Minimum Operational Performance Standardsfor
Cockpit Display of Traffic Information

Final Draft Submitted to SC-186 WG-1
June 2001

Prepared by RTCA Special Committee-186



This pageisintentionally left blank



1

TABLE OF CONTENTS

PURPOSE AND SCOPE ......cc ottt ettt ree s stte et e s eesstee s stee e ste e s s teesatee s s taesseesabeeesesesaesnseesseessesensesssessnseesnsenans 1
I N N = 0 [ 1T S 1
1.2 SYSTEM OVERVIEW. . oiiitieiteeiiteecteesteesteesseesteesaseesatessseesatessaseesatessaseesstessaseeasteesnseesatessnseesaseesnseesasessseesasens 3
1.3 OPERATIONAL GOALS.....ueeiiteeiiteeeteeiiteeeteesiteesteesaseesteesaseesatessaseesateesseesstessseessseesnseesatessaseessteesnseesasessnseesases 5
1.4  ASSUMPTIONSAND LIMITATIONS ...eiteiiteeeieiteeeeeiteeesstteeeeeteeessneeeesssseeesaseeeeanseeessseeesansenesanseseesssseessnnsenesansens 5
1.5 OVERVIEW OF TEST PROCEDURES.......cccittiiiteeiitteiiteesitessiteestessiseesasessaseesstessaseesssesssessssessnsessssesssseesssessnsesssens 6
LT R V1 0= 1 =V == £ 6
LT 1= o o = 6
153  Installed EQUIPMENT TESES......ciiiiiiiieeeeieiesteste e stestesseeseesee e seestessesseeseesensessesteseessessesseeseessensessessenses 6
1.6 DEFINITION OF TERMS....ociitiiiitiecteeiiteeeteesiteesteesaseesatessseesatessseesatessseesstessseessseesnseesatessnseesasessnseesssessseesasens 7
EQUIPMENT PERFORMANCE REQUIREMENTSAND TEST PROCEDURES...........ccceiiviiieeiens 9
2.1  GENERAL REQUIREMENTS......uuttttiiiieiiiiitttiiteeesiaiissesteesssasissssstessssssissssstessssssssssssssssssssassssssssssssssssssssssessessssses 9
211 AITWOITNINESS ...ttt e e e et e e e et e e e te e s ab e e eabeesabeesaseesabeesaseesateesaseesabeeenseesabeesnneesnteas 9
2 A 1 011 0o (=0 I U o o o DO OO 9
2.1.3 Federal Communications COMMISSION RUIES ..........cccuiiiiiiiiiie ettt 9
N S e T Y o 0= 1 o] o OO 9
A T €= o = - IO 9
2.1.6 Layout and Operation Of CONIOIS. ........oiiiiieieieeeie et se et see e enas 10
2 AR O Lo | OSSR O PSR 11
S T o 1 (= ot Y o = £ SRS PSR 12
2.2 EQUIPMENT PERFORMANCE REQUIREMENTS - STANDARD CONDITIONS .....cciivtiiiieeiieiirreeieeeseessssseeesssessnnns 13
A R 1 01010 153 (o 1O B I USROS 13
2.2.1.1 BaSIC REQUITEA INPULS........eiuiiiiitiieeieieceee sttt sttt sttt e e e e e st e beeaeseeebese e e e neeseeaesbebeseeseneeneaneeeeabeseeseneanean 13
2.2.1.2 Required Inputs Associated With Optional FEALUIES............oiii et e 14
A A B 1 o b= Y = (1= S PRRR 15
P RS Y 111 o o] KSR 15
P T N © VY] oS T o TS Y 1 oo USSR 16
22212 TraffiC SYMIOL..... ottt ettt b b et e et neebeebeeee e e eenean 16
2.2.2.1.3 Selected Targel SYMDO .......co.o ittt st et e e st st st e be st e e e e eneeneebesbeseeeeeenean 17
2.2.2.2  INFOrMatioN EIEBMENES.......cciiiicie ettt ettt e e e e st e e e s te e e e s beeaeesteeseeabeeaeeseeeneeaseenseseeeneenseannnes 18
22221 D r= =T TS TSP U ST P U ORI 18
22222 [0z = 1 o Tox 24 18
22223 I = o 2N L1 0 o L= RSt 18
WA T N (1 N o SRS 19
2.2.2.2.3.2 REGHVE AIITUAE. .....c.ceceecie ettt e e e e st e e s te e e e s beeaeesteeseesaeeseesteeneeaseenseseeeneenseanenes 20
22224 VL o= R (= TR 20
22225 QI o Ko = 1] o= 1 o RSt 21
22226 (010101 = = St 21
22227 LT oTH gl S0 o TSRS 22
22228  HOMZONEl VEIOCIEY VECLOT ... ..ottt sttt sttt et b e e e s et e seeneebeebeseeseeeenean 22
22229 (DR o = Y = o =TSRSS 22
2.2.2.2.10 BEAITNG. ...ttt ittt ettt sttt sttt et ettt bt e et e £ e e ea e R e Rt R e RS eEenseaeeRe Rt eEe bt eEeaAe e eneeneereeaeeeesenenean 23
2.2.2.2.10.1 REIBIHIVE BEAMNNG -....ccveiueieeeeeeeeieieateseesiesee sttt st tesee e et eseeaeseesbeseeee e eseeaeseeabeseenseneeneenesbesbeseeeenanean 23
2.2.2.2.10.2 Off-Display Selected Target REIGtiVEe BEaING........ccceiereeereii et s 23
2.2.2.3 NUMDBEr Of TraffiC EIEMENLS ..o cie ettt st b e e e st e esbe e e e sreeneesaeeneeseeeneenneennees 24
A T O )4 11 o] K= USRS OOOPRRRRO 24
P R = 0 = S 1= (o OSSR 24

224  Menu teMS aNd MENU LOGIC. ....iiuiieiieeieieeeieee sttt ettt st se e teseesaesae e ene e e e e e seesaeenas 24

225  Digplay FUNCHONAIITY. ......ceieeiieieeeeieee ettt ettt se e bt e e e beseeseeebe et ene e e eeeseesneenas 26



2251 Display FEatUre PriOritiZatION ........ccccoieeieieerieeeeee ettt see st se e e st seesbesee s e e eneeneebesaeseeseeenean 26

2252  DiSplay OFENLALION ... .c.ciuiiieieeieeieieeee ettt st e e et ettt e e se e e eaeeseeaeseeabeseeneeneeseeseesesbeseeseneeseaneeeesbeseesaneanean 26
2253  DiSPlay UPGELE..... ..ottt ettt st e e e e st e b e e bt seesbe st e s e neeaeeaeee e besee s et eneeneeeeebeseesennennan 26
A Y S I T o [ 11 = SRS 27
2,255  SE TES ittt ettt b e be et b et et eaeeheeheeheebe st ente st eheeheebeebeseetenteaeeneeteatesrebeneeneas 27
A S Y S TS - (013 g [Tox=: o o SRS 27
2.256.1 /Ko L= g o [T o= (o) 28
2257 Quality Of Dala INGiCAIION. ......coueieeieeeei ettt e ettt sbe et et e e e e ese st seeebesee s e e eneeneeeesbeseeseneenean 28
226  Flight DECK INTEOIALION.......ciiiiteiteitieteee ettt ettt b bt seese e besbesbeeb e et ene e e ebeseesrenaas 28
A A L - 1 (Lol L= (] oo TSR PPRR 28
2.2.8  Shared/ Multi- FUNCHION DISPIAY ....voiveieiieieieeie et bbb s sne s 29
2.3 EQUIPMENT PERFORMANCE - ENVIRONMENTAL CONDITIONS.......icittttiiiieeiiiirrreriessssessssseiessssesssssssesssesssnnns 30
2.4 EQUIPMENT PERFORMANCE TEST PROCEDURES ....ccctiiiiiiiittttiieeeeiiiitiraeisssessssssssessssssssssssssssssssssssssssssesssesssnnns 34
241  Definition of Termsand ConditioNS Of TESE.......ccocvieiiieiiiecie ettt e rae e eaee e 34
242  Required TeSt EQUIPIMENT........o ettt sttt se et b saesae et ene e e eneeseesaeenas 35
2.4.3  Detailed TESE PrOCEOUIES. ........ooeiuieeeeee ettt ete et e e s tte e te e s tte e eaaeesbeeeeseeesbeeesseeesbseeeseeesseeenseeenes 36
2431 Test Setup #1 (BasiC REQUITEA INPULS).....c.oiuireieieieierie ettt se e st seesae e neseesbeseesseeenean 49
24311 A= Lo (o R = o= - | 49
24312  VerifiCation - OWN-SNiP ..c.e ettt st e et saeseesbese e e e e eseeseseeebeseease e eneeneebesaeseensaneenean 50
24.3.1.3 A= 1o 1T R I = oS 50
24.3.1.4  Verfication - TraffiC EIBMENES.....ccv ot sttt re e e ne e e e sreeneesneenne e 51
24.3.15 Verification - Numeric Readout of Relative AITITUTE ..........cocvvieeie e 51
24316  Verification - MUItifUNCLION DISPIAY .....covireeiieieiiieii ettt se e e eenean 52
24317  Verification - Display RANQE REFEIENCE ... .c.couiiiieii e e 52
2432 Test Setup #2 (INputS fOr OPtioNal FEALUIES) .......c.ciuiiieieiieiieree ettt r e see e e s 53
24321 A= Lo (o R = o= o | S 53
24322 Verification - PreSsure AIITUAE .........ooe ettt st e e e s neeaenreennens 54
24323 A= o= (o Rl D= o 1 1 55
24324  Veification - Traffic IdentifiCatioN .........cccccieieiieiiecr et eesreenne e 55
24325 A= Lo o R O (0TS N = - (= 55
24326  Verification - GrOUNG SPEE.......c.oii ittt st st e st e e e e ae st sbeebesee e e e eneeneeeesbeseenseneenean 56
24327  Verification - HOrizontal VelOCILY VECION ......c.coiiiiiieiieieeieeeeesie sttt st see e s seeeeneas 56
24.3.3  Test SEtUP #3 (LIGNEING) «.veiveieeieeieieeee ettt ettt se et esbe st e s bese e e e e eseeaeseeebeseeseneeneeneeeeebeseeseneanean 56
24331 A= Lo (o R = o= - | S 56
2434  Test SEtUP HA (OFIENEALTION) .....eiveeeeeeeeueeteete et e ee et ettt e e e e eaeesesbeseesbesee s e e eseeaesseabeseeaseneeneeneeseaaeseenseneanean 57
24341 A= Lo (o R = o= - | S 57
2435 Test Setup #5 (Target SEIECHION) .....coeiuirieiie ettt sttt sttt e e e sttt esbe e e e e e eseeneeeesbeseenseeenean 57
24351 A= Lo 1T R = o= - | S 57
24352  Verification - Off-Display Selected Target Relative Bearing...........ooeveeeirieninene e 58
2436 Test SEUPHE (VETICAl RAE) .....ccoeeeeieeiieieeeesiee e e ettt e seesesesse e st enesseneseeseneenenensenensan 58
24.36.1 Verification - General
A A = B = N o= A (S = (1) OSSR
24371 Verification - StatuS INAICALION...........ciiiiece et s e e s esreenesneeaesreennens 60
P T B TE o = Y R 0o = TSRS 60
3.0 INSTALLED EQUIPMENT PERFORMANCE......cc ittt sttt sne e st e sne e snae s sneesnne s 64
3.1 EQUIPMENT INSTALLATION ..iuviiueiiueeiteesteestesesssessseessessssesssasssssesssesssesssssnssssesssssssesssesssessssssssssesssesssesssesssssees 64
G300 S0 Vo= 1 o 11 2SS 64
3.1.2  AIFCraft ENVIFONMENT .. .ocuecicce st ee et e st sr e r e sees e e ne e eeseeseeeneeneeneeeeneeseesrenns 64
G300 I T D T o] F= VY =T o 1 TSP 64
3.1.4  DYNAMIC RESPONSE. .. .ecueiueereeeetestestessesseeseeseessessessessessesseessessessessessessessesssessessessessessessesssessensensessessesses 65
315 FalUr@ ProteCtioN.....cccviiiiiiiicic s 65
TNt ST [ 01 (= == 0L ot £ P 65
300 I A [ 4= o 1V (= A IV T ) 3 S 65
3.1.8  AIFCraft POWEN SOUIMCE ....uecueeeeiesiestisteseeteesee e s e s e ste st sse e e e e seestestesaesseeseeseene e seseesaesseeseeneesenseseessenses 65
3.2 INSTALLED EQUIPMENT PERFORMANCE REQUIREMENTS .....vviiiiiteieeetreeeeisteeeeesteeessseeesssssessssssessssnsssssassenes 65
1225 RV 1 U= B T o] F= V8 g [ Mo 14 o oSS 65

3.3 CONDITIONSOF TEST ..ttteiterueeuteeeressessestessessesseesessessessessessesseessessasesaeshesbesaeesee s ensesaeabeabesseebe e e ensenrenenrenneas 66



T N R = | = Y = = o= U L] OSSP 66

3.3.2  POWEE INUL....ceeete ettt sttt ettt e a e et e s b e e be e b e e b e e e e sae e eae e eb e e b e enbeeabeeheesheenbeenreereennas 66
3.3.3  Associated EQUIPMENE OF SYSEEITIS.......ciuiieriieieriesiestestesteeieeeeseeste st sbesees e eseeseestesaesaesbesseeneenseseseesaesnes 66
TR 1 1Y, ] ) 1017, | SRR 66
3.3.5  AduStMeNnt Of EQUIPIMENL ........ooiiiiiiietiee ettt sttt bt bt e et b b sb et ene e e ebeseesaennas 66
SN ST L= T s U ol == T o RSP PRR 66
3.4 TEST PROCEDURES FOR INSTALLED EQUIPMENT PERFORMANCE ......uvtiiiiiiiiiiiiiiiieeessesirreeieesssesssssssesssessnnns 66
341 Ground TESE PrOCEAUIES.........uvieiieeeie et ie ettt e e et e s s e e e s s etbe e s sesaa e e s sabeeesssbbesssasbasesssbseessbbeessasressssnsens 68
3411 CoNfOrMItY INSPECHION ...c..oiviieiieeieieiceie ettt ettt sttt e e e e e st et e eae st e sbese e e e e eseeaeeteabeseeaseneeneaneesesaeseesaneanean 68
o o 0] o0 1= L o (g OSSR 68
I R I 10 (< g L= (=010 Sl = .0 £ 68

4.2 Flight TESE PrOCEAUIES........coieiieieiiteite ettt ettt bbb b b et e e e se e be s besbesbe e st ene e e ebeseesrennas 68
3421 Displayed Data REa0aDITTY ........ccooieiiieeie ettt ettt se et ne e b e e e e e enean 68

I N A 10 (< g L= (=010 Sl = .0 £ 69
ACRONYMS USED IN THIS DOCUMENT ....uttttiiiieeiieiitieeiee s s sesabbestsssssssssbsssssssssssiabssssessssssssssssesssssssssssssessssssssssssssessssns 1
DEFINITION OF TERMS .. uuttiiiiiiiiiitierieeeesesitbsseesssessassbsseessssssassassssssesssassassssseasssssssbasseeasssssasbbsseessssssasbsseessesssassssrnens 1
BIBLIOGRAPHY AND REFERENCES.....cciiiiiiiittttiieeeeiiiiisteetsesssasisssssssssssasiasssssssssssssssssssssssssssssssessssssmssssssesesssssssssssses 1
SUMMARY CHARACTERISTICS OF SURVEILLANCE SOURGCES .......utttiiiiiiiiiitirriieeessssssssseesssssssssssssssssssssssssssssssssssssnes 1
CDTI| FEATURES FOR SURVEILLANCE APPLICATIONS .. .uuttitiiiiiiiiitteeieesseesiissssieessssssssssssesssssssssssssssssssssssssssssesssesssnes 1
COMMENTARY ON DISPLAY RESOLUTION, ADDRESSABILITY AND ACCURACY ....coiiitttiiiieeeieiirreee e e s s sessssseeeeesessnnns 1
GUIDANCE FOR THE USE OF COLOR ...ttvtiiiiiiiiitittiiieeeiseiastestsesssesssbssssssssssiabssssessssssasssssssssssssassssssssssssssssssssssesssssssses 1
L = I O I I =Y 1= = T 1
SUMMARY OF CDTI MOPS BALLOT COMMENTS.....uotiiiteeeeereeeeeerreeeeenveeesennens ERROR! BOOKMARK NOT DEFINED.
LISTING OF THE CONCURS/NON-CONCURS, WITH COMMENTS......coeevereeerirrenn. ERROR! BOOKMARK NOT DEFINED.

SECTION .o ERROR! BOOKMARK NOT DEFINED.



This pageisintentionally left blank



1.1

1 Pur pose and Scope

I ntroduction

The purpose of this document is to specify the Minimum Operational Performance Standards
(MOPS) for aircraft equipment associated with the Cockpit Display of Traffic Information
(CDTI). The CDTI isthe pilot interface portion of the surveillance system (see Figure 1-1). The
scope of this document is the requirements and recommendations for the CDTI (see Figure 1-2).

CDTI functions are composed of atraffic display function, associated control functions,
annunciation functions, and alert functions. The CDTI functions may be implemented in one
piece of avionics equipment or distributed throughout an integrated cockpit. It depictstraffic
information relative to own-ship. Additional information about the traffic (for example, ground
speed, distance, closure rate) may also be presented. Traffic information may be obtained from
one or more sources, e.g., automatic dependent surveillance broadcast (ADS-B), traffic
information service (T1S), and the surveillance part of the traffic alert and collision avoidance
system (TCAS). Thisinformation is processed by the airborne surveillance and separation
assurance processing (ASSAP) function and is sent to the CDTI (Figure 1-1). (ASSAP MOPSis
a companion document under devel opment.)

The CDTI traffic display function may present information on a dedicated display device or a
shared/multi-function display (MFD) device. If the CDTI display isimplemented as part of a
MFD, al of the requirementsin this document apply to the traffic presentation on the MFD.
While this MOPS specifies requirements for agraphical display of traffic on a head-down
display, it is recognized that there may be other methods of “displaying” traffic, including head-
up display, aural and text displays. However, this MOPS does not address requirements for those

types of displays.

The CDTI requirements specified in this version of the MOPS are based on the following
operational applications that are described in the Operational Concepts for CDTI Initial
Applicationg 1]:

a) Enhanced visual acquisition

b) Enhanced visual approaches

c) In-trail (or lead) climb and descent in non-radar airspace (oceanic, en route, and
remote)

d) In-trail (or lead) climb and descent to co-atitude in non-radar airspace (oceanic, en
route, and remote).



Manufacturerg/aircraft operators should consider supporting additional operational applications
and the required criticality level. Operational application reference information can be found in
RTCA DO-242, Minimum Aviation System Performance Standards for Automatic Dependent
Surveillance Broadcast (ADS-B)[2].

This version of the MOPS does not categorize CDTI equipment into different classes. Such
division may be applied in afuture version of the MOPS. It is expected that manufacturers will
design and implement equipment with many of the optional features, as well as additional
features that are not specified here.

Compliance with standards specified in this document is recommended as one means of assuring
that the equipment will perform itsintended functions satisfactorily under all conditions
encountered in routine aeronautical operations. It may be possible to perform additional
operational applications using the equipment developed from the standards specified in this
document. Any regulatory application of these standardsis the sole responsibility of the
appropriate governmental agencies.

If the equipment implementation includes a computer software package, compliance with the
guidelines contained in RTCA/DO-178B, Software Considerations in Airborne Systems and
Equipment Certification[3], is recommended.

Section 1 of this document provides information and assumptions needed to understand the
rationale for equipment characteristics and requirements stated in the remaining sections. It
describes typical applications and operational goals and establishes the basis for the standards
stated in Sections 2 through Section 3. This section contains definition of terms essentia to this
document and that may have ambiguous or multiple meanings or that are not normally used in
RTCA standards.

Section 2 contains the minimum performance standards for the equipment. These standards
specify the required performance under standard operating and environmental conditions. CDTI
capabilities and associated performance requirements are provided. Also included are
recommended bench test procedures necessary to demonstrate equipment compliance with the
minimum requirements.

Section 3 describes the performance required of the installed equipment. Tests for theinstalled
equipment are included when performance cannot be adequately determined through bench
testing.

Appendix A contains acronyms and Appendix B contains definition and description of terms.
Bibliography and references are provided in Appendix C. A summary of the characteristics of
surveillance sourcesis provided in Appendix D. Appendix E provides guidance information that
relates the CDTI features needed to support an initial set of operational applications. Thetablein
Appendix E is derived from the Applications Descriptions for Initial Cockpit Display of Traffic
Information (CDTI) Applications [1]. Appendix F provides commentary on the display
resolution, display addressability and display accuracy. Appendix G provides guidance on the
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use of color on the CDTI display. Examples of CDTI display elements are provided in Appendix
H — note that these are examples only and do not imply a preferred implementation.

System Overview

The CDTI is part of the surveillance system shown in Figure 1-1. The CDTI includes the
hardware and software elements needed to display traffic on adisplay device in the flight deck.
It receives position information of traffic and own-ship from the airborne surveillance and
separation assurance processing (ASSAP) function. The ASSAP receives information from the
surveillance sensors and own-ship sensors.

If the surveillance system receives information from multiple sources, the information from each
surveillance source is merged using a data fusion function in the ASSAP (see appendix D for
characteristics of the surveillance sources). The merged information is then processed by the
surveillance applications (assuming the information meets the quality requirements of the
application) and the output of these surveillance applicationsis passed on to the CDTI. Normally,
CDTI receives input from the ASSAP function. ASSAP may direct CDTI to receive information
from TCAS. In case of ASSAP failure, TCAS information may be presented directly on the
CDTI display instead of going through ASSAP (see Figure 1-2).

The requirements in this document pertain to the display, control, alerts, and other human-
machine interface aspects of the CDTI used by the flight crew, not to the sensor(s), or datafusion
algorithms needed if multiple sources are used. The data quality requirements may vary based on
the application and operational environment for which it isintended. A companion document,
the Airborne Surveillance and Separation Assurance (ASSAP) MOPS[15] specifies the data
fusion, processing etc. that drive the display elements specified in this document.
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1.3 Operational Goals

The operational goals of the CDTI applications are to improve the safety and efficiency of flight
operations through an enhanced surveillance capability. The long-term goal for CDTI
applications includes obtaining the user benefits of improved safety, efficiency, flexibility, and
capacity. Operational goalsfor theinitial applications include the following

NogahkrowbdE

Increase safety by improving traffic situational awareness.

Improve visual traffic acquisition.

Aid the positive identification of traffic.

Reduce the probability of loss of the visual contact.

Aid judgements of closure and encounter geometry and spacing.

Enable approach facilities to improve throughpui.

Increase access to more efficient altitudes and tracks for aircraft in oceanic/remote
airspace.

1.4  Assumptionsand Limitations

The design and operational performance requirements and guidelines presented in this document
were developed based on the following assumptions and limitations:

1

If multiple sources of surveillance data are used, an ASSAP data fusion mechanism will
provide the best information available.

The CDTI data may be presented on a standalone display dedicated to traffic information
only, or part of a shared/multi-function display.

This MOPS does not include an exhaustive or comprehensive list of shared/multi-function
display considerations or requirements.

The regquirements are focused on 2-dimensional graphical display depictions. This MOPS
does not address 3-dimensional, non-graphical, or head-up displays (HUDs).

The CDTI and associated aerting, if any, will be properly integrated with other display
functions and will not interfere with critical functions or other aerting.
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Overview of Test Procedures

The test procedures specified in this document are intended to be used as one means of
demonstrating compliance with the performance requirements. Although specific test procedures
are cited, it isrecognized that other methods may be preferred. These alternate procedures may
be used if they provide at least equivalent information. In such cases, the procedures cited herein
should be used as one criterion in evaluating the acceptability of the alternate procedures. The
order of the tests specified suggests that the equipment be subjected to a succession of tests as it
moves from design, and design qualifications, into operational use. Three types of test
procedures are specified in the following sub-sections.

Environmental Tests

Environmental tests are intended to provide a laboratory means of determining the electrical and
mechanical performance of the equipment under environmental conditions expected to be
encountered in actual operations. Environmental test requirements will be derived from
RTCA/DO-160D, Environmental Conditions and Test Procedures for Airborne Equipment[14].

Bench Tests

Bench tests provide alaboratory means of demonstrating compliance with the requirements of
Section 2.2. Test results may be used by equipment manufacturers as design guidance, for
monitoring manufacturing compliance and, in certain cases, for obtaining formal approval of
equipment design. Bench test procedures are specified in Section 2.4.

Installed Equipment Tests

Installed equipment tests are used to demonstrate functional performance in the intended
operational environment. The installed test procedures and their associated limits and
reguirements are specified in Section 3. Although bench and environmental test procedures are
not included in the installed equipment tests, their completion is normally a precondition to the
completion of the installed tests. In certain instances, however, installed equipment tests may be
used in lieu of bench test simulation of such factors as power supply characteristics, interference
from or to other equipment installed in the aircraft, etc. Installed equipment tests are normally
performed under two conditions:

1. With the aircraft on the ground and using simulated or operational system inputs.

2. With the aircraft in flight using operational system inputs appropriate to the equipment
under test.

Test results may be used to demonstrate functional performance in the intended operational
environment.
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Definition of Terms

This section contains definition of terms used in this document that may have ambiguous or
multiple meanings or that are not normally used in RTCA standards. See Appendix B for
additional definition of terms and Section 2.4.1 for terms specific to test conditions.

Shall: A mandatory requirement. An approved design must comply with every requirement,
which can be assured by inspection, test, analysis, or demonstration.

Should: A recommendation that would typically improve the equipment, but does not constitute a
requirement.

May: A permission that would likely improve the equipment, but does not constitute a
requirement.

Multi-Function Display (MFD) or shared display: A display that isused for avariety of display
functions such as presenting navigation, terrain, and traffic information. The data may be
presented as a single, integrated depiction, as layers where one data set overlays another, or the
display may be switched from one function to another such that each data set is presented alone
when it is selected.

Traffic: One or more aircraft or surface vehicle(s). (Does not include own-ship)

Traffic Display Criteria: Criteria based on range, altitude, vertical speed (climb, descent) and
possibly other parameters. Default criteria may be specified by the manufacturer and may be
modified by the flight crew.

Target: Traffic of particular interest to the crew.

Selected Target: Traffic that has become distinguishable (e.g., by being highlighted) as a result of
being selected.

Target Selection: Manual process of selecting atarget.

Note: Notesarein italic and are used for commentary and clarification of requirements and
recommendations.
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2. Equipment Performance Requirements and Test Procedures

General Requirements

While it must be determined that each requirement listed in this section has been
complied with, many of these requirements do not lend themselves to detailed test
procedures. Thus, the requirements listed in this section (2.1) may not have particular test
procedures specified in the test procedure sub-section (2.4.3).

Airworthiness

In the design and manufacture of the equipment, the manufacturer shall[1] provide for
installation so as not to impair the airworthiness of the aircraft.

Intended Function

The equipment shall[2] perform its intended functions, as defined by the manufacturer,
and its proper use shall not[3] create a hazard to other users of the National Airspace
System.

Federal Communications Commission Rules

All equipment shall[4] comply with the applicable rules of the Federa Communications
Commission.

Fire Protection

All materials used shall[5] be self-extinguishing except for small parts (such as knobs,
fasteners, seals, grommets and small electrical parts) that would not contribute
significantly to the propagation of afire.

Note: The Code of Federal Regulations 14 CFR, Part 25, Appendix F contains the
method of compliance in the United Sates.

General

1. Theoperation of CDTI equipment shall not[6] adversely affect the operation of other
equipment.
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2.

Display information management should be consistent with the following aerospace
accepted practices and aerospace recommended practices as appropriate to the
displays and installation.

a AC?25-11[18], AC 23.13114[19]

b) SAE ARP 4102/4 Flight Deck Alerting System[4]

c) SAE ARP 1874 Design Objectives for CRT Displays for Part 25 (Transport)
Aircraft[ 9]

d) AS 8034 Minimum Performance Sandard for Airborne Multipurpose
Electronic Displayd 6]

e) SAE ARP 4032 Human Engineering Considerationsin the Application of
Color to Electronic Aircraft Displayd] 7]

f) SAE ARP 4102/7, Electronic Displayd 8]

0) SAE ARP 4102, Flight Deck Panels, Controls, and Displays.[ 9]

h) SAE ARP 1093, Guidance on Legibility of Text. Numeral, Letter, and
Symbol Dimensions for Aircraft Instrument Display [ 10] .

L ayout and Operation of Controls

1.

The equipment shall[7] be designed so that controls intended for use during flight
cannot be operated in any position, combination or sequence that would result in a
condition detrimental to the operation of the aircraft or the reliability of the
equipment.

Controls shall[8] provide feedback (e.g., tactile, visual) when operated.

Controls should be resistant to inadvertent activation.

Note: A common and acceptable means of reducing the likelihood of inadvertent

operation through key design include the following:

a) Keysshould not be spaced so that sequential use is awkward or error prone.
b) Placing fences between closely spaced adjacent controls.

c¢) Concave upper surface of keys to reduce slippage.

d) Szeof control surface sufficient to provide for accurate selection.

Controls used in flight shall[9] be operable with one hand.

If a control can be used for multiple functions, the current function shall[10] be
indicated.

Controls that are normally adjusted in flight shall[11] be readily accessible to the
flight crew when the crew members are seated in normal positions for flight.

To the extent possible, controls/ input devices should be organized according to the
following principles:

10



a) Place the most frequently used controls in the most accessible |ocations.
b) Partition the controls into functional groups.

c) Collocate the controls with the associated displays.

d) Arrange the controls according to the sequence of use.

8. Control operating force should be light enough not to impede intentiona rapid
sequential use.

9. Useof two or more CDTI controls simultaneously (e.g., pushing two buttons at once)
in flight should not be required.

10. Controls that do not require adjustment during flight should not be readily accessible
to the flight crew (e.g., maintenance function).

11. Line select function keys should align with adjacent text.

12. The use of controls should not cause inadvertent activation of adjacent controls.

217. Color

Government guidelines and industry standards describing requirements and conventions
in the use of color on flight deck displays are available for reference. These include: 14
CFR 23.1322[20] and 14 CFR 25.1322[19], DOT/FAA/RD-95-1[, AC 25-11[18], AC
23.13114[19], SAE ARP 4032[ 7], and SAE ARP 4102/4[4].

1. Whenever color is used to code information, it shall[12] be used redundantly with
another means of coding information.

Note: This means that there should be some indication, other than color, about the
information that the color is meant to convey, allowing the information to also
be conveyed to a person of impaired color vision. Color-coded information
should be accompanied by another distinguishing characteristic such as shape,
location, or text. When the flight crew is required to remember what a
particular color in an item means, the information is considered coded by
color. (E.g., A selected traffic symbol can not be distinguished by color alone).

2. No more than six colors should be used for color coding on the display. See
ARPA4032[ 7] and Appendix G for color guidelines.

Note: Color standardization with existing flight deck is highly desirable. Color
diversity should be limited to as few colors as practical to ensure adequate
color contrast between symbols.

11
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10.

11

12

13

Use of additional colors for other purposes should not detract from the ability to
identify each of the colors used for coding.

Note: Color has been successfully used primarily as an aid for visual search or for
perceptual grouping of information.

If color is used to code information, the selected color set shall[13] be discriminable
(i.e., can be identified) under the normally expected ambient light conditions.

Color-coding should be consistent across all CDTI system displays and controls.
When colors are assigned a meaning, each color should have only one meaning.

Pure colors (e.g., “royal blue) should not be used when the contrast ratio between that
color and its surround islow. (e.g., low contrast ratio between blue and a black
surround - see DOT/FAA/AR-99/52[17])

Saturated red and blue should not be presented in close proximity to avoid afalse
perception of depth.

When bright highly saturated colors are used those colors should not adversely affect
other information on the display.

Red shall[14] be used only for indicating a hazard that may require immediate
corrective action.

. Amber shall[15] be used for indicating the possible need for future corrective action.

Note: The use of red and amber colorsis consistent with the accepted aviation
practice described in 14 CFR 23.1322[20] and 25.1322[19].

. Green or white should be used to indicate safe operation.
. Any other color may be used for aspects not described in items 10, 11, and 12 of this

section, providing the color differs sufficiently from the colors prescribed in items 10,
11, and 12 of this section to avoid possible confusion.

Effects of Tests

Except as specified, test procedures shall not[16] be detrimental to equipment
performance following completion of the tests.
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2.2 Equipment Perfor mance Requirements - Standard Conditions
Requirements applying to functions and features in the following sub-paragraphs apply
only to those that are required for the particular application or are used as optional
features within the application or set of applications under test.

221 Inputsto CDTI

2.2.1.1 Basic Required Inputs

Basic required inputs are expected from the ASSAP function and will also be specified in
the ASSAP MOPS document. Where ‘traffic’ is mentioned in this subsection, the
information is required for each traffic element that meets the traffic display criteria. (See
Figurel-1).

1. TheCDTI shall[17] receive an aircraft track identifier when available.

Note: Atrack identifier isa unique identifier of the traffic aircraft between ASSAP
and the CDTI.

2. The CDTI shall[18] receive the relative pressure atitude of the traffic aircraft with
reference to own-ship when available.

3. The CDTI shall[19] receive traffic position relative to own-ship when available.
4. The CDTI shall[20] receive the status of the traffic sensors and processing when
available. (For example, an ADS-B receiver faillure, TCAS receiver faillure, ASSAP

processing failure.)

5. The CDTI shall[21] receive the traffic on-ground or in-air status (i.e., whether the
traffic is on the ground or in the air), when available.

6. The CDTI shall[22] receive the quality of data (e.g., actual surveillance performance)
for each traffic element when available.

7. The CDTI shall[23] receive updates at least once a second when available.
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2.2.1.2 Required Inputs Associated with Optional Features

The following inputs are associated with optional CDTI features. When optional features
(see Section 2.2.2) are implemented, these inputs are required as appropriate. Where
‘traffic’ is mentioned in this subsection, the information is required for each traffic
element that meets the traffic display criteria. See Appendix E for recommended feature
list for each operational application.

1. The CDTI shall[24] receive the traffic ground speed when available.

2. The CDTI shall[25] receive the traffic ground track angle when available.

Note: The ground track angle will be used to point the directional traffic symbol and
also to determine the direction of the horizontal velocity vector.

3. TheCDTI shall[26] receive the traffic identification of the traffic when available.
4. The CDTI shall[27] receive the pressure altitude of the traffic aircraft when available.

5. The CDTI shall[28] receive the traffic pressure altitude correction status (corrected or
not corrected to own-ship barometric setting) when available.

6. The CDTI shall[29] receive the traffic vertical rate when available,

7. The CDTI shall[30] receive the traffic closure rate when available.

8. The CDTI shall[31] receive the traffic aircraft category when available.

9. The CDTI shall[32] receive the own-ship pressure altitude when available.

10. The CDTI shall[33] receive the ground speed of own- ship when available.

11. The CDTI shall[34] receive the ground track of own-ship when available.

12. The CDTI shall[35] receive the own-ship heading information when available.

13. The CDTI shall[36] receive the own-ship navigation reference (magnetic/true) when
available.

14. If the traffic surveillance system is capable of operating in different modes, The CDTI
shall[37] receive the mode status when available.

14
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15. The CDTI shall[38] receive the alert status when available. (Thisincludesall alerts
implemented that relate to the display of traffic information, including TIS alerts and
TCASderts.)

Note: Additional information such as own-ship in-air/on-ground status, and traffic
aircraft airspeed may also be made available to the CDTI.

Display Features

1. The CDTI shall[39] display the position of traffic relative to own-ship when the
traffic display criteria are satisfied.

2. When traffic display criteria (as defined in section 1.6) are satisfied, the following
features shall[40] be continuously displayed:

a) Own-ship symbol (see additional requirementsin subsection 2.2.2.1.1)

b) Traffic symbol (see additional requirements in subsection 2.2.2.1.2)

c) Traffic relative bearing (see additional requirementsin subsection 2.2.2.2.10)
d) Traffic relative range (see additional requirements in subsection 2.2.2.2.9.1)
e) Traffic altitude (see additional requirements in subsection 2.2.2.2.3).

Note: Items 1 and 2 above are required for all CDTI equipment. Additional features
specified in this section may be implemented on the CDTI equipment at the
manufacturer’ s option. Appendix E provides guidance that relates operational
applicationsto display features.

3. If the CDTI is designed to support an application designated in Table E-1, the CDTI
shall[41] implement, at a minimum, all features designated as required.

Note: The manufacturer must specify one or more surveillance applications listed in
Table E-1. For each supported surveillance application, every feature marked
‘required’ must be present. If optional features are implemented, they must
meet the requirements specified in this document.

4. The requirements in the corresponding sub-sections shall[42] be met for any feature
that is implemented.

Symbols

1. Each symbol should only be used for one purpose on the CDTI.

2. If symbols are used to depict elements that have standard symbology (e.g.,
navigational fixes), the CDTI should use symbols that are consistent with established
industry standards. Guidelines for electronic display symbology for navigation aids
are provided in SAE ARP 5289.
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3. Symbols shall[43] be discriminable from a distance of 30 inches under all anticipated
lighting conditions.

2.2.2.1.1 Own-Ship Symbol
1. Thetraffic display shall[44] have a symbol representing the location of the own-ship.
2. Theown-ship symbol shall[45] be directional (e.g., not acircle or square).
Note: The directionality may be based on heading or track.
3. The own-ship symbol shall[46] be distinctive from all other symbology.
4. If the CDTI supports more than one own-ship symbol directional reference (e.g.,

heading vs. track), then the current own-ship symbol reference shall[47] be indicated.

2.2.2.1.2 Traffic Symbol

1. The CDTI shall[48] display a traffic symbol for each traffic report received from
ASSAP that meet the traffic display criteria.

Note: It is assumed that ASSAP normally provides a single traffic report for each
aircraft, based on data from multiple surveillance sources. When multiple
traffic reports are received they are assumed to be from different aircraft.

2. The CDTI shall[49] position each traffic symbol at a location representing its relative
range and bearing with respect to own-ship.

3. Thetraffic symbol should indicate specific directionality (e.g., chevron) if the
accuracy of the directionality (ground track angle) can be determined within 5
degrees.

4. Thetraffic symbol shall not [50] imply specific directionality (i.e., no sharply pointed
target symbols like the chevron are to be used) if the accuracy of the directionality
(ground track angle) cannot be determined within 5 degrees.

Note: The directionality is based on the ground track angle, not necessarily the
heading of the aircraft. Thisisimportant for monitoring traffic such as
helicopters that can fly backwards.

5. All traffic symbols shall[51] be positioned on the display in their appropriate location
representative of their actual range.
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6. Thetraffic relative range shall[52] be displayed with a minimum resolution of 3% of
the presently active full scale range.

2.2.2.1.2.1 Recommendationsfor TCAS Symbology Integration

None of the following recommendations affect the TCAS functionality. This subsection
provides recommendations, and not requirements, for traffic symbology as shown on the
CDTI. It does not affect the TCAS aural alerts and resolution advisory guidance.

1. When TCAS surveillance information exists with no other correlating data, the
symbology displayed may be the TCAS symbology.

2. When other surveillance information exists without TCAS surveillance information,
the symbology displayed may be the symbology appropriate for the quality of the
surveillance information determining the traffic position.

3. When other surveillance information is correlated with TCAS, the symbol ogy
displayed may be symbology appropriate for the quality of the surveillance
information determining the traffic position.

4. When other surveillance information is correlated with TCAS and a TCAS dlertisin
effect, the symbology displayed may be symbology appropriate for the quality of the
surveillance information determining the traffic position with the color required by
the TCAS MOPS. It may be appropriate to use the most accurate surveillance
information (possibly not TCAS) to position the traffic symbol.

2.2.2.1.3 Selected Target Symbol

There shall[53] be some means of distinguishing the selected target from other traffic.

When atarget is selected, additional information on that target may be displayed in adata
block or a datatag.

Note: Color has been successfully used primarily as an aid for visual search or for
perceptual grouping. The use of color-coding has been found to reduce search
times in densely populated displays when compared with performances obtained
using size, shape, or brightness coding. SAE ARP 4102/4[ 4] and DOT/FAA/AR-
99/52[ 17] provide display guidelines for color, size and brightness of symbols.

17
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I nformation Elements

Data Tags

Data tags show information about the traffic, are located in proximity with the traffic
symbol, and move with it. The data tags may contain additional information such as
traffic identification.

1. Thedatatag shall[54] be associated with its traffic symbol.

Note: The association may be achieved by color, for example, shared by the traffic
symbol and the data tag.

2. If adatatagisdisplayed, it should include the traffic altitude.

Data Blocks

Data blocks show additional information (e.g., aircraft category) about the target and are
placed at afixed location on the display irrespective of the location of the target.

If data blocks are displayed, a means shall[55] be provided to associate the data block
with the traffic symbol.

Note: The association may be achieved by color, for example, shared by the traffic
symbol and the data block.

Traffic Altitude

Traffic altitude may be displayed either as relative or as actual altitude.
1. Altitude values shall[56] be displayed for airborne traffic.

2. For traffic determined to be on the ground, an indication the traffic is on the ground
shall[57] be provided.

3. Altitudesfor traffic smultaneously displayed shall[58] be consistent, all altitudes
being displayed either in actual or relative terms.

4. The CDTI shall[59] be capable of displaying relative altitude.
5. Thedisplay shall[60] indicate whether actual or relative altitude is displayed.

6. Inaddition to altitude value, the display shall[61] indicate whether traffic is above or
below own-ship.
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Note: One method of indicating whether traffic is above or below own-ship isto
show the traffic altitude value above or below the traffic symbol.

If the traffic atitude is not available, the altitude information shall not[62] be
displayed.

If the traffic atitude is not available, an indication that it is not available should be
displayed (e.g., NO ALT in the datatag).

The CDTI should be capable of displaying traffic within a minimum of + 9900 feet
of own-ship.

Note: Normally, the crews are interested in traffic within a smaller altitude band.
But it is necessary under some circumstances for the crew to see traffic at
much higher/lower altitudes (e.g., while climbing/descending).

A capability to select an altitude band within which to display traffic should be
provided to the flight crew.

The selected atitude band shall[63] be continuously displayed, if crew selected.

The traffic altitude value shall[64 ] be displayed with aresolution of 100 feet or
better.

The CDTI should provide the capahility to display to the flight crew the own-ship
altitude and position being broadcast.

Note 1: It has been noted in some TCASimplementations, when the other aircraft is
at co-altitude, the display of the altitude data jumps above and below the
aircraft symbol for the other aircraft due to very small altitude changes. This
is a nuisance problem and should be corrected in the CDTI design.

Note 2: Altitude derived from GNSS if available, may be displayed on the CDTI for
the pilot. (e.g., to cross check the barometric altitude.)

Actual Altitude

Actual dtitudeisthe displayed dtitude for traffic (when the actual atitude modeis
selected) that is corrected for the local barometric pressure setting of the own-ship. Actual
altitude may be uncorrected (i.e., pressure dtitude) if the local barometric pressure setting of
the own-ship isunavailable.

1.

To display the actual altitude, the pressure altitude should be corrected for the local
barometric pressure using the same correction used by the flight crew of own-ship.

An indication should be provided on the CDTI whether it is displaying the corrected
or uncorrected value.

If the pressure atitude is not corrected for the local barometric pressure used by the
crew of own-ship, the display of the actual altitude shall[65] be limited to a maximum
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of 30 secondsif the own-ship is below 18,000 feet (transition altitude, if it is
available, may be used instead of the 18,000 feet) before it automatically revertsto the
relative atitude.

When the display of the actual altitude is selected, an indication that the displayed
atitudeis actua altitude shall[66] be shown on the traffic display.

If implemented, the actual altitude shall[67] be displayed asa 3-digit number
representing hundreds of feet, MSL. For example, 007 represents 700 feet MSL and
250 represents 25,000 feet MSL.

Note: Actual altitude may be positioned above or below the traffic symbol in a manner
consistent with the relative altitude.

Relative Altitude

Relative dtitude is the difference between own-ship and traffic altitude, which is
calculated using the pressure altitude of both aircraft. The relative altitude shown for
traffic is positive when the traffic is higher than own-ship and negative when traffic is
lower than own-ship. If a numeric readout is used:

1.

Therelative altitude shall[68] consist of at least two digits indicating the altitude
difference in hundreds of feet.

For traffic above own-ship, the altitude value in the data tag shall[69] be preceded by
a“+” sign and be placed above the traffic symbol.

For traffic below own-ship, the altitude value in the data tag shall[ 70] be preceded by
a“-" sign and be placed below the traffic symbol.

Note: The* +” or “-* character may be emphasized (e.g., by using a dlightly
larger character set than that used for digits).

The datatag for co-altitude traffic (traffic at the same altitude as the own-ship)
shall[71]be displayed as the digits “00".
Note: The® +” or “-* tag may be retained with the “ 00" indication to denote that
the systemisin the relative altitude mode.

The“00” characters should be placed above the traffic symbol if the traffic is closing
from above; below the symbol if the traffic is closing from below.

If traffic is at co-altitude with own-ship and traffic is not climbing or descending at a
rate greater than or equal to 500 fpm, the co-altitude “00” symbol should be placed
below the traffic symbol.

2.2.2.2.4 Vertical Rate

The vertical rate indication shows that the traffic is climbing or descending at arate faster
than a specified threshold.
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A climb or descent with avertical velocity greater than or equal to 500 fpm, shall[72] be
indicated (e.g., indicated using a up or down arrow, as appropriate).

Note: TCASuses 500 fpm limit for thisindication; therefore, thislimit has been
maintained for consistency.

Traffic |dentification

Traffic identification may also be referred to as flight identification or flight ID. The
traffic identification may be, but is not necessarily, the aircraft flight number or the tail
number.

Note: Traffic identification may not be available for all traffic.

1. Thetraffic identification information shall[73] be capable of displaying the ICAO
standard for aircraft identification that is a maximum of eight alphanumeric
characters.

2. Thetraffic identification information shall[74] be associated with the aircraft symbol.

Note: The traffic identification may be displayed as part of a data tag and/or a data
block.

Closure Rate
1. When closure rateis displayed, it shall[75] be displayed either graphically or
alphanumerically.

2. A positive closure rate (i.e. traffic is getting closer) shall[76] be distinguishable from
anegative closure rate (i.e. traffic is getting farther away).

3. Closurerate information shall[77] be distinguishable from other information.

Note: Snce the closure rate and relative altitude have positive and negative values
they may be confused with each other if provisions are not made to distinguish
between them.

4. If numerical closurerate is displayed as knots the unit of measure is not required to be
displayed. If aternative units (i.e., anything other than knots) are used, unit of
measure shall[78] be displayed

5. If an aphanumeric closure rate is displayed, the CDTI shall[79] be capable of
displaying it with a minimum resolution of 1 knot or equivalent.

6. If ahorizontal only (2-Dimensional) and a horizontal and vertical (3-Dimensional)
display of closure rate is available, the selected method shall[80] be displayed to the
pilot.
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7. Thetraffic display should be capable of displaying closure rates up to at least 99 knots

8. Anindication should be displayed when the maximum closure rate display capability

of the CDTI is exceeded.

2.2.2.2.7 Ground Speed

1.

Thetraffic display should be capable of displaying ground speeds up to at least 999
knots.

Anindication shall[81] be displayed if ground speed exceeds the indicator limit.

3. Ground speed shall[82] be distinguishable from other information.

If numerical ground speed is displayed as knots the unit of measure is not required to
be displayed. If aternative units (i.e., anything other than knots) are used, unit of
measure shall[83] be displayed.

If numerical ground speed is displayed, it shall[84] be displayed with a minimum
resolution of 1 knot.

2.2.2.2.8 Horizontal Velocity Vector

Horizontal velocity vector is the magnitude and direction of horizontal velocity.

1
2.

Traffic horizontal velocity vector information should be depicted graphically.

If the horizontal velocity vector is depicted in terms of time, the prediction time
should remain the same regardless of the selected display range.

If the horizontal velocity vector is displayed for traffic, it should aso be displayed for
own-ship.

When horizontal velocity vector is displayed, units of measurement shall[85] be the
same between all displayed traffic and own-ship.

The units of the horizontal velocity vector should be displayed.

2.2.2.2.9 Display Range

1.

The display shall[86] be adjustable to 10 nm or less in the direction of own-ship
travel as measured from the own-ship position to the edge of the viewable screen.

Note: For future applications, a shorter range may be required.
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2. Thedisplay shall[87] be adjustable to arange of 40 nm or greater in the direction of
own-ship travel as measured from the own-ship position to the edge of the viewable
screen.

3. The selected display range shall[88] be indicated on the traffic display.
4. The capability shall[89] exist to adjust (i.e., increase and decrease) the display range.

5. If graphical range references are used, range rings or other range markings at specified
radii shall[90] be provided from the own-ship symbol.

6. If traffic information is shown on a shared display that does not provide arange
reference, the range reference should be provided when the CDTI information is
selected.

7. Thesurveillance display range shall[91] be capable of depicting traffic at least 90 nm
in any direction from the own-ship.

2.2.2.2.10 Bearing

2.2.2.2.10.1 Relative Bearing

1. TheCDTI shall[92] position each traffic symbol at alocation representing its relative
bearing with respect to own-ship heading or own-ship track angle (see “Display
Orientation,” section 2.2.5.2 below.)

2. Thetraffic relative bearing placement accuracy

a) shall[93] be equal to or better than 9 degrees at 1/3 distance from own-ship to the
edge of the display.

b) shall[94] be equal to or better than 3 degrees at the edge of the display from own
ship.

c) shall[95] be 15 degrees or better at the edge of the display from own ship (and the
equivalent at 1/3 distance from own-ship to the edge of the display) if the display
isintended only for enhanced visual acquisition of traffic.

2.2.2.2.10.2 Off-Display Selected Target Relative Bearing

1. If the selected target is outside of the currently selected display range, an indicator
shall[96] indicate the relative bearing to the selected target.

Note: The selected target could be outside the selected display range if atarget is
selected and then the display scale is changed.
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2. The relative bearing resolution requirements from section 2.2.2.2.10.1 shall[97] apply
to the off-display selected target relative bearing.

2.2.2.3 Number of Traffic Elements

2.2.3

2231
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1. TheCDTI shall[98] be capable of displaying at |east 8 traffic elements.
Note: A traffic element isan aircraft or a surface vehicle.

Note: It isassumed the traffic elements meet the traffic display criteria. In certain
situations, for example, on approach to an airport, there may be several (more
than 8) aircraft on the ground, but the CDTI should be able to display relevant
traffic inthe air. The manufacturer is cautioned to have the capability to display
many mor e targets in such situations. Note TCAS also requires the same minimum
capability.

2. The CDTI should be capable of displaying all traffic that meets the traffic display
criteria

Controls

1. A meansshall[99] be provided to adjust the brightness of the display to enable pilots
to use the display in all anticipated flight deck illumination conditions.

2. The positions of switches or knobs shall[100] be readily discernible by visual
inspection.

3. Featuresthat are used most often should have dedicated or easily accessed controls.

Target Selector

The flight crew shall[101] be able to select atarget within the currently selected traffic
display criteria.

Note: Additional information about a selected target (e.g., numeric range value) may be
presented in a data block.

Menu Itemsand Menu Logic

1. Menus should be shallow in depth (i.e., few levels) and narrow in breadth (i.e., few
items per menu).
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2. When adesign choice has to be made between depth and breadth, breadth should be
preferred over depth.

3. The pilot should not be required to traverse more than three levelsin any menu
structure, and no more than two levels for frequently performed tasks.

4. Menus should be easily navigable. Prompts and menu options should indicate the
action to be executed.

Note: Thiscan, in part, be accomplished by using familiar, concise, and consistent
terminology.

5. Menu options should be positioned toward the top of the menu in proportion to their
frequency of use.

6. Menu organization should support specific pilot tasks.

7. Anoption that is not operationally relevant to the pilot (e.g., a maintenance function)
shall not[102] be included in the pilot’s menu choices.

8. An option that is temporarily unavailable should provide an indication that it is
unavailable.

9. When hierarchic menus are used, jumps should be allowed that enable movement to a
previous and main menu.

10. Only one action should be required to return to the next higher level.

11. Only one action should be required to return to the menu at the top level.
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225 Display Functionality

2.25.1 Display FeaturePrioritization

1. Incasethetraffic symbol and the own-ship symbol overlap,

a) The own-ship symbol aswell as the traffic symbol shall[103]be displayed (either
in full or in part) and
b) Anindication of which aircraft is above and which aircraft is below shall[104] be

displayed.

2. Theorder of display precedence (in case the symbols overlap) should be (higher
priority listed first)

a) Own-ship symbol (and associated velocity vectors, if available)

b) Traffic alert symbology

c) Selected target symbol and associated text (e.g., traffic identification)
d) Selected target horizontal velocity vector

e) Traffic symbol and associated text data (e.g., traffic identification)

f) Traffic symbol horizontal velocity vector

2.25.2 Display Orientation

If the pilot has the ability to switch between more than one display orientations (e.g.,
track up vs. heading up) the selected display orientation shall[105] be indicated.

2.25.3 Display Update

1. TheCDTI shall[106] update the display of traffic at least once a second.

Note 1: The input data to the CDTI is updated at once a second (see section 2.2.1.1
on input).

Note 2: A higher update rate is recommended when own-ship is turning.

2. Trafficinformation shall not [107] be displayed if the most recent CDTI input dataiis
more than 3-seconds old.

3. Theinformation presented on the display should be visually persistent without fading
and flickering under expected lighting conditions.

26



2.25.4 De-clutter

1.

The capability shall[108] be provided for removing all optional CDTI information
(e.g., arcraft identification and horizontal velocity vector) from the display and
returning to the basic traffic display features as defined in Section 2.2.2(2).

The optional information should be removable by a single action in order to declutter
the display areafor presentation of the minimum traffic information specified in
Section 2.2.2(2).

Symbology indicating aerts shall[109] be protected from removal by the de-clutter
function.

2255 Sdf Test

1.
2.

The capability shall[110] be provided for a self-test of the CDTI.

The system should detect and communicate failuresin its operation to the flight crew
during the self test.

2256 StatuslIndication

1.

2.

The equipment shall[111] indicate:

a) The absence of power (e.g., blank display).

b) Inadequate or invalid surveillance data that would cause unacceptable traffic
information display.

¢) Inadequate or invalid own-ship data that would cause unacceptable traffic
information display.

The system status shall[112] be provided at al times, indicating one of the following
system states:

a) Enabled and functioning normally (e.g., On with no failures annunciated)

b) Off (e.g., blank display)

c) Failed (partial or complete)

d) Enabled and functioning in an off-normal state (e.g., with only partial data
available, with reduced accuracy, or with a reduced detection range)

e) Test (eg., self-test, built-in test)
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2.256.1

2.25.7

2.2.6

Note: Satus and failure conditions may be dependent on a particular application needs
and/or the implementation of the traffic display. Additionally, other system
verification information such as own-ship altitude and position may be displayed
to allow validation of other information sources.

3. Thecolor of the annunciations should conform to recommendationsin SAE ARP
4102/4[4] reference Jinformation (level 0) or advisory (level 1) annunciation, as
appropriate. The color of the level 1 annunciation should be amber or yellow. All
status and failure annunciations should be consistent with any other annunciations
provided by the display on which they are shown and should have only one meaning
for all available display modes.

Mode I ndication

1. If the system has the ability to operate in different modes, the current mode shall[113]
be continuously indicated.

2. All automated mode changes shall[114] be communicated to the flight crew.

Quality of Data Indication

The CDTI shall[115] be capable of displaying an indication of the quality of data.

Flight Deck Integration

The CDTI system should be consistent with the rest of the flight deck in terms of color,
standardization, automation, symbology, interaction techniques and operating philosophy
Reference AC 25-11[18] and AC 23.1311[19].

2.2.7 Traffic Alerting

Traffic alerting (generic term) is a mechanism that attracts the attention of the pilot to a
traffic situation. Implementation of aerting is recommended and should be considered by
the manufacturer. Though alerting is not required for the surveillance operational
applications on which many of the MOPS requirements are based, it is considered
beneficial based oninitial operational evaluations. This subsection provides requirements
and guidance that apply if alerting isimplemented. (Also see notes under the section on
2.2.2.1.2 - Traffic Symbol).

Alerting may be implemented in avariety of ways (e.g., aural, visua, tactile). Alerting
should be integrated with a spatial presentation of the traffic. For example, with aplan
view CDTI format, the specific aircraft involved in generating the alert may be
highlighted and the projected point of closest approach may also be highlighted. In
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2.2.8

addition, the alerting may also be displayed on a separate section of a CDTI outside of the
area dedicated for traffic information.

Note: The requirementsin this subsection apply only if the CDTI presents alerts.
1. CDTI derting should not interfere with other alerting systems.
2. Alerts should be consistent with the flight deck alerting system and philosophy.

3. For those flight decks that utilize an integrated alerting system, the CDTI should be
integrated into that system.

4. When aerts are enabled, they shall[116] be annunciated without flight crew action.

5. If dlertsare disabled by the pilot, the system alert status shall[117] indicate that alerts
are disabled.

6. CDTI aerts should be consistent with, and capable of being integrated into the flight
deck aerting system, giving proper priority to alerts with regard to safety of flight.

7. Non-critical alerts shall[118] be inhibited during critical phases of flight (e.g., take-
off and landing).

8. Aura alertsshall[119] be audible in all expected flight deck ambient noise
conditions.

9. Voice aerts shall[120] be announced in a high fidelity, distinguishable voice.

10. Symbology or text indicating an aert should be redundantly coded by at |east two
different coding parameters (e.g., color, size, shape, location).

11. The color of the annunciations should conform to recommendationsin SAE ARP
4102/4[4] reference Jinformation (level 0) or advisory (level 1) annunciation, as

appropriate

Note: Automatic volume adjustment for ambient conditionsis highly recommended. The
TCASMOPY 12] recommends that the volume level of the automatic adjustment
provide a range of 0 to 4 watts RMSat 1000 Hz into 8 ohms for a speaker output
and the automatic adjustment provide a range of 0 to 40 milliwatts at 1000 Hz into
a 600 ohm audio distribution system.

Shared/ Multi- Function Display
Multi-Function Display isadisplay that is used for avariety of display functions such as

presenting navigation, terrain, and traffic information. The data may be presented as a
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2.3

single, integrated depiction, or the display may be switched from one function to another
such that each function is presented alone when it is selected.

The standards below are not an exhaustive or comprehensive list of requirements and
guidelines for shared or multi-function displays (MFD). Additional information can be
found in ARP 5364[16].

1.

If information is integrated with the traffic information on the display, the directional
orientation and the range should be consistent among the different information sets.

Note: For example, heading-up oriented data should not be displayed simultaneously
with track-up oriented data. One should be converted prior to display. If an
MFD isdisplaying traffic and weather radar information, the design should not
allow the range-scal e of the weather data displayed to be different fromthe
range-scale of the traffic data that is simultaneously displayed.

Where information on the shared display isinconsistent, the inconsistency shall[121]
be obvious or annunciated.

Symbols should be consistent across all the shared multiple functions.

The MFD system should provide the capability to enable and disable display of traffic
information.

If there are separate range controls for different functions (e.g., weather radar and
traffic), one control should affect the range setting for all currently displayed
functions,

A mechanism should be provided to select the traffic only mode of operation.

Note: Thisrequirement isintended to prevent the problem with MFDs that
weather/terrain display colorsinterfere with traffic colors (particularly red
and yellow) —it is not easy to distinguish the traffic without taking the weather
information off the display. The MFD colors should not block out traffic
information[ 16] .

Equipment Performance - Environmental Conditions

Unless otherwise specified, the test procedures applicable to a determination of
eguipment performance under environmental test conditions are set forth in RTCA
Document DO-160D, Environmental Conditions and Test Procedures for Airborne
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Equipment. General information on the use of RTCA DO-160D is contained in Sections
1.0 through 3.0 of that document.

Table 2-1 indicates the CDTI MOPS requirements that shall be satisfied under the
environmental test conditions specified in RTCA DO-160D. A “Y” inthelast column of
the row associated with the environmental conditions labeled “4.5.1 Low Operating
Temperature Test” through “25.0 Electrostatic Discharge” identifiesthe CDTI
requirements that shall be met while the equipment is subjected to those test conditions.
An*“QO” meansthistest isoptional, but shall be conducted if the equipment is expected to
encounter such conditionsin normal operational use or if the manufacturer wishes to
qualify the equipment for these additional environmental conditions. Intable 2-1, the
columns on “ Equipment operating during test?’ and “Comments’ do not contain
requirements and may contain notes and paraphrased information from DO-160D.

The environmental tests specified in Table 2-1 and described in DO-160D are intended to
provide alaboratory means of determining the overall performance characteristics of the
equipment under conditions representative of those that may be encountered in actual
aeronautic operations. Not all of the requirementsin section 2.2 are required to be tested
to the conditions contained in RTCA DO-160D. The primary hardware elements of a
CDTI are display hardware, control hardware, processor hardware and interfaces. The
manufacturer may write one comprehensive test procedure for demonstrating compliance
with this section, that tests the most features and perform that test procedure for all cases
in this section when equipment functionality is required to be demonstrated during/after
thetest. That test procedure shall include display of the own-ship symboal, at least two
other traffic symbols positioned at the correct range and bearing from own ship, altitudes
for al the traffic (relative or pressure) shown, display brightness control functionality,
target selection functionality (if implemented) and at least one function from each control
panel implemented (i.e., if there is more than one control panel, they should all be
exercised). If switches are implemented separate from control panels, they shall be
exercised. If the CDTI is capable of receiving input from more than one source, al the
source interfaces shall be exercised. All outputs driving lights/alerts shall also be
exercised. The software used during the tests in this subsection may be test software
(i.e., it does not have to be production quality software).

Table2-1. Environmental Tests

Equipment Comments | Y =Required
operating during Minimum.
DO-160D Section test? (Input can O = Optional (may be
be simulated) required under some
circumstances)

4.5.1 Ground surviva Low Temp and Y Y

Operating Low Temp

4.5.2 Ground survival high temp and Y Y

short time operating high temp
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4.5.3 Operating high temp Y Y
4.5.4 Inflight loss of cooling Y ©)
4.6.1 Altitude/Pressure Y Y
4.6.2 Decompression Y ©)
4.6.3 Overpressure N @)
5 Temp variation Y Can be Y

combined

with testsin 4
6. Humidity N Y
7.2 Operationa Shock Y Static testing Y

is sufficient

in this case
7.3 Crash safety N No need for Y

equipment to

function after

crash safety

test
8.2.1.1 Standard Vibration Test Y Must operate Y

during and

after test
8.2.1.2 High Level Short Duration Y Must operate @]
Vibration Test during and

after test
8.2.1.3 Robust vibration test Y Must operate @]

during and

after test
9.2 Explosion proof N (smulated @]

operation)
10 Waterproofness Y @]
(drip, spray, steam)
11 Fuid Susceptibility N (but O
(spray, immersion) mechanically
and electricaly
connected)

12 Sand and Dust N )
13 Fungus Resistance N ©)
14 Salt Spray N ©)
15 Magnetic Effect Y Y
16 Power Input (several tests) Y Y
17 Voltage Spike Y Y
18 Audio Freq. Conducted Y Y
Susceptibility — Power Inputs
19. Induced Signal Susceptibility Y Y
20 Radio Frequency Susceptibility Y Y
(radiated and conducted)
21 Emission of Radio Fregquency Y Y
Energy
22 Lightning Induced Transient Y Y

Susceptibility
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23 Lightning Direct Effects

24. 1cing

25 ElectroStatic Discharge

<|<|z

<|0|0
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2.4

241

Equipment Performance Test Procedures

Definition of Terms and Conditions of Test

The following are definitions of terms and the conditions under which the tests described
in this subsection should be conducted.

a. Power Input Voltage — Unless otherwise specified, all tests shall be conducted with
the power input voltage adjusted to design voltage +2%. Theinput voltage shall be
measured at the input terminals of the equipment under test.

b. Power Input Freguency

1. Inthe case of equipment designed for operation from an AC power source of
essentially constant frequency (e.g., 400 Hz), the input frequency shall be adjusted
to design frequency +2%.

2. Inthe case of equipment designed for operation from an AC power source of
variable frequency (e.g., 300 to 1,000 Hz), unless otherwise specified, tests shall
be conducted with the input frequency adjusted to within +5% of a selected
frequency and within the range for which the equipment is designed.

c. Adjustment of Equipment — The circuits of the equipment under test shall be properly
aligned and otherwise adjusted in accordance with the manufacturer’ s recommended
practices prior to application of the specified tests.

d. Test Equipment — All equipment used in the performance of the tests should be
identified by make, model and serial number where appropriate, and its latest calibration
date. When appropriate, all test equipment calibration standards should be traceable to
national and/or international standards.

e. Test Instrument Precautions — Due precautions shall be taken during tests to prevent
the introduction of errors resulting from the connection of voltmeters, oscilloscopes and
other test instruments across the input and output impedances of the equipment under
test.

f.  Ambient Conditions — Unless otherwise specified, all tests shall be conducted under
the following ambient conditions:

1. Temperature: +15to +35 degrees C (+59 to +95 degrees F).
2. Relative Humidity: Not greater than 85%.

3. Ambient Pressure: 84 to 107 kPa (equivalent to +5,000 to -1,500 ft) (+1,525 to -
460 m)
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When tests are conducted at ambient conditions that differ from the above values,
alowances shall be made and the differences recorded.

g. Connected Loads — Unless otherwise specified, all tests shall be performed with the
eguipment connected to loads having the impedance values for which it is designed.

h. Warm-up — Unless otherwise specified, all tests shall be conducted after the
manufacturers specified warm-up period.

i. Test Methods

1. Analysis—Anaysisisthe method of verification which consists of comparing
hardware or software design with known scientific and technical principles,
technical data, or procedures and practices to validate that the proposed design will
meet the specified functional or performance requirements.

2. Demonstration — Demonstration is the method of verification where qualitative
versus quantitative validation of arequirement is made during a dynamic test of the
equipment. In general, software functiona requirements are validated by
demonstration since the functionality must be observed through some secondary
media.

3. Inspection — Inspection is the method of verification to determine compliance with
specification requirements and consists primarily of visual observations or
mechanical measurements of the equipment, physical location, or technical
examination of engineering support documentation.

4. Test—Test isthe method of verification that will measure equipment performance
under specific configuration load conditions and after the controlled application of
known stimuli. Quantitative values are measured, compared against previous
predicated success criteria and then evaluated to determine the degree of
compliance.

Required Test Equipment

Figure 2-1 provides a functional diagram of the test setup. The manufacturer is
responsible for defining the types of instrumentation to be used to collect any quantitative
datarequired to demonstrate compliance with the requirements.
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24.3

Display Hardware

——P (Including Alert
Annunciations, if any)

Processor
Hardware

Control Hardware
< for Pilot Interface

Simulator)

Figure 2-1. Functional Test Setup

Detailed Test Procedures

Thetest procedures set forth in the following subparagraphs constitute a satisfactory
method of verifying the proper implementation of the CDTI requirements. Although
specific test procedures are cited, it is recognized that other methods may be preferred.
Such alternate methods may be used if the manufacturer can show that they provide at
least equivalent information. Therefore, the procedures cited herein should be used as
one criterion in evaluating the acceptability of the alternate procedures.

Table 2-2 provides a matrix for cross-referencing the requirements with the applicable
test step/s. It isrecognized that not al requirements contained in Section 2.2 will be
applicable to each CDTI implementation. The CDTI manufacturer, shall in conjunction
with the appropriate certification authority, determine which tests must be performed for
any CDTI implementation. Inimplementations having different pilot selectable display
modes, the detailed test procedures that are appropriate for each available mode shall be
completed.

These tests do not require the presence of an airborne surveillance and separation
assurance processing (ASSAP). If an ASSAP isnot present, the manufacturer is
responsible for defining a set of test drivers which are consistent with the type of interface
(i.e., hardware and software protocols) designed into the item under test.

The display drivers and data collection equipment used in these tests should be approved
by the appropriate certification authority or a person designated by the certification
authority for such approvals (e.g., Designated Engineering Representative or other
authorized person), prior to the initiation of these tests. Separate drivers may be used for
different display implementations and to compl ete the testing defined for controls.

Thetest procedures for the optional CDTI features apply only if a particular feature being
tested isimplemented. In Table 2-2, “/” isused to denote OR (one of these methods is
sufficient to show compliance) and “+” is used to denote AND (all methods are required
to show compliance).
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TABLE 2-2. Test Cross-Reference Matrix

Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)
2.1 General Requirements

1 211 I Installation of the equipment does not impair
the airworthiness of the aircraft.

2. 212 A Successful completion of all applicable
reguirements.

3. 212 A The proper use of the equipment does not
create a hazard to other users of the National
Airspace System.

4, 213 A Equipment complies with applicable rules of
the FCC.

5. 214 A/l (+D if All materials used, excluding small parts that

required) would not contribute significantly to the
propagation of afire, are self-extinguishing.

6. 2.1.5(1) D The equipment does not adversely affect the
operation of other equipment.

7. 2.1.6(1) D Controls intended for use during flight cannot
be operated in any position, combination or
sequence that would result in a condition
detrimental to the operation of the aircraft or
the reliability of the equipment.

8. 2.1.6(2) I Controls provide feedback when operated.

9. 2.1.6(4) I Controls are operable with one hand.

10. 2.1.6(5) D The current function is indicated.

11. 2.1.6(6) I Controls that are normally adjusted in flight
are readily accessible to the flight crew.

12. 2.1.7(2) I 1 Color coded information is used redundantly
with another means of coding information.
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)

13. 2.1.7(4) I 42 The selected color set is discriminable under
the full range of normally expected ambient
light conditions.

14. 2.1.7(10) D Red is used only for indicating a hazard that
may require immediate corrective action.

15. 21.7(11) D Amber is used to indicate the possible need for
future corrective action.

16. 218 D The application of specified test proceduresis
not detrimental to the equipment performance
following the application of these tests.

2.2.1 Inputsto CDTI
2.2.1.1 Basic Required Inputs

17. 2.2.1.1(2) D An aircraft track identifier isinput to the
CDTI.

18. 2.2.1.1(2) 2.4.3.1.1(6) D The relative pressure altitude of the traffic
aircraft in input to the CDTI.

19. 2.2.1.1(3) 2.4.3.1.1(7) D The traffic position relative to own-ship is
input to the CDTI.

20. 2.2.1.1(4) D The status of the traffic sensor and processing
isinput to the CDTI.

21. 2.2.1.1(5) 2.4.3.1.1(8) D The traffic aircraft on-ground or in-air statusis
input to the CDTI.

22. 2.2.1.1(6) D The quality of datafor each traffic element is
input to the CDTI.

23. 2.2.1.1(7) 24.3.1.1(4) D Theinput to the CDTI isupdated at |east once
a second.

2.2.1.2 Optional Required Inputs
24, 2.2.1.2(1) 24.3.2.1(1) D The traffic ground speed is input to the CDTI.
25, 2.2.1.2(2) 2.4.3.2.1(2) D The traffic ground track angle isinput to the
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)
CDTI.

26. 2.2.1.2(3) 24.3.2.1(3) D The traffic identification of the traffic aircraft
isinput to the CDTI.

27. 2.2.1.2(4) 24.32.1(4) D The pressure atitude of the traffic aircraft is
input to the CDTI.

28. 2.2.1.2(5) 24.3.2.1(5) D The traffic altitude status of whether it is
corrected or not corrected to local barometric
correction setting on own-ship is input to the
CDTI.

29. 2.2.1.2(6) 2.4.3.2.1(6) D The traffic vertical rateis input to the CDTI.

30. 2.2.1.2(7) 2.4.3.2.1(7) D The traffic closure rate isinput to the CDTI.

31. 2.2.1.2(8) 2.4.3.2.1(8) D The traffic aircraft category information is
input to the CDTI.

32. 2.2.1.2(9) 24.3.2.1(9) D The own-ship pressure altitude is input to the
CDTI.

33. 2.2.1.2(10) 2.4.3.2.1(10) D The ground speed of the own-ship isinput to
the CDTI.

34. 2.2.1.2(11) 24.3.2.1(11) D The ground track of own-ship isinput to the
CDTI.

35. 2.2.1.2(12) 24.3.2.1(12) D The own-ship heading information isinput to
the CDTI.

36. 2.2.1.2.(13) 2.4.3.2.1(13) D The own-ship navigation reference (mag/true)
isinput to the CDTI

37. 2.2.1.2(14) 2.4.3.2.1(14) The mode statusis input to the CDTI.

38. 2.2.1.2(15) 2.4.3.2.1(15) The alert statusisinput to the CDTI.

2.2.2 Display Features

39. 2.2.2(1) 2.4.3.1.3(1) D 48 The traffic positions are displayed relative to
the own-ship.

40. 2.2.2(2) 24.3.1.1(1) D 43, 47 The following features are continuously
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)
displayed:

- Own-ship symbol
Traffic symbols
Traffic relative bearing
Traffic relative range

- Traffic altitude

41. 2.2.2(3) A+D All features designated as required are
implemented.

42 2.2.2(4) A+D The requirements in the corresponding sub-
sections are met for any featurethat is
implemented.

2.2.2.1 Symbols

43. 2.2.2.1(3) 24.3.3.1(0) D 13,101 The required symbology is discriminable at a
minimum viewing distance of 30 inches under
al anticipated lighting conditions.

2.2.2.1.1 Own-Ship Symbol

44, 222110 24.3.1.2(1) D 39 The traffic display contains a symbol
representing the location of the own-ship.

45, 2.2.2.1.1(2) 2.4.3.1.2(2) D The own-ship symbol is directional.

46. 2.2.2.1.1(3) 24.3.1.2(3) D The own-ship symbol is distinctive from all
other symbology.

47. 222114 2434.1(1) D The current own-ship symbol orientation is
indicated.

2.2.2.1.2 Traffic Symbol
48. 2.2.2.1.2(1) 2.4.3.1.1(2) D 39 All 8 ssmulated traffic symbols are displayed.
49, 2.2.2.1.2(2) 2.4.3.1.3(3) D 38 Each traffic symbol is positioned at alocation

representing its relative range and bearing to
the own-ship.
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)

50. 22.2.1.2(4) 7. The traffic symbol shall not imply
specific directionality (i.e., no sharply
pointed target symbols like the chevron
are to be used) if the accuracy of the
directionality (ground track angle)
cannot be determined within 5 degrees.

51. 2.2.2.1.2(5 24.3.1.3(4) D+T All traffic symbols are positioned on the
display in their appropriate location
representing their actual range.

52. 2.2.2.1.2(6) D+T Thetraffic relative range is displayed with a
minimum resolution of 3% of the presently
active full scale range.

Selected Target Symbol

53. 22213 24.35.1(0) D The selected target symbol(s) is
distinguishable from other traffic and display
information.

2.2.2.2 Information Elements
2.2.2.2.1 Data Tags

54, 2.2.2.2.1(1) 2.4.3.1.4(6) D The datatag ( e.g., aircraft address, atitude) is
associated with itstraffic symbol.

2.2.2.2.2 Data Blocks

55. 22222 2.4.35.1(2) D 52, 55 A meansis provided to associate the data
block with the traffic symbol.

2.2.2.2.3 Traffic Altitude

56. 2.2.2.2.3(1) 24.3.1.4(1) D Altitude values are displayed for airborne
traffic.

57. 2.2.2.2.3(2) 2.4.3.1.3(7) D The simulated traffic that is located on the

ground isindicated as being on the ground.
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)

58. 2.2.2.2.3(3) 2.4.3.1.4(2) D Altitudes for all simulated traffic are
consistent; all altitudes being displayed in
either pressure or relative terms.

59. 2.2.2.2.3(4) 2.4.3.1.4(3) D The simulated traffic altitudes can be
displayed in relative terms.

60. 2.2.2.2.3(5) 24.3.1.4(4) D The display indicates whether actual or
relative altitude is displayed.

61. 2.2.2.2.3(6) 2.4.3.1.3(8) D The simulated traffic that is located 9900 feet
above the own-ship isindicated on the display
as being above the own-ship. The simulated
traffic that is located 9900 feet below the own-
ship isindicated on the display as being below
the own-ship. /Simplify this —tbd/

62. 2.2.2.2.3(7) 2.4.3.1.4(5) D The altitude information is not displayed.

63. 2.2.2.2.3(11) 2.4.3.1.3() D

64. 2.2.2.2.3(12) 2.4.3.1.3(9) D The traffic altitude value is displayed with a
minimum resolution of 100 feet

2.2.2.2.3.1 Actual Altitude

65. 2.2.2.2.3.1(3) D

66. 2.2.2.2.3.1(4) D

67. 2222315 D The pressure altitude is displayed as a 3-digit
number representing hundreds of feet.

2.2.2.2.3.2 Relative Altitude

68. 2.2.2.2.3.2(1) 2.4.3.1.5(1a) D The relative altitude consists of at least two
digits indicating the altitude differencein
hundreds of feet.

69. 2.2.2.2.3.2(2) 2.4.3.1.5(1b) D The altitude value in the data tag of aircraft

located above the own-ship is preceded by a
“+” sign.
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)

70. 2.2.2.2.3.2(3) 2.4.3.1.5(1c) D The dltitude value in the data tag of aircraft
located below the own-ship is preceded by a“-
“ sign.

71. 2.2.2.2.3.2(4) 2.4.3.1.5(1d) D The datatag for traffic that islocated at the
same altitude as the own-ship is displayed as
the digits“00".

2.2.2.2.4 Vertical Rate

72. 22224 2.4.3.6.1(1) D Anindication is provided that the traffic is
climbing or descending with a vertical velocity
greater than or equal to 500 fpm.

2.2.2.2.5 Traffic | dentification

73. 2.2.2.2.5(1) D The traffic identification information is
displayed as eight aphanumeric characters.

74. 2.2.2.2.5(2) D The traffic identification information is
associated with the aircraft symbol.

2.2.2.2.6 Closure Rate

75. 2.2.2.2.6(1) 24.3.2.3(1) D 76,77, 78 The closure rate is displayed either graphically
or as aphanumeric.

76. 2.2.2.2.6(2) 24.3.2.3(2) D A positive closure rate is distinguishable from
a negative closure rate.

77. 2.2.2.2.6(3) 2.4.3.2.3(3) D Closure rate information is distinguishable
from other information (e.g., relative atitude).

78. 2.2.2.2.6(4) 2.4.3.2.3(4) D Rgmnt 76 or 77 The closure rate is displayed as knots.

must be met if a
numerical closure
rateis displayed
79. 2.2.2.2.6(5) 2.4.3.2.3(5) T+D The closure rate is displayed with a minimum

resolution of 1 knot.
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)

80. 2.2.2.2.6(6) 2.4.3.2.3(6) D The selected method of closurerateis
displayed to the pilot.

2.2.2.2.7 Ground Speed

81. 222272 24.3.2.4(1) D Itisindicated that the ground speed has
exceeded the indicator limit.

82. 222273 24.3.2.4(2) D The ground speed is distinguishable from
other information.

83. 2.2.2.2.7(4) 2.4.3.2.4(3) D Rgmnt 82 or 83 The ground speed is displayed as knots. The
must be met if a units of the ground speed are displayed
numerical ground
speed is displayed.

84. 22.22.7(5) 2.4.3.2.4(4) D The ground speed is displayed with a

minimum resolution of 1 knot.
2.2.2.2.8 Horizontal Velocity Vector

85. 2.2.2.2.8(4) 2.4.3.2.5(1) D The units of measurement for the horizontal
velocity vectors are the same between all
displayed traffic and own-ship.

2.2.2.2.9 Display Range

86. 2.2.2.2.9(1) 2.4.3.8(1) D The display is adjustableto 10 nm or lessin
the direction of own-ship travel as measured
from the own-ship position to the edge of the
viewable screen.

87. 2.2.2.2.9(2) 2.4.3.8(2) D The display is adjustable to arange of 40 nm
or greater in the direction of own-ship travel as
measured from the own-ship position to the
edge of the viewable screen.

88. 2.2.2.2.9(3) 2.4.3.8(3) D The selected display range isindicated on the
traffic display.

89. 2.2.2.2.9(4) 2.4.3.8(4) D The display range is adjustable.




Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)

0. 2.2.2.2.9(5) 2.4.3.1.8(1) D Range rings or other range markings are
provided at specified radii from the own-ship
symbol.

1. 2.2.2.2.9(7) 24.31.1(2) D The simulated traffic that is located 90 nm
from the own-ship is displayed on the display.

2.2.2.2.10 Bearing
Relative Bearing

92. 2.2.2.2.10.1(1) 2.4.3.1.3(5) D+T 48 Each traffic symbol is positioned at alocation
representing its relative range and bearing to
the own-ship.

93. 2.2.2.2.10.1(2.9) D+T The traffic relative bearing resolution is equal
to or better than 9 degrees at 1/3 distance from
own-ship to the edge of the display.

94, 2.2.2.2.10.1(2.b) D+T The traffic relative bearing resolution is equal
to or better than 3 degrees at the edge of the
display from own-ship.

95. 2.2.2.2.10.1(2.c)

2.2.2.2.10.2 Off Display Selected Target Relative Bearin

96. 2.2.2.2.10.2(1) 24.35.1(4) D+T The relative bearing to the selected target is
indicated.

97. 2.2.2.2.10.2(2) 2.4.35.1(5) D+T The off display selected target indication
meets the resolution requirements from section
2.2.2.2.10.1

2.2.2.3 Number of Traffic Elements
98. [2223 24.3.1.1(3) D | At least 8 traffic symbols are displayed.
2.2.3 Controls

99. 2.2.3(2) 24.3.3.1(2) I 42 Control is provided to adjust the display
brightness.

100. 2.2.3(2) I The positions of switches or knobs are readily
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)
discernible.
2.2.3.1 Target Selector
101. 2231 2.4.35.1(3) D A target can be selected within the currently
selected traffic display criteria.
2.2.4 Menu ltemsand Menu Logic
102. 2.2.4(7) Options that are not operationally relevant to
the pilot are not included in the pilot’s menu
choices.
2.25 Display Functionality
2.2.5.1 Display Feature Prioritization
103. 2.25.1(1.9 2.4.3.1.2(4a) D The own-ship symbol and the traffic symbol
are displayed either in full or in part.
104. 2.25.1(1.b) 2.4.3.1.2(4b) D Anindication of which aircraft is above and
which aircraft is below is displayed.
2.2.5.2 Display Orientation
105. | 2252 | 2.43.4.1(2) D | The selected display orientation isindicated.
2.2.5.3 Display Update
106. 2.25.3(2) T The display updates the traffic at least once a
second.
107. 2.2.5.3(2) T tbd
2.2.5.4 De-clutter
108. 2.2.54(1) D All optional CDTI information is removed
from the display.
109. 2.2.54(3) D 37 Symbology indicating alerts is not removed by
the de-clutter function.
Self Test
110. | 2.255(1) | | |
2.2.5.6 StatusIndication
111. | 2.2.5.6(1) | D | | The eguipment indicates:
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Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria
Number Par agraph Method D
(A/D/I[T)
The absence of power.
Inadequate or invalid surveillance data
that would cause unacceptable traffic
information display.
Inadequate or invalid own-ship data that
would cause unacceptable traffic
information display.
112. 2.2.5.6(2) D The system is provided at all times, indicating
one of the following system states:
Enabled and functioning normally
Off
Failed
Enabled and functioning in an off-normal
state
Test
2.2.5.6.1 Mode Indication
113. 2.2.5.6.1(1) The present mode is continuously indicated
114. 2.2.5.6.1(2) D Automated mode changes are communicated
to the flight crew.
2.2.5.7 Quality of Data I ndication
115. | 2257 | D
2.2.7 Traffic Alerting
116. 2.2.7(4) D Alerts are annunciated without action.
117. 2.2.7(5) D Thereisan indication that alerts have been
disabled.
118. 2.2.7(7) Non-Critical Phase Alert D
Inhibit
119. 2.2.7(8) Aural voice aerts are announced in ahigh
fidelity, distinguishable voice that isaudiblein

a7




Shall Requirement Test Section/Paragraph Test Related Requirement Pass/Fail Criteria

Number Par agraph Method D

(A/D/I[T)
al expected flight deck ambient noise
conditions.

120. 2.2.7(9) D Aural voice alerts are announced in a high
fidelity, distinguishable voice that isaudiblein
al expected flight deck ambient noise
conditions.

2.2.8 Shared/Multi-Function Display

121. 2.2.8(2) 24.3.1.7(1) A/D Inconsistent information on the shared display

is obvious or annunciated.
Notes:

(1) The'Related Requirements column refersto other requirements that are similar in nature and may be able to be verified by similarity
to an existing requirement.
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Test Setup #1 (Basic Required Inputs)

The following information should be simulated for 8 traffic aircraft*. Theinputsto the CDTI
should have an update rate of at least once a second. The display portion of the own-ship CDTI
should be configured to receive and display this simulated data:

Aircraft track identifier

Relative pressure atitude (referenced to own-ship) for 7 of the traffic aircraft. Altitude
should not be available for one aircraft.

Relative position (referenced to the own-ship)

On-ground or in-air status

* unless specified otherwise.

The traffic should be dispersed within a 90 nm range. The traffic should be at various atitudes
and bearings with at least one aircraft positioned at each of the following positions:

One aircraft positioned 9900 feet above the own-ship (if display is capable).
One aircraft positioned 9900 feet below the own-ship (if display is capable).
One aircraft on the ground.

One aircraft positioned 90 nm from the own-ship.

One aircraft positioned such that its symbol will overlap that of the own-ship.

Verification - General

Using Test Setup #1 as specified in 2.4.3.1, verify compliance with the following
requirements:

1.

When traffic display criteria (as defined in section 1.6) are satisfied, the following features
shall be continuously displayed: [2.2.2(2)]

©OoO oW

Own-ship symbol (subsection 2.2.1.1.1)
Traffic symbol (subsection 2.2.1.1.2)

Traffic relative bearing (subsection 2.2.1.2.10)
Traffic relative range (subsection 2.2.1.2.9.1)
Traffic atitude(subsection 2.2.1.2.3)

The surveillance display range shall be capable of depicting traffic at least 90 nm in any
direction from the own-ship. [2.2.2.2.9.3]

The CDTI shall be capable of displaying at least 8 targets. [2.2.2.3]

The input to the CDTI shall be updated at |east once a second. [2.2.1.1(7)]

The CDTI shall receive an aircraft track identifier when available. [2.2.1.1(1)]
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The CDTI shall receive the relative pressure altitude of the traffic aircraft with reference to
own-ship when available. [2.2.1.1(2)]

The CDTI shall receive traffic position relative to own-ship when available. [2.2.1.1(3)]

The CDTI shall receive the traffic on-ground or in-air status (i.e., whether the traffic is on the
ground or in the air), when available. [2.2.1.1(5)]

The traffic atitude value shall be displayed with a minimum resolution of 100 feet or better.
[2.2.2.2.3(11)]

Verification - Own-ship

Using Test Setup #1 as specified in 2.4.3.1, verify compliance with the following
requirements:

1.

The traffic display shall have a symbol representing the location of the own-ship.
[2.2.2.1.1(2)]

The own-ship symbol shall be directional (e.g., not acircle or square). [2.2.2.1.1(2)]

3. Theown-ship symbol shall be distinctive from al other symbology. [2.2.2.1.1(3)]

In case the traffic symbol and the own-ship symbol overlap,

a. Theown-ship symbol aswell asthe traffic symbol shall be displayed (either in full or in
part) and

b. Anindication of which aircraft is above and which aircraft is below shall be displayed.
[2.2.5.1]

Verification - Traffic

Using Test Setup #1 as specified in 2.4.3.1, verify compliance with the following
requirements:

1.

The CDTI shall display atraffic symbol for each traffic report received from ASSAP that
meet the traffic display criteria. [2.2.2(1)]

The CDTI shall display al known traffic that meet the traffic display criteria. [2.2.2.1.2(1)]

The CDTI shall position each traffic symbol at alocation representing its relative range and
bearing with respect to own-ship. [2.2.2.1.2(2)]

All traffic symbols shall be positioned on the display in their appropriate location
representative of their actual range. [2.2.2.2.9.1(1)]
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5. The CDTI shall position each traffic symbol at alocation representing its relative range and
bearing with respect to own-ship. [2.2.2.2.10.1(1)]

6. Traffic information must be displayed unambiguously. Where certain types of display data
may be confusing, units, and/or captions shall be presented. [2.2.9(6)]

7. A capability to select an altitude band within which to display traffic should be provided to
the flight crew. The selected altitude band shall be continuously displayed, if crew
selectable. [2.2.2.2.3(10)]

2.4.3.1.4 Veification - Traffic Elements

Using Test Setup #1 as specified in 2.4.3.1, verify compliance with the following
requirements:
1. Altitude values shall be provided for airborne traffic. [2.2.2.2.3(1)]

2. Altitudesfor traffic smultaneously displayed shall be consistent, all altitudes being
displayed either in actual or relative terms. [2.2.2.2.3(3)]

3. TheCDTI shall be capable of displaying relative atitude. [2.2.2.2.3(4)]

4. Thedisplay shall indicate whether actual or relative atitude is displayed. [2.2.2.2.3(5)]

5. If thetraffic altitude is not available, the atitude information shall not be displayed.
[2.2.2.2.3(7)]

6. Thedatatag shall be associated with itstraffic symbol. [2.2.2.2.1(1)]

7. For traffic determined to be on the ground, an indication the traffic is on the ground shall be
provided. [2.2.2.2.3(2)]

8. Inaddition to atitude value, the display shall indicate whether traffic is above or below
own-ship. [2.2.2.2.3(6)]

2.4.3.1.5 Verification - Numeric Readout of Relative Altitude

Relative atitude is calculated using the pressure altitude of the own-ship and traffic referenced to
the standard atmospheric pressure.

Using Test Setup #1 as specified in 2.4.3.1, verify compliance with the following
requirements:

1. If anumeric readout is used for relative atitude:

a. Therelative altitude shall consist of at least two digits indicating the altitude differencein
hundreds of feet. [2.2.2.2.3.2(d)]

b. For traffic above own-ship, the altitude value in the data tag shall be preceded by a“+”
sign and be placed above the traffic symbol. [2.2.2.2.3.2(b)]
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c. For traffic below own-ship, the atitude value in the data tag shall be preceded by a“-”
sign and be placed below the traffic symbol. [2.2.2.2.3.2(c)]

d. Note: The“+” or “-* character may be emphasized (e.g., by using a dightly larger
character set than that used for digits).

e. Thedatatag for co-atitude traffic (traffic at the same altitude as the own-ship) shall be
displayed asthe digits“00”. [2.2.2.2.3.2(d)]

2.4.3.1.6 Verification - Multifunction Display

Using Test Setup #1 and/or Test Setup #2 as specified in 2.4.3.1 and 2.4.3.2, respectively,
verify compliance with the following requirements:

1.

2.

Where information on the shared display isinconsistent, the inconsistency shall be obvious
or annunciated, and should not contribute errors in information interpretation. [2.2.8(2)]

A mechanism shall be provided to select the traffic only mode of operation.

2.4.3.1.7 Verification - Display Range Reference

Using Test Setup #1 and/or Test Setup #2 as specified in 2.4.3.1 and 2.4.3.2, respectively,
verify compliance with the following requirements:

1.

If graphical range references are used, range rings or other range markings at specified radii
shall be provided from the own-ship symbol. [2.2.2.2.9.2(1)]

If traffic information is shown on a shared display that does not provide arange reference, the
range reference shall be provided when the CDTI information is selected. [2.2.2.2.9.2(2)]
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24.3.2 Test Setup #2 (Inputsfor Optional Features)

In addition to the simulated inputs specified in 2.4.3.1, additional inputs may be required based
on the application the CDTI equipment is being designed to support.

For thistest section, the manufacturer should perform the same test setup as specified in 2.4.3.1
Test Setup #1. In addition to the simulated inputs specified in Test Setup #1, the following data
should be smulated for each traffic aircraft as required to support the application of the desired
application:

Ground Speed

Ground Track Angle

Traffic ID

Pressure atitude (referenced to the standard atmospheric pressure)

Barometric Altitude Rate

Barometric Altitude Status (whether or not is corrected to local barometric correction
setting on own-ship)

7. Closurerate

8. Aircraft category information

S wbdE

The CDTI should receive the following inputs from the own-ship:

Pressure Altitude (referenced to the standard atmospheric pressure)
Barometric Altitude Rate

Ground Speed

Ground Track

Heading information

Navigation Reference (magnetic/true)

Barometric Altitude Reference (“baro set”)

The Mode Status

Alert Status

CoNoOrODE

Traffic should be dispersed as specified in Test Setup #1. In addition, some traffic should be
closing on the own-ship while other traffic is moving away from the own-ship.

2.43.2.1 Verification - General
1. TheCDTI shall receive the traffic ground speed when available. [2.2.1.2(1)]
2. The CDTI shall receive the traffic ground track angle when available. [2.2.1.2(2)]
3. TheCDTI shall receive the traffic identification of the traffic when available. [2.2.1.2(3)
4. The CDTI shall receive the pressure altitude of the traffic aircraft when available. [2.2.1.2(4)]
5. The CDTI shall receive the traffic pressure altitude correction status (corrected or not

corrected to own-ship barometric setting) when available. [2.2.1.2(5)]
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6. The CDTI shall receivethe traffic vertical rate when available. [2.2.1.2(6)]

7. The CDTI shall receive the traffic closure rate when available. [2.2.1.2(7)]

8. The CDTI shall receive the traffic aircraft category when available. [2.2.1.2(8)]

9. The CDTI shall receive the own-ship pressure altitude when available. [2.2.1.2(9)]

10. The CDTI shall receive the ground speed of own- ship when available. [2.2.1.2(10)]

11. The CDTI shall receive the ground track of own-ship when available. [2.2.1.2(11)]

12. The CDTI shall receive the own-ship heading information when available. [2.2.1.2(12)]

13. The CDTI shall receive the own-ship navigation reference (magnetic/true) when available.
[2.2.1.2(13)]

14. The own-ship navigation reference (magnetic/true), if available, shall be input to the CDTI.

15. The barometric altitude reference (“baro set”) of own-ship, if available, shall be input to the
CDTI.

16. If the traffic surveillance system is capable of operating in different modes, The CDTI shall
receive the mode status when available. [2.2.1.2(14)]

17. The CDTI shall receive the alert status when available. (Thisincludes al alertsimplemented
that relate to the display of traffic information, including TIS alertsand TCAS alerts.)
[2.2.1.2(15)]

Verification - Pressure Altitude

Use Test Setup #2 as specified in 2.4.3.2. Adjust the system such that pressurealtitudeis
being displayed and verify compliance with the following requirements:

1. If the pressure altitude is not corrected for the local barometric pressure used by the crew of
own-ship, the display of the actual atitude shall be limited to a maximum of 30 secondsiif
the own-ship is below 18,000 feet (transition altitude, if it is available, may be used instead of
the 18,000 feet) before it automatically revertsto the relative altitude. [2.2.2.2.3.1(3)]

2. When the display of the actual altitude is selected, an indication that the displayed altitude is
actual atitude shall be shown on the traffic display. If implemented, the actual altitude shall
be displayed as a 3-digit number representing hundreds of feet, MSL. For example, 007
represents 700 feet MSL and 250 represents 25,000 feet MSL. [2.2.2.2.3.1(4)]

Note: Pressure altitude may be positioned above or below the traffic symbol in a manner
consistent with the relative altitude.



2.4.3.2.3 Verification - De-clutter
Use Test Setup #2 as specified in section 2.4.3.2. In addition, an alert should be generated.
Verify compliance with the following requirements:

1. Thecapability shall be provided for removing all optional CDTI information (e.g., aircraft
identification and horizontal velocity vector) from the display. [2.2.5.4(1)]

The own-ship symbol, range reference and traffic altitude shall remain displayed at all times.
Symbology indicating aerts shall be protected from removal by the de-clutter function.
[2.2.5.4(4)]

4. The declutter function shall not remove features listed in Section 2.2.2(2). [2.2.5.4(3)]

2.4.3.2.4 Verification - Traffic | dentification

Using Test Setup #2 as specified in section 2.4.3.2, verify compliance with the following
requirements:

1. Thetraffic identification information shall be capable of displaying the ICAO standard for
aircraft identification that is a maximum of eight alphanumeric characters. [2.2.2.2.5(1)]

2. Thetraffic identification information shall be associated with the aircraft symbol.
[2.2.2.2.5(2)]

2.4.3.25 Verification - Closure Rate

Using Test Setup #2 as specified in section 2.4.3.2, verify compliance with the following
requirements:

1. When closurerateisdisplayed, it shall be displayed either graphically or alphanumerically.
[2.2.2.2.6(1)]

2. A positive closure rate (i.e. traffic is getting closer) shall be distinguishable from a negative
closure rate (i.e. traffic is getting farther away). [2.2.2.2.6(2)]

3. Closure rate information shall be distinguishable from other information. [2.2.2.2.6(3)]

Note: Since the closure rate and relative altitude have positive and negative values they may
be confused with each other if provisions are not made to distinguish between them.

4. If anumerical closure rate is displayed it shall be displayed as knots or the units shall be
shown. [2.2.2.2.6(4)]

55



24.3.2.6

24.3.2.7
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24331

5. If anumerical closurerateisdisplayed it shall be capable of displaying it with a minimum
resolution of 1 knot or equivalent. [2.2.2.2.6(5)]

6. If ahorizontal only (2-Dimensional) and a horizontal and vertical (3-Dimensional) display of
closure rate is available, the selected method shall be displayed to the pilot. [2.2.2.2.6(6)]

Verification - Ground Speed

Use Test Setup #2 as specified in section 2.4.3.2 with the exception that at least one air cr aft
should betraveling at a speed greater than theindicator limit. Verify compliance with the
following requirements:

1. Anindication shall be displayed if ground speed exceeds the indicator limit. [2.2.2.2.7(2)]
2. Ground speed shall be distinguishable from other information. [2.2.2.2.7(3)]

3. If numerical ground speed is displayed as knots, the unit of measure is not required to be
displayed. If aternative units (i.e., anything other than knots) are used, unit of measure shall
be displayed. [2.2.2.2.7(4)]

4. If numerical ground speed is displayed, it shall be displayed with a minimum resolution of 1
knot. [2.2.2.2.7(5)]

Verification - Horizontal Velocity Vector

Using Test Setup #2 as specified in section 2.4.3.2, verify compliance with the following
requirements:

When horizontal velocity vector is displayed, units of measurement shall be the same between all
displayed traffic and own-ship.[2.2.2.2.8(4)]

Test Setup #3 (Lighting)

Perform the same test setup as specified in 2.4.3.1 Test Setup #1 except that the number of
aircraft displayed can be reduced to a number determined appropriate by the manufacturer
provided at least one aircraft, in addition to the own-ship, is displayed.

Vary theintensity of external illumination through the full range of normally expected flight deck
illumination from complete darkness to direct and unfiltered sunlight directed to the face of the
display and adjust the brightness control of the display to compensate for this range of
illumination.

Verification - General
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Verify compliance with the following requirements:

1. Required symbology shall be discriminable at a minimum viewing distance of 30 inches
under all anticipated lighting conditions. [2.2.2.1(3)]

2. Some mechanism shall be provided to control display brightness to enable pilots to use the
display in all anticipated flight deck illumination conditions. [2.2.3(1)]

Test Setup #4 (Orientation)

Perform the same test setup as specified in 2.4.3.1 Basic Test Setup except that the number of
aircraft displayed can be reduced to a number determined appropriate by the manufacturer
provided at least on aircraft, in addition to the own-ship, is displayed.

Change the directional orientation from heading to each other directional orientation.

Verification - General

Using Test Setup #4, 2.4.3.4, verify compliance with the following requirements:

1. If the CDTI supports more than one aircraft symbol directional orientation (e.g., heading vs.
track), then the current own-ship symbol orientation shall be indicated. [2.2.2.1.1(4)]

2. If the pilot has the ability to switch between more than one display orientations (e.g., track up
vs. heading up) the selected display orientation shall be indicated. [2.2.5.2]

Test Setup #5 (Target Selection)

Perform the same test setup as specified in 2.4.3.1 Basic Test Setup except that the number of
aircraft displayed can be reduced to a number determined appropriate by the manufacturer
provided at least one aircraft, in addition to the own-ship, is displayed.

Using a selection device, select one of the aircraft being displayed.

Verification - General

Using Test Setup #5, 2.4.3.5, verify compliance with the following requirements:

1. The selected target symbol(s) shall be distinguishable from other traffic and display
information. [2.2.2.1.3]

2. |If datablocks are displayed, a means shall be provided to associate the data block with the
traffic symbol. [2.2.2.2.2]

3. Theflight crew shall be able to select atarget within the currently selected traffic display
criteria. [2.2.3.1]
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2.4.3.6

243.6.1

24.3.7

Verification - Off-Display Selected Target Relative Bearing

Use Test Setup #5, 2.4.3.5. After selecting a traffic symbol, adjust the range such that the
aircraft isout of the displayed range. Verify compliance with the following requirements:

1. If the selected target is outside of the currently selected display range, an indicator (e.g., half
symbol of the target) shall indicate the relative bearing to the selected target. [2.2.2.2.10.2]

2. Therelative bearing resolution requirements from section 2.2.2.2.10.1 shall apply to the off
display selected target relative bearing.

Test Setup #6 (Vertical Rate)

Perform the same test setup as specified in 2.4.3.1 Basic Test Setup with the following
exceptions:

= The number of aircraft can be reduced to a number determined appropriate by the
manufacturer.

= Oneaircraft should be climbing at avertical velocity greater than or equal to 500 fpm.
= Oneaircraft should be descending at a vertical velocity greater than or equal to 500 fpm.

Verification - General

Using Test Setup #6, 2.4.3.6, verify compliance with the following requirements:

A climb or descent with avertical velocity greater than or equal to 500 fpm, shall be indicated
(e.g., indicated using a up or down arrow, as appropriate). [2.2.2.2.4]

Test Setup #7 (Status)

Perform the same test setup as specified in 2.4.3.1 Basic Test Setup with the following
exceptions.

1. Do SETUP (@) then verify RESPONSE (a),

2. Remove any previous failure condition before executing next test
3. Repeat for SETUP (b) through (h).

SETUP:

a) Fail TCASinput to CDTI. (simulate through ASSAP — CDTI interface or by
disconnecting TCAS LRU bus inputsinto CDTI/ASSAP LRU.

b) Set TCASin*“Standby Mode”

c) Set TCASto“OFF
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d) Remove Traffic Alert/ Resolution Advisory valid input discrete to from display/ASSAP
system to the TCAS LRU.

e) Set TCAS system into test mode.

f) Fal ADS-B input to CDTI. (simulate through ASSAP — CDTI interface or by
disconnecting ADS-B sensor inputsinto CDTI/ASSAP LRU.

g) Fail ASSAP/CDTI input (only if ASSAP and CDTI arein separate LRUS).
h) Fail TCAS and ADS-B sensor inputs into the CDTI.

i) Fail atitude input into the ADS-B sensor. Select an application which requires ADS-B
sensor datafor display.

]) Set up an application which requires ADS-B sensor data. Execute the application, then
fail ADS-B sensor input into the CDTI.

k) Set quality of datafor thefirst 3 intruders to different quality levels.
RESPONSE:

a) TCASFAIL isdisplayed on the CDTI.

b) TCASSTBY isdisplayed onthe CDTI

c¢) TCASOFFisdisplayed onthe CDTI

d) TCASFAIL isdisplayed on the CDTI.

e) TCASTEST isdisplayed on the CDTI

f) ADS-B fail annunciation is displayed on the CDTI.
g) ASSAPfall annunciation is displayed on the CDTI

h) Either TCAS FAIL and ADS-B fail annunciations are displayed (if in different locations)
or the highest priority failure annunciation is displayed if co-located.

i) Verify the appropriate annunciation indicating the application is not currently available or
datarequired to support application is not of sufficient quality.

]) Verify appropriate application is at first displayed, then when mode is removed the mode
change is annunciated as appropriate.

k) Select each target in turn and verify the correct “quality of data’ annunciation is correct
for the levels sat.
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2.4.3.7.1 Veification - Status I ndication

Using Test Setup #7, 2.4.3.7, verify compliance with the following requirements:

1. The status of the traffic sensors and processing shall be input to the CDTI. (For example,
the ADS-B receiver failure, TCAS receiver failure, ASSAP Processing Failure.)
[2.2.1.1(4)]

2. The CDTI shall receive the quality of data (e.g., actual surveillance performance) for
each traffic element when available. [2.2.1.1(6)]

3. The equipment shall indicate: [2.2.5.6(1)]
a. The absence of power.

b. Inadequate or invalid surveillance data that would cause unacceptable traffic
information display.

c. Inadequate or invalid own-ship data that would cause unacceptable traffic
information display.

4. The system status shall be provided at all times, indicating one of the following system
states: [2.2.5.6(2)]

a. Enabled and functioning normally
b. Off (e.g., blank display)
c. Faled

d. Enabled and functioning in an off-normal state (e.g., with only partial data available,
with reduced accuracy, or with a reduced detection range)

5. The system shall be capable of annunciating operating modes and failure
conditions.[2.2.5.6.1]

6. If the system has the ability to operate in different modes, the present mode shall be
continuously indicated. [2.2.5.6.1(1)]

7. All automated mode changes shall be communicated to the flight crew. [2.2.5.6.1(2)]
8. The CDTI shall be capable of displaying an indication of the quality of data. [2.2.5.7]

9. If any of the minimum data or application dependent data cannot be provided, or cannot
be provided with the proposed resol ution requirements, the system shall indicate the
degradation appropriately. [2.2.9(4)]

24.3.8 Display Range

Cyclethrough the full set of selectable ranges and verify compliance with the following:

1. Thedisplay shall be adjustable to 10 nm or lessin the direction of own-ship travel as
measured from the own-ship position to the edge of the viewable screen. [2.2.2.2.9(1)]
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2. Thedisplay shall be adjustable to arange of 40 nm or greater in the direction of own-ship
travel as measured from the own-ship position to the edge of the viewable
screen.[2.2.2.2.9(2)]

3. The selected display range shall be indicated on the traffic display. [2.2.2.2.9(3)]

4. The capability shall exist to adjust (i.e., increase and decrease) the display range.
[2.2.2.2.9(4)]

Test Setup #8 (Resolution)

Perform the same test as specified in 2.4.3.1 Basic Test Setup with the following exceptions:

Test (d) need only be performed if directional symbols are used. The position of the symbol may

be verified by absolute position if available from the CDTI display or with atransparent overlay

which can be placed over the CDTI display.

SETUP:

a) Set CDTI display range to 40NM

b) Settarget #1 at 20 NM, bearing 90 degreesto the left of own-ship, with aground track angle
accuracy of 3 degrees.

c) Select (highlight) target #1 for display.

RESPONSE:

a) Veify target #1 isdisplayed at a bearing 90 degrees to the | eft of the own-ship at 20 NM.

b) Verify symbol is positioned on the CDTI display within +/- 9 degrees of absolute position.
Change CDTI display range to 20NM and bearing of target to 0 degrees from own-ship.

¢) Veify symbol isdisplayed at edge of display +/- 0.6 NM.

d) Veify itispositioned on the CDTI display within +/- 3 degrees of absolute position.
Change CDTI display range to 8ONM

e) Verify symbol isdisplayed at 20 +/- 2.4 NM on the display

Change CDTI display range to 40NM and set target ground track angle to an accuracy of 5.1
degrees.
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24.3.10

24311

24312

24312

f) Verify target symbol is not displayed as a directional symbol.

General

Using Test Setup #8 as specified in 2.4.3.9, verify compliance with the following
requirements:

The traffic symbol shall not imply specific directionality (i.e., no sharply pointed target symbols
like the chevron are to be used) if the accuracy of the directionality (ground track angle) cannot
be determined within 5 degrees. [2.2.2.1.2(4)]

Menu Itemsand Menu Logic

Navigate through the menu items and verify compliance with the following requirements:
An option that is not operationally relevant to the pilot (e.g., a maintenance function) shall not be
included in the pilot’s menu choices. [2.2.4(7)]

Self Test
The manufacturer shall provide atest plan to verify that the self-test function operates as
specified in subparagraph 2.2.5.5. Procedures for self-test verification may, whenever
appropriate, use the results of tests performed under subparagraph 2.4.3.7.1.

Test Setup #9 (Traffic Alerting)

Perform the same test setup as specified in 2.4.3.1 Basic Test Setup with the following
exceptions:

The traffic should be distributed such that alerts will be generated. The number of aerts
should be sufficient to test each type of dert that has been implemented in the system
(e.g., aural, visual, tactile)

The test should be setup such that critical phases of flight (e.g., take-off and landing) can be
simulated.

Verification — Traffic Alerting

Using Test Setup #9 as specified in 2.4.3.12, verify compliance with the following
requirements:

1. When derts are enabled, they shall be annunciated without flight crew action. [2.2.7(4)]
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. Non-critical alerts shall be inhibited during critical phases of flight (e.g., take-off and
landing) [2.2.7(7)]

. Voice derts shall be announced in a high fidelity, distinguishable voice. [2.2.7(9)]
Disable the alerts and verify the following:

. When derts are disabled by the pilot, the system alert status shall indicate that alerts are
disabled. [2.2.7(5)]
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3.0 Installed Equipment Performance

This section states the minimum acceptable level of performance for the equipment when
installed in the aircraft. For the most part, installed performance requirements are the same as
those contained in Section 2, which were verified through bench and environmental tests.
However, certain requirements may be affected by the physical installation (e.g., antenna
patterns, receiver sengitivity, etc.) and can only be verified after installation. Theinstalled
performance limits stated below take into consideration these situations.

3.1 Equipment Installation
The installed equipment must meet the performance requirements stated in section 2 as well as
the performance stated in this section.

311 Accessibility

1. Controls and displays provided for in-flight operation shall[122] be readily accessible from
the pilot's normal seated position.

2. If two pilots are required to operate the aircraft, the controls shall[123] be readily accessible
from each pilot’s seated position.

312 Aircraft Environment

Equipment shall[124] be compatible with the environmental conditions present in the specific
location in the aircraft where the equipment is installed.

3.13 Display Visibility

1. The appropriate flight crew member(s) shall[125] have an unobstructed view of displayed
data when in the seated position.

2. Thebrilliance of any display shall[126] be adjustable to levels suitable for data interpretation
under all cockpit ambient light conditions ranging from total darkness to reflected sunlight.

3. Text sizeand font shall[127] be legible for appropriate flight crew members when in the
seated position.

Note: Visors, glare shields or filters may be an acceptable means of obtaining daylight
visibility.
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3.15

3.16

3.1.7

3.1.8

3.2

321

Dynamic Response

Operation of the equipment shall[128]not be adversely affected by aircraft maneuvering or
changes in attitude encountered in normal flight operations.

Failure Protection

Any probable failure of the equipment shall not[129] degrade the normal operation of equipment
or systems connected to it. Likewise, the failure of interfaced equipment or systems shall
not[130] degrade normal operation of this equipment.

I nter ference Effects

This equipment shall not[131] be the source of harmful conducted or radiated interference nor be
adversely affected by conducted or radiated interference from other equipment or systems
installed in the aircraft.

Note: Interference problems noted after installation of this equipment may result from such
factors as the design characteristics of previously installed systems or equipment and
the physical installation itself. It isnot intended that the equipment manufacturer design
for all installation environments. Theinstalling facility will be responsible for resolving
any incompatibility between this equipment and previously installed equipment in the
aircraft.

I nadvertent Tur noff
Appropriate protection shall[132] be provided to avert the inadvertent turnoff of the equipment.

Aircraft Power Source

The voltage and voltage tolerance characteristics of the equipment shall[133] be compatible with
the aircraft power source of appropriate category as specified in RTCA/DO-160D[14].

| nstalled Equipment Perfor mance Requirements

The installed equipment shall[134] meet the requirements specified in Section 2.2 as well as the
requirements specified in this section.

Visual Display Indication

If amessage intended for visual display is greater than the available display areaand only part of
the message is displayed, a visual indication which does not require a pilot action to view
shall[135] be provided to the pilot which indicates the presence of additional message
information.
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3.3

331

3.3.2

3.3.3

334

3.35

3.3.6

34

Conditions of Test

The following subparagraphs define conditions under which tests, specified in paragraph 3.4,
shall[136] be conducted.

Safety Precautions

Personnel and/or equipment safety precautions due to any unique characteristics of the equipment
or installation shall[137] be observed.

Power Input

Unless otherwise specified, tests shall[138] be conducted with the equipment powered by the
aircraft’ s electrical power generating system.

Associated Equipment or Systems

Unless otherwise specified, all aircraft electrically operated equipment and systems shall[139] be
turned on before conducting interference tests.

Environment

During tests, the equipment shall not[140] be subjected to environmental conditions that exceed
those specified by the equipment manufacturer.

Adjustment of Equipment

Circuits of the equipment under test shall[141] be properly aligned and otherwise adjusted in
accordance with the manufacturer’ s recommended practices prior to application of the specified
tests.

Warm-up Period

Unless otherwise specified, tests shall[142] be conducted after awarm-up (stabilization) period
of not more than fifteen minutes.

Test Proceduresfor Installed Equipment Performance

The following test procedures provide one means of determining installed equipment
performance. Although specific test procedures are cited, it is recognized that other methods
may be preferred by the installing activity. These alternate procedures may be used if they
provide at least equivalent information. In such cases, the procedures cited herein should be used
as one criterion in evaluating the acceptability of the alternate procedures. The equipment shall
be tested to demonstrate compliance with the minimum requirements stated in Subsection 2.2. In
order to meet this requirement, test results supplied by the equipment manufacturer or other proof
of conformity may be accepted in lieu of bench tests performed by the installing activity.
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Table 3-1 indicates the correspondence between the operational requirementsin section 3.1 and
3.2 and the testsin this section.

Table 3-1. Operational Requirements and Corresponding Test Matrix

Shall Requirement | Test Test Method Related Pass/Fail Criteria
Number Paragraph Section/Paragraph Require
ment
3.1.1(1) 34.1.2, Demonstration All controls are accessible
34.21 and all displays arevisible
3.1.1(2) 34.1.2, Demonstration All controls are accessible
34.21 and all displaysarevisible
from each pilot position

312 23,3411 Anaysis, Environment conformsto
Conformity Qualification criteria,
inspection Acceptable workmanship
(Demonstration) and engineering practices

used

3.1.3(1) 34.15, Demonstration Display isvisible to (all)

34.21 crew member positions
3.1.3(2) 3.4.15, Demonstration Display is adjustable and
3421 readable
3.1.3(3) 3.4.15, Demonstration Text of different font sizes
3421 isvisible.
314 2.3, Anaysis'Demons Passes appropriate
34.21 tration Environmental testing in
section 2.3 (Table 2-1)
(46.1,7.2,821.1,15t0 22
and 25)

3.15 3411 Anaysis Probable failures of
(Demongtrate if equipment does not affect
required) interfacing equipment and

viceversa

3.1.6 34.1.3, Demonstrate No operationally significant

3422 interference detected.

317 Inspection Equipment can not be

turned off inadvertently

3.1.8 2.3 Anaysis Passes appropriate

Environmental testing in
section 2.3 (Table 2-1) (16)
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34.1

3411

34.1.2

34.1.3

34.14

34.15

34.2

3421

Ground Test Procedures

Conformity I nspection

Visually inspect the installed equipment to determine the use of acceptable workmanship and
engineering practices. Verify that proper mechanical and electrical connections have been made
and that the equipment has been located and installed in accordance with the manufacturer’s
recommendations,

Equipment Function

Vary all controls of the equipment through their full range to determine that the equipment is
operating according to the manufacturer’ s instructions and that each control performsits intended
function.

I nter ference Effects

With the equipment energized, individually operate each of the other electrically operated aircraft
equipment and systems to determine that significant conducted or radiated interference does not
exist. Evaluate al reasonable combinations of control settings and operating modes. Operate
communication and navigation equipment on the low, high and at least one but preferable four
mid-band frequencies. Make note of systems or modes of operation that should also be evaluated
during flight. If appropriate, repeat tests using emergency power with the aircraft’ s batteries
alone and the inverters operating.

Power Supply Fluctuations
Under normal aircraft conditions, cycle the aircraft power through all normal power settings and
verify proper operation of the equipment as specified by the equipment manufacturer.

Equipment Accessibility

Determine that all equipment used during flight is readily accessible.

Flight Test Procedures

Although not required, aflight demonstration or simulator testing should be conducted to verify
satisfactory operation of the installed equipment. The test should be structured to demonstrate
that all available functions of the installed equipment operate as intended.

Displayed Data Readability

Determine that normal conditions of flight do not significantly affect the readability of displayed
data.
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3422 Interference Effects

For aircraft equipment and systems checked only in flight, determine that operationally
significant conducted or radiated interference does not exist. Evaluate all reasonable
combinations of control settings and operating modes. Operate communications and navigation
equipment on the low, high and at least one but preferably four mid-band frequencies.
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Appendix A

Acronyms Used in this Document

AC Advisory Circular

ADS Automatic Dependent Surveillance

ADSB Automatic Dependent Surveillance-Broadcast
AlP Aviation Information Publications

ARP Aerospace Recommended Practices

ASSAP Airborne Surveillance and Separation Assurance Processing
ATC Air Traffic Control

ATM Air Traffic Management

ATS Air Traffic Services

CDTI Cockpit Display of Traffic Information

CFR Code of Federa Regulations

CNS Communications, Navigation and Surveillance
FAA Federal Aviation Administration

FAR Federal Aviation Regulation

fpm Feet Per Minute

HF High Frequency

Hz Hertz

ICAO International Civil Aviation Organization

LRU Line Replaceable Unit

MASPS Minimum Aviation System Performance Standards
MFD Multi-Function Display

MOPS Minimum Operational Performance Standards
MSL Mean SeaLeve

NAS United States National Airspace System

nm, nmi Nautical Mile

RF Radio Frequency

RMS Root Mean Square
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SAE Society of Automotive Engineers

TCAS Traffic Alert and Collision Avoidance System
TIS Traffic Information Service

TISB Traffic Information Service-Broadcast

TSO Technical Standards Order
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Appendix B

Definition of Terms

Actual altitude. Displayed dtitude for traffic (when the actual altitude mode is selected) that is
corrected for the local barometric pressure setting of the own-ship. Actual atitude may be
uncorrected (i.e., pressure dtitude) if the local barometric pressure setting of the own-shipis
unavailable.

Advisory. Anannunciation that is generated when crew awarenessis required and subsequent
crew action may be required; the associated color is unique but not red or amber/yellow. (Source:
Advisory Circular AC 25 —11[18]).

Applications. Specific use of systemsthat address particular user requirements. For the case of
CDTI, applications are defined in terms of specific operational scenarios.

Barometric Altitude. Geopotential atitude in the earth's atmosphere above mean standard sea
level pressure datum surface, measured by a pressure (barometric) altimeter (i.e., indicated
altitude with the altimeter set to local station pressure (QNH)).

Actual Surveillance Performance. The current achieved level of surveillance performance, as
determined by real time processing based on inputs received.

Bearing. The horizontal direction to or from any point, usually measured
clockwise from true north, magnetic north, or some other reference point
through 360 degrees. (AIM)

Directionality. Directionality is based on the ground track angle, not necessarily the heading of
the aircraft.

Display Accuracy. A measure of the difference in units of display addressability, between the
displayed position and the source reported position (assumed as the true position).

Display Addressability. The ability to control and direct illumination of lowest addressable
point of display versus illumination of adjacent lowest addressable point on the display.

Note: Thisisusually a pixel, however, some displays allow for addressability finer than at the
pixel level, which then affects how anti-aliasing algorithms work that can partially light
pixels. Among other things, this can give the illusion of a smooth diagonal line, as
opposed to a ratchety, staircase line when the line being drawn is stepping against the
grid of pixels.)
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Display Resolution. Ability to distinguish between two points on the display, fine enough to
distinguish that 2 points are adjacent to each other.

En Route. A phase of navigation covering operations between departure and termination phases.
En route phase of navigation has two subcategories. en route domestic/continental and en route
oceanic.

Flight Deck. Cabin containing one or more pilots. In smaller aircraft, this phrase denotes the
(area of the aircraft with) instruments and controls with which the pilot interacts.

Heading. The orientation of the aircraft’ s longitudinal fixed axisin the horizontal plane, with
respect to magnetic or true north.

Horizontal Velocity Vector. A vector depicting the actua flight path of an aircraft over the
surface of the earth.

In-Trail Climb. In-trail climb procedures enables trailing aircraft to climb to a preferred atitude
In-Trail Descent. In-trail descent procedures enables trailing aircraft to descend to a preferred
atitude.

Own-ship. The reference aircraft on which this equipment isinstalled.

Pressure Altitude. The atitude above Mean SeaLevel (MSL) of an aircraft referenced to
standard atmospheric pressure (i.e., 29.92 inches of mercury or equivalent).

Reliability. The probability of performing a specified function without failure under given
conditions for a specified period of time.

Relative Altitude. The atitude of other traffic with respect to own-ship.

Required Surveillance Performance. Requirements on surveillance data, including integrity,
accuracy, continuity, and availability, which support required separation assurance processing
performance.

Resolution. The smallest increment reported on the display.

Selected Target. Traffic that has become distinguishable (e.g., by being highlighted) as a result
of being selected.

Target. Traffic of particular interest to the crew.
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Track. The projection on the earth’ s surface of the path of an aircraft, the direction of whichis
usually expressed in degrees from north (true, magnetic or grid) (ICAO definition). The actual
flight path of an aircraft over the surface of the earth (AIM).

Track Angle. Angle measured from either true or magnetic north to the aircraft's track.

Traffic Element. An aircraft or asurface vehicle.

Warning. An annunciation that is generated when immediate recognition and corrective or
compensatory action isrequired; the associated color isred. (Source: Advisory Circular AC25 - 11)

B-3



Appendix C

Bibliog

C.1

raphy and References

The documents listed in Section C.1 are referenced in thisMOPS. The documents listed in
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Appendix D

Summary Characteristics of Surveillance Sour ces

D.1

D.2

D.3

ADSB

Automatic Dependent Surveillance-Broadcast (ADS-B) is afunction on an aircraft or surface
vehicle that periodically broadcasts position, altitude, velocity vector and other information for
use by other aircraft, vehicles, or by ground facilities. See ADS-B MASPS[1] for additional
information.

Traffic Information Service

Traffic Information Service (TIS) isaMode S data link[2] service through which ground based
radar surveillance information is sent to an airborne cockpit display. The TIS data link function
provides automatic display to the pilot of nearby traffic and warnings of potentially threatening
conditions. Transponder equipped aircraft within five nautical miles and 1200 feet altitude are
uplinked. TIS generates derts for any aircraft in Mode S coverage that carry a transponder
(ATCRBS or Mode S). TIS provides relative range, altitude, and bearing of proximate aircraft
that can be displayed to the pilot. It also provides trend information (climb or descent rate
greater than a threshold amount) and traffic advisories similar to those of TCASI.

The TIS serviceis available to Mode S equipped aircraft in Mode S surveillance coverage. The
TIS software within aMode S sensor provides the user with information on up to eight other
transponder equipped aircraft in proximity. Sensor algorithms also provide the threat advisories
and altitude trend information. The TIS uplink datais detailed in the TIS MOPS[2].

TIS-Broadcast (TIS-B)
Traffic Information Service-Broadcast (TIS-B) isa service in which the positions of all aircraft
within a broad coverage area are broadcast to users. Each user, having knowledge of its own

position, could calculate the relative position of traffic. During the transitionto ADS-B, TIS-B
would provide traffic information derived from ground sensors.
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D.4

D.5

TCAS

TCAS isacollision avoidance system that uses a transmitter/receiver to interrogate nearby
aircraft transponders. TCAS determines traffic range very accurately from the time to reply to
the interrogation. TCAS roughly determines the relative bearing of the traffic with adirectional
antenna system. TCAS uses the altitude fields of transponder replies, if present, to determine
traffic altitude.

There are two basic systems with varying capabilities. The TCAS| system was designed as a
lower cost system for use on commuter and GA aircraft. It provides atraffic display to aid in
visual acquisition of traffic and assist in differentiation of the traffic’ s threat level and enhance
the pilot’s Situation awareness regarding nearby traffic. A minimum TCAS | tracks aircraft
within arange of about 5 miles. Some systems have a much greater range. All systems may be
subjected to interference limiting, which can reduce the operating range. The pilot is alerted to
traffic posing a collision threat through a traffic advisory.

The TCAS I system[3] was designed for collision avoidance, and is more capable than the
TCASI system. TCASII hasarange of about 20 miles, as well as a higher bearing accuracy. As
with TCAS |, some systems have a greater range, and all are subject to interference limiting,
which can reduce the operating range. TCAS I also provides atraffic display. TCASII not only
alertsthe pilot to traffic posing a collision threat, but also calculates a vertical avoidance
maneuver to avoid a potential collision, coordinates this maneuver with the traffic sTCASII (if
so equipped), and issues resolution advisories to the pilot.

Differences Among Sur veillance Sour ces

Each of the surveillance sources discussed above has different operating characteristics. These
differences are summarized in Table D1 below. In addition, the following differences are worth
noting:

TCAS position errors are different from ADS-B errors, particularly in relative bearing. TIS
errors are also different from ADS-B errors. TIS errors may be particularly noticeable in
azimuth, especialy inside of 2 nmi range from the client aircraft. TCASrangeisvery
accurate

The range for detection and display of ADS-B traffic may be greater than that for TCAS
traffic. Atrangeswhere ADS-B traffic are detected without TCAS reinforcement, only ADS-
B equipped traffic will be displayed (i.e., if the equipage rate is low, there isless confidence
that all existing traffic will be displayed). TIS provides proximate traffic information within
5 nmi of subject aircraft. Depending on the maximum display range, the pilot may be able to
select ranges larger than the nominal TIS range. However, no TIS proximate traffic
information will be provided beyond 5 nmi

TISisonly available when the client and traffic are within coverage of a TIS equipped Mode
S sensor, whereas ADS-B and TCAS data can be provided independent of radar coverage.
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Coverage from Mode S sensors may become unreliable at low altitudes (e.g., pattern
altitudes), where ADS-B coverage remainsreliable

ADS-B can only detect cooperating traffic. Until alarge proportion of aircraft are ADS-B

equipped, many aircraft will remain undetected by ADS-B alone

ADS-B can support detection at low altitudes and on the airport surface, where TCAS

functionality is diminished or disabled

TCAS can only detect cooperating traffic. TCAS can detect most transponder equipped

arcraft.

Table D-1. Comparison of Information from Different Surveillance Sour ces

Parameter ADSB TCAS TIS TISB
Aircraft position | - latitude - relativerange - relativerange tbd (8)
- longitude - dtitude - relative
- dtitude - bearing atitude
bearing
Nominal range 10 120 (1) 14 30 5(3) tbd (8)
(nmi)
Nominal 3,15forsurface |1 5 4 12 (4) thd (8)
received update | and simultaneous
period (sec.) approach (2)
Aircraft ADSB Mode A/C or mode | Mode A/C or mode | tbd (8)
equipment transmitter S transponder S transponder
required
Additional - arcraft ID - TCAS - vertical rate thd (8)
aircraft - arcraft internally indication
information category assigned (climbing or
- address (6) aircraft ID (7) descending)
- classcode - arcraftmode |- traffic advisory
(5) S address status
- velocity - vertical rate -
- acceleration |- traffic advisory
(on surface) or threat status
- position and
velocity
uncertainty
- emergency
Status
- intent




Notes.

4.

The minimum range for the least capable ADS-B system is 10 nmi; arange of 50-100 nmi is
expected for most ADS-B systems. See ADS-B MASPS Table 3.31(a).

The transmission rate of an ADS-B system may be higher to guarantee a high certainty of reception
within the nominal rates. See ADS-B MASPS.

TIS provides traffic information and traffic alerts for traffic within 5 nmi and 1200 ft. For traffic
outside thisrange, only atraffic alerting capability is provided. The TIS message indicates range
up to 7 nmi and can indicate if the traffic is beyond 7 nmi.

The TI1S update period is dependent on the scan rate of the Mode S sensor operating the service.

The ADS-B Mode Status report includes a class code that indicates the capability of the participant to
support specific application categories. See ADS-B MASPS, paragraph 3.4.3.2.

5.
6.

7.

For details on address information, refer to the ADS-B MASPS, paragraph 2.1.2.1.2.

TCAS tracks individual aircraft and maintains an internal aircraft ID, called a surveillance number.
This D could be used by the data fusion function to correlate traffic reports. However, see the
TCAS MOPS for limitations due to possible track drops.

TIS-B tbds will be resolved by SC-186, WG-2.
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Appendix E

CDTI Featuresfor Surveillance Applications

The table below is consistent with the Operational Concepts for CDTI Initial Applicationg[1]. The
requirements that relate the surveillance applications to the control or display element requirements
are shown in Table E-1.

TableE-1. CDTI Featuresfor Surveillance Applications

CDTI Features Surveillance Application
(DO-242[2] Reference Number)
Enhanced Enhanced In Trail (or lead) In Trail (or lead)
Visual Visua Climb/Descent in Non- | Climb/Descent to Co-
Acquisition | Approach Radar Airspace Altitude in Non-Radar
(D.1.19& (D.1.10) (Oceanic, En Route, Airspace (Oceanic, En
D.1.15) and Remote) Route, and Remote)
(D.1.1) (Derived fromD.1.1 &
D.1.2)
Symbols Own-Ship R R R R
(Sec2.2.2.1) [Traffic R R R R
Selected Target R R R
Traffic Altitude R R (Note 3) R R
Information | Vertical Rate
Elements Identification R R R
(Sec 2.2.2.2)
Selected Target Closure Rate R (Note 1) R (Note 1) R (Note 1)
Selected Target Ground R (Note 1) R (Note 1) R (Note 1)
Speed
Horizontal Velocity Vector R
Traffic Relative Range R R R R
Display Range Reference R R R
Extended Display Range R (Note 2)
Relative Bearing R R R R
Traffic Category
Off-Display Selected Target
Relative Bearing
Controls Target Selector R R R
(Sec 2.2.3)
Notes:
R = Required

1 Either closure rate or ground speed, but not both, are required for the selected target.
2 Atleast 90 nm rangeis required.

3 WhenAvailable
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Appendix F

Commentary on Display Resolution, Addressability and Accuracy

The ability of the flight crew to correctly perceive, discern and interpret the presentation of traffic
and its related components is dependent on many factors. The color, size, and spacing of
information directly affect how well the crew can utilize the information. By providing display
controls, such as range adjustment and declutter mechanisms, the crew can improve the visual
presentation of the information on the display.

SAE ARP 4102/7 suggests that figures and letters should subtend not less than the following
vertical angles at the design eye position (DEP) of the pilot who normally uses the instrument:

Primary Data 6 milliradians
Nonessential and Secondary data 4 milliradians
Minor descriptive legends 3 milliradians

Since resolution requires the ability to distinguish between objects, the placement of graphical
datais based on the engineering judgement that 1.5 milliradians of spaceis required between two
objects to differentiate between them. (At design eye position of 42" this would equate to about
0.06” of space between two objects)

It isthis engineering judgement, with the factoring in of the display accuracy (see definition
below) that was used to provide guidance on the minimum resolution needs for graphical values,
found in the corresponding requirements sections.

Display Resolution: Ability to distinguish between two points on the display, fine enough to
distinguish that 2 points are adjacent to each other and not co-located.

The mathematical definition of apoint isalocation that takes up no space. A display will
approximate a point by “covering” alarger area both in physical display space and in the
geographical areathat the display is representing. Therefore, at different display ranges, different
display resolution capabilities will exist. For example, if 100 miles distance is covered on a
display over 100 pixels, two points that are within 0.2 miles of each other will have a high
probability of addressing to the same pixel to represent their location.

Display Addressability: The ability to control and direct illumination of lowest addressable
point of display versusillumination of adjacent lowest addressable points on the display.

If adisplay has control to the pixel level, then the display can do no better than lighting the
correct pixel to convey information to the user. Some displays have sub-pixel addressability,
which is then used to provide anti-aliasing to smooth diagonal lines by using partial pixel



illumination techniques. In these displays, the display addressability is considered to be at a
lower than pixel to pixel addressability. Another way of thinking about thisisto overlay a
detailed matrix of points over each physical pixel.

Display Accuracy: a measure of the difference between the displayed position and the source
reported position (assumed to be the true position).

Display accuracy should meet the following rule: The centroid of the symbol should be placed on
the correct addressable element. Assuming the addressable element is a pixel, thiswould imply it
would be placed on the correct pixel or on an adjacent pixel.

The following table gives a picture of this:

NN (N|N(N
N|<[<|=< [N
N|=<[x|=< [N
N|<[<|=< [N
NN (N|N(N

X —correct pixel on which ideally the symbol centroid should map to given infinite calcul ation
and precision in defining where the pixel mapping of the symbol centroid should be placed.

Y —Within 1 pixel adjacent to the “X” pixel. Thisis an acceptable placement of the symbol
centroid.

Z — 2 or more pixels distant from the “X” pixel. Thisis an unacceptable placement for the
symbol centroid.



Using arepresentative example CDTI display with the following characteristics:

GS 240
120°/15

Distance from Ownship
reference point to top of
display region,
approximately 1.5", or 100
pixels.

Total vertical heigth of

: : A target at 1/3 distance from ownship, will be
display = 3", 200 pixels

approximately 30 pixels distance.

30 can be measured as the arctangent of the x/y where x is the

minimum offset (1 pixel) and y is the distance in pixels from
ownship. Therefore, the arctan(1/30) = 1.9 deg. Allowing for pixel
placement given display accuracy rules, adds a pixel on either side
for placement error, or approximately 6 deg. The resulting 9
degrees for traffic relative bearing provides a buffer for minimum
capability display.

1
V j The minimum display resolution in degrees bearing from own ship,



Appendix G

Guidancefor the Use of Color

G.1

Potential Issues and Limitations

The various uses of color come with a number of limitations that restrict the extent to which
color should be depended upon for object identification or differentiation.

The extreme brightness that is possible within the flight deck can washout and drastically alter
the appearance and discriminability of color. Differences among individuals concerning how
colors are perceived are quite large. Research indicates that regions of relatively high color
confusion exist between red and magenta, magenta and purple, yellow and amber, and cyan and
green. Anideal color set would not include these pairs.

The size of colored symbols has been found to interfere with the color discrimination for small
visual fields. Also, normal aging of the eye can reduce the ability to sharply focus red objects or
differentiate between blue and green.

In, general no more than six or seven colors should be used for symbols on electronic displays
with high information content. In addition, gray, brown, or blue may be used for fill-in colors.
Caution should be taken to ensure that colors used for background or fill applications do not
interfere with the detection or recognition of adjacent color-coded symbols.

Display colors must be highly distinct if they are to be correctly identified by al flight crews
under the likely range of flight deck illumination.

Conventions

A well-researched color set commonly recommended for flight deck applications includes: red,
tan/brown, amber, yellow, green, cyan, blue, magenta, and white.

It is acceptable for the following display features to be coded as follows (or with similar colors),
provided that the display can produce distinctive and recognizable renditions of the chosen colors
(Table G-1):
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Table G-1. Color Conventions

Fixed reference symbols and white
current data values

Selected data values/normal status | green/cyan or white

Selected heading magenta or white
Active route/flight plan magenta
Warnings red
Cautions/abnormal conditions yellow/amber

For additional detail concerning the use of color with electronic displays the designer should
refer to SAE ARP4032, AC 25-11, and AC 23.1311.
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Appendix H

Example CDTI Elements

Table H-1 provides samples of CDTI symbols. The tableis provided for information only and is

not intended to imply requirements.

TableH-1. Exampleof CDTI Symbols

Symbol

Description

OWN-SHIP

Example of the Own-ship Being Depicted by a
Triangle

Own-ship may be depicted by a triangle. In this
example, the apex of the triangle is the reference
point for the relative position of the other symbols on

the display.
{ Reference Section: 2.2.2.1.1}

TRAFFIC

Example of Traffic Being Depicted by a Chevron
Symbol

Traffic may be depicted by a chevron symbol when
directionality can be determined. Colors may be used
to indicate additional information with respect to the
traffic. For example, a chevron symbol with a white
outline and no fill could indicate that the traffic is at
the same dltitude as the own-ship. Furthermore, a
blue outline with no fill or a green outline with no fill
could indicate that the traffic is above or below the
own-ship, respectively. Likewise, fill colors could
represent various traffic alert conditions.  For
example, a yellow filled chevron could be an alert
indication that the own-ship’s course may be
intercepting that of another aircraft’s.

{ Reference Section: 2.2.2.1.2}




Symbol

Description

TRAFFIC

Example of Traffic Being Depicted by a Diamond
Symbol

Traffic may be depicted by a diamond symbol when
directionality can not be determined (i.e, TCAS
traffic). Color coding may be applied the same as
that described for the chevron symbol.

{ Reference Section: 2.2.2.1.2}

SELECTED
TARGET

Example of a Selected Target Being Depicted by an
Outlined Chevron Symbol

An outlined chevron symbol may designate traffic
that has been selected through the use of a selection
device.

An outlined diamond symbol may be used for traffic
where directionality can not be determined.

{ Reference Section: 2.2.2.1.3}

HORIZONTAL
VELOCITY
VECTOR

Example of aHorizontal Ve ocity Vector

A horizontal velocity vector may be depicted as a
straight line extending out in front of atraffic symbol.
This vector represents where the traffic will be, based
on the current ground speed and direction.

{ Reference Section: 2.2.2.2.8}

DATA TAG
- Traffic
Identification
- Relative Traffic
Altitude

ABC350

+09

>

Example of aData Tag

A data tag is shown in proximity with the traffic
symbol and moves with the symbol. The data tag
shows additional information about the traffic. This
example contains the flight identification and the
relative dtitude being presented above a chevron
symbol.

The traffic identification is indicated as an alpha
and/or numeric number (e.g., ABC350).

At least two digits preceded by a“+” or “-“sign (e.g.,
+09) indicate the altitude difference with respect to
the own-ship (relative altitude).




Symbol

Description

{ Reference Section: 2.2.2.2.1}

VERTICAL RATE

Example of Vertical Rate Being Depict with an
Arrow

A vertical velocity in excess of 500fpm can be
indicated with an arrow pointing up, indicating a
climb, or an arrow pointing down, indicating a
descent.

{ Reference Section: 2.2.2.2.4}

DATA BLOCK
- Ground Speed
- Range
- Traffic
Identification

- Type

GS 175 0.8NM

Example of a Data Block

A data block shows additional information about the
selected target and is placed in afixed location on the
display. Some of the data elements presented in the
data block may be the same as those presented in a
data tag. This example contains the ground speed
(GS 175), the range (R 0.8), the traffic identification
(ABC123) and the aircraft type (LRG).

{ Reference Section: 2.2.2.2.2}
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Figure H-2 depicts an example that is a representation of how CDTI might be displayed on a
navigationa display. Thisfigureis provided asinformation only.

FigureH-2. Display Example
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