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Dear Mr van Kretschmar \!

1998 SYDNEY HOBART RACE REVIEW COMMITTEE MAY 1999 REPORT

i I write to you about this subject because I am accountable for the performance - including
safety, of RAN aircraft including the Sea King and Seahawk helicopters that took part in MARSAR
.. operation which occurred during the 1998 Sydnev Hobart Yacht race.

2. Having read the CYC Review Committee’s report I am concerned that the risk rescue
helicopters were exposed to during the MARSAR does not appear to have been quantified nor have
all potentially effective risk mitigating measures been identified in the Recommendation section of

the Committee’s report.
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3. The terms of Reference for the review of the 1998 Sydney Hobart Yacht Race (SHYR)
were not promulgated with the report arising from it. It is therefore not practicable to know
precisely what the CYC’s objectives are with regard to the review of the SHYR but the Foreword of
the report states that the recommendations identified by the Committee would, if they were
implemented, improve the safety of competitors. The Foreword goes on to say that it would be
‘unreasonable’ to believe that any changes could ensure the ultimate safety of every participant. I am
not a yachtsman but from my knowledge of SAR and sea survival I assess that if both the
‘compulsory’ and ‘recommended’ improvements promulgated in the Recommendations section of
the report were implemented general safety of the race would be substantially improved well beyond
that level that would be achieved by implementing merely the ‘compulsory’ changes. But I propose
that safety would not however be improved to the maximum extent practicable. At this point I have
difficulty with understanding what level of safety CYC seeks to facilitate or impose but by
segregating changes into the two categories of priority indicates (and perhaps I misunderstand) that

there are other considerations influencing the required outcome.
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4. At the outset I indicazed that my concern was primarily about the helicopter rescue
dimension of the SHYR and the risks borne by the aircraft involved. That is not to say that [ am

e unconcerned by risks to the race competitors themselves - I am, Particularly so because, as was the
case during the 1998 SHYR and has been implied by the Review Committee’s report, when yachts
find themselves in a distress situation, the rescue services including Naval helicopters are likely to be
called. Therefore the safety of, in this case. the SHYR yachts and competitors has a direct
relationship with the safery of and risk borne by the rescue services. It follows that if we can
improve, to the maximum extent practicable. the safery of the competitors we probably have also

achieved that outcome for the SAR services.

* 5. It is possible using the information contained in the Review Committes’s Report and
statistical data promulgated in marine and meteorological references (Appendix 1) to assess that
future SHYR fleets will encounter simiiar conditions to those experienced in 1998 It is also possible
to reasonably estimate in terms of boat damage, injurv. and fatalities. what the consequences to the
SHYR fleet might be. COMCARE (Australia)’s booklet OHS-BK-10. Identifving Hazards,
Managing Risks (Appendix 2) offers guidance which indicates that the SHYR is a High Risk activity
ie major injuries are ‘likely” and even that given the recent history of the SHYR, fatalities are ‘very
likely’. The CYC has identified measures that would reduce the exposure and the consequence of
.7~ hazards encountered during the SHYR but even if the compulsory and recommended Improvements
“"were made there would still, during future SHYR's, be yachts, designed primarily for racing with
substantially unqualified (in a formal sense) crews probably heading into very bad weather. Even
recreational aviation does not seem to have a comparable risk accepting reguiatory framework

applying to its activity.
6. From a helicopter rescue perspective I propose the following:

a. Formal and certified training in standardised rescue should be concducted for all

Compettors.

b. The dress standards for competitors should reflect the risk of exposure and
hypothermia - I have included (Appendix 3) average air temperature, wind velocity chill
factors and estimated survival times for the SHYR route. These illustrate that, although not

covered in the Review Committee’s report, hypothermia was likely to have been 2
contributing factor in a number of the fatalities experienced during the 1998 race.

c. Survival equipment should be optimised to provide an acceptable probability of
survival overnight, as night rescue by helicopter is, I propose a very high risk activity
indeed. Thermally protective clothing is available as are internationally accepted (eg US
Coast Guard approved ) liferafts which would probably offer a higher success rate than
perhaps those liferafis used or procured by some of the competitors in the SHYR.

7. In summary I propose that:

a. The CYC Review Committee in its report has not assessed and sought to manage
the hazards and risks of the SHYR to the maximum extent possible and to the level
established by general best practice in the broader community.

b. The risks borne by rescue helicopters and the yacht persons they were rescuing
were at times very great indeed and probably extreme during night rescues. By better
management and mitigation of the hazards involved, less risk would be presented and

favourable outcomes made more likely.
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C. An acceptable, in terms of Risk Management, risk to SHYR competitors - and
through themn, the rescue services is unlikely to be achieved without formal, and rigorous
assurance of the equipment, training, and competence standards of all competitors.

8. I emphasise that this should not be taken as criticism of the CYC or competitors of the
SHYR. Iam seeking to manage the risk faczors applying to Naval helicopter crews by attempting to
influence the hazards and risks of the SHYR. I am keen to conrinue that process if I can be of any

assistance in this pursuit.

Yours sincerely

C.F.GEORGRIAM

Captain
Commander Australian Aviarion Force

=

Tel: (062) 4421 1349

[7 July 1999

Appendices:

I Meteorological Data from MHQ Directorate of Oceanography and Meteorology
2. COMCARE (Australia) Guide OHS-BK-10 : Identifying hazards, managing risks
3. Survival Data - Chill factors, estimated survival times.
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_For example: A 13 knots wind is equivalent o a 1.
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SYDNEY - HOBART

DATA

i. The data is obtained from two separate and independent sources. Wind and currenf roses coms from
the US Navy Marine Climate Atlas of the World. This datais preduced using mainly sidp data collected
between 18354-1965 and averaged into one degres lai-long bins. The analysis of the data‘prc vides mean
winds anc currents by direction but docs not provide percentilc ocswrence or exceedence. The averaging
fails to indicate the magnitude or frequency of extreme events. -

. The exceedence data is sourced from the Atlas of the Oceans: Wind and Wave Climare. This CD-
ROM was compiled by lan Young of Adelaide University and Greg Hoiland of the Bureau of Mateorology
and contains a global dataset of satellite derived wind and total wave neight. Satellire data is preferred 10 in-
situ obscrved data dus to the strong bias towards benign conditions in local data as ships avoid heavy
weather and extreme cenditions. The satellite data is averaged over two degree lat-long bins but the

-
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“ ratistical techniques used also fail to capture the full magnitude of extreme events.

3. The total wave height provided is a combined sea and swell and represents the significant wave
height which is defined as the average height of the largest one-third of all waves. The maximum wave
neight is usually taken to be 1.8 times the significant height, so a 3m mean significant wave height implies
the mean of the largest waves is 5.4 m. The apparent discrepancy between the sea states derived from wind
speed and fTom the total wave height is duc to the inclusion of swell data in the wave height. Hence, 2
section may have 2 mean wind of 15 knots, equivalent t0 sca state three and a combined significant wave

neight of 1.9 m whick is sea state four. Determination of the swell component invoives 2 ;oot mean square

Hs = v Hc? — Fw’ .

wave height , He the combined wave height and Hw the wind wave height.

calculaticn as follows.

where Hs is the swell

1.2m sea and if the combined significant wave heightis 1.9

"3 then the swell component is 1.47 m

3. The Australian Oceanographic Data Centre provided sea and air temperatures, the wind and current
roses, wind speed and wave height. The exceedence data was processed by METOC Services by selecting
five representative sections between Sydney and Hobart, with data extracted for wind and wave height for

cach scction. The format of the data on the CD-ROM does not allow full along tack statistcs ‘o be easily
obtained. All data is for the month of December. January data would be similar.

KEYS

4. Exceedence tables. The percentage given is the number of observations that exceed the given
figure. For cxample in Table 3, wind exceedence for 10% is 28kis - this means that only 10% of
observations exceed 28kts. The §0% figure is Zkis ie 90% of observations exceed &kis.
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5. Sea State. Sez State is given in brackets for both wind and wave height. The Beaufort tables for
each are provided below. :

Sea Suate Description Height (m) ]
¢ calm 0 .
l rippled 0-0.1
2 smooth 0.1-035
3 slight 0.5-1.25
4 moderate 1.25-2.%

5 rough o 2.4-4,
6 very rough . 4.0-6.0
7 high | 6.0-9.0
3 verv high 9.0-14.0
9 phencmenal > 14

Tabie 1: Beaufor: Sea Staze

o Sea State Description Speed Qutlock
- 0 Calm < 1kt calm

0 Light air -3kt light
1 Light bresze -6k light
2 Gentle bree 7-10 kt light
3 Mogq. breeze 11-16 kt mod
4 Fresh bresze 17.21 ke fresh
5 Strong breeze 22-27 kt strong
6 Near gale 28-33 kt ‘near gale
7 Cale 34-40kt gale
g Strong gale 41-47 kt severe gale
S Storm 48-55 ke storm
9 Viglent stormm 56-63 kt
9 Hurricane >/= 64 kt

Table 2: Beaufort Wind Speed

6. Wind Roses. On the wind roses, wind is shown as the direction it is coming from. Esch dot

represents a 5% occurrence by direction, and a full barb represents 10kts, 2 half barb Skis of speed. For
example, the wind rose for square 37-38S 150-151E shows 25% of winds come from the south with 2 mean
speed from the south of 15kis. The number at the centre of the rosc is the mean speed for the month fom all

directions.

7. Current Roses. Current is shown as the direction flowing to. Each dot represents 5%. Each full
barb represents 0.2k, a half barb 0.1kt and  flag {or diamond shape) represents 1kt. The number on the
vector indicates frequency of current. For example, the current rose for square 36-37S 150-151E shows 20%

of observations flow to the Scuth with a mean strength of 0.3kt; 20% of observations flow to the south west
with a mean speed 0.8k:; 20% of observations flow to the East with mean speed 0.5kt: and 40% of

observations flow to the north cast with mean speed 1.5kt



Section: 39.315 150.44E 10 41.26S 149.4E

Wind Exceedence (kts)

9% 7.5 ss2
80% 10 552-3
70% 12.5 583
60% 1d 853
50% 16 ss3-4
40% 13 ss4
30% 21 s54-3
20% 24.5  ssS
10% 28 556
Mean Wind Speed 16 kis

Section: 41,265 149.4E t0 43.365 148.28E

90%
80%
T0%
60%
50%
40%
30%
20%
10%

3

12
i3
14
i6
18
21
24

28

Mean Wind Spesd

Wind Exceedence (kis)

552
582-3
583
S83
ss3-4
ss4
554-5
588
$56

16 ks

Wave Height (m)
.25 ss3-4
1.4 ss 4
1.6 55 4
1.8 s5 4
16 $s 4
2.1 ss 4
233 ss4
2.7 ss 5
33 55 5

Mean wave Zeight

Wave Height (m)
1.6 ss 4
1.8 ss 4
2.0 334
2.2 ss 4
2.4 ss 4-5
2.5 55 5
2.7 585
3.1 55§
3.7 ss 5

Mean wave height

19m

24m



Wind and current roses for chart square
36- 3795, 150 -151°E

Wind and current roses for chart square
37 - 38°S, 150 -151°E
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Exceedence Statistics.

Section: 34.835 151.56E t0 36.15E 151.07E

Wind Exceedence (kis)
90% 6 ssl
20% 9 552
70% 11.5  ss82-3
60% 13,5 553
50% 13 583
40% 17 ss4
30% 20 554
20% 24 553
10% 285  ss6

Mean Wind Speed 15 kis

Sectien: 36.15E 151.07E to 37.465 151.07E

Wind Exceedence (kis)
00% & ssl
80% 9 ss2
70% 11.5  s552-3
60% 13 383
50% 13 $33
40% 7 ss4
30% 20 ss4
20% 23.5 ss3
10% 28 s56

Mean Wind Sgeed 15 kts

Section: 37.465 151.07E t0 39.31S 150.44E

Wind Exceedence (kts)

90% 7 ss1-2
30% 10 s52-3
70% 12 553
60% 14 333
50% 155 ss3
40% 17 ss4
30% 21 8545
20% 25 585
10% 28 ss6

Mean Wind Speed  15.5 kts

Wave Height (m)

h

.L"!\J!\)l\,]r—-h--._.,_.._‘
S L = IV SO

ss 3-4
ss 4
53 4
ss 4
ss 4
534

“354d

55 4-3
ss 8

Mean wave height 19m

Wave Height (m)
1.2 s 3-4
1.4 ss 4
1.5 s54
1.7 ss 4
1.9 ss 4
2.0 ss 4
2.3 ssd
2.3 ss &-5
3.2 383

Mean wave height 1.9m

Wave Height (m)
13 5 3-4
1.4 s34
1.6 ss4
1.8 ss 4
1.9 5s 4
2.1 ss 4
2.3 ss 4
2.7 ss 5
3.3 555

Mean wave height

1.9m
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Wind and current roses for chart square Dec iHind (KT)
38 - 38°5, 148 -150°E
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Wind and current roses for chart square
39 - 409, 149 -150°E ~

Dec Currant (KT
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Wind and current roses for chart square
40 - 41°S, 149 -150°E




Wind and current roses for chart square

41 - 42°8, 148 -149°E
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Explianation of Wing Rose

Wind blows from a compass peint

Dots on sach wind vector indicate 5% frequency increments

Half barb on vector = S kts, Full barb = 10 kts

Number in centre of rose shows mean windspesd in knots ‘or month
Number on vector indicates frequency of wind {85% in this case)




Mean windspeads (knots; in the Tasman Sea for December ara shown below,
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FROM & JORN PRTERSDN

FHONE NOQ.

NATUNAL CunD)Tioms

Scuthern Occan Currents (1.66). Strong atreams may,
however, be cxperienced cloac inshore off headlands and
at harbour entrapees, notably at the entranes to Porr
Phillip and Westernpore : detaile of these are contmned in
the relevant portions of the book,

SEA AND SWELL

.69

Over the vam expanse of ocvan 1o the W of the limirs of
this velume the prevailing winds from between S and
NW blow strongly quite akten and bring rough seay and
spells of modorste 10 heavy swell tr thege waters,
Conditions are eapecially rough at times in Bass Srraic,
sssisted by funnelling of the wind through this Strait.

Any depressions in the area can generate substantial
scx disturbance. In winter months, June through
September, rough seas can peraiar for averal days at 2
time. Ta the S of 40° S thers iv incressing frequency of
conlused swell wound the centres of the main E moving
depressions.

- The intense tropical cyclones experienced in more N
latitudes losc much of wheir vigour when moving 3 of
30* 8. However say of these weakened ropical storms,
approsching the S eoust of Vicioris or Tastmanis from the
W, or moving S 1o SE to the B of New South Waies, can
cause high seas and considerable sweil some distance in
advance of their centres. Heavy azss ze also found near
frontal troughs 1ad depremions moving E or ENE over
the Tasman Sea.

The frequency for heavy sweil may bt of the order
15-20% in summer and in excoss of 30% in winter and
pring.

Swell from the sector between S snd WSW i more
frequent than from other sccrore, expecially in the Bam
- Strait; about 50 to 70% of vecasions with awell of 2 m or
highet is attributsble 1o swell from this scctor.

SEA SURFACE TEMPERATURE

1,70

Dizgrams 1.70.1 to 1.70.4 give the aversge ses surface
temperaturs distribution for f;'nmlry. May, August and
November. The highest lemperatures occur in Febtuary
and March and the lowest in August and Scptomber. The
isotherms i very roughly W 1o 2; s marked ridge in the
otherms some 150 miles off the E cossts shows the
presence of the warm S-going cumrent Rowing paralls]
with the New South Wales coastline. Within this current
Iemperstures are 1° to 2°C higher than in the tame
Istitude nest the coust.

On most occasions (about 90%) ther actusl sea
temperatures are within 3°C of the appropriste monthly
sverage. Prolonged S winds result in subnormal
temperatures and sustained N winds in shove pormal
temperatures.

Mean temparatures of the ses surface are usually
slightly higher than those of the over.lying air: thia
dilgennce is around 0-5°C in most months. In May, June
and July, however, greater difierences oceur, capecially
NE of Cape Howe whers they may be more than 2°C.

CLIMATE AND WEATHER

General romarks
1.7
Information under this heading should be studied in
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1.73
conjunction with thst contained in The Mariner’s
Hendbuok.

Routine westher reports and forecasts are broadeest by
specified shors stations, which aso iye warnings of
hazatdous westher (sea Admiralty List of Radiy Segnals),

The climate over this acea ranges from the mainly fne,
warm subtropival climate of the mope N pars in summer
2 the cooler and highly changesbls conditions
#xperienced in the 8 in winter aocisted with boistzrous
W winds (" The Rouring Forties™) of the ltMmperate zane
of the S hemisphese, In summer when thess W winds sre
les» strong sven the maore S perws enjov spells of fair
anticyelonie westher.

The largest ringe of temparstyrs oceurs on the
mainland 3 cosst from near 40°C in pixces in summer
Ua?ullry. Febryary) to around 0°C opy told wineer aights
n July.

Rainfall on these coasts is adequate for 3 wide range of
agriculture and is resvonsbly reliable in eccyrrense. Sex
fog is infrequent snd any land fog affecting ports and
harbours is only moderately frequent and is yeually
shortlived,

Gales, forcs 8 and sbove, are rather frequent off the
more 8 coasts of the meintand and sround the coaats of
Tasmacis, but the frequency falls off NE-wards, The
bad weather is usually ansociated with the frontal sysrems
of E-moving lows.

Tropical storms can on infrequemt occmsions move
ncar the extreme NE of theas walers, travelling on S8
SW teacks. On rarer vecasions thay can penetrste into the
ares bui as they move and acetieraze sway SE or S they
ueunlly loae much of their vigour and degenerate jneo
middle latitude depressions with sssacisted fronta.

Pressure
1.72 ,

Disgrams . 1721 and 1.722 pve the  sverage
barometric pressure distribution for Junuary snd Juiy.

The sub-tropical high pressure belt ia 2 festyre on ol
the average menthly pressure charts and maria the
region then affected by the almost continuous procesaion
of E-muving anticyclones separated by troughs of lew
preasure or shallow deprecsions. This high preasure baly
i one of the controlling inAuences on wedther and
climate: its axis shifts scasonally some 10 degrees of
latitude from its most 5 limir (around 38° S) at the end of
January and in Pebruary 1o its N limit. of sbour 28° 8, in
August. Consequently this festure affects some part of
the region, whatever the sexon. The xxin of the beit lies
roughly W w0 E and the central pressure Auctustey wiso
with the season, being lowest ereund 1013 mb in January
snd February and highest 1020 mb or more from May
through August.

To the S of the high pressure beit the pressure gradieny
increases progrensively S. The corresponding Iresh winds
form part of the wind systems known s the "'"Roacing
Fortics'’. Asthe high pressure belt rewreata N in winter
30 thees W winds cxtend N o sfieet most of these tonG
for a time, but they retreat § again with the spprosch of
summer.

Winds
1.7

The frequency distribution of wind foree and direction
ataes fur Janoary, April, July and Octobor sre shown in
disgrams 1.73.1 to 1.73.4 by wind rescs, based on ship
observatione.

During most of the winter hail-year, April to
September, the predominant winds blow from hetween
SW and N over most of these waters. To the E of 150° &

Jul. @7 1959 B3'S5FMm  Pgs
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NOTE

The wind rose ptontes soulth of Tazmanis
Is based on ships Dlaervralivng over 1he sres
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The frequency of winde of oiffgron
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Wind direvtion i 1owsrds the gircle cemire.
The figwe whhin the oircle gives 1he
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1.74

and N of 40° 5, however, the winds in autumn and exrly
winter are mostly from between SE and W during the
rest of the winter the winds are mostly between Sand W,
In the N part of these waters the frequancy of N winda is
also quite high. Most of the winds are moderate o styong
in winter, sveraging forcz 4 t0 7.

During the summer hallsyear wind directions vary
considertbly and, over much of theae watars there is linle
evidenee  of one dominant direcuion; infrequent
direclions sre:

Off S coast of Victuna—winds with 3 N component.
Oft E coast of New South Wales—W and NW winds.
Off W coust of Tramanis—NE and E winds,
Of E count of Taamania—N tnd NE winds.

The sverage strength in summer is force 4 1o S.

Throughour the whele year the wind acldom blows
{rom uny one direction for more than 1 few days 31 3
time. This iz largely due to the glmost continvom
procession of highs and lows crossing the areg from W 1o
E. On average the interval borween successive
anticyclones is about & week. Typically the N winds
which blow for 2 time, 15 the anticyclone reireats E,
graduslly incresse until the passage of the cold Irent
trough; colder S winds set in behind these troughs and
then decrease gradually as the succeeding high spreads
scTCHN.

YWing shift sequence
i.74
To the S of the anticycddonic belt the normal sequence

PHONE NO.

P E242218894
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NATURAL CONDITIONS

of wind is, {rom W then veering NW with the spproach of
the trough, backing sharply SW ar its passage followed
by a slow reversion 1o W winds.

To the N of the belt the sequence is: from B backing
NE with spproach of the trough, veering SE s the
trough moves E, followed by a dow reversion 10 E winda,

Frequently, more especially in winter, depresaiong
rather than the wesk pressure troughs move tomm
between successive highs and then the wind scquence
will depend on the particular track which the depression -
takes relstive to the observer. )

Gales
.73

The wind roses give an indication of the frequency of
gales From apecific. directions. Gales, force 8 and above,
are more frequent in winter than in summer and then the
most Jikely dircctions are between W and N in the W
waters, berween SW and NW off Vicioris and Tasmanis
and between 5 and W off the E tosats of the mainland,
the {resquency decreming 1o the N,

The frequencies are Jower in
blowing from betweon S and W: in waters well E of
Tumania NW and N gales occur, Again the frequencies
fall off N along the mainland coant.

The foliowing table, based on ship shssrvations, gives
the monthly percentage frequency of gales for § degres
latirude and fongitude squares N of 45° S hus for larger
areas S of 45° S where data are rather sparac.

summer, most gales

Monthly paceentage frequency of gales
{force 8 and shave, brsed on ship obaervations)

J

Lar5  Lom E ] F M A
30° /35°  150° 7158° 1 1 Fd <
30" 735 135* /160° 1 1 1 3
353" 740% 135" 13400 L} F ] Fa
38° 740°  140° ia8° 2 2 2 2
33° /40" }45° /150" 2 2 2 4
35" /%" 150" 71557 3 3 4 4
35° /40" 1557 11607 1 1 1 5
40" 745° " 135" /140 7 L 2 7
40° /45°  140° /144" 3 7T 3 4
40 745 1457 7130° 3 3 4 3
40° J&5*  180* /155 7 & 7 11
40 /45° 155" /160" 4 4 ¢ 5
43¢ /53% 1357 /14U 6 5 4 &
457 /53%  J40° F150° 4 b1 B 1 9
45° /53 150" /160" 6 § 9 12

Storms

1.76
These very strong winds (foree 10 and above) can

occur sround tropics] siorms moving on SE tracks nexr
NE wsters during the hurricane season (see 1.80). Rather
more frequently and mostly during winter and spring,
middle latitude depresvivns can lso become sufficiently

M

O O D B o fed LA OO Q0 e bl L 4 L

[

Ld B2 0 In ) OO 00 LA CA 00 Ly e e OO0 U

Prrod of
] A 5 C N D obwrearion
(years)
4 3 Z 3 1 1 2 -
7 5 7 ¢ 1 z 4
6 s & 4 3 1 3
) & 4 3 3 2 3
4 z 4 3 4 2 3
7 5 5 + 3 3 4
111 9 6 4 3 L4
7 7 1N 6 3 7 &
& 12 12 0 8 7 6
8 12 6 B 5 3 s
g iz 1 ) 5 7 8
2 9 7T 10 2 4 s
9 13 i 712  {
7 2 13 13 [ 8 g
7 9 14 5 13 . & 9

intense 10 give atorms s they move E to SE over the S
half of the ares of this volume.

The following table, bused on ship abservations. gives
the monthly {rsquency of storms for the same sea aress 2a
the preceding Table. In most montha the frequency is 1%
or less but the frequency incresses with incressing
latitude and reacher $% in one of two months.

el
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Monthly perceatage frequency of storms
(forcs 10 and sbove, based on ship cbaervations)

Lar § Long & J F M A
Jor /35 150 /1550 * + + +
30° 7350 1880 71600 + + 0 +
J5® j40 1350 /10T 0 - 0 +
J5% 140" 1400 /145" + Q + +
35° /40 1450 1150° 1] f + 1
35° /40" 150" /158~ + ! 1 l
35° /400 185% /160° - 0 0 +
40° /45° 1357 11400 1 1 -~ 1
40° 745*  140° /1457 1 1 1 +
40 S48 (450 (150 0 + + +
4" /45" 150° /155 1 1 ] 3
40° 745 1550 (160 I+ + 0
45° /33°  135% 7140° 0 0 1 3
45° 753° 140" /IS0 ! 2 ) 2
45° J53° 150" /180° + 1 1 1
+indicates Jess than §°5%

Coustal winds

1.77

Wind regimes over the open ses are modified
progresdively when closing the cossts &5 described in The
Mariner's Hondbook. The twe man effecta are
topographic and thermal. The former includes diversion
of flow round snd over land barfiers and aleo the
intensification of winds in narrow chanrels. The woond
main afect includes the daily steenation of land and sex
breszes ariving frem the diffeting thermal propertics of
isnd and sea.

The first cfiect is responsible for the high gale
{requency in Base Strait due to W or E winds.

Sen breezes have 1 marked efizet in summer when
pressute gradients are usunlly weaker. Some of these
effects on pars of the comt can be seen in the wind
distriburion tables lor momnieg snd alternoon in the
Climatie Tables st the ond of the chapter.

On the E coants the summer NE winds sre for the mont
par: associared with fine weather. Occusionally stronger
NE winds occur resulting from high pressure aver the
Teasman Ses snd lower pressure over jand: then the
weather i overcat and gloomy with rain; These
conditions are refersed to as ““the black north-essters™.

Tornedoes, which are relatively small but violemt
voruces, are reported on very het, thundery occasions
over land ; they can give localised gale force winds within
a radius of a few hundred feer of the vortex. Recent
vesearch on the tormade shows that tomadoes may be
more  frequent snd rciztively more intemse than
previously thought; not all rornadoes, however, are
extremely violent.

The waterspout, the marine counterpart of the
tornzde, has been reported st times in coastal watery.
Seversl rornadoes o waterspouts may occur during the
same day when conditions {avour their formation.

Fronts
1.73
The depressions moving crosa the arex have the
Aormal warm and cold fronts assacisted with middic
latitude deprassions elsewhere. The cold fronts are
usuzlly the more violent. The warm fronts are relatively
weall gnd are at times rainlesw duc o the dry air drawn
into the warm scetor. '
Near the S consts of Australia the " Southerly Buster”
i2 3 well-known phenomenon; it is the name given to the
line aquall which Quite often sccompanies the passage of

M
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Purind of
] A S o} N D uvMervationr
{years)
$ 1 T F o+ 4 +
! 1 l + + 1 1
+ 1 - 1 - 0 +
1 ! 1 1 { - +
I+ + o+ o+ e -
2 1 1 4 + + I
1 i 3 2 H - 1
3 i ! 1 0 + !
0 3 2 5 2 -+ I
2 3 I 2 1 + H
l ! 2 2 + 1 !
0 0 b 2 0 I 1
o 3 3 3 0 0 1
1 - 3 s 1 1 H
Z 0 1 1 2 { b

s coid font. In & matter of minutes hor, N winds in
sdvance o the front, blowing from the ctontinemts]
interior, give way to told blests from $. The
corresponding fall in temperature is dramatic, reaching
15°C or mare on ocessions. Since the cold front is digned
roughly NNW 1o SSE its E progress slong the coast of
Vietoria proceeds steadily. On reachizg the viciaity of
Cipe Howe, howaver, the change in the orientation of
the coastline causes the line aquall 1o advance extramely
tapidly along the New South Wales zoase. The weather
ihen jn advance of the front changes frem hot xnd dry o
damdp weather with mist ar drizsle hrought tleng by NE
winds. -

The ““Buster” is often accompanied by 3 Jong line of
rall cloud extending from horizon to horizen—a famiiiar
feature of line squalls in other parts of the world,

Depressicns.
.79

‘The dezper depressions of the Southern Ocean, giving
guie or storm force winde, move from W 10 E on tracks
which are well 10 the § of these cousts, though frontal
troughr linked to thesc depressions continuously affect
the arex, being mote pronounced in the S thas in the N.
Thete are octasions when derp, vigorous depressions
invade these waters and such depressions [ai} into twa
types.

Depraysions in the first category. somerimes known as
southern depressions, spproach SW Austrulis from the
W or 3W and follow a track beiween NE and SE; most of
these move SE keeping S of T'semania but in winter some
mey pass through the Buss Seraic.

Depressions of thy second type are those which form
ofl the E count or intensify there, having moved acroms
from the N. At this stape they sre slow moving but
subscquenty move off 5 or SE. These can intemsify
sufficiently lo cause gale force winds, accompanicd by
high scay. ran and low cloud, giving rise o some of the
worat condnions sffecting theve coasta, rspecially those of
New South Wiles.

Diagram 1.79 gives the wacks of some depressions in
recent years; thess mchude one or two which had tropical
storm charactenstics whifst in more N latitudea,

Tropical storms
1.50

The watcrs tovered by thia volume Jic outside the
tracks tzken by tmpical depressions. especially the more
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mences As respense tc anincicent. Once the SAR sys-
tem has been notifiec of ine axistance ¢f an incident, the
complets resources cf the sysiem may be used to re-

scive that incidant.

309 nitial Actio

M3 whicn MY SCourwint-

ricaticn search; and

nosearch,

vy praiiminary Tommu

(v} extenced communicalc

310 SARMC Designation

The Oceration Centrs may designate a SARMC shartly
... aiterthe awareness siaceiscompleted. However, uncer
" ne circumstances shouid the lack of a specific SARMC

cesignaticn sicp or celay the resgonse of any individual,
unit cr facity irom resgending 10 an incident of which
they become awars anc for wiich they can render as-

sistance.

311 INCIDENT EVALUATION

312 Generzal Considerations

Svalusting incicents o determine the urgency and

exrent ot requirsd S ~ system rasponse, orthetermina-
ticn of its resgconse is 2 functicn requiring information,
judgerment anc exgerience. In emergency situations re-
quiring immediate assistance, the acticn izken must e
accomplished guickiy and -“os.trvcfy Where uncertainty
exists, evaluaticn is usially mores difficutt and time con-

“urming because of the many variable factors inveived.

Uit tas

" Perhaps the mest dimficult :ask the SARMC undertakes
is the evaluation of these factors. They usually become
gpparent Setwesn the time the incident is reported and
the execution of the sezrch. a time when speed and re-
lizbility may be mostimperiant, but also a time when inci-
dent reperis may be incemclets or confusad. The mest
serious limitaticn is time itseff. When persons areinjurac
or are subjected tc adverse climatic or water canditions.
the chances of survival decreasa rapidly, Time limitation
also may be diciated by the number of hours left for 2
daylight search, aithcuch the SARMC should not arbi-

trarily rule out nicht search.

The facilities available tc conduct a search may be li-
mied by lack of availzbie personne! and ssarch vehi-
cles. The SAAMC must be awarz of availability of SAR
faciiities within his regicn.

Terrain, weather and cceanographic conditions can ai-
fect all areas in SAR planring and cperations, Search

1 Jduly 97

visibility, aircrattlimitations, search effa Cliveness, safaty

of flight ard time availzble to comiplets the search ara
some cf (g jaciors that will affect search czpabiity.
rsifarss,

gy alsg havetc te ¢

Legef facizrs m

Time Faciers

a. General Time Facicrs

ciiiry of finding survivors and their chances of
iminish with 2ach minute after 2n incicent ce-
Liherities sheuld f*e'“'cr" t2ks prompt
£esitive acticn 5¢ that no life will e lost or jecpardised
through wasted crmisdirsctad effor. Qeccrcs =ve indi-
cated thar e [fe expecancy of injurec survivors de-
reases 2s mucn as 80 per centduring hefirst 2< neurs
icllowing an accicent wm!e the chances 27 survivai of
urinjurec sursivers ragicly diminish after she first 3days.
Thesa iigurss are averaged froni overail exgeriences.
s will vary with lecaf conditicns such

(

Incividual incicents

as tarrain, cimatic conditicns, akiity 2°¢ endurance of
z..rvzvc'.-;‘ smergency eguicment avzilacie and SAR

uning avaiiesle o the SAR sysiem.

Inthe case cf seriousiy injured survivers or surviversina
'nostile anvironment, the reaction time o the SAA sys-
m must bs measured in minutss,

ticallyinjured surviver

2COrcs s;-.c:‘ thaterit 5
ncurs i nct given em-

dent usuzily cie within the first 2+

argency medi "I
b. Daylight Factor

For survivers witheut any tyre of detecticr aids &

visual sezrch is usually the only search methed avail-

able tc the SARMC. If darkness is accroaching this

woulid e anciher limiiing facier for the SAAMC to con-

sicer.
c. Night
[ itis known or suspected that the survive
ticn aids such as pyrotachnic flares or cinar nignitsignal-
ling devicss or can display cther lighis. night searches
nouid always te conducied. Night sezrches &rg par-
arly efizctive &t sea, cver sparssly copuiaisc arsas,

fll

aylight

-time Facier
rs havs celec-

ticy
flat terrain znd cesaris.

i i ; - = = s
Night aurzl and visual search with surese C/ak. mow

Usuaii\ mo 2 visual 2nd an aurai se=ren can e com-

bireg by t=z suriace SRU.

)
w
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d. Weather/Oceanographic Factors
Acverseg weather pravaiiing in or appreaching an area
wherg surviveors ars fccated may 2isa limit the time avail-
cperzaticn. Nctenly ars survivers
ieuf '—:-:ec* unaer a¢-

nemsglvescp-
e 1o ihe ac'c'sc uraulence,

o 26ih the search per-

e e —_e—~ A
adiztc conductie SAR

er conglicns anc the pru-
rance ihe liksiihood of
ci the orevaiiing

ciay anmzgeriarircie inthe

rzoocmiens wiil ais
y Cf e sesrsh uni:s.

zliow 2 sezrch whhout en-

T should be

¥ current weather will prt

angering zccmicnal lives, the search =fon

" veztheris currently gocd aut forecast o detsricrate in
re rapid actien is reguired and detziled
:far;nir'c may su(-.'s-r dueic ihe time avajiable. If weather
i€ good ang Toracast 1o remain so, mere exgensive plan-
ning may Se sccomplished.

V/ing, visitiity and cloud covar infiuences the search
racK spacing. Tnersforg, the behzr the weather in-
formation, the mere rs;.—.-hst"c will te the derived track
scacing. Maintaining acc search pat::r. s is difficutlt
aricularty vulnera-

seiecizd snculd atlow

: (1!

i elimes be prejudiced by actual weather
concitions. which must, thersfors, be menficrad con-
nnucusly by the SARMC.
.ow clouc tase and resticied visitility are particularly
nArZaroous guring searches which cover large areas
" irg many zircrait are smployed. Should air search be
conduciec Lnder acverse weather conditions in an area
served by few navigational zids, then air search may
have 1o te suspenced due ic the difficuity of maintaining
acecuzte airgraft SEpafr_thﬂ In cases where an OSC
has beenarpccinied he/she hasthe prercgative insucha
s.?':uaticn, [+ SUSuEﬂd &ir search cn his cwn velition,

1 situations where survivers are adritt in regions of high

velcc:ry walsr current, searches should be mounted
wiinout delay. The probability of lecating survivors is
nigh curing the early stages of survival craft dritt as the
criit facter allowed for in sezrch caleuiations will be of
regscnatle azcuracy cver g shor time period.
VWhnen missicns involve cverdue craft, the weather situa-
non shoule Sg avaluated to determine what effect it may
nave had vzon the craft's cperating czpabilities and/or
the acticns of the crait's cperator pricr to SAS system
aciivation.

)
I

To chtain an cverall weszther pic‘urﬂ- an atempt should
be macs 10 complets ine icllowing guestcnnaira;

{i} Wr.a: was Lng weziner at the dezarure point,
inatich erc zleng the plarnes vack 2t the
c '.-*: shcuid ~ave tesen in
Ciished wazimerfaciities
ir crmaticn 3TCO

PO =

m ﬂ

ic te cb-

o
C&i sCurcss im +

{1

ool C bty
2TESICENCY 1§ KMCwn, whal wers the acual
wesinercenciicns arthecrafvs sstmass ccsi-

“"ges ‘mwind ¢r sea

fiec in navigation

{v) Wers there z2ny arzas of low ceiiir c' ocer visi-
ciirty, srecicrzticn. thundarsicrms, ooel ac-
vy, turcuience, icing, thar mav ~avs caused
ife craw tC anempt circumnavigaton, or that

i@ve Sxceedes siinertne crafs or oom a-

zculc
‘or's casabiliv?

&rs@s ©f marksd grassurs

ey have caussc =ircran ahti-

e. Westher Reporic by Survivers

Occasiorafly missions will secur during whion radic con-
tectcante -—sr:_pm-aﬂ WhD survrvcrc whc Z¢ not kncw
their exact cosiicn,
wezatner infaormation. he ,_mrsMC anc r'*.s'ecrmccxcei
perscnne! may be able to cevelap an aperoximation of

the surviver's positicn by fiming the surviver's weaiher

inic the currant syncotic picture. The icllcwirg weather
infermation should be requested immediazsly, and on a
scheculed basis thersalter, if cossibie:
{iy ~ Psrcantace of cloud covar
(il  Esumated height oi clouds.
{ii1) yce of descriction of cicud.
(iv) Estimaied surace wind velccih
(v} Winds zlcit diracticn, if discernice

(vi)y = svmhr*c weather phencmena
n, fog. sea staiz, eic.

“e times of sucdden c..crg-ss in winc€ or

weather suchas repid clearing. Gu

tion, sudcen chancas in wind Zirss:

temperature, bicwing dust or

(il
'cr‘., notice-

able chance in
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(vii) Cuisice air temperature,

any other ccrcit
pessacga.

iticn har might indicate fromial
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2 2 o}dé:gl"\im%
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4.4

13.5 21.1 26.7

TER TEMPERATURE CELSIUS
Figure 3.1 ‘Water Chill withiout Anti—excesure Suit

() F'ressure reacing of carcmsier, craftituderaac-
ing afimeter sat fer .-:TS mE.

(X} Pressurs trancs Tom akimeter or barometer.

(xi) Jbservec times cf sunser and/cr sunrisa.

Surviva! Environment Facters

a. Ceneral
The gnvironment in which the surviver is £xposec g
another f&Ctorwhich iimiis the fime availatie to comiplels
his rescue. Inscme cases, envircnment wiir be the mess
time criticaf of all. Climazic atlesaz arz useful fo zvaluats
probable climatic conchions in regions wnere few or nc

weaiher repening facilites are a\,aucbie. 1 he relaticn cf

- survivat iime to water temperature, air ternoeraturs, hu-
siﬁcle ore. These znd

- iciy and wind velocy is not 2

cther{aciors often exist in comtinzstiontc compiicata the
probler of estimating Iife expectancy of survivors. Each
indivicuat will vary in his reaction to cold and hea:
sirasses. Additicnal T'ac‘crs which will vary a surviver's
lifte expectancy incluce the tyre of clothing wormn, the
clothing's wetness, the suwfvcr‘s activity during his ex-
posure, initial bocy temperature, physical conditicns,
thirst, exhaustion, huncer, anc varicus psychologica!
siresses such as isolation, loneliness and remoteness,
and the all-imporiant incividuzl will to live,

The grachs of Figurs 3.7 to Ficurz 3.3 ars provided ic
assist the SAAMC in deiermining the urgency required
to remove survivars irom the envirznment, and to assist
in evaluaiing the praciicality of =rminating 2 search.
These graphs are based upon case histories, field tests,
laboraiory experiments and anzaiysis of all known datz.
However, the SARMC must undersiand that some inci-
vicuals willexceed the life 2xpecizncy or tolerance times

1 July 97

figures. anc thersfors shoule eorsicer

ul guicsiines rather than acsciuts

incicatsd inthes
these figur
conrrelling
k. Hypothermia
Fypethermia is the atbnermal lowering of internal ocay
r= (healioss) and resutts from axzosurs o e
3 of coid air, wind or water, Dsath fram ny-
anc survival crwater

Empers
chilling =
poihermia may oezur durt ng eiher |
siuations, Hypcthermia is the leacing cause of

th for survivers of maritime disasters,

(98
i
{H

ternal tocy temperature is the criticai facor in nype-
rmig. If tne Docy temperaiurs s deprassed i cnly
the tecy temeersture
3°C, mcest perscns wiil

'__1"
-—i

swill survive I
is depressec‘ G approximately 3
return i ussiul activity. At abeut 32°C, the level of con-
cicus.=933 tecomes clouded. and unconsciousness
cccurs at 367C. Only 30 percent woulc te expecad io
survive these zmperaturas. At body tamperaiurs de-
pressicns of 28°C and below, the averace individual will
cie, anc vertricuiar ficrillation (hear amzck} will usually
cccur as the finai avent. However in some cases incivic-
uals have survived with body temperaiuras as lcw as
17°C.
ater Hypothermia
wili cool when immersed in watsr having a
[Ne warmes: ocean wa-

—-».3

awrz oflessthan 33°C. T
can te expecied at any time of year is 2

tar that ¢
cithe ezrth's goeans neve wa-

Apcroximaiely one-third
ss of 18°C
raiz of bedy heaticss increzses as the ismperaiure

and water decreases. If a surviver is immersed in

2rismeceratur Ccrabove.

ne
cf air
3.5
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water, hyocothermia wilt cccur very rapidly due 1o the de-
creased insulating guaiiy of wet 2lothing and the fac

-

that water wiil dispiace the laver of stiil 2ir *hat ncrmally

MMENRSION TiMIz (HoPns)

e
A

surreunds the bedy, Waisr ailloews 2 rais of hear ex-
change approximatel, wanwy jive Hm

that of air a1 the same temgeraturs.
In watar temperziures atove 2152 survival time de-
cends sclely upen the fargue facior of the incividual,
scme incivicuals naving survived in excess of 20 hours
21 these temperaiures. Staying aflcat and fichting off
SnArks are ihe major grotiems at these temperatures.

een 15°Canc 21 °C anindividual can survive ug o

1)

i?.hours. At 15°C. skin temperatuiss will decrsase to
T water temperaturs within 10 minutes of sntry and
shivering anc discernfert is experienced immediately
upon immersicn. Dunking and submersion difficetties
become increasingly disiressiul te the survivor. From
1G°C to 15°C the surviver has a reasonzbly good
chance if rescue is completed within 8 nours. Faintness
and disorientation cccur at watar temgeraturss of 10°C
and below. viclert shivering anc muscle cramps will be
present almost fram the time of entering the water and
intensg pain will be exgperienced in the hancs and fest.
This very painiul experience will continue unti! nums-
ness sets in. All skin temperatures cecraase 1o nearthe
waler tempeeraturs in about 10 minutes. In the tempera-
ture range from 4°Ctc 10°C, enly about 30 per centof a
Group can be expectsd 1o survive locnger than 1 hour. In
water temgeraturss of 2°C and below the survivar sus-
fers & severs shock and intense pain on entering the wa-
ter. This shock in some instances may be fawal owing 1o
less cof consciousness and subseguant drowning.

3.

h

4 - =~ fom
TS TTIGLUISS anier

‘Mater survivers whe die within 10 ¢
orry into irigic water apparenily co nci susoumb be-

cause of reduced Sody temceraturs, St remerirem the
shcck of ragic entry intc coid watar, ; nomingtes is
ze sncn a time for the internal 2edy 2n 2i.rs te izl

1c 2 fatal level, even though the outer skin iemperatures

are &l the same t2meeraturs as the waisr, In additicn,
hetemperziurss oithe hands and festfzll scrapidiy that
such immersions ars frecuently less sair?ui thar thesa

in 2°C tc 16°C water.

=igure 3.1 'Warer Chiil without Arti-sxzcsura Suit!, de-
zicts the Iife exgeciancy of survivers immarsad inwater

wearing typical clothing. The survival imes incicated in
Lrad SUrvIvers

Figure 3.1 are for uninjurad survivers: inj
will die inless time. This gragh is a guide fcr estimating
iffe expectancy. but it should be realisad tha: there wiill be
excestions. For axamgole, a female will cerzrzlly survive
icnger than & male due to the faty tissus ‘2ver under-
lying her skin which acis as an insuiaicr. A.50 fat pecple
will tend to survive longer than thin pecpis. end those in
ccod physical condition will survive icrger inanthosein
Fcor physical condiiicn. The spread of timz indicated in
ine margingl portion of the graph is the pe-icd in which
survivers will usuailly lose censciousnigss and then
Srown.

wr

L. cepicis

7]
in

[{}]

Figure 3.2 'Warter Chill with Anti-expc
e ioierance time of survivors immersec i~ waier while
wearing efther 2 3mm fcamed neoprane wet suit or &
survival dry suit. Survivers wearing war suits will lose
Sody heat only thres times as guickly in water when
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comeared (¢ heat loss in air of the same temperatura.
(This is about ore-sichih the rate ¢f icss i only raguiar

ciothing wers worn by the surviver.) Figurs 3.2 will pro-
vicg 1he SARMC with axcecied times mar SUTVIVGTS wiil
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ceccme either uncanscious or will be axceriencing such
sovers leg cramps, sicmach cramos ereaininthre nancs
and fegt that continued endurance is raduced drasi-
cailv. Afthpugh the dry suft curve indicates a lcngericler-
ance time, these suits iesk apgpreciabiy and their effac-
tiveness is decreasad. Therefors dry suit effectivensss
weulc more iikely De near the wart sult curve in aciuzs!
pracice. In acddition scme exgeriments have shown tha:
- &nti-expesure dry suits have oniy afforded one haff ihe
Larotecion of wet suits combined with thermo—bects.

==Lt

d. Wind Hypothermia

Althcugn the bedy will icse hezt aporoximately twenty—
nive imes slower in calm air than when immersed in
watler, the bocy heat loss will te accslerated with in-

reasing wind velccities. This is an adciicnal facier ic
consider for expesed survivors. Figure 3.3 'Eguivalers
Temperature Graph', degic:s the affec!s of varicus wind
speed and air temperature combinations, indicating the
equivalent temperature feh Gn 2 person's skin. Tre
straight line relaticnship between air temcerature and
the focarithm of D wind speed allows simple interpeia-
ticn of the intermecdiats temperateres. The shaded arsz
represants wind spesd and tzmperature compinations
whichwould cause freszing of ary exzosed skin. Ferex-
ample, fa20km/h (10kney) breezais blewing and a sur-
viverwalks intowind at 3 kim/h (3 knots) the net affectis 2
25 krm/h wind blowing. If the air temperaturs is 10°C the

1 July 87

3.2 Wind Chill Grach - Equivaient Temcaraturs Curves

gguivalent temperaturs faff by the skinis §°C and the

hezt icss is eguivaient i the css at °C with ne wind.
e. Hypecthermia, Heat Stress and Dehydration
Fycerthermia, heat strass and cehvcraticn are dangers
inhctcimates, parjcularly in desemarsas. The most se-
21 sirass is heat sTroies, curing which the

vers jorm of Rest s
ccilzose of the tem-

gy k-

ccy lemceraturas rises cdue o ih

peraura contrel meshanism of the Scdy. ifihe bedy tem-

peraiure rises apove 427°C, the averzge cerscn will die,
Milderforms ciheai siress arz hezicramps and heatex-
hausticn. Another limiting facwer both in het climates and
in survival situaticns a2t sea is cehydration. A person to-
tally without water can die in & few days, although some
have survived fcr as long as & week Cr mcre,

A combination ¢f high temperziures anc iack of watar

can acgravaig the probiem cf heai stsss. The life ax-
peciancy of survivors in a deseart envircnment is Ge-
picted in Ficurs 3.4 for staticnary, ncn-walking surviv-
ors, and in Figure 3.3 for survivers wic waik oniy ar
right. Ncts that survival time is nct agoreciably in-
cr;asec‘ urtii the avaiiztle water is over +iirss. Use of
shade or the saving cf 2 few Cegrees of :smperaiurais
as effective and es imoorant in incraasirg survival ime
as water.

in jungle zreas, the waier neess of the bccy ars atout
one-haliic one-third tnat raguirac in :he 2esenat squal

temperaiures.

©
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{Sursvor Siaticrary)

315 Survivor Stress Factors
Tw=-basic assumpticns are 2iways mace concerning
SU ““lors of a disress incicant:
(i)  therz are always survivors who reguire erm-
ergenty medice! care; and
(i) they are under 2 zoncition of grest siress and
experiencing shock.
To assess the probatiity of casualties in an airline acci-
Cent, surveys of werlc accidents on or ini the vicinity of
airports have shown that:
()  in 82 percent ¢f accidents ne occcupent will be
seriously injured; and
(ii  in2S percentof eczidents not more than 25 per-
cent of cecupanis will be injurad.
Cther records show tha: 20 percent of &l survivors of
any type of accident ars injurad 1o some extent.
However these figurs are averages and it must be as-
sumed that in all accidents injuries will exist. It may also
be assumed (hat not 2ven eble-bodied, logical-thinking
survivors will be able tc help themssaives.

3.8

Recorcs inciude numercus acsounts whera supposecly

abie-bediec, logical-thinking survivers failed o acccrr:

clish axremely simtie tasks in a ‘cgical order, and thus

lmyec or 2ven trevenierd their own rescue.

This is cue o shoox. which, icilewirg an acciders, is
<

r3atinel even tese o strong mind think and

calv. Al surihers wil 22 in seme degrze ¢

T Erlsimewrnatralicnsl soms

ceric, whiie the ramainder wiil
C sewiicers. This last grous
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Ficurs 3.5 mxoectsc Deserr Survival
(Survivor Nigh: Walkirc)

Even an incdividual stserving an emsrgency situaticn

nd reporing 1o the SAA system shouid be considersd
as kbeing urcer sirzss. Many times it will be necessary
for SAR perscnnel o specifically raguast essential in-
formation from an individgual regoriing an emergency.
ic be expectad anc SAR personnet

This siuation shculc ©
e

w
sneuld &
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COLD WATER IMMERSION HYPOTHERMIA.

SRR When irrmersed in water soider than = sody's core wwmperaurs (whick s usually maizmined
at aroend 37°C) 2 man will lose heat 0 the serroucding water. If the water temperaturs s lowsr than
32°C L‘-c body’s physiological pratective mechanisms will protably be unakle to adequaiely cozool
o = zore ternperaturs will reselt. Racduction of Sedy core

tbe Test loss and a progressive reduction
uit in funcoonal impairment and evenwually death Figurs

temperature, i F sllowed 1 continue. ezn res
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Seisation of cold
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DEEP BODY TEMPERATURE °C

‘ The sffarw of cold on the hugmwam budy.
Tre relationship hetwesn dosp body {core) lerapecsivee wsd
humeen By funcdon. A.nbc&ﬂﬂ{:oay temparzrere falls Sonction
is 1znua.:ed svenruzlly resultiog in death if the f=ll in hogy
tc:::cm*r: congnues. Pigurs adapted from work camied om X

e Rayal Navy's Insrimte of Naval Medicine.

The occurrencs of immersion aveothermia degemnds on 1 numper of fgsices Selnelng:

4.1.5

a Tze tamperarere of the water;
0. Tre duraricn of immarsion;
c. Taz clething of the sublect:
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The activity and posiure of the subjeci:

-
[
£ Tne percoitage body fat carmiad by the subles: .
. Al idey -~ Tors e e -
g Incividual suscepubilny of the subiect

.

mers C N .\.—AV_\-

wWaler :,._me.non sonal

p a1
c200Te CCIG WaleT

. . . [ P I
SouIoment is availatle : naf or e

4.1.3. Warer temperature.
1151, Waler temperatuse s one of (e most critcal parameters influencing the incidence of cold
the water the shorter the geriod of imimersion berfore

waler immersion hvpothermua. The colder th
hypothermia becomes a probiem. Figure Z illusoates the reiationship betwesn the survival tme of a

i ¥ F 1 r 4
lightly clad, average build, man and the temperature of the water in which he is immersed. It can be
scen from Figure 2 that the unprotected person's likely survival tme in warzr of 5°C is aToroxis matelv
2 hours compared with in excess of 6 bours in 10°C water.

4.1.5. The daration of immersion.
4151, Figurs 2 aise diuseates the eladonship between duraticn of imrmersion and survival cuicome,
: ' sion iz 12°C water is uniikely witain 1 heur sut ey =fter 3 hours,
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4.1.7. The clothing of the subject,

worn during cold water
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4.1.7.1. The wulersrooiing
immersion are of paramount mportanes |
the changes in immerszd survival tme
insulation performance.




Figure 3°.
Predicted calinn water survival times for personnel
wearing clothing with differing immersed insulative perfarmance.
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Survival times for garmenis with differing immersed
insulation.
_s:'** red calm water survival umes pleited against water
lemperature for thin mdividuals {appre um..rc“f {Cth percentile
rruu skinfoid Lh-c\'::cs J Wearing various levals of immersed
clething insulaton. The umtclo denctes the ratzs of heat loss ¢ |
cle = 0. I‘** °C. *r"fv . Note thar the umes from this graph do
not correiate exa 'Z.}" with those of Figure | ag the two graphs
were C.v. -‘d using dirferenl rnethoa; Adapted from wi ac"r
rublished British w wciuded in Alr S[.mL:\I Coordinating
Committes _m.cl:::: 10N,
4. 072 Figur: 2 dsmons::ates the cegradation of insulative performance of 1mumersion piot eciive
clothing with the leakagz ingress of water. Note that che passing of urine inio a waterpreof groteciive
garment wili also g:ude i's insuiative characteristics.
2.1.7.3.  The standard RAAT nomex fiving suil, worn with long cotton underwear and issue oOCLS
and gloves provides arcund 0.06 cio See text aitached 0 F‘c..r* 3% immersed inselation while the
varions ‘imimersicn suits’ commerciaily availanie usuzily provide betwezn 0.3 - 0.5 clo imuimersed
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Figure 4~
Immeorsed insulation luss with watar leakasge,
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LOSS OF INSUY AT 1 I
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g 3 of insuiauen _::ot':: I e wares
> "“v'c e mesnlatoen worn beneall an immersion st Crach
3 wark suplished 1 American Aviatien Spacs

ai,

eiranmentiad \'ef"r:_::c Lourn

coid waier the moere hear is lest io the
meiaboiic heat within the cody Tt thiy is rapidly lost
Provided that buovancy is maintainsd au aosclute

mmersion survival situation.

rigumersion survival, A . largz propertion

4.1.8.2.  Poxture also ziavs an Imperant role o coid w

of body heat can be loyt from the head. armpoits, g:::ins. and ¢ k 0' an immersed person. Most

survival manuais '? recemimend a oction of a Hzat Escape Lessening Posture (HELP) which involves
gainsi the side of the c:-:—:st and raise hc _blsns to protect the greins, Adogption

holding the urms firmly against
of the I-T‘F P may incraase coid waler imimersion survival tme DY up o 50%.

4.1.8.3. Crcu: Immersion survival orospects are exhanced by the formation of & “hudéle” pressing

the sides of each other's -c..r:s:s 1cgether

4.1.9. The sea state.

4181, Wave motion has two e¥fesiz thar czn reducs cold watsr sorvival trmes. Firstly wave

motion Mmay ciuse ine ::‘."T‘t"s-‘" PET3CN 10 13 —:"' ¢ mzk2 an efinrt o maintain stabiliny and fresbeard
d movement an_ NS d meion acss o continuousiv flush

resulting in inere asec mo

cold water zgainsi thr exze
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Cruising Yacht Club of Australia

ALCN. 600 116423 New Beach Road. Darling Point, N.S.W. 2027
Telephone: (02) 9363 9731 ®  Fax: (02) 9363 9745

£y

ADDRESS ALL CORRESPONDENCE TO THE GENERAL MANAGER 9
AL 3
28 July 1999
Captain C.F. George AM } paCEnET '

Commander Australian Aviation Force
COMAUSNAVAIR _
Naval Air Station 7 463 %
NOWRA NSW 2540 I PR

Hilem e

LAY 1SN AVAIR

Dear Captain George,

I note receipt of your letter dated 12 July 1999 regarding the 1998 Sydney Hobart Race
Review Committee May 1999 Report.

I weicome your comments and thank you for the time and effort you have taken to review
our document and for your constructive criticism.

The CYCA would welcome the opportunity to meet with you or your designated
representative(s) in order to more fully explore your proposals and suggestions as well as
to give us the opportunity to put some of our recommendations into context.

As the Sydrey Hobart Review Committee has now been disbanded, the appropriate group
within our club community to meet with you is our Sailing Committee, chaired by our
Vice Commodore Mr Hans Sommer. The Sailing Committee 1s responsible for the
organisation of the Sydney Hobart Race as well as implementation of the Review
Committee’s recommendations and any future amendments or changes thereto.

1 have forwarded a copy of your letter and attachments to the Sailing Committee and
have asked Mr Sommer to make contact with you to confirm that you are prepared to
meet with us and to arrange a suitabie Ume and venue.

Yours sincerely,

-‘_—-"’-"-.!. T e Bl -

HUGO VAN KRETSCHMAR
COMMODORE CYCA
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Commander Australian Naval Aviation Force, HV[AS ALBATROSS, ﬂgowﬁﬁﬁ NSV 52540
| ;C"s*_ 5 D :

CANA 172372 L
CANA $11/99 : '

The Commodore

Cruising Yacht Club

New Beach Road

DARLING POINT NSW 2027

:Dear Mr van Kretschmar

I note that a condition of our 1999 Sydney to Hobart Race is that thirty percent of 2 crew must have
attended a CYC Safety Seminar or AYF Yachr Safery and Survival course. Naval Aviation has been
represented at a number of the CYC seminars during which a brief on RAN SAR techniques was provided.
Please note that the techniques briefed by RAN personnel covered RAN procedures. These may not
ancord with standard practice within civil industry or those endorsed by AUSSAR. I have advised
AUSSAR of this issue and also spoken with a Mr Dan Tyler who is President of the Helicopter
Association of Australia (HAA). Dan may be contacted at NRMA Careflight, telephone (02) 8516144
There may be potential for a brief on SAR procedures to be provided to your members by an appropriate
representative of the rescue authority and the civil rescue helicopter industry.

Yours sincerely
C"f\."/: S <
C.F. GEORGE, AM

Captain, RAN
Commander Australian Naval Aviation Force

Telephone: (02) 4421 1349
Facsimile: (02) 4421 1353

20 August 1999

7 LA IBCTINAEI S 159 2



' Cruising Yacht Club of AUstralia

New Beach Road, Darling Point, N.S.W. 2027
Telephone: (02) 9363 9731 @  Fax: (02) 9363 9745
Internet: www.cyca.comau Email: cyca@bigpond.com

A.C.N. 000 116 423

ADDRESS ALL CORRESPONDENCE To THE CHIEF EXECUTIVE OFFICER

{

C. F. George, AM

Captain RAN
Commander Australian Naval Aviation S g
Dear Chris | L —43 T e

The Cruising Yacht Club of Australia is instigating a Sydney-Hobart Yacht-Race
Crigie Managemeprt Plan in order to he fully nranarad far any incidants thot mav
: " - - . - B - =T e -“;..-.'-’

OCCur.

On October 20th the CYCA wili be holding a Planning Meeting for Rescue
Authorities and would very much appreciate representatives from your

organisation attending.

The Meeting is scheduled for 2pm. Please ad.vise Andrea Holt at the CYCA
Sailing Office on 9363 4445 of your ability to attend. '

Yours faithfully,

4/

Phil Thompson
Sailing Manager.
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1 Contact Information

Contact information for persons and organisations with a defined role in the execution of the Crisis Management Plan,
These would include:

The Crisis Management Team

Key Line Management

Support Teams from the Police, Search and Rescue and the Navy.
Race Media Centre

Race Committee

Race Sponsors

Alternates should be identified for each team member.
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1.1 Crisis Management Team

Title Name Business Maobile or After Hours | Home Address
Hours Pager Phone
Phone Phone Number
Number Number
Chief Excecutive Andrew 02) 9363 0408 266 02 9363 3 /4 New Beach Road
Officer Thomson . 9731 922 5542 Darling Point 2027
CMT Co-ordinator | Steve York 9232 6333 0416 010 9585 2066 47 McRaes Avenue, Penshurst
858 NSW 2222 .
CYCA Director Geoff Lavis 02 4225 0414 298 02 4284 34 Peace Crescent Balgownie
8861 861 0481 2519
CYCA Director Don Telford 02 8923 0418 220 02 9959 26 Whaling North Sydney
2301 050 4533 2060
John Brooks 02 9960 1/25 The Crescent Mosman
2607 2088
Maryrose (02) 9363 0414 695 9369 5545 76 St James Road Bondi
Heffernan 4445 546 Junction 2022
1.2 RYCT Teams
Title Name Business Mobile or After Hours | Home Address
Haurs Pager | Phone
Phone Phone 1 Number
Number Number -
Immediate Past Robert 0362 359 0417 331 0362 25] 34 Red Chapel Avenue Sandy
Commodore Badenach 311 4410 484 Bay 7005
Commodore John Sharman 0362 234 0412 326 0362 251 2/ 5 Rose Court Sandy Bay
599 173 997 7005 -
General Manager Michael Wearne | 0362 234 0417 052 0362 348 143 Melville Street Hobart
599 086 674 7000
Inspector of Police | Hank 0362 032 0419 509 0362 651 19 Brady Street Midway Point
Timmerman 184 618 765 7171
1.3 Support Teams
POLICE -
Title Name Business Mobile or After Hours | Home Address
Hours Pager Phone
Phone Phone Number
Number Number
Police Grahame Welsh | 62 96952
5411
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NAVY
Title Name Business Mobile or After Hours | Home Address
Hours Pager Phone
Phone Phone Number "
Number Number
Navy
AMSA
Title Name Business Mobile or After Hours | Home Address
Hours Pager Phone
Phone Phone Number
Number Number
AMSA
RACE COMMITTEE
Title - Name Business Mobile or After Hours | Home Address
Hours Pager Phone
Phone Phone Number
Number Number _
Race Director Phil Thompson | 02 9363 0419 288 02 9909 43 Bennelong Road Cremorme
4445 323 2643 2090
Race Chairman Hans Sommer 02 9428 0418 221 02 9953 9/12 Karecla Road Cremome
2900 710 6369 Point 2090
Race Committee Mark Robinson | 02 9363 0418 966 029712 6 / 26 Kings Road Five Dock
4445 776 0471 2046
Mark Pryke 02 5907 04192233 | 029905 5 Libya Crescent
1066 44 1000 Allambie Heights 2100
Howard Elliott | 02 9342 0411 508 02 9877 11 Hiliside Crescent
6309 810 0222 Epping 2121
Robert 0362 359 0417331 0362 251 34 Red Chapel Avenue Sandy
Badenach 311 441 484 Bay 7005
John Sharman 0362 234 0412 326 0362 251 275 Rose Court Sandy Bay
599 173 997 7005
Race Committee Ken Batt 02 9296 029918 27 George Street Avalon 2107
Hobart 1622 0749
Race Committee Sam Hughes 0262 306 0262 816 49 Jennings Street Curtin
Hobart 818 558 ACT 2605
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Media Centre
Title Name Business Mobile or After Hours | Home Address
Hours Pager Phone
Plione Phone Number
Number Number ,
Media Centre Peter Campbell | 9869 8197 0419385 9869 8489 64 Boronia Avenue
) 028 . Cheltenham 2119
Lisa Smith 93639731 | 0418 428 9521 7130 3 Moona Road Kirmrawee
511 2232
Title Name Business Mobile or After Hours | Home Address
Hours Pager Phone
Phone Phone Number
Number Number
Weather Bureau Ken Batt 02 9296 02 9818 27 George Street Avalon 2107
1622 0749
J — Track Personnel
Forward Race Liaison
Title Name Business Mobile or After Hours | Home Address
Hours Pager Phone
Phone Phone Number
Number Number
Forward Race Andrew 02 9363 02 9363 3 / 4 New Beach Road Darling
Liaison Thomson 9731 5542 Point 2027
Andrea Holt 02 9363 02 9817 80A Park Road Hunters Hill
9731 5558
CMT / Media Di Pearson 02 9363 02 9388 4/4 Marine Parade Watsons
9731 7182 Bay 2030
Radio Relay Vessel
Title Name Business Mobile or After Hours | Home Address
Hours Pager Phone
Phone Plone Number
Number Number
Radio Relay Vessel | Lew Carter 02 9966 0413 046 02 9371 3/13 Dumaresq Road Rose
7631 656 0024 Bay 2029
Michael Brown 0408 446 07 5444 10 Mawarra Ave Buddina Qld
794 6794 4575
Audrey Brown 0408 446 07 5444 10 Mawarra Ave Buddina Qld
794 6794 4575
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2 Authority

Recognizing the risks to participants in this challenging offshore race the purpose of this CYCA Crisis Management
Plan is to manage any emergency issues for the Club and participating sailors.

It also very clearly defines the Crisis Managament Team Members and their roles in managing the emergency.

The Race Fleet is at sea from the 26™ December to 1™ January, but Race times are subject to differing weather

conditions. The Crisis Management Team will be on call throughout the time the fieet is sailing the 630 nautical miles
* from Sydney to Hobart.

{ The CYCA, Crisis Management Tam will be based out of the C.Y.C.A. offices in Sydney and from there they will
communicate with the Mobile Crisis Control Tem who will be in Eden or Hobart, the CYCA Media Centre in Hobart,
and the RYCT Crisis Management Team in Hobart but the Control Centre will be in Sydney at the C.Y.C.A.

The CYCA would like to thank Steve York and Business Risk Services (ph. 02 9232 6333) for their assistance in
preparing this plan.
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3 Emergency Management Organisation

3.1 Organisation Chart

The Crisis Management Organisation is a specialised organisation structure (which may or may not be the same as the
existing corporate organisation). It is formed when a disaster is declared.

As the chart to the side shows, the Crisis Management Organisation consists of a number of teams with specific roles
and objectives.ion technology teams with specific roles and objectives. Each team has a Team Leader and team
members.
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3.2 Emergency Management Team Charters

The table below provides an explanation of the key objectives as summarised in their Team Charter:

Team Team Charter
Sydney The objective of the (Company) Management Team is to:
y s Receive notification and co-ordinate the assessment of an incident
+ Coordinate the recovery teams '
o Notify the Duty Manager (a representative of the Crisis Management Team),
¢  Establish and maintain C.Y.C.A. Crisis Management Strategy

Hobart

Mobile
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4 Emergency Management Plan Structure

4.1 Definitions of Emergencies

Level 1 —Severe Incident
Assessment Response Who
Major severity/impact (see Risk * Immediate Race Director/Alternate
Management Guide} ¢ Report to emergency agencies Emergency services
Potential loss of life ¢ Decision to activate CMT
Emergency services response «  Supporting teams mobilised

MOB for more than ten minutes

Level 2 — Major Incident

Assessment

Response

Who

Moderate severity/impact {see Risk
Management Guide)

Major damage

Potential weather conditions
Potential severe incident

MOB

AMSA Activation

EPIRB Activation

Injury

Formal declaration
CMT notified
Emergency services notified

Race Director/Alternate
Emergency services

Level 3 — Minor/Incident

Assessment

Response

Who

Minor severity/impact (see Risk
Management Guide})
Injury

Local decision by race management

Report to Race Director and Race management

centre
No formal declaration

5 Risk Management Matrix

Through out this document the following matrix, based on the Australian Risk Management Standard AS4360, is used

1o assess risk and the above criteria.

The CYCA has reduced the assessment of incidents covered by this plan into the above categories due to the nature of
- N .. . e
ocean racing and assessment by the Crisis Management Teamn
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5.1 Risk Assessment Matrix

impact/ Consequences

{ikelihood insignificant minor moderate major severe unknown
unknown S 8
almost certain
lilkkey
moderate
unlikely

rare

S
s
M
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6 Using the Emergency Management Plan

6.1 Emergency Identification — By any competitor, member of the CYCA Crisis
Management Team, or other Team.

" 6.2 Assessment— By Race Director

6.3 Escalation — By Race Committee

6.4 Callout procedures authorized by Race Director

6.5 Emergency Management— C.Y.C.A. will have control of the issues pertaining to
the C.Y.C.A., Police or other agencies of control of any rescue operation,
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Crisis Management Incident Flow Chart

* Radio * External
* Telephone * Internal
Report * « Observed * Unscheduled
* No report * Authorities
« Damage Record End
* Injury
* Storm/Tempest
* Btz
Initial Notification * Police
Activate | Checklist Notify {—p Notify * SAR
CM Plans Communications check [ncident Manages] Combat Agencies * Waterways
Liaison Notification : * Race team
l * Media Liaison
Notification of
Executive Management Determi
Response Level
Assessment | mgfr?m;“m Initiate Crisis
Analysisof |—p Race Liaison & | ™| Communication
Damage/Infury — Lines
l Management
Injury/
Loss of life? Monitor Review &
Imminent Report
Loss of
Property or Injury
* Open CM Centre Alert
. fnqé:tatth_c?n - —— Activate CMT Executive
* lnutiate Liaison wi 1 Ianag ent
gcncies o
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Crisis Management Incident Flow Chart

(continued)
Develop I Alert Media
Recommendations Relatives g Briefings
Assess - ‘ Hand back to Race
Escalation Control &
Forward Race
A Liaison
Race Termination

considered
Yachts asked Monitor Review

to rescue

Coordination of . . .
CMT Liaison with
. .. 44—  Rescueby [— .
assist & liaison Combat Agencies Relatives
Media Briefing %smgn le.uso.n &
OmMmMumcation
/ Lines
Crisis
Management L] De-escalate
Team operations
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Crisis Management Incident Flow Chart
(continued)

Debriefing
» -Hot
* Formal

Y

* Record Management
* Prepare Report |
* Recommendations

l

Formal
Race Report
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7 Crisis Control Centre (CCC)
7.1 Establishing the Crisis Control Centre

7.2 Emergency Control Centre Locations

7.2.1  Primary Emergency Control Centre - Sydney
7.2.2 Mobile Emergency Control Centre - Eden / Hobart

7.2.3 Bega Secondary Control Centre

7.3 Crisis Control Centre Resources
(LE. pens, papers, tables chairs, log, radio, telephones etc.).

7.4 Operating the Emergency Control Centre

Standard Operating Procedures
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8 Emergency Management Procedures

Emergencies may include:

e  Weather
e  Man Overboard
e Sinking Vessel

Individual detailed plans may exist for these emergencies and should be referenced by the applicable Emergency
Procedure. )

8.1 Incident Management Procedures

Detailed Emergency response procedures for identified emergencies. For each identified emergency the procedure
would detail the foliowing:

8.1.1 Threat A - Weather

*  Procedure Custodian — Ken Batt and Race Director

Definitions — Monitor the threat pre and during race to reduce risk.
e  Response Procedure

s  Assessment and report to Race Director

s  Activation by Race Director

*  Management by Crisis Management Team,

Preventative Strategies

Training Seminars

Representative at Briefing on 24/12/99
Full Weather Briefing on 26/12/99
Weather Consultant with Race Committee

8.1.2 Threat B -~ Man Overboard

*  Procedure Custodian — Sam Hughes (AMSA) and Race Director.
s Definitions

Response Procedure

*  Assessment and report

+  Activation

+ Management

Training Seminars
Increased Personal Safety Equipment
Dedicated Personnel for Next of Kin Liaison of each incident
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8.1.3 Threat C - Sinking Yacht

Procedure Custodian — Sam Hughes (AMSA) and Race Director
Definitions

Response Procedure

e  Assessment and report

« Activation

¢ Management

Training Seminars

Liaison between Insurance Companies
Vetting Committee

Increased & Improved Safety Equipment

Dedicated Personnel for Next of Kin Liaison of each incident

Tracking Devices

8.2 Time Line
Risk Management Strategies

14/10/99 South Coast Planning Forum

19/10/99 Stakeholders Meeting to nominate Agency Delegates
1/11/99 Close of Application for Entries

26/11/99 Close of Entries

24/12/99 Race Briefing

26/12/99 Weather Briefing

26/12/99 Race Starts

27/12/99 Race Committee moves to Hobart

28/12/99 Crisis Management Team moves to Eden
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9 Appendices

List all things we’ll attach:-

’>\

SYDNEY-HOBART Aus 197 For Start
CHART LIST - Aus.808 To Jervis Bay
. Aus.807 To Montague Island

Aus. 806 To Gabo Island
Aus.358 Across Bass Strait
Aus.356 Flinders Island to St Helen's Point
Aus.423 if Course is East of 807, 806, 358 and 356
Aus.355 Into Storm Bay and to Finish
Aus.422 Gabo Island to South of Tasmania
Aus.171 fron Pot. up Derwent River to Finish & Dunalley Canal
Aus.785 Storm Bay
Aus.172 Port of Hobart. For Finish

DETAILS OF PORTS Aus 200 Port Jackson

AND Aus. 195 Port Kembla and Wollongong with Approaches
-1 ISLANDS EN ROUTE - Aus.193 Jervis Bay

Aus.191 Baternan's Bay, Twofold Bay, Ulladulla Harbour, Kiama
Aus.179 Pians in Banks Strait
Aus.170 Cape Sonnerat to Maria Island, Spring Bay
Aus.174 Port Arthur & others

Radio Frequencies

All other necessary info.
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Resource Inventory and Supplementary Documentation

This Section contains a list of items required for this plan to operate efficiently. The resources listed are stored at the
locations listed below.

Irem Description QO Location Review
Date

1. Mobile Phone, battery and charger '

2. Taxi Vouchers

3. Torch (and fresh batteries)

4. Log on passwords

5. Signature plate for cheque signer

6. Certificate Forms for printing

7.
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10 Facility Guides
10.1 (Primary Site} Evacuation Meeting Point

{Primary Site) Evacuation Meeting Point
Meet near the front of the (Primar'y Site)

(Primary Site Diagram)

10.2 Location Map

Maps / Charts
e CYCA

¢ Hobart

* Eden

Check / Usual Route / Latitude & Longitude
Helicopter Bases
Hospitals

10.3 Floor Plan of Emergency Control Room

(Site Plan Diagram)
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10.4 Maintaining and Rehearsing the Plan

10.4.1 Scheduled Plan Reviews and Maintenance
This plan will be reviewed in accordance with the schedule detailed below. The xxxxx will be responsible for
coordinating the reviews and receiving updates to the plan documentation. ,

10.4.2 Scheduied Rehearsal Program
This plan will be rebearsed in accordance with the schedule detailed below. The xxxxx will be responsible for
coordinating the rehearsals and receiving updates to the plan documentation,

The process for
Liferaft Theory rc\riewf_ng the
rehearsal,
reporting results
and
implementing
any changes to
the plan as a
result of the
rehearsal.

Helicopter
Procedure
Flare Day

Liferaft
Righting
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11 Glossary of Terms

Disaster

A disaster is defined as an unplanned event requiring the immediate redeployment of limited resources, Disasters can be
human, natural or technological in nature. Natural event (eg. earthquake, fire, flood, storm) Human behavjour (ie. bomb
threat, arson, hostage event, robbery) Technology breakdowns (ie. power outage, computer system failure)

Recovery Phase
The period of time immediately following the disaster declaration when the (Company) is establishing alternate
resources to ensure that critical business processing can be performed.

Interim Processin g Phase
The phase after a disaster has occurred when the (Company) is conducting business using the alternate facilities at the
{Recovery Site).

Alternate Procedures
Alternate processing procedures are procedures which can be used to substitute for normal processes eg manual
processing techniques. Alternate procedures can be adopted during the recovery phase.

Restoration Phase
Moving to either the original site, a new site or an intermediate site.

ABS American Bureau of Shipping

AMSA Australian Maritime Safety Authority

AYF Australian Yachting Federation

BOM Bureau of Meteorology

Boxing Day 26 December

BPN Business Post Naiad

Cat ] Category 1 (a class of safety requirement for yachts racing offshore)
CHS Channel Handicap System

ColRegs International Rules for the Prevention of Collisions at Sea

CYCA Cruising Yacht Club of Australia

EPIRB Emergency Posiﬁoning Indicator Radio Beacon

ETA Estimated Time of Arrival

GPS Global Positioning System (a navigation system using satellites)

GRP Glass Reinforced Plastic (a material used in the construction of many modern vachts)
HF High Frequenc’y (radio) -

IMS International Measurement System

IOR International Offshore Rule

ISAF International Sailing Federation

ITC International Technical Committee

IYRU International Yacht Racing Union

kHz Kiloherz

Knots = nautical miles per hour (a measure of speed)

LOA Length Overall

LPS Limit of Positive Stability (a measurement of the righting ability of a vessel)
May Day internationally recognised distress call
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Mb

MHz
MOB
MSL
NOK
NOR
+ORC
PAN PAN
PFD

PFD 1
PHS
POB
RCC

SGC
SHYR
SHRRC
Si

Sked
S00
Spectra
Telstra Control
VCOS
VHF

VIB

VIH

VIS

VIM

wC
Yachtcom
YRA

Millibar (a measure of pressure)
Megaherz

Man Over Board

Mean Sea Level

Next of Kin

Notice of Race

Ocean Racing Club

internationally recognised urgency call

Personal Flotation Device (life jackets which fall into various classes depending on their

rated buoyancy and operational characteristics)

Personal Flotation Device Type 1 as specified by the Australian Standards

Performance Handicap System
People on board

Race Control Centre

Radio Frequency

Royal Ocean Racing Club

“ISAF Racing Rules of Sailing for 1997-2000” published by AYF.

Radio Relay Vessel

Royal Volunteer Coastal Patrol

Royal Yacht Club of Tasmania

Search and Rescue

Solo Globe Challenger

Sydney Hobart Yacht Race

Sydney Hobart Race Review Committee

Sailing Instructions

Schedule (a set program of radic communications)
Sword of Orion

a type of braid used on yachts for halyards

name of the Radio Relay Vessel in the 1998 SHYR
VC Offshore Stand Aside

Very High Frequency (radio)

Brisbane Radio

Hobart Radio

Sydney Radio

Melbourne Radio

Winston Churchill

Telstra Yacht Communication System

Yacht Racing Association
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COMAUSNAVA]R ______

. Naval Air Srauon --r i
NOWRA NSW 1340 C :
Ph (02)44211349 -

CANA 1252 : ' '
CANA 600/69 : |

The Sajling Manager R
Cruising Yacht Club of Australia ————— e

New Beach Road
DARLING POINT NSW 2027

Dear Mr Thompson

Thank you for the invitation 10 artend your Crisis Planning Meeting on 200CT99. 1 am concerned
that vou should be aware that Search and Rescue (SAR) operations arising from or associated with
the Sydney to Hobart Yacht Race is not primarily a matter for Navy. which does not have aircraft
routinely available for SAR operations. The issue is AUSSAR s within the Australian Maritime
Safety Authority (AMSA) and possibly within the direct concern of CYC in consultation with
Sydney to Hobart participants and civil rescue helicopter companies. During the 1998 race Navy
helicopters were alertec through the Australian Defence Force Headc aTters by AUSSAR.

Unforrunately I am unable to attend the mesting but I will send a representative. LC DR Terry

Garside will attend in an informal capaciry. From the material available to me. my analysis of the
CYC’s investigation of the 1998 race =od it’s subsequent actions has concluded. that *he training-and -
equipment :equired to be carried by enirants in the 1999 race does not minimise the ritk 10 the safety
of the crews (in my view) to the reasonably practicable extent. I have dealt with this mater in earlier

correspondence.
. 1 recommend that your Crisis Planning activity should commence with a Risk Assessment of the
forthcoming Sydney to Hobart Race. This would provide a guide for the optimum briefing’

preparation of entrants and the management of crises when they occur. I know thar there are
companies who are available that can introduce you to the subject of how t¢ complete and use a Risk

Assessment should you wish.

Yours faithfully

C e < '
C.F.GEORGE AM

Captain o : .
Commander Australian Aviation Force e S

el: (02) 4421 1349

o

o Ociober 1999
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New Beach Road

Commander Australian Naval Aviation Force. HVMAS ALBATROSS. NOWRA NSW 2540

CANA 17231

The Commodore
Cruising Yacht Club of Australia

DARLING POINT NSW 2027

%

Dear Sir

SYDNEY TO HOBART YACHT RACE (SHYR) CRISIS PLANNING

‘Thank you for the opportunity to participate it your Crisis Planning Meeting on 20 Oct 99.

We have studied the drait Crisis Plan and note that the nisk assessment process followed
appears to be different from that prescribed by the AS/NZ Standard on Risk Managememt
(AS/NZS 4360:1999). It 1s not possible to determune the risks presented bv the various’
hazards of the race nor the measures that mignt therefore be applied to mitigate the risk they
present. The Crisis Plan clearly is predominantly about the managemem of an evexnr after it
has occurred. I note that Navy is listed as a stakeholder in the CMP.  As I have previously
advised, the Naval Aviation Force is not a stakenolder and will become involved in associated
activity only after being tasked through Defence Headquarters by AMSA/AUSSAR.

May I ask abour a number of other safety related issues, which in my view should be included
in CYC’s safery training plans?

a.

The SHYR risk environment. Has CYC as the reguiator of the SHRY
provided for entrants an assessment of the environment that is likely and
possibly to be encountered during the race? Here I mean:

Sea state/weather against probability of occurrence;

Sea/alr temperature with an estimation of survival times following
immersion and exposure in various clothing states:

The probability of damage/loss of yachts based on race historv (the CYC’s
report of the 1998 SHYR is very useful in this regard);

The probability of injury/fatality based on race history;

The CYC’s policy regarding the activation of helicopter or other rescue
services; and

The estimated time helicopter or other rescue services will need to arrive on
scene day/night and at various positions along the route of the race.

1 propose that the promulgation of this data would empower skippers and crews (o better
manage their safety and exposure to personal risk. As such this would be a most appropriate

risk control measure,



Safety Training. The Notice of Race for the 1999 race requires only *30
percent” of competing yachts’ crews to have completed safetv training. The
reason behind this policy is a matter for CYC. but [ recommend that CYC
should formally remind skippers and boat owners of. whar I understand is.
therr duty of care and legal responsibility according 1o OH&S legislation.
This requires them o ensure that everv member of :their crew is
appropriately wained. (The draft Standard for Onboard Safetv Training by
Nartional Marine Saferv Commirties refers.)

Specific Safety Issues.

EPIRB’s and strobes. These wuth flotation equipmeni. haraess and
thermal protection snould be attached ic 2ach crew member. i not at all
times. ceriainly at night and in bad weather. {The experiencs with Green
Homert during the Melbourne 1o Qsaka 1999 is reievant.)

Drogues. The CYC's report of the 1958 SHYR found (ar paragraph 9.4)
ihat:

“their use would have been a sound option in the conditions of the 1998
race.” RORC 1n theirr memorandum on safety, recommends yachis
‘consider cartying a drogue or drogue system.” Their deployvment in some
conditions would steady a boar during the SAR helicopter rescue evolution.
However. a recommendation on the carriage of drogues appears not to have
been given for the 1999 SHRY. Is there a reason for this?

Equipment Safety Standards. The AYF's Racing Rules of Sailing
(Special Regulations) are in places. significantly different to the RORC’s
Special Regulations. Specifically RORC at Appendix B of the
organisation’s Special Regulations lists International Standards applying to
yachts and, in particular, safety equipment (including liferafis). Are these
being used by AYF as a definition of ‘best practice’? A specific anomaly
appears to be Appendix II, Addendum A.l of AYF’s special regulations at
subparagraph 1) where the capacity is decided by dividing the volume of
main buoyancy tubes in litres by 96. Conversely RORC determines
capacity by dividing volume in cubic centimetres by 96.

Hypothermia. Although the probability does not appear to have been
discussed, 1t seems likely that hypothermia contributed to the outcomes of
the 1998 SHYR. Is the condition, the likelihood of its occurrence and
protection against it, covered in CYC’s safety seminars? I propose that the
subject should be briefed in detail. Some participants in the 1998 race
appeared pot to have a safe knowledge about the risk presented by exposure.

Risk te helicopters. It is perhaps understandable that yachts’ crews have in
some cases a ruspiaced confidence that a SAR helicopter will be able to
bring them to safety in even exireme conditions. This is not always the case
and, as a rough guide, the risks to the helicopter are usually about the same
as those being experienced by the yacht with which the SAR evolution is
being conducted. Again I propose that yachts could be empowered by this

information.
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In conclusion, many of the recommendations above may have already been put in place by
CYC or there may be reasons not known to me why CYC/AYF have established the existing
regulation/safety framework. In either case I would be most interested to know the outcome
of considerations so that I may further my education and better understand the hazards and
risks presented to race participants and Navy aircrew should they again become involved. I
would be pleased to discuss any of the issues raised in this and previous letters and would
welcome an opportunity to visit CYC. A very important objective for me is to assist with
making the SHYR as safe and successful as this greatr Ausiralian evenrt can reasonably be.

Yours sincerelv

oo & ,
C.F. GEORGE, AM RAN

Captain
Commander Australian Naval Aviation Force

Telephone: (02) 4421 1349
Facsirmile: (02) 4421 1353

15 November 1999
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ADDRESS ALL CORRESPONDENCE To THE CHIEF EXECUTIVE QFFICER

09 December 1999

C.F. George AM RAN

Captain | RECEIVED
Commander Australian Naval Aviation Force
HMAS Albatross

Nowra NSW 2540

Dear Commander George,

RN Thank you for your detailed response following the Crisis Planning meeting in October.

Although we have not fully responded to your questions here, often because we don’t necessarily
have the answer, or we are still framing policy, we have passed your letter to our Sailing
Committee and also to the Ocean Racing Club (ORC) the international body, ultimately
responsible for formulating ocean racing safety policy.

(a) Sydney Hobart Yacht Race risk environment - your suggestions here are extremely
valid and we intend to include them in our planning and briefing.

Note that the CY'CA has no power, nor does it want any to activate helicopter or other
SAR intervention. AMSA has this authority, and we access AMSA via a Liaison Officer
permanently attached to the Race Management Team from 24 December.

(b)  Safety Training - the 30% policy is a minimum.

The response to the programme has been excellent. The ‘normal’ crew population for a
Sydney Hobart Yacht Race would be about 1,100 (based on 100 yachts). To date, over
2,000 have participated in the scheme. '

(c) Specific Safety Issues

. EPIRBS and Strobes - noted and we will look at incorporating the appropriate
protocols in safety procedures.

. ‘Drogues - equipment carried on racing yachts can easily be substituted for
drogues, eg. spinnakers, sails, anchors and warps and were successfully used
during the 1998 Sydney Hobart Race. The use of drogues and substitutes are
covered in the Heavy Weather Seminar.

. Equipment Safety Standards - the AYF as the governing body chose to adopt
Australian Standards for equipment. This by and large explains the differences
between the AYF and RORC.

. Hypothermia - you are right. This was not considered in the 1999 Race Review.
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Interestingly, crews - even those that were in extreme peril having been rolled, reported
water temperatures being quite warm. The satellite image of the current supports this.
Notwithstanding, had the storm hit the fleet another 100 miles south, the impact of water
temperature could have been vastly different. Our seminar on heavy weather, includes a
lengthy session on what is appropriate clothing, and preparation to meet difficult weather
conditions. We also supply all seminar attendees and all competing yachts with a copy of
AMSA’s book ‘Survival at Sea’. There is a section on hypothermia. As a result of your
letter this section will be specifically referred to at the race briefing on 24 December.

Risks to Helicopters - you may know that the auto-hover failed on one chopper in the
midst of a rescue in 1998. As a general statement, I believe that the yachting community,
certainly those that participated last year, are well aware of the risks to helicopters and
have a healthy respect and admiration for the pilots and crews. This is discussed at the

helicopter rescue seminar. <

I hope this answers some of your questions. Thanks again for the constructive input.

For ¥nd behalf of the

Cruisi

acht Club of Australia

PETER BUSH
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Mrs Pam Lazzarini
Crown Solicitor’s Office
GPO Box 25

Sydney 2001

DW pw)
. Sydney to Hobart Yacht Race 1998: CRN 403208

Further to the material I sent you on 20MAROO, I thought that you might find the Joint
Media Release from the Minister for Defence and Minister for Transport of 6MAY97,
relevant (Enclosure 1: JOINT MEDIA RELEASE MIN 70/97 Tuesday,6 May,
1997). The release appears to address 1ssues that might also have influenced the
outcomes of the 1998 Svdney to Hobart Yacht Race and more recent maritime SAR
operations,

1learnt last week from an article in one of our Naval Aviation Flight Safety
publications, TOUCHDOWN 1/97, (Enclosure 2: The Vendee Globe MARSAR)
that Mr Theiry Dubois had experienced difficulties with his life raft which were |
possibly similar to those encountered by the crew of Winston Churchill. In particular,
I was interested to hear that Dubois had reportedly encountered structural and stability
problems with the raft dropped to him prior to his rescue by the helicopter from
HMAS Adelaide. I do not know what follow up actions/lessons learnt were
subsequently passed to yachting federations by AMSA/AUSSAR.

Yours faithfully,
- -

C.F—George
CAPT RAN

Enclosures.
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The Minister for Defence The Minister for ‘Transport
Mr Ian McLachian Mr John Sharp

MIN 70/97 Tuesday, 6 May, 1997
SOUTHERN OCEAN LESSONS NOT FORGOTTEN

Australia's maritime rescue services have learnt valuable lessons from reviewing all aspects of the
Southern Ocean yacht rescues earlier this year. These would be conveyed to yachting federations and
Tace organisers to ensure all would benefit from Australia's experience in these rescues.

In a joint announcement today, the Minister for Defence, Mr Ian McLachlan, and the Minister for
Transport and Regional Development, Mr John Sharp, said future rescues would benefit both from
the reviews and the on-going improvements to Australia's search and rescue capability.

The Ministers said although it was not Australia's job to issue instructions to international race
organisers, the Southern Ocean rescues demonstrated several deficiencies in precautionary and safety
measures which should be addressed for future races. These included:

- Ensuring the Maritime Rescue Coordination Centre had access to all race information prior to yachts
arriving in the Australian Search and Rescue Region;

- Emphasising Search and Rescue (SAR) arrangements for different regions at pre-race briefings;

- Improving survival training for yacht crews with emphasis on a better understanding of the
COSPAS-SARSAT satellite system;

- Instituting more northerly waypoints for yacht routes and ensuring the course was within the
operational radius of long range maritime patrol aircraft; :

* Ensuring all competitors were equipped with suitable radios;

- Making it mandatory for yacht hulls to be marked with high visibility dayglo orange.

- The Ministers said Australia's maritime rescue services would also review their procedures, including:

- Examining the design, contents and identification of Air Sea Rescue Kits; ,

- Reviewing methods of accurately delivering survival equipment in the worst conditions;

- Marking survival equipment with pictograms and multilingual directions;

- Improving the briefing arrangements between both the Transport and Defence Departments, and
- Better coordination of Search and Rescue assets during rescues.

Quoting examples, Mr McLachlan said the 10-man life raft dropped during the Southern Ocean
1escues was too large for one person to manage in extreme seas and tended to roll in high wind
conditions. "As a result, the Royal Australian Air Force will investigate an alternative smaller air
dropped raft more suited to rough conditions," he said.
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" "The RAAF will also review the design of its Survival Stores Containers after noting survivors had
difficulty opening the containers in cold and windy conditions."

"The new search and rescue amalgamation which comes into force on 1 July 1997 will further enhance
Australia’s rescue activities," Mr Sharp said. -

The Ministers said Defence personnel and members of the Australian Maritime Safety Authority
(AMSA) and its Maritime Rescue Coordination Centre (MRCC) played an invaluable role in ocean

rescues.

Debriefing sessions after the January rescues involved all key players, including Defence, AMSA_
Airservices Australia, and competitors and organisers from the Vendee Globe Yacht Race. The
Ministers said the debriefs had identified problems and possible solutions from both the sailors and
agencies involved in their rescue.

"AMSA is now involved in more direct liaison with race directors of all round-the-world yacht races
and has developed a closer working relationship with the Australian Defence Force," the Ministers
said.

"Obviously some issues can be implemented immediately whereas others have to be mvestigated and
perfected with the combined input of the AMSA, Navy and Air Force.

"It was expected that once the final evaluation was completed, the Minister for Sport, Territories and
Local Government, Mr Warwick Smith, would write to appropriate yachting federations and race
organisers recommending a number of measures which could be made mandatory to improve race

safety "

Meanwhile, two Australian Defence Force officers who were heavily involved in the Southemn Ocean
rescues have discussed race safety recommendations with race organisers. The officers, Captain
Rowan Moffitt (Navy) and Wing Commander Tan Pearson (RAAF) attended post-race activities in
France last weekend.

- Defence, Jim Bonner Ph 06-2777800 or 0419 438490
Transport, Adam Connolly Ph (06) 2777680

Defence Home Page
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HE following article is an account of the .
amazing rescué of Messrs Thierry (Terry)

DUBOIS and Teny BULLIMORE from the
freezing nothingness of the Southern Ocean. The
rescue took place some 2 500 km from the Australian
mainland, closer to Antarctica than civilisation.
Whilst the rescue involved the untiring efforts by
staff at the Maritime Rescue Cordination Centre in
Canberra, and superb flying by 92WG, RAAF, to
locate the yachtsmen and provide immediate iifesav-
ing measures for Terry Dubois, the article concen-
trates on the ship/ship’s flight aspects; ie, to share the
event from a birdies’ viewpoint. It is anticipated that
2 composite RAAF/RAN articie will be published in
RAAF Spotlight 2/97. :

The recali

Thecalltoreturnto m ¥ ship came at 600K Monday
6 January 97 whilst | was comfortably tucked into my
bed at home in Nowra. The flight was on Christmas
leave; however, we were aware that we had become the
Operational Rescue Vessel {ORV) an that morning. My
CO,CAPT Raydon Gates, had, after discussion with me,
aliowed the flight o remain on leave even on the east
¢oast despite being on call. The main reason for this was
our abiiity 10 fly the hejo from the airfield on HMAS
STIRLING where Seahawk 874 was parked, and stil]
embark on HMAS ADELAIDE anything up to 16 hrs
after the ship had received sailing orders. This call was
10 prove correct.

The initial call from the COD onboard ADELAIDE
was 10 standby for a return as more details came to hand.
After 28 years of military service, a standby usually turns
into a happening thing and so 1 rang QANTAS and
booked a flight for that morning. I contacted my SENSO,
LEUT Hank Scott, and advised him to do the same. He
nearly had the pleasure of flying first class as by the time
he had contacted the airline, economy class was fully
booked. A couple of cancellations aliowed him angd
LCDR Geoff Konemann to make the flight. Although
the flight was qualified and carrent, higher command
elected 10 send a QHI (Geoff) as added insurance on the
task. Whilst § didn’t necessarily agree with the decision,
the reason it was made for was accepted. As it turned out
WE were one aircrew member short and a crew of five
would be needed to perform the rescue. To Geoff's
credit, he 100k a back seat approach and allowed the
flight/ship interface to run its normal flow and plan the
operation its way. Two maintainers from HMAS DAR-
WIN also supplemented our numbers,

Touchdown 1/97

Embarkation (and enter mr Murphy)” **

The three east coast aircrew made the civil flight on
time - thanks to §16 SON providing a Seahawk to fly
myself and Geoff to Sydney to connect with the Perth
flight. We arrived at the Helicopter Support Facility at
HMAS STIRLING at 1545H, just before ADELAIDE
sailed. LEUTSs John May and Terry Gadenne were in the
west at the time of the call-out and 5o sailed with the
ship, feaving us three to embark 874 at a planned time
of 1700H. As menti oned, CAPT Gates wag happv for us
to remain on the east coast as after our leave the aircrew
were scheduled to complete Te-currency checks at NAS
Nowra before rejoining our ship. If called out, the long
legs of the Seahawk meant that we couid still catch the
ship some eight hours after s2iling ~ and eight hours jt
was!

During the pre-flight inspection, the No | and the
back-up hydraulic pump ojl reservoirs were found to be
empty. A top-up of oil followed by a ground run con-
firmed our fears that we had a major leak. A quick call
to the ship using the ever-reljable mobile telephone and
my flight senior maintenance satlor, CPOATWL Steve
Searle, and two maintainers were landed back on the
istand courtesy of HMAS STIRLING’S boat. With com-
mendable speed, ‘robbery action’ of the back-up hydray-
lic pump from DARWIN'S Seahawk was initiated.
NALO, in Sydney;were equally fast in authorising the
removal, as time was Tunning out with regards to crew
rest, '

At about this time, 1 elected to instigate a back-up
plan and jacked up a refuelling tanker with a police
escort to drive to the furthermost point south and wait
for our arrival. If crew rest was exceeded, we would not
arrive until Tuesday morning. The tanker would allow
us 1o still catch the ship as she sailed towards the rescue
site. However, at 2200 the aircraft was declared Service-
able and, with only a 40 minutes transit time to ADE-
LAIDE, we elected to embark that night. After
cancelling the tanker and police escort, we effected a
successful recovery to the ship at 23355.

The transit

While all this was taking place, a P-3C Orion had
located Terry Dubois and deployed an Air Sea Rescue
Kit (ASRK) to him. Tony Bullimore’s capsized yacht,
the EXIDE CHALLENGER_ had alsp been Jocated but
there were no signs of life.

ADELAIDE conducted her initial passage at 20 kis
due to weather. This eventually improved to allow a
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speed increase to 26 kts when it was known that HMAS
WESTRALIA would be able to sail 1o provide fuel.
Weather conditions remained favourable and a good
speed of advance was maintained.

A utility sortie was fiown on 7 January to ensure al
crew were happy with ‘high-line’ procedure. I decided
1o use LEUT Hank ‘Scott s the wireman and for me to
do the winching for the primary reason of fitness. 5 ank,
being considerably younger and fitter, wouid have a

‘better chance of completing the rescue if both he and

Dubois were 0 end up in the ocean.

The rescue

It was initially calculated that we would be able to
launch late afternoon on the § January and extract Terry
Dubois at last light, returning the 180 miles to land back
on board at night. However, the weather had caused
Dubois® life raft to drift further south than had been
expected thereby increasing the distance required to
transit. This meant that we would have to conduct the
winch at night with very little fuel 1o play with. This,
coupled with the outside air temperature being reported
by the P-3C crew at -2°C at 300 ft in heavy rain, forced
us to postpone the rescue until the following morning.
The P-3C crew had also reported icing conditions and,
as our Seahawk was not equipped with de-i cing systems,
it made for 2 simple decision.

We launched at 0430 on 9 Janvary (28 years to the
day that I had enlisted in the military) in much improved
weather conditions. The outside air at sea leve] was +3°C
with only patches of low cloud that we could wisually
navigate around. The water temperature was still a chilly
+2°C and the wind had dropped to 25 kis.

The 53 miles we had to transit allowed time for the
P-3C, that had arrived on the scene, to relocate Terry

Tony Bullimore swims out from under the hull of the EXIDE CHALL

LSy

GER. (Photo Keﬂy. Berringro;r) .

Dubois. The visibility ‘was starting to reduce as we
approached the yacht; however, 2 smoke marker from
the Orion assisted us in spotting him. A copy-book high-
line winch was conducted and Terry was safely inside
the helo within minutes. It will be hard to ever forget that
big smile under his bushy beard: an expression of ‘it's
all over’. We recovered back 10 ADELAIDE at 0537.

A miracle of survival

We re-launched at 0630 for reconnaissance of the
EXIDE CHALLENGER, arriving on scene after a short
transit of 15 minutes. A 10 minute Jow hover was con-
ducted with the hope of eliciting some response from
Tony Bullimore (if he was stijl alive). With no sign of
life, the aircraft recovered at 0730, Two media personnel
were onboard for the recce and were able to get detajled
video and still photography of the yacht. This was im-
mediately developed and analysed for the possible entry
that would release Tony Bullimore if he was trapped
inside the yacht’s hull. ‘

Due 1o the reduced visibility of less than 1 000 yds,
ADELAIDE was vectored 10 the EXIDE CHAL-
LENGER by the on-task Orion. At 0900 the ship was
within 200 yds of the hul] and commenced a slow circle
sounding the ship’s 'siren. At 0908 the sea boat was
launched to examine the yacht’s hull for the expected
cutting operations. Remarkably, and as a] the world now
knows, after tapping on the hull and yelling, Tony Bul-
limore replied. Moments later he Ppopped up on the
surface. The ship’s diver entered the water and assisted
him into the boat which was then Tecovered at 0930,

Some lessons learnt

It would have indeed been surprising if, following
such a unique and complex rescue operation, some

Touchdown 1/97
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points had not arisen for future consideration. Some
aviation Iessqns learnt include:

1. Five aircrew are needed for safe S-70R-? Seahawk
operations in this type of SAR and area of operations,
Assisted recoveries were: necessary due to environ-
mental conditions and the fifth member is required to act
as Landing Safety Officer (LSO). ADELAIDE’S flight
is normally only four personnel.- With the second
TACCO being unavailable, a pilot was drawn from 816
SON and from HMAS DARWIN.

2. The de-icing system for the Seahawk should be fitted =

- "10r'sdfe all-weather operation in sich areas. The flight

1

manual limits aircraft operations by the requirement for
the OAT to be above +5°C if in cloud. During this
Operation, temperatures were as ow as -2°C at the water
surface, and cloud down to 50 fi.

3. An allowance of six ‘Mustang” immersion suits of
various sizes should be allocated to FF Us for the carriage
of key non-aircrew personnel.

4. Long-range fuel tanks should be trialled and placed
into service at sea.

3. The Seahawk HF radio performance was poor, neces-
sitating relay by the P-3C.

6. A more effective hook assembly, already identified,
that will ensure winching safety, needs to be expedited
into service. The Hook Safety Plate (HSP) was unwigldy
i0 use in the extreme cold, as the wireman was wearing
Clearance Diver’s thick gloves as well as his normal
flying gloves. To compound the problem, there was no
room for the plate when using the double-lift harness and
Two strops, -

[Note: The HSP is an interim risk-management measure
designed to prevent dynamic roll-out (DRO) and ‘D¢
ring reversal {DRR). A new hook has been successfully
irialled and will be introduced into naval service in
mid-1997. — SONAS]

Survivors? comments

As well as being a very grateful marn, Terry Dubois,
having spent several days in a liferaft, offered the fol-
lowing constructive comments about the rescue;

* the liferaft from the first ASRK he managed to
get into (the third dropped to him), was of much
poorer quality than subsequent A SRK s dropped
to him. The rubber was deteriorating and that
liferaft sank from under him very quickly;

* it was difficult to open the cardboard survival
packs. They are hard 10 manage, particularly
when suffering from cold injury and consumed
a lot of energy. It would be simpler to have the
rations contained within a plastic container with
a screw-top Jid;

* of all the rations in the suryival packs, only the
biscuits, mueslj bars, chocolate and water were
consumed. The remainder was thrown over-

Touchdown 1/97

board becatise of the difficuity with the packag-
ing and the nature of the rations;

© = the large liferaft did not have particular]);good
stability with a singje Person in it, and once it
was capsized it was difficult 10 right;

» the sea anchors made a significant difference 1o
stability, but nevertheless two sea anchors were
tost when they parted at the attachment to the
liferaft,

* the radio drop was excellent (within one metre)
.2nd it was tremendously comforting to_be able.
" t0'talk'i6 S8meone: and -

the winching operation was simple and profes-
sionally done.

Tony Bullimore, a no less grateful vachtsman (as
witnessed by that BIG kiss planted on one of his rescuers
on ADELAIDE’s Zodiac, also offered the following
comments;

= he heard the Orion aircraft but was not sure how
far away it was and was not prepared to leave
the yacht’s hull to find out;

 he did not hear any charges or sonobuoys
dropped by the Orion;

» he heard the Seahawk when ithovered low over
the hull;

» he did not hear the ship’s siren when it was
sounded from 200 yds away; and

* he heard clearly the tapping on the hull and
voices from the Zodijac.

A warm feeling

The month of January 1997 wij} long be remembered
by me (and no doubt others) for the suceessful rescue of
twe lone yachtsmen participating in the Vendee Globe
around-the-world race. It was an event in which the
Ship’s Flight played a major role; however, as men-
tioned at the outset the rescue of the Terry Dubois and
Tony Bullimore was achjeved by a multitude of agencies
working in close cooperation. Among them though, my
personal thanks and congratulations 2010 816 SQN and
HMAS DARWIN in providing personne] and advice to
enable ADELAIDE’s flight to form an integral part of
this operation, ©

Y
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Terry Dubois, CAPT Gates (HMAS ADELAIDE CO)
and Tory Bullimore (Photo Bill Hato)




