
Q&A EUROCONTROL SPECTRUM WEBINAR 

 
Note that for data privacy reasons, both the names of originators of the questions and the 
responders have been removed (except when questions were addressed to specific panelists). 
Answers may include contributions from multiple panelists and the Eurocontrol moderator. 
Questions are not ordered, so some very similar questions may be answered in different places. 
 
 
Question 1  

How do you define spectrum efficiency, especially when dealing with navigational systems that are 

not working on a bits per hertz. GPS has become significantly more accurate over the years with the 

same spectrum, should we not be capturing this in terms of efficiency also? 

Answer 

There are means to convert navigation accuracy into an equivalent bits/sec/Hz value. These were 

discussed in the LS telcom report for Eurocontrol. In essence, the number of possible locations which 

can be identified are the number of ‘bits’ which the service provides. But more generally, we would 

like to see more technical work to provide better metrics for both spectrum efficiency as well as 

efficient spectrum sharing. Such metrics would need to better reflect the properties of the associated 

radio services being analysed, including radio-determination / radio-location services. For example, 

there is no point to provide more bps/Hz/area to aircraft separated by large distances if they do not 

need more data. Relating back to GPS, since positioning accuracy is proportional to bandwidth, the 

high accuracy GPS receivers do need more spectrum to capture as much of the correlation sidelobe 

energy as possible (thus needing the full 20MHz allocated, whereas a “simple” C/A code receiver can 

work on 2MHz even when using a narrow correlator). 

 

Question 2 

Thank you Richard. Very interesting presentation. Can you help us understand why efficiency is the 

most important metric rather than reliability and redundancy? 

Answer 

When using the radio spectrum, it is increasingly important that use is efficient, given the high 

demands being placed upon the spectrum. Reliability and redundancy are more metrics for the 

performance of the service using the spectrum rather than the use of the spectrum itself. It is, 

however, reasonable to consider the fact that a highly reliable system may be less spectrally efficient, 

especially if the level of protection is smaller (meaning more redundancy is needed to ensure good 

reliability). 

 

Question 3 

Annex 14 protection surfaces protect the airport physical environment in 3 dimensions. Is it an option 

to plan standards for spectrum control around airports? 



Answer 

Among Annex 14 and FAR part 77, this is an interesting proposal to plan standards for spectrum control 

around airports particularly for Aviation systems. EUROCONTROL has already highlighted on various 

occasions to relevant groups that we do not have any guidance on how to safeguard the 

electromagnetic environment of airports or heliports, and suggested that this may need to be 

changed. 

 

Question 4 

On Airbus slide explaining the communciation domains (cockpit/ops/pax), can you explain better the 

firewall/lock between cockpit and OPS?. Thank you. 

Answer 

Cyber Security requirements ask for segregation between various A/C domains. The goal is to avoid 

“open world” to be an access point to “Avionics world”. So among physical segregation, fire walls can 

be a solution. 

 

Question 5 

Does the 5G European frequency band 3400 - 3800 MHz ensure no impacts to Radio Altimeters 

operated in European Airspace? 

Answer 

This question is currently under study together with field tests in CEPT countries, see for example 

Section 11.4 of PT1(21) Minutes and doc ECC PT1(22)048. Similar studies continue in other regions, 

see, for example RTCA Report SC-239. It should be noted that the characteristics of 5G stations used 

in these studies and tests may vary from a country to another, especially with respect to frequency 

range and maximum power levels authorized. The data in the RTCA report covering 3.7 to 3.98 GHz 

has a common region with the European deployment, 3.7 to 3.8 GHz, and the data from RTCA and 

AVSI is also applicable to Europe for that frequency range. 

 

Question 6 

On LS telecom presentation: can you explain what is meant by programme making? the example used 

to explain intelligent ways of sharing spectrum with other users. 

Answer 

Programme making refers primarily to the use of radiomicrophones (which fall within a service called 

either Services Ancillary to Broadcasting, or Programme Making and Special Events, PMSE). Sharing 

studies conducted in the UK have found that there is the possibility of coexistence between these low 

power services and some aeronautical services. This sharing has been implemented in the UK but has 

been rejected in other States. Aviation is concerned when sharing partners do not have a similar 

operational and radio-regulatory environment (such as fully licensed and certified devices, for 

example). 

https://cept.org/ecc/groups/ecc/ecc-pt1/client/meeting-documents/file-history/?fid=66780
https://www.cept.org/Documents/ecc-pt1/68092/ecc-pt1-22-048_france-preliminary-outcome-of-second-de-risking-trial-on-the-second-type-of-radioaltimeter-fitted-on-helicopter-of-the-french-gendarmerie
https://www.rtca.org/wp-content/uploads/2020/10/SC-239-5G-Interference-Assessment-Report_274-20-PMC-2073_accepted_changes.pdf


 

Question 7 

In which band do we get 2 x 20 MHz with the necessary protection? 

Answer 

Such spectrum would be available in today’s L-Band (960 – 1215 MHz), provided we modernize the 

services that occupy that spectrum currently. What is important about this number (to provide all of 

aviation CNS services – with a few exceptions such as RADALT) is, whether you agree with the number 

or not, this is the perception of the telecom industry (that aviation could do what it needs with a lot 

less spectrum than currently). The number (2 x 10 MHz, 20 MHz in total) has not been validated to be 

right, but it is based on a serious analysis and has not been proven wrong either. We think it is 

important for aviation to be aware that it is technically possible to use a lot less spectrum than is being 

used currently. Unfortunately, turning that into an operational reality remains very difficult to achieve 

given that a lot of very diverse actors would need to be convinced globally. 

 

Question 8 

How much guard band will be required for the 2x20 MHz? 

Answer 

The 2 x 10 MHz (20 MHz in total) is a hypothetical value on which the equivalent 5G network was seen 

to perform. To find such spectrum in L-band may require re-farming of existing services. Today’s 

tendency in radio regulatory discussions is for adjacent services to say that if you need a guard band, 

put it inside your own spectrum allocation. 

 

Question 9 

How do you design a system for a future RF environment if you do not know exactly what that 

environment will be (the US C-band changed with 4 years from open question to a 100,000 Watt 

systems being deployed, and that only included 18 months of notification of what power levels would 

be used)? While there may some educated guesses, that does not really mesh with trying to assess 

that to very high assurance needed to certify an aircraft system. What prevents significant 

work/time/money being found insufficient when future spectrum changes become a reality? 

Answer 

When allocated spectrum at the ITU, there is an implicit assumption that the system will operate and 

contain itself within the spectrum it is allocated (subject to out-of-band emission masks where 

appropriate). There will also be an indication of the adjacent use of the spectrum (i.e. Mobile, Fixed, 

Satellite). Though at the time of putting a system into service, some of those uses may not be being 

used, it would be sensible to assume that they will be somewhere, or at some time. So if a system is 

allocated to work in the frequency range ‘x’ to ‘y’ MHz, the assumption is that it sits neatly within 

these limits and is designed so that the use of frequencies ‘<x’ or ‘>y’ will not materially impact its 

operation. Any changes to spectrum use have to be agreed at the ITU World Radiocommunication 

Conferences, and are fiercely debated. It is therefore incumbent on all users to be aware of changes 



being proposed and to join in the forums and working groups to challenge changes if they are not 

workable.  

It is difficult for aviation to be appropriately represented in the ITU process both because the resources 

aviation dedicates to spectrum are very limited when compared to other sectors, and because this 

requires an effective inter-ministry coordination between the transport and the telecommunications 

ministries of States (as well as an effective coordination with a globally distributed aerospace 

manufacturing industry). As the 5G & RADALT example shows, aviation should increase its 

engagement in spectrum matters and ITU processes. 

 

Question 10 

Why has this discussion started now while 5G is already almost everywhere? 

Answer 

The band 3.4 – 3.6 GHz was identified for IMT (International Mobile Telecommunications, which 

covers 3G, 4G, 5G) at World Radiocommunication Conference in 2015 (WRC-15). This band 3.4 – 

3.6 GHz is separated from the radio altimeter’s band by 600 MHz. For this reason, in 2012 (when 

studies for WRC-15 started) nobody expected interference to radio altimeters. Later, CEPT decided to 

use the IMT in the extended band 3.4 – 3.8 GHz, thus decreasing the guard band. In February 2020, 

US allowed “flexible use licensees”, including 5G in the band 3.7 – 3.98 GHz, which is even closer to 

the RA band. Immediately after that US decision, aviation raised concern of interference and launched 

studies. As for the statement in the question that “5G is already almost everywhere”, 5G deployment 

in C-band started only in 2020. 

Nonetheless, it has to be noted that in general the mobile industry can deploy services much faster 

than aviation is capable to adapt, which emphasizes again the need for aviation to be very vigilant 

about developments in adjacent bands and to act as pro-actively as possible. 

 

Question 11 

While protected spectrum for Aviation is key for our industry, are you aware of any initiatives to study 

the use of commercially available multi-link capability for safety comms? 

Answer 

Yes, some SESAR initiatives like “Hyper connected ATM” are looking for the use of “Commercial” bands 

in complement to the safety ones, particularly for the downlink part. However, what this means in the 

aeronautical spectrum context will need to be carefully analyzed. 

 

Question 12 

With the proposed use of s/w defined radios presented, does it reduce the desire by aircraft 

manufacturers/operators to eliminate the use of HF radios to reduce equipage/weight on the aircraft? 



Answer 

Currently, there is an intention to introduce digital, wide-band technologies in the aeronautical HF 

bands to make HF communications more efficient. The coexistence of current HF systems, alongside 

digital HF systems is studied under agenda item 1.9 of WRC-23.  

As for the use of software-defined radio, it is not allowed in the HF aeronautical bands, which are 

regulated by a rigid frequency plan contained in Appendix 27 of the Radio Regulations, see also 

resolves 1.1 of Resolution 729 (Rev. WRC-07).  

Regulation is requiring LRCS (Long Range Communication Systems) for long haul or oceanic flights. 

LRCS on Air Transport can be HF or Satcom systems according to the applicable regulation in the area. 

 

Question 13 

To Mr Vassiliev: why did the US decide to use a different spectrum for 5G than the EU? 

In accordance with the Radio Regulations (RR), countries have full rights to license and use any 

technology in the frequency bands, which are in conformity with the international Table of Frequency 

Allocations of the RR. The frequency band 3.4 – 4.2 GHz is allocated to the mobile service and 5G is a 

technology that belongs to the mobile service. So, US and EU could choose any portion of this band 

for 5G. 

As for the difference in the bands chosen by EU and US for 5G, this may be explained by historical 

reasons and differences in national usage of parts of this band. For example, in US the band 3.55 – 

3.7 GHz is under the rules of three-tiered approach that accommodate radars, fixed satellite-service, 

LTE and a general license applications, while EU uses this band for Mobile/Fixed Communications 

Networks (MFCN), including 5G. 

 

Question 14 

So weather prediction also has issues with unwanted emissions? How exactly was a solution found to 

mitigate unwanted emissions for space sensors? 

Answer 

Protection of space sensors for weather prediction in the band 23.6 – 24 GHz, which is adjacent to the 

IMT band of 24.25 – 27.5 GHz is ensured by unwanted emission power imposed on IMT stations. The 

limits are incorporated in Resolution 750 (Rev. WRC-19), “Compatibility between the Earth 

exploration-satellite service (passive) and relevant active services”, which has a mandatory character. 

The limits are implemented in 2 steps:  

- Before 1 September 2027: -33/-29 dB(W/200 MHz) for base/mobile stations 

- From 1 September 2027: -39/-35 dB(W/200 MHz) will apply for all new base/mobile stations 

only. 

The limits become more stringent after 1.09.2027, to follow the increase in IMT stations number. 

 

https://www.itu.int/dms_pub/itu-r/oth/0c/0a/R0C0A00000D0041PDFE.pdf
https://www.itu.int/dms_pub/itu-r/oth/0C/0A/R0C0A00000F00148PDFE.pdf


Question 15 

I think we need to put into the equation the fact that safety services are not comparable with telecom 

services. Safety services need to meet very high availability standards in order to deliver safety and 

this has a cost, which has to be taken into account when comparing bandwidth use. Efficiency is just 

a parameter in the debate. What is the opinion of the panelist on this? 

Answer 

The safety of life aspect of aeronautical communications and navigation services should be taken into 

account when addressing the issue of efficient spectrum use for aeronautical safety of life services. 

Safety is one aspect, other parameters like Regularity, Reliability, Priority are also key. However, we 

should also be careful to not overstretch the safety argument and remain realistic and factual. We 

should also not think that aviation is the only user of radio spectrum that requires reliable systems, 

even if the degree of reliability required is generally higher than in most other industries.  

 

Question 16 

5G mitigations: are tilted antennas a suitable measure to limit risks? 

Answer 

Recommendation to limit the elevation angle of 5G base station antennas is considered as an efficient 

mitigation technique to protect satellites and aircraft. Taking an example of another 5G frequency 

band, WRC-19 resolved that for IMT base stations in the band 24.25-27.5 GHz their mechanical 

pointing needs to be at or below the horizon, see ITU Resolution 242 (WRC-19). 

This technique is used by Telecom operators in some countries where 5G is deployed.  

 

Question 17 

For ITU: Are there any recommendations on the allocation of bands that are located near RADALT (4.2-

4.4 GHz)? 

Answer 

The allocations of frequency bands is made at World Radiocommunication Conferences. The agenda 

of next WRC-23 does not include any allocation of bands immediately adjacent to 4.2-4.4 GHz. The 

nearest band proposed for the identification for IMT (3G, 4G, 5G) is 3.6 – 3.8 GHz. This proposal is 

limited to Region 2 (Americas), see Resolution 245 (WRC-19).  

 

Question 18 

What can be done to avoid interference between FM radio stations (87.5-108 MHz) and Aeronautical 

Systems (108-136 MHz)? 

Answer 

The mitigation techniques for this case are described in Recommendation ITU-R SM.1009. In addition, 

in Africa the aeronautical systems are protected by the ITU Regional Agreement Geneva, 1984, which 

https://www.itu.int/dms_pub/itu-r/oth/0C/0A/R0C0A00000F0080PDFE.pdf
https://www.itu.int/dms_pub/itu-r/oth/0c/0a/R0C0A00000D0002PDFE.pdf
https://www.itu.int/dms_pubrec/itu-r/rec/sm/R-REC-SM.1009-1-199510-I!!PDF-E.pdf


obliges neighboring countries to coordinate their FM radio stations with your aeronautical stations if 

the FM stations are located closer than 500 km to your border. 

 

Question 19 

I believe part of the reason for the slow introduction of new technology in aviation is that it is global. 

All parties have to join, even if they don’t have much money to invest. How can we avoid being paces 

by the ‘slowest’ partner. Can we move ahead per region? Like introducing new technologies in Europe 

or North America to start with? 

Answer 

Even if some recent technologies have introduce in aviation, ( GNSS, Satcom..), these last ones were 

global so required interoperability with associated level of performances. Now for some regions we 

could imagine the development of new technologies like LDACS, main difficulties among the ground 

deployment itself will be the transition period, and the business case for stakeholders, but most 

important for users.  

The long replacement cycle is true for cooperative systems which need to be internationally 

harmonized, however new systems which are not yet in use, or systems which are independent and 

stand-alone (such as RadAlt) could be replaced or introduced on an aircraft by aircraft basis without 

the need to modify ground infrastructure. 

But indeed more effort is required to determine how CNS technology evolution can be accelerated. 

A multi-stakeholder group is discussing this topic at the moment, led by the European Commission 

(DG MOVE, CNS Advisory Group). 

 

Question 20 

Which 5G spectrum proposed for UAVs air coverage by ITU? Thank you 

Answer 

ITU mainly deals with Unmanned Aircraft Systems (UAS), which is RPAS in ICAO terminology, that could 

operate in the non-segregated airspace, i.e. together with passenger and cargo aviation. For such 

safety of life UAS, 4G or 5G spectrum is not considered, since it does not satisfy the reliability and 

availability requirements of these systems. 

For control and communication links of UAS, WRC-12 made an allocation to the aeronautical mobile 

(R) service in the 5 GHz band (5030 – 5091 MHz). This allowed to satisfy the terrestrial links used for 

line-of-sight (LOS) communications.  

But safety spectrum for satellite beyond line-of-sight (BLOS) was not sufficient. For these reasons, 

WRC-15 identified several band of the fixed-satellite service in Ka and Ku bands for a potential use by 

RPAS. These bands are around 10, 11, 12 and 14 GHz for Ka and 20/30 GHz for Ku bands. WRC-23 

should decide on the conditions of the use of FSS for UAS in these bans. 

Please see also question 35. 

 



Question 21 

Autonomous civil vehicles (flying or by the road) should not require 5G millimeter frequencies @ low 

latency in order to work, otherwise that means such vehicles are not autonomous: do you agree on 

this concept? 

Answer 

There are different opinions on this subject. As for autonomous cars, a part of ITS (Intelligent Transport 

Systems) community believes that 5G technologies could be useful. Another part of ITS community 

believes that the cooperative functioning of the 802.11 standards, including Dedicated Short Range 

Communications (DSRC) and 4G technologies, like LTE V2X, would be sufficient for the successful ITS 

development and evolution to 5G might be not so solicitated.  

As for autonomous drones, they are not yet under study in ITU. All current ITU studies on drones imply 

the presence of an operator, as well as control & command radio links between an operator and 

drone.  

 

Question 22 

Band up to 4.2 GHz will be auctioned in Belgium this year! This will cause big problems? 

Answer 

This will depend on the level of power and of the antenna scan angle of the 5G base stations, which 

will be authorized around airport or heliport locations.  

 

Question 23 

What about the APAC region? Countries in these region assigned spectrum blocks to the mobile 

services even closer to 4.2-4.4 GHz (e.g. Japan). How do they solve the potential inferference issue? 

Answer 

Studies of this issue and tests currently continue in Japan and other APAC countries, with no definitive 

conclusions and recommendations, so far. 

Many countries are restricting deployments in the frequency range between 4 and 4.2 GHz until the 

situation is clearer. For example, the enforced use of only low power base stations, or the need to use 

the spectrum only for indoor services. It is worth noting that in Japan, the frequency range 4.5 – 4.8 

GHz is being used for 5G services which is also within 100 MHz of the RadAlt band. No interference 

problems have been reported there yet. The deployment in Japan uses small cells with lower power 

levels. 

 

Question 24 

What about protection of RA on non-air transport aircraft, e.g. Search and Rescue, (border) police? 



Answer 

In US, this is managed by the FAA and the AMOC Task Force (Alternate Means of Compliance). In 

Europe this is managed by EASA, who are also in close collaboration with the FAA on the matter. The 

compatibility study report under development by CEPT/ECC will provide further guidance. The 

technical assessments include the scenario of landings or hovering at low altitude at locations other 

than airports or heliports. Military organizations are also conducting assessments taking into account 

their operational requirements.  

 

Question 25 

Is it better to place multiple antenna for 5G in order to be able to reduce power of the broadcast and 

still guarantee coverage around the airport? 

Answer 

Many mitigation techniques can be considered to reduce a potential impact from 5G to 

radioaltimeters, and the usage of multiple antennas is not excluded from the list.  

 

Question 26 

We talked about the antenna, what about a passenger who would use his 5G mobile phone in the 

aircraft during the approach/landing. 

Answer 

This case is part of the current studies, but according to first analysis, due to fuselage attenuation (for 

Air Transport, not for helicopter..), the impact is considered as much less harmful than the power 

generated by the Base Station. However, once scenario that is a new concern due to new multi-

element antennas used in 5G is that the presence of many passengers on-board an aircraft (who may 

have all not set their phone to be in flight mode!), may attract a high-power directional beam of 5G 

signals to an aircraft on approach to provide high data rates to such users. The technical expert groups 

are investigating all possible scenarios. 

 
 
 
 

Questions received before the Webinar 
 

 

Question 27 

Is there work ongoing to identify spectrum for drones and U-Space? What could be potential candidate 

bands? 

Answer 

There are studies in 3GPP and some regional organizations. 3GPP has completed the studies of the 

use of LTE use for drones. It concluded that it is feasible to use existing LTE networks, but there may 



be challenges related to interference as well as mobility. Currently 3GPP is conducting studies on 5G 

for drones. All IMT bands below 3.7 GHz are considered. 

In this respect, WRC-27 may consider making the allocation of bands 694 – 960 MHz for aeronautical 

non-safety applications. This is to support the current standardization of 4G and 5G for drones, which 

is going on in 3GPP, and to allow LTE and 5G systems to be used for control and command links of 

non-safety drones. 

Currently, for small drones limited to LOS, manufactures use the ISM unlicenced bands, such as 

27 MHz, 35 MHz, 40 MHz, 433 MHz, the band around 900 MHz, 2.4 GHz and 5.8 GHz. 

As for the ITU’s studies on UAS, please see question 21. 

 

Question 28 

Would it be possible to provide a list of 5G installations currently installed in European airports and 

the strength power of such installations? 

Answer 

The list of 5G installations in airports is not publicly available. ITU does not have this information 

either. Such information is normally contained in national licence databases or frequency databases. 

As for the 5G power values, they depend on cell organization: for a macro-cell power is higher, and 

for a small cell for urban deployment power is lower. 

In ITU, the maximum values of power of base stations with non-active antennas can be found in some 

ITU-R WG 5D document. The values are: 71 dBm in 100 MHz for macro cells and 29 dBm for small cells. 

The eventual values may vary from country to country. 

 

Question 29 

Why is 5G disturbing flights in the US and not in other parts of the world? 

Answer 

According to FCC Report and Order, the power and the antenna scan angles which are authorised in 

US in C band allow a higher impact on RADALT than in other parts of the world. Note however, that 

this is a possibility based on technical analysis done so far, and therefore not a given (a number of 

technical measurement and analysis campaigns are underway). Likewise, it is also not a given that 

there is no problem in Europe. The temporary safety measures implemented by the FAA in the US are 

done to ensure that such disturbances will not materialize. 

  

Question 30 

Besides Japan where 5G up to 4.0 and 4.1 GHz has been deployed, are there any countries where 5G 

C-band is deployed as close or closer than in the USA (3.7 - 3.8 GHz)? 



Answer 

Yes (various countries), and the EC has just given a mandate to the ECC to study the compatibility 

between 5G and RADALT for “verticals” in the 3.8 to 4.2 GHz range. This is for indoor factories and 

generally uses lower levels of power. So while some precaution remains appropriate, we expect this 

to be less of a problem for RADALT. 

 

Question 31 

THE CTIA and the FAA have published conflicting information comparing the USA and France 5G cell 

tower deployment around airports (antenna angles and power levels). Which is correct? See 

https://www.5gandaviation.com/ (CTIA site) and https://www.faa.gov/sites/faa.gov/files/2022-

01/US-France%20graphic_0.pdf or https://www.faa.gov/5g 

Answer 

While this question is too detailed for the main topic of this webinar, it highlights the need for 

constructive cooperation between all industry and radio regulatory actors to sort out such important 

technical questions. 

 

Question 32 

What are the panelists views on the value of 5G for future Airport Surface Data Communications for 

AOC/AAC and for ATC compared to current, prior or planned use of WIMAX (AeroMACS), 4G-LTE, 3G 

and 802.11 Wi-Fi "gatelink" services? 

Answer 

ATC shall still use Safety of Life frequency spectrum, for some AOC and AAC some Airlines are already 

using Wifi, 4G and LTE, and soon 5G particularly when the A/C is on ground. Aeromacs is still not 

deployed while all Standards are ready – which is regrettable.  

 

Question 33 

ICAO FSMP and FAA representatives have previously talked about challenges when it comes to 

communicating aviation spectrum needs. This concerns non-aviation wireless industries and some 

national spectrum regulators. 

While working to improve aviation spectrum use, how can aviation (i.e. agencies, OEMs and 

professional staff organisations) help foster understanding for our safety-critical needs? 

Answer 

Indeed this requires more outreach and engagement, with radio-telecommunication ministries, with 

ITU and all spectrum-related working groups, and with other industries relying on radio spectrum. 

Likewise, more education is also needed among aviation on the relevance of spectrum and its role. 

That was the main motivation for this webinar. 

 

https://www.5gandaviation.com/
https://www.faa.gov/sites/faa.gov/files/2022-01/US-France%20graphic_0.pdf
https://www.faa.gov/sites/faa.gov/files/2022-01/US-France%20graphic_0.pdf
https://www.faa.gov/5g


Question 34 

The Airspace Architecture Study (AAS) has clearly pointed at the need to disconnect services from any 

geographical constraints, so that we can create virtual centres and more easily provide ATM capacity 

where and when it is needed. This implies also that we disconnect the logical data and voice channels 

from the physical signals in the same way the current Whatsapp/Signal/Teams and other IP-based 

communication channels are no longer tied directly to any physical or wireless network. How many 

physical frequencies do we really need to support the necessary logical communication channels 

between flights and ground operators if we apply this type of architecture? 

Answer 

It is not yet clear what is the driver and potential benefits for such “disconnection”. Before speaking 

about physical frequencies needed, we must define what are the expected performances with such 

new architectures and understand associated constraints and responsibilities. It is probably easier to 

implement for managing ATC centers than for CNS systems making connections between ANSP and 

aircraft. When it comes to aeronautical spectrum, most importantly, we cannot afford to make any 

experiments based on theoretical concepts, but rather, any innovation has to be analysed, developed 

and validated in detail before pushing for its implementation in the radio regulatory world. We have 

unfortunately had a number of cases where industrial players push for new concepts in ITU without 

having invested enough rigor in compatibility studies, which can make aviation lose credibility. 

 

Question 35 

How can States coordinate internally with their entities and telecommunications companies to 

improve mechanism to avoid interference due 5G implementation? 

Answer 

Open dialogue and mutual engagement is essential. In particular, when considering a deployment near 

an airport, close cooperation between the telecom operator and the airport authority is 

recommended to minimize radiation exposure of (aircraft-) operational areas. 

 

Question 36 

What should airport operators know about this phenomenon (5G and RADALT), and what should they 

do? 

Answer 

Airports need to apply ICAO Annex 14 and FAR part 77 (surfaces), and be aware of this potential 

phenomenon of interferences between 5G and RA in order to be prepared in case of go-around cases. 

See also question 43. A particular challenge of RADALT is that it is a so-called self-contained avionics 

system, which is independent of any ground radio infrastructure. This makes it more difficult to give 

detailed guidance. 

New RA development are in process in order to sustain the new 5G RF environment, but this will take 

time, so mitigation measures on 5G networks close to airports will need to be put in place for a given 

duration.  



 

Question 37 

Which are the main concerns of 5G implementation regarding current and future navigation systems? 

Is there any concern on 5G interfering GNSS signals? 

Answer 

The development of International Mobile Telecom has generated potential threat of interferences in 

both L Band (Satcom and GNSS) and C band (RA). The well-known Ligado/Lightsquared debate is 

another relevant example, without trying to make any judgements on whether these proposals should 

be considered 5G technology or not. 

A new joint EUROCAE / RTCA group has just been created to evaluate CNS system standards and to 

improve the robustness to evolving RF environments and be better protected from adjacent band 

signals.  

 

Question 38 

Can 5G technology be used in air navigation technology, in particular for landing approach paths? 

Answer 

Currently this could be an option for low altitude drones (uspace) but is unlikely to meet the 

requirements of precision approach and landing systems used for civil aviation. 

 

Question 39 

Interference, particularly with operational airborne systems, is particularly difficult to investigate. 

Maintainers are often faced with tech log entries describing something that can’t be reproduced. This 

then may result in no fault found finding from which little is learnt. Isn’t it about time to equip a sample 

of aircraft with low-cost off the shelf scanners and event recording equipment to get a better picture 

of the general operating environment? Monitoring has always offered a route to safety improvement. 

It’s a proactive approach. 

Answer 

Agree, some cockpit misbehaviours due interferences are difficult to investigate. As often system tests 

or even supplier tests lead no NFF. 

Nevertheless since a couple of years new recording systems such as the Airbus Skywise platform allow 

to identify misbehaviour through various A/C parameters, this is also used for predictive maintenance 

purposes, so this is being implemented more and more.  

 

Question 40 

Would aviation have strengthened the spectrum efficiency of Radio Altimeters (by foreseeing better 

frontend-filters for Radio Altimeters in updated EUROCAE/RTCA MOPS) without having been driven 

externally by the imminent introduction of 5G in the adjacent band? 



Answer 

This is of course a hypothetical question, but seeing the challenges to get industry engagement in past 

spectrum debates involving RADALT, I would say this is unlikely. What we see now is the first time that 

the avionics industry engages very proactively in spectrum work, and this is driven largely by both an 

interest of aviation in 5G technology use for its own purposes and, more importantly, the very 

significant industry momentum behind 5G implementation, especially in the so-called Mid-Band / C-

Band region. 

 

Question 41 

Mainly the airliner type of aircraft have received the approval with AMOC from the FAA. We are 

concerned that the AMOC for business jets is too slow to be issued and the operator are left alone to 

deal with the issue. Are business jets also on the agenda as safety concerns all? 

Answer 

Yes, of course, but the work had to be prioritized somehow. Apart from business jets, helicopters are 

also being addressed. The way in which this issue has escalated shows how aviation struggles to make 

sufficient resources available for spectrum compatibility issues, especially when it comes to 

independent and qualified laboratory testing capabilities. 

 

Question 42 

(answer follows in parenthesis after each bullet)  

 Do any airports still have regulatory measures under the French protection zone model? (yes, a 

few other States also adopted the French approach) 

 We know at least years of production of anonymized altimeters tested 

 in the AVSI Publishes Report Cataloging Out-of-Band Interference to Radar Altimeters 

https://avsi.aero/afe76s2-report/ (yes but this is not a question) 

 Do we know of any functional BTS at a short distance from a runway operating at 3700 MHz? (yes 

but that is a State-specific matter) 

 

 

 

SKIPPED QUESTIONS 

Which of these CNS/ATM is the determining factor for flight operation 

Question not clear 

 

Do you think procurement function within your organisation can help you deliver the results you are 

expecting? 

UNRELATED 

https://avsi.aero/afe76s2-report/

