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‘AMC/GM to Part-CAT —Issue 2, Amendment 16’

The Annex to Decision 2014/015/R of 24 April 2014 is amended as follows:
The text of the amendment is arranged to show deleted, new or amended text as shown below:

1. deleted text is struek-through;

2. new or amended text is highlighted in blue; and

3. an ellipsis ‘(...)" indicates that the rest of the text is unchanged.

1. AMC1 CAT.GEN.MPA.140 is amended as follows:

AMC1 CAT.GEN.MPA.140 Portable electronic devices
TECHNICAL PREREQUISITES FOR THE USE OF PEDS

(...)
(d) Demonstration of electromagnetic compatibility
(1) EMI assessment at aircraft level

The means to demonstrate that the radio frequency (RF) emissions (intentional or non-
intentional) are tolerated by aircraft systems should be as follows:

(i) to address front door coupling susceptibility for any kind of PEDs:

(A) EUROCAE, ‘Guidance for the use of Portable Electronic Devices (PEDs) on Board
Aircraft’, ED-130A / RTCA DO-363 ‘Guidance for the Development of Portable
Electronic Devices (PED) Tolerance for Civil Aircraft’, Section 5; or

(B) EUROCAE, ‘Aircraft Design and Certification for Portable Electronic Device (PED)
Tolerance’, ED-239 / RTCA DO-307A, Section 4;

The use of RTCA, ‘Guidance on Allowing Transmitting Portable Electronic Devices (T-PEDs)
on Aircraft’, DO-294C (or later revisions), Appendix 5C; or RTCA DO-307 ‘Aircraft Design
and Certification for Portable Electronic Device (PED) Tolerance’, (including Change 1 or
later revisions), Section 4 may be acceptable.

(ii)  Tto address back door coupling susceptibility for T-PEDs:

(A) EUROCAE, ‘Guidance for the use of portable electronic devices (PEDs) on Board
Aircraft’, ED-130A/RTCA DO-363, Section 6; or {orlaterrevisions)-Anrnexs;
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(B) EUROCAE, ‘Aircraft Design and Certification for Portable Electronic Device (PED)
Tolerance’, ED-239 / RTCA DO-307A, Section 3; or

(€} RTCADO-307.{; ineCl L orl isions) Section 3.
The use of EUROCAE, ‘Guidance for the use of Portable Electronic Devices (PEDs) on Board

Aircraft’, ED-130, Annex 6; or RTCA DO-294C (or later revisions), Appendix 6D; or RTCA
DO-307 (including Change 1 or later revisions), Section 3 may be acceptable.

Alternative EMI assessment of controlled PEDs (C-PEDs)

(i)

(i)

For To address front door coupling:
(A)  C-PEDs should comply with the levels as defined by:

(a) EUROCAE/RTCA, ‘Environmental conditions and test procedures for airborne
equipment’, ED-14D/RTCA DO-160D (or later revisions), Section 21,
Category M, for operation in the passenger compartment and the flight crew
compartment; and

(b) EUROCAE ED-14ED/RTCA DO-160ED (or later revisions), Section 21,
Category H, for operation in areas not accessible during the flight.

(B) If the C-PEDs are electronic flight bags used in the flight crew compartment and if
the DO-160 testing described in (A) identifies inadequate margins for interference
or has not been performed, it is necessary to test the C-PED in each aircraft model
in which it will be operated. The C-PED should be tested in operation on the aircraft
to show that no interference with aircraft equipment occurs. Credit may be given
to other aircraft that are similarly equipped (meaning in particular that they contain
the same avionics equipment) of the same make and model as the one tested.,an

arn re—complianecemethod-de bad—in ASA ‘Gene eptable-means—o

For To address back door coupling susceptibility for C-PEDs with transmitting capabilities,
the EMI assessment described in (1)(ii) should be performed.

Alternative EMI assessment of cargo tracking devices

In cases where a transmitting function is automatically deactivated in a cargo tracking device
that{being is a T-PED}, the unit should be qualified for safe operation on board the aircraft. One
of the following methods should be considered to be acceptable as evidence of itsfer safe

operation:

(i)

A type-specific safety assessment, including failure mode and effects analysis, has been
performed at the aircraft level. The main purpose of the assessment should be to
determine the werst hazards and to demonstrate that the anadeguate design assurance
levels of the relevant hardware and software components of the cargo tracking device are
adequate.
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The high intensity radiated field (HIRF) certification of the aircraft has been performed,
i.e. the aircraft type has been certified after 1987 and meets the appropriate special
condition. In such a case, the operator should ebserve ensure that the following
conditions are met:

(A)  The tracking device:

(a) features an automated and prolonged radio suspension in flight using
multiple modes of redundancy; and

(b)  has been verified in the aircraft environment to ensure deactivation of the
transmitting function in flight.

(€B) The emissions from the tracking device emissions showld-comply comply with the
levels as defined by EUROCAE ED-14E/RTCA DO-160E (or later revisions),
Section 21, Category H.

(CB)

operator should ensure that the following documents are provided by the tracking

device manufacturer retained-aspartoftheevaluationpackage:

(a) istion. technical specifications. et s dimageso
the-tracking-device-and-any-peripheralattachments a declaration from the
manufacturer identifying the device and confirming that the device and its
deactivation function comply with the requirement (A) and (B) above;

o) fail I | off s - ki oy I
anyperipheralattachments;

(be) @ declaration showing that of stringent-robust design and production
controls are in place during the manufacturing of the tracking device

manufacturing;

(cd) @ declaration of conformity and technical documentation showing

compliance tewith the European Norms (EN), regulating the transmitter
characteristics of the tracking device or its transmission module; and

(de) an the EMI assessment report documenting the-emissiontevels compliance
with point (B) above.

2. GM1 CAT.GEN.MPA.140 is amended as follows:

GM1 CAT.GEN.MPA.140 Portable electronic devices

DEFINITIONS

(a) Definitions-and-cCategories of PEDs
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(be)

(cd)

(de)

3.

Cargo tracking device

A cargo tracking device is a PED attached to or included in airfreight (e.g. in or on containers, pallets,
parcels or baggage). Cargo tracking devices can be assigned to the category of unintentional
transmitters or transmitting PEDs (T-PEDs). If the device is a T-PED, it should comply with the European
Norms (EN) for transmissions.

Definition of the switched-off status

Many PEDs are not completely disconnected from the internal power source when switched off. The
switching function may leave some remaining functionality, e.g. data storage, timer, clock, etc. These
devices can be considered switched off when in the deactivated status. The same applies to devices
having no transmitting capability that are operated by coin cells without further deactivation
capability, e.g. wrist watches.

Electromagnetic interference (EMI)
The two classes of EMI to be addressed can be described as follows:

(1)  Front door coupling is the possible disturbance to an aircraft system that is received by the
antenna of the system and is mainly in the frequency band used by the system. Any PED internal
oscillator has the potential to radiate low-level signals in the aviation frequency bands. Due to this
disturbance, especially the instrument landing system (ILS) and the VHF omnirange (VOR)
navigation system may indicate erroneous information.

(2)  Back door coupling is the possible disturbance of aircraft systems by electromagnetic fields
generated by transmitters at a level which could exceed at short distance (i.e. within the aircraft)
the electromagnetic field level used for the aircraft system certification testing. This disturbance
may then lead to system malfunctions.

GM3 CAT.GEN.MPA.140 is amended as follows:

GM3 CAT.GEN.MPA.140 Portable electronic devices
EVALUATION OF CARGO TRACKING DEVICES EMALUATION

()
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(c)

Multiple modes of redundancy

Multiple modes of redundancy means that the device is designed with a minimum of two independent
means to turn it off completely, turn off the cellular or mobile functions, or a combination of both
when airborne. These independent methods should use different sources to identify that the aircraft
is in flight, for example, a cargo-tracking device may be designed to sense rapid altitude changes and
acceleration to determine when to turn off cellular transmissions. Redundant sources of the same
information, such as two vertical accelerometers, should not be considered independent.

A new GM1 CAT.GEN.MPA.141 is added:

GM1 CAT.GEN.MPA.141 Use of electronic flight bags (EFBs)
DEFINITIONS

For the purpose of EFB use, the following definitions apply:

(a)

(b)

Aircraft administrative communications (AAC):

AAC are defined by ICAO as non-safety communications that are used by aeronautical operating
agencies and are related to the business aspects of operating their flights and transport services. These
communications are used for a variety of purposes, such as flight and ground transportation, bookings,
deployment of crew, and aircraft or any other logistical purposes that maintain or enhance the
efficiency of overall flight operations. AAC data links receive/transmit information that includes, but is
not limited to, the support of EFB applications.

Aeronautical operational control (AOC):

AOC communications are defined by ICAO as communications required for the exercise of authority
over the initiation, continuation, diversion or termination of flight for safety, regularity, and efficiency
reasons.

A new GM2 CAT.GEN.MPA.141 is added:

GM2 CAT.GEN.MPA.141 Use of electronic flight bags (EFBs)
BACKGROUND INFORMATION

Further related information on EFB hardware and EFB applications can be found in the following documents:

(a)
(b)
(c)

EASA AMC 20-25, Airworthiness considerations for EFBs;
EASA CS-25, Book 2, AMC Subpart F, AMC 25.1309, System Design and Analysis;

EUROCAE ED-14D/D0O-160D (or later revisions) Environmental Conditions and Test Procedures for
Airborne Equipment;
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The evaluation of the viewable stowage should be performed for a given location in the flight deck.
This location should be documented and this information should be part of the EFB policy.

The viewable stowage should not be positioned in such a way that it creates significant obstruction to
the flight crew members’ view or hinders physical access to aircraft controls and/or displays and/or
aircraft safety equipment, flight crew ingress or egress. The viewable stowage as positioned should
allow the flight crew to retain a sufficiently extensive, clear, and undistorted view, to enable them to
safely perform any manoeuvres within the operating limitations of the aircraft, including taxiing, take-
off, approach, and landing. The design of the viewable stowage should allow the user easy access to
any item of the EFB system, even if stowed, and notably to the EFB controls and a clear view of the EFB
display while in use. The following design practices should be considered:

(1)  The viewable stowage and associated mechanisms should not impede the flight crew members in
the performance of any task (whether normal, abnormal, or emergency) associated with operating
any aircraft system;

(2)  When the viewable stowage is used to secure an EFB display, it should be able to be easily locked
in position. If necessary, the selection of positions should be adjustable enough to accommodate
a range of flight crew member preferences. In addition, the range of available movement should
accommodate the expected range of users’ physical abilities (i.e. anthropometric constraints).
Locking mechanisms should be of a low-wear type that will minimise slippage even after extended
periods of normal use;

(3) The viewable stowage should be designed and installed so that it will sustain all foreseeable
conditions relative to the flight environment (e.g. severe turbulence, hard landings) while retaining
its structural integrity and without becoming detached. The use of restraints of the device should
be considered where appropriate;

(4) A provision should be available to secure or lock the device in a position out of the way of flight
crew operations when not in use. When stowed, the device and its securing mechanism should
not intrude into the flight crew compartment space to the extent that they cause either visual or
physical obstruction of flight controls/displays and/or ingress/egress routes;

(5) Possible mechanical interference issues of the viewable stowage, either on the side panel (side
stick controller), or on the control yoke, in terms of full and free movement under all operating
conditions and non-interference with buckles, etc., should be prevented;

(6) Adequate means should be provided (e.g. hardware or software) to shut down the portable EFB
when its controls are not accessible by the flight crew members when strapped in the normal
seated position; and

(7)  Theviewable stowage device should be easily removable from the aircraft without the use of tools.

Some types of means for securing viewable stowage may have characteristics that degrade noticeably
with ageing or due to various environmental factors. In that case, the documentation should include
procedures (e.g. crew procedures, checks, or maintenance actions) to ensure that the stowage
characteristics remain within acceptable limits for the proposed operations. Securing means based on
vacuums (e.g. suction cups) have holding capacities that decrease with pressure. It should be
demonstrated that they will still perform their intended function at operating cabin altitudes or in the
event of a rapid decompression.
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o

A new AMC2 CAT.GEN.MPA.141(b) is added:
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10. A new AMC3 CAT.GEN.MPA.141(b) is added:
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(b)  Electronic aeronautical chart applications including en-route, area, approach, and airport surface
maps.

(c)  Airport moving map display (AMMD) applications.

(d)  Applications that make use of the aeronautical operational control (AOC) communications to collect,
process and then disseminate operational data.

(e) Aircraft performance calculation applications that use algorithmic data or that perform calculations
using software algorithms to provide aircraft performance data such as:

(1) take-off, en-route, approach and landing, missed approach and other phases of flight,
performance calculations providing limiting masses, distances, times and/or speeds, etc.;

(2)  power settings, including reduced take-off thrust settings, etc.

(f) Mass and balance calculation applications used to establish the mass and centre of gravity of the aircraft
and to determine that the load and its distribution are such that the mass and balance limits of the
aircraft are not exceeded.

(g) Applications providing in-flight weather information.

11. A new GM1 CAT.GEN.MPA.141(b) is added:

GM1 CAT.GEN.MPA.141(b) Use of electronic flight bags (EFBs)
TACTICAL USE

The tactical use of an EFB application is considered to be related to short-term decision-making, while strategic
use is related to long-term decision-making support.

12. A new GM2 CAT.GEN.MPA.141(b) is added:

GM2 CAT.GEN.MPA.141(b) Use of electronic flight bags (EFBs)
HUMAN-MACHINE INTERFACE (HMI) FOR TYPE A EFB APPLICATIONS

An HMI assessment is not required for a type A EFB application. However, type A EFB applications should be
designed in accordance with the human factor principles in order to minimise their impacts on crew workload.

13. GM1 CAT.POL.MAB.105(e) is deleted:
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15. In Subpart A (‘General requirements’), Section 2 (‘Non-motor-powered aircraft’) is deleted.

16. In Subpart B (‘Operating procedures’), Section 2 (‘Non-motor-powered aircraft’) is deleted.

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