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SYNOPSIS
1.

SYNOPSIS.

1.1

At approximately 1915 hours on Saturday 15th May, 1999 a collision occurred
between a French fishing trawler “Rohellan” and an Irish fishing trawler
“Oileann Cleire”. The collision resulted in the Irish trawler foundering within 10
to 15 minutes following the abandonment by its crew of five persons to an
inflatable liferaft.

1.2

There was no fatality and none of the “Oileann Cleire” crew suffered any
apparent physical injury.

Note: All times are given throughout in Local Summer Time (Ireland & UK)
which is Greenwich Mean Time (UT1) + 1 Hour
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FACTUAL
2.

FACTUAL INFORMATION
DESCRIPTION OF THE VESSELS

2.1

“Rohellan”

2.1.1

Name:
Official Number:
Port of Registry:
Type:
Flag:
Built:
Engine:
Hull:
L.O.A.:
Breadth:
Depth:
Gross Tonnage:
Decks:
Fish on board:

2.1.2

“Rohellan”
BA 112492
Bayonne, France.
Deep-sea stern trawler
French (on a bareboat type charter
to a Spanish Company)
1966 at Chantier Naval SICC Na
St. Malo, France.
570 Kw - Caterpillar 3512
Steel
33.23 metres
7.75 m
3.68 m
278.18
Two
Approximately 6.5 tonnes

Owners:

S.A. Alouette
Residence Fontarrabs II
17, bd Marciel de Clerc
64700 Hendaye Plage
France

Operators:

S.A. Alouette Eqidazu Kaia,
Bayo 48700
ONDARROA (Bizkaia)
Spain

Stores on board.
Fresh Water:
Fuel Oil (Diesel):
Hydraulic Oil:
Lubricating Oil:
Empty Fish boxes:

17 tonnes
42 tonnes
50 litres
1500 litres
about 1,000 on deck

2.2
2.2.1

NAVIGATIONAL EQUIPMENT
Furuno 8-tone Daylight display Marine Radar Model No. 1932, defective and not
operating.

2.2.2

Ratheon R40 Raster Scan Radar was operating though with a distorted screen
display. The deficiency of the equipment would make it difficult to properly
identify target, range and bearing.
5

FACTUAL
CONTD.

6

2.2.3

Marine Autopilot Type 528 NEC with Control Unit, Rudder Feed Back Unit and
Compass (magnetic) Sender Unit. The correct manufacturer manual of operating
instructions was not on board. Crew alleged that when the vessel was on
automatic pilot setting at sea that there had been a tendency for the ships’ head
to momentarily and periodically slew or deviate off course and settle back again.
“Rohellan”s French skipper did not regard this as an operational problem. It had
been alleged that the new autopilot had been recently installed as the previous
one had been giving trouble.

2.2.4

Durmast Limited Marine Electronics of Cork, Ireland checked the above three
navigational items on 20 May 1999. Without proceeding to sea with the ship the
technician said that he was unable to establish the alleged fault to the autopilot
while the vessel was alongside. This alleged defect was not resolved before the
vessel departed Ireland. (See Appendix 8.7).

2.2.5

There were other items of navigational equipment, such as: - Arkas Rudder
indicator, DGPS NR 51, Radio Navigateur GPS CM015, Decca Navigator 21, Koden
Chromoscope, BEN ECO 3C Speed Log and Speed indicator (inoperable),
Electronic Charts System, GMDSS DSC MF SSB transceiver and VHF Channel
watch receiver Radios.

2.3
2.3.1

WHEELHOUSE VISIBILITY
“Rohellan” was inspected shortly after berthing at Cobh, Co. Cork on 17 May
1999. The general layout of the wheelhouse was reasonably spacious.

2.3.2

There was a pilot chair fitted close to the aft door. The wheelhouse window that
was in front of the pilot chair had stain marks. A computer repeater screen sited
in front of the line of vision further obstructed the line of visibility from the pilot
chair. There is a mechanical clear view screen fitted to the window in line with
the pilot chair.

2.4
2.4.1

VESSEL’S CERTIFICATION AND GENERAL CONDITION
“Rohellan” was maintained in a good condition including the machinery space
and accommodation.

2.4.2

A Permit for Navigation (Safety Equipment Certificate) was issued by the French
Administration for 11 persons on 28/12/98. Liferafts and other lifesaving
appliances were in date and found in good condition.

2.4.3

The Fire Equipment was inspected in Bilbao and a certificate issued on 26
September 1998.

2.4.4

Magnetic Compass was adjusted and deviation card completed 11/10/96.

2.4.5

Load Line Certificate was issued 20/5/98 and expires 4/2/2001. It was endorsed
24/2/99.

2.4.6

BV Class Certificate issued 22/1/97 and occasional survey afloat after damage
repairs completed to stem and forward shell 12/3/99.
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CREW ON BOARD THE VESSELS
2.5
1)

“ROHELLAN” - 11 PERSONS IN TOTAL:
Jose Enerique Lerchundi Urresti, Pesca du Patron (technical fishing skipper) age
55 years who was the charterer’s (operators) commercial representative on
board. He was the duty bridge watchkeeper at the time of the collision. He
held a Diploma as a Navigation Skipper for deep-sea fishing. He held a valid
Medical Certificate for one year issued 25 June 1998.

2)

Faye Diene, the skipper and a French national. He was the owner’s
representative on board and the off duty bridge watchkeeper. He alleges that
the Spanish Pesca du Patron is effectively in command on board and that he,
the French skipper, is on board solely for his formal national qualification which
entitles him to command a French registered fishing vessel.

3)

Jose Aristondo Argoita age 50 years, Chief Engineer and on duty in the
Engineroom at the time of collision.

4)

Joel Pendelienre is a French national who was said to have no executive
position on board. It is understood that he was understudying the French
skipper.

5)

Adriano da Silva Saraiva was the Bosun (Deck Foreman) and was working aft on
the fish catch at the time of the collision.

6)

Jose Barreiro Lourido was the Bosun’s Mate (Assistant Deck Foreman) and was
working aft on the fish catch at the time of the collision.

7)

Miguel Villarreal was an oiler (engine room rating) working aft on the fish catch
at the time of the collision.

8)

Joaguin Campos Amaro was a deckhand working aft on the fish catch at the
time of the collision.

9)

Tomas Lourido Cernadas was a deckhand working aft on the fish catch at the
time of the collision.

10)

Francisco Javier Iglesias Lopez was the cook/deckhand and was working aft on
the fish catch at the time of the collision.

11)

Blas Corta Jimenez was the off duty oiler and in his cabin at the time of the
collision.
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2.6

“OILEANN CLEIRE”
Name
Previous name:
Official Number:
Fishing Number:
Port of Registry:
Type:
Flag:
Built:
Engine:

Hull:
L.O.A.:
Register Length:
Breadth:
Depth:
Gross Tonnage:
Decks:
Owner and Operator:

“Oileann Cleire”
“Maureen Rose”
110804
D 610
Dublin, Ireland
Seining and Trawling
Irish
1978 Baltimore Boatyard, Ireland.
Grenaa - Type 6F24TK 650 hp/485Kw
Driving a 3 bladed variable pitch
propeller.
Wood, Iroko on sawn oak futtock frames
and floors.
24.38 m (80 feet)
22.86 m (75 feet)
7.01 m (23 feet)
3.23 m (10 feet 07 inches)
117.48
One
Sean and Agnes O’Driscoll,
Ardmanagh Drive,
Schull, Co. Cork, Ireland.

2.6.1

A survey had been carried out on “Oileann Cleire” 20 February 1997 when the
vessel changed ownership. A marine surveyor and consulting engineer
instructed by the owner and for insurance underwriting purposes had carried
out the survey. The vessel was found to be structurally sound and in an overall
good condition.

2.6.2

The Department of the Marine and Natural Resources carried out a safety
equipment inspection, on 11 November 1997. The vessel complied with Irish
statutory requirements.

2.6.3

In addition to the above it has been established that at the time of the incident
there was on board adequate life-saving appliances for the size of vessel and
number of crew (5 persons) on board, including:
1 x 10 person RFD SOLAS Liferaft 1 x 8 person ZODIAC SOLAS (See Appendix 8.6)

service due 11.11.99
service due 23.02.00

The liferafts were stowed on the galley top and fitted with Hydrostatic Release
Units.
“Oileann Cleire” had been regularly maintained and earlier in 1999 it had the
deck fully caulked and 75% of the hull caulked. (See Appendix 8.5)
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2.7

“OILEANN CLEIRE” - 5 PERSONS IN TOTAL:

1)

Patrick O’Sullivan; who was the relief skipper;

2)

Derek Gallagher; the engineer.

3)

Dennis O’Driscoll; a deckhand,

4)

Boris Hamon; a French national and deckhand,

5)

Shane Kennedy; the cook/deckhand.
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EVENTS PRIOR TO THE INCIDENT

3.1
3.1.1

“ROHELLAN” LEADING UP TO THE COLLISION
The French trawler “Rohellan” was on regular voyages to and from the port of
Castletownbere, which is situated on the Southwest coast of Ireland.
“Rohellan” usually landed between 6 and 9 tonnes of fish and returned to the
fishing grounds off the West coast of Ireland. The vessel had departed
Castletownbere at 0730 on Tuesday 11 May 1999. “Rohellan” had been fishing
since it arrived at the fishing grounds. On the day of the collision “Rohellan”
had commenced shooting nets at 0600 and completed 4 tows that day.

3.1.2

Due to ground damage caused to the fishing nets “Rohellan” intended to steam
westwards towards deeper water and a smoother fishing seabed in an attempt
to avoid further net damage.

3.1.3

At approximately 1900 on Saturday 15 May 1999, “Rohellan” had already hauled
nets and was proceeding at full speed, about 11 knots, on a westerly heading
and steering by automatic pilot.

3.1.4

The duty crews of “Rohellan” were working on the catch of fish landed on
board and were also engaged in repairing damaged nets on the after deck in
preparation for the next shoot.

3.1.5

The Pesca du Patron (fishing skipper) was in the wheelhouse with the
responsibility of maintaining the navigation watch.

3.1.6

He alleges that the sun was shining and causing a glare to be reflected off the
calm sea up to the conning position thus adversely affecting his vision.

3.1.7

He maintains that from time to time leading up to the collision he looked
ahead (forward) and did not see anything unusual ahead.

3.1.8

He states that one of the radars was not operational and the other daylight
radar had a distorted screen image.

3.1.9

His attention was diverted towards his crew who were engaged in work on the
aft deck.

3.1.10 He also maintains that lately he had noticed the vessel had been intermittently
yawing 10 to 15 degrees when steering on automatic pilot.
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3.2

“OILEANN CLEIRE” LEADING UP TO THE COLLISION

3.2.1

The Irish trawler had sailed from Castletownbere on Friday 14 May for the
fishing grounds in approximate position 52 degrees North and 011 degrees West.

3.2.2

“Oileann Cleire” was engaged in twin trawling and had just completed a third
tow and was hauling nets with the intention to reshoot.

3.2.3

“Oileann Cleire” was for some twenty minutes before and at the time of impact
stopped in the water and heading in a westerly direction. They had been
hauling nets for about twenty minutes. Three of the five crew were working on
or near the mid deck and one was working aft. The skipper was close to the
wheelhouse and operating the winch controls.

3.2.4

The crew of “Oileann Cleire” first sighted “Rohellan” when it was some 2 miles
away and appeared then to be heading towards “Oileann Cleire”.

3.2.5

As “Rohellan” continued to approach some of the crew of “Oileann Cleire”
formed an impression that “Rohellan” was going to pass very close in order to
see how much catch that “Oileann Cleire” had. The cod end of one trawl was
over the port quarter and “Oileann Cleire” crew were preparing to lift it on
board.

3.2.6

The French trawler continued to bear down on the Irish trawler. When it was at
a distance of some 450 yards away (one crewmember stated 200 to 250 yards)
it was observed to veer off to starboard some 10 to 15 degrees and then return
back on course heading straight for “Oileann Cleire”.

3.2.7

As “Rohellan” came much closer the skipper of “Oileann Cleire” realised that
there was going to be a collision and rushed into the wheelhouse to alert the
approaching trawler on the radio.
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4.

THE INCIDENT

4.1

The incident occurred at position 52.40.N and 011.46.W on Saturday, 15th May
1999 (See Appendices 8.2 and 8.3).

4.2

The bow of “Rohellan” struck the port stern of “Oileann Cleire” at full speed
of 11 knots.

4.3

The stern of “Oileann Cleire” was pushed around and there was a second
impact as the port side of “Rohellan” scraped down the “Oileann Cleire”.
“Oileann Cleire” began to list over to port.

4.4

The “Rohellan” had her propeller entangled in the nets of “Oileann Cleire” that
were lying off to the port side of “Oileann Cleire” which resulted in “Rohellan”
stopping in the water a short distance from “Oileann Cleire”.

4.5

Immediately following the collision the skipper of “Oileann Cleire” called
Valentia Radio (Coast Radio Station) on medium frequency 2182 k/Cs and
informed the radio station that they had been “rammed” by another fishing
vessel and that they were taking water and sinking and requested immediate
assistance. Irish Marine Emergency Service (IMES) logged the communication at
1915 and a Mayday Relay broadcast was immediately made.

4.6

The mate/deckhand first looked into the machinery space of “Oileann Cleire”
and at that time observed it dry. He then went down into the sleeping
accommodation to inspect the damage there. The stern area was well open to
the sea and “Oileann Cleire” was taking water rapidly into the
accommodation.

4.7

The skipper of “Oileann Cleire” looked again into the machinery space and saw
that the water was then rising up above the bottom plates. It was when the
machinery space gearbox alarm sounded that he made the decision to abandon
ship following his assessment that the vessel was foundering.

4.8

The French skipper of “Rohellan” was not on navigational watch at the time of
impact. He was in his cabin resting. Immediately following impact the skipper
went to the wheelhouse.

4.9

The weather at the time of the incident was fine, visibility good and wind
slight. (See Appendix 8.3).

EVENTS AFTER
5.

EVENTS AFTER THE INCIDENT

5.1

Within a short time following the collision the crew of “Oileann Cleire” had
taken their lifejackets from their storage position under the settee in the
messroom area and put them on. The position of storage of the lifejackets was
well marked and they were readily accessible.

5.2

It took three of the crew on board “Oileann Cleire” to transfer the eightperson liferaft from the top of the galley to the starboard side.

5.3

The liferaft was placed over the side, inflated and the five crewmembers got
on board. They used the paddles to clear “Oileann Cleire” and then boarded
“Rohellan” by the ladder that had been rigged over the stern of the French
trawler. The time was approximately 1930.

5.4

The IMES Rescue Helicopter lifted the five rescued crew off the French trawler
at 2050 on Saturday 15 May 1999 and landed them at Shannon Airport at 2145.
They were then taken to a hotel in Bunratty Co. Clare.

13

CONCLUSIONS

14

6.

CONCLUSIONS AND FINDINGS

6.1

It is apparent that “Rohellan” as a ‘power- driven vessel’ under the Collision
Regulations and not a ‘vessel engaged in fishing’ was proceeding at a full speed
of 11 knots on a westerly heading and steering by automatic pilot. The
International Regulations For Preventing Collisions At Sea 1972 deem this vessel
as the responsible vessel under Rule 18 (a) and Rule 16. As a power-driven
vessel underway it must keep out of the way of a vessel engaged in fishing,
Rule 18 (a) (iii). Refer to Appendix 12 requires it to do so.

6.2

It is apparent that “Rohellan” was not maintaining a proper lookout in
accordance with Rule 5 of Collision Regulations, appropriate to the prevailing
circumstances and conditions.

6.3

Being mindful of the good weather conditions the crew of “Oileann Cleire”
perceived from observation that “Rohellan” was on a heading to pass very
close by in order that “Rohellan” could observe what the “Oileann Cleire”
crew were working at on deck. As “Rohellan” approached it was observed by
two of the crew on “Oileann Cleire” to have altered course some 10 to 15
degrees and then resume back on to the course eventually leading to the
collision. This deviation from the course would appear consistent with the
alleged problem of the autopilot yawing. When it was realised by “Oileann
Cleire” that a collision was imminent it was too late to take any appropriate
avoiding action. The nets were still lying out in the sea and over the port stern.

6.4

The Pesca du Patron on board “Rohellan” who was the sole watch-keeper had
been on board for two weeks and was engaged in working at least 12-hours
bridge watch-keeping in each 24-hour period.

6.5

The Irish trawler did not carry an EPIRB (Emergency Position Indicating Radio
Beacon) and is not required to do so under existing legislation at the time of
the casualty for Class X Fishing vessels. During this incident an EPIRB was not
required to be brought into use as part of the rescue operation.

6.6

It took three able bodied crew on board “Oileann Cleire” to transfer an 8
person SOLAS liferaft from the galley top to the deck and then over the ship
side bulwark for launching and inflation. This made launching more difficult.
(see Appendix 8.6).

6.7

Shortly following the “Oileann Cleire” submerging below the water the
Hydrostatic Release Unit (HRU) to the second liferaft, which had remained
secured on the wheelhouse top, operated. The container packed liferaft floated
to the surface as designed and automatically inflated though in an inverted
position. This occurred while the crew of “Oileann Cleire” were in the
launched liferaft and paddling their way towards “Rohellan”.

RECOMMENDATIONS
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RECOMMENDATIONS

7.1

In the light of experience gained through the investigation of this casualty Marine
Notice No. 24 of 1999 concerning the difficulties in Launching of Liferafts Stowed
on the Top of Wheelhouse and Galley Tops of Fishing Vessels was published and
circulated within two months following the casualty. (See Appendix 8.6).

7.2

A safe Navigational Watch should be maintained at all times in accordance with
the International Regulations and Marine Notice No. 9 of 2002 (see Appendix 8.7)
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8.

APPENDICES

8.1.

Photos of “Rohellan”.

8.2.

Larger scale copy taken from Admiralty Chart No. 1125

8.3

Met Eireann Weather Report for area on 15 May 1999.

8.4

Report from Atlantic Marine Supplies Ltd. of Killybegs advising of valid
certification and service confirmation of SOLAS liferafts on “Oileann Cleire”.

8.5

Photos of “Rohellan” showing damage on bow and views from wheelhouse.

8.6

Copy of Marine Notice No. 24 of 1999 issued 16 July 1999 following the
casualty.

8.7

Marine Notice No. 9 of 2002 “Keeping a Safe Navigational Watch on Board
Fishing Vessels” (First issued 1982).

APPENDIX 8.1
8.1.

Photos of “Rohellan”.
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Larger scale copy taken from Admiralty Chart No. 1125

APPENDIX 8.3
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8.3

Met Eireann Weather Report for area on 15 May 1999.
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Report from Atlantic Marine Supplies Ltd. of Killybegs advising of valid
certification and service confirmation of SOLAS liferafts on “Oileann Cleire”.

APPENDIX 8.5
8.5

Photos of “Rohellan” showing damage on bow and views from wheelhouse.
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Copy of Marine Notice No. 24 of 1999 issued 16 July 1999 following the
casualty.

APPENDIX 8.7
8.7

Marine Notice No. 9 of 2002 “Keeping a Safe Navigational Watch on Board
Fishing Vessels” (First issued 1982).
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