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Annex VIl to ED Decision 2019/008/R

‘AMC/GM to Part-SPO — Amendment 11’

The Annex to Decision 2014/018/R of 24 April 2014 is hereby amended as follows:
The text of the amendment is arranged to show deleted, new or amended text as shown below:

1. deleted text is is marked with strike-threugh;

2. new or amended text is highlighted in blue; and
3. an ellipsis ‘(...)" indicates that the remaining text is unchanged in front of or following the reflected
amendment.

1. GM1 SPO.GEN.107 is amended as follows:

GM1 SPO.GEN.107 Pilot-in-command responsibilities and authority
GENERAL

In accordance with Z-e—ef-AnnextMpoint 1.3 of Annex V to Regulation {EC}Ne216/2008(EU) 2018/1139
(Essential requirements for air operations), the pilot-in-command is responsible for the operation and safety
of the aircraft and for the safety of all crew members, task specialists and cargo on board. This includes the
following:

(a) the safety of all persons and cargo on board, as soon as he/she arrives on board, until he/she leaves
the aircraft at the end of the flight; and

(b)  the operation and safety of the aircraft:

(1) for aeroplanes, from the moment it is first ready to move for the purpose of flight until the
moment it comes to rest at the end of the flight and the engine(s) used as primary propulsion
unit(s) is/are shut down;

(2) for helicopters, from the moment the engine(s) are started until the helicopter comes to rest at
the end of the flight with the engine(s) shut down and the rotor blades stopped.;-o¢

2. A new AMC1 SPO.GEN.131(a) is added:

AMC1 SPO.GEN.131(a) Use of electronic flight bags (EFBs)
ELECTRONIC FLIGHT BAGS (EFBS) — HARDWARE — COMPLEX AIRCRAFT

Tln addition to AMC1 CAT.GEN.MPA.141(a), the following should be considered:
SUITABILITY OF THE HARDWARE — COMPLEX AIRCRAFT

(a)  Display characteristics
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Consideration should be given to the long-term degradation of a display as a result of abrasion and
ageing. AMC 25-11 (paragraph 3.16a) may be used as guidance to assess luminance and legibility
aspects.

Information displayed on the EFB should be legible to the typical user at the intended viewing
distance(s) and under the full range of lighting conditions expected in a flight crew compartment,
including direct sunlight.

Users should be able to adjust the screen brightness of an EFB independently of the brightness of other
displays in the flight crew compartment. In addition, when incorporating an automatic brightness
adjustment, it should operate independently for each EFB in the flight crew compartment. Brightness
adjustment using software means may be acceptable provided that this operation does not adversely
affect the flight crew workload.

Buttons and labels should have adequate illumination for night use. ‘Buttons and labels’ refers to
hardware controls located on the display itself.

All controls should be properly labelled for their intended function, except if no confusion is possible.

The 90-degree viewing angle on either side of each flight crew member’s line of sight may be
unacceptable for certain EFB applications if aspects of the display quality are degraded at large viewing
angles (e.g. the display colours wash out or the displayed colour contrast is not discernible at the
installation viewing angle).

Power source

The design of a portable EFB system should consider the source of electrical power, the independence
of the power sources for multiple EFBs, and the potential need for an independent battery source. A
non-exhaustive list of factors to be considered includes:

(1) the possibility to adopt operational procedures to ensure an adequate level of safety (for example,
ensure a minimum level of charge before departure);

(2) the possible redundancy of portable EFBs to reduce the risk of exhausted batteries;
(3) the availability of backup battery packs to assure an alternative source of power.

Battery-powered EFBs that have aircraft power available for recharging the internal EFB batteries are
considered to have a suitable backup power source.

For EFBs that have an internal battery power source and that are used as an alternative for paper
documentation that is required by SPO.GEN.140, the operator should either have at least one EFB
connected to an aircraft power bus or have established mitigation means and procedures to ensure
that sufficient power with acceptable margins will be available during the whole flight.

Environmental testing

Environmental testing, in particular testing for rapid decompression, should be performed when the
EFB hosts applications that are required to be used during flight following a rapid decompression
and/or when the EFB environmental operational range is potentially insufficient with respect to the
foreseeable flight crew compartment operating conditions.

The information from the rapid-decompression test of an EFB is used to establish the procedural
requirements for the use of that EFB device in a pressurised aircraft. Rapid-decompression testing
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0. Anew AMC3 SPO.GEN.131(b)(2) is added:

11. A new AMC4 SPO.GEN.131(b)(2) is added:
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Performance and mass and balance applications should be based on existing published data found in
the AFM or performance manual and should account for the applicable CAT.POL performance
requirements. The applications may use algorithms or data spreadsheets to determine results. They
may have the capability to interpolate within the information contained in the published data for the
particular aircraft but should not extrapolate beyond it.

To protect against intentional and unintentional modifications, the integrity of the database files
related to performance and mass and balance (the performance database, airport database, etc.)
should be checked by the program before performing any calculations. This check can be run once at
the start-up of the application.

Each software version should be identified by a unique version number. The performance and mass
and balance applications should record each computation performed (inputs and outputs) and the
operator should ensure that this information is retained for at least 3 months.

The operator should ensure that aircraft performance or mass and balance data provided by the
application is correct compared with the data derived from the AFM (e.g. for take-off and landing
performance data) or from other reference data sources (e.g. mass and balance manuals or databases,
in-flight performance manuals or databases) under a representative cross-check of conditions (e.g. for
take-off and landing performance applications: take-off and landing performance data on dry, wet,
and contaminated runways, with different wind conditions and aerodrome pressure altitudes, etc.).

The operator should define any new roles that the flight crew and, if applicable, the flight dispatcher,
may have in creating, reviewing, and using performance calculations supported by EFB systems.

Testing

The verification of compliance of a performance or mass and balance application should include
software testing activities performed with the software version candidate for operational use.

The testing can be performed either by the operator or a third party, as long as the testing process is
documented and the responsibilities identified.

The testing activities should include reliability testing and accuracy testing.

Reliability testing should show that the application in its operating environment (operating system (OS)
and hardware included) is stable and deterministic, i.e. identical answers are generated each time the
process is entered with identical parameters.

Accuracy testing should demonstrate that the aircraft performance or mass and balance computations
provided by the application are correct in comparison with data derived from the AFM or other
reference data sources, under a representative cross section of conditions (e.g. for take-off and landing
performance applications: runway state and slope, different wind conditions and pressure altitudes,
various aircraft configurations including failures with a performance impact, etc.).

The verification should include a sufficient number of comparison results from representative
calculations throughout the entire operating envelope of the aircraft, considering corner points,
routine and break points.

Any difference compared to the reference data that is judged significant should be examined. When
differences are due to more conservative calculations or reduced margins that were purposely built
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Crew members should be trained on the procedures for the use of the application, including the
regular cross-check with avionics and the action in case of discrepancy.

17. A new GM1 SPO.GEN.131(b)(2) is added:

GM1 SPO.GEN.131(b)(2) Use of electronic flight bags (EFBs)
IN-FLIGHT WEATHER (IFW) APPLICATIONS — COMPLEX AIRCRAFT

‘Reliable sources’ of data used by IFW applications are the organisations evaluated by the operator as being

able to provide an appropriate level of data assurance in terms of accuracy and integrity. It is recommended
that the following aspects be considered during that evaluation:

(a) The organisation should have a quality assurance system in place that covers the data source selection,
acquisition/import, processing, validity period check, and the distribution phase;

(b)  Any meteorological product provided by the organisation that is within the scope of the meteorological
information included in the flight documentation as defined in MET.TR.215(e) (Annex V (Definitions of
terms used in Annexes Il to XlII) to Commission Regulation (EU) 2016/1377) should originate only from
authoritative sources or certified providers and should not be transformed or altered, except for the
purpose of packaging the data in the correct format. The organisation’s process should provide
assurance that the integrity of those products is preserved in the data for use by the IFW application.

18. A new GM2 SPO.GEN.131(b)(2) is added:

GM2 SPO.GEN.131(b)(2) Use of electronic flight bags (EFBs)
USE OF COMMERCIAL OFF-THE-SHELF (COTS) POSITION SOURCE — PRATICAL EVALUATION — COMPLEX
AIRCRAFT

The tests should consist of a statistically relevant sample of taxiing. It is recommended to include taxiing at
airports that are representative of the more complex airports typically accessed by the operator. Taxiing
segment samples should include data that is derived from runways and taxiways, and should include
numerous turns, in particular of 90 degrees or more, and segments in straight lines at the maximum speed
at which the own-ship symbol is displayed. Taxiing segment samples should include parts in areas of high
buildings such as terminals. The analysis should include at least 25 inbound and/or outbound taxiing
segments between the parking location and the runway.

During the tests, any unusual events (such as observing the own-ship symbol in a location on the map that is
notably offset compared to the actual position, the own-ship symbol changing to non-directional when the
aircraft is moving, and times when the own-ship symbol disappears from the map display) should be noted.
For the test, the pilot should be instructed to diligently taxi on the centre line.

19. A new GM3 SPO.GEN.131(b)(2) is added:

GM3 SPO.GEN.131(b)(2) Use of electronic flight bags (EFBs)
APPLICATIONS DISPLAYING OWN-SHIP POSITION IN FLIGHT

The depiction of a circle around the EFB own-ship symbol may be used to differentiate it from the avionics
one.

20. InSubpart D (‘Instruments, data and equipment’), Section 3 (‘Sailplanes’) is deleted:
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