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Organisation Name  Signature 

European Commission Flor Diaz Pulido  

GSA Carmen Aguilera  

GSA Katerina Strelcova   

Helios Philip Church   

 

Agenda Items Presenter 

1. Welcome, introduction and participants round table Carmen Aguilera (GSA) 

2. Aviation user requirements for E-GNSS Carmen Aguilera (GSA) 

3. User requirements for Navigation applications Carmen Aguilera (GSA) 

4. User experience: Operators view (EBAA and ERA) Vanessa Rullier (EBAA) 

5. User experience: ENAIRE Francisco Jimenez (ENAIRE) 

6. Discussion – Navigation Applications Panel GSA 

7. User requirements for Surveillance applications Serge Lebourg (Lebourg 
Consulting) 

8. Discussion – Surveillance Applications Panel GSA 

9. User requirements for Flight and distress tracking applications José Pablo Haro (Isdefe) 

10. User experience: ELT-DT remote activation/GRICAS project Thibaud Calmettes (Thales 
Alenia Space) 

11.  Discussion – Flight and distress tracking applications Panel GSA / Thales Alenia Space 

12. User requirements for RPAS and drone applications Ismael Colomina 
(Geonumerics) 

13.  Discussion - RPAS and drone applications Panel GSA 

14.  Research and innovation priorities for aviation GSA 

15.  Conclusions and report to plenary session on 29/11 All, presented by Russel Dudley 
(ERAA) 

 

Summary 

The European GNSS aims to keep a constant dialogue with the civilian community of users. With 
EGNOS fully operational and Galileo in Initial services it is necessary to continuously improve the 
services and plan future evolutions. A key driver for improvements and evolutions are user needs. 
The User Consultation Platform (UCP) took place on 28th of November during the 1st Galileo User 
Assembly in Madrid. It was organized as a forum for an interaction between end users, user 
associations and representatives of the value chain including the organizations and institutions 
dealing, directly and indirectly, with Galileo and EGNOS.  
The Aviation UCP brought the discussions users and stakeholders representing ANSPs, CAAs, and 
airspace users from all communities: regional, business, general aviation, avionics, device 
manufacturer and even drones. It was very useful to have all value chain representatives around the 
table to discuss the User Requirement Document (URD) and GNSS requirements in general. It was 
agreed among participants that EGNOS and Galileo are and will be serving all users’ needs for 
navigation (including VFR users, helicopter operations, advanced operations with EGNOS). The new 
opportunities include new market: RNP APCH down to LPV to non-instrument runways, which 
means more than 2000 airports, GBAS to CATII/III has a potential with Galileo, SBAS for potential 
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future parallel approaches. At the same time LPV are being combined with Enhanced Vision Systems, 
Synthetic Vision Systems etc. Other priority applications for Aviation were discussed:  
 

 ADS-B positioning: lightweight portable solutions for GA needed, ‘ADS-B in’ applications, 
ADS-B in Class G enhancing situational awareness, supporting radar rationalisation 

 Aircraft tracking and autonomous distress tracking for: accurate positioning to locate 
aircraft in distress in dynamic situation and early identification of distress situations 

 Drones used for: U-Space, geofencing, detection and avoidance, robust navigation and 
surveillance. 

 
The R&D recommendations in Aviation were interlined with these trends. 
 
As it comes to the Aviation URD for Navigation it was recommended that EGNOS has coverage for 
EU-28 with LPV and LPV200 service (also that is being implemented on the non-instrument runways) 
and that EGNOS is compliant with ICAO Annex 10. The importance of robustness was underlined, 
that protection for spoofing/jamming should be always ensured for Aviation applications. 
Discussions related with surveillance concluded that SBAS is the only technology, which can satisfy 
99.9% availability, and at the same time resilience and interoperability are a must. For Drones/RPAS, 
Galileo is expected to have superior performance in multipath environment; therefore, it will 
facilitate operations in urban canyons etc. Regarding Search & Rescue applications, it was 
recommended to endorse continued work on remote ELT activation with Galileo RLS. The perceived 
future evolution of the requirements and PNT systems in Aviation lies in a move to primary means 
GNSS based on Galileo / GPS augmented by A-RAIM and EGNOS. At the same time, the users 
requested that there are clear Galileo performance parameters and schedule for its operations, as 
airspace users need time to get equipped, and this information should be shared with the ICAO. The 
Aviation UCP participants expressed a strong will to keep the discussion on GNSS Performance 
requirements on-going. 
 

 
 

Minutes of Meeting 

1. The goals of the meeting were defined as being to update the user requirements for EGNSS 
(Galileo, EGNOS) applications according to aviation user needs and to create a summary of future 
priority applications (including their performance requirements) which are planned to be 
implemented by the users. 
It has been mentioned that there are activities that still require work (e.g. requirements for drones), 
aviation requirements and information delivery of EGNSS benefits. 
 
2. First, GSA introduced the current trends in aviation: PBN implementation, GNSS based 
surveillance and SAR. GSA continued by presenting the steep growth in the RPAS sector where GNSS 
plays a key role and where GSA sees increasing demand for robust navigation.  
GSA introduced the structure of the Aviation User Requirements (AUR) document which includes 4 
group of applications (Navigation, Surveillance, SAR and RPAS/drones) both in the current context 
and in the future. Each application area was to be addressed separately. Attendees were 
encouraged to point out any gap in regulations as the GSA is involved in the regulation development.  
 
3. GSA introduced the regulations that currently apply to navigation (EU-28) and mentioned they 
are working alongside EASA for defining the minimum requirements (e.g. level of ATS, runway, MET, 
COM, AIS) to allow RNP APCH down to LPV on non-instrument runways. The aim is to develop a 
harmonised implementation framework together with EASA. The community expressed their 
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support towards GSA initiative to develop these guidelines for LPV deployment to non-IFR airports 
and GSA informed they are open to any feedback from ANSPs that could contribute to these 
guidelines. One of the challenges raised by the GSA is the integration between controlled and non-
controlled traffic.  
EGNSS will support a large number of different aviation applications. 

 RNP APCH with EGNOS 

 GBAS Cat II/III DFMC, GBAS GAST-F with Galileo – GSA would appreciate the feedback 

from users on GBAS applications.  

 Cat I. Cat II/III with GPS L1 only (GAST-D) - limited interest as it is affected by interference 

in L1; locally it is better to deploy MLS. 

GSA also supports EGNOS applications for rotorcraft and is providing guidance for Point in Space 
(PinS) already implemented in low level IFR areas in Italy, Norway and Switzerland. It was noted that 
IFR is increasingly used in rotorcraft operations.  
 
NAVIGATION 
4. EBAA presentation described the expectations of EGNSS to NAV stating that two-thirds of 
Business Aviation (BA) traffic is flying into secondary airports and sometimes they have difficulties 
in accessing all the airports needed. They stated that PBN and GNSS applications are extremely 
important for BA and that PBN increases accessibility and aircraft efficiency. Therefore there is a 
need for a solution for BA similar to ILS CAT I (where the decision height is down to 200ft) and to 
LPV for helicopter operations.  
EBAA continued by presenting the priorities for future PBN GNSS applications in BA: 

 LPV combined with Enhanced Vision System/Synthetic Vision System – increases pilot 
visibility and accessibility to flying conditions similar to CAT II 

 Curved approach 

 Wake vortex free separation approach which allows a separation reduction and a capacity 
increase with different slopes. Currently it is still under development and no further 
demonstrations are planned from SESAR 1.  

Jose Pablo Haro (Isdefe) added that the wake vortex free concept could be injected in Wave 
2 of SESAR 2020. An instrument approach procedure (e.g. NPA, LPV, CAT-I) can be 
promulgated at a non-instrument runway to a point (typically the MAPt or DH) beyond 
which the approach may continue in visual meteorological conditions (5000 m horizontal 
visibility and visual contact with terrain).  

 RNP approach which enables independent arrival/departure to/from satellite airport 

 
5. ENAIRE presented the impacts of EGNSS on their business and how they are involved.  
Currently they are using satellite-based navigation (GPS with RAIM (en-route, TMA) and little 
experience with LPV) and surveillance and they would like to extend it to timing and ADS-B.  
ENAIRE noted that the main problem with the implementation of GNSS applications in Spain is with 
continuity and coverage in the Canary Islands. Future strategies are centred on ARAIM & EGNOS V3 
with a focus on keeping the legacy users in air based on an aircraft lifecycle bigger than 30 years. 
ENAIRE presented their plans on how to improve EGNOS within their airspace:  

 Coverage: deploy APV-I and possible LPV200 in continental Spain and in the Canary Islands 

 Robustness: monitor, detect and locate jamming and spoofing  

 Regulatory: work towards compliance with ICAO Annex 10 

 Application level: enable SBAS use in aerodromes with parallel runways ends and put in 
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place advanced APP operations with flexible slopes and displaced threshold 

They ended by raising a couple of actions where the GSA’s support is needed: 

 PBN aircraft operational approval from NSA (common issue in Spain and Portugal) 

 Non-instrument runways operations 

The workshop questioned the availability of an interference detection system and whether the 
conclusions of previous trials/operational use could be shared. ENAIRE confirmed there is a proof of 
concept that includes 4 antennas in the airport and 5 in the vicinity.  
ENAIRE mentioned that Spanish airlines are encountering problems during the certification process 
at NSA level and ENAIRE asked if there is any group at European level that could help with such 
issues. The response was that there is new group to discuss these topics and they should be 
contacted. 
 
6. The discussion session focused on the future contribution of GNSS to Navigation. It was noted 
that there is a need for a common understanding of the vulnerabilities of GNSS in Europe. The lack 
of a common understanding results from the fact that there are multiple different regulators 
involved in the GNSS area. Due to the fragmentation at the implementation level, the cost-benefit 
analysis is negative in a lot of cases and is not taking into account any rationalization plans. 
Therefore, Europe should introduce the required policy and push the regulatory process to 
harmonize GNSS deployment. EASA should be providing guidelines to be adopted by CAA and a 
better coordination between GSA and NSAs should be achieved.  
From a GA perspective there is an increasing need for developing PinS procedures for fixed wing 
(currently these are only defined for rotary wing) and requirements for PBN implementation for GA 
operating at secondary airports.  
ENAIRE stated that the main issue to be tacked is the improvement of the EGNOS continuity and the 
industry should focus on the development of LPV-100 and GBAS Cat II/III. It was noted that EGNOS 
v3 together with ARAIM is the future technology to support aviation.  
One last point for this discussion was that there is a need for clear performance parameters and a 
schedule for Galileo such that the airspace users will be able to get equipped and compliant with 
any requirement.  
 
Non-instrument Runway Discussion 
The following solution for the separation at these airports has been proposed by the Swedish CAA: 
implement a radio mandatory zone around the airports, deploy UNICOM and publish the radio 
frequency to be used when approaching the airport. This solution comes from the best practices 
developed in US. 
Another solution to be used for the approach phase at this type of airports was proposed by ERA 
and i.e. to use ILS approaches in non-controlled airspace combined with the use of UNICOM. This 
solution is another concept proved to work in US for both Commercial Aviation (CA) and BA. 
AOPA raised the point that the traffic volume needs to be carefully considered and based on the 
given data all the risks should be identified if such solutions are to be used.  
The PPL IR representatives stated that these solutions are technically possible, however radio is a 
key issue in both controlled and non-controlled areas.  
 
GBAS Discussion 
The idea of EGNOS meeting CAT II requirements (under analysis) is welcomed by EBAA. Also, it was 
stated that in order for the user to go directly to DFMC they need to have a perfect guaranty as soon 
as possible so that they can determine whether GBAS is needed. 
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DFS representatives said that GBAS is to be used for CA while SBAS is to be used for GA and Regional 
Aviation (RA). GSA explained that Airbus is offering SBAS for A320 neo and EasyJet already 
announced them as launch customer. Discussions with Boeing are ongoing for the 737 model.  
Related to the integrity and safety levels provided by GALILEO, it has been stated that GALILEO has 
no SoL service and the current plan is to use GALILEO with augmentation (ABAS, SBAS or GBAS).  
EBAA suggested that SESAR JU needs to deliver solutions and requirements for Cat II and Cat III 
applications and that a general mandate on GBAS avionics, with a focus on DFMC (according to 
airspace users’ opinion), should be released. Even though the future Common Projects (CP2) have 
pushed for a GBAS Cat III deployment of avionics using single GPS constellation solution, EBAA did 
not agree with this approach and they consider the equipment should be based on the specific needs 
of each airspace user.  
ERA responded by saying that the rationale for CP2 was to improve airspace capacity therefore, they 
cannot see major benefits of GBAS as most operations are being performed in Cat I conditions. 
 
User feedback, outcomes and questions resulted from Navigation section 
AOPA raised the questions whether Cat II approach could be obtained without GBAS. The answer 
was that it is possible if using SBAS with EVS and this has been proven by Netjets. AOPA supports 
LPV implementation on non-instrument runways and they presented an interest in the draft 
guidelines for the implementation. 
In terms of GBAS, the main priority is Cat II and Cat III; Cat I only where it is supported by specific 
users at the local level. There is a trend to implement SBAS in combination with EVS and SVS which 
does not need any additional requirements on GNSS.  
ERA added that the CBAs provide sometimes negative results because there is no willingness to 
retrofit legacy fleet which results in a resistance of adopting new technologies. Therefore, more 
push on the regulatory side might be needed.  
ENAIRE restated they are making efforts for the implementation of LPV-200, GBAS Cat II and Cat III, 
DFMC and they reinforced that SBAS v3 together with ARAIM is the future of navigation in aviation. 
They reiterated that EASA, GSA and the CAAs should be working together and support each other 
for a more rapid development and implementation of new technologies and procedures.  
NetJets raised the issue that LPV is missing a lot on secondary, VFR airports and runway ends without 
instrument approach procedures.  
From the technology side, Thales said that equipping GALILEO and EGNOS technically will not be an 
issue. However, they need to be linked with standards and there is a need for a clear schedule of 
doing that. 
Serge Lebourg (Lebourg Consulting) recapped that users need to know the expected performance 
and schedule of EGNOS v3 before investing and he suggested that the GSA should communicate to 
ICAO similarly to how FAA is doing. 
 
SURVEILLANCE 
7. Serge Lebourg presented the user requirements on GNSS for surveillance applications.  
TCAS has been introduced in operations as a safety net for collision avoidance.  
ADS-B has been implemented to improve separation in all airspace classes and for collision 
avoidance purposes for class G which can become part of the controlled airspace if ADS-B will enable 
self-separation of aircraft. Another positive thing for ADS-B is that it can be employed by a wide 
range of aircraft and drones. 
For ADS-B In, SBAS is needed to reduce the separation distance and to improve cooperative and 
self-separation. This could be the future surveillance applications for light aviation and drones.  
In the US FAA has published rules where ADS-B is considered as “Primary Means of surveillance” to 
enable demanding applications. To satisfy this high level of performance required, especially is term 
of availability, FAA has indicated that today the only technology able to satisfy the requirement is 
the SBAS one. European requirements are different: EASA has published rules as part of CS A-CNS, 
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rules which are not requesting SBAS but GPS standalone receivers are deemed sufficient. Following 
the activities of the SPI (surveillance Performance Interoperability) group that EASA has put in place, 
EASA will consider further requirements and potential for radar rationalization within an overall CNS 
strategy. 
EGNOS is therefore considered essential for ADS-B as it will be able to fulfill the objectives for 
availability, accuracy and geometric altitude.  
On the other side, Galileo is expected to improve availability in Multi Constellation receivers and is 
expected to have better ionospheric delay corrections due to the Multi Frequency capability. 
 
8. The discussion session focused on the future contribution of GNSS to Surveillance. 
 
ADS-B Surveillance Discussion 
EBAA started by saying that SBAS is the only technology that satisfies the 99% availability 
requirements and without it users have to predict RAIM. They continued by reiterating that SBAS 
accuracy is needed to reduce separation distance and to improve ADS-B In capabilities. This 
capability is even more important for light aviation and drones. The issue of SBAS geometric 
guidance compared to the barometric one was also highlighted. 
A certain number of requirements have been raised for Galileo – it is expected to have an increased 
availability, as well as specific measurement tools, and resilience. Additionally, light solutions, 
including the associated standards, for ADS-B working together with TCAS should be developed for 
GA. 
A number of non-performance requirements have also been discussed and listed below: 

 ADS-B uptake requires ground infrastructure deployment to enable radar rationalisation 
across Europe. This raises the need to convince the ANSPs for such a solution. 

 ADS-B in class G needs to be addressed.  Current SPI IR and proposed changes are not 
taking into account the GA traffic. 

 ADS-B strategy needs to consider UAV (drones) integration with civil aircraft 

 Harmonisation of European ADS-B requirements with FAA ones 

 ADS-B In is needed in order to reap benefits 

 ADS-B in needs to be considered for non-controlled airspace as well 

User feedback, outcomes and questions resulted from Surveillance section 
AOPA raised the issue of an ADS-B communication link to be used for all airspace users. Currently, 
GA cannot use the 1090 frequency therefore there are local solutions in place for ADS-B in class G 
airspace. 
EBAA made the point that both BA and GA users need to see each other therefore they need a 
common approach to ADS-B operational use.  
ERA suggested that lightweight solutions need to be developed and that there is a need for a better 
traffic awareness instead of a more regulated airspace.  
One of the final points was that clear requirements for ADS-B need to be defined and checked 
against SBAS’ current capabilities to see if SBAS can meet them.  
 
FLIGHT AND DISTRESS TRACKING 
9. José Pablo Haro (Isdefe) introduced the topic noting that flight and distress tracking is needed in 
aviation and that recent accidents show that it is extremely hard if not impossible to find aircraft in 
certain areas.  
ICAO developed the GADSS concept which provides guidelines for tracking, distress and localization 
functions. GADSS defines Aircraft Tracking needs as a positional report at least every 15 minutes 
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and sets certain preconditions for automated triggered alarms for Autonomous Distress Tracking 
(ADT) service at least one per minute.  
The European Regulation does not impose any technological specifications. The use of the 
Emergency Locator Transmitter for Distress Tracking ELT (DT) is a solution that make use of the 
Galileo positioning and Galileo SAR service. ELTs can provide independent location in addition to 
GNSS localisation in comparison with space based ADS-B Out. Additionally, Galileo provides a 
number of benefits to aviation through its Return Link service (SAR RLS) and heavily contributes to 
COSPAS-SARSAT services.  
 
Christophe Chatain, from ELTA stated that the European SAR service is based on an existing 
international and not commercial system which federates 42 countries in the world. According to 
this, it should not become GPS dependent and the fact that the service is free and non-dependent 
on commercial service providers (Iridium or Inmarsat) is considered an added value. ELTA developed 
the first second generation beacon with Galileo RLS prototype and successfully demonstrated the 
potential use of Galileo RLS for remote activation. He clarified that ELT-DT has been presented as 
requiring a minor impact with reduced additional installation. Furthermore, the transmission of the 
SAR messages has recently been reduced from 10s to 5s. 
 
10. Thibaud Calmettes from Thales Alenia Space presented the users’ point of view related to the 
remote activation of the ELT-DT as demonstrated through the GRICAS project. The GRICAS 
operational concept as well as a number of GRICAS scenarios have been presented. 
It has been mentioned that there have been inflight remote activation tests which are going to be 
followed by commercial aircraft tests for the remote activation.  
EUROCAE has created an additional WG to discuss the use of SAR in aviation. From the users’ 
perspective, EUROCAE WG should continue the definition of MASPS for remote activation. They also 
expressed their interest in continuing the development of PLBs.  
 
11. The discussion session focused on the future contribution of GNSS to flight and distress tracking.  
The workshop encouraged industry to continue with the ongoing activities noting that the EUROCAE 
WG will be the go to organisation for these activities. 
The idea of drones to enable certain SAR functions has also been pointed out. 
AOPA stated that a SAR functionality making use of PLB that detects by itself distress situation for 
GA should be further investigated. Moreover, they raised the problem of how to improve detection 
of distress as aircraft have different behaviour based on each situation. 
 
RPAS AND DRONE APPLICATIONS 
12. Ismael Colomina (Geonumerics) introduced the RPAS and drone applications panel.  
He started by giving an overview of the market size. The predictions of market growth indicate that 
the number of drones will exceed other aviation groups and all drones make use of GNSS (autopilot) 
and many of them use EGNOS. 
Currently, the drone market segment has a number of needs that should be treated as priority: 

 proper harmonization across the EU 

 integration into the airspace where manned aircraft are operating 

 EU regulations 

There is a need for a one to one mapping between the requirements and performance of EGNOS 
and Galileo. 
U-space will be introduced and this will introduce a number of new services (geofencing, tracking as 
well as automatic detect and avoid) which will help the integration of drones in the manned aircraft 
airspace. It was noted that the three classes of drones currently proposed by EASA are: 
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 Open category: It was suggested that this group would have very similar requirements to 
the existing EGNOS specifications (relaxing most of them except the time to alarm) 

 Specific category 

 Certified category: It was suggested that this group would have very similar requirements 
to those for manned aircraft 

Ismael concluded his presentation with a set of open questions which should be answered in order 
to provide a better understanding of the RPAS topic: 

 Is there a need for performance navigation requirements for open category? 

o Answer: EGNOS and ADS-B should be enforced into the open category of drones. 

 Should open, specific and certified categories be included in nav specs? 

 Is there a need for hybridization INS and GNSS for instance? 

o Answer: Hybridisation with altimeter should be explored. As for GNSS, the 
performance requirements only against GNSS seem to be difficult to be fulfilled.  

o The current trend is pointing to multisensor solutions. 

 In addition to Multi Constellation is Multi Frequency needed? 

 Is GBAS for drones needed in urban areas? 

o Answer: accuracy is a must in these areas. Galileo’s added value with respect to 
multipath should be highlighted, especially E5 AltBOC 

o A drone operator mentioned that GNSS precise signal is mandatory to fly the 
drones and that there should be some specific requirements for drones operating 
in urban areas. 

Besides the questions raised by Ismael, GSA asked if there is any other navigation requirement apart 
from the ones shown in the presentation.  
 
13. The discussion session focused on the future contribution of GNSS to RPAS and drone 
applications. It was noted that there is a big potential for drone market in urban areas where GNSS 
is essential for drone operations. Due to the nature of the operations (flights close to the ground, 
infrastructure, building, masses of people) a robust navigation system is needed for all drone 
categories. 
Potentially critical to this is the multipath envelope which should be further investigated. 
However, it is difficult to define requirements based on the existing system and operational 
environment as it stands right now given the embryonic stage of regulations and standards to 
support integration.  
ERA raised the question of whether there could be developed surveillance applications for drones 
based on ADS-B? 
Thales made the point that integrity of the system is extremely important and that this can be 
achieved just by SBAS. 
AOPA stated that the detect and avoid systems need to be developed and implemented before 
allowing the drones to operate in class G airspace. 
In order to increase the level of safety in the environments where drones operate, the level of 
receivers installed need to be increased as well. 
One of the main open points is that the drone users’ community needs have to be transferred into 
requirements and they should be done probably for each category separately.  
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Conclusions 

The following key conclusions were drawn from the workshop: 

 NAVIGATION: 

o Europe should introduce the required policy and push the regulatory process to 
harmonize GNSS deployment 

o EASA should provide guidelines to facilitate CAAs the approval of operational 
manuals for PBN. Further  coordination  between GSA and NSAs should be 
achieved 

o The main issue to be tacked is the improvement of the EGNOS continuity and 
service area coverage, especially for LPV 200 and the development of LPV 
procedures on secondary, VFR airports and runway ends without instrument 
approach procedures 

o Airspace users are interested in achieving lower minima with EGNOS and explore 
CAT II services 

o Users support on GBAS Cat II/III with Galileo, rather than GBAS Cat I (preference 
for SBAS Cat I) and GBAS Cat III with GPS only 

o There is a need for clear performance parameters and a schedule for Galileo such 
that the airspace users will be able to get equipped 

 SURVEILLANCE: 

o SBAS is the only technology that satisfies the 99% availability requirements for 
different requirements and without it users have to predict RAIM 

o ADS-B uptake requires ground infrastructure deployment to enable radar 
rationalisation across Europe. This raises the need to convince the ANSPs for such 
a solution and assess safety concerns. 

o ADS-B in class G needs to be addressed.  Current SPI IR and proposed changes are 
not taking into account the GA traffic. There needs to be a common approach for 
the deployment of ADS-B in Class G airspace such that all airspace users can detect 
one another. GA users concern on cost efficient solutions should be considered in 
future mandates 

o Clear requirements for ADS-B need to be defined and checked against SBAS’ 
current capabilities to see if SBAS can meet them 

 FLIGHT AND DISTRESS TRACKING: 

o Galileo provides a number of benefits to aviation through its service SAR RLS and 
heavily contributes to COSPAS-SARSAT services.  

o That the Galileo SAR service is not dependent on American service providers is 
considered an added value 

o The potential evolution of Galileo SAR RLS to remotely activate a beacon in 
distress situations is welcome and a solid operational concept should be 
developed within EUROCAE and shared with ICAO  

o SAR functionality making use of PLB that detects by itself distress situation for GA 
should be further investigated. [Post meeting note: a Horizon 2020 project will develop an 

affordable ELT(DT) specifically designed for General Aviation and helicopters] 
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 RPAS AND DRONE APPLICATIONS 

o It is difficult to define general requirements based on the existing system and 
operational environment given the early stage of regulations and RPAS standards. 
The RPAS community needs must be transferred into requirements for each 
category. 

o EGNOS and ADS-B should be promoted into the open category of drones. 

o Hybridisation with altimeter should be explored.  

o Accuracy is a must in urban areas and Galileo’s added value with respect to 
multipath should be highlighted 
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