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Introductory Statement 
 
Intellect welcomes this opportunity to respond to the Ofcom Discussion Paper, issued on 
10th April 2006, on ‘The Introduction of Mobile Services on Aircraft’.  
 
The text that follows has been derived via a consultation process among Intellect 
members that was no different from the one we adopt when responding to formal 
consultation documents. 
 
Intellect Comments 
 
 
We regret that this discussion paper is focussed exclusively on the GSM technology 
using frequencies at 1800 MHz.  We would welcome the opportunity to extend this 
discussion to cover a scope expanded in several directions: 
 

- We consider that the technical scope could helpfully be extended to cover any 
radio technologies, cellular or broadband wireless access that may prove to be of 
interest to consumers.   For example, WiFi, WiMAX, UMTS etc. 

 
- We understand that the technology described is already in use at sea.  We 

consider that both uses should be considered together by Ofcom at this juncture.  
 

- We also consider that the social implications of using this technology should be 
considered.    Etiquette concerning the use of mobile phones is a general issue 
and will clearly be a crucial factor for their use on aircraft.  

    
Intellect has many members that see this development as offering significant new 
market opportunities and we would welcome the opportunity to work with Ofcom to help 
resolve any remaining regulatory barriers to market development.  
 
 
Q1 Should the provision of services using GSM at 1800MHz be allowed on aircraft if the 
terrestrial networks and avionic systems are not compromised? Given Ofcom’s statutory 
role, what other factors, if any, should inform a decision to allow the use of these 
services on aircraft? 
 
A1. Yes, Intellect believes that radio technologies should be allowed on aircraft where 
they have been able to demonstrate that the terrestrial networks and avionic systems 
are not compromised.  It should be allowed provided that the equipment for has been 
certified under the R&TTE directive.  For portable equipment, that should be the only 
approval required; for equipment that becomes a part of the avionic system then 
approval under the appropriate aeronautic regime is also expected to be required. This 
would typically require Qualification Testing to recognised airborne standards, the 
results from which would support an airborne certification from EASA or similar bodies.  
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Although the use of cellular mobile phones on aircraft has not been permitted due to 
safety concerns, inevitably there will be instances when passengers will have left their 
mobile phones on in their luggage, often not easily within reach. Such active cellular 
mobile phones do not appear to have had any proven impact on avionic systems, 
adverse or otherwise. Conversely, the concept of actively grabbing a passenger’s 
mobile device that has been inadvertently left switched on and effectively managing the 
device’s maximum transmit power to a lower level contributes to a safer environment 
within the aircraft cabin.    
 
There is clearly understandable concern about the impact of GSM at 1800MHz on the 
terrestrial networks that are being flown over. Those impacts are being assessed by the 
CEPT ECC as is recognized in this report  It is expected that those studies will result in 
the identification of technical limits that need to be adhered to in order to ensure 
continued satisfactory performance of the terrestrial networks.   ETSI will then update 
the harmonized standard linked to the R&TTE directive by incorporating the new limits 
established by the CEPT ECC. That does appear to us to be a convenient  process to 
ensure that compliance with the R&TTE directive continues to be the sound route to 
market access.  As further technologies are introduced into aircraft we would expect the 
equivalent process to be performed for each. In practice the airborne GSM avionics 
system on the aircraft contains a terrain database for all areas being flown over and 
continuously calculates the height above ground level and disables the system if the 
aircraft is at a height lower than the CEPT/ETSI limit.    
 
 
Q2 Is a multilateral rather than a unilateral approach to enabling these types of service 
appropriate? 
 
A2.  A multilateral approach is essential. 
 
A global approach would give a considerable benefit to all companies attempting to 
compete in global markets however that is sadly rarely achievable. As a minimum we 
need to ensure that the European Market remains as one market and hopefully get it 
coordinated with as many other regional markets as possible. 
 
If the UK were to go it alone the same technical studies would need to be done as are 
currently being undertaken by the CEPT.  If those studies were done just for the UK 
those costs would have to be borne by a smaller market and they would take at least as 
long, perhaps longer, if resources allocated to them were smaller.      
 
If the market fragmentation resulted in a different technical solution being used in the UK 
then unit costs would soar and of course they would have to passed on to consumers. 
 
In addition, aircraft (and cruise ships!) do cross international boundaries. 
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Q3 Should the equipment for mobile services on aircraft be licence-exempt? 
  
A3.  This question is felt to lie beyond the scope of Intellect as it will depend on who 
ends up being the owner and/or operator of such systems, and on the specific 
technologies used. 
 
 
Q4 If licensing for use of the equipment on board aircraft is required, who should hold 
the licence? 
 
A4.  This question is felt to lie beyond the scope of Intellect as it will depend on who 
ends up being the owner and/or operator of such systems, and on the specific 
technologies used. We are aware that there will be several players with an interest in 
this question including the aircraft manufacturer, the aircraft owner, the satellite 
operators and mobile network operators.    
 
We understand that for Satellite systems the experience has been that a radio 
regulatory licence for the registered country of the aircraft has been required.   
 
 
Q5 What considerations (practical or otherwise) are relevant to compliance by the 
operators of on-board GSM systems with the General Conditions of Entitlement? 
 
A5. The installed equipment for mobile services on aircraft shall be certified under the 
R&TTE directive or equivalent outside Europe, see also Q2. 
 
 
Q6 Do you have any comments in relation to competition in the provision of these 
services? 
 
A6. The objective should be to ensure that competition is not stifled. 
 
There are varied aspects to consider.   Most importantly from a consumer perspective 
the objective should be to ensure that whatever equipment the passengers/end-users 
normally use for communications should continue to be usable on an aircraft.  That 
should be the case whether they normally use circuit-switched voice, VoIP or data.    
 
The current airborne GSM systems are all likely to operate at 1800 (or 1900) MHz for 
reasons of ease of EMC approval within the aircraft. As long as a non-1800 MHz 
operator has a roaming agreement with the airborne GSM operator there should not be 
a competition issue between GSM operators. 
 
We also note that competition between aircraft manufacturers is encouraging the early 
introduction of these technologies. 
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Q7 Should international mobile network codes be allocated to these on-board mobile 
systems rather or national codes? 
 
No comment. 
 
 
Q8 Has this discussion paper highlighted the key issues, discussion points and posed 
the right questions? 
 
A8 Yes we do think that this discussion paper has highlighted the key issues.  
 
Intellect believes that ideally, the network should control the transmit power of the user 
terminal to control the link budget inside an aircraft, making it possible to minimize the 
transmit power. 
 
Specifically we do not agree with the technical descriptions given in paragraph 2.13, 
2.14 and 6.8 relating to GSM at 1800.  Mobile phones in all cellular mobile systems 
designed to date, start at power-up by scanning for a system. During this stage they are 
not transmitting. Not until a system is detected and identified will the phone start its 
transmission (i.e. attempt to access the system). Other phones than GSM 1800 phones 
will be blocked by the NCU and will not detect a system in the aircraft.  When a GSM 
1800 phone finds a system the mobile reads the system information and then attempts 
to register to the system. It is possible to inform the mobiles at what power level they 
shall access the system. The link budget inside an aircraft makes it possible to maximize 
the attenuation and thus the output power will be 0 dBm (+/- tolerance). 
 
 
(end of Intellect response document, 4 pages in all plus one cover sheet separately) 
 
 
 

 
 


