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demand/capacity balancing be integrated within 

aircraft operations and tactical ATC procedures?  

Researchers and standards agencies around the 

world have been looking at these separate issues for 

many years and have developed several solutions 

to each problem. At the start of September 2026, 

the EUREKA SESAR3 Fast Track project whitepaper 

was published, outlining the current European 

regulatory framework for eVTOLs in the context of 

U-space and ATM and proposing ways for vertiports 

to be digitally integrated into a tra�c management 

system. Meanwhile, ASTM has developed the 

WK85153 standard which sets performance rules 

for vertiport automation supplemental data service 

providers (SDSPs) and F3411 and ASTM F3548 for 

ATM/UAS tra�c management (UTM) interoperability, 

originally developed for drone tra�c management. 

At EUROCAE, ED-293 is being developed for eVTOL 

passenger services, ED-271 for detect and avoid 

and ED-299 as guidance for vertiport operators and 

operations.

Testing, testing, 1…2…3
In July 2026, autonomous aircraft developer Wisk 

Aero announced the successful completion of a 

simulation with NASA to evaluate whether a single 

T
he first electric vertical take-o� and landing 

(eVTOL) commercial services trials are 

beginning in the US as part of the US Federal 

Aviation Administration’s (FAA) eVTOL Integration 

Pilot Program (eIPP). Developing the technologies and 

processes for e�cient low-level airspace air tra�c 

management is a vital element in the advanced air 

mobility (AAM) eco-system, and one of the primary 

research goals for US companies involved in the 

eIPP programme will be to examine how eVTOLs 

can be safely integrated into the current air tra�c 

management (ATM) network. 

Time is running out
There are four questions which will need urgent 

answers. How can eVTOLs be integrated into 

controlled airspace, especially around busy airports? 

How can eVTOL departure and arrival operations be 

automatically managed at vertiport sites? How can 

eVTOLs be kept safely apart and separated from other 

low level airspace users such as drones and small 

aircraft?  Finally, how can aircraft operations and ATM 

be integrated to ensure eVTOLs can automatically 

reach their destinations with a healthy reserve of 

battery power to take account of deviations from their 

original flight plan; in other words, how can network 
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ground-based supervisor can e�ectively manage 

three autonomous aircraft simultaneously, operating 

alongside traditional air tra�c, with controllers using 

legacy ATM tools and procedures. According to 

Wisk: “This activity is designed not only to practice 

standardised procedures under normal conditions, 

but also to test Wisk’s methodology against multiple 

contingencies. By evaluating performance during 

worst-case scenarios, Wisk assessed how the 

methodology remains resilient and capable of 

supporting scalable operations.”

In May this year, Norway’s air navigation service 

provider Avinor carried out a series of flight tests with 

BETA Technologies and Bristow which showed “that 

electric aircraft can operate side by side with other 

aviation without compromising on safety,” according 

to Executive Vice President of Avinor Air Navigation 

Services, Jan Gunnar Pedersen. But, he continued, 

to adapt the ATM system to electric aviation 

would require designing specialised 

‘e-routes’. “Electric aircraft have 

di�erent characteristics than 

conventional aircraft, and the 

rules may therefore need to 

be adapted in line with new 

technology, as long as safety 

is ensured through other, 

equally robust solutions,” he 

said.

Meanwhile, NATS’ NSL has 

looked at how AAM eVTOL 

operations could be managed 

within a network of vertiports 

in its AMEC and CAELUS research 

programmes. NATS successfully 

simulated eVTOL flights between Bristol, 

Farnborough and London City airports, with the 

flights operated alongside traditional air tra�c 

and in controlled airspace without any impact on 

conventional operations. At the heart of this network 

approach is the Airspace Manager function, initially 

a human position but in the future capable of being 

almost entirely automated.

Under this proposed concept of operations, each 

eVTOL operator would file their flight plans via 

an application, which would then be approved or 

amended as required. The whole flight would then be 

entirely deconflicted from other aircraft before take-

o� with the Airspace Manager function monitoring 

the airspace from a digital master control room. Direct 

voice communication between eVTOL pilots and air 

tra�c control would only be required by exception.

The next hurdle
Developing a holistic regulatory and standards 

framework which brings all these elements together, 

while taking account of the scaling plans of eVTOL 

operators and the introduction of autonomous and 

remotely piloted eVTOL services which could 

be introduced in the early 2030s, will 

provide regulators worldwide with a 

uniquely complex challenge. 

“All that work is 

commendable; bringing it 

together will be the last, 

defining, task,’ said

Andrew Charlton, an 

aviation consultant who has 

been closely involved in this 

area for some years.

For the moment, the critical 

focus of this work is taking 

place in the US with the eIPP and 

to a somewhat lesser extent with 

Europe’s equivalent Project VERT-IGO. 

Timescales are tight, at least in the US. By 

2030, there will be 1,912 passenger-carrying eVTOLs 

flying in the US, according to eVTOL developer 

certification, production and delivery plans. The FAA 

is forecasting each AAM aircraft would conduct 28 

trips per day, on average, at a rate of two trips per 

hour over a 14-hour operating day.

The first eIPP eVTOL flights are testing how current 

ATM procedures and technology can be adapted 

to supporting eVTOLs flying visual flight rules (VFR) 

routes, while in parallel examining more esoteric 

technologies to support pilotless flights. In August, 

two important eIPP airspace integration milestones 

were achieved. Electra and the Pennsylvania 

Avinor carried 

out a series of 

flight tests with 

BETA Technologies 

to demonstrate electric 

aircraft can operate side by 

side with conventional aircraft 

without compromising safety BETA 

TECHNOLOGIES

Demand and capacity balancing will need to be integrated 

within tactical ATC systems - especially important for 

vertiport operations such as Archer Aviation’s developing 

Hawthorne Airport (California) hub ARCHER AVIATION

Joby Aviation first 

trialled point-to-

point electric air taxi 

demonstration flights in 

New York between JFK 

Airport and Manhattan 

in April 2026 JOBY 
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Department of Transportation with New Jersey 

Department of Transportation began the first hybrid-

electric demonstration flights to test routes connecting 

small local airports to major airline hubs, while at 

the end of the month Elroy Air and the Louisiana 

Department of Transportation and Development 

conducted a hybrid-electric demonstration flight to 

test cargo deliveries using remotely piloted aircraft 

at Houma-Terrebonne Airport in Louisiana - the first 

remotely piloted aircraft test flight under the eIPP.

The European Union’s SESAR Joint Undertaking 

launched Project VERTI-GO in July 2026. Honeywell 

Aerospace engineers in Brno, Czech Republic will 

manage a 12-partner consortium bringing together 

Europe’s air navigation providers, airports and 

technology companies to focus on two AAM ATM 

integration pathways: one for eVTOL operations with 

an onboard pilot and one for remotely operated 

cargo drone operations. Both project pathways will 

conduct simulations and demonstrations in European 

locations. Piloted eVTOL flights will be conducted by 

Vertical Aerospace in the south of Spain, probably in 

2028.

Cleared for take-o�?
The eVTOL industry, especially in the US, cannot 

wait that long. In July 2026 Jeppesen ForeFlight 

and UrbanLink Air Mobility announced they 

were collaborating on electronic flight bag (EFB) 

requirements and dispatch procedures supporting 

eVTOL and other all-electric aircraft operations in the 

South Florida airspace. Florida is rapidly becoming 

an epicentre for AAM infrastructure development, 

with the state government subsidising vertiport 

construction and all major eVTOL developers keen to 

start initial operations in the sunny, flat AAM-friendly 

state. Miami-Dade Aviation Department is working with 

Bell-Dancy Industries, an autonomous infrastructure 

& logistics company, to implement an Autonomous 

Landing & Take-O� Assistant (ALTA) for eVTOLs at 

Miami International Airport and the surrounding Miami-

Dade County airports. 

Meanwhile, in July this year, eVTOL developer 

Archer Aviation launched a unified aviation 

intelligence platform which integrates ADS-B, ATC 

communication, maps and charts, aircraft state, terrain 

and weather data into a single combined ATM/eVTOL 

operations tool called Zee. 

“We are building an intelligence layer for the entire 

aviation system with Zee,” said Adam Goldstein, 

founder and CEO of Archer at the launch. “The 

company that owns the data and the foundation model 

will help lead the aviation industry into the next era of 

flight.” 

Eve Air Mobility has 

created agnostic AAM 

ATM software called 

Vector to safely manage 

eVTOL operations EVE 

AIR MOBILITY
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