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through for this important and successful cooperation between SAC and ENAC

The Preamble to the Convention on International Civil Aviation (Chicago Convention) recognizes that "the future development of international civil aviation can greatly help to create and preserve friendship and understanding among the nations and people of the world."

From this preamble to nowadays, and with the advent of globalization, the world has become more inter-connected and integrated. In this sense, air transport is an important and essential tool for the development of this new era, connecting people and the world, traversing oceans and crossing borders, creating economic growth, and contributing to sustainable development. It provides the freedom to travel, enables access to foreign markets, and allows the exchange of cultural experiences. A reliable and affordable global air transport network help to spread the knowledge of different societies and cultures, improve quality of life, deliver better services and aid to the public, and enhance access to remote and developing areas.

In this context, the International Civil Aviation Organization is an essential player to manage and regulate air transport with global norms to ensure that more than 100,000 daily flights 1 in aviation's global network to operate safely and reliably in every region on Earth. Moreover, to cope with this goal, ICAO launched the No Country Left Behind (NCLB) Initiative to assist States in improving their air connectivity and access to the international aviation system with an emphasis on the implementation of global Standards and Recommended Practices (SARPs) and policies developed at global and regional levels. Due to the global nature of the civil aviation industry, one of the tools that ICAO and other international organizations use is international technical cooperation to deal with all issues and challenges of civil aviation.

In this way, International Technical Cooperation (ITC) is configured as an auxiliary instrument to promote national development and an essential mechanism for strengthening relations between countries. To contribute to the process of socioeconomic development, ITC allows for the transfer of knowledge between an international 1 Pre-COVID 19 forecasts organization and a country, or between countries, on a non-commercial basis, to achieve previously defined objectives and agreed upon between the parties on a specific topic. Furthermore, improving connectivity, it can spur tourism and trade, to create jobs, and to generate numerous economic benefits. This growth subsequently feeds into aviation re-investment, creating a sustainable cycle of national aviation and economic development. It also permits the operation of a global market that distributes the resources and share knowledge, technology, and innovations between national states.

Nevertheless, even though the importance of civil aviation on the development of a country and a region is well known, the SAM Region is still behind on this issue. IATA information reveals that in 2018, the Latin America Region transported a total of 307.6 million passengers, considering that SAM Region corresponds to over 75% of the Latin American traffic, amounting to approximately 6 to 7% of the world traffic. This situation shows that the region has a long path to achieve the figures and status of the developed countries and regions, and there is a potential opportunity to increase and to develop air transport in South America, bringing important social and economic benefits for all citizens such as jobs creation and boosting tourism.

Scope

This study focuses on the lack of connectivity and air transport development of the SAM Region and the importance of the international regulatory framework, mainly the structure provided and the coordination of ICAO on this issue and proposals through two axes to foster connectivity and development of air transport in the SAM Region.

Objective

This study has two primary objectives: First, it aims to analyse the reasons for the lack of connectivity in South America and to estimate the potential benefits to foster connectivity and to develop air transport. Second, as the main objective of this thesis, the text describes the challenges and the role of ICAO to enhance connectivity in the region, showing the importance of having a robust international regulatory framework and international technical cooperation as an essential tool among the States in the region.

In the end, two key axes are provided to foster connectivity and development of air transport in the SAM Region and the importance of the ICAO´s coordination and role in this process.

CHAPTER 2 2 PRESENTATION OF THE WORK ENVIRONMENT

This chapter provides information regarding the internship company in which the study project was developed, as well as information about the department and the internship tutor.

Introduction to the internship company

I performed my internship at the National Civil Aviation Agency of Brazil, located in Brasilia, Brazil, specifically in the International Affairs Office (ASINT). As I have done my internship in my department, the environment is familiar and satisfactory, but I have conciliated my daily activities with thesis baseline studies during the COVID-19 Pandemic.

National Civil Aviation Agency of Brazil (ANAC)

ANAC is a regulatory agency that was established to regulate and inspect civil aviation activities as well as aeronautical and airport infrastructure in Brazil. The Agency was created in 2005, replacing the Department of Civil Aviation (DAC) as the new National Civil Aviation Authority, according to the Law of creation (Law n° 11.182). The Agency is responsible for the regulation, inspection and certification of aircraft, companies, manufacturers, aircraft maintenance organizations, aerodromes, training organizations and civil aviation personnel. The government agency works to ensure civil aviation safety and security, and to improve the quality of services, fostering a competitive market.

ANAC is linked to the Ministry of Infrastructure; however, it is not hierarchically subordinated to the Ministry, and it has administrative independence, financial autonomy and fixed mandate for its directors. Besides, the Agency has nearly 2,000 employees.

Its mission is to "ensure safety and excellence in Civil Aviation," and its vision is "to be a reference in safety promotion and development of Civil Aviation." To this end, ANAC develops rules to promote safety and excellence of the Brazilian civil aviation market. The Agency enforces compliance with regulations aiming to prevent accidents and improving the quality of services provided by air carriers, civil aviation personnel and airports. 

International Affairs Office (ASINT)

One of the main competences of ANAC is to represent Brazil with international aviation organizations, such as ICAO, SRVSOP and LACAC, and negotiate international air transport agreements and treaties. Furthermore, information sharing and harmonization of procedures amongst countries are the basis for the development of international air transport. An efficient, safe, affordable, and environmentally sustainable aviation system can only exist if there is close cooperation amongst its agents.

Thus, the department that coordinates the international activities, especially the international technical cooperation within ANAC and the coordination with the international organizations under the civil aviation sector is the International Affairs Office.

Intending to reinforce its position as a global reference in air transport regulatory issues, ANAC supports international cooperation initiatives, performs active engagement in multilateral organizations and seeks the establishment of international agreements on air services, airworthiness, safety, security and technical cooperation. For instance, it could be highlighted the US-Brazil Aviation Partnership and ANAC-ENAC France Cooperation Program.

The International Affairs Office is, therefore, a strategic department within ANAC, which allows me to work in coordination with the ICAO headquarters and ICAO SAM Regional Office as well as access to essential documents to make the study and research.

Although my internship was in my department, it was an enriching experience to get deeper into this subject and acquire extensive knowledge. International Air Services, she was responsible for following agreement's negotiations and public policies related to international air services, environment and sustainable fuels. Moreover, she is graduated and holds a master's degree in International Relations from the University of Brasilia -UnB and is pursuing her doctorate at the same program. This chapter presents the project plan of the study based on the objective detailed in paragraph 1.3 to solve the problem described in the introduction. Also, it covers the methodology used and the project activities and deliverables.

Internship tutor

In terms of structure and organization of the project, it was divided into 3 (three) main chapters in order to bring a better understanding regarding the subject, to achieve the objective, and to address the problem. Firstly, in Chapter 4 (four) -The Regulatory Environment -presents a general background about the International Civil Aviation Organization (ICAO) and its framework provided to assist the Member States. Besides, it explains the definition and context of International Technical Cooperation as an essential tool for development and integration, especially in the civil aviation industry.

In Chapter 5 -In-Depth Analysis of Connectivity explains the definition and characteristics of connectivity to understand and to have an overview of the subject. Furthermore, it brings to us the benefits of air transport for the economic development of the country in terms of GDP, tourism, creation of employment, and investment in infrastructure. Also, it presents the situation of air transport in the SAM Region and shows the link between air transport and the development of the region.

Finally, in Chapter 6 -Proposals of Development -this chapter explains the proposals I have developed during this study project in order to address the lack of connectivity and limited air transport development in the SAM Region. Also, it brings the importance of the role and the coordination of the International Civil Aviation Organization (ICAO) and its Regional Office to address this issue from two key axes that I proposed to foster connectivity and air transport development in the SAM Region.

Even though I did my internship in my own company and department, the new scenario imposed by the COVID-19 has changed the way of working and the activities of all professionals, especially the civil aviation personnel, due to the significant impact on the aviation industry. Therefore, during the period of my internship, I did my project at home, and all the contacts and studies that I made were by teleconference or videoconference. In this sense, I tried the maximum as possible to maintain the project plan on track, despite the pandemic. Furthermore, due to the COVID-19 outbreak, it is essential to mention that this study used figures and statistics before the pandemic to maintain a logical and coherent project. Nevertheless, despite the uncertain future of the civil aviation industry in the world, mainly in the SAM Region, I believe the solutions brought on this project could be put in place in a short-mid-term.

Methodology

This research was conduct as an analytical approach and aimed to make exploratory analyzes to seek to understand the possible causes and consequences of the lack of connectivity in the SAM Region, estimating potential benefits to foster connectivity and to develop air transport. A quantitative and qualitative method was used in this research.

Thus, I used a secondary data collection from ICAO official website, ICAO Business Plan 2020-2022, ICAO working papers and Strategic Plan for the Support of Air Transport in the South America Region to have an overview, role and to understand the key priorities of ICAO and its Regional Office and a literature review was conducted to situate the information regarding the international technical cooperation as a tool of development, which are presented in Chapter 4. Furthermore, to analyze the current situation of the connectivity and air transport in the SAM Region, in terms of passengers carried, aviation growth, air traffic data of the region, number of flights per capita in comparison with other regions, were collected data mainly from ATAG and IATA publications showed in Chapter 5. Therefore, it was verified that the connectivity in the SAM Region is lower than other regions in terms of the number of flights per capita, flights per 1000 inhabitants. Even though there was some qualitative data collected, the result of this approach remains mostly quantitative.

After this, as a result, it was analyzed that ICAO mission is aligned to foster connectivity and provide support to develop air transport through its key priorities as continuous safety improvements, enhanced role of aviation for economic development, No Country Left Behind and Technical Assistance and Cooperation that were used in this research to state the importance of having a robust international regulatory framework and international technical cooperation as an essential tool among the States in the region.

Finally, as proposals, this study project identified two key axes that offer mutual feedback for the development and facilitation of better and more efficient connectivity, which have been explicitly identified for the SAM Region.

Project Deliverables

During this project, there are some majors deliverables defined as:

 General background overview regarding ICAO and international technical cooperation as a tool for development.

 An overview study of the air transport situation in the SAM Region.

 Proposal: Two Key Axes for foster connectivity and development of air transport in the SAM Region through a robust international regulatory framework highlighting the importance of the ICAO in this process; and  Internship study report.

Project Activities

In table 3.1 below, the list of significant activities and deadlines are specified.  Global Aviation Security Plan (GASeP).

MILESTONE ACTIVITIES

4.1.5. ICAO Regional Office (RO)

The 14th Session of the ICAO Assembly in 1962 directed the Council to undertake a study of the regional structure in the light of existing and future developments and to overcome specific problems such as those posed by the overlapping of the regions and by the non-inclusion of specific areas.

The results of the Council's study confirmed that planning on an area basis should continue and that the concept of dividing the world into air navigation regions should be retained, but mainly to provide a starting point in establishing the geographical area to be considered by a particular regional air navigation (RAN) meeting, and to serve as a basis for the distribution over a series of air navigation plan publications of all planned facilities and services resulting from the regional planning processes.

Thus, with these objectives in mind, the Council redefined the air navigation regions in 1964 on the understanding that the area to be considered by a regional air navigation meeting could embrace one or more air navigation regions, or parts thereof, depending upon the coverage of the international air route network established by the Air Navigation Commission for consideration by that meeting.

Therefore, the ICAO Regional Office is primarily responsible for maintaining continuous liaison with the States to which it is accredited and with appropriate organizations and UN Agencies and programmes to promote timely and harmonized implementation by the States of the ICAO provisions: International SARPs, Procedures for Air Navigation Services (PANS) and Regional Air Navigations Plans (ANPs) for safety, security, and efficiency of air transport.

Nowadays, ICAO maintains the following Regional Office to provide closer support and coordination for the Member States, as defined in Appendix 1 to the Directives to Regional Air Navigation Meetings and Rules of Procedure for their Conduct (Doc 8144-AN/874):

• Bangkok: Asia and Pacific (APAC) Office;

• Cairo: Middle East (MID) Office;

• Dakar: Western and Central African (WACAF) Office;

• Lima: South American (SAM) Office;

• Mexico City: North American, Central American and Caribbean (NACC) Office;

• Nairobi: Eastern and Southern African (ESAF) Office; and

• Paris: European and North Atlantic (EUR/NAT) Office.

ICAO South America Regional Office

Upon an invitation from the Peruvian Government to act as a host country, the first regional air navigation meeting for South America was held in 1947 in Lima, Peru, at the facilities of the Collique airport 9 . Following other regional meetings precedents, this meeting requested the creation of an ICAO Regional Office for South America. The ICAO Council decided to establish the headquarters of the Regional Office in Lima, Peru, due to the terms offered by the Peruvian Government for the establishment and operation of the South American Regional Office and to its geographical location, having signed the agreement between Peru and the International Civil Aviation Organization on 22 October 1948 with the mission to assist all South American States, including Panama, in topics related to the development of international civil aviation.

The assistance to the South American States upon which the Regional Office is accredited, is provided through a programme of missions of support to States, the management of various regional technical cooperation projects, validation and audits missions to States to verify their compliance with the ICAO standards and recommended 9 https://www.icao.int/SAM/About-SAM/Pages/About-Since1948.aspx practices (SARPs), as well as the implementation of the regional Air Navigation Plan. To carry out this task, the Regional Office counts with a group of international experts in the safety, airport security, air navigation, and technical cooperation fields.

In addition to the direct assistance provided to States and within a regional context, ICAO counts with an air navigation planning and implementation group (PIRG)

acting within the Caribbean and South American Regions, GREPECAS, whose current structure, based on the development of programmes and projects, aims towards the enhancement of operational improvements, in alignment with the ICAO Global Air Navigation Plan (GANP).

Also, in line with the ICAO Global Air Navigation Safety Plan (GASP), the Regional

Office is headquarters to the Regional Safety Oversight Cooperation System (SRVSOP), established after the signature of a Memorandum of Understanding (MoU) between the Latin American Civil Aviation Commission (LACAC) and ICAO.

Together with the ICAO North American, Central American and Caribbean (NACC) Regional Office, the SAM Office actively participates in the Regional Aviation Safety Group -Pan American (RASG-PA), whose objective is to ensure harmonization and coordination of safety efforts aimed at reducing aviation safety risks and promoting the implementation of resulting safety initiatives by all stakeholders.

4.1.6. Regional Safety Oversight Cooperation System (SRVSOP)

The In regions where these problems occur, States may, therefore, consider that the most viable solution is for them to pool their resources for the establishment of a regional system that can conduct safety oversight tasks and functions on their behalf. This action has led ICAO to conclude that regional or sub-regional safety oversight organizations are an effective means of overcoming these deficiencies through shared objectives, strategies, and activities.

These organizations are the Regional Safety Oversight Organizations (RSOO) that may assist its member States by developing a generic set of civil aviation legislation and regulations for member States to adapt and use to harmonize their national legislation and regulations. In this fashion, safety oversight within a specific region facilitated through the harmonization of regulations. Similarly, the RSOO may develop a set of implementing standards and procedures in support of the harmonized regulations.

Taking into account this context and the need for the South America Region, Latin America Civil Aviation Commission (LACAC) and ICAO established a Memorandum of Understanding (MoU) on 1 October 1998. This MoU promoted the creation of the Regional Safety Oversight Cooperation System (SRVSOP), which is the RSSO of SAM Region, with procedures, organization, and operation to be agreed upon by the participating States in the system.

The SRVSOP mission is to optimize civil aviation safety levels in the region, providing advice and assistance to solve the problems facing States in terms of compliance with their safety oversight responsibilities.

The SRVSOP also contributes, in close coordination with ICAO, to the harmonization and updating of civil aviation safety regulations and procedures among their participating States, known as Latin American Regulations (LAR), to take advantage of economies of scale, avoid duplication of efforts, and support in the growth and integration of air transport in Latin America.

Under the SRVSOP, there are some critical functions to assistance to help the The SRVSOP structure has the highest decision-making body as the General Board, which determines the activities and policies of the SRVSOP, and it is formed by the General Directors of Civil Aviation of its Member States. The SRVSOP administration is articulated through an ICAO regional technical cooperation project. The Regional Director of the ICAO South America Regional Office in Lima, where is the headquarters of the SRVSOP, is the General Coordinator, who administrates and watches over the execution of what is indicated by the General Board. Being the project, the instrument by excellence for the correct planning and management of the work to be implemented, including used by ICAO, the methodology of its analysis received special attention from international organizations and bilateral agencies. The specifics of each type of cooperation -financial, technical, scientific, technological -dictated the use of one or another support mechanism more intensively.

In the case of international technical cooperation, due to its characteristic of sharing knowledge without any commercial connotation, it has been emphasized specialized consultancy, to the training/qualification of personnel and the complementation of the infrastructure available at the receiving institution.

Several developed countries, urged by the United Nations, engaged in cooperation programs, which continued even after the reconstruction phase of the countries most affected by the war. However, as the underlying commercial interests deepened, the obstacles to the free flow of technical knowledge began to become more evident. In this scenario, the cooperation provided by international organizations started to present great attraction when compared to bilateral cooperation, which often limited the subjects that can be supported by technical cooperation due to specific policies of donor countries. International organizations -with emphasis on the United Nations Development Program (UNDP) and the International Civil Aviation Organization (ICAO)enabled the development of developing countries in strategic areas, recruiting specialists available on the international market or from the Member States to act on the defined projects and financially supporting their implementation.

In this way, international technical cooperation is configured as an auxiliary instrument to promote national development and an essential mechanism for strengthening relations between countries 10 . To contribute to the process of socioeconomic development, ITC allows for the transfer of knowledge between an international organization and a country, or between countries, on a non-commercial basis, to achieve previously defined objectives and agreed upon between the parties on a specific topic. Of most significant impact are the new outreach functions assigned to the Regional Offices for the promotion of TCB's services in their respective regions of accreditation as well as for the identification of potential civil aviation-related projects for TCB's implementation, as well as a strengthened Quality Assurance Process with an enhanced scope and participation of relevant Bureaus and the Regional Offices, bearing in mind their proximity to the States and technical expertise which can proactively help in the monitoring of projects and provide valuable support in the evaluation of a project's outcome. Therefore, to promote the Bureau's global visibility and support its outreach activities during the triennium, TCB has continued to maximize every opportunity available to promote its value to States, service providers, donors, financial institutions and the private sector in the implementation of civil aviation projects globally, the scope of assistance and potential services available through ICAO, as well as the advantages of having the Organization as their partner of choice when requiring outside assistance.

ICAO Technical Cooperation Bureau

In this sense, after those definitions, regarding international technical cooperation and the role and overview of ICAO, it is clear the importance of ICAO and its coordination to the development of international air transport. Moreover, the TCB, under the ICAO framework, is a vital Bureau which is responsible for operating international cooperation projects to support States in several areas, including foster connectivity and air transport development in SAM Region.

Ahead of moving to the next chapter, in the current context of globalization and economic openness, a country with no policy for developing adequate connectivity reduces its opportunities for economic growth and development. While it is difficult to gauge the real impact of the aviation industry on the global economy, its benefits go beyond direct consumers to impact the strengths of each national economy.

This chapter explains, therefore, the definition and characteristics of connectivity in order to understand and to have an overview of the subject. Furthermore, it brings to us the benefits of air transport for the economic development of the country in terms of GDP, tourism, creation of employment, and investment in infrastructure. Also, it presents the situation of air transport in the SAM Region and shows the link between air transport and the development of the region.

Connectivity and Development of Air Transport in the SAM Region

Definition and its characteristics

The concept of connectivity comes from the verb "to connect" (in Latin,

Connectere), which refers to the creation of a common link, to link up a whole.

Connectivity, explicitly referring to air transport, is the reason for the existence of airlines and refers to their capacity to link up different countries and cities in the world so that resources can be transported from one territory to another.

Thanks to the aviation industry, countries are interconnected through a global transportation network that makes it possible to move people, trade goods, provide services, and send mail. According to ICAO, connectivity is a property of networks and can be defined in such a way as to constitute an indicator of a network's concentration.

Therefore, connectivity is the ability of a network to move a passenger from one point to another with the lowest possible number of connections and without a fare increase, focusing on, from a commercial perspective, minimum connecting times with maximum facilitation, ultimately resulting in benefits to air transport users. 13 The connectivity, therefore, permits the operation of a global market that distributes the resources more efficiently and share knowledge, technology, and innovations with the rest of the world. The more liberalized and integrated a global network is, the higher the long-term benefits for all people.

In this way, air connectivity can be gauged in terms of two network characteristics:

(i) Size and concentration and (ii) seamlessness. The first one means that the more routes and frequencies the State has, the greater a State's possibility for connection. Even so, it is the use of that capacity for connection such as passengers, cargo, and mail that will determine a nation's actual degree of connectivity.

A country's connectivity will develop following the economic characteristics and benefits produced by the trade resulting from one city's connection with another. In other words, it is not enough to merely connect one point with another; it is also essential to measure the contribution produced by that connection in terms of more significant resource mobilization. For instance, connecting two developing countries is not the same thing as connecting one developing country with a more advanced economy. In the latter case, the degree of connectivity created in the network produces a more significant impact by increasing its access to a broader and more dynamic economy in which the traffic that has been created could prove to be more beneficial for tourism, business travel, movement of personnel, and exports, among other things.

The second characteristic is seamlessness, which means the more direct routes with the fewest possible number of connections facilitate air traffic. Embarkation, disembarkation, controls, and airport connection times all have an impact on the quality of the connectivity.

The various types of aviation industry consumers make their travel decisions considering three main factors: security, service speed, and price. As a result, greater connectivity is not gauged in quantitative terms alone, as to the number of flights offered and the size of the destination airport. Qualitative elements must also be incorporated, indicative of the seamlessness of the service, whether the connections are direct or indirect, and the ground and air transit speed.

The more direct and rapid the connection, the lower the passenger's cost in monetary and lost time terms. As in any industry, the lower the cost to the public, the higher the demand. As a result, more seamless connections will contribute to more excellent connectivity.

Besides, according to a study of the ICAO SAM Regional Office 14 , there are two ways to increase a country´s connectivity: first, by opening up new direct or indirect routes and second by increasing the frequency of already existing routes. Airlines define the structure and propose their connectivity networks to States by initial considering a country's geographic, political, and economic characteristics and situation and its relationship to the rest of the world's economies. The players decide whether to enter a new market by making a cost-benefit analysis of the potential demand they could meet, the business climate in which they would operate, and the obstacles they could encounter.

Direct routes between the consumer´s origin and destination produce better quality connectivity, and the more direct routes a State has in operation, the better its global position. In those cases, consumers benefit from lower airfares and reduce their travel times, prompting higher demand for the service. Likewise, if a city is used as an aviation hub toward other destinations, its connectivity level with the world will be more significant, as will the positive impact on its economy. An abundant passenger and cargo flow through its territory will produce significant direct, indirect, induced, and catalyzing effects in different sectors of its economy.

An example is the case of Panama, one of the region's leading and most developed hubs. According to the World Bank 15 , the country's passenger flow has grown at more than 20% a year over the past 10 (ten) years, and this has gone hand-in-hand with average annual GDP growth of 8% over the same period, constituting the highest in the region.

Moreover, several main factors can determine the size and quality of a country´s connectivity network, such as air-ground safety, tourist attractions, and potential; business potential; airport infrastructure; geographic situation; technological innovation; airline business model and regulatory liberalization. Annex A shows the description of each one.

Benefits of air transport for economic development

Commercial aviation has been operating for over 100 years. For an extended period, the sector defined itself as "elite" transportation, heavily regulated by governments through inflexible rates not acceptable to the more significant part of the population. The advent of globalization and the consequent market opening and liberalization over the past 30 years triggered a great deal of economic and social development worldwide, with the result that a more energetic middle class emerged and began to gain access to these services, previously considered a luxury. Together with this, new aeronautical technology emerged, and larger and lighter aircraft with lower fuel consumption were introduced, making it possible to bring down operating costs, and as a result, airfares were reduced, and conditions made more flexible.

According to the Air Transport Action Group (ATAG) 16 , air transportation costs have dropped over 60% in real terms since 1970, which has made possible 57% of all tourists worldwide travel by air nowadays. In 2019, ATAG reaffirms that a total of 4.5 billion (40% international and 60% domestic) passengers and over 65 million tons of cargo were transported annually. There is a network approaching 48,000 routes operated by more than 1,400 airlines through almost 4,000 airports. It is a significant figure to point out. It is difficult to gauge the real full impact of the aviation industry on the global economy, for its benefits go beyond direct consumers to impact the strengths of each 30 economy. In the current context of globalization and commercial opening, a country or a region without policy measures for developing appropriate connectivity finds its opportunities for economic growth and development limited.

Below is a description of the main socio-economic benefits of more excellent aviation connectivity worldwide, which provide a global view of a truly global industry, according to a study of ATAG -Aviation: Benefits Beyond Borders 2020. 17 Oxford Economics analyzed the economic and social benefits of aviation at a national level in 80 countries and used the results of that assessment to build the most comprehensive global picture of air transport's many benefits. Working with partners across the industry in this report, the ATAG has expanded the analysis to build a unique view of the air transport system, which creates and supports jobs, trade, connectivity, tourism, vital lifelines for many remote communities and rapid disaster response.

Increase in GDP and creation of employment

The first impact identified will always be the increase in a country's domestic production and the consequent creation of employment. Even so, it is crucial to define the sphere of influence of aviation within each economy. Economic literature identifies 4 (four) benefits of the aviation industry within a country's economy: Direct impact: The production and creation of employment by the companies directly involved in the aviation sector, in other words, airlines and all airport services, including 17 https://www.atag.org/our-publications/latest-publications.html airplane manufacturers, maintenance services, air traffic management, restaurants and duty-free stores, among others.

Indirect impact: The increase in production and creation of employment by companies indirectly related to the aviation industry -providers and connected services. Some examples are: fuel suppliers, catering companies, travel agents, systems engineering and many other businesses that benefit from the services they provide to the aviation industry.

Induced impact: the additional product and employment produced in a country's economy as a result of the increase in purchasing power of people directly or indirectly employed by the aviation industry. Some examples are shopping centers, restaurants, and banks, among many other domestic businesses benefitted by the higher purchasing power of a country's inhabitants.

Catalyzing impact: All the other industries and activities strengthened by the operation of commercial and general aviation. Tourism is one of the driving forces of the global economy, particularly in the case of developing countries. Tourists direct their spending toward an entire network of businesses, like accommodations, restaurants, car rental, and shopping centers, among others. It should be stressed that the economic impact of the tourist sector extends to offering more and better-quality products and services to not only tourists but also local inhabitants. The aviation industry also contributes to domestic and international trade by giving companies access to a broader market. It should be mentioned that some commercial trade, as the sale of perishable food products, would not be possible without a rapid and safe means of transport, like air transport.

According to Oxford Economics Analysis and ACI figures, it is estimated that the global aviation industry produced a total of US$3.5 trillion in direct, indirect, induced, and catalyzing activities, representing 4.1% of global GDP. It also accounted for a total of 87.7 million jobs worldwide in aviation-related tourism. Of this, 11.3 million people work directly in the aviation industry. 18 ATAG estimated these figures for 2019, and it should be stressed that it is difficult to comprehensively gauge all the catalyzing effects that could be produced by the aviation industry within an economy. ATAG included only the catalyst effect of tourism.

Furthermore, if the aviation industry were a country, it would rank 17 th among the world's largest economies.

Investment promotion and infrastructure development

18 Oxford Economics Analysis published on "Aviation: Benefits beyond Borders" -ATAG, October 2020.

The aviation industry is responsible for substantial investment flows within each country in which it operates, not only to procure the physical infrastructure it needs to operate but also for the continuous development and innovation of new air navigation The aviation industry also promotes three branches of economic investment, such as foreign, public domestic and private domestic, not only through the investments of stakeholders directly involved in the sector, airlines, airports and the State but also by activating and boosting a country's economic activities.

One of the benefits of increased globalization is that it facilitates foreign investment in the rest of the world's countries. Today, many corporations operate beyond the borders of their countries of origin and enable the inhabitants of neighboring countries and even of other continents to accede to their goods and services locally. This investment benefits the country of origin that enters a new market and the country of destination, where it creates higher employment and enhances economic activity.

At the same time, public and private domestic investment is encouraged in other industries. The construction of access routes to link up the airport with the city, the promotion of a new business or an increase in the production capacity of already existing industries to take advantage of the opportunity to serve passengers, the possibility of providing services and solutions to companies involved in air trade, are only some of the many opportunities that are created for the different branches of public and private activity. 

Promotes technological innovation and sustainable development

Tax collects

The aviation industry is a significant contributor to the taxes collected in each of the States in which it operates. Those taxes come from the incomes of workers employed directly and indirectly by the industry, social security payments and corporate income taxes and, in some countries, the VAT (Value-added Tax) charged on airfare tickets and other services. An induced and catalyzing benefit can also be said to exist in the case of taxes, because of the increase in output and employment in other industries benefitted by air transport.

Connects remote towns and villages

There are territories and communities where, because of their rugged topography or lack of ground infrastructure, air travel is the best or only available transportation alternative. Some examples are Easter Island, belonging to Chile, or distant communities and towns in the Peruvian and Bolivian Andes, or villages in southern Argentina and Chile, as well as Fernando de Noronha, an island in Brazil near to Pernambuco state.

A city without communications and connectivity would not benefit from progress and would have no opportunity to share in the socio-economic development of the country or region. It could also be prevented from obtaining adequate access to primary education and health services. In those cases, the aviation industry plays a crucial connectivity role.

Enables humanitarian aid to be received during emergencies

Last but not least, this factor is a great case to show the importance of the aviation industry these days because of the outbreak of COVID-19. Even though the air transport of passengers is almost immobilized, cargo flights are being essential, providing humanitarian aid to all countries and people. Therefore, without air transport at this moment of the pandemic, it would not be possible to reach the goods and health workers who need neither to maintain the world running as minimum as we can.

Also, in the case of natural disasters like earthquakes, tidal waves and hurricanes or of war requiring urgent aid, air transport has proven to be the best alternative for transporting medical and rescue workers rapidly and efficiently, evacuating the wounded and transferring donated medicines, clothing, food items and all other primary needs. In Tourism, as mentioned above, is an essential factor that can determine the size and quality of a country or region's connectivity network. Thus, according to the World Bank, global spending on tourism in 2018 amounted to US$ 1.57 trillion, of which the SAM Region was responsible for 4.9% (US$ 64.7 billion) 23 . In this spending, Brazil represented 52%, followed by Argentina with 12% and Colombia with 9%. Furthermore, the World Economic Forum (WEF) figures reveal that 7 (seven) countries in the region had travel and tourism industries that accounted for over 3% of their GDPs, led by Panama with 5.9%. On the other hand, Suriname showed the lowest relative value of 0.9%.

Besides, the World Economic Forum, a prestigious public-private organization for international cooperation has for the past 9 (nine) years included key persons and leading thinkers from the industry in its "Aviation and Travel Industry Partnership Programme24 ,"

through which critical analysis is made of the competitiveness of the travel and tourism industry in the world's most significant countries. That report estimates that the SAM Region's travel and tourism GDP amounts to US$ 134 billion. It should be stated here that the territory of French Guiana is not a part of the sample that was analyzed.

Even though the scope of the study is the SAM Region, it is interesting to show some figures about Latin America and the Caribbean. Thus, air travel in the region is expected to continue to grow at about 3.2% per year over the next two decades. This increase will, in turn, drive growth in the economic output and jobs that are supported by the air transport industry over the next 20 years. Oxford Economics forecasts that by 2038 the impact of air transport and the tourism it facilitates in Latin America and the Caribbean will have grown to support 12.5 million jobs (64% more than in 2018) and a $367 billion contribution to GDP (a 96% increase). The region's most crucial airline groups have been consolidated in recent years utilizing mergers and acquisitions, with the result that today there are 3 (three) main actors, namely LATAM, Copa Airlines and Avianca. At the same time, the main international actors that regularly serve various countries in the region are American Airlines, United Airlines, Delta, Iberia, KLM-Air France and Lufthansa.

In terms of flight destinations, according to IATA, 70% of the air traffic in the SAM Region consists of domestic flights within each of the 13 States. The remaining 30% corresponds to international flights, of which 7% were intra-regional between States in the SAM Region. As a result, 77% of the total air traffic consists of domestic and international passenger traffic within the SAM Region.

While intra-regional traffic varies State-by-State, it should be stated that 11 of the 13 States are responsible for more than 30% of the international traffic with the rest of the countries in the SAM Region. That indicator measures each State's total traffic and its percentage of total trips within the region, in other words, it gives a relative idea of the importance of the SAM Region within each country's international traffic. As a result, although Brazil and Argentina are the countries with the most significant number of passengers, Paraguay and Uruguay, in terms of total traffic, receive a larger percentage of visitors and make trips within the SAM Region.

One of the purposes of this study is to assess the connectivity of the SAM Region in order to give an idea of the degree of its development and be able to follow up on its evolution. Below there are a series of comparative metrics for the connectivity level of each State in the SAM Region, according to the ICAO SAM Regional Office.

Source: Strategic Plan to Support Air Transport in the SAM Region by ICAO Regional Office SAM -Connectivity Axe (IATA and World Bank) In this way, Panama is also the country with the most significant number of flights in terms of its population. It stands far apart from the rest of the countries mainly for two reasons: However, its population is relatively small in comparison with those of other countries in the region, it is one of the countries with the most significant number of routes and flights. Also, in operating as a hub for the region, it accommodates a large percentage of in-transit passengers (approximately 60% of its total passengers).

Regionally speaking, the average number of flights per capita in the SAM Region, for its part, is similar to those of the Middle East, North Africa, and the Pacific, but lower than those of North America and Europe, still giving it sizeable room for development. 

Routes, destinations and operators

The number of direct international routes measures how many airports each country relates to at the global level. The larger the number of direct routes a State possesses, the higher its connectivity with the world's aviation network. Those direct routes owe their existence to bilateral agreements between the countries on each route, in other words, an operating license is needed to be able to embark and disembark passengers between all pairs of interconnected cities.

In this sense, a way to determine a country´s degree of connectivity is to analyze the variety of its destinations and air operators by region. This variety will reveal which It is also important to mention the low-cost airline market that is booming in the region. It is contributing heavily to the development of secondary airports and the introduction of more competitive fares that will make air travel more accessible to a more significant percentage of the population, contributing in that way to the prosperity of a broader segment of the economy.

In the case of domestic markets, Brazil, and to a lesser extent, Chile and Colombia, show evidence of the vital penetration of low-cost airlines in their respective markets, with shares estimated at 2016 of 57%, 30% and 12%, respectively 27 . In the case of intraregional international flights, however, the traffic of low-cost airlines is concentrated for the most part in Argentina, Brazil, Chile and Uruguay. It has shown growth of only 1% over the past 5 (five) years (reaching an 8% share of the total traffic).

As a result, it is necessary to promote more flexible regulations in order to strengthen existing operators and permit the entry of new ones to boost the market's development further.

Air participating and forming partnerships with the region's airlines to build up low-cost domestic and international air traffic.

In short, the SAM Region still has a chance to continue increasing its connectivity in the next 20 years and building up its domestic industries and economies. However, in order to convince new conventional and low-cost operators from different regions of the world to enter the SAM market and new domestic operators, it will be essential to adopt some measures as:

 Moderns' regulations that allow for greater openness to foreign capital and a favorable business environment, accompanied by the provision of adequate infrastructure capable of handling the increased air traffic in the main airports of each State; and

 Better coordination between the States themselves and between them and the international organization of civil aviation industry to cooperate and harmonize regulations. In this sense, the ICAO Regional Office SAM, SRVSOP and LACAC are an important forums to discuss these ideas to the development of the regional connectivity.

In this way, this chapter shows the enormous impact of connectivity on the country and region´s economy and points out the factors that influence the level of connectivity.

Thereby, there is a large room for increase, and the ICAO, under its framework and ICAO SAM Regional Office, with the international technical cooperation as a tool of integration and development, could support this growth in terms of connectivity.

This chapter explains the proposals I have performed during this study project in order to address the problematic situation of lack of connectivity and air transport development in the SAM Region and proposals to enhance the connectivity inside the region. Although most countries in South America show great potential, there is an unexplored growth for development and connections with other regions of the World such as Asia and the Pacific, Africa, Eastern Europe and the Middle East.

In this way, this chapter brings the importance of the role and the coordination of the International Civil Aviation Organization (ICAO) and its Regional Office to address this issue from two key axes that I proposed to foster connectivity and air transport development in the SAM Region which is: 1) A Harmonized South American Approach to a Performance-Based Environment and 2) A Further Liberalization of Air transport Regulations.

There are dozens of studies, for instance, the Strategic Plan for the Support of Air Transport in the South America Region, that describe actions that the countries could make internally, but it is not the scope of this project. However, it is evident that even those proposals suggested in this project will necessitate some local actions, mainly regarding the further liberalization of air transport, which demands efforts from the States.

Lastly, it is essential to mention that there were some attempts to create a Plan under the ICAO SAM Regional Office to adopt a commitment to guarantee a sustainable development of air transport in the region. Nevertheless, the focus of the study project is on how the international framework under ICAO could be used to enhance the potential air transport connectivity of the region.

In Annex B, there is a table that summarizes my study with the problematic, objective and propositions to facilitate the understanding.

The importance of ICAO Framework and Coordination

Recognition of the current situation of civil aviation in the region under this aspect, concerning the provisions of the Chicago Convention and to the global air navigation, aviation safety and aviation security plans of ICAO, as well as ICAO Business Plan 2020-2022, identifies the existing gaps and propose the implementation of appropriate improvement actions in terms of connectivity and air transport development.

As mentioned, the South American Region presents excellent opportunities to improve its aerial connectivity, both internally and with the rest of the world. Increased connectivity, as already explored in this study, will bring air transport more closely to the population, producing a spiral of positive outcomes in other activities, which generates more significant social and economic development.

The consequence of those perspectives is thus to ensure that all South American

States can enjoy the benefits of air transport with more excellent connectivity, under optimum conditions of safety and security, with duly strengthened civil aviation authorities acting autonomously and independently, in harmony with nature and with environmental protection. It is sought to orientate the priorities to achieve greater access of the population to air transport, combining at the same time the three dimensions of sustainable development: economic, social and environmental.

The results will favor therefore the social and economic development of the South American States, involving the commitment of civil aviation authorities and industry in its implementation during the over 20 years, to ensure the sustained growth of air transport as a critical instrument for that purpose, in consonance with the strategic objectives of ICAO and at the same time supporting the achievement of the United Nations sustainable development goals.

The Role of ICAO

One of the main challenges of ICAO today is the assessment of human resource needs based on each State´s aviation profile 28 . In this regard, the ICAO Regional Offices are at the front of the Organization´s work and it is at the regional level where the bulk of ICAO´s implementation support work gets accomplished. Strengthening ICAO´s regional support to address the real needs of the States and region consistent with a globally harmonized framework is imperative for the success of ICAO´s mission. It forms an underlying tenet of the No Country Left Behind Initiative, as described in chapter 4.

In addition to its core work creating consensus-driven international SARPs and policies among its Member States and industry, and among many other priorities and programmes, ICAO also coordinates assistance and capacity building for States in . 30 This relationship, between the outputs produced through the Organization's Key

Activities and the outcomes as described in the Expected Results, is a crucial attribute of the Organization's results and performance-based management approach.

Therefore, the relationship, between the key axes identified by this study project and the outputs and outcomes as described in the ICAO Business Plan 2020-2022, as well as the NCLB Initiative which was launched to assist States to improve their air connectivity and access to the global aviation system through the international technical cooperation provided by the ICAO SAM Regional Office and the SRVSOP, is the key and the way to address this issue.

In Annex C, follow a complete table which contains the significant new and expanded Key Activities against the related Key Priorities and Expected Results printed from ICAO Business Plan 2020-2022.

Key Priorities

The Key Priorities, which represent ICAO's long-term vision, are designed to ensure that ICAO's work will bring the most significant benefits to the Member States and the global civil aviation system and will at the same time enable ICAO to play a more active role in addressing the emerging aviation issues and staying abreast of the changing needs of States.

In this sense, it was identified some key priorities that could be used to address the problem of lack of connectivity and air transport development.

 Continuous Safety Improvements: ensure continuous safety improvements are made via global, regional, and State aviation planning using a data-driven decision-making process. Regarding the enhanced role of aviation for economic development, it is straightly related to the further liberalization of air transport regulations axes, which is the goal to finalize and facilitate this kind of liberalization and to evaluate the economic contribution and benefits of aviation.

Finally, the NCLB Initiative and the technical assistance and cooperation are the tools to operate and move forward with the change of the situation of the lack of connectivity in the SAM Region because this growth subsequently feeds into aviation reinvestment, creating a sustainable and healthy cycle of national aviation and economic development.

Expected Results

The long-term impact produced by ICAO's Key Activities is described in the form of Expected Results and represents the outcomes that the Organization seeks to influence through its outputs.

In this way, these expected results are aligned with the axes which this study project came up which brings the certain of the international regulatory framework of ICAO is prepared and was made to address the lack of connectivity and air transport development through a harmonized South America approach to a performance-based environment and a further liberalization of air transport regulations. The vision of the region in 2035 holds great potential for growth in which air traffic will more than double its current value. In order to reach that development and expansion of connectivity, however, all of the stakeholders involved, such as States, air carriers, airports and air navigation providers, will have to cooperate in boosting the region's economic and social prosperity.

for the development and facilitation of better and more efficient connectivity, which have been explicitly identified for the SAM Region. These key axes are a (1) harmonized South American approach to a performance-based environment and a (2) further liberalization of air transport regulations. Furthermore, those points are under the ICAO framework and its role and business core, according to the ICAO Business Plan 2020-2022, demonstrating how critical is the ICAO actions in this process. Thus, if the States wanted to develop the region and to achieve the developed region's level as North America and Europe, I believe that the increase in connectivity depends on the implementation of these two axes.

However, it is important to highlight that there is a real limitation of this study because effective implementation depends on the considerations of domestic policy decisions and its internal regulation.

6.2.1. A Harmonized South American Approach to a Performance-Based

Environment

The evolution of a performance-based regulatory environment should contribute to ensuring the operational safety of civil aviation in a dynamic and technologically sophisticated competitive scenario. Experience has shown that only prescriptive safety regulations requirements are no longer able to guarantee the desired safety, requiring complementation, through the adoption of a system with a focus on performance.

This performance-based approach suggests several advantages, and as an illustration, it can be cited the possibility of a better focus to achieve the desired results, adequate and personalized operational safety supervision for the areas of most significant concern and need, in addition to greater efficiency mitigation of risk through the more precise allocation of resources.

In this way, it is crucial that a harmonized South American Approach to a Performance-Based Environment (PBE) be implemented in order to maintain and continuously improve the safety record as well as the connectivity in the region due to safety be one of the factors that influence the increase of air transport network which brings trust and facilities to the new entrants to operate. This kind of approach is implemented by the European Aviation Safety Agency (EASA) and the European Civil Aviation Authorities, which brought an improvement of understanding of risks identification of mitigation, a better target of resources, and flexibility to the process, which is an interesting example to follow. targeting safety objectives and efficiently mitigating risks through a better focus on the outcome rather than only the way something must be done. It provides flexibility in the implementation rather than just trying to develop prescriptive rules for every eventuality.

Besides, there are key advantages of PBR such as a better focus on achieving the desired performance; an improved understanding of risks and more explicit identification of the required mitigations; more tailored oversight activities that focus activities on the areas of more significant concern or need; efficiency through better targeting of resources; better legislative adaptability and flexibility; improved focus on the individuals in the aviation system and their role in the safety and it will lead to more active involvement and interaction of all actors in managing the system.

In contrast with a purely prescriptive system, a PBE depends on the ability of competent authorities and organizations to specify, measure, and monitor performance.

A key element to the success of PBE is the management of reliable and appropriate data that can provide decision-makers with the detail they need to make the right choices. An intelligence picture must be provided with the appropriate level of detail to make the right decisions.

Furthermore, while it seems natural to specify the desired performance of an essential system or process, there may be areas of the system where, for the sake of clarity, harmonization or a level-playing field, prescriptive rules will remain the only option.

For instance, there may be a case where authorities or organizations are not willing or not able to use a PBE. The balance between performance-based and prescriptive rules will need to be determined.

The further introduction of PBR requires a fundamental change in the safety regulatory mindset, and the concepts enabling a PBE will need to be considered in the on-going review of the Basic Regulation. Furthermore, a shift of responsibilities will take place as the regulated entity will be able to choose the means that will fulfill the performance goals. Nevertheless, performance needs to be measured through SPIs in order to ensure that the performance goal is fulfilled. As already mentioned, this will have a significant impact on the way oversight will be performed: oversight of performancebased rules will require a different and more advanced approach as it will trigger High-cost airport services in primary airports (landing, take-off, passenger pickup, and aircraft parking charges) reportedly limit those operators to concentrating their flights in secondary airports that economically validate their operating system of charging lower airfares to the public. That situation reduces the potential for the development of connectivity that could result from the operation of those air carriers in major airports or hubs for domestic and international routes.

An example of this innovative and modern approach to regulation is Brazil. In the last years, Brazil worked to turn its regulation into a liberal approach, and it permitted foreign investment in the national airlines, which made possible low-cost carriers' entry into the Brazilian market, fostering connectivity in the country and consequently in the SAM Region.

Achievements

During the internship, I had some achievements and results accomplished. First of all, it is essential to mention the in-depth study regarding the ICAO and its framework, role, and history. This knowledge allowed me to have a real understanding of the key priorities, key programmes and results expected of ICAO in order to address some issues under the civil aviation industry and the real importance to have a robust international regulatory framework and enhancing the international technical cooperation among the States as a tool for development.

Second of all, in the current context of globalization and commercial openness, a country with no policy for developing adequate connectivity reduces its opportunities for economic growth and development. Therefore, this study project brought a specific definition of connectivity and the benefits of air transport for the economic development of the region. In particular, I presented an overview of the situation of air transport in the SAM Region in terms of connectivity, which will be essential for futures studies of the ANAC and ICAO SAM Regional Office.

To conclude the achievements, this study project brought a compelling vision related to ICAO coordination and its role in the process of air transport development and the growth of connectivity. After an analysis of the ICAO framework and connectivity with the potential benefits that brings to the region, it was possible to align the outcomes of ICAO, according to the ICAO Business Plan 2020-2022, and the axes proposed to address the problem of it.

Those axes, which are the performance-based environment, disseminated in Europe and used by EASA, and the further liberalization of air transport in the SAM Region will support the States through the ICAO framework, even though domestic decisions will be necessary to enhance connectivity in the region. CONCLUSION AND RECOMMENDATIONS

The objective of this study project is to find possible solutions and proposals to enhance the connectivity in the SAM Region and to estimate the potential benefits to foster it and develop air transport. Furthermore, it is expected to describe the challenges and the role of ICAO to address this issue, showing the importance of having a robust international regulatory framework and international technical cooperation as an essential tool among the States in the region.

In this sense, it was confirmed that the International Civil Aviation Organization, despite of its core work is creating consensus-driven international SARPs and policies and being responsible for the regulatory harmonization in the global civil aviation, ICAO also assists States, through No Country Left Behind Initiative, to improve their connectivity and access to the global aviation system, being the international technical cooperation the tool of the NCLB Initiative for development.

Moreover, it is clear the enormous impact and potential benefits to foster connectivity of the country and region´s economy. It was proved that GDP, tourism, creation of employment, increase in productivity, and investment in infrastructure are directly related to the increase of connectivity and the development of air transport.

Nevertheless, an overview panorama of the air transport situation in the South America Region that was presented, it showed a scene of a large room for growth compared to more mature markets like North America and Europe.

Nevertheless, it is interesting to point out some difficulties found in this study. First of all, there were some challenges in terms of narrowing down the choices of proposals because the main idea of this study project is to define what could be made using the international regulatory framework under ICAO and its whole structure and showing how vital is the coordination and role of ICAO in this process and not what the countries could do.

Another limitation is the difficulty of establishing direct causal relations or considering the specificities of each country. Therefore, the study sought to focus on the SAM region as a whole, but that deeper analyzes of each country constitute an important research agenda.

In this way, in order to address the problem, it was identified two key axes that offer mutual feedback for the development and facilitation of better and more efficient connectivity, which have been indicated primarily for the SAM Region. These key axes are a harmonized South American approach to a performance-based environment and a further liberalization of air transport regulations. First, in terms of regulatory perspective -to have a harmonized and modern regulation -and the other one in terms of liberalization and flexibility due to the region to be considered one of the most isolated regions in the civil aviation industry.

It can be concluded, therefore, the total alignment between the key axes and the outcomes and key priorities of ICAO, according to the ICAO Business Plan 2020-2022, informed in Chapter 6 abovementioned. It was identified that the continuous safety improvements, a key priority, are related to the Performance-Based Environment axes.

The focus is to strengthen safety oversight capabilities by providing States with a range of solutions focused on an activity to recognize competent RSOO, which is the SRVSOP and responsible for enhancing the performance-based regulation alongside with the States in the SAM Region.

On the other hand, regarding the enhanced role of aviation for economic development, it is straightly related to the further liberalization of air transport regulations axes, which is the goal to finalize and facilitate this kind of liberalization and to evaluate economic contribution and benefits of aviation.

Furthermore, despite the unprecedented impact of COVID-19, in times of crisis, this is where opportunities arise. Therefore, it is a crucial time for the region to work collaboratively and in coordination to modernize the regulations and to adopt initiatives more suited for their specific needs, reducing the impacts and allowing faster recovery of the aviation system. Thus, those proposals that were addressed in this study still can be important in a post COVID situation precisely because they will help to foster connectivity and air transport development in the region and restart domestic and international flights as fast as possible.

In this sense, it has been seen the outstanding coordination and role that ICAO is taking for itself to respond to this current situation. ICAO is working with the aviation community to find the appropriate mitigation strategies for the fast, effective, sustainable, and safe recovery of the industry, and one of the most essential principles of this recovery is the harmonization of those mitigation strategies.

assumed a role of leadership and protagonism to address the problem of COVID-19. It is also viable for ICAO to take the front through its Regional Office and work and coordinate the key axes and other initiatives to foster connectivity and air transport development, supporting States in this process and bringing the principle of harmonization between them to mitigate these issues.

It is recognized that there are other initiatives or axes to address the problem of lack of connectivity and air transport development in the SAM Region, mainly from national action within the States Member. ICAO and ICAO SAM Regional Office should work in coordination with the States and industry towards a performance-based environment and a further liberalization of air transport in the region in order to increase the connectivity and accrue the benefits of this regional development. 
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  Furthermore, the Board of Directors is in charge of the Agency. It is composed of five members (the President and four directors), all of them nominated by the President of Brazil and approved by the Senate, with a mandate of up to 5 years. The organization chart of ANAC in 2019 is below (Figure 2.1).
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  performed my study project under the supervision of Mrs. Ana Paula Cunha Machado Cavalcante, Head of the Air Services Department, who helped me to conduct my project. I would like to highlight her substantial experience as a Specialist in Public Policies and Public Management from the Brazilian Government since 2004. At the National Civil Aviation Secretariat of the Ministry of Infrastructure as Coordinator of

  Chicago Convention and its Annexes allocate responsibility for aviation safety to the individual Contracting States. Each State bears responsibility for the continuing airworthiness of aircraft, safe and efficient aircraft operations, the licensing and certification of personnel, and secure air traffic flow within its airspace, including the provision of air traffic services and an adequate aerodrome infrastructure. Without full awareness and observance of these international obligations by the Contracting States, aviation safety may be compromised. Despite a large number of initiatives over several decades, by ICAO, other international organizations, individual Contracting States and industry stakeholders, to improve civil aviation safety in many regions, several States have failed to establish the capability for effective safety oversight, and they even have not promulgated primary aviation legislation.

  States and to foster the air transport development of the region. One of them is to propose uniform regulations and procedures in areas related to civil aviation safety, which are consistent with the relevant standards and recommended practices contained in the Annexes to the Convention on International Civil Aviation and with the associated procedures and guidelines, aimed at the harmonization and adoption of said regulations and procedures by the participating States.
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 4 Figure 4.1 shows the organizational structure of the SRVSOP.
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  Figure 4-1 Organizational Chart of SRVSOP Note. Reprinted from the official website of SRVSOP

  ICAO's Technical Cooperation Programme provides advice and assistance in the development and implementation of projects across the full spectrum of civil aviation aimed at the safety, security, environmental protection, and sustainable development of national and international civil aviation. The Programme conducts under the broad policy guidance of the ICAO Assembly and the Council. Subject to general direction by the Secretary-General, the Technical Cooperation Bureau (TCB) executes the Technical Cooperation Programme.Since its establishment in 1952, TCB has implemented civil aviation projects with an accumulated value of more than US$ 2 billion. With an average annual programme size of over US$ 120 million, it is involved in approximately 250 projects each year with individual project budgets ranging from less than US$ 20,000 to over US$ 120 million. To date, TCB has assisted in over 115 countries, deploying annually approximately 1,200 international and national experts.As part of ICAO, a non-profit organization, TCB can offer its services under the most favorable and cost-effective conditions and guarantees strict neutrality, objectivity, and transparency, as it does not represent any particular national or commercial interest, nor the interest of any donor in general. Objective technical and financial considerations, therefore, govern its advice.TCB is a global implementation partner in aviation projects. TCB´s vision and mission 12 reaffirm the commitment to improve safety, security, efficiency, and regularity of national and international civil aviation in order to the development of international air transport, providing unrivaled in-depth technical assistance to States with their aviation projects.TCB provides a broad range of services, including assistance in reviewing the structure and organization of national civil aviation institutions, updating the infrastructure and services of airports, protecting the environment, facilitating technology transfer and capacity building, promoting ICAO Standards and Recommended Practices (SARPs) and supporting remedial action resulting from the Universal Safety Oversight Audit Programme (USOAP) and the Universal Security Audit Programme (USAP) audits.As the specialized agency of the United Nations for civil aviation, ICAO is in a unique position to contribute the required technical and managerial expertise accurately, ensuring the provision of balanced advice in the ultimate interest of recipients. In focusing on the strengthening of civil aviation institutions, our goal is to enable States to face the continuously changing aviation environment better.
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  technologies, for instance. According to ACI Analysis, in 2018, airports invested nearly US$ 51.5 billion in new construction projects, creating jobs and building new infrastructure. At the same time, it is estimated that every US$ 100 million invested in technological research and development produces an additional US$ 70 million in GDP year-by-year. 19
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 53 Figure 5-3 Airport Infrastructure Investment as % of total revenue per region 2018 Note. Reprinted from Aviation: Benefits Beyond Borders, 2020.

  Air transport is a highly technological activity that requires continuous investment in research and development. That investment not only fuels the manufacture of aircraft and air navigation systems but also promotes university research and development departments and the education and training of highly qualified specialists. It should be here that the aviation industry has committed actively to invest in new technology to fight climate change. Although the industry is responsible for only 2% of total global carbon emissions with 915 million tons of CO2, it has set itself the target of achieving sustainable development in coming years through a three-pronged effort: (1) attaining savings in fuel use of at least 1.5% a year up until 2020, (2) stabilizing carbon emissions at their levels of 2020 and continuing from that point on with neutral carbon growth and (3) reducing carbon emissions to 50% of the net emission levels of 2005 at 2050. 20

  some cases, access by other routes is impossible because of lingering after-effects, making joint efforts necessary by the military and commercial aviation and the aviation fleet specialized in humanitarian aid.5.1.3. The situation of air transport in the SAM Region.Before showing the air transport situation of South America, it is essential to have an overview regarding the economic, social, and demographic of the region to understand the context of it. The SAM Region, as defined by ICAO, is made up of 14 countries, specifically 13 States and 1 Territory: Argentina, Bolivia, Brazil, Chile, Colombia, Ecuador, Guyana, French Guyana (French Territory), Panama, Paraguay, Peru, Suriname, Uruguay and Venezuela.These countries together account for 40.5% of the total area of the Americas and 13.5% of the world. According to the World Bank 21 , their total population is 435 million, equivalent to 5.6% of the world's population. Almost one-half of the people live in Brazil over 210 million inhabitants or 48%, followed by Colombia with 50.8 million or 12% and Argentina -45.2 million or 10%. In terms of their overall GDP (Gross Domestic Product), adjusted by PPP -Purchasing Power Parity 22 , 92% are concentrated in only 6 of 14 countries -Brazil, Argentina, Colombia, Venezuela, Chile, and Peru -with Brazil alone accounting for 49%.
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  per capita by region (flights per each 1000 inhabitants) regions each State is more or less connected with, in order to be able to identify where the possibility exists for opening up new routes. Besides, the interest and presence of foreign operators are also an indicator of each country's air connectivity potential.
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  Enhanced Role of Aviation for Economic Development: Foster the development of a sound and economically viable air transport system.  No Country Left Behind (NCLB): Enhance capabilities of States, in particular developing countries and counties in special situations, to implement global standards and policies and improve air connectivity for the sustainable development of local and global economies and the Technical Assistance and Cooperation which provide more enhanced assistance to develop the required capacity and improve the effectiveness and quality of technical cooperation projects guided by principles of transparency and relevance. It was identified that the continuous safety improvements are related to the Performance-Based Environment axes. The focus is to strengthen safety oversight capabilities by providing States with a range of solutions focused on an activity to recognize competent RSOO, which is the SRVSOP and responsible for enhancing the performance-based regulation alongside the States in the SAM Region.

  The reason for those choices to address the problematic situation of lack of connectivity and air transport development in the SAM Region is to focus on the issue in the main perspectives that plague the region. First, in terms of regulatory perspectiveto have a harmonized and modern regulation enabling to have a business environment more friendly for civil aviation industry stakeholders attracting more operators -and the other one in terms of liberalization of air transport regulation owing to the region is considered one of the most isolated regions in the air transport field bringing more opportunities of development for the States and industry and more possible routes to connect all the region.
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  On the one hand, States should work closely with airlines and with the ICAO to promote the adoption of favorable regulations and infrastructure for facilitating the opening of new routes and entry into the market of new competitors. On the other hand, the local tourist industry and business need promotion and strengthening in order to boost the creation of a demand for destinations that would ensure the sustainability of those routes in the long term.Another point regarding liberalization is the restriction of foreign investment.Regulations of the region'sStates restrict foreign investment in national airlines, discouraging consolidated foreign groups from entering the territory, acceding to economies of scale, reducing costs and taking advantage of efficient operating platforms to provide local consumers with better service at a lower price. The expertise acquired by airlines whose operation is already consolidated inside and outside the SAM Region can play a crucial role in ensuring adequate investment in and development and sustainability of aviation in each State. Partnerships with established airlines wishing to invest in a given territory can offset limitations in the capital, operational capacity, and experience of local private or State-owned airlines. Regulatory opening to such possibilities would contribute to the development of further connectivity for the people's benefit. Another consequence of the further liberalization of air transport regulations is thus the possibility of low-cost entry airlines in the market. The worldwide appearance of low-cost airlines has spurred the level of connectivity between neighboring countries and of domestic traffic within a single State. The presence of these operators enhances connectivity because more routes and frequencies are made available at prices accessible to a larger population group.

  

  

  

  

  Left Behind strategy to foster self-reliance and growth by providing short-term assistance and coordinating the deployment of aviation professionals, working as Volunteers, in the interest of Governments in need.

	The year 2018 was marked by a holistic review undertaken of the existing
	institutional arrangements and administrative mechanisms governing the provision of
	technical cooperation and technical assistance to improve the management,
	coordination, and accountability of all ICAO stakeholders, resulting in a redefinition of the
	roles and responsibilities for each phase of a project's cycle, from promotion to
	development, monitoring, implementation, and quality assurance.
	Building partnerships and pooling resources are necessary for achieving
	sustainable and predictable funding for technical support and avoiding duplication of
	efforts. Considering that a high percentage of ICAO Member States lack the required
	funds to efficiently develop their civil aviation infrastructure and human resources, the

11 4.2.2. ICAO Technical Cooperation Programme Within the scope of ICAO, there is the ICAO Technical Cooperation Programme, which is the primary operational tool for reinforcing the Organization's technical cooperation mission objectives, including enhancing the capacity of States to implement ICAO Standards and Recommended Practices (SARPs) and Procedures for Air Navigation Services (PANS). The Assembly has reaffirmed its continuing importance in several resolutions, among other things, in the Consolidated Statement of ICAO Policies on Technical Cooperation and Technical Assistance (Resolution A39-16), which stipulates that the Technical Cooperation Programme is a permanent priority activity of ICAO that complements the role of the Regular Programme in providing support to States in the effective implementation of SARPs, PANS and Air Navigation Plans (ANPs) as well as in the development of their civil aviation administration infrastructure and human resources. It is furthermore one of the main instruments of ICAO to support States in remedying deficiencies and implementing improvements in the field of civil aviation. ICAO Programme for Aviation Volunteers (IPAV) was established as a further No Country 10 Brazilian Cooperation Agency´s definition 11 Brazilian Cooperation Agency official website http://www.abc.gov.br/CooperacaoTecnica/

  carriers like Germany's Cóndor Flugdienst, the United Kingdom's Easy Jet, and Spain's Vueling are relevant world-class operators that could be interested in entering the region. It should be added that Ireland's Ryanair has expressed an interest in
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27 "Viva la Revolución of LCCs? Not quite yet…" -Carlos R. Ozores.

  28 ICAO Business Plan 2020-2022, July 2019 Edition -Chapter 1 support of numerous aviation development objectives. It also produces global plans to coordinate multilateral strategic progress for safety, air navigation and aviation security, and audits States´ civil aviation oversight capabilities in the areas of safety and security.In this way, it is clear the role and importance of ICAO coordination to support the enhancement of connectivity and, consequently, the development of air transport in the region. Thus, it is vital to understand the ICAO Business Plan 2020-2022 29 closer to have a view of the strategic objectives, key priorities, key activities and programmes, and expected results that ICAO has and analyze the relationship between them and the problem of this study project.First, summing up the Annex C table, the Key Priorities, that represent ICAO's long-term vision, are designed to ensure that ICAO's work will bring the most significant benefits to the Member States and the global civil aviation system and will, at the same time, enable ICAO to play a more active role in addressing the emerging aviation issues and staying abreast of the changing needs of States. The long-term impact that results from ICAO's Key Activities is described in the form of Expected Results



  Improved Aviation Safety: Enhanced capabilities of States to manage risks, associated with aviation activities to an acceptable level of safety performance.

	 Strengthened Regulatory Capacity: Enhanced capabilities of States, in
	particular those with low levels of effective implementation of global standards, to
	fulfill their mandates.
	 Lower Impediments to Air Transport Operations: Enhanced capabilities of
	States to improve air connectivity, create more competitive business opportunities
	in the marketplace, increase consumer's benefits and choices, and reduce
	financial burden and costs in performing regulatory oversight functions.
	 Increased Use of Aviation as a Development Tool: Enhanced capabilities of
	States to use aviation as an effective means to achieve economic development,
	in particular, increase accessibility to funding and financing for aviation
	infrastructure development and investment in air connectivity.
	 Strengthened Capacity Development: Enhanced capabilities of States, in
	particular developing countries and counties in special situations (No Country Left
	Behind), to implement global standards and policies and improve air connectivity.
	6.2 Key Axes to foster connectivity and air transport development in the SAM
	Region.

  Thus, PBE introduces a clear set of goals against which indicators are used to measure the effectiveness of the aviation regulatory system. Performance indicators allow for an assessment of the observed situation, measuring trends, providing feedback and helping to identify the means to achieve these goals. In the field of aviation safety, such indicators are called Safety Performance Indicators (SPIs) and enable the system to focus on the desired or required performance results when targets are associated.31 SPIs can be qualitative, quantitative, absolute, or relative, and they must be

	 Structure of the Rules -Authority and Organizations Requirements
	 Accountabilities, Responsibilities and Enforcement
	Moreover, it is evident that a Performance-Based Environment requires a
	Performance-Based Regulations (PBR) that offers improvements by proposing SPIs,
	supported by the systematic collection and analysis of data. Concerning safety, this data
	can be obtained from sources such as questionnaires/surveys, occurrence reports,
	technical reports, operational performance monitoring systems, oversight and inspection
	activities, and, more generally, data on areas such as economics, social and
	organizational information. When focusing on hazards, turning data into meaningful safety
	intelligence will help to deliver a safety risk assessment by addressing the likelihood and
	severity of the consequences.
	A PBE improves the overall quality of rules and safety oversight. Instead of
	establishing prescriptive regulations telling individuals and businesses what they can and
	cannot do, PBR sets goals for the desired outcomes (safety objectives) and measures
	performance against them. According to the EASA 32 , several vital enablers are required
	to ensure the successful implementation of PBE, which are:
	 Mature Safety Management
	 Information Sharing
	 Culture
	31 Report -A Harmonized European Approach to a Performance-Based Environment (PBE) 51
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Airport density

Airport density measures the total number of airports per one million inhabitants and is an indicator of the level of availability of air traffic infrastructure to a country's population. In this sense, it is evident that Panama leads the ranking with a ratio of 4.5 airports per one million inhabitants in the case of total airports and 1.5 in that of international airports per one million inhabitants.

Brazil, for its part, although the most connected country in terms of the number of passengers 25 , airlines and airports, still shows ample room for further decentralization of its air traffic, given its large land area and population. Although Sao Paulo and Rio de Janeiro are highly connected, cities like the capital, Brasilia, do not show the same level of connectivity and account for less than 7% of the total air traffic. The country's broad connectivity offering does not reach all its inhabitants 26 , a fact that is reflected in its international airport density metric, which is among the region's lowest.

Number of flights per capita

The indicator of the number of flights divided among a State's total population gives an idea of the people's tendency to travel and possibilities for doing so. A simple comparison of the number of flights among different States is a frequently low indicator, for it fails to consider the size and purchasing power of each country's population. The number of flights per capita indicator does give an idea of the population's purchasing power and degree of development when combined with the offered degree of available air connectivity. The higher the metric, the greater the connectivity. discussions based on SPIs and targets whether the applied method is suited to meet the performance goal. An exchange of views, rather than one-way communication from the competent authority to the regulated entity, will most likely take place.

In this way, harmonization of standards based on PBE would boost intra-regional connectivity facilitating the operation of airlines, maintenance organizations, pilot licenses, being much easier, from an operational point of view, to explore a market with harmonious, equivalent rules.

Further liberalization of air transport regulations

"Freedom of the air" is practiced in very few regions States. All the States should study the long-term benefits of liberalizing their airspace and avoiding the application of protectionist measures, in order to achieve better market conditions that would spur the demand for air trade and the connectivity of each State inside and outside the region. This liberalization would result in more economic and social development for the territory.

Air Service Agreement (ASA) is an international treaty by which two or more States regulate air services between their territories 33 . Thus, ASA over-regulation of the entry of new air carriers and restrictions on the number of flight frequencies and routes of existing air carriers not only reduces each territory's potential for connectivity but also hampers the operation of a more competitive market that could benefit final consumers with lower fares or service offerings.

Besides, attention should be drawn to the importance of the signing of cooperation and free trade agreements between countries in the region and with other territories in the world. The reduction of customs duties, elimination of visas and promotion of trade would lead the way to a genuine liberalization of air transport regulations for the benefit of all interested groups: governments, consumers and enterprises.

In this way, the consequences of the further liberalization of air transport could enhance new routes to/from the SAM region. As can be seen from the above analysis of the SAM Region's level of connectivity, there are still very few direct routes to the Middle East, Africa and Asia and the Pacific. This lack of connectivity is especially noticeable in the case of air cargo, where less than 2% of the total trade of those regions is with the SAM Region. New routes should be promoted from the vantage point of both sides of the market: supply and demand. 

ANNEX B -Summarized