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1.1

SYNOPSIS

Shortly after high water springs on the night of the 17th Sept 2004, the fishing
vessel "St.Oliver" departed Leitir Ard in Bertrabuoy Bay at approximately 19:15
hours local time on passage to the fishing port of Rossaveal. The run of 25
nautical miles was expected to take approximately three hours giving an E.T.A.
of 22:15 hours or thereabouts.

The weather at the time of departure was S.5.W. at 29 kts gusting to 40 kts.
with outbreaks of heavy rain. The crew, consisting of four were in contact with
their families at various stages of the voyage reporting that conditions were
bad but they expected to reach their destination on time.

The vessel failed to reach its destination having grounded and broken up on
Duck Island at 21:00hours approximately. All four crew perished.
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FACTUAL INFORMATION

2.1

FACTUAL INFORMATION

PARTICULARS OF THE VESSEL "ST.OLIVER"

Built:

Owner:

Purchased:

1975 - Board lascaigh Mhara Boatyard
Dingle, Co. Kerry.

Mr. John Dirrane
Knocknacarra, Co. Galway.

1999

Description: Shelterdecked wooden hull of iroko planking on oak frames, cruiser
stern, engine room forward with steel wheelhouse aft. The shelter
deck was fabricated and installed by Mooney (Boats) Ltd. Killybegs,
Co. Donegal in 1990/1991. The vessel was painted dark blue with
white superstructure, red anti fouling and a white water line. The
vessel is described as multipurpose used in trawl and seine net
fishing (See photograph at Appendix 8.1).

Overall Length:
Registered Length:
Registered Breadth:
Registered Depth:

Gross Registered Tonnage:
Port of Registry:

Official Number:

Main Engine:

Gearbox:

P.T.0.Gearbox:

Aux Engine:

Electrics:

19.81 metres
19.11 metres
6.31 metres
2.71 metres
70.97 Re-measurement in 2003 to 103 G.T.
Sligo SO 601
401518

Kelvin Diesel Engine

Type: TASC8

Eight Cylinders

272.33 kW

This unit was installed new in 1990/91 and had
new pistons, liners etc. fitted in April 1997.

Reintjes

Type: WAF 440

This unit was installed new with the main engine.
Hytek, installed new with main engine.

Lister Diesel Engine

32.5 H.P. This unit drives a 24V transmotor

and GGG General service pump.

24 Volt and 110 volt systems. Two by banks of 4 six 6

volt batteries.
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2.2

2.3

2.31

2.3.2

2.3.3

Fish Hold: Refrigerated with Premier system. Installed new in
1998

Bunkers: Two x 700 gallons fuel oil tanks.

Fresh Water: One by 300 gallon capacity tank situated in fish

hold starboard side.

During the change of ownership survey carried out by John J. McNelis & Co. in
September of 1999, the following bridge and navigation equipment were found
to be onboard:

« Robertson AP 45 Auto Pilot - new in 1998.

« KVH Gyro compass with ICD remote display - new in 1998

» Sodena Turbo Plotter which included computer, monitor, keyboard,
converters, input for GPS, output to auto pilot and Irish Coast Line charts -
new in 1998.

In 2000 a safety equipment inspection was carried out by Board lascaigh Mhara
detailing the following items on board the "St. Oliver".

Life Saving Appliances

« 2 x 6 man inflatable liferafts

» Hydrostatic release units

« Portable radio equipment

« 2 lifebuoys (I with Man overboard unit + 1 with 18 metres buoyant line)
« Lifejackets for each person

4 x line throwing apparatus

« 12 x parachute flares

Fire Fighting Appliances

« 1 x hand pump fitted outside machinery space

« | x fire hose

« | x plain nozzle capable of producing 6 metre jet of water

e | x spray nozzle

« Engine room water spray extinguishing system

« Engine room: extinguishers 2 x 9 Ltr foam, (4.5 + 6) kg dry powder.
 Galley / Messs room: 2 x 2kg Co2

« Accommodation: 1 x 9 ltr foam

Additional Items

« First Aid equipment
« Fire blankets

« Fire alarms

« Bilge pumps

« Bilge alarms

e Gas alarms
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2.4

2.5

In July of 2001, a survey of equipment for the certificate of compliance was
carried out by Maritime Radio Affairs Unit. This included technical approval of
equipment and GMDSS compliance. The survey lists the following equipment

onboard.

e VHF Transceiver:

e DSC Controller

» DSC Watchkeeping Receiver, Ch. 70
o MF Transmitter

o MF Receiver

e MF DSC Controller

« MF DSC Watchkeeping receiver

» Navtex Receiver

« Satellite E.P.I.R.B.

« Radar Transponder

 Portable two-way VHF radiotelephone

» Main source of energy
 Reserve source of energy
» Radar 9GHz

» Navigational aid

» Navigational aid

Sailor 4822

Sailor 4822

Sailor 4822
Furuno FS1562 -15
Furuno FS1562 -15
Furuno FS1562 -15
Furuno FX1562 - 15
Furuno NX300
Kannad 406 WH
Jotron Tron

ICOM 1500E

220V

24V Lucas

Furuno 805D

Echo Sounder
Furuno GP31

The crew of the "St. Oliver” on the 17th Sept 2004 consisted of the following

persons:

1. Mr. John Dirrane of Inishmor, Co.Galway. Mr.Dirrane, the Skipper of the "St.
Oliver" is described by his fellow colleagues as an experienced fisherman
with many years service in the fishing industry. Records indicate that Mr.
Dirrane held a Second Hand Special Certificate of Competency. Mr. Dirrane
also held a long-range G.M.D.S.S. radio Certificate.

2. Mr. Michael Faherty of Inverrin, Co. Galway. Mr. Faherty was also a well-
respected fisherman with many years experience. Mr. Faherty and Mr.
Dirrane fished together for a number of years until eventually buying their
own boats. Records indicate that Mr. Faherty was the holder of a Second
Hand Limited Certificate of Competency and skippered his own vessel

successfully.

3. Mr. Joseph Connolly of Carna, Co. Galway. Mr. Connolly was a very well
respected businessman in the community. He owned and ran a boat repair
yard and built up a reputation as a master craftsman in boat repair work and
engine maintenance. Previously he had fished out of Glinsk for a number of
years. He was a very experienced seaman although he is not known to have
any formal qualification other than a Radio G.M.D.S.S. restricted operators

certificate.

y
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4, Mr. Michael Mullen of Clifden, Co. Galway. Mr. Mullen had attended a
training course in Greencastle Fishing College, Co. Donegal and was the
youngest member of the crew. He had not been fishing for very long but was
described as being very keen and enthusiastic.




EVENTS PRIOR TO THE INCIDENT

On Friday 17th September 2004 at approximately 13:00 hours (corresponding
with low water), the fishing vessel "St. Oliver”, having completed a 17 day
period of repair work was made ready to be lowered down to the edge of the
slip in preparation for launching at high water that evening at approximately
18:50 hours at Letterard, Carna. Although a delay in starting the main engine
was experienced the engine was running from 17:00 hours approximately.

During the lay-up period the "St. Oliver” was painted, had some new nails
placed in the timbers and had a degree of caulking carried out. New anodes
were fitted to the keel and rudder and a length of angle iron was welded to the

Mr. John Dirrane (owner of the boat), Mr. Michael Mullen (crew man) worked on
the boat in addition to Mr. Joseph Connolly (owner of boat yard) who later that
evening joined the vessel as crew for the intended voyage. The repair work was
also carried out by Mr. Colm Mulkerrins, Mr. Ciaran McDonagh, Mr. John O’Malley

Mr. Colm Mulkerrins recalls leaving the site for a period during the afternoon
and returning to the slip at approximately 17:30 hours that evening in
preparation for the launch of the "St. Oliver". Shortly before 19:00 hours Mr.
Ciaran McDonagh and Mr. Donal McDonagh arrived to lend a hand with letting go

Witnesses recollect that particular day as being fine and sunny and calm waters
in the vicinity of the slip. The time then was approximately 18:00 hours.
Although there are conflicting reports of weather conditions at the time of
departure it is conceivable that it may have appeared calm in the vicinity of
the slip, which was in comparative shelter from the elements. However
Meteorological reports for the time and location, record the wind as being
South to South West force 7 to gale force 8.

Mr. Colm Mulkerrins in his deposition states that at the time of departure (19:15
hours approximately), there was a "bad shower of rain and high wind". Mrs.
Connolly, wife of Joseph recalls her husband stating that he would not fancy
going out on the boat, as he knew that the weather was bad with a big sea

Mr. John Dirrane (Skipper) and Mr. Michael Mullen (crew) were both onboard the
vessel awaiting the arrival of Mr. Michael Faherty who had agreed to assist in
crewing the vessel to Rossaveal. Mr. Faherty arrived at approximately 19:00
hours and boarded the "St. Oliver" immediately by inflatable dinghy.

MCIB
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Just prior to departure, Mr. Joseph Connolly was asked to accompany the crew

accompanied the crew on the arrival trip from Rossaveal to his boat yard

to Rossaveal. It should be noted for the record that Mr. Connolly had
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because of his local knowledge of the area. Mr. Joseph Connolly joined the rest
of the crew and the vessel departed at about 19:15 hours.

3.8

Timing of events are as follows:

9:15 hours:

19:40 hours:

20:10 hours:

20:23 hours:

20:45 hours:

21:03 hours:

"St. Oliver” departs Letterard in Bertraghboy Bay en route to the
Fishing Port of Rossaveal with the following four crew on board:

Mr. John Dirrane (Skipper)

Mr. Michael Faherty (Extra Skipper)
Mr. Michael Mullen (Crew)

Mr. Joseph Connolly (Crew)

The approximate distance via the most direct route is 25
nautical miles. The vessel was expected to make a speed of
between 7 and 8 knots, implying an E.T.A. of approximately
22:30hours consistent with all communication from crew.

(a matter of 25 minutes after departure) Mrs. Joseph Connolly
rang her husband. She believes that Mr. Connolly stated that
they were 7 Miles from Inishlackan and that their E.T.A. was still
22:30 hours at Rossaveal. It would appear that Mrs. Connolly
misheard what her husband said and confused 7 miles with 0.7
miles, the latter being consistent with the perceived speed of
the vessel believed to be in the region of 7 knots. This would
also conform to an E.T.A. of 22:30 hours for Rossaveal.

Mrs. Carmel Faherty made contact with her husband Michael and
confirmed E.T.A. for 22:30 hours.

Mr. Michael Mullen sent a text message to a friend indicating
that the seas were very rough. The text message indicated that
the vessel’s two computers were down and that there seemed to
be an element of doubt as to the vessel’s position. This amounts
to the most significant piece of evidence so far uncovered as it
suggests a problem onboard.

Mrs Una Dirrane contacted her husband John. She learned from
him that the weather was not good but maintained that they
would be in Rossaveal for 22:00 hours that evening. She received
no indication that anything was amiss.

Some 15 minutes after the last contact with the vessel, the
alarm was raised with the Irish Coast Guard. It should be noted
that this initial alarm was raised when the "St. Oliver’s" EPIRB
(Emergency Position Indicator Radio Beacon) was activated.
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The investigation revealed that of the several routes the vessel could have
taken there are three likely courses, and of these, the one in particular
favoured by the local fishermen, is the inner passage. Described here as Route

Route (1) a distance of approximately 25 nautical miles would take the vessel
out from Bertraghboy Bay turning SSW between Inishlackan to the West and
Inishstreh to the East towards an area marked Big Sound. The vessel would then
turn due South and when between Macdara’s Island to the North East and
Tonyeal Rocks to the South West alter course to the South East. This should
take the vessel clear of Duck Island by a distance of one mile passing to the

Passing between Inishmuskerry Island to the North and Namackan Rocks to the
South the track should then route the vessel North of Redflag Island, adjusting
it’s course to South South East and passing between Golam Head to the East
and Eagle Rock to the West. From there the vessel would take an Easterly route

This route would be consistent with the calculated E.T.A. originally given based
on an average speed of approximately 8 knots.

Had all gone to plan the vessel should have been abeam of Duck Island at
approximately 20:40hours with a distance of approximately 15 nautical miles to

Apart from Electronic navigation systems onboard, visual bearings would
normally be available for the passage, initially from Inishnee Point light at the
Northern entrance to Bertaghboy Bay having a range of 5 miles and later from
Deer Island light. It must be remembered that the effectiveness of these lights
as an aid to navigation would be seriously diminished on that particular night
due to heavy rain from 20:00 to 21:30 hours in that location. In addition with
the New Moon taking place on 14th September it would have been extremely

Route (2) would have taken the vessel to the South of Namackan Rocks adding
an additional mile to the distance but affording greater sea room in view of the
weather conditions prevalent at the time. South South West force 7 to Gale
force 8 with a sea height of 5.5 to 5.7 metres.

This route would also have conformed to ETA’s previously given.

MCIB

3.9
(1). (See Chartlets 1 and 2 at Appendix 8.2).
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run.
dark and overcast.

3.9.1

3.9.2

Route (3) would have steered the vessel past Deer Island to the South on a
South Westerly course clearing Mile Rocks to the North and Skerd Rocks to the
South. Then rounding Skerd Rocks on a South Easterly course, adjusting course

approaches to Rossaveal.

to East South East to a position South of Namackan Rocks and on to the
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The route planned by the Skipper is not known, one can only suggest when
factoring in the allowed steaming time of approximately 3.25 hours at an
average speed of 7.5 knots the resolved distance would be in the order of 25 to
26 miles. This lends credence to either route (l) or route (2) originally being
chosen.

The investigation is further hampered in that the E.T.A.’s given during the
course of the passage would suggest that the vessel was further along its track,
past Duck Island and nearer its destination of Rossaveal than appears to have
been the case.
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4.1

4.2

4.3

4.4

4.5

THE INCIDENT

At 21:03 hours on the night of the 17th September 2004, the alarm was raised
with the Irish Coast Guard. The initial alarm was raised when the "St. Oliver’s”
E.P.I.R.B. (Emergency Position Indicator Radio Beacon) was activated. The signal
from this beacon was picked up by satellite and automatically forwarded to RCC
(Rescue Co-ordination Centre), Kinloss in Scotland. This is the normal route for
alerts of this nature. The initial alert signal did not contain a position for the
distress. This alarm was forwarded to MRCC (Marine Rescue Co-ordination
Centre) Dublin where it was received at 21:03 hours.

Following assessment of the alert message, MRCC Dublin forwarded it to MRSC
(Marine Rescue Sub-Centre) Valentia at 21:06 hours. MRSC Valentia commenced
a communications search and made marine radio broadcasts to shipping seeking
information as to the whereabouts of the "St. Oliver".

The Irish Coast Guard SAR (Search and Rescue) Helicopter based at Shannon
Airport was tasked at 21:25 hours and commenced its search on scene at 22:15
hours.

The Aran Island Lifeboat was notified at 21:38 hours. At 22:31 hours Costello
Bay Coast Guard Unit was notified and by 23:00 hours the Naval Vessel "LE
Ciara" was proceeding.

During this period satellite passes were progressively updating the position of
the E.P.I.R.B. thus narrowing down the search area. At 23:06 hours Rescue
Helicopter 115 located the vessel’s EPIRB. By 23:13 hours a visual confirmation
was made by the Helicopter crew of the wreckage of the "St. Oliver” on Duck
Island. The Helicopter reported weather conditions at this time as follows: wind
direction 210 degrees velocity 45 Knots. A full sweep was made of the area and
a winchman was lowered down to search a life raft and the located wreckage.

Shortly after midnight Cleggan Coast Guard Unit and Clifden RNLI were alerted
and tasked to carry out shore searches. It should be noted that weather
conditions were outside the limitations for Clifden Lifeboat and other inshore
Search and Rescue craft at the time. Again, due to the severe weather, which
was now reported to be South Westerly gale force 8 to strong gale force 9 with
a 5 metre sea, the "LE Ciara" was unable to launch its rescue craft. By this time
the Aran Lifeboat was on scene but was unable to approach the vicinity of the
wreckage again due to adverse weather conditions.
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5.1

5.2

5.3

5.4

5.5

5.6

EVENTS AFTER THE INCIDENT

In addition to the Coast Guard and RNLI parties searching the coastline, a
number of locals began forming separate search parties. It was during one of
these searches on Mynish that debris was observed to be coming ashore. The
time was now 01:00 hours on the 18th September 2004. On further inspection
the body of Mr. Michael Faherty was discovered. The body, having been
identified, was transferred to University College Hospital Galway (UCHG).

A second Rescue Helicopter was now despatched from Dublin to assist.

The shoreline search was continuing along Mynish and expanded to Finish Island
where some debris had come ashore, however efforts were hampered due to
tide and weather conditions.

At 03:45 hours on the 18th of September the EPIRB was recovered and searches
of Duck Island continued by Rescue Helicopter 116. The Rescue Helicopter was
stood down at 07:00 hours and replaced by Helicopter 110 at 08:40 hours. By
this time several Coast Guard units, RNLI Lifeboats and several volunteers in
various other boats were conducting searches of the outlying islands. An
extensive search of the shoreline was in progress with hundreds of volunteers
joining as the morning progressed.

At approximately 11:00 hours on the 18th September a search team led by
Garda Thomas Naughton and a group of locals made a landing on Duck Island
where the body of Mr. Joseph Connolly was soon discovered. The body was later
transferred to UCHG. A short time later another party made the discovery of
the remains of Mr. Michael Mullen located about 40metres from where Mr.
Connolly was found. Over the coming days the searches became more expanded
with additional volunteers joining established search parties in the hopes of
locating Mr. John Dirrane. Navy divers and local divers mounted numerous dives
subject to tidal and weather conditions. Helicopter sorties continued along with
several watercraft searches offshore.

Expectations were running low as to ever rescuing Mr. John Dirrane alive and
efforts were now concentrated on recovering a body. It would however be
another six days of searching before the body of Mr. Dirrane was located.

At approximately 15:00 hours 24th September 2004 the body of the deceased
was discovered by local fishermen about 100 metres East of Duck Island in
about 6 metres of water. The body was later transferred to UCHG for autopsy.

Inspection of the wreckage:

The wreck was located on the Southern side of Duck Island in the vicinity of
Mweenish Island. The vessel had broken up into a number of sections that
remained in the locality of the grounding (See photograph at Appendix 8.3).
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5.6.1

5.6.2

« Steel wheelhouse and accommodation with winch gear.

» Bow section (Comprising of approx. for’d 1/3rd of vessel.)

» Mid keel section comprising of keel, garboard planking and five adjacent
planks.

» Main engine and gear box located away from hull

« Propeller, tail shaft and aft section of hull in way of shaft bearing housing.

An aft section comprising of the rudderstock, which was sheared from rudder,
steering rams and counter section were located approximately 200 metres from
the main body of the wreck.

The remaining sections of the hull comprising of planking, frames and
equipment had disintegrated and were spread across the island and portions of
the mainland.

The rudder, though never recovered was reported by Garda divers to be lying
directly off shore from point of impact, although this now appears to be
hearsay. Locals searching for missing crewmembers had significantly disturbed
the main body of the wreck.

Findings are as follows:

The main engine and gearbox were located completely separate from the hull.
Details recovered from the transmission builder’s plate reveal it was not the
original unit installed on the vessel as it was built in 1990, and was indeed
installed in 1990/91.

The gearbox control lever was set in the "ahead" position. There were no fuel
system fittings e.g. fuel filters etc. remaining on the engine. There did not
appear to be any evidence of a fire on the engine.

Within the wheelhouse, the engine throttles appeared to be in the "ahead"
mode. The vessels essential VHF radios and electronics were in position.

It was not possible to inspect the vessels propeller as it was partly submerged
in the surf, however two blades were visible and appeared intact and correctly
profiled with some tip damage. It was later discovered that the tip damage
referred to was old damage.

Findings are as follows:

Inspection of sections of the remaining hull revealed that there had been new
caulking fitted, there was evidence of the original caulking still in use and
serviceable. It was apparent that planking had been reclenched in areas and
there were excessive nails present .The hull below the water line had been
repainted recently.

y
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5.6.3

5.6.4

5.6.5

5.6.6

The majority of sections of timbers inspected appeared in reasonable condition,
and free of significant rot or damage.

Some rot was noted on the top of the counter post where it is housed in a steel
box section.

One section of planking (1 metre long) was noted as being charred on one side
as if exposed to fire, however it was the only case noted and was located some
considerable distance from the wreck.

On the main keel section (midships - for’d) there is evidence of point of impact
damage. The steel keel box has split open and the underlying timber keel has
suffered extensive damage. It was not possible to access this section due to
tidal conditions. The gearbox and adjacent planks on this section do not appear
to be damaged and the paintwork was in good condition.

A section consisting of the rudderstock, (minus rudder and palm flange),
steering rams and counter timbers were located some 150 metres from the
main body of the wreck. It was noted that the rudder stuffing box gland nuts
were recently fitted and were loose, nonetheless there was packing still
present under the gland follower. The rudderstock appeared to have moved
vertically downwards a distance of some 75mm from its original location.

The stock had sheared, and both the rudder and the connecting palm were
missing. There appears to have been some evidence of repair work being
undertaking on this area in the past as evidenced by the bevelling of the end of
the shaft and what appears to be welding repairs.

The latest records available of the vessel refuelling was on 23rd July and 28th
of July 2004 where she took onboard 2,326 litres and 4,251 litres of gas oil
respectively.

Radio Equipment:

As circumstances allowed, a number of items of radio equipment were
recovered from the vessel and sent to Maritime Radio Affairs unit for
examination. Unfortunately certain other items were removed and never passed
on to the investigation team, in particular the GPS equipment, which was seen
onboard during the initial stages of the inspection but went missing when
efforts were being made to recover these items. The significance of the GPS
equipment cannot be played down as upon interrogation this unit could reveal
the path taken by the vessel prior to grounding. Efforts were made by the
investigation team to establish whether the University of Edinburgh with its
access to satellite information could have located the vessel’s progress during a
pass. However this proved unsuccessful.
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Of the items of radio equipment recovered three items were examined in detail
in the hopes that some information could be learned.

» Furuno FS$1562 transceiver control unit, this unit appeared to be in good
condition but suffered from seawater ingress.

« Emergency battery change over switch box, this was undamaged with the
exception of the switch being broken off the box. In the event of a vessel
suffering a loss of electrical power such a switch would require to be
manually thrown to the emergency position to connect to the reserve battery
power, which is designed to supply power to radio equipment for at least six
hours.

« Emergency Position Indicator Radio Beacon- E.P.I.R.B. Type Kannad 406 WH.
This unit when activated transmits its unique identification message on the
406.025 MHz frequency. This unit may be operated in two ways. Manual
activation is achieved by unscrewing a metal top under which a metal foil is
located, this foil when broken gives access to a switch which may then be
thrown to activate the unit. The purpose of the metal foil is to retain the
switch in the "off" position.

Automatic activation occurs when the unit immersed in water activates a
hydrostatic release system that opens a canister and permits the EPIRB to float
free. The flow of seawater between two cells housed inside the unit forms a
circuit thus activating the alert. An additional feature of this type of unit
consists of a test facility that is used to carry out a functional test of the
equipment without activating the alarm.

During the early hours of the 18th September 2004 the EPIRB was retrieved by
the winchman. On inspection, the metal foil had been broken and the switch
was in the "on" position, indicating that the unit was manually activated. This
then begs the question as to why a radio distress was not made.
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6.2

6.3

6.4

6.5

CONCLUSIONS

Due to the fact that all four crew perished and the lack of evidence obtained
from the wreck site, what occurred the night of 17th September 2005 on board
the "St.Oliver" remains shrouded in obscurity.

The investigation attempted to piece together the sequence of events leading
up to the grounding of the vessel on Duck Island. In doing so the most likely
routes the vessel may have taken were examined and narrowed down to routes
(1) and (2) as outlined on chartlet 1. The preferred route being the shorter i.e.
the Inner passage, however it is more likely that in view of the sea conditions
that met the vessel on clearing Bertraghbboy Bay they would have opted for
route (2) a passage between Skerd Rocks and Namakan Rocks before turning
East. This route would have offered greater sea room taking the vessel away
from danger but into very heavy seas. None of the communications from the
crew to their respective wives suggested anything wrong. ETA’s throughout were
given as between 22:00 and 22:30 hours. The only indication of anything amiss
was a text message from Mr. Michael Mullen to a friend wherein Mr. Mullen
states that the weather is very rough, their two computers are down and
consequently they hardly know where they are going.

He finishes with the message that he will give his friend a call later. This is the
only suggestion that something was wrong.

The investigation concluded that the computers referred to were the chart
plotter and either the radar or GPS. This malfunction may be the result of a
circuit breaker activating or a short circuit in the system. The question remains
unanswered as to whether or not other equipment was affected and if so had
the emergency battery power supply not been switched over at that time.

The investigation again concentrated on the time frame between
communications to wives and more importantly ETA’s given. The investigation
could not reconcile with these ETA’s as they persistently put the vessel further
ahead contrary to the vessel’s perceived speed of between 7 to 8 knots. It is
quite possible at this stage that there was an element of confusion as to their
actual position in view of the above text message. Had other items of
navigational equipment malfunctioned will never be known. It should be noted
that their location now very close to Duck Island would have obstructed their
view of Deer Island and Rock Island lights. In any case their observance of these
lights would be further hampered by the poor visibility conditions that were
known to be prevalent at that time.

The extent of destruction suffered by the "St. Oliver” following grounding makes
it difficult to draw any comprehensive conclusions.

The possibility of the vessel suffering mechanical power failure or steering
failure which would likely result in the vessel broaching onto the rocks may be
ruled out as the evidence does not support this.
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6.6

6.7

It would appear, however, that the vessel ran aground on the reef while
underway, based on:

» The location of the engine controls observed in the "Ahead" position.

« The point damage to only one section of the keel - bow.

» The relatively good condition of the underwater paint and planking near the
keel.

» The relatively undamaged propeller blades.

» The location of the engine/gearbox.

The position of the control levers could be brought into question as they could
have been moved during the subsequent search operation.

There was insufficient evidence remaining to indicate an engine failure due to
fuel related problems. Items remaining on the engine did not appear to have
been disturbed. There was no evidence of a fire on the engine.

While the vessel showed signs of over nailing on hull planking, and signs of rot
were detected on sections, it would be considered consistent with her age and
purpose, and not considered to be at such an advanced stage as to cause
structural failure. There was evidence that the hull was maintained and
caulking renewed on a regular basis. While it was noted that both the rudder
and stuffing box gland bolts were loose, packing was still present and
considering the position of the stuffing box on the water line it is unlikely that
water ingress was a problem.

The rudder section, though missing, from the section containing the steering
gear and stock was located directly aft of the point of impact and would
appear to have been in place on grounding.

Maintenance records for the vessel were examined but revealed nothing of
significance.

The absence of a VHF radio distress message or indeed a mobile phone call
suggests that the crew were caught unawares. It is entirely feasible that the
EPIRB was activated subsequent to the grounding (the EPIRB is activated in the
manual mode by unscrewing a small plastic cover, puncturing a metal foil strip
and throwing a switch, a task that would have been practised on a regular
basis). Mrs. Connolly suggests that the engine controls in the "ahead" position
would be consistent with attempting to manoeuvre the vessel out of danger.
The investigation does not support this assumption as all the material evidence
points to the vessel being driven onto the rocks on "Duck” Island head on.

This is supported by the point damage to the keel, which on impact splayed the
keel box open; there was relatively little underwater paint damage or planking
damage either side of the keel.

y
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6.8

The suggestion here is that had the crew been aware of the impending danger
they would attempt to turn the vessel away from the Island and would have
struck at a broad angle. Evidence of this would be side impact damage of which
on examination there was none.

Examination of the EPIRB unit revealed that the battery should have been
replaced a year earlier. It is interesting to note that had this unit in its current
state been presented during a radio survey it would have failed.

After careful examination of the evidence no comprehensive conclusions can be
drawn. However an element of doubt/confusion appears to have existed as to
the vessels whereabouts on the night of 17th Sept 2004 due to the apparent
malfunction of items of navigation equipment.

The possibility then exists that in the absence of any tangible or conclusive
knowledge of the vessels position, a decision was made to head towards land in
the hopes of recognising some shore lights and thus establishing position.

It must be remembered that the weather conditions were severe, visibility was
very poor and the wind was now gusting to strong gale force 9 (See Weather
Report at Appendix 8.4). The vessel would be making a lot of leeway to the
North towards land. This has been confirmed by computer model analysis run
by the Marine Institute factoring in wind and tide conditions for that night
based on all available information.




RECOMMENDATIONS

every voyage properly by adhering to the basics principles of voyage planning.
These preparations should be more encompassing after a vessel has been laid

MCIB
7. RECOMMENDATIONS
7.1 The reasons behind the loss of the "St. Oliver” will never be known but it
should, if for no other reason, reinforce the need for all mariners to prepare
up for any period and in particular out of the water during that time.
7.2

The International Maritime Organisation (IMO) has adopted Assembly Resolution
A.893 (21) which outlines provisions for effective passage planning. In response
to this, The Irish Department of Communications, Marine and Natural Resources
has produced Marine Notice No.5 of 2002 (See Appendix 8.5).

This notice offers guidance on the development of a plan for voyage or
passage, as well as the close and continuous monitoring of the vessel’s progress
and position during the execution of such plan. It is an "aide memoir" of items
to be considered prior to making any voyage and considers fundamentals like a
safe route to be followed, adequate fuel for the intended voyage, charts,
adequate manning levels, obstacles that may be encountered, weather forecast
etc. Mariners should also comply with the provisions of the following:

Marine Notice No. 9 of 2002 Applies to the keeping of a safe navigational watch
on board fishing vessels (See Appendix 8.6).

Marine Notice No.19 of 2002 refers to a publication known as the fisherman’s
pilot.

Marine Notice No.13 of 2003 deals with Met Eireann Sea area Forecasts.
Marine Notice No. 22 of 2002 outlines requirements for maintenance of EPIRBS.

Marine notice No. 32 of 2001 refers to servicing of Inflatable liferafts, Inflatable
boars, Inflatable lifejackets and hydrostatic release units.

Marine notice No. 14 of 2000 deals with the use of Lifejackets and Personal
flotation devices.

Marine Notice No. 19 of 2003 refers to Maritime Radio procedures on small
craft.
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The photo below was taken prior to launching.
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The photo below was taken the morning after the incident.
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MET EirEANN
The frish Meteorelogioal Service
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Capi Mick Canvwell
Drepl of Communecaions, Manme and Natural Resources
MCIB
Marino Survey fice
2627 Eden Caay
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DEPT. OF COMMUNICATIONS
WLARIRE AT AT AL BESOUSCES
21 Delaber 2004
L2339 26 ocT
Char Refarence: WS M2 RECENED AT MB.O.
DBl
Dhear Capt Cantwell,

Flease find enclosed 2= requesied o weather report for the sea area hebassn Coma anid
Clifden for the | 7* September 2004 herween |80 hours and 2400 haurs,

Youre Sloeenely,
R
s
" Willemien van Hoeve, MSc.
Marine Medeoralogist
Met Eireans
Research & Applicatsons Diviglon

Emcl-

L
i
3
4
-

Weallwr Repon

Terminalogy

Sea srea fovechst np issecd an 06:00 UTC an 1 7002004
S area Torocnst ns isswod af 11200 UTC an 1 77002004
Sesi dea [orecast as st af L7000 LITC an 1 70062004
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MET EIREANN
The frish Meteorological Service

MET Glasnarsim 11111, Ce: Cililas. Mo Tk & 150 1k 420N

Cafe e ki %, ircand Blgte Adhia Climl 0, Fire Fax: +35%%-1-k% 47

2| rear

"'Ir =1*NIA MWL L E-riail: riselerreann S

‘Wenther Report for ses area betwesn Carna and Clifden
om 17 September 2004 betworn 1800 hours and 2400 hoors.

emeral Situntion:

Conaplex area aof low pregaune dyaiems were situsted to the Marth West of Ireland, snd
associated ralm bels moved eastwands kier in the period. Sirang south-southeesierl v
adrflow covered tse aren which veered 1o p westsoabhwesterly wind Inter

{ From 18:00 bg 22400 hours (Local Time):

| 'Winds: Scuth to Southsouthwest foree 7 to gale foree B

| ‘Weather: Cuthreaks of rin hetvy eapectally botween 20:00 and 2130 hours
VislhBlity: Poor in rin atberwise modenile
Sea state: Vary mough

From 22:00 ta 24500 hours {Local Time);
Windds: Snathwes! in Westeauthwest force G 7
‘Wenther: Showers

Visdbilliny: Mainly moderate

Ben stmbe: Vory rough

Tha table below shows the chservations of e wesiher sy b1 (smo=G2 090} which
bee approacimately S0 rmowest of the aren with conditiang viry smiilar 1o the aren
unider investigation:

 Speed  Oumt|  Sememp :
| “‘J__ ey W hnots)  (onots) {uhegC) wﬁﬂﬂ!ﬁ
@ml :mm 29 2 143 49
Emi :mm i.i'i 40 147 5.3
—t— 3 .
mml m’_“' D4 00 27 4 11| 52
|ﬂaaau| Eﬁﬂm 1 42 14| 5.5
|ﬂam| m 26 4] m‘.r{ 5.;
lmm| S B lu| 53
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TERMIMOLOGEY

Wiind directzan in degress from Mosly
Wind speed ard gusis in knos
Temperatures in degrees Celsus
Significant wave height in melers

Wave Heights:

Ttez wove height is the veriical distance betwesn the erest ond the preceding or
following trongh. The takbe below gives a deseription of the wave svstem associsicd
witly & range of slgnifcant wave bedghis. The signifieant height b5 defieed as the
averape height of the highest ane-third of the waves. It is very cloge Lo the value of
wive height given by an experienced seaman when making visual observations of
wave height,

I bvbcluead veaves i the wave trabn will bave bedghts in exoese of the slgnificant
height. The highest wave of all wall hosve a height nbout bwice the significant heighl

STATE OF SEA

Diseriptive terms Hedplst in necers
Calm L-0.1
Wavelets 0l 05
Slight 05125
Modernie l2F-23
Fough 25-4
Viery nough 46
High f=9
Very high o 14
Mhenomenal Over 14
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WentherT¥ol Fox Predoct Code #0121
General Forecast Division e v
EATHERDI f, L

Fax: 1570 130 338

Sea Area Forecast

Sea Area Forecast until: 0604 hours Saturday, 18-Sep-2004
Issued at 0600 hours Friday, 17-Sep-2004

L. Gnle warning: In operation
Small Craft warning: ses gale: waming

2, Meteoralogical Sitaation at 03 hours: & wave depresson is approsching from the Atlanbic and
will pass closs o the porthwesl cosst of Ereland dunng this everming and early night. It's pssociated
cold [ront will cross eastwards over the country during tonight preceded by a strang sowtherly
aitllow,

L. Farceast for coasts from Fair Head to Carssore Polot to Mizen Head and Irish Sea:

Wind: Scathwest Force 4 or 5. Backing southwest 1o soulh and mereasang today foroe 5 1o 7, further
mnerasmg o gale lomoe B laler thas evening and bomighL

Weather: Diry apart from n few scatiered showers, Rain spreading from the west Eater this evening
and nighl.

Visibility: Gemerally pood todoy. Becoming moderate, locatly poor later in radn
Forecast for coasts from Miren Head to Slyoe Hend to Fair Head:

Windl: Soulbwest force 5 to 7. Backing sowthwest to south during the day and increasing o gale
foree 8, and reaching strong gale force 9 in places this evening. Veering westerly foncs 6 or T ionighs.

Wenther: Scaitersd showers, but hesvy rain sproading frem the weat later wday, A clearmece to
shovovers. follewing tonight.

Vigibiity: Goed at firsl, bl becoming moderate Lo poor in min,
i Oulook For s ferther 24-hoors antil 0600 howrs, Sonday, 19-Sep<200d4: Winds 'tlemn'ing wieat

Lo southwest on all ceasis, fresh o srong genernlly, bot ap o paks force &t times on nonth and
paribwest cansts. Fain continwing to chear sway eastwands as blustery slowers speead Mo the west.
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| wﬂlliﬂa ol heavy Adlantic swell : ML

Text of Gale warning

South to sonibwesi gabes will develop (oday on Atlantic coasts and will extend this evening nned
tomight io remaining Irish Coastal Walers and to the Irish Sen.

Texi of Small Craft Warning

Bouth to seuthwest winds will reach firee & or higher teday en all coasts

Coastal Reporis at 5 AN

Malin Head South, 16 Knots, Cloudy, 16 Miles, 1005, Falling slowly

Rosslare South-Southwest, 07 Enois, Cloudy, 10 Miles, 1013, Steady

Hoches Pt (Aniomotic) South-Southwest, 8 Knpds, 4 Miles , 1012, Fnlliuﬂ_ slowly

Valemlia South-Southwest, 12 Enets, Cloudy, 10 Miles, 10011, Falling slowly

Beelmulied Southwest, 19 Enois, Guet 32 KEnods, Cloudy, 15 Mikes, 1006,
Siendy

Dublin Airport South-Southwest, (9 Knods, Cloudy, 10 Miles, 1011, Steady

Buoy M1 53" 8°N, 11° 12'W | Southwest, 21 Enods, Gost 31 Knots, WAYE FIT 0.9 m, 100E, BA

Buoy M2 53° I8'M, 5" 1 8" WY Snum'-lﬂL 10 Knois, WAYE HT M/A m, 1011, WA

Buoy M3 51° 13'N, 10° 33°W | BUA, BUA Krots, WAVE HT 046 m, MiA, BIA

Buoy M4 54° 40'N 07 4"W South-Southwest, 20 Enots, WAVE HT 03.2 m, 1006, NUA

S Crossings State of sea for the next 48 hours
Dublin - Helyhead Moslerate, incressing to roagh by evening
Rosslore - Sowih Wales Mestly F‘.uua;h

Cork - Sonlh Wales Ruzugh

Hosslare - Frande Rongh inereaging to very rough for a time
Cork = France Rl:-uEh hnmﬂsinﬁbuwrymuﬂh for o time

Mext upddate before 1300 bours
& detailed forecast may b obtained by dialling Hentherdial an 1550 123 855,
Calls coat € 0.%95 per misue (el VAT

L2004 Copyright All Rights Reserved. Met Eireanm (Depariment of the Envirenment, Herilage and
Loeal Goverrmeent)
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WiesatherDial Fax Prodoct Code (021
General Forecast Division

WEATHERDIAL

Fax : 1570 130 819 =

Sea Area Forecasi

Sea Area Foreeast until : 1200 hours Saturday, 15-Sep-2004
Issued at 1200 hours Friday, 17-Sep-2004

1. Gzale warnimg: in cperalion
SEmaoll Croft warnimp: in operation

2. Meteorodogical Siusthan @ A decpening wave depresgion is approsching from the west and will
pass b the nonbwess of the coumtry this evendng amd early tondght. The asscedated cokl fent wall
crogs the country overnight asd in the very carly moming.

3. Forecasid for coasts from @ Eoches Pomt to Shyme Head to Fair Head

Wind : South o southwest force 5 1o T incressing this afternosn fores 6 to gale foros 8 and this
evening foree 7 o strong gale force 9, Veoring wesierly fores 6 w gale foree 5 ovemnighe,
Furecasd lor coasts frem : Fair Hend ta Cormsore Point to Roches Podnt and for the Treish Sea.

Wind : South to spuatbowest force 4 or 5 imcreasing foree 3 to 7 durning the aftemnoon amd fogee G 10
gube force B later this evening amd for tomight. Yesring westerly fores 5 to 7 carly Saturday moming.

Weather for sl sea arens | Scattered ghowers al et Radn apreading fom the west this evening
and fomight, A clearancs to showers llowing ovemight and early Salarlay moming

Visibility for all sea areas : Mostly good becoming moderate 1o poor in rain,

4. Oullook for a forther 2-hours untl 12060 hours, Sonday, 1%-Sep-2004 ; Winds modersting
fresth to strong west 1o sputhwest bat increasing sirong to gale force again during Sunday noeming.
Furibier shoaers,
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| Warning of heavy Atlantic swell : NIL |

Text of Gabe warning

South to sputhwest gakes will develop bnter this afternoon and evenlng om eoasts from Roches
Point in Slyne Head fo Malin Head, with strong gales af times this evenling aml early tonight on
northwestern coast, Gales will extend to remaining sea areas later this evening and overnight.

Text of Small Craft Warning
Sauth to sonthwest winds will reach force 6 of times later this aftermoon snd early evenlng on

eoasts from Fair Head to Carnsore Point to Roches Podng

Coastal Repsoris at 12 Maon
Minlin Head South-Soatheest, 20 Knots, Gust 20 Enots, Fair, 32 Miles, 1006,
Steady
Ruosslare Southwest, 1X Knots, Cleady, 13 Miles, 1012, Falling show]y
jtl':n:lﬂ: M {Auviomatic) South-Souibwest, 12 Knois, 5 Miles , 1012, Steady
Valentia Soath-Soutbowesd, 16 Knota, Cloudy, 10 Miles, 1011, Falling slowly
Belmullet Soath-Soutbwest, 28 Knots, Gust 42 Knots, Clandy, 10 Miles, 1005,
F.allinj: slowly
Drulelin Adrport Southwesl, 16 Knols, Famr, 21 Miles, 1011, Steady
Buoy M1 53°8'N, 11* 12"W | Sputh-Sowibowest, 24 Enots, WAVE HT 04.7 m, 1007, Falling
sl |y
Buoy M2 53° 2N, 5% 26'W | South-Sowthoess, 1% Knots, WAVE HT 01,3 m, 1001, Falling
showly
Buoy M3 51* 13N, 10° 3'W | South-Southwest, 17 Enots, WAVE HT 04.0 m, 1112, Falling
shwly
oy N4 54 40°N 9° 4"W Mk,

Sea 'C'rmlﬂlE Staie of sea for the next 48 hours

[rublin - Holvhiead Inereaging Bough this evening. later Moderste
Ruosslare = South Wales 'I'.11|:r:|:|.':ir|5 REH.IEI'I this E*\n-'-=|1i|1EE Iater Moderaie to Rﬂ-ﬂh
Cork - South Wales Increasing Fough this evening, later Moderate to Rough
Ruosslare - Framce Ripugh

Cork - Framce 'R-m.la_h

Mext mpdate belore 1900 hours
A detailed forecsst sy be obfained by dalling Wearherdial on 1550 123 855,
Calls ot € 093 per minute (Inel. WAT).

2004 Copyright All Rights Reserved. Met Bireann {Department of the Environmend, Heritape and
Lotal Governmendt)
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WeatherDial Fax Product Code 8021
General Forecast Division i
EATHERDI AL
e

Fax @ 1579 131 8339

Sea Area Forecast

Sea Area Forecast undil : 1800 hours Satmurday, 18-Sep-2004
Izzued at 1700 hours Friday, 17-Sep-2004

1, Gale wariing: in operaison
Small Craft warnimg: MIL

X Meteorological Skuatbon @ A despening wave depression to the west of Irelasd = moving
marthemtwands. The assocksted cold froat will cross the country ovemight. A showery westerly

airf3ow vl follow tmoerow.

3. Foreszst for eoasts from @ Boches Poist te Slyoe Head 1o Fair Hesd

Wind = South 1o soutbowest force 7 10 pale force B imminest. Occmslomally stronpe pale force %
ponipls, Veering wiml fores & 10 pale lorce & early lomomonsy.

Furecasy for coasis from @ Fair Hend f0 Howib Head 10 Foches Poio avd the Irish Sea

Wind : South (o seuthwest force 4 o &, soon increasing force 7 to gade force 8. Later veering west
Force 510 7.

Weather for all s¢a aresxs 3 Bain becoming widespread onipht A clearance to showers early
fomearron

Visilrility for all sea areas : Moederate w poor in rain, Becoming goad tomamow excent in showers
3a. Warning of Heavy Swell : on southwest, west and north coasts,

4. Outbook for a further 24-howrs untidl 12800 boors, Sunday, 19-5cp-2004 : Fresh to sirong

wesierly winds laver backing west to southwest and incressing gale or passibly smoog gale fores,
Seattencd shawers ot firel. Rain in the wesi and northwesi laer,
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| Warning of heavy Allantic swell © on seuthwest, west and north coasts. |

Text of Gabe warning lsswed 1615 hies, Friday 17-9-04

Sauth to sontbwest winds will reach gale or strong gale force this evening and tonight om all
consts of Irelamd and on the Trish Sca.

Texi of Small Cruft Warning

MNIL

Constal Reporis at 4 PM

Mlalim Mend South-Southwest, 25 Knots, Gust 34 Knots, Clowdy, 26 Miles, 1003,
Falling slowly

Raosslare South-Bouthwest, 13 Knots, Gust 15 Knols, Clowdy, 8 Miles, 1011,
Falling slowly

Haoches L (A wtomalic) South, 15 Knots, 5 Miles , 1004, Falling

Valemiia South, 12 Knols, Li,ﬂl'! radn, & Miles, 1008, Falling

Belmulled South-Sowmthivest, 24 Knods, Gust 38 Knos, Light rain, 5 Miles,
1003, Falling

Dublin Alrport Southwesd, 12 Knods, Cloudy, 21 Miles, 1009, Falling slowly

Buoy M1 53° 8'N, 11* 12°W | South, 24 Knots, Gust 36 Krats, WAVE HT 050 m, 1003, Falling

| Buoy M1 537 26N, 5" 26"W | Soulh, 30 Enobs, WAVE HT 015 m. 1009, Falling
Buoy M3 51° L3°N, 107 33'W | South-Southwest, 22 Knots, WAVE HT 04.5 m. 100%, Fallirg
Buoy M4 54% 40°N 9° 4'W MiA,

Sea Crasslags State of sea For the next 48 hours ]
ublin = Hobyhead Wloderute, pccasionally rough.

Hosalare - Soeuth Wabes Rough.

Cork - South Wales Fough fo very rough.

Rosslare - France Raugh i very roush.

Cork - Frunce Raowgh te very :r-.'||.|Eh.

Mext update before 0100 hours

A detniled forocmst may be obiained by dealling Bemtrerdial on 1550 123 855,
Calls cost € 095 per minate (lsel. VATL

DM Copyright All Rights Reserved. M Eireann (Drepartment of the Environment, Heritage and
Local Gevernmeni)
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_Department of the Marine
d Matural Resources

Roinn na Mers agus Acmbainn Nagirths

MARINE NOTICE
NO. 5 OF 2002

HOTICE TOALL SHIP OWNERS, SHIPS MASTERS, HAVIGATION
OFFICERS, SKIPPERS AND SECOMD HANDS OF FISHING VESSELS

Vovage Planning

This Marine Molice is in responss 1o & mumber of grounding and collissan
imcidanta thal occurmad off the Ireh Caast in recent imes, A common thraad in
many of these ncidents i the neglect o complete and execuls a waysge and
PEsSEgE phan.

A @ consequence vessals have gona aground dus to mademate monitarng
of posilions, failure to realise the vwessel was in dangar and improper use or
Feori-Lesa of squIpment BUCh B8 redar and echo sounders. Vassals have
oalfded, due in part io inadequate passing distances off areas ar poinis of
dangar such a8 (slands. shallow banks and hasdiends this raatricting their
s=a moom bo tske avoiding aclion,

Woyage and passape planning compreses of four fundamentats: Appraisal,
Planning, Execution and Monsoring.

The Intematicnal Masitims Organisaton (IMO) hes sdopled Assambly
Resolution A 893 (21), The text of the Guidelines is reprodiscad as follows:

ANMEY, TO MO RESOLUTION A 853 (21) GUIDELINES FOR WOYAGE
PLANNING

1 Objectives

1.1 The development of a plan for vovege or passage. as woll as the close
and conlinuous monilodng of he vessel's progress and position duding
the axecution of such & plan, are of essental mportance for safoty of Fe
&t sea, salety and efficlency of navigaon and pralection of the madine
aipmnmeEnd,

1.d The nesd for voyage and passage planning appies o all vessels. There
e several Tactors 1hat mey impede the safe navigation of all wessals and
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additional factors that may Impeda the nevigation of larga wessels or
westels carmying hazardous cargoes, These faciors will need 1o ba laken
into account in the preparstion of the plan and in the subsequent
manioning of he execulion of the plan.

1.3 Voyage and passage planming ndudes appraisal, Lo, galbering al
information relewant o fha contemplated vovage of passage; dedalled
planning of e whole voyage or passage from Berth to berth, including
thosa areas necesstating the presence of a pilot; axecution of tha plan;
and the monilonng of the progress of the vessed in the implamentation of
ihe plan, These components of woyape/pessage panning are enalysed

2 Appraisal

2,1 All informaBan redevant b the confemplaied voyage or passage shoukd by
congiderad. The foliowing Rems should be taken into account in voypage
and passage planning:

a)

b)

)

&)

the condifon and stale of the wessal, its stabiity, and its equipmant;
any operational Emitations; its permissible draught af sea in Taiways
and in ports; its maneauvring data. inchuding any mstickions;

any spocial characteristics of the cargo (especially f hazardous), and
ite: disgfribution, stowage &nd sacuing on basr the vessed;

the provision of & compalent and well-rested crew 1o underake e
YUYBOE OF DRSS

requisements for up-to-date cerificates and documents conceming tha
versgel, Ibe equipment, Crew, DEssengens of Cango,

appropriate scale, accurate and up-lo-dale chars to be used for the
intenced voyage o passage, as well 85 any relevant parmanent or
tamporany motices o mariners and existing radio navigakonal warnings;

aocurats and up-to-date =ailing directons, lats of lights and hete aof
radio aids bo navigation; and

any relevant up-to-dale additional information, mcluding:

1. mariners' routeing guides and passage planning charts,
publisied by compsabent auvthorites;

2. current and tidal atlases and bde tabias;

4. clmatological, hydrographical, and ooeanocgraphic data as well
as alher appropriate metesroiogical information:
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4. svailabllity of sapsces for weather foubalng {such a3 that
cordained  in Volume D of the Wordd Maleorological
Crgenization’s Pubdcation Mo, B);

5. existing ships' moulsing and reporting systems, vessel traffic
sarvices, and maring envinormental pobechon measums;

&, volme of traffic Bkely to ba encountered throughout the vovags

of passage;

T. il a pilol is o be used, information relating 1o pilolage and
embarkation and disembarkation including the axchange of
inforrmation babween rmaster and pilot;

B. availabie port infarmation, including infornation pertaining to the
avedlabiity of shore-based emergancy response amangaments
and eguipment. and

0. any addfional ems pedinend lo the ype of the vessel or jis
carga, the parficular areas the vessed will traverse, and the type
of wayage or passage o be undertaken,

2.2 On the basis of the above nformation, an overall appraisal of the nbended
woyage of passane should be made. This aporatesl shoukd provide a claar
ndization of all areas of danger; those arsas whare it will be passible to
navigata safely, including any axdsting routeing or reporing systams and
vesgel Iraffic sendces; and any arsas whers manne anvironmanial
protection considerations apply,

3 Planning

41 On the basis of the fullest pessible appraisal, a detailed voyage or
pazsage plan should be prepared which should coves the entine voyage of
passage from berth to berth, including those areas where the senices of a
pil ol will be wsed,

3.2 The delailed voyage or passage plan should include the following factos:

1. the plotting of the Intended route or frack of the voyage or paBsaRe on
appropriate scale charts: the tue drection of the planned route or tack
ghould be indicated, &= wel 85 all arcas of denger, exsting ships
roudeing ard reporting systems, vessed fralfic services, and any aneas
whera marine environmantal protection conaldarations apohy;

Z. the main slemenis 1o ensure safety of Ife at sea, safety and efficlency
af navigetion, and protection of the manne environment dudng the
Imtended vovage or pessage; such alements should ncluda, But not be
limiled 1o

&) safe speed, having regand io the proximity of nasvigaional hazards
alpng the intanded route o frack, tha maneuvanng charactarstics
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of the vessal end e draught in meletion to the guelable welar
dapth;

b mecessary speed ataralions en roule, &g, whene there may be
limiations Deceuse of night passage, tidal restriclions, or
allowance for lhe increase of dreught dus 1o squat and heel effect
when uming:;

¢} minimum clearance regdied undar the Ksel 0 ofibcal areas with
restricied water depth;

di positons whem a change in machinery status is mouned;

@) couwrsa alteration points, taking into account the vessels tuming

circle at the planned spesd and any expected affect of bdai
sireams and cumants;

f) the method and frequency of position fidng, Inchiding primary and
secondary oplions, and the indication of areas where accuracy of
position fdng B ertical and whare meximum reliability must be
oiobained,

gi use of ships' routeing and reporling Syslems and vessal raffic
Banvicas:

hy considerations  ralating to tha proteciion of the merne
efvironment; and

i] conBngency plans for alternative aclion to place the vessel in
daap wabtar or procesd to & port of refugs or sefe anchorage in the
evenil ol Bny emengency necessitating abandonment of the plan,
taking info account edsting shore-besed eamergancy responss
arrangernanis and equipment and Ge nature of the carpo and of
the: emargenay itsalf

3.3 The details of the vwoyage or passage plan should be cleary marked and
racorded, s appropriate, on chars and in a voyage plan nolebook or

computer disk,

3.4 The ships’ master pror to the commencament of the woyage or passags
should approve aach voyags or passage plan as well as he delais of Lhe
plan.

4 Execution

4.1 Hasing finalized the voyage o passage plan, a5 soon as fime of dapariung
and estmated time of amval can be detarmined with reasonable
accuracy, e vayage of passage should be execuled in accardance with
the: plan or any changes made thenata.
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4.2 Factors which should ba taken into account when executing the plan, or
deciding on any departure thers from include:

1. the reliability and condiion of the vessel's navigational sguipment;
2. wstimated times of arrval al critical points for tide heights and fow;

3, mateomlogical conditions, (particulady in areas known o be affectad by
frequert perods of low visibdity) as well as weather noubaing
infonmation;

4, daytirne versug might-lime passing of danger painte, and any effect this
may have on postion fiking accuracy; and

5 wraffic conditions, aspecially at nevigaticnal focal points.

4311 |z Important for the mester to conslder whether any parficular
circumstanos, sich as the forecast of restricted visibility in an ares whers
position fixing by visual means at & critical point s an essantial feature of
the woyage or passage plan, introduces an unacosplable hazard 1o e
gafe conduct of the passage; and thus whether that section of the
passage should be attempled under the condilions prevailing or likely 1o
presall. The master should also conslder at which specific ponts of the
voyage or passage there may be a need 1o ulilize addiional deck or
Eingine Fomm parsonnel

5 Monitoring

5.1 The plan should be available at all times on the bridge o allow afficers of
the navigational waich immediste access and reference io the details of

the plan,

5.2 The progress of the vessel in sccondance wilh be voyage and passage
plan should be closaly and continuously menitored, Any changes made to
the plan should be made consiclent wilh these guidelines and clearly
miarked and recorded,

Egvralans-Oanal

Dapareani of ¥ Manins and Motoral Rescurcas
Leseson Liand

Dubdin 2

5" April 2002
Any enguines concaming Maring Molioss should be addressed oo
Tz (M-G10X80  Fac 01-G820774  smail marins. rimes, gov. s
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r (\ Bepartment of the Marine
..:.__ - ___-:rd Matwural Rescarces

Roann iy Mare pgqus domipannd Msolortts

MARINE NOTICE
No. 9 Of 2002

HOTICE TO ALL OWHERS, OPERATORS, SKIPPERS, SECOND HANDS
AND CREWS OF FISHING VESSELS, AND TO HAUTICAL SCHOOLS

Keeping A Safe Navigational Watch On Board Fishing
Vessels

Th Infemational Maritime Crganisation (MO} has adopled Resclution A.484
(X1} "Basic Principles to be Cbserved in Keeping a Navigational Watbch on
board Fishing Vessels” relading fo the princples to be observed in order (o
ersune that a safe navigational walch is maintained.

These principies weme in effect reviewed and updaied by the Intematicnal
Convention on Standands of Training, Cerdification and Walchkeeping for
Fighing Viesse| Personnel 1885,

The basic principhes are reproduced in the Annex to this Notics and should be
observed by all concemed,

mmhulﬂmmm of competency will be expecied o have a
tharough knawledge of the content and application of the basic principles.

Marine Motice 38 of 1888 is heneby withdrawn as this Nolice supersedes it

Secretary-Geaneml
Daparment of S Marine and
Hatural Ragounas

Dhitilin 2

12" My 2003

Any encuines canceaming Manne Mosces should be addressed to:
Mantima Sataty Divisicn
Tk (F-8100358 Fac (1-8820774  emal: marine. nolictsdenanng gov.is
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BASIC PRINCIFLES TO BE OBSERVED N KEEPING A
NAVIGATIONAL WATCH ON BOARD FISHING VESSELS

1 These basic principles ane {o be observed by skippers and walchkesping
parsonnel o ersune that a safe navigational watch is mantained o al
fimes.

2 The skipper of every fishing vessel is bound to ensune that walchkeeping
arrangements are adegquale for mainksining a sake navigational walch,
Under the skippers general direction, the officers of the walch ane
responsible for navigating the vessel safely during their periogs of duty
when they will be parficdarly concermed with avoiding colision and
stranding.

| The basic principhes, including bud not mited to the following, should be
taken irto account on all fishing vessels, However, very small fishing
vessels may be excuded from Ffdlly obsendng the basic principles.
References o the wheslhouse should, in such vessels, be construeed as
meaning the posiion frorm which the navigabion of the ship & controlled,

4 En route ta ar from fishing grounds
41  Armangements of the navigational wafch
4.1.1 The compositian of the walch should at all mes be adeguats and
approprate o the prevaiing cicumstances and condiions and

should take iMo account fhe need for maintaining a proper look-
oud.

4.1.2 When deciding ihe composition of the walch the fellowing Facions,
inter alia, should be taken inlo account:

1] al no brne should the wheslhause be left unattendasd;

(i}  westher corditions, visbility and whether there is daylight

(i) proxmty of mravigational hazards wheeh may make i
necessany for the officer in charge of the waich to camy oul
additional ravigational duthes;

(v} use and operational conditon of nevigational sids such as
radar ar electrome position-indicating devices and any ofher
equipment affecting the safe navigation of the vessal;

(v)  whether the vesszal ie fitted with sutornatic steering;

(il  amy unusual demands on the navigational watch that meny
arise as a result of special operational circumstances.
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4.5

Fitness for duty

421 The watch systemn should be such that the efficiency of

wialchkeeping personnel is nol impaired by tatigue. Dutles shoulkd
be =0 organkzed that the first watch at the commencement of a

vayage and the subseguent relieving watches are sufficiently
rested and otharwise fit for duby.

Navigation

431 The ntended voysge should, sz tar as practicable. be planned o
advence taking into consideration all pertinent nformation and any
course lakd down should be checked before the vovape
COMMEncas.

4.3.2 During the watch the course steensd, position and speed shoukd
be checked at sufficiently frequent ntervals. using any avaliable
nevigational akls necessary, to ensure that the vessel follows the
planned courss.

433 The officer in charge of the wabch should heve full nowledge of
the location and operation of all salety and navigational equiprment
on board the vessel and should be aware and ieke account of the
operating limitatons of swch equipement.

434 The officer in charge of a navgational waich should not be
gssiqned or underake any duties which would interfere with the
safe navigation of the wessal.

Navigational equipment

4.4.1 The officar in charge of the watch should make the most effective
usza of all navigational equipreent at his dispcasl,

4.4.2 Whan using redar the officer in charge of the waich should bear in
mind the necessity to comply at all times with the provisions on the
uza of radar contamed in the applcable regulations for praventing
collisions at sea

4.4.3 Incases of need the officar of the watch should not hesiate to u=e
th hizim, engines and sound signaling apparatus,

Mavigational duties and responsibilities
4,81 The afficsr in chiarge of the watch should:
i} keep his wabch in the whesihouse;

(i) which he should in no circumstances leave unlil properly
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fiif) continue to be responsible for the safe navigation of the
wessel

(iv) despite the presence of the skipper in the wheslhouse unti
the skipper informs him specifically that he has assumed
that responsibility and this is mutually undersiood;

{iw) notify the skipper when in any doubt as to what action o ake
in the inferest of safety;

{#) not hand over the walch to a relieving officer if he has reason
to believe that the latter is obviously not capable of camying
out his dutes effectively, in which case he should notify the
skipper accondinghy.

4,52 On taking over the watch the refieving officer should satisfy himsalf
as o the vessels estimaled o true position and confirm its
intendad frack, course and speed and should note any dangers to
navigation expected to be encountensd during his watch,

4.5.3 Whenever praclicable a proper record should be kept of
maovemnents and activites during the walch relating o
nawigation of the vessel.

ke
e

46 Look-out

461 A proper ksok-out shall be maintained in complance with Rule 5 of
the Intemational Regulstions for Preventing Collisions at Sea,
1872, It ahall serve the pumpoese of

(i maintaining & continuous state of vigilance by sight and
hearing a= well as by all other avallable means, with redgand

e any signficant changes in the cpenating environment;

(i fully appraising the situation and the nsk of collision,
giranding and other dangers o navigation, and;

(i) detectng ships or aircraft in distress, shipwrecked parsons,
wrecks and debris;

The book-out rmust be able to give full attention 1o the keaping of a
proper look-out and no ofther duties shall be underaken or
assigned which could inferfere with that task,

462 In determining that the composiion of the navigational watch is
adequate to ensure thal a proper look-oul can conlinuously be
maintainad, the skipper shall take inte account all relevant factors,
incleding thoze described under paragraph 4.1, as well as the
following factors:
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m wisbility, siate of weather and sea;

fiin  traffic density and other actvifies oocurring in the anea in
which the vessel is cperating;

i) the afienticn necessary when navigaling in or near bafic
separafion schemes and other routing measunis;

()  the additional workioad caused by the mature of the vessels
funchions. & it gy N bs and anbcipated
MmanGETes,

W) rudder and propeller confrol and vessel manoswring
characteristics;

i) e filness for duty of any crewmermbers on Gall who may be
assagned a5 members of the watch;

vE) knowledge of and confidence i the professional
competence of the vessel's officers and crew;

{vii) the experience of the officer of the navigational waich and
the familiarty of that officer with the vessels equipment,
pricediires and manoeuvring capabiliy;

{ix} activilies taking place on board the vessel af any particular
firme and fhe availabdity of assstance 0 be summoned
immediaiely to the wheelhouse when necessary;

(=) the operational status of instnementafion in the wheelhowse
and conlrols, induding alarn systems;

() the size of the vessel and the Beld of vision available from
the eonning posidion,

{di) the configuraion of the wheelhouse, o the extent swch
configuratien right inhibit @ member of e walch from
detecting by sight or hearing any sxiemal developments.

4.7 Protection of the marine environment

4.71 The skipper and the offcer in charge of the watch should be
aware of the senows effects ol operational o accdental polution
af the maring emionment snd should take all possible
precaulions to prewent such pollution particulary within the
framework of rebevant intemational and port reguiaions.

4.8  Weather conditions
481 The officer in charge of the watch should teke relevant measures

and notify the skipper when adwerse chenges In weather could
affect the
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4.8.2 Safety of the vessel, including conditions leading to ice accretion.
51 Mavigation with pllot embarked

544 The presence of a Piot on boand does not relieve the skipper or
afficer in charge of the watch from their duties snd obligations for
the safety of the wessel The skipper and the pilst shoukd
exchange information regarding ravigation procedures, local
conditions and the vessel's characteristics. The skipper and the
afficer of the waich should co-operate closely with the pilst and
maintsin  an Bccurate check of the wessels position and
et

61 Vessels engaged in fishing or searching for fiah

6.1.1 In addition to the prnciples enumersted in paragraph 4, the
fodlowing factors should be considered and propery ected upon by
the officer in charge of the watch:

{iy  other vessals engaged in fishing and thair gear, own vessels
manceuvTting charecteristics, particulary in siopping distance
and the diameater of tuming circle at sailing speed and with
the fishing gear cverhoand;

fiy  safaty of the crew on deck;

iy mdverse effects on the safety of the wessel and itz crew
throwgh reduction of stabilty and freeboard caused by
excaptional forces resuling from fishing operations, catch
handling and stowage, and unusual sea and weather
condifions;

(iv) the prowimity of offshone structunes, with special regand to the
safety zones; and

{¥) wrecks and other underwater obsiacles which could be
hacardous fior fishing gear.

B2 When stowing the caich, attention should ba given fo the essential
mequirEments  for adequate freeboard and adequate stabiity and
warlerlight imegrity at all imes dwing the voyage to the landing port
taking inks considerafion consumption of el and stones., fek of adverse
wealher condiions and, especially in winber, sk of ice accretion on or
above exposed decks in areas whene ioe acoretion is Fkely do oocur,

T1  Anchorwabch

TAA  The skipper should ensare, with o view to the salety of the vessel
and crew, thal a proper walch s maintained al all times frorm the
whealhouse or deck on fishing wessels al anchor.
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81 Radio watchkeaping

B,1.1 The skipper should ensune that an adequate rado walch is
maintainéd while the vessel is al sea, on appropriabe
Frequencies, taking into account the requirements of the Radio
Regulations.
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(
Trish Coast Guard \

GARDE COSTA na hEIREAMM

11™ MNow. 2004,

Re “IFY St Ofiver” Fishing vessel lost 177 Sept, 2004,

Dreqr Sir,

Pleast pots cormect date on which this incident commenced, 17" Sept (4.

In response b0 your yours received bire 4 Oct 04:

1. The alamm was rased with the rish Coost Guand at 2103 local tinse. It ghoald
be moted that this ndtial alarm was mised when the 5t Oliver’s EPIRE
{Emergency Position Indication Radie Beacon) was activaied.  The aignal
fram this beacon s pioked up by saellite and astomstically forwarded io
RCC (Rescns Co-ordinatinn Centre) Kinloss in Scaotland. This is the normal
route far alerts of this pature. The inlitz] alert signal did &0 contain a posibon
for the distress. Thas alarm was forwarded o MREOD (Manine Rescue Co-
Ordination Centrs) Dubdin where it wos received at 21903 lecal time. Following
assesament of the alert meszage, MBECC Dublin forwardsd &t to MRSC
(Mnrine Pescue Sub-Cenre) Valentia af 2106 local time. MRESC Valentia
commencsd 3 communications search and made marine radio bropdeasts to
shipping sesking information a8 1o the whesmabowls of the IFY 54 Oliver.

2. The Irish Creast Guard SAR [search and Rescug) helficopter bazed & Sharmon
Adrport, “Restued 157, was inshed at 2125 locad and commanesd its search on
scepe gt 2215 local tmoe,

3. The Amn Islands Lifebost was notifisd at 2138 Jocal time. .

4. Cagells Bay Coas{ Guord Unit was notifled at 2231 focal ttme.

5. The laash Meval Vasssl “LE Cian™ procesded at 2300 local time,

Department af Communicatons, Marine 2nd Matursd Resources. Lesson Lane, Dubfin 2, fretand,
An Boinn Curarsiide, Mara agos Aombainni Blickirtfa, Lina Chil Mechargan, Baile Arha Clath 2, Eirg.
Tel: +353 1| £78 2324, Fax: +353 | 578 2269, Ervai adwird@ rishccastpard ie




APPENDIX 8.7 pges

Appendix 8.7

. Clegpan Coast Guard Unit and Clifden BNLT wers alerted and tzeked to carmy
put shere searches ondy ot 0010 an the [E®, [ should be neded thst weather
conditions were outside hmitaticns for Clifden Lifeboat, and wiber ipshors
boats &t the iime, Clifden is 28 nastical milag mway by 520, Wenrber and 2
conditions were aouth-westarly gale foves B 1o giromg gale fores 9 with § rostre
BEAs.

SAR Operation: Mannper
[RCG HO
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—
e

RFL irelenadl

B v ey rw B

Lifeboats S

LT e i el ey Sl
i prrad ok g
------ shom v gy (B0 Py Hrsrngs
el il
B Dk Haron Bevinional flase Ireland
Wq
Iarine Cazually Investigation Board Uit 1. Faltrien Buitigss Parki,
Laeson Lang Smmrihy, Co. Dubbn, imeland
Dubkn2
Talapitaiva: [0 Broc 4
23 Juna 2005 Fax §07) ES0045E
amait dbwsnetandlimi.ong uk
AL ITH S ik
o W
Diear Mr Heran, "',':L___ .
Be: Rapords MCIB 82 and MOIB S8

Thank you for forwanding deaft reports WMCIE 83 & 88 for cur smminabon and
conmiment

e apologise for the dekiy in responding upon report MCIE &3
Ths RMLI has nao fursher comments to add o sither of these unformunates mcidents

Yoirs ’&
i

Colin Wilkamrs

Inspacior of Lifeboats (Ireland)

T —
MCIB RESPONSE

The MCIB notes the contents of this letter.

A
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Teach Mo,
‘ Inverim,
Co Galway,
Pl 091-50E600
L 5= July 2005
Bdr. MMk Herom,
Secretary Maring Casualty Investigation Board,

Lassmom Lane,
Drublin 2,

Re: Diraft Repost idpjie loss af the *St. Oiver” Flabing Vessel on 17+ September 2004,
Your Bef: MCIB 58

Dear Mr. Heron,

Thank you for your better dated 17+ June and copy of draft report inbo the loss of
the “5t, Oliver” in which my late busband Michael Faherty lost his life

I hawve read the detafled report and have no comament (o make an same.

Yours l]l:u'vr:rd:r,
Ei .

Carmel Faherty.

MCIB RESPONSEto letter dated 15th July 2005 from Mrs. Faherty.
The MCIB notes the contents of this letter. The MCIB would again like to extend its
deepest sympathies to Mrs. Faherty and her family on their sad loss.

A



CORRESPONDENCE s

9. CORRESPONDENCE RECEIVED

11na IMrrame.
Cor Mu Roa,
Ierverin,
Lo, Cabway,
[

16™® July 2005,

Mir. Dick Heron,

Secretary,

Marnine Canmsity Iovestigation Board,

Lesson Lane,

Dheblin 2.

Re: Report into the Loss of the Fisking Vessel “St. Oliver™ an the |']""'5¢|:|1.:mh¢r,
2004, Your Ref: MCTBSE

Diesr Sir,

Thank you for your letter dated the 17% of June enclosing deaft repoet o the
loss of myy lase hisshands boat. [ wonld Hke o thank the BCIB for thelr effons m
trying oo establish what bappened om the night of the 17 of September 2004,

I pelatton to the report tself ] woulkd like it noted that the Badso License lees
veere alwaye pabd wp o dabe and wene nol due for penewal untll Ausgost of this vear,
please sse enclosed recelpt.

1 weould |ike to acknowlbedpe with sineene gratitude all who sstmed nthe
Search & Pesepe Operations after this tragl: sccident their assistaree and diligencs on
ket night and the week thereafber will niver be forgoticn.

Finsadly on behalf of the Dhrrane family | would again like @ extend ous
sincere aympathics 1o the Conmolly farmdly, the Maollin femily and the Faheriy family.

Yoaars faithfidly,

[Ina Thirrame,

MCIB RESPONSE to letter dated 16th July 2005 from Mrs. Dirrane.

The MCIB notes the contents of this letter and has amended the report accordingly.
The MCIB would again like to extend its deepest sympathies to Mrs. Dirrane and her
family on their sad loss.
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An Garda Siochina

Ui an O nidan [ HFoe ol 1he Lominies sy
ain Uil Sioc v, Clarda ddeplquerers

Fame i Fhsmnars Phasgnin Paik

Bk Adha Uitk 3 Ihithin E

Eim. Ira bk,

Tl Teilmsitm (1] | &l IWHAT M Weh 49 @dss [l o
FousFomm: E0 7 ey 0011 0 E~mmt crammaflami e
M g e MR T AR Rk

T L]
Womr Ref:- MCTE 98

blr. Dhick Hexom,

Sedarelary,

Menine Casualty Investigation Board,
Lecson Lane,

Diwitlim 2.

Be=  Dwaft Beport inin tee Lis af the Flahing ¥ essel <50 (dive
17 Septenher, 2004, . -

Diear br. Heron,

| min dirocsed By she Commissioner & roply o comespendenca deind 17 June, 2005 in
the abaoye, [rom (he Chairman Mr. Rohn G, O°Donnall, B.L

A copy of the desft report in the abowe was forearded w0 Superintendent T, A, O'Dowad
as requesied.

There an: two macuurale meferences made o Garda divers a1 paragraphs 5.4 and 5.6 of de
ciraft repor.  Whibs the Ciarda Water Unin did wfiend ot dhe soeme, dus o adverse weathes
conditions the Gards divers did not dive, costrary w0 pacsgraph 5.4, snd thenefione would
ol kave divect knowledpe of the bocntion of the nedder, conmary 1o pargmph $6.

18 {e rocemmendied e thess e relenences should be corresteil

¥ ours: sinoerely,

T
P.L MULLEN

IMSFECTINR FOR
FERSOMAL ASSISTANT
T COMMESSTONER

11" dmly 20605

MCIB RESPONSE
The MCIB notes the contents of this letter and has amended the report accordingly.

#
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MCIB RESPONSE to letter dated 25th July 2005 from Mrs. Noonan Connolly.
The MCIB notes the contents of this letter and has amended the report accordingly.
The MCIB would again like to extend its deepest sympathies to Mrs. Noonan Connolly

and her family on their sad loss. #
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