8
•Require all African airlines to obtain an IATA Operational Safety Audit (IOSA) 
certification by end of year 2022. 

9
•All States to establish an effective and operational SAR organization by end of year 2019. 

10
•All States to implement the transition from AIS to AIM by end of year 2022.

11
•All States to implement PBN procedures for all instrument runways by end of year 2025.

12

•All States to progressively reduce the rate of aircraft proximity (AIRPROX) occurrences in 
their managed airspaces by at least 50% annually from Dec. 2017 baseline, in order to 
attain and maintain a level of zero (0) Airprox by correspondingly errors by end year 
2020.

13

•Establishment of seamless Air Navigation Services in the AFI Region by end year 2024:
•All States to ensure provision of harmonized Air Navigation Services in terms of flight separation, 
interoperability of CNS/ATM systems to reduce airspace complexity and achieve seamless operations along 
major air traffic flows.

• Various initiatives formulated by the Regional Economic Communities (RECs) and ANSPs within the AFI Region 
to be harmonized.
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14

•All States to implement ASBU B0 Modules
• All States to develop National ASBU Plan by end of year 2018.

15

•All States to develop and implement a National Plan for the reduction of CO2 emissions 

due to international civil aviation by end of year 2022.

16

•All States to ensure that their ANSPs effectively participate in the African ANSP Peer 
Review Programme by end of year 2022.
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