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“ Duke of Normandy” 

 
External Investigation Report into Bottom Contact/Grounding Incident on 

2ndSeptember, 2011 
 

Circumstances of the grounding, findings and recommendations 
 

Introduction: 
         
Further to the contact/grounding incident on 2/9/2011, MECAL was appointed by the States of Jersey Ministerial 
Decision of 5/9/2011 to carry out an external investigation into the circumstances of the grounding and 
subsequent damage to the State’s tug, “Duke of Normandy”. (See annex reference (IV)) 
 
MECAL appointed C.J.Gladish, Chief Naval Architect and Principal Surveyor to MECAL, to carry out the 
investigation which was conducted in the period from 5 Sept 2011 to the date of this report. 
 
It is considered that in accordance with IMO MSC-MEPC.3/Circ.3 of 18 Dec 2008, “Casualty-Related Matters. 
Reports on Marine Casualties and Incidents” that the incident could fall into the classification of “Serious 
Casualty” due to the hull damage. However, arguably, as  the vessel was not rendered immediately “unfit to 
proceed”, this is down-graded to “Less Serious Casualty”. No human injuries were caused, as far as reported, 
and no pollution occurred and the vessel was able to return to port without assistance & subsequently to 
Falmouth for repairs following diver survey & anti-pollution precautions.  
Annexes 1, 2 and 3 of the above IMO Circular are completed and annexed to this report. 

 
 
Background information. 
 
The “Duke of Normandy” is the States of Jersey tug which also fulfils other general duties such as buoy 
maintenance , pollution control, and has external fire fighting capability. She is currently surveyed and certified 
under the Jersey Commercial Vessel Code of Practice. Main particulars are: 
 

Port of Registry Jersey 
Official number 738289 

Call sign MHZS8 
Gross Tonnage  161 

Load line Length 23.36 metres 
Built 2005 by Damen Shipyard, Holland 

Build number 1564 
Type Shoalbuster 2609 

 
  
                                                                                                                     
                                                           

 
Under the Code she is certified for Category 2 voyages, i.e. up to 60 nautical miles from a safe haven with up to 
15 persons aboard, but with a maximum of 12 passengers. The last 5 year renewal survey was credited in June 
2010; the last annual survey was carried out on the 6 June 2011 with satisfactory results for continued  
service. She is in possession of a full stability information book.
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The vessel was subject to an occasional survey on the 3 Sept 2011 after she had returned to her berth after 
sustaining breaching of the hull in way of the bottom of number 4 diesel oil bunker deep tank, situated on the 
starboard side forward of amidships. After assessment of the damage extent and nature by diving and 
internal inspection, with temporary measures taken, the vessel was certified to proceed to a repair port, Falmouth, 
where repairs were effected under MECAL survey. The vessel returned to her usual berth in Jersey at 2329 BST 
on 23 Sept 2011, and is currently certified again for normal duties. 

                                                                             
 
Passage Details and Records. (All times BST). 
  
According to the Master’s statement, at approximately 0800 on Friday 2 Sept 2011, 8 passengers embarked with 
the purpose of conducting sailing race committee duties in St. Aubin’s Bay, the vessel reportedly being chartered 
by sponsors Brewin Dolphin. No deck cargo was carried. 
The names were listed in the log book & consisted of: 
 
Master  
Engineer 
2 x Leading Deck Hands – LDH(1 & 2) 
8 x Passengers (Pax 1-8) 
 
According to the log and coincidental with the Master’s statement and the TRANSAS record (electronic chart and 
plotting facility) the vessel left her mooring on Albert Pier at 0810 for St.Aubin’s Bay to an anchorage to be 
designated and confirmed by a Race Committee member aboard.  
At 0840 an anchor was dropped in position 49degrees 10.676minutes N, 002degrees 08.640 minutes W. 
 The entire length of voyage being in the order of  only 1.75  nautical miles from berth to anchorage.   
The chart sounding at anchorage is between 3 to 4 metres. 
Weather during the day was typically fair, light Southerly wind, visibility good. (Refer annex (V)). 
Tide was two days after spring tide HW 1006, LW 1646 , Range approximately 9.9 metres. Actual predicted LW 
height at St. Helier at 1620 was 1.4 metres. The vessel’s draughts on sailing were not recorded but would 
possibly be in the order of 2.45m forward and 2.73 m aft, i.e. stern trim of 0.28m. 
At some stage in this outbound leg the helm and control was handed to LDH(1) who was at the helm until relieved 
by the Master to assist in anchoring duties at the desired position. 
The vessel stayed on standby at this anchorage until anchor was weighed at approximately 1600, according to 
Master’s statement, and at some time in the early stage of the return voyage the master handed the helm again to 
LDH(1). 
 
According to the log the vessel was “up anchor and underway to St. Helier” at 1615. 
The log records that the vessel touched bottom in position 49degrees 10.26 minutes N, 002 degrees 07.973 
minutes W, which is over the Cannon reef within the 2m to 5m chart sounding contours at 1620.  
Parts of this reef have chart soundings of 2m and less. (The chart soundings are reduced to Chart Datum being 
approximately Lowest Astronomical Tide Level). 
The log records that the vessel all fast on her berth in St. Helier at 1630. 
The TRANSAS record shows that on the outward leg  a course  roughly to the SW of  Hugodiers reef, Cannon 
reef and the Baleine Starboard Hand passage buoy was maintained. Chart and TRANSAS soundings indicate 
that at this state of the tide there would have been adequate clearance over shallower ground on the route taken. 
The TRANSAS record shows that on the inbound leg, almost at low tide, a course  was maintained initially to the 
NE of the Baleine buoy, i.e. with the buoy on the starboard side of the vessel, and very close to that buoy, 
possibly in order of 20 to 40 yards, and continuing over the Cannon reef. At the SW extremity of the reef, the 
course changed to starboard, roughly to a Southerly heading to pass to the W of the Hugodiers reef.
The time scale shown on the printout is from 1616,150 yards from and approaching the buoy, to 1618 at the SW 
extremity of the Cannon reef and change of course. The associated distance being approximately 3 cables, 600 
yards. This equates to a speed over the ground of  around 9 knots……..however the TRANSAS plotting intervals 
mean there could be a significant variation on this estimate. (Refer annexes (I), (II) and (XII) ). 
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Interviews and discussions.  
(Predominantly in note format as written signed statements not produced except as noted below) 
 
Master (Temporary Master) – interviewed by phone 17 Sept 2011 

 
Holds Republic of Panama Certificate issued under the provisions of the International Convention on Standards of 
Training, Certification and Watchkeeping for Seafarers, 1978 as amended 1995, Regulation II/2, in capacity of 
Master with Limitations listed as “none”, issued 15/4/2009 and valid till 30/3/2014.  
 
Note: As a result of separate enquires it has since become apparent that such qualification from Panama cannot 
be recognised in Jersey or the UK 
 
See copy of written and signed statements made covering the outgoing and inbound legs of the voyage in Annex 
ref (III) A, B, C. 
On outward voyage handed helm over to LDH(1) on the leading marks out of harbour, checking he knew where 
he was and leaving him to go to anchorage following instructions of the Yacht Club committee aboard. The 
course followed was left to LDH(1). The Jersey Harbours Deputy Harbour Master (DHM) had given instruction to 
use local knowledge if in doubt. (Letter of Appointment in annex Ref (XIII) refers). 

            The number of people on the bridge varied but no distraction. 
No pre-determined anchorage position for this voyage, this with considerations of wind and tide being left in the 
hands of the yacht club personnel. 
The engineer left the vessel at some time after anchoring. 
On return, inbound voyage, course planning was left to LDH (1) as soon as he came up to the bridge and took the 
helm after anchor stowage. 
Stated that the Baleine buoy was less than half a mile ahead when helm handed over. {Author’s note: the 
distance from the anchorage to the Baleine buoy is approximately 3/8 nautical miles}. 
No instructions given as to which side the buoy should be passed. Eventually it was passed on the starboard side 
of the vessel. 
LDH(1) made no comment when vessel made bottom contact. 
The Master took over immediately on contact and slowed down, and altered course to Starboard. 
There were 1 or 2 passengers on the bridge who couldn’t understand why the vessel should have struck. 
 
No specific recommendations or suggestions made concerning buoyage in the area concerned. 
On question as to nature of local waters familiarisation given to himself and other masters, indicated that this was 
with paperwork and standard procedures or to use local knowledge or call for a pilot. Reference was made to the 
Port Marine Safety Code and to Duke of Normandy Safety Management System. Stated that he was confident of 
his own knowledge  in conjunction with crew local knowledge. 

 
LDH(1) Leading Deckhand on Duke of Normandy and Pilot Boat coxswain, interviewed by phone 7 Sept 2011 
and in person on 22 Sept 2011. 
 
Holds RYA Yachtmaster Offshore certificate, with commercial endorsement, dated 11/1/2008 and with validity till 
2013. Also holds valid Efficient Deck Hand certificate issued in 2009 by Maritime Training, Plymouth in 
accordance ILO 192046(No74), Basic Fire Fighting Certificate valid to 2012, Elementary First Aid STCW issued 
1/6/2009, Personal Survival Techniques STCW issued 2009, Restricted Radio Operator certificate issued 
5/2/2002. 
Stated has worked on the Duke of Normandy on a split duty system since 2005 and has served 25 years on the 
Jersey pilot boats. Duty being split between tug and pilot boat duties. 
Has sailed on two periods, with this Master as master of the tug. 
Stated that on return/inbound leg he was initially on deck for raising and stowing of the anchor with LDH(2).  
The vessel then proceeding towards St. Helier under the Master’s control. Subsequently he went to the bridge. 
Saw the course was “a bit close” to the Baleine buoy….possibly past or “on top of it”. Not sure which side of the 
buoy the vessel passed. The Master then “said to me” to take over and take into the roads. Was just about to alter 
course onto the Western leading marks when touched bottom on the Cannon reef. Estimated speed 6 to 7 knots. 
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Vessel cleared herself. There had been no specific verbal hand-over instruction. When vessel touched the reef 
the Master was alongside and throttled back and took over the helm. When in port  he (LDH1) assisted with usual 
mooring duties. 
The nature of the hand-over of the helm on the outbound leg in the morning was similar, when he took over in the 
small roads near the tanker berth. There was an informal hand-over with no specific instruction, he being left to 
ascertain requirements with the yacht club committee members. He (LDH1) chose course to S and W of the 
Baleine buoy, starting on the Western Passage and then turning NW to desired anchorage. The Master took over 
to the NW of the Baleine buoy. LDH(1) then went down to assist in anchoring. 
Only since this Master took over did he frequently take helm and control. 
No problem or difficulty noted with operation of vessel controls (or navigation equipment to his knowledge) during 
this voyage. 
No other vessels noted in the vicinity. 
No distractions on the bridge on either inbound or outbound legs. 
No pressure or hurry to return to St. Helier. 
No opinion concerning any possible chart or hydrographic discrepancy. 
Opined that there was a lack of local navigational knowledge by the Master. 
No passage plan information exchanged. 

                                                                                 
Engineer, by telephone on 8 Sept 2011: 
 
 Stated on aft deck at time vessel struck on return voyage and was not on the bridge before that. Noticed on 
“wrong” side of the Baleine buoy, i.e the Elizabeth Castle side. Noticed engine revolutions being raised to 1200-
1300 rpm and stated vessel tends to squat when accelerating. (Expressed opinion that there should have been 
enough water over the rock according to the chart). 
Carried out below deck damage inspection immediately after vessel struck. 
                                                                                          
LDH (2) by telephone on 8 Sept 2011: 
 
6 years service on Jersey pilot boats and the “Duke of Normandy”. Previous service as bosun and mate on mega-
yachts. 
No recollections of significance on the outward voyage.  
5 or 6 passengers were on the aft deck after the Master had given a safety briefing. 
Stated using accommodation facilities at time vessel struck on return voyage, having gone below when anchor 
stowed and anchor ball dropped.  
Looked over when vessel struck and saw “centralised with Baleine buoy behind us” and wake pattern accordingly. 
Went down into the engine room and steering gear compartments to assist Engineer in damage assessment.  
Stated no confusion or distractions to crew noted on either leg from passengers. 
 
Deputy Harbour Master, Jersey Harbours, by telephone 14 Sept 2011 and in person 21 Sept 2011 
(Discussion and examination of documentation on 21 Sept 2011 in Maritime House, Jersey). 
 
DHM was “line manager” for the Duke of Normandy till 1st Sept 2011. 
Copies of Master’s certificates, and supporting certificates, were obtained. 
On question of Certificates of Equivalent Competence issued on behalf of the States of Jersey , it is understood 
that no issuance or endorsement considered necessary for duties and reference in this connection was made to 
the Letter of Appointment ,dated 5/7/2011 as covering this. (Refer annex (XIII) ). 
Records of hours of work before the incident were sighted for the master and the helmsman, LDH(1). 
The tug masters are on call whilst on their 3 week period of duty and on 1 hour call only from 1st Sept annually. 
The vessel is on standby 40 weeks of year shared between 2 masters.  
Pilot crew work 17 weeks p.a. on standby, on a 1:3 basis.  
LDH(1) serves 1 week in 3 as coxswain on pilot boats and rest of working periods as deckhand on the tug. 
The Port Marine Safety Code Management Systems Manual was sighted by undersigned (stated to be a 
controlled version) in DHM’s office, another version (stated to be controlled) being aboard the Duke of Normandy 
for later sighting by undersigned.  
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Section 4, Management of Navigation, subsection 4.7 Directions and Passage Plans, has nothing specific to 
“berth to berth” passage planning. The index, Page 2 was not accurate, viz numbering out of phase with some 
contents. Section 6 refers to Pilotage, Section 7.7.1 and 7.7.2 refer to qualifications of Marine Section 
Staff……this will be referred to in Part B of this report. 
Records of permanent crew members training and updates of certification were sighted. 
Vessel’s Safe Manning Document with respect to the requirements of the Jersey Code of Practice was sighted. 
The familiarisation of the Master was stated to consist of 1 week overlap with the existing relief master, signing off 
by Jersey Harbours of the items in the Deck Familiarisation Check List of the Marine Section Safety Management 
System,(see item (XIV) of documents in annex), 2 conducted exercises in July, 2011 supervised by one of the 
Deputy Harbour Masters including Pilotage Directions, Buoy handling, Helicopter liaison, Pilotage training. 
Paper charts and electronic chart updates are made according to Notices to Mariners and are organised from 
Jersey Harbours, Maritime House, Jersey. 
Considered that scope on the Baleine Buoy at low water would not be significant in any possibility of unsafe 
passage. i.e. it would not be dangerously displaced from its charted position at low water due to mooring length.  
                                                                                 
Change of nature of buoyage at the Baleine buoy area has been considered. 
The contracted standby tug whilst the Duke of Normandy is off station is normally limited to port operations. 
Invariably a pilot is in attendance in such operations. 
 
Passengers: 
 
Pax(1) by telephone on 15 Sept 2011: 
 
On bridge for both outbound and return legs. Noted on outbound leg that skipper and 1 crew member were on the 
bridge with 4 to 5 passengers.  
The bridge was quiet with no undue noise or other distractions to crew.  
Stated that when vessel left berth, a crew member was on the helm from berth to time of preparation for 
anchoring.  
Didn’t notice or hear any instructions being given to the helmsman. 
On return leg stated just two passengers on the bridge, the rest on the aft deck, the Master on the helm.  
As recollected the crewmember took the vessel out, but Master brought her all way back from anchorage to berth. 
Left the Baleine buoy to starboard by only 2 to 3 metres. A crew member came up to the bridge , but did not note 
the crew member taking the helm. 
Stated a fishing vessel had gone through just before, some 150metres ahead “ in same direction” and possibly 
faster, but not this was not such as to influence the course of the Duke of Normandy. 
Speed reduced after contact. 
Whilst at anchor the engineer was taken off in a RIB to St. Helier, and the race functions of the day having 
finished, they waited some time for the engineer to return in order to make voyage back to St. Helier. However 
there was no pressure for any hurry in returning nor for short cuts to be made. 
Predominantly occupied during both legs with preparation and analysis of race matters. 
 
Pax(2)   Telephone interview on 16 Sept 2011 and in person on 21 Sept 2011. 
 
Several such race events attended. 
Outbound voyage: Noted safety briefing held. Was either on the aft deck or the bridge, or the monkey island. 
No note of who was on the helm on the outbound leg. 
Inbound voyage: was on bridge. Varying number of people on the bridge, 2 to 4, plus helmsman and Master. 
Quiet with no distractions to crew. The Master got the vessel off station, turning to port to heading “E of S” and 
then handed over to the helmsman within a few minutes of weighing anchor, or possibly within 1 cable or so of 
the anchor position. 
Cannot recall any details of hand-over instructions between Master and helmsman. 
Noticed on returning to harbour that vessel well to E of the Baleine buoy after striking with the buoy about 2 
cables (400 yards) astern. 
On contact the Master took command, helmsman relieved, engines throttled back, and Master asked for damage 
report, and took vessel back into her berth. No recollection of any discussion between Master and helmsman after 
the contact. 
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Noted weed and silt stirred up by contact. 
No oil slick at all noted. 
Impressed with the Master’s control of the situation. 
Race business was finished early at about 1500, and then waiting for the engineer to return for approximately half 
an hour. No pressure on timing to return.                                                                             
Expressed opinion, on invitation: 

- that there could be lot of scope on the Baleine buoy which could significantly alter its charted position at 
low water. {Author’s note:This was considered later with competent Jersey Harbours personnel and this 
was estimated to be only in region of 20 to 30 yards} 

- that Baleine buoy identity should be S or W cardinal and possibly further to S of the the general cluster of 
reefs and obstacles. {Author’s note: The present buoy acts as a starboard hand buoy if passage is being 
made towards St. Aubin’s, not towards St. Helier, in accordance with the IALA A System}. 

- that it may be advantageous for soundings to be checked in area.                                                   
                                                                                    
                                        
Pax(3) in person on 23 Sep 2011 
 
On outward leg attended safety briefing on aft deck.  
Thereafter occupied in race preparation in parts of vessel other than the bridge. 
On inbound leg was on aft deck all the time.  
Noted the Baleine buoy to starboard, sand and seaweed churned up on contact, vessel slowed down and then 
carried on. Noted list to starboard. 
Vessel was waiting to leave anchorage for the engineer to re-board, but no pressure or hurry to return prevailed 
because of this. 
  
Other passengers were not interviewed. 
 
VTS communications recordings were heard on 3/10/2011 confirming that the required communications were 
made on by the master for the voyage legs on 2/9/2011 at 0816 and 1622. 
 
 
Examination of Documentation aboard the “Duke of Normandy” on 3/10/2011 
  
LOG BOOK: was sighted for the day of 2/9/2011, and also for other days including days of the extended 
passages to and from Falmouth on the 4th and 23rd September (refer to annex XII). Noted that the log book is not 
of a usual marine format, being in the form of a large “desk diary” and that entries generally are sparse. 
 

- There were no entries covering the engineer’s departure and return to the vessel on 2/9/2011. 
- One of the passengers was not noted. 
- In other entries crew and passengers not always noted. 

 
Under the Safety Management System a Crew and Passenger List (issue 14/4/2011) is supposed to be sent to 
the Marine Operations Manager/VTS by e-mail or fax. Noted this not used regularly…. The last one compiled and 
found aboard being by relief master on 15 April 2011 for voyage to Dielette, France. (Whether this is intended to 
be used for all voyages or for foreign going voyages only is not readily ascertained). 
 
TRAINING LOG: master sheet has no entries from 31 April 2009, to period 15 Sept 2010 to 15 Sept 2011 which 
latter period referred to a DEFIB course. 
References found to MARITAS “Guidance for Tug Hand” , 3/2009, NVQ , level 2, Tug Hand but only details of the 
course….no other records related to specific tug handling training which may have been carried out.  
MGN 209(M), Training and Certification Guidance – Part 15 – Certification of Inshore Tug Personnel also referred 
to in this section but not related to any specific training record. 
 
DECK FAMILIARISATION CHECK LIST: (Refer item (XIV) in annexes).The copy for this Master was noted as 
completed and dated 8 July 2011. The result appeared to confer a status of “Unrestricted”. However noted entries 
limited, i.e many lines not acknowledged, for example Tanker Berth, Victoria Harbour, Pilotage Knowledge. 
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Noted there is more than one version of this form, that used for the other relief master dated 13 April 2011, and 
the 12 April 2011 version used for this Master, again different from the 12 April 2011 version, item (XIV) in the 
annex. 
According to the relief master aboard at the time of this examination aboard the tug, this Master joined vessel on 
5 July 2011 until 8 July 2011 for familiarisation, c.f. I week familiarisation referred to in interview section above. 
There is however no record made in the log book of this Master being aboard on the 5 July 2011. 
 
PASSAGE PLANNING:  No established format found aboard nor any records in other format. In the File “All 
Vessel Procedures and Maintenance”, found aboard, under Section 2 “Duke- Bridge Management” various 
references   

- BPG B12 – Changing over the Watch 
- BPG B5  --  Passage Plan Appraisal 
- BPG B7  --  Extended Passage Making 
- Navigation in Coastal Waters. 

were found. Refer to items (VIII) to (XI) in annex 
 
“Changing over the Watch” gives guidance on pertinent aspects of which a “relieving officer” should be aware. It 
does not also require the officer being relieved to ensure such information is passed on to the relieving officer. 
There is no procedure written for helm hand-over which could be found. 
“Passage Plan Appraisal” does state need to prepare a passage plan with courses, hazards etc, for intended 
passage, however brief this may only need to be. 
“Extended Passage Making” enlarges on the fore-going, again without mention of making any record of the plan. 
“Navigation in Coastal Waters” enlarges further on the foregoing. 
These last three items of guidance are extensive and are more than would be required to be dealt with 
individually and recorded in a passage plan on short local voyages such as those on the 2nd September 2011. 
However they do draw attention to certain basic precautions, considerations and necessary planning. 
 
STANDARD OPERATING PROCEDURES (SOPs) ABOARD: There is a large amount of Safety Management 
System documentation aboard. There may be some confusing duplication and that control/updating may not be 
comprehensively applied. The relief master aboard on 3 Oct 2011 stated that he believed all SOP’s in his letter of 
appointment had been withdrawn. It is believed that his appointment letter is a “mirror image” of that issued to this 
Master. (Refer item (XIII) in annex). Indeed some apparent modifications made in un-controlled version seen on 
21 Sept 2011 in Maritime House appeared not to have been made in the supposedly controlled version aboard 
the Duke of Normandy. (Example Section 7.9 of Port Marine Safety Code – Safety Management System). 
 
CHART CORRECTION:  The vessel carries paper charts as well as having a TRANSAS electronic navigation 
system. Another member of the combined tug and pilot vessel crews is, it is understood, tasked with update 
duties of both systems. This was noted to be up to date and on-going during the examination aboard on 3 Oct 
2011 and receipt of TRANSAS correction discs was noted, for example, on about a two week interval. (There is 
also a Furuno Navnet unit at the helm which is reportedly only used as a log indicator, (speed, depth etc), a notice 
should be attached to effect that navigational/chart display is not corrected and should not be used in navigation). 
 
Other factors considered and deemed not to be contributory to the incident: 
 
Fatigue: The Master had recorded cumulative hours of 49 in the period 24 Aug to 30 Sept 2011, no part of which 
exceeded 8.5 hours in a 24 hour period. 
Similarly in same period LDH(1) had worked 49 hours, in same period, and only on one day had he worked 13.5 
hours but with a 3 hour break, and one day of 10.5 hours. 
This is taken as typical, but could be ascertained for the days of 1, 2 September also. This is within the limits for 
Hours of Work Provisions laid down in the Jersey Code of Practice. 
 
Competence: For this voyage there appears to have been adequate competence amongst crew members 
concerned. 
 
Vessel and equipment; Vessel fully certified with no overdue surveys, and no crew reports of lack of 
serviceability of any aspect of the vessel which could have contributed to the grounding. 
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Weather: Clear and calm. 
 
Navigation aids:  No buoyage or marks reported off-station. (However, see recommendations). 
 
                                                                     
Findings: 
 
The very short nature of the voyage on 2nd September, 2011, rendered time scale between on-voyage events 
very short. Even so, the necessity for certain standard precautions is reinforced regardless of length of voyage. 
 
There was no passage plan drawn up, however brief it needed to be, for either leg of the voyage and thus it was 
not communicated to the helmsman. Passage plans are required even for “berth to berth” voyages . (Reference 
could be made to SOLAS  Chapter V, Guidelines for Voyage Planning, Annex 25, IMO Res A893(21) and to the 
STCW Convention). 
 
There are some differences of recollection of exact position, nature and time of helm handover. On the outward 
leg the helm was handed over in a direction and location with which the relieving helmsman was immediately 
familiar. On the return leg this may not have been the case. It would appear there was inadequate transmission of 
course intention, present position and hazards to the relieving helmsman, or conversely of his immediate 
assessment of these in the evolving time scale. There is the implication of over confidence on the part of the 
master in the crew member’s ability to make immediate analysis of the situation in waters with which he was 
deemed to be familiar. 
 
Recommendations : 
 

1. Passage plans should be drawn up for each part of an intended voyage, even if only very brief for short 
voyages . These should be recorded and maintained, for a period to be determined, after voyages, even 
if not necessarily in the official log. No passage plan, or notes of intentions, for the voyages to and from 
Falmouth, for example, were found aboard. It is recommended that the precise form & content of such 
passage plans are devised by the operator according to the duty of the vessel & the nature of the voyage. 

 
2. Clear procedures should be established for helm hand-over. 

 
 

3. The Master’s ultimate responsibility to satisfy himself on course and handling of the vessel, regardless 
of availability and utilisation of competent local knowledge, must be re-emphasised. 

 
4. Log book: This was considered to be inadequate in several aspects. The nature of the book itself, not 

being in an expected maritime format but in the form of a desk diary. This arguably could be acceptable if 
all expected entries were made. Entries made are sparse and in some cases found to be incomplete. Log 
book and keeping of the log book should be improved and unless other logs are kept for engine room, 
weather reports, exceptional radio messages and calls, the log should be made comprehensive. (Larger 
vessels usually have  an official log book, engine room log book and bridge log book for example). 
Reference could be made to the UK SI 569 (1981) (MS) (Official Log Books) applicable to ships greater 
than 25 Tons Gross.  
 

5. Details of  all persons on board must be recorded for all voyages 
 

6. Procedures and Safety Management Systems: There would appear to be a need to simplify, correlate 
and universally control existing documentation. This may have the advantage of reducing the overall size 
and improving ready utility of the documentation (It is apparent that much effort has been put into trying to 
achieve a comprehensive working system at some time). 
 

7. Possible change of buoyage in the area of ,and including, the Baleine buoy should be considered. 
Sudden awareness of a green starboard hand buoy when approaching the major port, St. Helier, may 
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lead one to believe it is serving the approach to St Helier, when it is more so that it is serving the 
approach to St. Aubin’s harbour to the West. Cardinal buoyage may be more appropriate and safer. 

 
8. A check on soundings in the St. Aubins  Bay area should be considered. With the level of tide, the 

calm sea at the time, the chart soundings would suggest that the vessel should possibly have passed 
over the reef with a small clear margin.(Note that the barometric pressure effect for the day has not been  
investigated in this report). Various soundings in the Channel Islands area, including on the N. Brittany 
coast have been reported to be less than charted.  

 
9. Extent, content and recording of relief/temporary master local waters familiarisation should be re-

assessed. Notwithstanding that a competent master should be able to interpret established chart, pilotage 
and navigational information independently. Noted that a Jersey Harbours document “Small Boat 
Passages” marked date of issue 13 Sept 2011 could be a useful adjunct for this end. 

                                                                            
General Note: 
 
Full cooperation and assistance was afforded to the undersigned by all personnel contacted in this investigation. 
 
 
Date of Final Report 15th November 2011 
 
 
Issued at Plymouth, 15th November 2011, 
 
 
For and on behalf of MECAL (Jersey) 

 
Annexes to this report: 
 

(I) Chartlet of St. Helier Approaches, with hand entry of anchorage and striking postions. 
(II) TRANSAS record printout with hand amendments/notes 
(III)A-C  Master’s statements, undated but received around 14/9/2011. (III)C assumed to be initial and     

superceded with respect to return voyage. 
(IV)  Ministerial appointment of MECAL. 
(V)         Meteorological/ Tidal summary, local, for 2/9/2011. 
(VI)        Jersey Coastguard – Accident report form. 

 VII)       Annexes 1,2, and 3 to IMO CIRC MSC-MEPC.3/Circ.3……..14 pages. 
(VIII)     Extract from file “All vessel procedures and maintenance”   

Section 2 “Duke – Bridge management” Reference BPG B12 “Changing over the watch” 
(IX)                                Ditto                                     BPG  B5 “Passage plan appraisal” 
(X)                                 Ditto                                   BPG  B7 “ Extended passage making” 
(XI)                                Ditto                                    “Navigation in Coastal Waters” 
(XII)       Ship’s log for 2/9/2011, 3/9/2011, 4/9/2011, 23/9/2011    ……3 pages. 
(XIII)      Letter of appointment to Master dated 5/7/2011. 
(XIV)     Deck Familiarisation Check List.   4 Pages 
(XV).     Background information on MECAL and MECAL personnel associated with this report  
 

NOTE: Personnel identities have been protected in this report & it’s annexes as is normal practice in Flag State 
investigations 
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