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| NTRCDUCTI ON

At about 0340 hours Eastern Standard Tinme on 25 March 1985 the Australian
registered ship 'TNT Altrans' grounded on Lady Misgrave Island in the
Capricorn Group, Geat Barrier Reef, while on a voyage from d adst one,
Queensland to the port of Bluff in New Zealand. A chartl et of the area is
at Attachnent 1.

The ship suffered extensive bottom damage in the incident. There was no
loss of life or injury to persons and no pollution of the marine environnent

attributable to the incident has been reported. The ship was refloated with
the aid of a tug on 26 March 1985 and anchored off the island until 29 March
for divers' inspection of the damage and tenporary repairs. The ship then

proceeded under its own power at reduced speed to Newcastle, New South Wl es
for assessnment of the damage and, subsequently, pernanent repairs.

On 26 March 1985 an officer of the Federal Departnent of Transport was

appoi nted under section 377A of the Navigation Act 1912 to make a
prelimnary investigation into the circunmstances of the grounding. A copy
of the instrunment of appointment, setting out the terns of reference for the
investigation, is at Appendix | of Attachnment 2.

In the course of the investigation and between 2 April and 15 May 1985
statenments were taken from 9 nmenbers of the ship's conpl erent and one nmenber
of the shore nanagenent, nanely

Mast er Chi ef Engineer Oficer

Chief Oficer Fourth Engi neer O ficer

Second Oficer 2 Abl e Seanen

Third Oficer General Manager, Queensland Bul k
Shi pwri ght Carriers Pty Ltd

The concl usions which follow are based upon those statenents; on ship's
records; on Departnental papers; and on material provided by the ship's
managers. Al times given in this report are Eastern Standard Tine and
di stances are expressed in nautical nmles. A detailed report is at
Attachment 2

CONCLUSI ONS

1. That the "TNT Alltrans' grounded on the reef off Lady Misgrave |sland at
about 0340 hours 25 March 1985, beconing hard fast on the reef in a
position with the island' s light bearing 075 degrees true distant about
0.35 miles; that the ship's engines continued to run ahead until about
0400 hours when they were stopped by the Chief O ficer; and that the
fact of grounding was not determ ned conclusively by those on board
until about 0410 hours, 25 March 1985.

2. That the grounding was directly caused by the failure of the officer of
the watch to control the navigation of the ship over an extended period,
from about 0030 hours 25 March 1985 to the time of grounding, and
specifically his failure to alter course at a position off Bustard Head
in accordance with the courses laid down on the chart in use.



10.

11.

12.

13.

14.

15.

16.

17.

- 2.

That the Able Seaman on duty on the bridge apparently, after reporting
the light on Lady Misgrave Island to the officer of the watch, did not
appreciate that the ship was standing into danger and did not warn the
of ficer of the watch or other responsible person of the situation.

That the Master |left the Second Oficer in charge of the bridge at about
0020 hours 25 WMarch 1985; that at that tinme the Second O ficer was
instructed in the course to be steered; and that he appeared to
understand those instructions.

That it has not been possible in this investigation to establish
conclusively the actions of the bridge watchkeepers between about 0100
hours and 0330 hours on 25 March 1985.

That the reasons for the ship having-entered the area reconmended to be
avoided in the Capricornia Section of the Great Barrier Reef Marine Park
are the same as those set out in 2 above in respect of the grounding.

That a possible reason for the failure of the officer of the watch to
control the navigation of the ship is that he suffered sone tenporary
inpai rnment of his normal nental capabilities.

That the weather at the tinme of grounding and for about 3% hours
previously was fine, with good visibility.

That the light on Lady Musgrave |sland was functioning properly.

That the delay on the part of ship's personnel in appreciating that the
ship was aground did not materially affect the outcone of events.

That the action taken by the Chief Oficer between about 0400 hours and
0410 hours 25 March 1985, was appropriate in the circunstances.

That the action taken by the Fourth Engi neer on answering the engine
room al arm at about 0341 hours 25 March 1985 and subsequently was
appropriate in the circumstances.

That the action taken by Master and crew i nmedi ately after the grounding
to deternmine the extent of damage and the position of the ship with
respect to the reef was appropriate and seananli ke.

That the actions of Master, crew, owners and salvors in assessing
damage, effecting tenporary repairs and refloating the ship were
appropriate and effective in protecting life, property and the
envi ronment .

That no pollution of the marine environnent occurred other than any
whi ch may have been caused by contact of the paintwork on the ship's
bottom wi t h the reef.

That at the comencenent of the voyage at d adstone on 24 March 1985 the
ship was seaworthy as regards its structure, machinery and equi pnent and
that the manning of the ship nmet the requirenents of the Navigation Act
1912 and subordinate | egislation as regards nunbers and qualifications
of crew

That there are a nunber of questions for the appropriate authority to
determine in relation to the operation of the shinp.



v o

Che v i oot sk W bl et BN ) W A 1

[SYR

. < g !
Caprpt :.:\ .£91 o€ 291 08 Jul vt
b T i Femen awwgk Ee= e ca k- ,r L TN Pt st el b PO - SuoL SO Rt Sadazs
R R O U e R T T PR R . O “
et " (W BT y .ﬂ\\:ﬁ o (BLGU A,0E.8 A BUN | Aurniam [ anoqe Aarosung
by Vo O o Ga AT g AN Ll :.ac_am.u.,,w \ e L A (A P
¥sg . TN o |
Ay Y5 SO 2 R - ;o 9]
3 \... T W - LI A g i 1 ¢N . V
w@.ﬂm’ 2 - e st Ky g w8 \ Bt
won o - o _. -~ e B T wm
[N S A g U N S : 4. i
‘. & .. s r ——— _ _ -
Y-t T B N o . SR
o.%‘ 2% .”3 ] - ot I
e med e, L i yssk3 g1 for i
a2 2 B noor o g T “
. \..m .‘\JM.AVN WN..\ [1 4 - 4 - ~
. 2 /o ogr “ 1.
v °F; ’ er $ N ,
wasgd. | T1OTTEYD | 4, T T o I
\ fag ) i
FiV e 8 o @, ) " asa%: o T st st i N
rill~l.|ll.uA,leMluuT/ , ///%
N e =z YIRS 0T " can W M
N 77 4 AN o g2\ orl$ Yooy i T or o , L veeE ot W % b
| ogr._ &y ey prolouls’ g S o / \ : oo /,4/,, [\ A
Ie 98 T o ertmyfr TeLARD ) 0 iy ) I e b
o Qe« LHE] N o M bl I
e& POMIA AP Tez S~ o #r - ’ K
> . 03> o™ Py .
o . @ AR Lo NP .o g
h N o 7% v ! ar .»,
" e I "
\ \ a o=
\ vn~/. Y g n ez
ovc Mu: N 9€ . [14 . 109} HA
\ .z .!!.o‘-.u_gﬂl.wsﬂﬂﬁgan S
\ S P DL 2o das )
ore wor s thmmw.m\.wwfu ] ;O ImUTE '
0 ’ I
o \ N 28 oy W ot
34 NPT et ﬂwﬁ.w... 3y B
r \ S Lz a..v‘ o 00 .
o S & (LAt M LI P
ooy N lori zz TP R R YA ) o pinall
s N oser N IS uvaemen U] .:.,h:._ i R % TN
\ N e} 5. W .x-m t e a«.Q——.QJ N Cgpemm =t
\ Qﬂ~/. P hm T A ] A Iy 4
$03 \ Of O T 4 i $ 00 1224
N !r Y Koarpr)] I 4% PR o oz
2 \ SO @0y e
oz FTIN e, 9% 05 anoud N,
\ Ve AN P4
. 0 9z n &% h ;
e \ \§)) Tvadl ouo L L STk G 11 3 an
i our N L (o TR 74 ’ LECEIXCERTR] N S A oW ..
92 \ ez gr i ¥ o1 S04, ..rm P ol
o 998 \ 52, ¢ m Boumd f or B RN o VS I
NNV o B _ TN
202 os2 \ N —HO: mz.wU (I
res otr o+ \ AL ,22_& .mw,u—\w— (=
LS LN \ :wz.:?;w .m..v.n... .
00¢ e “ i hm el n i
vos 9T NEP R 1 km_. LY
\»a btsigﬁ h.b.x ! scﬁlo.npv\
ars n RN ’ b se N\ o T T
” B Ay . o . ie
dd < wereee oz (01l ué\ PUI40)y Ofou Fes ‘ ) (1LS) ] pnddoy s .
' & N \nm,h N QNN vivuy popotagmoy | & mvrussnl oo P Ak
e ser oet s s N » o3 i N " 28sleny woyp ees 5 .o_-:.:ru:,x:wu .\.V/x
* - \ &, .Mﬁ 00, yuy & fopbnog \ LR
’ ! § ‘.. W7 4 zr &
rer 5L N s cv?.u- LR 2.,..@ | k.., :N_Fz EL U]
w3 > ”" q P ,ww -dr g &~ \ ‘. d
v . e \ -, ,sn...w‘ s P yvr v I «... or u o,% T
} \ : osr o 89 4%«2.”55\@..;! Wi L4 7 LA )2 :a.ﬁ,z:x .,.
, juLuyOB1I IV : . . " d VoY, " .
\\ "% qge) _ \ Y o (4] " N&r&f- l..l..Q? . .M



ATTACEMENT 2

DETAILS OF THE SH P

The "TNT Alltrans' is a diesel engined bulk carrier of 35218 tonnes

deadwei ght, built in 1983. The ship was designed for the carriage of

alumi na in bulk, is fitted with cargo handling equi pment which enables it to
di scharge its own cargoes and has been enpl oyed continuously since

commi ssioning in the carriage of alum na from G adstone, Queensland to

Bluff, New Zealand and from Bunbury, Western Australia to Bell Bay, Tasmani a.

The owners of the ship are

Bul kfridge Proprietary Limted

I
REDFERN  NSW 2016

The managers are

Queensl and Bulk Carriers Proprietary Limted

I B N
SPRING HILL QLD
At the time of the incident the ship was tinme chartered to
COVALCO Al umi ni um Lim ted
RO
Full particulars of the ship are given at Appendix 2.

The 'TNT Altrans' is under Federal Departrment of Transport survey and is
classed with Lloyd's Register. At the tine of the incident all survey and
other certificates required under the Navigation Act 1912 (the Act) were
valid and the ship was in class. Alist of certificates held is at
Appendi x 3.

The ship was manned with a total conplement of 32, all engaged in Australia
in accordance with the relevant provisions of the Act. A list show ng
nunbers of crew categories as well as qualifications held by officers is at
Appendix 4. This conplenment neets requirenments under the Act as regards
nunbers and qualifications.



The 'TNT Alltrans' arrived at South Trees East berth, d adstone at about
1740 hours on 23 March 1985 to load a cargo of alunmina in bulk for Bluff.
The cargo was duly | oaded on 23 and 24 March; during that tinme normal port
activities took place and no untoward incidents were reported as regards
ship or crew.

Loadi ng was conpl eted at 2058 hours 24 March when the ship had on board

28500 tonnes cargo
2779 t onnes wat er bal | ast

805 tonnes fuel oil

196 tonnes di esel oil

171 t onnes fresh water

480 tonnes stores and sundries

The actual draught on conpletion of |oading and on departure was 9.48 netres
forward, and 10.01 netres aft and the nmetacentric height was 3.32 netres.

By 2130 hours 24 March all navigational equipnment as well as the steering
gear, mmin engines and control systens had been tested and found in order
and at 2238 hours the ship left the wharf and proceeded seawards.

Mai n enqgi nes were on bridge control and remamined in that node throughout the
period under consideration. The Master, who holds a pil otage exenption for
the port, piloted the ship outwards through the Port Curtis channel

At 2400 hours on 24 March the ship, proceeding at full harbour speed of
about 10 knots, passed between the fairway buoys and cleared the channel.

At that tinme the main engines were rung 'Full Away' and the autonmatic | oad
programme was engaged by the engineers in the engine control roomto bring
the main engine speed progressively up to full sea speed, 126 revol utions
per mnute (RPM)

At about 0005 hours 25 March the Chief Engineer, having seen the run up
progranme established, left the control roomleaving the Fourth Engineer in

char ge.

On the bridge at 2400 hours 24 March the Chief Oficer, instructed by the
Master, conmenced to bring the ship on to a heading of 092 degrees gyro and
when that was done switched the steering control from manual to automatic
pilot, releasing the hel neman who remai ned on the bridge.

The Second Oficer had arrived on the bridge at 2400 hours 24 March and once
the ship was settled on a course of 092 degrees, on auto pilot, took over
fromthe Chief Oficer who left the bridge at about 10 or 15 m nutes past

m dni ght . According to his statenment, the Chief Oficer in handing over
advi sed the Second officer that the ship was steady on a course of 092
degrees; that the auto pilot was engaged; that the ship had cleared the | ast
two beacons at mdnight; and that 'Full Away' had been rung. The Second

O ficer confirns that he received that advice.



The Master was then still on the bridge, in overall charge. According to
his statenent, between 2400 hours 24 March and 0020 hours 25 March he wote
up his night orders, spoke to the Second Oficer, saw him sign the night
order book and checked the course with him According to the Second
Oficer's statement the Master gave him verbal instructions, as well as
witten instructions in the night order book, to 'keep to the course lines
laid down on the chart'. A copy of the relevant entry in the Master's night
order book is at Appendix 5. The Master states that he left the bridge at
about 0020 hours, |eaving the Second Officer in charge of the navigation O
the ship.

Assigned to the bridge watch as | ookout, in accordance with the ship's
practice, was an able seanman (AB). From his statenent, it woul d appear that
the m dnight to 0400 (12 to 4) AB came on the bridge at about 0015 hours on
25 March, when he relieved the AB who had acted as-helmsman in the channel.
Once clear of the port, therefore, the navigational watch of the ship
consisted of two persons, the Second O ficer and the AB/ Il ookout.

The chart in use for the first part of the passage was AUS 819 'Bustard Head
to North Reef'. The first course laid down on this chart |eads 092 degrees
true fromthe fairway buoys for about 14.2 miles to a position with Bustard
Head |ight bearing 180 degrees distant 7 mles, at which point an alteration
of course is indicated to 101 degrees true. This second course |leads for a
di stance of about 79.6 mles to a position with Breaksea Spit Light Vessel
bearing 189 degrees true, distant 11.4 mles and passes about 6.4 mles to
the south of Lady Muisgrave Island. These courses had been laid down on a
previous occasion at the Master's direction, had subsequently been foll owed
on a nunber of voyages and were ruled in ink on the charts to avoid the
necessity of laying them off afresh on each voyage.

I nspection of the copy of chart AUS 819 in use on board the 'TNT Alltrans'
shows a position annotated '0030' marked about 3 cables to the north of the
first course line and about 6 mles to the eastward of the fairway buoys.

The master who, as noted above, had left the bridge at about 0020 hours has
stated that he turned in and read for a while and went to sleep sone tine
after 0100 hours.

In the engine room, the Fourth Engineer Oficer had continued to nonitor the
run up to full sea speed and, according to his statenent, at about 0050

hours on 25 March, when the | oad programme was conplete, and again at about
0100 hours, teiephoned the bridge and spoke to the Second Officer to request
an adjustnment of the engine telegraph to bring the revolutions to 126 per

nm nute, which adjustment appears to have been carried out.

At about 0120 hours 25 March, when all engine room conditions were normal,
mai n enqgines turning at 126 RPM all automatic control systens functioning
and engines still on bridge control, the engine room personnel left the
control room. The Fourth Engineer reported to the Chief Engineer that all

was in order below and went to bed at about 0135 hours. He was the

designated duty engineer for the night.

From about 0020 hours onwards on 25 March and until about 0400 hours, no
authoritative, conprehensive record of the navigation of the ship or of what
occurred on the ship's bridge is available, apart fromthe position on the
chart marked '0030" referred to above.



An entry, untinmed, on the first line of the page of the deck | og book for 25
March indicates a course of 092 degrees true, 092 degrees gyro, 084 degrees
standard magnetic conpass, nil gyro error, 8 degrees east error on standard
magnetic conpass and nil all owance for set or |eeway. In addition the nane
of the lookout is entered in the colum provided for the purpose. The
handwiting has been identified by the Second officer as his. There are no
other entries for the midnight to 0400 watch.

The followi ng account of the probable sequence of events is derived fromthe
i ndi vi dual statenents of crew nenbers together with whatever ship's records
are available.

The first event for which verbal evidence is available is said to have
occurred at 0300 hours, 25 March. The 12 to 4 AB has stated that he kept
his watch nostly on the port bridge w ng. At 0300, he says, he sighted a
light about a point on the port bow which he reported to the Second O ficer
who acknow edged the report. It appears that the Second O ficer was on the
starboard wing of the bridge at this tine. The light which the AB states he
sighted turned out to be the light on Lady Musgrave Isl and.

The AB then, he says, resuned his |ookout and at 0330 hours called his
relief, the AB who was to stand the 0400 to 0800 watch, by tel ephone from
t he wheel house. He again resumed his | ookout and at about 0340 hours felt

what he describes as a 'slight bunp'. He was, he says, at this time on the
port bridge wing. In his words, the ship 'listed slightly to starboard,
then settled down and steaned ahead'; a few minutes later the bridge al arns

started ringing. He described the slight bunp as 'very like the ship com ng
alongside' a wharf. The AB then saw the Second O ficer at the wheel house
console trying, he assumed, to stop the alarns. The AB renmmined in the
wheel house until his relief arrived at about 0355 hours.

The 0400 to 0800 (4 to 8) AB who, as described above, had been called at
0330 hours, states that at about 0340 hours when he was wal king from his
cabin up to the crew s recreation roomhe felt a 'bunp,'. The ship, he
says, heeled over to starboard then righted itself and 'kept on steanm ng
al ong'. It was 'such a slight bunp'.

When the 4 to 8 AB arrived on the bridge at about 0355 hours he noticed the
Second COfficer at the console. He wal ked up to the 12 to 4 AB on the port

si de of the wheel house and took over the | ookout. In handing over, the 12
to 4 AB advised his relief that there was a light 1 /2 or 1 points to port
and that he had felt a slight bunp earlier and the relief remarked 'we are
awful close to that light'. The 12 to 4 man than left the bridge at about
0358 hours, went below and subsequently turned in. Both AB's say that they
saw the Chief Oficer cone on to the bridge just before or at 0400 hours.

AS noted above, the Fourth Engi neer was the nom nated duty engi neer on the
ni ght of 2412s March. As such it was his duty, while the engine room was
unmanned, to respond to and investigate any alarns indicating mal function or
abnormal condition of nmmin engines, auxiliary nmachinery, engine room

equi prent, tanks or other spaces. This duty is performed by engineers in
turn and alarns are fitted in their cabins and in public roons.



The Fourth Engi neer states that at about 0340 hours on 25 March he had woken
up and was in the bathroom attached to his cabin when he felt what he

t hought was a bunp attributable to the novenent of the ship in the sea.

Very shortly afterwards the engine roomalarmin his cabin sounded and he
went imrediately to the engine control roomwhere he found that the alarm
condition was a low level in the nmain engine luboil drain tank. He answered
the alarm and the condition cleared itself. These events, the alarm and
reset, are indicated on the engine data | ogger printout as occurring at 0345
hours. The | ogger was subsequently found to be 4 nminutes fast of ship's

time so that the corrected time of the event is 0341. A copy of the data

| ogger printout for the period 2342 hours 24 March to 0407 hours 25 March is
at Appendi x 6.

The Fourth Engi neer then checked the drain tank |evel by means of the renpte
tank soundi ng readout and found that there was in fact sufficient Gl in the
t ank. He commenced to check all main engine tenperatures and pressures by
nmeans of the nonitoring systemto satisfy hinself that all was in order and
while he was doi ng that, at about 0343 hours, a further alarm cane on,
nanely 'main engine overl oad'

Noticing that the main engine revolutions had fallen from 126 to 98, the
Fourth Engi neer forthwith tel ephoned the bridge and spoke to the Second

O ficer to request a reduction in the setting of the engine telegraph in
order to clear the overload condition. That reduction was carried out, the
Fourth Engi neer states.

Sorre tine after telephoning the bridge the Fourth Engineer forned the

opi nion that the probable cause of the engine overload condition was a
change in wind or sea or alternatively a large alteration of course. He
noticed that the rudder indicator in the control roomwas showi ng 19 degrees
to port and again tel ephoned the bridge and spoke to the Second Oficer to
enqui re about weat her conditions and the reason for the rudder being 19
degrees to port. The Second O ficer said that 'he would | ook into the
matter'.

It is not possible to establish the tine of the two tel ephone calls but the
Fourth Engi neer states that they took place between 0343 hours and 0353
hours, that there was an interval of 1 |1/2 to 2 m nutes between them and
that he recogni zed the Second O ficer's voice.

The next significant event in the engine control room occurred at 0353 hours
when the speed set linmiter alarm appeared on the nonitor, indicating that
the main engine governer had opened up to its maximum alarm setting in an
endeavour to nmintain the set power on the engine. The Fourth Engi neer
cancelled the alarm and the condition was cl eared.

No further alarm conditions appeared until at 0359 hours the nonitor

i ndicated that the starboard steering notor, which was the notor in use, had
stopped and the port notor had started. A series of stops and starts
followed with alternatively port and starboard steering notors running, and
endi ng at 0403 with both notors running. These events were apparently

initiated fromthe bridge control console.



At 0404 the Fourth Enqi neer observed that the main engines had gone half
astern, under bridge control. He immediately called the Chief Engineer who

came to the engi ne room and took charge there. Shortly after calling the
Chi ef Engi neer the Fourth Engi neer again tel ephoned the bridge and was told
that the ship had run aground.

The Chief Oficer, who was to keep the 0400 to 0800 bridge watch, had gone
to bed sometine after 0015 hours on 25 March. He states that at 0345 hours
he was wakened by his alarm clock or watch. The normal method of calling a
wat chkeeping officer in this ship is apparently for the officer of the watch
on the bridge to telephone to the cabin of his relief and wake himin this
way. As far as the Chief Oficer is aware that did not happen on this

occasi on.

The Chief Oficer dressed and left his cabin at about 0358. On arriving on
the bridge he went into the chartroom and | ooked at the chart in use and

found 'no recent positions on it'. The npbst recent position in fact laid
down on the chart was the one referred to earlier annotated "0030"

The Chief Oficer then | ooked into the radar situated al ongside the chart
table and saw there the echo of an island and a reef close to. He
proceeded, in his words 'fairly smartly', into the wheel house where he found
the Second Oficer standing at the steering notor controls apparently, he
says, attenpting to start the steering notors. He asked the Second O ficer
what was happening and he replied with words to the effect that 'everything
was alright'. The Chief O ficer observed that the doppler |og was

i ndi cating 8.8 knots ahead and that the engine roomtel egraph was at ' Full
Ahead' . He checked the ship's head fromthe steering conpass and at about
0400 hours stopped the engines. He then instructed the Second O ficer to
put the wheel hard-a-starboard which that officer did, both steering notors
having been started at about 0403 hours.

The Chief Oficer states that it was at about 0400 hours that he began to
suspect that the ship was aground. The light on Lady Musgrave |sland was,
he says, ‘'very bright', illumnating the interior of the wheel house with 'a
faint flash . . . . like soneone shining an ordinary hand torch on you from 30
to 40 yards away'.

At about 0404 hours the Chief Oficer put the engine tel egraph to Full
Astern and called the Master by telephone, who arrived on the bridge a very
short while later.

The Master who, as noted above, had gone to sleep sone tine after 0100
hours, states that he was called by the Chief Oficer by tel ephone at about
0404, who requested himurgently to come to the bridge. The Master went

i mediately to the bridge, entered the chartroom |ooked at the chart,

| ooked at the radar and went into the wheel house. There he noted that the
engi nes were on Full Astern and that the Second O ficer was at the wheel and
he observed Lady Misgrave Light one point on the port bow, very close. Wen
hi s eyesight had adjusted to the darkness the Master could, he says, See

br eakers. The Master spoke to the Chief Oficer who said 'l think we are

aground' . The Master and Chief O ficer continued to assess the situation
and at 0410 hours concluded that the ship was indeed aground and stopped the
engi nes. Lady Musgrave Island |ight was found to be bearing 075 degrees

true distant 0.35 nmiles, the ship's head 094 degrees true.



The O ficer appointed to keep the midnight to 0400 bridge watch on 25 March

has the Second Oficer. As noted above, this officer cane on to the bridge

at about 2400 hours 24 March, He took over fromthe Chief Oficer shortly
after midnight and recalls, he says, that officer advising him that Full

Away had been rung, that the course was 092 degrees and that the automatic

pil ot was engaged. He was aware, he says, that the main engines were

running up to 126 RPM normal sea speed and that there was an alteration of
course to be made to 101 degrees off Bustard Head. The Second O ficer

recalls speaking to the Master, being instructed by himto keep the ship to

the course lines laid down on the chart and signing the Night O der Book.

The Second O ficer recalls placing the '0030 position referred to above on

the chart and wal ki ng back into the wheel house after doing so. He states
that he can renmenber nothing of what happened thereafter until he found

hinself at the wheel, responding to an-order fromthe Chief Oficer to put

the wheel hard-a-starboard.

That woul d have been at about 0403 hours. The Second O ficer remai ned on

the bridge until about 0500 hours but took no effective part in the
activities there.

[ —



DETERM NATION CF THE TI ME AND PGOSSI BLE CAUSES O F GROUNDI NG

It has been established that shortly after 0400 hours on 25 March the ' TNT
Alltrans' was found to be hard aground on the reef off Lady Misgrave I sl and,
in a position with the island's light bearing 075 degrees true distant 0.35
mles. The time of grounding, however, has not been recorded.

The Master and the Chief Oficer decided at about 0410 hours, on the basis
of their observations, that the ship was aground, the Chief Oficer having
begun to suspect that that was the case at about 0400 hours. The doppl er
log in indicating a speed of 8.8 knots ahead was misleading;, it was |ater
found to have been giving a false reading. The 12 to 4 AB apparently was
not aware that the ship was aground when he left the bridge at about 0358
hours after being relieved. The first he knew of the situation, he says,
was when he was called at about 0600 hours by the bosun. The 4 to 8 AB
apparently was not aware that the ship was aground until he heard the Chief
O ficer say, at about 0404, 'I| think we're aground' . The Fourth Engi neer
apparently was not aware that the ship was aground until, shortly after 0404
hours be tel ephoned the bridge and 'was told the vessel had run aground and
they were in the process of trying to get her off'. The Second O ficer was
not aware that the ship was aground, he says, until he heard the Master and
Chief Oficer discussing the situation on the bridge sonme tine after 0403
hours.

All other persons on board were off duty at the tinme of groundi ng and,
presumably, asleep

While it appears therefore that no-one on board was aware that the ship had
run aground at the tinme it happened, it is possible to establish that tine
froma consideration of the engine data |ogger printout and the course
recorder graph

The al arm which called the Fourth Engineer Oficer to the engine contro
room at about 0341 hours on 25 March indicated a low I evel condition in the
mai n enqgi ne lubricating oil drain tank. This, according to the ship's

engi neers, was an unusual condition to occur and a check carried out by the
Fourth Engi neer after the alarm was answered showed that the tank |evel was
normal. The level sensor is reported to be situated at the after end of the
tank and the tenporary lowering in |level which would appear to have occurred
there could be accounted for by the contents of the tank surging to the
forward end as a result of the ship pitching heavily in a seaway or
alternatively slowing rapidly to a stop from 14 knots. In the favourable
weat her conditions prevailing at the tinme the latter explanation is
considered the nost |[ikely.

The engine data |ogger records tinmes to the nearest whole minute and there

is said to be a 30 to 60 seconds delay on the drain tank alarmto prevent as

far as possible false alarns caused by pitching of the ship. The |low | evel
condition is indicated on the printout as having occurred at 0341 hours,

corrected time. The event itself therefore could have occurred between 0339
| / 2 and 0341 hours.

I nspection of the ship's course recorder graph for the period follow ng
departure from @ adstone, a copy of which is at Appendix 7, shows a
handwitten notation '1100 25/3/85' entered on the graph al ongside the
printed time interval '2120'. Fromthat notation, assumng that it is
correct, it is possible to derive the ship's tine of events indicated on the
gr aph.
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At about 0339 hours 25 March the qgraph indicates an alteration of course of
2 degrees to starboard. It is said that the ship had been steering prior to
the aroundi ng 092 degrees gyro and after the grounding was found to be
heading 094 degrees, an alteration of 2 degrees to starboard.

Agai n, the graph shows at about 0339 hours an application of 6 degrees
starboard rudder, followed inmediately by 8 degrees port rudder increasing
to 16 degrees port at about 0348 hours and 17 degrees at about 0358.

These recorded events are consistent with a tinme of grounding of 0339 hours
and are not significantly inconsistent with the Fourth Engi neer's
observation of '19 degrees port rudder' on the engine control room rudder

i ndi cator at sone tine between 0343 and 0353 hours.

The distance from the Port Curtis fairway buoys, which the ship passed at
2400 hours 24 March, to the position on the Lady Misgrave Island reef where
the ship grounded is 48.8 mles. Al'l owi ng an average sea speed of 14 knots
and an estimated 12 knots for the period from m dnight to 0120 hours when
the engines were running up to full sea speed from full harbour speed, the
ship shoul d have covered that distance in 3 hours and 40 minutes, giving an
estimated arrival tinme at the reef of 0340 hours.

Three crew nenbers, the Fourth Engineer, the 12 to 4 AB and the 4 to 8 AB
each say that they felt a 'slight bunmp' or a 'bunp' at about 0340 hours
25 March; two of them describe the ship as listing to starboard and then
righting itself.

Taki ng the above factors into account and given the limtations of the

i nstrunmentation involved and the likely degree of accuracy of the persona
observations, it is concluded that the tine of grounding was between 0339
hours and 0341 hours 25 March.

It is now necessary to consider the cause of the grounding. Unfortunately,
the officer responsible for the navigation of the ship at the material tine
can renenber nothing, he says, of events preceding the grounding so that it
is necessary to establish what actually happened from ot her sources.

It has been established that at about 0020 hours 25 March the Second O ficer
was left in charge of the navigation of the 'TNT Alltrans', the ship then
steering 092 degrees by gyro conpass on automatic pilot, the fairway buoys
being by estimation 3 to 4 mles astern, and nmain enaines working up to full
sea speed of about 14 knots. He was, according to his own statenent, fully
aware of the courses to be steered throughout the watch and of the
alteration of course to be made off Bustard Head.

The position found to have been placed on the chart in use annotated '0030'
is about 6 mles to the eastward of the fairway buoys, a distance not

i nconsistent with the speed of the ship and the tinme of passing the fairway
buoys.

The Second O ficer has stated that he placed that position on the chart and
that it was obtained by neans of radar ranges. No reason is seen not to
accept that statenent



No subsequent positions are to be found on the chart. The Master, in his
statement, refers to 'no bearings after 0030° and the Chief Oficer says
that when he | ooked at the chart just before or at 0400 hours he saw 'no
recent positions'. Fromthis it is concluded that from 0030 hours and unti
shortly after 0400 hours 25 March the position of the ship was at no tine
det erm ned.

I nspection of the ship's course recorder graph shows a course of 090 |/ 2
degrees gyro indicated from about 0006 hours to about 0339 hours 25 March
while ship's officers have stated that the course set after clearing the
fai rway buoys was 092 degrees gyro. Two possi bl e explanations for this
apparent inconsistency are that either the ship did in fact steer 090 |/ 2
degrees throughout the period or that the ship steeered 092 degrees and the
course recorder was 1 | /2 degrees out of alignment with the gyro conpass.
In view of the fact that both the master and the chief officer have stated
that they checked the course and in the absence of opportunity for this

i nvestigation to check the alignnent of the course recorder underway, the
second expl anation is considered on bal ance the nmost |ikely.

No observations were taken to determine the error of the conpass between

m dni ght and the tinme of grounding on 25 March. The npbst recent errors
recorded in the ship's conpass error register book vary from1 degree high
to 1 degree low for the gyro conpass. It is considered likely therefore
that there was no significant error on the gyro conpass at the tine in
question. A subsequent observation recorded in the conmpass book indicates a
devi ati on of the magnetic conpass of 3 degrees west on a heading of 094
degrees magnetic conpass, substantially the same as the course steered. A
devi ation of 3 degrees west with variation for the area of 10 degrees east
gi ves a conpass error of 7 degrees east and that error applied to the
magnetic course of 084 degrees recorded in the ship's deck |og book gives a
true course of 091 degrees.

It is apparent then that throughout the nidnight to 0400 watch on 25 March
and up to the ti me of grounding the ship steered a course of 091 or 092
degrees true. It is clear that the intended alteration of course to 101
degrees true of f Bustard Head was not made.

A true course of 091 degrees fromthe Port Curtis channel fairway buoys

woul d have taken the ship some 2 cables to the north of the position of
grounding on i ady Misgrave Island; a true course of 092 degrees would have
taken the ship some 5 cables to the south. In either case the ship would
have struck the reef. It is estimated that the set and drift of the current
for this period would have been ni ni nal



The weather at the tinme of grounding was fine, with sone cloud, a noderate
south easterly wind and a noderate sea. The visibility was good. Simlar
conditions had prevailed at the time the ship cleared the Port Curtis
channel and, it is reasonable to assune, throughout the m dnight to 0400

wat ch.

It is apparent fromthe foregoing that there was no one in effective charge
of the navigation of the ship from 0030 hours (at the latest) on 25 March to
about 0400 hours when the Chief Oficer came on to the bridge. No check on
the ship's progress was nmade; no observations taken; no positions charted,;

no conpass errors recorded; no entries made in the deck | og book. The

pl anned alteration of course off Bustard Head was not carried out. Apart
tfrom t he | ookout duties which the 12 to 4 AB states he perfornmed, no watch
appears to have been kept in reqard to dangers to navigation, nmovenents O
other ships, weather conditions or occurrences on board the ship itself.

According to their several statenents a nunber of people saw the Second
Oficer on the bridge at different times between nidnight and 0400 hours

25 Mar ch. The Chief Oficer saw himthere between 0010 and 0015 hours; the
Master left him in apparent full control, at about 0020 hours; the Fourth
Engi neer spoke to himon the tel ephone at about 0050 hours and agai n at

about 0100 hours; the 12 to 4 AB spoke to hi m when, between about 0015 hours
and 0030 hours, he stood by the gyro conpass at the Second COfficer's

direction to check the functioning of the auto pilot; the 12 to 4 AB

observed him 'wal ki ng up and down on the starboard wing' during the course

of the watch, reported the Lady Miusgrave Island light to himat 0300 hours
and received an acknow edgenent, saw him'on his feet' subsequently and saw
him at the wheel house consol e after 0340 hours; the Fourth Engi neer spoke to
him twice by telephone from the control room between 0343 hours and 0353
hours; and the Chief O ficer found himat the steering motor controls in the

wheel house between 0358 and 0400 hours.

Wiile, from these statenments, it appears that the Second O ficer, the

appoi nted watchkeeping officer, was present on the bridge there is nothing
to show that he took any part in the navigation of the ship during that

time. From the fairway buoys at the entrance to Port Curtis, the ship
proceeded on automatic pilot on a course of 091 or 092 degrees and with the
engi nes on bridge control at full sea speed until it struck the reef off
Lady Musgrave |sland.

There are a nunber of possible reasons for this failure on the part of the
Second Officer to carry out his duties

that he was professionally inconpetent

that he was wilfully negligent

that he was asleep

that he was under the influence of alcohol or drugs

that he suffered sone inpairment of his physical or nmental capabilities

These are now considered in turn



The Second O ficer holds a Certificate of Conpetency as Master of a Foreign
Goi ng Steanship issued by the Commonweal th Department of Transport on 12
Cctober 1977. The requirenments of the exam nation for that qualification
are nmore than adequate to ensure proficiency in the duties required of the
officer of the watch in 'TNT Alltrans' on the morning of 25 March 1985. The
Second Oficer also holds a Swedish Master's Foreign Going Certificate.
There is nothing to show that he was professionally inconpetent.

The Second O ficer has served continuously in the 'TNT Alltrans' as Third
and Second O ficer since March on April 1983 with breaks for |eave and a
short interval as Chief officer in another ship of the company. H s work
?eformance was never reported on adversely in that time and the conpany
managenment, the present M aster and the Chief Oficer of the 'TNT Alltrans'
all hold high opinions of his ability and his diligence. H's enployers
apparently thought well enough of himto appoint h;m as relieving Chief
Oficer. There is nothing to suggest that the grounding was caused by the
Second Oficer's wilful negligence.

As regards the possibility of the Second Oficer being asleep, there is
evidence that he spoke, apparently lucidly, to the Master at about 0020
hours, to the Fourth Engi neer at about 0050 and 0100 hours and again twice
bet ween 0343 and 0353 hours, and to the AB at about 0300 hours. It is
consi dered, however, that this evidence is not sufficient to reach a firm
concl usion on the question one way or the other

As regards the possibility of the Second O ficer being uner the influence of
al cohol or drugs, there is nothing to show that he had been in the habit of
drinking to excess or of using drugs or to show that he did so on this

occasi on. He states that on 24 March, between about 1500 hours and 1730
hours he drank two cans of beer in the officers' bar and purchased 2 or 3
more for other persons. The Master and Third O ficer, who both saw and
spoke to the Second Officer at the time he took over his watch say that they
had no reason to believe that he was in any way unfit to performhis duties;
the Chief Oficer states that there was nothing unusual about his appearance
or behavi our.

As regards the possibility of the Second O ficer suffering sone inpairnment
of his physical or nental capabilities, three responsible persons saw and
spoke to him before the watch, as noted above, and noticed nothing wong and
the AB states that he observed hi mwal ki ng about during the watch. It is
consi dered unlikely then that he was ill in the physical sense

The Second O ficer has however stated that he remenbers nothing of what
happened from about 0030 hours on 25 March to about 0403 hours. The Second
O ficer further says that he suffered a simlar 'lapse of menory' while on
watch at sea in the 'TNT Alltrans' on a previous occasion, on 19 March 1985
bet ween about 0305 hours and 0325 hours ship's tinme. He did not, he says,
report that occurrence until the 26 March 1985 that is, after the grounding,
when he told the Master of the ship about it. He did not report the
occurrence at the tine, he says, because he was concerned that it would
affect his prospects of continued enpl oynent at sea.

Wiile it is not possible of say definitely that a tenporary nenta
i mpai rment was the cause of the Second Officer's failure to control the
navi gation of the ship it is nevertheless considered to be a possible cause.



COMMENT

Actions of persons other than the Second O ficer involved in the operation
of the ship at the tine of and i medi ately preceding the grounding are now
exam ned.

The Mast er

The interests of safety at sea require that a ship's officer on taking
charge of a watch shall not be excessively fatigued. This requirement is
formalised in 3.2.2 of Part 28 of Marine Orders which prescribes that

"wat chkeeping duties shall be so arranged that the first watch at the
comrencenent of a voyage and the subsequent relieving watches are
sufficiently rested and otherwise fit for duty'. In the "TNT Alltrans', as
in nost Australian ships, the Second officer is responsible to the Master
for navigational, clerical and adm nistrative duties and to the Chief

Of ficer for cargo duties. There was therefore an obligation on the ship's
Master and on the Chief Oficer to ensure that during the 24 hours at | east
before the ship's departure from d adstone the Second O ficer had sufficient
opportunity to rest.

The Second Officer in his statenent has set out what he says were his hours
wor ked on 23 and 24 March and the Master has set out the hours during which,
he says, the Second O ficer was actually required for duty. Details are at
Appendi x 8.

In the 48 hours from 2400, 22 March to 2400, 24 March the Second O ficer

had, by his account about 20 | /2 hours off duty, by the Master's account

about 24% hours. The discrepency between the two totals appears, from an
exam nation of both statenents, to be attributable to the Second O ficer
voluntarily undertaking work he was not required to do.

Al t hough the Second O ficer had in this period 20 |1 /2 to 24 1/2 hours when
he could in theory have slept, he was actually able to sleep, he says, for
no nore than about 6 | /2 hours. He was, he says, on one occasion disturbed

by the testing of the ship's alarmbells and at other tines was 'unable to
relax'.

6 I /2 hours rest in 48 would appear to be inadequate to ensure al ertness on
taking over the first sea watch of the voyage. It is for the appropriate
authority to determ ne whether the Master was justified in assum ng that the
Second O ficer had taken full advantage of the opportunities to sl eep

af forded him or whether the Master should have taken action to ascertain the
anount of sleep which that officer had actually had.

On this point it is relevant to nention that in the course of his interview
the Second officer was asked whether be felt tired when he came on the

bridge to take his watch at 2400 hours 24 March. He replied 'Not really'.

He further stated that he did not feel concerned at the tine that he m ght

be too tired to performhis duties efficiently. As noted above, the Chief
Oficer and Third Oficer, as well as the Master, who saw the Second Oficer

on the bridge at the beginning of his watch have said that they had no

reason to believe he was not at that tine fit to perform his duties. The
Master has stated that if he had thought the Second Oficer was excessively
fatigued he woul d have stood the watch hinself.



On the day of sailing, 24 March, the Second O ficer after working from
m dni ght to 0700 hours on carqo watch was apparently required again to
assi st with engagenent and di scharge of crew from 1100 to 1430 or 1500
hours. While this work pattern is consistent with industry practice, the
appropriate authority may wi sh to consi der whether watchkeeping officers
should be required to performclerical and adm nistrative tasks which may
prevent them from obtaining proper rest.

It is now necessary to consider whether the Second O ficer was properly
bri efed and whet her appropriate supervision was given to the perfornmance O
his watchkeeping duties.

The courses which were laid down on the chart have been exam ned and are

consi dered to be proper and safe. The Second O ficer was instructed by the
Master, verbally and in witing, to 'keep the ship to the courses laid
down'. The Second O ficer has stated that he was aware on taking over the

wat ch of the courses to be steered and that an alteration of course was to
be made off Bustard Head.

To avoid possible mbi guity it is considered that it would have been
preferable for the Master's instructions to have specified the actual
courses to be steered and to have given the alteration positions in terns of
bearings of and distances off |ights or other geographical features. There
is nothing to show however that had the Master done sb on this occasion it
woul d in any way have affected the outcone.

Wil e the grounding was caused by a conpl ete breakdown in wat chkeepi ng
functions, the critical factor in that breakdown was the failure of the
Second O ficer to carry out the alteration in course off Bustard Head.

The Master has stated that he did not directly supervise that alteration.

It appears that at about 0100 hours on 25 March he was in bed readi ng when
he felt what he describes as a 'slap’ on the ship's side and assuned the
ship had altered course, attributing the 'slap' to a change in the aspect of
sea or swell. The estimated tinme of the ship's reaching the alteration
position is between 0105 and 0110 hours.

It is for the appropriate authority to deternine whether the Master should
have supervised the alteration of course or whether he was justified in the
circunstances in entrusting the operation to the Second O ficer.

The AB/ Lookout

The actions of the second nmenber of the bridge watch, the AB/ Il ookout, are
now consi der ed.

The 12 to 4 AB has stated that he sighted the light on Lady Miusgrave Isl and
at 0300 hours, that he reported it to the Second O ficer who acknow edged
the report and that he then resuned his |ookout. He then apparently watched
the light conming closer and closer, he felt a bunp at about 0340 hours when
the ship listed to starboard and at about 0358 hours, having been relieved

he went below, the |light on Lady Miusgrave Island then being 3 | /2 cables

away and of a brightness sufficient, it has been said, to illumnate faintly
the interior of the wheel house.



At no time, the 12 to 4 AB says, did he feel concern regarding the safety of
the ship; the light retained on the port bow and he believed the ship was
going to pass it to port. He did not realize, after 0340 hours, that the
ship was aground.

The Mast er has stated that in the 'TNT Alltrans' the | ookouts are instructed

to report 'all lights, all ships or anything unusual'. The 12 to 4 AB, who
was new to the ship, having joined 14 days previously, he stated that he
was given no specific instructions regarding his duties as |ookout. The

Second Oficer has stated that he gave the 12 to 4 AB no instructions in
this regard.

The Second O ficer has stated that between mdnight and 0030 hours 25 March
he did not see or speak to the 12 to 4 AB but assuned that he was present
because he had heard himrelieve the AB who had acted as hel nsman. This
statenment is inconsistent with the 12 to 4 AB's statenent to the effect that
the Second O ficer had instructed himto check the functioning of the
automatic pilot between about 0015 and 0030 hours.

It has not been possible to resolve this inconsistency, but it does, taken
with the conflicting statenments regarding instructions to |ookouts, point to
some slackness in bridge organisation.

Accepted practice in Australian ships, wth which the 12 to 4 AB coul d be
expected to be fanmiliar, is for the | ookout to report sightings of lights,
other ships, small craft, |and or unusual occurrences. Both the master and
the Chief Engineer have stated that shortly after 0400 hours 25 March they
could see breakers ahead on the reef. It was a clear night, with good
visibility. It is for the appropriate authority to determ ne whether in
this instance the | ookout should have realized firstly that the ship was
standing into danger and subsequently that it was aground and whet her,
having so realized, he should have taken some action.

The Ship's Mnagers

Queensland Bulk Carriers' witten instructions to Masters take the formof a
'Master's Quidance Manual', the requirements of which are brought to the
attention of each Master in his letter of appointnent. The Manual deal s
with matters such as responsibilities, in general terns, of Mster and

of ficers; Conmpany procedures; naintenance; safety; navigation; cargo
handling. The manual does not deal wi th bridge organisation or the

responsi bi ?ities of watchkeeping ratings; it is for the appropriate

authority to determ ne whether the managers shoul d have provided
instruction on these points for the ship's Master.

It is understood in this connection that a new ' Navigation and Bridge
Organi sation Manual' s being prepared which will deal with these issues.

Upon the ship's departure from d adstone on 24 March no significant defect
was apparent in the ship's structure, machinery or equipnent and none has
subsequently been found, other than damage caused by the grounding. At

about 0359 hours on 25 March there occured a series of stops and starts on
the port and starboard steering systens a possible, though unlikely, cause
of which is a fault in one or other system Al systenms were tested while



the ship was subsequently on passaqge from Lady Misgrave Island to Newcastle
and again on 1 April 1985 at Newcastle in the presence of a Departnmenta
Surveyor and found in order on both occasions. It is concluded that the
stopping and starting of the steering motors was initiated fromthe bridge,
nost probably by the Second Oficer who by his account at that nonent did
not know what he was doing

The General Manager of Queensland Bulk Carriers has stated that it is the
Conpany's practice, when selecting officers for enploynment in its ships, to
establish as far as possible that an officer's previous performance in the
maritinme industry has been satisfactory. Subject to that condition and the
of ficer having the appropriate statutory qualification, the officer is
engaged and after 3 nmonths satisfactory service is offered pensionabl e

enpl oynent. That procedure was followed in the case of the Second O ficer
of "TNT Alltrans' and, according to the General Manager, he had subsequently
gi ven the Conpany no cause to believe that he was not a conpetent officer

The Conpany does not call for any nedical inspection of officers other than
any inspection which may be required under Part 9 of Marine Orders or other
| egi sl ation.

As noted previously, the manning of the ship on the voyage in question, as
regards nunmbers and qualifications, net applicable requirenments under the
Act .



EVENTS FOLLOW NG THE GROUNDI NG

As variously noted above, it was at about 0410 hours 25 March when the
Master and Chief Oficer concluded that the ship was aground on the reef
surroundi ng Lady Miusgrave Island and the engi nes, which had been running
astern, were stopped. Al tanks and spaces where sounded and soundi ngs
taken over the side.

Soundi ngs indicated that the ship was aground from about the md | ength of
No. 2 cargo hold forward and that the fore peak and No. 1 port and starboard
double bottoms were holed. Al tanks containing oil were intact. No oi

pol lution was observed and none has been reported. Measures were taken to
ensure that no garbage was dunped.

Thr oughout the day fuel oil was transferred from No. 3 port and starboard
fuel oil tanks to No. 5 tanks and Nos 1, 2 and 3 upper wi ng ballast tanks

were enptied and No. 4 port and starboard double bottom ballast tanks were
filled.

Unsuccessful attenpts to refloat the ship were made by runni ng the engi nes
astern between 0722 hours and 0749 hours and again around hi gh water between
0930 hours and 1002 hours.

At 1518 hours 25 March the assistance of salvors was accepted. A further
attenpt to refloat the ship with the assistance of a tug was nade between
about 2100 hours and 2323 hours 25 March. That attenpt too was unsuccessful.

On 26 March the danage was assessed by divers and No. 1 port and starboard
doubl e bottons were pressurised with conpressed air. At about 2152 hours on
that day the ship was refloated with the assistance of a tug and anchored
off Lady Musgrave |sland.

On 27 and 28 March bottom damage was further inspected by divers and
temporary repairs carried out. At about 0930 hours on 29 March the ship got
under way and left the anchorage off Lady Misgrave |sland and proceeded at
reduced speed to Newcastle NSW where it arrived on 1 April 1985. At
Newcast!| e the ship was drydocked for full assessnent of the bottom damage
and pernmanent repairs were subsequently carried out.
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Appendi x 1

NAVI GATI ON_ACT 1912

APPO NTMENT OF PERSON UNDER SECTION 377A

In pursuance of the powers and functions conferred on the

M nister by sub-section 377A(1) of the Navigation Act 1912,

and delegated by himto the person for the tine being
occupying or performng the duties of First Assitant Secretary
Maritime Safety Division, I, I D her eby

appoi nt N I q to make a prelimnary investigation
under that section into the circunstances of the groundi ng of
the MV "TNT Al ltrans at Lady Misgrave Island on the

25th of March 1985, and in particular:

the factors which caused or contributed to the
gr oundi ng

reasons for the vessel having entered the area
recommended to be avoided in the Capricornia
Section of the Geat Barrier Reef (includes Lady
Musgrave | sl and)

the actions taken by the Master and crew to
protect life, property and the environment after
t he groundi ng.

First Assistant Secretary
Maritime Safety Division

26t h March 1985



Appendi x 2

PARTI CULARS CF THE SH P

Nanme

Oaners

Manager s

Home Port

Fl ag

Type

Bui | t

Tonnage, gross
net
deadwei ght

Length overall

Breadth, extreme

Depth, noul ded

Mai n engi nes

Signal letters

Navi gati onal equi prent

TNT Alltrans

Bul kfridge Pty Ltd.

Queensland Bulk Carriers Pty Ltd.
Sydney NSW

Australian

Sel f-discharging bulk carrier
1983, Innoshina, Japan

27662
8461
35218

189.06 netres
29.44 "
16.31 "

H tachi - Sul zer, RLB66, 6 cylinder
660 x 1400 mm

10,500 bhp, provision for UVB
operation and bridge control

VKBE

Gyro conpass, W th bridge w ng
repeaters

Auto pil ot

Echo sounder

S- band radar, 60 mles range
true notion,

X- band radar, 48 mles range
Weat her facsimle receiver
Doppl er speed and distance |og
Standard nagnetic comnpass
Anenonet er

Satellite navigation system
Rudder angl e indicator
Propel |l or shaft revolution

i ndi cat or



SH P' S CERTI FI CATES.

Certificate

Regi stration Certificate
Cargo ship safety equipnent
certificate

Cargo ship safety radio-
tel egraphy certificate

Loadline certificate
Annual survey

Cargo ship safety
construction certificate

Certificate of class, hul

| ssued by

Regi strar of ships

Dept. of Transport

Dept. of Transport

LI oyd's Register

LI oyd's Register

LI oyd's Register

" machi nery "

International Tonnage
certificate

Conpass certificate

Dept. of Transport

Dept. of Transport

Appendi x 3

Dat e

30
19

March 1983
March 1984

expires

12

19

April 1985

March 1984

expires

11
12
16
30
26
26
25

18

April 1985
July 1984
June 1984
August 1983
August 1983
August 1983
February 1983

March 1985
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Appendi x 4

SH P'S COVPLENMENT

Rank

Mast er
Chief Oficer

Second O ficer
Third Oficer
Shi pwri ght
Radio Oficer

Chi ef Engi neer
Second Engi neer
Third Engi neer
Fourth Engi neer
Fifth Engi neer
El ectrical Engineer
Bosun

Bosun's Mate

5 X AB's

Deck Boy

2 x Crew Attendants

3 x Donkeynen/ G easers
Tr ai nee/ W per

Chief Steward

3 X Assistant Stewards

Chi ef Cook
Second Cook

Total : 32

Certificate of Conpetency

Master, Foreign Coing, Steanship
Master, Foreign Going, Steanship,
(DE)

Master, Foreign Coing, Steanship

Second Mate Class 1

erator’s
Profi ci ency

Radi o conmmuni cati on
Ceneral Certificate o

St eam and Mot or
Mot or
Mot or

First d ass,
First d ass,
Second d ass,

Engi neer Wat chkeeper, Motor
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Second Officer's Hours of Duty

From Master's Statement
23 March

m dnight - 0400 sea watch

1030 - 1130 clerical

1200 - 1600 sea watch

1700 - 1800 arrival d adstone
1800 - 1930 adm ni stration

24 March

m dni ght - 0700 cargo watch

1100 - 1430 adm ni stration
2130 - 2300 departure

d adst one
total: 23% hours

APPENDI X 8

From Second O ficer's Statenent

23 March

m dni ght - 0400 sea watch
0900 - 1130 clerical

1200 - 1600 sea wat ch
1600 - 1630 clerical
1700 - 1800 arrival d adstone
1800 - 2100 adm ni stration
24 March
m dni ght - 0700 cargo watch
1100 - 1500 adm ni stration
2130 - 2300 departure
d adst one

total: 27% hours
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