April 2007

Membership renewal forms are attached to this newsletter. If you haven t submitted your
renewal yet, please do so before 30 April.

Both membership renewal forms must be filled out and returned, with a cheque for $15, to
Jerry Roehr s office. Members who joined after 1 October 2006 do not have to pay this year,
but please send in a membership update form.

Mail renewals to: Make your cheque payable to:

CASARA Winnipeg Winnipeg Zone CASARA
1-915 McLeod Avenue

Winnipeg, Manitoba

R2G 0Y4

Get your tickets to our annual Wings Presentation evening soon. Tickets are available from
members of the zone executive. Family and friends are welcome.
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Our First Call-Out of the Year on itsway to Ignace. We were asked to provide a
By Jim Bell ground crew that could act to intercept the ELT asit
approached Winnipeg.
| was awoken at 5:30 am by acall from JRCC
Trenton. Therewas an ELT transmitting somewhere The poor souls who got the next phone calls were
in western Ontario. The signal was first detected by surprisingly agreeable to scrapping their plans for

an airliner near Thunder Bay, and now seemed to be the morning, and instead sitting by the Trans-



Canada Highway, waiting for a bus, UPS truck, or
some other ELT transportation contraption to pass.
Roland Biber, David Latour, and Tim Spiece were
all up for amorning drive, with Alf Northam
becoming available later. They all agreed to stand
by and wait for JRCC to decide what they wanted to
do about the racket.

Unfortunately, the ELT did not maintain its pace,
and was found later that morning in the Ignace post
office. Our crew stood down, missing out on a
possibly once in a lifetime chance to intercept a
Greyhound bus on the Trans Canada Highway.

Water Egress Course
By Jim Bell

The Water Egress course on 21 March was well
attended, with 18 members learning about a seldom-
discussed subject, use of life jackets and escape
from a ditched aircraft. Twelve of the attendees
actually got a chanceto inflate our life jackets using
the manually-actuated cartridges, firing them off in
awestbound feu-de-joie.

A summary of the material covered in this class can
be found later in this newsletter.

Bill Evans fires his life jacket as Edgar Schreiber
enjoys the sensation of near-strangulation from
having both chambers inflated.

Dauphin Joint Exercise
By Jim Bell

On the weekend of 16 19 March, twenty-one
CASARA members from Winnipeg, Brandon, and
Swan River met in Dauphin to carry out ajoint
exercise. Thisisararer event than it should be
other than Western Canada SAREX, | believe the

last time we held an exercise involving other
Manitoba zones may have been in 2003.

The exercise began on Friday evening, with the
establishment of the search headquarters at the
Dauphin (Billy Barker VC) Airport terminal
building. Roland Biber, Bill Hilash, and Judith
Biber were dispatched to carry out a parallel track
search as the sun set. The purpose of this first
search isto spot obvious targets, such as signals,
fires, or an ELT.

Saturday morning got off to a slower than hoped for
start, as al incoming crews, one from Swan River,
one from Brandon, and two from Winnipeg, were
delayed by weather. By noon, most crews had made
it in, and searches, mostly CLAs, were underway.
The media Dauphin Herald newspaper, and radio
station CKDM  also stopped by for awhile, and
we received quite thorough coverage. It also led to a
few rumoursin town, asthe mayor s wife had been
found murdered earlier in the week, and there was
apparently much speculation that we were there to
search for clues.

As the afternoon progressed, ELT searches, an
expanding square, and a couple of diverts were
thrown at the crews. By dinnertime, John Carley s
missing Maule was located at Roblin airport, and
our Piper Navaho wreckage was found at Gilbert
Plains.
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Brandon Zone members Garry Gerrard, Maurija
Skansen, and Fred Eshpeter prepare their charts for
a CLA near Dauphin.

We retreated to Smitty s Restaurant for dinner en
masse, and then back to the hotel with the



expectation of an early start the next morning.
Overnight, however, the weather deteriorated
substantially, and all flying was scrubbed. Brandon
and some Winnipeg members made it home by
vehicle, but flying out wasnt possible, dueto
conditions at the destinations. The Swan River
contingent managed to fly out a 7 pm when the
weather lifted.

The remaining Winnipeg crews departed Monday
morning, after afour hour delay caused by chilly
and recalcitrant aircraft engines.

Red Lake
By Trevor Mueller

CASARA National granted us these extra fundsto
show the flag as it were, to the local aviation
community there, which rarely is serviced by the
CASARA unit out of Thunder Bay. This special op
took off on schedule, eventually, after several
weeks of weather delays. Given the remote northern
location of this destination, we also used this op as
an opportunity to fly over some of our northern-
most airfieldsin Zone 1. One surprising fact that
came about from this was that some of these same
northern airfields seem to close for the winter once
the winter roads open, leaving few placesto land or
fuel up at. So now you can see how critical arole
weather can play, and why the op was postponed so
many times.

Asusual, once airborne the winds were stronger
than expected on some of the route legs between St.
Andrews, Pine Dock, and Little Grand to Red Lake.
Same could be said for the way back to St.
Andrews, and much can be said for the thoughtful
considerations of the crews that day and the new
arrangements that had to be made once it was
realized the op would take longer than expected.
That includes a crestive new use of a ziplock bag
invented during mid-flight!! In Red Lake we had
made arrangements to have lunch brought out to the
airfield during refuelling. The staff there though,
went alittle over board, and the standard bag lunch
turned out to be ameal truly meant for a hydro
worker. Inall it was agood flight, we were
welcomed by the locals, learned some of the local
SAR history, and had some challenging navigation
between way points over unfamiliar lake rich
terrain, whether we used the GPS or not.

ELT Search Exercise 3 March

Well, once again | am not doing what | was asked to
do, which was to write a very short article for the
newsletter on the recent ELT Search Exercise| co-
ordinated last month. The exercise, while
successful and fascinating, doesnt warrant a
dissemination here on the newsletter pages. So
instead, | am going to entertain you mightily, with a
few quotes about flying that | stole from the
internet. Hope you fall down laughing.

People think it would be fun to be a bird because
you could fly. But they forget the negative side,
which is the preening.

Jack Handey, Deep thoughts from Saturday Night
Live

If helicopters are so safe, how come there are no
vintage/classic helicopter fly-ins?
Anon

Real planes use only a single stick to fly. Thisis
why bulldozers and helicopters, in that order, need
two.

Paul Slattery

The emergencies you train for almost never happen.
It sthe ones that you can t train for that kill you.
Ernest Gann

When a prang seems inevitable, endeavour to strike
the softest, cheapest object in the vicinity, as slowly
and gently as possible.

Adviceto RAF pilots during WWII

It s better to break ground and head into the wind
than to break wind and head into the ground.

Joey, have you ever been to a Turkish prison?
Capt Oveur, from the 1980 movie Airplane

Arguing with apilot is like wrestling with apig in
the mud. After awhile you realize the pig likesiit.
Seen on a General Dynamics bulletin board

Y ou know you re flying an ultralight when you
have a bird strike from behind.

Capt Oveur: Yaever been in acockpit before?
Joey: No sir, | ve never been up in aplane
before!



Capt Oveur: Yaever seen agrown man naked?
From the 1980 movie, Airplane

Never fly anything that doesnt have the paint worn
off the rudder pedals.
Harry Bill

Either take up parachute jumping or stay out of
single motored airplanes at night.
Charles Lindbergh, 1931

The only time an aircraft has too much fuel on
board iswhen it isonfire.
Sir Charles Kingsford Smith

The propéller is just abig fan on the front of the
plane to keep the pilot cool. If it stops she will
sweat.

A good landing is one you can walk away from. A
great landing is one in which you can use the plane

again.

It is better to be down here wishing you were up
there, than to be up there wishing you were down
here.

Basic rules of flying:
1. Tryto say inthe middle of the air.
2. Do not go near the edges of it.

Darlene

The Drift Sight

By David Latour
For April we will continue Radio Aidsto
Navigation and look at SetNav, or Satellite
Navigation.

The official name in Canada isthe GNSS, which is
Global Navigation Satellite System but everyone
refersto it as GPS or Global Positioning System;
that s English for you. In fact, GPS isthe American
version of GNSS. There is also a Russian version,
termed GLONASS.

GPS (it is officially named NAVSTAR GPS
(NAVigation Satellite Timing And Ranging Global
Positioning System) was developed by the US Dept
of Defence as a system to provide highly accurate
positioning, navigation, and targeting information to
the armed forces of the United States of America
Everything else has evolved because Congress
wanted to spread the cost-benefit over awider
electorate.

The satellite system comprises 24 satellites in 12-
hour, 11,000 NM dtitude orbits, spread over awide
range of anglesto the equator. Most of the world,
except regions very close to the poles, is line-of-
sight to at least 3 satellites at any moment. The
receiver compares the time of arrival of signals
from each satellite in view to compute a very
precise and accurate distance to the satellite, and
compares that to its internal database of satellite
orhits (where each satellite should be at each
moment of time) to arrive at afix on thereceiver s
position. It is actually computing a sphere of
position rather than aline of position. Three
satellites in view are required for a 2-dimensional
fix, (the intersection of 3 spheres of position givesa
unique solution in 2 dimensions on the Earth s
surface, and one in space, to be ignored) while a
fourth isrequired to add atitude to the fix. Because
it is based on time of flight calculations for signals
moving at the speed of light, the atomic clocks on



the satellites send their time codes with a precision
of abillionth of a second (nine decimal places).

The satellites actually broadcast two different time
codes on different frequencies: the first is C/A
which can be received by anyone with a commercial
GPS unit, and its maximum theoretical accuracy isa
circle of 3 m; the second is P(Y'), which can be
received only by military GPS and is capable of a
maximum theoretical accuracy of 30 cm. Thisisthe
difference between knowing which room is the
dining room, and knowing which place setting is
yours.

The model of the world (datum) used to create
position information from the time code is WGS84
(World Geodetic Survey 1984). When comparing
any GPS position to a chart in your hand, be certain
that the chart is also WGS84. Most modern
commercial GPS receivers can be set to use any of
the other common geodetic models used to print
charts and maps. Look into the owners manual to
see how to reset the device you are using to match
those charts you have in hand.

There are half a dozen or so sources of error in GPS
positioning which reduce the maximum theoretical
accuracy of 3 metresto something more like 10 to
15 metres for commercial receivers. These include
ionospheric transmission lag, multipath error,
ephemeris (the internal database) error, clock error,
tropospheric effects, and good old-fashioned math
errors. Orbital geometry plays a part aswell: if all
the satellites in view are grouped together in one
area of the sky, wider errors are to be expected.
Thisis still plenty accurate for CASARA purposes.
To put it in perspective, if we were searching for a
C172 and the GPS position lead us to aramp with
three parked wingtip to wingtip, we could not
distinguish which was the actual target; but if the
middle one taxied away, we could tell the target was
the one on the left, or the one on the right.

There are several ways of improving civilian GPS
accuracy, which include differential GPS, wide area
augmentation system and local area augmentation
system. These use afixed GPS in a known,
surveyed location to send a correction signal to the
roaming GPS to help it refine its position. These can
give special aviation GPS units the accuracy
necessary to fly a precision approach to arunway in

low visibility. Surveyors and geophysical types use
these techniques as well.

It is important to remember that GPS error exists
and not to be complacent when using these devices.
| personally have watched an aviation GPS attempt
to lead me 12 NM off target on a 60 NM flight. It is
always necessary to back up the GPS receiver with
paper charts. On asimilar note, the US DoD can
apply what istermed selective availability , which
adds deliberate and known-to-them errorsto the
GPS satellite clocks, which degrades the accuracy
of C/A positions by an order of 10 (from dining
room to football field). They apply this
decorrection whenever they feel they need to, and
without warning or explanation.

One great feature of GPS receivers is their ability to
locate themselves without prior knowledge of where
they should be, making them ideal for the lost. This
can take up to twenty minutes if you are far from its
last known position, but that s fine. Another feature
of importance is that the unit remembers where it
has been, and can provide atrack of your
wanderings that can be downloaded to a computer
and displayed to your discomfiture. The Chief
Navigator plans to use this ability to check that we
are actually searching where we say we are, and not
flying to Neepawa to check out the surplus store.
On actual searchesthis popcorn trail can be used
to supplement the official charts navigators are
marking up, and to determine whether the search
area has been accurately covered or if some areas
need to be searched again.

It is outside the scope of The Drift Sight to teach
navigators how to use GPS. Each make and model
has its own unique way of doing things, and most
require constant use to stay familiar with their
peculiarities. Each airplane we fly seems to have a
different type of GPS installed, and many pilots
carry their own aswell. The Chief Navigator has
now acquired a suite of 4 identical GPS units for
navigator use, and will be training us on those
gpecific units only. Watch for his announcements!
Y ou will certainly see me at any such course, and
you should be there, too.



Water Egress
By Jim Bell

In November | had the opportunity to attend
Aviation Egress Systems’ Water Egress Course. My
experience on this course suggests that we take the
results of a ditching too lightly. In the past, when

we have had to fly at low level over water, the
briefing on the use of our life jackets (hereafter
PFD, personal flotation device) has been laughably
inadequate. Last month we had an evening class on
the use of the PFDs, and water egress. Some of the
information covered in that class is repeated here.

Any aircraft flying beyond gliding distance from
shore, must carry a PFD for every person on board.
It does not have to be an approved PFD, unless it's
a commercial flight. CASARA uses an approved
PFD called a C-13 (which is actually the approval
number, not a part number). You may also wear
other PFDs — one very good one is made by
Mustang Survival. The advantage of the Mustang
ones is that they are more comfortable to wear, and
you wear them in the normal, around the neck,
position. The C-13s are worn as a belt, and the bag
must be opened and the PFD pulled over your head
before inflation. The disadvantage of the Mustang is
that they're rather expensive (~$200), and no, we
won't re-imburse you.

Before an over water flight, ensure everyone is
familiar with the proper use of the PFD. Don the
PFD and tuck the straps in (so you don’'t get caught
on anything on the way out). Also, don't lock the
baggage door — if the airplane winds up in the
water, it may be the only way into the airplane for
outside rescuers.

In flight, when a ditching is necessary, set up for
minimum sink speed, to give as much time as
possible to prepare. Remove items from the dash —
water will break the windscreen and items on the
dash will be flung into your face. Secure all loose
items, tighten your seatbelts, and open the
passenger doors and close the latches, so the doors
can’'t jam shut. Take off your headset and stow it.
On larger bodies of water, try to spot the swells, and
land parallel to them, preferably on or just behind
the crest. On smaller bodies of water, there probably
won'’t be any swells, so land into the wind as

normal. Don'’t stall the airplane into the water.
Passengers should brace themselves against the

seats, using jackets, cushions, or other items to help
absorb the force of the crash.

Once in the water, let everything come to a stop
before taking action. Don’t panic. You have
probably a minute or so to act. Keep your seatbelt
on, so you keep your normal orientation in the
airplane, even if it's upside down. People have died
trying to lift a handle that opened downwards,
because the airplane was inverted. Find the door or
window latch, undo it if necessary, and push it
open. You may have to wait for the pressure to
equalise before you can open it. Find the frame with
one hand, and hang on to it. With your other hand,
release your seat belt. Grasp the frame with both
hands, and pull yourself out of the airplane.

From the rear seat, you have two options. Once the
bubbles and silt clears, see if the front seat
passengers have gotten out. If so, you can follow
them. If not, you can try to reach past and open the
door. Escape in the same way, by grasping the door
or window frame with both hands. If you can't get
out, your second option is to position yourself
against the side wall, put your feet against the cabin
window, and push. Don't kick, the window should
push out. You have about three tries at this before
you run out of oxygen. If the airplane is pointing
nose down at all, there may be an air pocket near
the baggage compartment.

Once you're out, count heads. If someone is
missing, you may want to try to rescue him,
depending on the depth and clarity of the water,
how well you swim, and how badly you're injured.
Rescuing someone is extremely dangerous.

Once you're at the surface, and you're sure you
won't have to dive to the airplane, that is the time to
inflate your PFD. If it doesn’t inflate by pulling on



