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Drone Alliance Europe (DAE) has long supported the development and 
implementation of an unmanned traffic management system (“U-space” 
or “UTM”). U-space will play a critical role in helping to realise the potential 
of commercial drone operations while ensuring safety and security. 

A U-space ecosystem is essential to respond to the growth of drone operations in low-level airspace, 
which is expected to surpass by far the volume of traffic currently seen with manned aircraft. As such, 
it is unrealistic to expect the Air Traffic Management (ATM) infrastructure to safely and efficiently 
manage this expected drone traffic.

U-space is needed to open the drone service market and enable more complex and longer distance 
operations: to ensure operations beyond the visual line of sight (BVLOS) are conducted safely and 
efficiently, there must be a U-space system. U-space services should cover all airspace in which drones 
may be operating BVLOS (as well as when operations are autonomous) with U-space airspace also 
required for dense operations. 

DAE envisions a U-space ecosystem that covers all European airspace. While initial focus is on low-
altitude airspace, a U-space system must accommodate unmanned air mobility (UAM) operations that 
will be conducted in both low and intermediate altitudes. U-space services can be provided to drone 
operations at all altitudes, and a mature U-space system should encompass such services.
Similar to the Single European Sky concept, the European Aviation Safety Agency (EASA) and the 
European Commission (Commission) should publish a specific regulation giving a legal basis for 
U-space as a “specific jurisdiction.” Such a designation would not derogate from Member State and 
local authority responsibilities, but it should allow and facilitate U-space service providers (USPs) that 
provide services across Member State boundaries. Performance requirements should be set for USPs, 
which EASA and the Commission can include in the U-space regulation. USPs should be allowed to 
offer a range of services, and may compete on this basis, provided that all USPs comply with a core set 
of performance and interoperability requirements.

DAE believes that U-space airspace should have specific flight rules and an airspace classification, 
but also believes that U-space services may be introduced within the existing airspace classification 
system, i.e., Class G (uncontrolled airspace), allowing the longer term development of reclassified 
airspace for a U-space system. With respect to flight rules, DAE also believes that U-space services 
may be introduced before a mature set of flight rules is put in place. Thus, European U-space rules 
should allow scalability.

To meet these requirements, DAE believes that effective and reliable U-space management is best 
served with a decentralised framework in which individual aircraft are managed by approved USPs, and 
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coordinated via a common industry standard discovery and communication 
protocol. This decentralised approach to airspace management will enable 
remote identification and automated deconfliction, in addition to other 
essential capabilities to ensure the safe operation of drones.

A decentralised solution provides many benefits including the lowest cost 
to regulators, while ensuring enhanced safety and security given that data 
will not be stored in a single, vulnerable location. Safety and security are 
further enhanced by the capability of USPs to support e-registration, remote 
(electronic) identification and geo-fencing capabilities for UAS. Decentralised 
solutions are also best suited to support a wide range of drone applications 
and manufactured drones, allowing different USPs to focus on delivering 
tailored services applicable to the specific drone operation. 

DAE members – and other stakeholders around the world – have already 
shown how this decentralised approach can work in practice. These concrete 
cases, outlined in the Annex to this document, provide a wealth of best 
practices the EU can learn from when crafting its policy frameworks for 
U-space. DAE strongly encourages EASA and other EU bodies to learn from 
these demonstrable cases.

With the impending implementation of the Commission’s Delegated and 
Implementing Regulations, EASA has turned its attention to developing 
a U-space regulatory framework by the end of 2019. Specifically, an EASA 
opinion is expected in the September/October 2019 timeframe, and the 
Commission’s Delegated and Implementing Regulations to be proposed in 
Q1/Q2 in 2020. DAE supports this ambitious timeline.

To contribute to the discussions on how U-space should take shape, the 
purposes of this whitepaper are to lay down guiding principles and key 
attributes for establishing U-space, and provide recommendations for the 
decision makers taking this forward. The Annex included also contextualises 
these debates in a survey of the ongoing U-space work around the world.
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The Commission’s recently published Delegated and Implementing Regulations have set out the three 
prerequisites for establishing a U-space regulatory framework: (1) electronic registration, (2) remote 
(electronic) identification, and (3) geo-awareness. Beyond these prerequisites, a U-space system must 
also include airspace authorisation and communications among civil aviation authorities (CAAs), air 
navigation service providers (ANSPs), drone operators, and vehicles.

The next challenge will be to build from these basic requirements and decide on a set of rules and 
relationships that will allow U-space to open up the skies for the many exciting applications that drone 
technology can offer. 

Current trials, experimentation, and active UTM services across the world – from the EU-funded 
Demonstrator Network projects to live testing undertaken by leading industry partners – are proving 
invaluable for determining the most effective approach. Indeed, early lessons have shown the enormous 
potential for industry leadership and collaboration that is inclusive, driven by best practices and focused 
on outcomes that can benefit the entire drone community.

In that respect, we believe the following principles should guide the next phase of work – for both 
policymakers and industry – to advance the vision of a functional and comprehensive U-space 
architecture.

(1)   Prioritise a model that is operator-focused and performance-centric
(2)   Empower USPs to take on as much responsibility as possible
(3)   Ensure efficient cooperation in a competitive marketplace
(4)   Enhance safety standards by creating a robust approval and oversight framework
(5)   Keep interaction with ATM to a required minimum for the mutual benefit of U-space     

  operators and participants and ATM

(1) Prioritise a model that is operator-focused and performance-centric

The development of a U-space system needs to be a dynamic and iterative process (as opposed to 
focusing on an overly rigid endpoint) so industry can keep innovating. U-space services can be gradually 
rolled out when they are developed, as the wider drone industry matures and to fulfill the needs of new 
and different types of operations.  

The resulting framework should maintain operators’ interests at its core. For example, U-space must be 
compatible with the Specific Operations Risk Assessment (SORA) model. Furthermore, it is imperative 
to create a system that enables U-space service users to access these services anywhere they want or 

GUIDING PRINCIPLES AND KEY ATTRIBUTES 
FOR ESTABLISHING A U-SPACE SYSTEM
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need to operate (as opposed to being confined to a given airspace), making 
it as easy as possible for operators safely to conduct flights, supported 
by the services that they require for the specific nature of their intended 
operation.

This focus on the distinct characteristics of various types of operations 
is also key to determining the level of participation in U-space and the 
services required. For example, DAE believes operations in a CAA-
designated flying field need not participate in the U-space system. However, 
any small drone operating in densely populated airspace, with therefore 
proportionately higher risk, should be required to participate in the U-space 
system. Similarly, to operate BVLOS of the remote pilot, including for highly 
automated operations, the drone must participate in the U-space system 
and will require more comprehensive services. Participation could be as 
minimal as declaring a flight in an area and being equipped with remote 
identification capabilities or more fully fledged and complex. Public (state) 
aircraft operations should also participate in the U-space system, as there 
may be a need to prioritise specific operations by providing a right of way 
or conditions issued with airspace authorisations.

(2) Empower USPs to take on as much responsibility as possible

A federated/decentralised architecture has advantages in terms of 
facilitating the ability of USPs to offer services wherever users require 
them and provide a variety of U-space capabilities to meet the increasingly 
varying needs of drone operators. 

To achieve these ends, DAE believes USPs may be commercial entities, 
as well as ANSPs. Commercial involvement brings with it both additional 
expertise and the financial investment needed to develop the necessary 
systems. 

To achieve this required level of cooperation between the public sector/
ANSPs and private entities, regulators and ANSPs should leverage industry 
investment, innovation and speed, as the United States Federal Aviation 
Administration (FAA) has done in the Low Altitude Authorization and 
Notification Capability (LAANC) program in the United States. With LAANC, 
industry provided a significant share of investment and expertise beyond 
that of the public sector and therefore delivered quality results quickly.

Industry USPs can respond faster, and at a lower cost, to the challenge 
of providing multiple services to align with varied operations, with 
positive implications for both users and the wider industry. A single ANSP 
endeavoring to implement U-space would need to expend significant funds 
to create the capabilities and then would need to recoup the costs through 
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higher user fees. Conversely, if the wider industry absorbs the cost of 
developing capabilities across many airspaces, then the entire system is 
able to avoid recurring costs, while also becoming more responsive to the 
fast pace of innovation needed for the drone sector.

(3) Ensure efficient cooperation in a competitive marketplace

DAE does not believe that effective airspace management requires one 
USP for a particular Member State or volume of airspace. DAE envisions 
multiple USPs overlapping and competing in the same volume of 
airspace. DAE believes that USPs should operate in a similar fashion to 
telecom carriers, where carriers seamlessly provide overlapping service 
and consumer access between carriers through interoperability of the 
systems.

In this model of U-space, a distributed network of USPs would provide 
essential U-space functions and collaborate, where necessary, via a 
common discovery and communication protocol. DAE envisions a system 
of multiple USPs not necessarily confined to any particular volume 
of airspace, enabled by seamless communication of safety-essential 
information. In order to provide the broad range of services that drone 
operators will need, now and in the future, an open market system is 
needed while adhering to the required safety levels.

DAE agrees with EASA that a regulation is needed to ensure fair access 
to drone operators in a cost-effective manner through a competitive 
U-space services market. DAE thus supports competition as well as the 
Commission’s competence to assess any market dominance.
To ensure efficient cooperation among USPs in this competitive model, 
whether or not their airspace coverage is overlapping, common data 
exchange protocols need to be developed. There is already a strong track 
record of industry-led cooperation and standards-setting using open-
source solutions. 

Developing data exchange protocols and using supporting data from 
standards setting organisations is essential for the seamless exchange 
of UAS operator intent, operational approvals, operational restraints, and 
other data critical to maintaining airspace safety and security. This data 
exchange among aircraft, operators, USPs, and the CAA and ANSP must 
be provided through a distributed network of highly automated systems 
by means of application programming interfaces (APIs), rather than 
traditional communication between pilots and controllers.

These communications will need to be supported by reliable, resilient, 
and ubiquitous communications systems that correspond with the 
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performance and risk of the operation. Standards for communications 
systems will need to consider the relevant safety implications for command 
and control (C2) links and metrics pertaining to transmission latency, 
integrity, availability, redundancy, and interoperability. DAE has long 
supported a flexible approach to determining spectrum bands available 
for such services and continues to maintain that setting standards for 
communications systems and allowing the distributed network to operate 
on bands that can meet the standards will provide maximum efficiency, 
security, and flexibility for USPs to safely accomplish their mission. DAE 
members already have ongoing active operations using non-aviation 
band communication such as LTE/3G. The U-Space system would also 
leverage existing connected software solutions, such as 4G/5G wireless 
communications and the Global Navigation Satellite System (GNSS).

(4) Enhance safety standards by creating a robust approval and oversight 
framework

DAE acknowledges that the industry and standards-led approach that we 
recommend needs a robust regulatory oversight and approval framework, 
which would continue to uphold the stringent safety protections for which 
the aviation sector is known. 

For example, one of the most important roles to be retained by competent 
authorities is the provision of authoritative data. This authorised entity 
should be solely responsible for collecting and disseminating essential 
meteorological and aeronautical data to USPs. A U-space system must 
have real time access to weather and wind information, which will be 
provided to the USPs and directly to operators. 

Each CAA already has an established process to issue Temporary Flight 
Restrictions (TFRs) and to announce such restrictions through a Notice to 
Airmen (NOTAM). For U-space, in addition to TFRs used by the CAA, these 
systems must also include all no-fly zones, which comprise prohibited 
airspace, restricted airspace, and local restrictions –  both static and 
dynamic – that may vary as to altitude, time of day, and location. In 
addition, the data must include all current rules, including registration, 
altitude limits, speed limits, rights of way, and equipage or communication 
requirements (but these rules may be and will likely be different than 
existing rules for manned traffic managed by ATM today). While a U-space 
system should include these capabilities, a USP may offer only some of 
them. The system as a whole can rely on different USPs offering different 
capabilities.

Other important roles for competent authorities include setting the 
rules of operation and managing the approval process. These will allow 
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authorities to maintain high levels of safety by holding service providers 
fully to account, in a way that is also future-proofed for services that 
are not yet developed. With respect to approval of USPs, DAE strongly 
recommends setting EU-wide approval criteria, which then can be 
implemented by Member State CAAs with any necessary jurisdiction-
specific requirements. A robust set of EU criteria is essential to ensure 
a viable market for USPs that does not become fragmented and create 
uncertainty. The approval of USPs can be monitored at national level but 
the parameters need to be uniform to ensure consistency.

In addition to oversight and approval functions of competent authorities, 
DAE believes that another tool for ensuring safety will be USPs’ provision 
of information to the public through a smartphone or other electronic 
device. The USP should supply any interested party with the registration 
identification information (ID) or similar traceable identifier, and the 
general nature of the operation for nearby aircraft within a limited time and 
specific radius, consistent with the ASTM standard. This insight will allow 
an interested party to report a suspected regulatory or privacy violation 
to law enforcement, but also will respect the privacy interests of drone 
operators. Law enforcement and state security personnel should receive 
the identity of the owner or operator.
 
(5) Keep interaction with ATM to a required minimum for the mutual 
benefit of U-space operators and participants and ATM

As outlined above, it will be imperative to establish a communications 
protocol between USPs and ANSPs. DAE believes the U-space and ATM 
systems should be developed and maintained to be complementary 
rather than unified. This is particularly because most operations will not 
require the two systems to be integrated in the first place. Establishing 
a unified system would undermine the cost-effectiveness of U-space, 
which can still be achieved with distinct U-space and ATM systems that 
are integrated only when needed and in line with risk cases.  

U-space, with inherently digital characteristics, will need to deliver services 
fast and accommodate numerous operations, which can only be carried 
out through highly digitised or automated means. Cooperation with the 
ATM system will be needed of course, such as real time data sharing to 
provide the ATM system with the information required to ensure safe 
coexistence between manned and unmanned aviation, but this should 
be digital and managed only by exception. Where necessary, USPs will 
be able to interact with the ATM system to ensure the safe transition of 
drones between uncontrolled and controlled airspace.
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In line with the principles spelled out above, DAE recommends that the EU take the following approaches 
in addressing specific issues relating to U-space development.

Decentralised, federated system. DAE’s primary recommendation is that the U-space system 
be decentralised and federated. While USPs must cooperate and collaborate among each other, 
multiple, overlapping USPs will ensure the variation of capabilities to match the drone operation, and 
competition will enhance those capabilities. Such a system will increase the safety of U-space even as 
it accommodates the increasing capacity of drone traffic.

Participation in U-space system. U-space services will be provided everywhere to allow operators to use 
these services as required or needed, particularly as it will reduce the air risk calculation under SORA. 
A threshold question is which drone operations are not required to participate in a U-space system. As 
stated above, DAE believes that any BVLOS operation should be part of a U-space system, and VLOS 
operations in the same volume of airspace as BVLOS operations should be included in flight planning 
for these BVLOS operations. In areas with high density of traffic, broader participation will be necessary. 
However, in sparsely populated or remote areas, certain operations may operate without participating 
in a U-space system (i.e. filing a flight plan and obtaining authorisation, as well as communicating with 
other drone operators through one or more USPs).

Qualifications of USPs. DAE expects industry to serve as USPs as has been the case with the LAANC 
program in the United States. DAE supports establishing criteria to approve a USP’s participation in the 
U-space system. Qualification criteria should be based on technical standards developed in consultation 
with industry; U-space standards such as those developed by ASTM should be used when applicable. 
DAE favors a single EU-wide approval framework that can be augmented by Member State CAAs with 
any necessary jurisdiction-specific requirements. It is desirable to establish a single set of qualification 
criteria to avoid varying and inconsistent approval processes among Member States. 

Prioritisation. DAE envisions the need to provide priority to certain emergency operations. This could 
include public (state) aircraft operations or civil operations engaged in search and rescue operations, 
delivering urgently needed medical supplies (i.e. organs or blood), or assisting first responders, among 
other applications. Order or priority should be the responsibility of the Member State CAAs, guided by 
predetermined policies where possible.    

Responsibility. As in commercial aviation today, the U-space and drone operators need a clear 
distinction between the obligations and rights to flight operation. Policymakers must clearly define 
responsibilities of the U-space towards drone operators and vice versa to be able to establish common 
standards required for the preparation and execution of a flight.

DAE RECOMMENDATIONS
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Digital, rather than manual (voice) interfaces with Air Traffic Control. 
The U-space system must include a digital interface between Air 
Traffic Control/ANSPs and USPs. Drones should be permitted to 
transit between uncontrolled and controlled airspace. Policymakers 
must address the risk involved and whether this transiting can be 
conducted solely through a USP or if ATC approval is also required. 
This issue will become more pressing with the advent of urban air 
mobility operations, which will feature large drones operating in both 
uncontrolled and controlled airspace.

Equipage. At a minimum, participants in the U-space system must 
be remotely identifiable online from a smartphone or other electronic 
device. All U-space participants should also be subject to geo-
awareness requirements established under the Implementing and 
Delegated Regulations, with any additional requirements dependent 
on the risk of the operation. 

Payment model for USP services. DAE believes the cost of maintaining 
a digitised U-space system will be significantly less than current ATM 
costs, and more so to the extent  decentralised U-space services are 
permitted. A CAA will incur costs to ensure certain safety critical 
information in its possession is made available through USPs, and 
reviewing and approving USPs. 
     
USPs will incur nonrecurring investment costs and annual recurring 
and maintenance costs, reducing the need for CAAs and ANSPs to 
incur those costs. Cost structures should reflect that CAAs will not 
provide ongoing deconfliction, identification or planning services. 
Policymakers must consider whether USPs and/or CAAs should 
be authorised to impose fees on drone operators, and if so, the 
parameters within which they may do so. Further, policymakers 
should consider whether fees should vary based on the purpose of 
the operation, be it commercial, recreational, or a combination, as 
well as whether fees should depend on the services requested and 
provided. DAE believes that fees should be cost-based, consistent 
with Chicago Convention principles.



11

SURVEY OF ONGOING U-SPACE WORK

The survey of ongoing U-space work below demonstrates that a safe and robust U-space system is 
technologically possible at the present time. The European Commission and EASA should use the 
results of these various efforts in developing a U-space system for the EU.

European Initiatives

SESAR Joint Undertaking (SESAR JU) U-space Blueprint – June 2017. In this first vision paper, SESAR 
JU defines U-space as “a set of new services and specific procedures designed to support safe, efficient 
and secure access to airspace for large numbers of drones,” relying on digitalisation and progressive 
automation. U-space should enable an interface with manned aviation. 

SESAR detailed how U-space could be rolled out in four sets of services, from U1 to U4. Three services 
were identified as “foundation services” of U-space, i.e. U1, electronic registration (e-registration), 
electronic identification (e-identification), and geo-fencing. As a second step, U2 initial services would 
support the management of drone operations (such as flight planning, flight approval, tracking, airspace 
dynamic information, and procedural interfaces with air traffic control). U3 would include advanced 
services, supporting more complex operations in dense areas, such as capacity management and 
assistance for conflict detection, or automated detect-and-avoid (DAA) functionalities. Reaching U4 
would mean deploying full U-space services, in particular integrated interfaces with manned aviation 
that would rely on a very high level of automation, connectivity, and digitalisation for both the drone and 
the U-space system.

U-space references in Delegated/Implementing Regulations. The Implementing Regulation indicates 
in its recitals that, “while the U-space system is in development, this Regulation should already include 
requirements for the implementation of three foundations of the U-space system, namely registration, 
geo-awareness, and remote identification, which will need to be further completed.” 

The Implementing Regulation also sets an obligation for EU Member States to set up mandatory digital 
registration systems for drone operators who operate a drone with “a maximum take-off mass of more 
than 250g” or that is “equipped with sensors able to capture personal data and having a range higher 
than 120m”. These registration systems – a foundational component of the U-space U1 system – must 
be interoperable between countries. 

A drone of class C1 and above must be equipped with a geo-awareness system that provides information 
on airspace limitations as per the geographical zone in which the drone is operating, a warning alert 

ANNEX
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to the remote pilot when a potential breach of airspace limitations is detected, and a warning when it 
cannot function properly. The Delegated Regulation defines geo-awareness as a function that, “based 
on the data provided by Member States, detects a potential breach of airspace limitations and alerts 
the remote pilot so that they can take effective and immediate action to prevent that breach.”

The Annex of the Delegated Regulation creates an obligation of “direct remote identification” for drones 
of the C1 class and above in the open category, which establishes a pathway to ensure the deployment 
of e-identification across Europe. 

Through the Implementing and Delegated Regulations on drones, the European Commission is working 
to advance the foundational services necessary to develop U-space in Europe. 

SESAR European U-space Demonstration Network. The 2017 Drones Helsinki Declaration first called for 
establishing a European U-space Demonstrator Network, advocating for a “forum to share knowledge 
and to give feedback, based on the practical expertise of demonstrators, as the regulatory framework 
and standards are developed.”

Officially launched in October 2018, the objective of this network of U-space projects is to provide support 
for and pool the regulatory and safety competences of EASA, the SESAR JU, and EUROCONTROL. 
These organisations form the Network Cell, and are working in close collaboration to develop concrete 
material to support these projects and the authorities responsible for approving drone operations. 

The Network is focusing on projects that demonstrate positive outcomes for business and that use 
technologies mature enough such that only further operational and regulatory demonstrations are 
needed before commercial operations can begin. The Network is also intended to aid competent 
authorities in processing applications, the number of which is expected to grow once commercial 
businesses begin to multiply under a mature regulatory framework. Drone services, such as mapping, 
infrastructure inspections, precision agriculture, and delivery of goods and e-commerce, are just some 
examples of commercial projects with significant near-term market potential.

Current projects include PODIUM in Denmark, France, and the Netherlands, GEOSAFE in France, SAFIR 
in Belgium, and GOF in Estonia and Finland, in which some DAE members are participating. 

United States Initiatives

In the United States, unmanned traffic management system (UTM) (the U.S. equivalent of U-space) 
development has been ongoing since 2013 and has primarily involved early-stage research by the 
National Aeronautics and Space Administration (NASA). Recently, as detailed below, the FAA has 
partnered with NASA to further UTM development and implementation. NASA and FAA initiatives 
confirm that a decentralised UTM system can provide the required safety levels. Below is a brief 
overview of UTM development in the United States.  

National Aeronautics and Space Administration (NASA). NASA, which foresaw the potential for low 
altitude commercial drone operations, developed the first conceptual framework for UTM. NASA 



research morphed from an interest in drones themselves to a focus on entities that would provide 
support services to drone operators, but would not manage the airspace. NASA is now beginning its 
fourth of four stages of UTM design work. Over the course of its work, NASA has partnered with industry 
to conduct tabletop and live testing of Technological Capability Levels (TCLs) meant to provide early 
stage data on particular use cases. These TCLs include:    

• TCL1 focused on geo-fencing, altitude “rules of the road,” and scheduling of drone trajectories 
in the context of agriculture, firefighting, and infrastructure monitoring operations.

• TCL2 focused on beyond visual line-of-sight (BVLOS) operations in sparsely populated areas, 
evaluating technologies that allow flight path conformance monitoring, dynamic adjustments 
to drone operation plans, and contingency management. 

• TCL3 is focusing on testing technologies that maintain safe spacing between cooperative 
(responsive) and non-cooperative (non-responsive) drones over moderately populated areas.

• TCL4 will focus on drone operations in high-density urban areas for tasks such as 
newsgathering and package delivery, testing technologies to manage large-scale operations.

DAE members are participating in NASA UTM research.

Federal Aviation Administration (FAA). In 2015, NASA and the FAA entered into a UTM Research 
Transition Team (RTT) agreement to jointly undertake the development of a UTM architecture. In 2016, 
the United States Congress directed the FAA to establish a two-year UTM System Pilot Program (UPP). 
The FAA’s first outreach to industry on this program was not until early 2018.  

In 2018, Congress provided further direction to the FAA on how to conduct the UPP. Congress also 
directed the FAA to develop an implementation plan, as well as to authorise UTM services in the interim 
period before the implementation plan is complete. In particular, Congress directed the FAA to (1) 
expand the sites in which it tests unmanned aircraft operations, in increasing volumes and density; 
(2) test various remote identification technologies; and (3) provide blanket waiver authority for small 
drones to be operated BVLOS, over people, and at night, where the particular operational environment 
permits. The FAA has selected three participants for the UPP.

The FAA also has created a UAS Integration Pilot Program (IPP), in which industry partnered with State 
and local governments are conducting research and development of innovation drone applications, 
include UTM.

UTM CONOPS V 1.0. In May 2018, the FAA published Version 1.0 of a UTM Concept of Operations 
(ConOps) document, which is a comprehensive framework for development of a UTM system. This 
ConOps is limited in scope to UTM operations below 400 feet above ground level (AGL). The ConOps 
recognises, however, that operational and technical requirements may vary due to unique characteristics 
and implications of the airspace class in which drones are operating. The objectives of this ConOps are 
to present a vision and describe the associated operational and technical requirements for developing 
and operating within a UTM environment. It is not, however, intended to prescribe solutions or specific 
implementation methods. 
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Broadly speaking, this ConOps provides foundational principles around which UTM is based, a 
description of a conceptual architecture and associated UTM actors, and the concepts and operational 
requirements envisioned to provide a comprehensive set of traffic services. Additionally, it seeks to set 
out the roles and responsibilities of the various actors and entities that interact with UTM.   

Low Altitude Authorisation and Notification Capability (LAANC). The FAA and industry partnered to 
set up an online system to provide real time authorisation for drone operations in controlled airspace 
based on facility maps of airspace around airports. LAANC is operated by FAA-selected industry service 
providers. DAE believes EASA can adapt the approval process necessary to become a LAANC service 
supplier to the approval process to become a USP.

Initiatives by International Organizations

International Civil Aviation Organisation (ICAO). At the 99th Session of the ICAO General Assembly, ICAO 
was tasked with developing a global baseline of provisions and guidance material for the harmonisation 
of drone regulations that are outside the international instrument flight rules (“IFR”) framework. ICAO 
is hosting a series of Drone Enable conferences at which companies and governments present and 
discuss papers. A third Drone Enable conference is set for later this year. Last month, ICAO issued 
a detailed report entitled “UTM – A Common Framework with Core Boundaries for Global Harmony” 
(“Framework”). 

The ICAO Framework is not intended to endorse any specific UTM or technical solutions. Moreover, 
the issue of interoperability of UTM and Air Traffic Management (“ATM”/Air Traffic Control) (“ATC“) 
will be addressed only in future editions of the Framework. This Framework also does not address the 
transition between UTM and ATM and high altitude airspace.

The Framework lists the services and capabilities of a UTM system and describes the gaps and challenges 
that need to be addressed. To guide this, the Framework sets out the following UTM principles:

• Oversight of a UTM system remains the responsibility of the regulator.
• Existing aircraft prioritisation (i.e., emergency operations) should continue to apply and the 

UTM system should be compatible with such priorities.
• Access to the airspace should remain equitable, provided drones are capable of meeting 

equipage and operational requirements.
• Drone operators should be qualified to meet the operating procedures defined for the specific 

class of airspace in which the drone proposes to operate.
• States should have unrestricted, on demand access to drone operators with respect to 

position, velocity, planned trajectory, and performance capabilities of each UA in UTM 
airspace.

Joint Authorities for Rulemaking on Unmanned Systems (JARUS). JARUS is currently working on how 
UTM capabilities would mitigate the risks identified through the Specific Operations Risk Assessment 
(SORA) methodology.
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JARUS recently voted to address several aspects of airspace integration, including U-space/UTM/ATM 
and urban air mobility. With respect to the SORA model, additional work driven by Working Groups 
(WGs) 4 and 6 will consider a pre-application of the SORA for urban air mobility operation up to 3,000 
feet. WG7 will define principles for a new set of unmanned flight rules. Airspace-specific issues will 
include assessing access to airspace volume in a UTM environment and defining communication, 
navigation, and surveillance (CNS) principles. With regard to autonomy, WG7 will define the framework 
of different notions of autonomy and their acceptability and harmonisation. WG7 will consider how 
the responsibilities of manufacturer, operator, pilot, and service provider may shift based on the 
level of autonomy. Following this assessment, WGs 1, 3 and 6 will address certification standards 
and requirements for autonomous operations, the role of a remote pilot in command, and safety 
assessments for different levels of autonomy.

Standards organisations. ASTM and the International Standards Organisation (ISO) each is developing 
a set of UTM standards. These standards organisations have begun to collaborate on a combined 
set of standards. DAE urges EASA to rely on these standards organisations in developing a U-space 
framework and requirements. DAE also endorses the work being done in Switzerland, in which DAE 
members are participating.
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Please direct any questions or feedback to info@dronealliance.eu. 

For more information on Drone Alliance Europe, please visit dronealliance.eu or follow  
@DroneAllianceEU on Twitter.
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