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1. SYNOPSIS

1.1 At 07.36 hours (local time) on 17th September 2005 a Swedish registered tanker
of 7,973 gross tonnes with a cargo of 11,000 metric tonnes of gas oil inbound
from Milford Haven/Pembroke to Dublin Oil Jetty No.2 grounded approximately
0.3 cables (180 feet) outside the northerly defined fairway channel in Dublin
bay and 2.78 cables (1,700 feet) west of No. 3 conical lateral (starboard hand)
buoy. There was no damage or injuries to personnel and the vessel was re-
floated an hour later at 08.35 hours without tug assistance. The hull remained
intact with paint scrape to hull plating in area of grounding. There was no loss
of cargo or bunkers. The wind at the time of grounding was west northwest at
12 knots (force 4) gusting 15 knots (force 4) with a flood tide setting in a
northerly direction. The visibility was bright and clear and the channel was
clear of outward traffic. The ship had a warranted pilot on board at the time of
grounding. Refer to Appendix 1 and Appendix 2 for abstracts of Admiralty
Charts 1415 and 1447 respectively.
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2. FACTUAL INFORMATION

2.1 Description of the ship

Name: Bro Traveller
Flag Sweden
Call Sign: SMJH
Port of Registry Gothenburg
Type of ship Oil/Chemical Tanker
Built 1988
Company Brostrom Ship Management, Skarhamn, Sweden 
IMO No. 8705321
Gross Tonnage 7,973
Net Tonnage 5,309
Deadweight Summer 14,371
Draft summer 9.03 metres 
Length 143 metres
Beam 18 metres
Bowthruster 600 Hp / 441 Kw
Rudder Becker 
Propeller Left handed controlled pitch propeller (CPP)
Engine power 3,663 Kw

Speed (full sea) loaded 12.5 knots
Slow Speed Loaded 6.1 knots

2.2 Navigation equipment on board “Bro Traveller”

The ship was equipped in accordance with Safety of Life at Sea (SOLAS) Chapter
V Carriage requirements for ship borne navigational systems and equipment.

Navigational systems and equipment were operating and available including
3cm and 10 cm radars and Automatic Radar Plotting Aid (ARPA), Doppler speed
logs for ground speed and water speed, rudder and revolution/pitch indicators,
rate of turn and compass and satellite positioning system, telegraphs to engine
and pitch controls are operated from the bridge and steering gear had two
motors operating.

Paper charts and nautical publications covering the trading area were on board
and corrected to the weekly Admiralty Notices to Mariners. 

The onboard graphic record of the vessel’s course and rudder angle was not
functioning correctly at the time of the incident and is not a Carriage
requirement. EU Legislation requires this type of ship to be fitted with a
Voyage Data Recorder (VDR) (S-VDR) by 1st July 2007, that will include inter
alia course and rudder angle recorder.
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2.3 Passage/Voyage Planning.

The ship had the relevant Voyage Planning documents:-

Voy Form 1 for Coastal/Harbour Passage (Dublin Pilot to Dublin Oil Berth)
prepared 15th September. Refer to Appendix 3 for copy of the Dublin Pilot to
Dublin Oil Berth Voyage Planning document.

2.4 Manning and Certification of Personnel

The ship was manned in accordance with the requirements of the Swedish Safe
Manning Document. The ship had on board 14 crew (Master, chief officer,
second officer, third officer, chief and first engineers, Bosun and three deck
ratings, motorman, cook and messman and a deck cadet). In addition to the
ship’s manning a warranted pilot provided by Dublin Port Company was on
board for inward passage to Oil Jetty No. 2. Refer to Appendix 4 for Officer’s
qualifications and experience matrix.

The personnel on board “Bro Traveller” referred to in the report are the
master, third officer as watchkeeping officer, second officer as the navigating
officer and a DPC warranted pilot.

The master is a 57-year-old Swedish national and holds a certificate of
competency as “master unlimited” issued by the Swedish Maritime Authority in
accordance with STCW 78/95 (International Convention on Standards of
Training, Certification and Watch keeping) as amended. He has a dangerous
cargo endorsement for oil and chemical liquid bulk cargoes with 39 years spent
with the operator Brostrom and 8 years in the rank of master. He has 12 years
experience on this type of tanker and was two months on board “Bro Traveller”
prior to this incident. This was his second visit to Dublin on “Bro Traveller”. His
standard of English was good and readily understandable. He was interviewed
on Saturday 17th September 2005 and again during Sunday 18th September
2005 about this incident.

The third officer (watchkeeping officer) is a 49-year-old Filipino national with a
certificate of competency as an officer in charge of a navigational watch,
O.O.W., with the appropriate oil and chemical endorsements and a flag
endorsement recognising his professional qualifications. His standard of English
was good and readily understandable. He was interviewed regarding this
incident on the 17th and 18th September 2005.

The second officer is a 46-year-old Filipino national and was the designated
navigating officer who held all appropriate certificates with endorsements from
flag and was off duty at the time of the incident and the period leading up to
same. His standard of English was good and readily understandable. 
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He was first interviewed regarding the incident on Sunday 18th September
2005. 

The pilot is a 63-year-old Irish national employed by Dublin Port Company. He
obtained a Master Home Trade certificate of competency in December 1967.
This certificate has not been revalidated. 

Prior to joining Dublin Pilot Service in November 1978 the Pilot had been Master
on the short sea trade and was appointed a 1st Class Pilot in 1980. The Pilot
attended for interview at MCIB offices on Tuesday 27th September 2005.

2.5 Status of Convention and ISM Certification.

All Convention Certificates and International Safe Management (ISM) Certificates
(SMC) and Document of Compliance (DOC) were valid.



3. EVENTS PRIOR TO THE INCIDENT

3.1 Passage from Milford Haven Texaco Berth to boarding Dublin pilot

The “Bro Traveller” was on a voyage charter with Chevron Texaco, London and
departed Milford Haven/Pembroke Texaco berth at 19.15 hours on Friday the
16th September 2005 with a cargo of 11,000 metric tonnes of gas oil bound for
Dublin. The departure draft was 7.95 metres forward and 8.10 metres aft.

Sea watches were set and the sea passage up the Irish Sea commenced at 20.00
hours on Friday 16th September 2005. The master had Master’s Standing Orders
in place with supplementary night orders. At 03.50 hours on Saturday 17th the
third officer attended the bridge and took over the watch from the second
officer. The watch keeping ratings also changed watches as the lookouts. The
ship was still on sea passage up the Irish Sea towards Dublin with instructions
from the master to adjust speed for arrival at Dublin pilot station at 06.00
hours on Saturday morning 17th September 2005. The third officer carried out
navigational duties that included applying a technique referred to as Parallel
Indexing (PI).

At 04.00 hours the third officer called Dublin Port Radio (DPR) on VHF channel
12 in accordance with the master’s night orders and Admiralty List of Radio
Signals, (ALRS Volume 6(1) for vessels inward bound). Dublin port Vessel Traffic
Service (VTS) acknowledged the position report and advised that the tidal
window for “Bro Traveller” was open at 07.15 hours.

At 04.50 hours the master came to the bridge and at 06.55 hours formally took
over the conning from the third officer with ship on automatic steering as it
entered the north Traffic Separation Scheme (TSS) and at inward report position
Charlie. Course was 2400 at an estimated speed over the ground of 6.8 knots.

3.2 Passage from boarding pilot to ship grounding.

At 07.05 hours DPR/VTS confirmed to “Nordzee” that “Bro Traveller” would be
the first ship to receive a pilot. “Nordzee” was an inbound feeder container
ship due to berth at Ocean Terminal which would follow the “Bro Traveller” in.

At approximately 07.06 hours the pilot boat proceeded from the pilot shore
station with two duty pilots on board towards the intended pilot boarding area
for “Bro Traveller” close to the north and west of Dublin Bay buoy and further
east for “Nordzee”. On the way out the two pilots stated that they agreed
subject to other traffic that the “Nordzee” would overtake the “Bro Traveller”
when inside the Breakwater. This would allow “Nordzee” to proceed to Ocean
terminal while “Bro Traveller” manoeuvred in order to berth at Oil Jetty No. 2.

Shortly before 07.20 hours the third officer went off the navigating bridge to
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meet the pilot on the main deck and escort him back up to the bridge. The
Master Pilot Exchange (MPX) was completed and the pilot took the conn on the 
automatic steering. The master requested the pilot to change out from
automatic steering to manual steering. 

At 07.25 hours “Bro Traveller” reported to Vessel Traffic Service (VTS) that the
ship was at No. 1 buoy inwards and draft of 8.10 metres. The ship passed very
close to No. 1 buoy at about 10 metres off. While the ship was setting down on
the buoy the pilot stated that he was happy enough and well aware how close
they were to the buoy. He did not want to come to port in order to avoid the
ship’s quarter swinging onto No. 1 buoy. At the time the pilot who was steering
the ship felt that they were clearing No.1 buoy nicely.

At 07.25 hours a tidal gauge situated at the end of North Wall was 1.48 metres
and given to “Bro Traveller” by VTS as the height of water over a depth of 7.8
metres as indicated on Admiralty Chart No. 1447. The speed of “Bro Traveller”
was set at “Slow” which is about 6/7 knots. It was approximately one hour
after low water with a Spring Tide making. The pilot estimated that there was
1.2 metres of water under the keel and when taking into account the affect of
squat this would leave 1 metre of water. The pilot’s preference is for 2 metres
under the keel and therefore applied a slower speed than normal. Generally
the pilot would expect to be doing 7 to 9 knots in the outer fairway because of
the effect of the flood tide. The pilot had been on “Bro Traveller” on numerous
occasions and was aware the ship had Becker rudder and variable pitch
propeller. The master was conscious that the tide and ship was setting in a
northerly direction and was under the impression that the slow speed was to
allow “Nordzee” which was astern with another pilot to overtake in the channel
before “Bro Traveller” arrived at the Breakwater Head. Please refer to
Appendix 15 for times of tides.

As the “Bro Traveller” proceeded inbound the master was positioned close to
the pilot while the third officer made a coffee for the pilot and then carried on
with placing observed positions on the chart.

At 07.34 hours the pilot stated that the ship had passed close to No. 3 Buoy and
he noticed the ship was setting rapidly to the north. The pilot had come off the
helm and went out on the bridge wing to have a look. At the same time the
third officer had placed a position on the chart which indicated that the ship
was approximately 60 metres abeam of No. 3 buoy and in the Channel though
well to the north of the course line drawn on the chart. From inspection of the
VTS screen print outs it would appear that this position was inaccurate. The
ship was in fact very close to No. 3 buoy. We refer to Appendix 5 for VTS radar
video screen print outs of the movement of “Bro Traveller” in relation to the
fairway channel and navigational marks as fixed on the VTS screen. Please refer
also to Appendix 2.
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4. THE INCIDENT

4.1 Grounding

At 07.36 hours the “Bro Traveller” grounded forward with a gentle shudder and
stopped remaining well afloat aft in a Global Positioning System (GPS) position
Latitude 53020.61’ North Longitude 006007.19’ West and observed position 2.78
cables west of No. 3 buoy and 0.3 cables north of the pecked line between No.
3 and No. 5 buoys on chart datum 63 metres. At the time of grounding the pilot
was on the helm at the console of the wheelhouse with the master standing to
the right of the pilot. The third mate declared that he was at the chart table
transferring the position obtained at 07.34 hours on to a large-scale chart.
The ship was aground heading in a westerly direction lying parallel to the
dotted lines joining No. 3 and No. 5 buoys.

4.2 Period “Bro Traveller” was aground until float off.

The master maintains that he and the pilot had different views on how to re-
float the ship. The pilot advised that they should go full ahead whereas the
master, having considered the situation felt that, by going astern with the
engines/controlled pitch propeller and using the bow thruster, the tide would
push in on the port side resulting in the ship coming off stern first and into the
channel.

At 07.37 hours the pilot on the “Nordzee” called the “Bro Traveller” as the
“Nordzee” was at full speed of 12 knots and was gaining quickly on the “Bro
Traveller”. The pilot on the “Bro Traveller” did not communicate with
“Nordzee” immediately and said he would call back.

At 07.38 hours the “Bro Traveller” pilot called the “Nordzee” pilot on the VTS
operational channel and requested that they go down to Channel 6. The pilot
on “Bro Traveller” stated that channel 6 was selected to avoid general VHF
discussion being overheard by other stations. He requested the “Nordzee” to
slow down as she passed by.

At 07.40 hours approximately Dublin Port VTS operator observed from the VTS
radar that the “Bro Traveller” was not making headway and was outside the
channel. At first he thought that the “Bro Traveller” had reduced speed to
allow the “Nordzee” to overtake but then discounted this as there was a flood
tide.

At 07.45 hours the chief officer on board the “Bro Traveller” reported to the
bridge after he had completed electronic tank guage readings and established
hull integrity. He relieved the master so that the master could engage in
informing the various interested shore parties (commercial and operational) by 
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radio and telephone. There had been no immediate VHF contact between the
“Bro Traveller” and Dublin VTS to report the grounding incident.

At 08.04 hours DPR advised the “Bro Traveller” the gauge reading was 1.99
metres.

At 08.06 hours DPR requested the “Bro Traveller” to go to channel 13. It is
understood that during this communication the pilot informed DPR that the
“Bro Traveller” was OK and would be off shortly but did not use the term
“aground”. During the conversation VTS offered the assistance of tug(s) and
said that the authorities would have to be informed. VTS stated that the pilot
responded that “it would be alright in a minute”.

At 08.08 hours the “Bro Traveller” called DPR requesting one tug.

At 08.08/10 hours DPR called out duty tug skipper and then informed the duty
harbour master (DHM) that the pilot of “Bro Traveller” said he would be “off in
a few minutes” and that a tug had been requested. The DHM instructed VTS to
call out the second tug crew who were also an hour away.

08.15 hours the Master of the “Bro Traveller” informed Chevron Texaco
(charterers with voyage instruction requirement); and Irish Coast Guard via
Dublin Port Radio (VTS station).

At 08.17 hours MRCC Dublin (Irish Coast Guard) received notification from
Dublin Port that tanker “Bro Traveller” was aground west of No. 3 buoy and
issued a situation report from Coastguard (SITREP) - no sign of ruptured tanks –
2 tugs proceeding.

At 08.22 hours the position on the chart of the “Bro Traveller” indicated that it
had moved further to the west some 3.48 cables (2,100 feet) west of No. 3
buoy and marginally further north of the pecked line- 0.4 cable (240 feet).
Please refer to Appendix 2 AC 1447.

11

THE INCIDENT



5. EVENTS FOLLOWING THE INCIDENT

5.1 At 08.28 hours the “Bro Traveller” was afloat. It came off stern first and
proceeded into the channel and deeper water.

At 08.30 hours DPR advises “Stena Adventurer” (a ship outbound) that the “Bro
Traveller” appeared to be going astern.

At 08.31 hours the pilot on the “Bro Traveller” informs DPR that the ship was
coming astern and moving out into the channel to No. 3 buoy. DPR advises the
“Bro Traveller” that the gauge is reading 2.37 metres.

At 08.33 hours the GPS position on the “Bro Traveller” indicated that the ship
was in the channel.

At 08.40 hours the “Bro Traveller” is inbound towards Oil Jetty No. 2.

At 09.25 hours the “Bro Traveller” is secure alongside Oil Jetty No. 2. Draught
forward was 07.95 metres and aft 8.10 metres.

At 12.05 hours recognised organisation (R/O) acting for the flag state of
Sweden advises that they will board with divers to inspect for hull damage.

At 14.00 hours the “Bro Traveller” is detained under Section 32 of the Merchant
Shipping (Investigation of Marine Casualties) Act, 2000. It was released at 16.05
hours on Sunday 18th September 2005.

Following completion of discharge of cargo the “Bro Traveller” shifted berth to
Ocean Pier on Sunday 18th September 2005. A port State control inspection was
carried out with 5 deficiencies noted to the ship. Please refer to Report Form B
in Appendix 6.

The recognised organisation (R/O) acting for the flag state of Sweden issued a
statement of information indicating that no structural damage had been found
and included an examination of rudder and propeller by divers. Please refer to
Appendix 7. 
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6. FINDINGS/CONCLUSIONS

6.1 Immediate reasons leading to the grounding of “Bro Traveller”.

Neither master, pilot nor officer of the watch (OOW) were monitoring the ship’s
track or echo sounder (water under the keel) prior to the grounding. The team
individually or collectively were not sufficiently alert to the developing
situation and did not take timely action to counter the effect of a northerly
flood tide.

The master-pilot information exchange appears unsatisfactory. The ship did not
follow standard procedures for Coastal or Pilotage waters. The pilot did not
become integrated into the bridge team. There was a lack of clear
communication between master and pilot.

Note: International Maritime Organization (IMO) Resolution A.960 (23) Annex 2
paragraph 2.1 states that the pilot’s presence on board does not relieve the
master from his duty and obligation for the safety of the ship.

6.2 Bridge Resource Management

Brostrom Ship Management state in their declared policy that master and
officers of the watch shall devote their full attention towards navigational
safety. Company instruction ‘WI 162’ refers to Navigation with a Pilot on Board.
The pilot is not included as part in the Brostrom “Bridge Watch Conditions”.
However the pilot is acknowledged by Brostrom as having a critical role within
the Bridge Team.

Note: IMO Resolution A.960 (23) Annex 2 paragraph 2.3 states that it is the
responsibility of the bridge team to assist the pilot to work within the team.
Please refer to Appendix 12.

Prior to the pilot boarding the bridge team was not as required by Brostrom
Bridge Watch Conditions Level II (Lookout on the bridge) or Level III (Helmsman
and Lookout on the bridge). There was non-compliance with Brostrom Safety
Circular No. 5 (OOW leaving the bridge to escort pilot from main deck up to
bridge). Refer to Appendix 8, 9 and 10.

Note: STCW 78/95 Section A-VIII/2 part 3-1 paragraphs 49 and 50 refers. See
Appendix 11.

The master stated that the ship employs parallel indexing in other ports but
could not state with good reason why this was not carried out during this
passage in Dublin Port area. He acknowledged that parallel indexing is a very
effective method of navigation by radar and that there was no technical reason
why this could not be carried out in Dublin Port.
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6.3 The Master Pilot Information Exchange (MPX).

The Master Pilot Information Exchange is often far too brief. Please refer to
IMO Resolution A.960 Annex 2 Paragraph 5.

It is sometimes the case that because the ship is approaching the navigation
channel there is not sufficient time for a formal exchange to take place. IMO
Resolution A.960 (23) Annex 2 Paragraph 3.3 states that the pilot boarding point
should be situated at a place allowing for sufficient time and sea room to meet
the requirements of the master-pilot exchange.

It is noted that some ports have arrangements in place through their safety
management system for the proposed passage plan to be communicated to
arriving ships in electronic format so that the ship may respond if required and
is well prepared and given every opportunity for agreed courses to be laid on
charts or set up on Electronic Charts Display and Information System (ECDIS)
and that PI is set up on the Radar(s) before the pilot embarks.

6.4 Passage/Voyage Planning.

In coastal and pilotage waters navigational techniques need to be used which
enable the Watch Keeping Officer (OOW) and/or the master to maintain a
forward outlook and provide the pilot with information as required. The
passage plan should be monitored to ensure that the ship remains within an
acceptable and practical Cross Track Error allowance. Often the first warning of
signs that a vessel is standing into danger is the echo sounder. Frequent and
prolonged visits to the chart table to fix the ship’s position in the pilotage area
may not be the most effective method of doing so and in many cases does not
provide essential information for safe navigation of the ship in the Dublin Bay
area.

Please refer to Appendix 3. The voyage-planning sheet regarding
Coastal/Harbour Passage appears to be generic to suit all ships in the company
and does not provide the level of detail expected of a well laid out passage
plan. For example: - 

The Cross Track Error is given throughout as 0.05 nautical miles (304 feet) for
pilotage in Milford Haven, Dublin and indeed from Dublin Oil Jetty No. 2 to
Ocean Pier and similarly for the sea passage;

An interval for fixing the ship is given as 15 minute for a 5-minute passage and
a 22-minute passage; 

the intervals for positioning the ship on the chart during the sea passage in the
Irish Sea are given as 30 minutes and 60 minutes;
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Under keel clearance (UKC) is stated to be within the safety range based on
Low tidal datum and considering ship’s squat in loaded or ballasted condition.
Additionally the under keel clearance is given as greater than one metre though 
the note on the contingency plan states the “Vsl. To enter the channel at high
water”. These guidance notes should be unambiguous and specific to the area
or port in question.

Parallel indexing method and no go areas are marked on the chart, which was
not the case for Chart 1447.

None of the Voyage Forms 1 contains information on the column P/I (nm) [Cross
Index Range]; The CIR is noted on AC 1415. 

6.5 Brostrom Ship Management 

Brostrom sent a copy of their in-house investigation into the grounding to the
MCIB. The Designated Person and Marine Superintendent from Brostrom Ship
Management in Sweden attended the MCIB on 21st November 2005 for a
meeting.

There were sufficient qualified ratings or other officers available or on duty to
escort the pilot from the place of embarkation to the bridge without utilising a
qualified OOW to leave the bridge and distract his attention from full
navigational duties.

The OOW stated that having been relieved of the conn earlier in the morning by
the master he did not feel it was his position to advise the master on
navigational matters but just to plot positions on the chart every 10 or 15
minutes by Radar or GPS. The OOW claimed that he was unable to carry out
effective Parrellel Indexing as well as attending to the pilot embarking and
then plotting and transferring positions on the chart. The company should be
well aware of this matter from their knowledge of shipboard operations. This
matter should be addressed through the ISM Safety Management System and
effective auditing.

Note: The situation of one person alone having the conn without support from
the remainder of the Bridge Team should be discouraged. Officers and ratings
should become active and contributing members of the Bridge Team in order to
eliminate the chance of single person human error occuring. It would appear
that the third officer was not encouraged to be an effective contributor to the
bridge team.

There is nothing to suggest that fatigue had any part to play in this incident.

15

FINDINGS/CONCLUSIONS



6.6 Warranted Pilot on “Bro Traveller” at time of grounding.

(i) The pilot declared that following the grounding he was interviewed by the
Harbour Master who requested that the pilot should obtain a medical
examination report. The pilot stated that during his medical examination a
suggestion was made that he should not be driving ships or even driving a car
without spectacles.

(ii) On 27th September 2005, the Examiner of Masters and Mates carried out a
Maritime Safety Directorate sight test that is in place for professional
competency examination purposes. The result was that without glasses the
pilot could not read all of the third line on the Snellan Board with each eye but
with glasses could read the full range of the Snellan Board. The pilot stated
that he was not suffering from fatigue but that his sight was a problem. 

Note: If the matter of sight is considered as having a significant contribution to
this grounding then mature and responsible persons and particularly a person
holding a position as a marine pilot would be expected to be sufficiently astute
to recognise this problem developing if indeed it was a developing deterioration
of sight. Furthermore IMO Resolution A.960 (23) Annex 1 paragraph 4 refers to
Medical Fitness and makes particular reference to eyesight. (The MCIB is aware
that Dublin Port Company has since implemented measures to ensure regular
eyesight checks for its pilots). 

(iii) The charted place for pilot boarding vessels entering from the north TSS is 0.8
miles ENE of the actual boarding position of the pilot on “Bro Traveller”. The
position is indicated by a diamond enclosed in a circle on Admiralty Chart 1415.
This distance would allow 8/10 minutes for a Master Pilot Information
Exchange. Very little, if any, discussion took place between the master and the
pilot and no discussion took place on the squat and under keel clearance. The
ship’s squat card had not been consulted by the pilot.

(iv) The pilot did not inform VTS immediately following the grounding. Had he done
so all stations in the vicinity could be advised and, if necessary, appropriate
control by the VTS put in place. Resolution A.960 (23) Annex 2 paragraph 7
refers to pilots reporting of incidents or accidents.

(v) The pilot maintains that he was not aware of the term Parallel Indexing.
Resolution A.960 (23) Annex 1 paragraph 6 refers to continued proficiency of
pilots and updating their knowledge.

(vi) The pilot said that the courses shown to him by the harbour master on the
radar video screen prints were not in accordance with his own recollection. He
thought the course of the ship west of the Bar buoys was 273/2700 though the
VTS Screen prints have the ship on a different course. The pilot did not agree
with the courses as indicated on the screen prints. He acknowledged that he
had miscalculated the amount of set that was there and that the ship was too
far to the north for the approach in.
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Note: There appears to be a variance between courses and speeds as taken
from the chart and those that are given by the print outs from the VTS Radar
Video. This may be due to the incorrect positions/times being laid off on the
chart by the OOW and the “heading line” on the VTS radar video being a course
made good over a specific period as opposed to a course steered or ships
heading. The afterglow or wake left on the screen print gives a good indication
of the course made good. The onboard graphic record of the vessel’s course and
rudder angle was not functioning correctly at the time of the incident.

6.7 Dublin Port Marine Operations.

(i) DPC Marine Notice No. 10 of 2005 was issued on Standard Operating Procedures
for Vessels Entering, Shifting and Departing the Port of Dublin. Please refer to
Appendix 14. The Marine Notice also provides information that the Port Radio
(VTS) was upgraded from an advisory service to a VTS that controls the
movement of all ships within the jurisdiction of DPC. The instructions from DPR
will be result orientated only and shall not encroach upon the master’s
responsibility for safe navigation or interfere with the traditional relationship
that exists between the master and pilot. The criteria being that the DPR
control the space and shipmasters control their ships.

NOTE: Very little information is given in the Irish Coast Pilot, (i.e. the official
nautical publication) on the tides other than across the entrance of the River
Liffey where the out-going stream may reach 3 knots. High and Low water may
be determined from the Admiralty Tide Table. There is no general indication of
what rates the tides reach in for example the vicinity of No. 3 buoy or the
outer fairway. It is not possible to estimate in advance what the rate of tide
will be at different stages of the flood/ebb on Neaps or Springs from inspection
of the Admiralty Charts. However, during the grounding incident both master
and pilot were well aware that there was a strong tidal effect.

Pilots have received training with DPC covering:
Man overboard;
GMDSS Restricted Operators Certificate; 
Large ship model handling in UK; and
In Rotterdam a simulated purpose developed one-day course for
manoeuvring large passenger cruise ships in Dublin port.

The pilots who attended courses (iii) and (iv) were positive and complimentary
as to their effectiveness. DPC does not provide other simulated training
specially designed for pilots with particular reference to Bridge Resource
Management or updating their professional qualifications.
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(ii) Communications and VTS.
At times during the incident the spoken English on the VHF by Vessel Traffic
Services (VTS) operator and pilot, as indicated on the transcript from Channel
12, was not in accordance with IMO Standard Marine Communication Phrasing
and did not appear sufficiently clear for other interested parties.

The levels of formal training that VTS operators undergo followed by
examination and assessment is noted. It is understood that VTS operators hold
V-103-1 and V-103-2 qualifications. 

VTS was not aware of the agreement made between the two pilots regarding
ship “Nordzee” overtaking “Bro Traveller”. As noted in section 3.2 of this
Report the master was of the opinion that “Nordzee” intended to overtake “Bro
Traveller” in the outer Fairway hence the slow speed. There is a debate about
whether the intention was to overtake in the outer Fairway or inside the
Breakwater.

Observation of the VTS Radar should have indicated that the “Bro Traveller”
was well to the north of the normal inwards course line particularly as there
was no outward traffic. It should have been noted sooner that the “Bro
Traveller” was aground.
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7. RECOMMENDATIONS

7.1 Brostrom Ship Management should review their Voyage Planning and Bridge
Management Procedures.

7.2 The need, perceived or otherwise, for the master to deal with external radio or
telephone communications with company personnel and charterers to the
exclusion of giving full attention to the ship and dealing with the grounding, or
indeed, when otherwise occupied on the bridge should be addressed by the ISM
Code and respected by the charterers. The company and charterers should
appreciate the stress and anxiety that may be experienced by the master and
pilot during and after such an incident as this. The ship was sufficiently manned
to delegate matters of external communication.

7.3 The Maritime Safety Directorate should disseminate the relevant IMO
Resolutions to interested parties.

7.4 Ports in the State should ensure that IMO Resolution A.960 (23) is implemented
and complied with in relation to recommendations on Training and Certification
of Maritime Pilots and recommendations on Operational Procedures for Maritime
Pilots other than Deep Sea Pilots

NOTE: Resolution A.960 (23) was introduced in December 2003 updating
Resolution A.485 (XII) of November 1981. This can be obtained from the
International Maritime Organisation (See Appendix 12).
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ARPA Automatic Radar Plotting Aid.

Admiralty Charts (AC) Hydrographic and approved maps of areas in different
scales that are used for navigational purposes and
corrected to date by the Weekly Notices to mariners.

ALRS Admiralty List of Radio Signals

Bridge Team The watch keeping officers, ratings and the master.

Cable One tenth of a nautical mile or 608 feet.

Certificate of Competency Appropriate certificates issued under STCW 78/95 as
amended to state that an officer has been found competent
to perform operations and management functions
appropriate to his/her level.

Chart Datum (CD) CD is defined as the level below which soundings are given
on Admiralty charts and for Dublin this is approximately the
level of lowest astronomical tide.

Convention Certificates These are the international mandatory certificates that are
issued by an Administration or by a Recognised Organisation
on behalf of the Administration.

Conn The person giving orders for the navigation control of the
vessel.

CPP Controlled Pitch Propeller.

Cross Index Range (CIR) The distance between the course to make good line and a
parallel line drawn from a suitable reference point on a
chart is known as the Cross Index Range (CIR).

Cross Track Error (XTE) The measured Variance Distance on either side of a track
line that is permissible to deviate and still comply with the
passage plan.

ECDIS Electronic Chart Display and Information System.

Dublin Port Company A privately owned company with the principal (DPC)
shareholder being the State.

Dublin Port A principal commercial and industrial port in the State. It is
equipped with all modern cargo handling facilities for break
bulk, Lo-Lo, Ro-Ro and bulk liquid cargoes. It is also the
Irish terminus for vehicle and passenger ferries and 

GLOSSARY
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highspeed craft and maintains regular services to UK, continental
Europe, S. Europe and Mediterranean ports.

GPS A satellite navigation system owned and operated by US
Department of Defence.

Helmsman Usually a watch keeping rating who is available to steer the ship
when automatic steering is dispensed with. The rating is usually
qualified through training and experience in accordance with STCW
78/95 Section A- II/4.

IMO International Maritime Organisation.  A UN body with responsibility
for maritime  affairs.

ISM Code International Safety Management Code for the Safe operation of
Ships and Pollution Prevention. It differs from an ISO QA standard
insofar as the ISO is to assure quality of product and service
whereas the ISM primary purpose is to ensure safety at sea and
protection of the environment and thereby provides evidence of
fitness to operate a ship(s).

Lookout A rating qualified in accordance with STCW Section A-II/4 and
should be on the bridge as part of the team to support the OOW
except possibly during clear weather, daytime and little or no
traffic.

Master (Captain) Generally the person appointed to have overall command
and responsibility for the operation and navigation of a ship and
often referred to as the captain.

Master Pilot 
Exchange (MPX) This is a two- way formal exchange of information.  It should give

the Bridge Team the understanding of the pilot’s intent and the
pilot an understanding of the Bridge Team.

Parallel Indexing The running of a parallel index line provides real–time information
on the ship’s lateral position relative to the planned track. These
lines may be used to monitor the ships position and is a method of
assessing the vessel’s progress continuously and immediately
without having to resort to laying off visual bearing or satellite
positions on the chart with the associated delay. PI, as with any
other single position fixing system, should be used in conjunction
with other aids such as the echo sounder.

P&I Association Protection (or Protecting) and Indemnity Association (often referred
to the P&I Club). An organisation which administers the mutual
insuring of liability risks, faced by ship owners, for and on behalf of
its members the insured ship owner.
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PEC Holder of a pilot exemption certificate. Issued under examination
to qualifying masters and officers who regularly trade to Dublin on
certain types of ships.

Pilot Is employed by DPC and a warrant has been issued pursuant to
section 56 (10(a) of the Harbours Acts 1996 and 2000. Usually the
pilot is regarded as the servant to the master and is there for
his/her local knowledge of the pilotage area and in many cases and
particularly in Dublin for his/her ship handling expertise when
berthing.  A typical entry in the Deck Log of a ship might be “Ship
course and speed to master’s orders and pilots advice” (TMOPA).
The pilot is a person who aids or supports the master and may give
directions for the movement of a ship through congested waters
and has a broad knowledge of facilities and hazards in the area and
experience in ship handling. It is compulsory for certain categories
of ships to have a warranted pilot on board in Dublin. “Bro
Traveller” was such a vessel that required a warranted pilot on
board.

RNW Radio Navigation Warning

Resolutions The IMO Assembly Resolutions referred to in the text of the Report
concern agreement on technical matters, which have been
deliberated by subsidiary bodies and represents a collective view on
an internationally agreed position.

Squat The loss of under-keel clearance as the ship moves at forward
speed compared with when it is stationary.  This is due to
interaction affects with the sides of adjacent channel and sides of
moving ship.

TSS Traffic Separation Scheme

Voyage Planning Passage Plan/Voyage Plan. A detailed planning of the whole voyage
or passage from berth to berth, including those areas necessitating
the presence of a pilot; execution of the plan; and the monitoring
of the progress of the vessel in the implementation of the plan.
This is a requirement under SOLAS Chapter V Regulation 34 taking
account of the guidelines and recommendations in Resolution A.893
(21).

VTS Vessel Traffic Service. Refer to IMO Resolution A.857 (20).  Similar
to Air Traffic Control – an observation station on a coastline or in a
river or port mainly using radar, radar and controls traffic
movement in that space.

GLOSSARY
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10. LIST OF CORRESPONDENCE RECEIVED

Page No.
Mr. Enda Connellan, Dublin Port 64
MCIB Response 67

Captain David T. Dignam, Harbour Master 68
MCIB Response 68

Mr. Brian Byrne, VTS Operator 69
MCIB Response 69
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CORRESPONDENCE

MCIB RESPONSE  

The MCIB points out that in Recommendation No. 7.3, it has recommended that the Maritime
Safety Directorate disseminate relevant IMO Resolutions. However it is incumbent upon
major Port companies to inform themselves of best International Practices.

The MCIB notes that Dublin Port Company had instigated eye tests and has amended the
report accordingly.

Paragraph 3.2 (iii) Noted.

Paragraph 4.2 Noted.

Paragraph 6.3 Noted, the report has been amended accordingly.

Paragraph 6.7 The Board notes this section and would point out that Dublin Port
Company had the opportunity to express their views in their
commentary and failed to do so.

Paragraph (iii) c The Board notes this and recognises that Dublin Port Company
had taken corrective action, and has amended the report
accordingly.

Paragraph 6.7 (iii) (e) Noted.

Appendix 1 and 2 Noted.
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CORRESPONDENCE

MCIB RESPONSE  
The MCIB notes the contents of this letter.
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MCIB RESPONSE  
The MCIB notes the contents of this letter.
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