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QUTLI NE OF | NCl DENT.

The fishing vessel "TAMW-R' departed Eden on Wdnesday 18
April 1990 bound for fishing grounds off Gabo Island.

According to the crew, after sone trawling the vesse
completed its last trawl near position 37 56'S 149 56'E at
approxynatelg 0300 hours Eastern Standard Tine on Thursday
19 April 1990. After boxing and stow ng the catch, the
SklpPer decided to return to Eden in order to have a m nor
oil leak in the hydraulic steering repaired.

The SklpFer set a course to clear Cape Howe and about hal f

an hour later the traw er was apparently in collision with a
mer chant vessel and sank. The two crew imenbers took to a
L|feraﬁt, eventual | y being rescued by helicopter sone seven
ours later.



AUTHORITY TO INVESTIGATE

NAVIGATION ACT 1912

APPOINTMENT OF PERSONS UNDER SECTION 377A

| n pursuance of the powers and functions conferred on the

M ni ster b% sub-section 377A of the Navigation Act 1912, and
del egated by himto the person for the tine being ogcu%%;ng
or performng the duties of Assistant Secretaré, Shi p Saf et
Branch, Maritinme Qperations Division, |, John Edward Hodgson
her eby appoint Walter M chael Blunenfeld, Acting Director,
Ship Operations, WIfred Burrell Thonmson, Marine Surveyor
and Richard Gant Blakey, Acting Executive Oficer, Shlﬂ
Operations, to nmake a prelimnary investigation under that
section into the circunmstances of the collision between the
fishing vessel "TAMW-R' and an unidentified vessel and in
particular to

identifg the cause of the collision and sinking of the
"TAMW-R'

- ascertain why the master of the other vessel did not stop
to render assistance to the fishing vessel "TAMW-R' and
why the master of that vessel did not give its nanme, port
of registry and destination

Dated this 24th day of April 1990

Signed - J E Hodgson

ACIIH% Assi stant Secretary
Ship Safety Branch
Maritinme Operations Division



PERSONS | NTERVI EWED BY W B. THOVEON
FREMANTLE 19 APRIL 1990

Gicerio P ARAYON  Master Metal Trader
Jaime T_DOTI MAS Chief Mte Metal Trader
Nestor T PEDRAJAS artermaster Metal Trader
Froilan C FLORES dio Oficer Metal Trader

In the presence of M T E Cocks of Cocks MicN sh & Co,
Barristers & Solicitors, appearing on behalf of the owner of
"Metal Trader" and Ms B Richards, Honorary Consul for the

Phi | i ppi nes.
FREMANTLE 25 JUNE 1990

Nestor B VESTAL 2nd. Mate Metal Trader
Antonio M1 Sl DRO Quartermaster Metal Trader

In the presence of M P Kelly of Cocks MacN sh & Co.

PERSONS | NTERVI EWED BY R G BLAKEY
EDEN 1 MAY 1990

Dougl as John EVERETT SkiEper Tanmmy- R
Nei I George VI ZGOFT Deck hand Tamy- R
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DESCRIPTION OF VESSELS INVOLVED
Fishing Vessel "TAMMY-R'

Oaner Dougl as John EVERETT

Length 14.50 netres

Construction Ti mber _

Col our Wiite hull with green band
bel ow gunwal e cappi ng; green
deckhouse with white w ndow

. franes .

Regi st ered Maritime Services Board of New

South Wl es

Li censed Fi shi ng Boat LFB No. 3483 _
Licensed to fish by New South Wales and Victorian State
Authorities

SkiPper _ Dougl as John EVERETT
Master Class V issued by Maritinme Services Board of
New South \Wal es

Deck Hand _ Nei | George VI ZGOFT
Conmonweal th Master Fisherman's Licence No. 302797
valid until 5 Dee 1990.

Motor Vessel "METAL TRADER™

E¥ e Bulk Carrier
gss Tonnage 13082
Deadwei ght Tonnage 24341
Lengt h 160 Metres
Moul ded Dept h 13.62 Metres _
Construction Steel, accomodation aft,
4 pedestal deck cranes
Col our Topsi des bl ack
Boot topping - red
_ Accommodation -  white
Bui | t 1977 - K K Usuki Tekkosho, Japan
Regi st ered Philippines
Onners Sea Queen Shipping Corp.
Crew 21 persons including Master
Dr aught Departure Sydney Arrival Fremantle
F 5.97 M 5.91 M
AFT 7.69 M 7.64 M

MEAN 6.83 M 6.775 M
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SEQUENCE OF EVENTS

The TAMW-R sailed from Eden, NSWat 0100 hours on

18 April 1990 with the Owner/ Ski pper and one Deckhand on
board, to fish in NSWand Victorian waters off Cape Howe and
Gabo Island. The Sklﬁper had in excess of 20 years
experience in the fis |n% i ndustry and had owned TAMW-R for
flx years: the Deckhand had been a fisherman for just under
Wo years.

Sufficient provisions were on board for five days. However

| eak devel oped in the hydraulic steering gear, which the
Sklafer was unable to stop conpletely and after conpleting a
trawl run earl¥_on 19 April the Skipper decided to head back
to Eden. The tine at this stage was estinmated to be around
0300 hours 19 April and the position stated to be 20 mles
off Little Ranme Head and 26 mles off Cape Howe.

The catch was stowed bel ow, the fishing gear secured, course
set by radar, which was on the 24 mle range, so as to just
clear Cape Howe and the auto-pilot engaged. The Skipper had
not | ooked at the conpass but considered that the course was
close to NNW (Magnetic). The englne speed was set to 100
RPM bel ow ful I power, which the Skipper considered produced
a ship speed of around 8 knots.

The Ski pper, who had had very little sleep since |eaving
Eden, decided to go below and rest, considering that there
was tinme to do this before TAMW-R cl osed the coast. He
checked that the navigation |ights were correct and set the
"watch alarmf to a five mnute period - this required the
Deckhand to cancel a warning light, activated at five mnute
intervals, in order to prevent an alarm soundi ng.

He pointed out two ships to the Deckhand, one of which he
considered to be a cargo ship, the other, a snaller one, a
Iongllne fishing vessel. Both were out to the northeast at
what he considered to be 5 or 6 mles distance,.well clear
of the course and were observed visually and on the radar.
He was unable to determ ne how the other ships were headed
and so instructed the Deckhand to keep an eye on themand to
call himor alter course if in doubt. No other ships were

i ndi cated on the radar.

The Skipper also instructed the Deckhand to watch the radar
and ensure that the TAMW-R did not deviate too far fromthe
course, a precaution considered necessary due to the slight
hydraulic oil |eak.

A a tine estimated as being 0415 hours and with Cape Howe
fine to port at 20 mles the Skipper left the Watch to the
Deckhand. Conditions at the tinme were stated as bei ng good
visibility, with almost no wind and little swell
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The Deckhand stated that frominside the wheel house, he was
able to see the glow fromthe port sidelight and fromthe
mast head |ight, sowas able to confirmthat they were
exhibited; he could not see the starboard Iight.

The first of the two ships, a small one, passed shortly
after the Skipper had gone below. The Deckhand watched the
second, larger ship close fromsix mles to one mle, on
what he considered fromthe lights to be a parallel course
aqd whi ch would result in a passing distance of about half a
mle.

Wth the second ship at a mle distance the Deckhand turned
his back to the wi ndows and busied hinself naking a CUE of
coffee. Having nade coffee he turned around and saw t hat
TAMW-R was about to run into the side of another ship. He
di sengaged the autopilot and turned the wheel hard-a-
starboard, but this action was insufficient to prevent
TAMW-R fromcolliding with the other ship, the port bow of
TAMW-R striking the port side of the other ship.

A shout fromthe Deckhand and the jar of the iRRﬁpt br ought
the Skipper to the wheel house inmediately. TAMW-R was
passi ng astern of the other ship and the Skipper had a vague
I mpression of a grey hull: he considered the other ship to
be "of the tanker or container ship type, wth accommobdati on
aft and of around 20,000 - 30,000 tonnes." The Skipper also
had a vague i npression that the other shi 2|?-za?ged
slightly, making a slight turn to port, then to starboard,
as though about to turn back.

Time of the collision was considered to be some 15 to 30
m nutes after the Deckhand had been left in char%e,_|.e.
0430 to 0445 hours and the location sone 13 to 15 mles
south of Gabo Island.

Initially dana?e was thought to be only mnor, confined to
the port side fishing stabiliser arm ~However after only a
brief period the Skl?per realised that TAMW-R was settling
by the head and was found to be flooding rapidly.

Wi | st the Deckhand rel eased the liferaft the Skipper
attenpted to transmt a "Mayday" nessage by VHF, which had
previously been switched to Channel 73, the channel used for
communi cation between fishing vessels. The Skipper then
managed to collect the EPIRB fromthe wheel house | ocker
before scranbling into the liferaft as TAMW-R sank.

Not being sure of the operating instructions for the

EPI RB, the Skipper delayed activating it until d%ﬂlégﬂh
when he was able to read the instructions. The EPI si gnal
was detected by satellite and at 0835 hours the Federal
SeaSafety Centre, Canberra initiated rescue procedures,
resultlnﬁ in the two fishermen being rescued by helicopter
at 1135 hours 19 April. The two fishermen were | anded at
Mal | acouta, where they underwent nedical checks and
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conpl eted a Search and Rescue questionnaire before
ereedlng hone to Eden, where they nade statenents to the
ol i ce.

During the course of the search and rescue operation on 19
April, Mel bourne Radio activated auto alarns on both 500 Khz
and 2182 Khz and al so broadcast a distress relay at 0857
hours. This distress relay was repeated at halt hourly
intervals, at the end of each radio silence period, until
cancel l ed by the SeaSafety Centre at 1025 hours. _ A total of
el even shipsS responded to the distress relays. The METAL
TRADER, which was known to be in the area, did not respond.

After the rescue had been acconplished the SeaSafety Centre,
in checking on all vessels known to be in the vicinity, sent
a nessage to the METAL TRADER request|n8_the Master to

advi se his position and the weather conditions at 0415 hours
19 April 1990. The Master replied through Adel ai de Radio
gIVInﬂ his position at 0415 19 April as 37 47.5 S 149 58 E
and the weather as noderate swell and cloudy. This position
confirmed that the METAL TRADER was in the i medi ate area at
the time of the sinking.

I n the ensuing days those ships that were known to have
sailed through the area on the nmorning 19 April 1990 were
boarded by a departnental officer at their next port of
call. Interviews of ships' Msters and inspection of ships'
docunents of those ships that docked in Victorian, Tasmani an
and South Australian ports indicated that all those ships
Pﬁd traygrﬁgd the area of sinking a nunber of hours after

e incident.

The METAL TRADER anchored in Gage Roads, Fremantle at 1250
hours on 25 April 1990. The Master stated that

approximately two hours prior to anchoring a person who he
understood to be fromthe "Transport Mnister" but who was

| ater identified as being fromthe nedia, contacted him by
VHF and asked whether he was aware that his vessel was
su&&gcted of having been involved in a collision with the
TAMW-R  The Master denied any know edge of the incident.
When the METAL TRADER anchored, the crew put |adders over on
both sides of the ship and the hull was inspected.

A Depart nment of_Trans?ort and Communi cations Marine Surveyor
i nspected the sides of the METAL TRADER from the pil ot boat
at about 1320 hours 25 April and noted a white coloured
scrape mark commencing froma position 6 to 8 netres aft of
franme 143 on the port side. The mark was on the red boot
toppi ng and took the formof a white patch at the forward
end with a curved scrape mark | eading aft, termnating near
frame 71. There was no indentation of the shell plating in
way of the mark.

METAL TRADER berthed at "H' berth Fremantle on 26 April
1990. The WMaster formally "noted protest"”, denying any
invol venrent in a collision and whilst noting that there were
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slight paint scratch marks between nos 2 and 4 hatches on
the port side, attributed themto rubbing marks from wharf
fenders in port. He noted that there was no indentation
The Master's protest was supported by statenents by the
Chief, Second and Third Oficers in which they all said that
there had been no collision. The AB Lookout on watch with
each Oficer countersigned the appropriate statenents.

After METAL TRADER had berthed a departnental Marine
Surveyor obtained sanpl es of paint fromthe scrape marks on
the port side of the ship. ese gglnt sanpl es were then
sent by the Departnent to the New South \Wal es Gover nnent
anal ytical laboratory, Lidconbe for analysis. A Radio
Surveyor also attended the METAL TRADER at this tinme in
order to inspect the radio equipnent.

Frominterviews with the Master, Chief and Second Oficers,
2 crewnen and the Radio Operator and fromreference to the
ship's docunments and charts it was ascertained that METAL
Igéb R had departed Pyrnmont No. 13 Berth Sydney on 18 Apri

METAL TRADER operated on the standard three watch system
the Second O ficer standing the 12-4 watch, the Chief
Oficer the 4-8 and the Third Oficer the 8-12. There was
al so an AB allocated to each watch to act as Lookout and
al so as Hel nsman, should hand steering be necessary. The
Lookout was nornally stationed out on the bridgew ngs,

al ternating between the Fort and starboard sides at frequent
intervals, an operational practice adopted due to blind
sectors in fields of vision caused by the deck cranes. The
calling of the next watch was conducted by telephone,
therefore there was no requirenment for the AB Lookout to

| eave his post on the bridgewing for this purpose.

On the norning of 19 April 1990 METAL TRADER was proceedi ng
in the automatic steering node on a course of 198 degrees
True until 0350 hours when, in position 37 44S;150 04E

12.4 n mles SSE of Gabo Island) course was altered to 236
egrees True. This alteration was carried out by the Second
Orticer, the Master not having required to be called for the
occasion or to be notified of the event. Speed, from
charted positions, was 13.84 knots and the weather and
visibilty, as recorded in the |og book at 0400 hours, fair.

The Chief Oficer arrived on the bridge at 0345 hours
remaining in the Chartroomreading the Master's N ght Oders
and | ooking at the chart, preparatory to taking over the

wat ch at 0400 hours.

On both the 12-4 and the 4-8 watches the ship's progress was
charted utilising both visual bearings of shore lights and
radar bearings/distances. The radar was switched to the 24
mle range for position fixing purposes, but otherw se was
switched to the 12 mle range, for |ookout purposes. The
usual practice was to alternate the two radar sets watch
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about, the set not being utilised being switched to the
"stand- by" node.

According to the Oficers and Lookouts a proper |ookout was
mai ntai ned, no fishing vessels or other small craft were
sighted in the area south of Gabo Island and no cl ose-
guarters situation or collision occurred on the norning of
19 April 1990.

According to the Master and the Radio Oficer the auto
alarns had not activated on the norning of 19 April, nor had
the distress relays broadcast by Ml bourne Radi 0 been

recei ved by NMETAL TRADER
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COMMENTS

The Skipﬁer and Deckhand of TAMW-R both cl ai ned t hat _
TAMW-R had been involved in a collision wth a cargo ship,
subsequent to which TAMW-R sank. The Master, Oficers and
Lookouts of METAL TRADER all| clainmed that METAL TRADER had
not been involved in a collision

According to the Skipper, TAMW-R was painted once a year
The bow area received an initial coat consisting of ite
undercoat mxed wth a small anount of red |ead and a fi nal
coat of white gloss. There was also the broad green band
beneath the gunwal e capping.

The paint flakes taken fromthe scrape nmarks on the shipside
plating of METAL TRADER were anal yzed and conpared with a
can of white paint which the Skipper of T -R stated was
simlar to the type used to paint his vessel. The paint

fl akes showed four |ayers, the tpp_layer of which was found
to be simlar in chemcal conposition'to the paint in the
can (Attachment 8). The second |ayer was pink in colour, the
third green and the fourth off-white.

Advi ce received fromthe Harbour Mster SKgneg was that
METAL TRADER had been berthed at Pyrnmont No. berth, port
side to, where the wharf tinbers were unpainted.

The only ship known to be in the area south of Gabo Island

at the tine that the TAMW-R was allegedly in collision with
anot her vessel was the METAL TRADER (see Attachnent 3) whose
osition at 0415 19th April was confirmed by the Master.

he evi dence of the contact mark on the port side of METAL
TRADER, which is consistent with a craft the size of TAMW-R
having collided with and scraped along the side, of the ship,
in conjunction with the result of the analysis tests on the
pai nt sanples, suggests that the METAL T R was invol ved
In a collision wth the TAMW-R

The navi gati onal procedures aboard TAMW-R were not precise
- no positions were plotted, courses were not determ ned
fromplotted positions and no account was taken of actual
(true) tinme. No great reliance can therefore be placed upon
tinmes given by the Skipper and Deckhand.

The position of TAMW-R on conpletion of fishing was
reasonably ascertained by radar distances off two prom nent
points on the coast. The only other indications of position
of TAMW-R were recollections of radar distances, 20 mles
of f Cape Howe when the Skipper went below, and 13 to 15
mles off Gabo Island around the time of the collision.
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Al t hough the Skipper stated that he did not actually | ook at
t he conpass when setting course on the auto-pilot, merely
bringing the ship's head round by radar to just clear Cape
Howe, it is unlikely that he was totally unaware of the
headi ng bg conpass. Hi s stated course of NNWis not
unreasonabl e.  Magnetic Variation in the area to the south
of Gabo Island is currentIEEaround 14 degrees East, so only
a few degrees of Easterly Deviation of the conpass woul d
result in a NNWIy conpass course on a true course of North.
TAMW-R can therefore be considered to have been steering a
course within a few degrees either side of 360 degrees True.

Wien the Skipper handed over to the Deckhand, in order to
go below and rest, two ships were visible by eye and
reportedly also on the radar, no other ships were being
depicted on the radar 24 mle range.

From hi s IonP experience of fishing in those waters the

Ski pper shoul'd have been aware that ships proceedi ng south
alonﬂ the NSW Coast usually alter course to starboard when
sout heast of Gabo Island, to head towards WI sons

Pronontory. Prior to handing over to the Deckhand, who had a
little less than two years experience at sea, not only did
the Skipper fail to ascertain the direction in which the two
sighted ships were heading, but he failed to advise the
Deckhand that ships do alter course to starboard in that
area and so either may be, or become, crossing vessels.

The Skipper clained that the two other ships were "well away
fromhis course, out to the North East, at 5 or 6 mles

di stance". However, the snaller of the two ships, the

| ongl i ner, passed only a verﬁ short while after the Sk|pﬁer
had gone below, and so nust have been nuch closer than the
Ski pper had assuned.

The Deckhand cl ai med that he watched the |arger ship
approach froma distance of 6 mles on what he considered to
be a parallel course and expected it to pass half a mle

off. The other ship nmust have either been on a closing
course for such a near approach to occur, or to,have been
fine on the starboard bow when first sighted (4.5 degrees at
6 mles) if on a parallel course.

In order to determne the |ikely circunmstances for a
collision to occur a nunber of scenarios were exam ned
(Annex 1). Fromanal ysis of these scenarios it is _
considered that the collision nost |ikely occurred sonetine
bet ween 0414 and 0421 as shown on Attachnent NO.4, that
TAMW-R was on a true course a few degrees East of North and
that at a distance of 6 mles, METAL TRADER on a course of
236T, woul d have been approximately 3 points (33.75 degrees)
on the starboard bow of TAMW-R  “Approaching on collision
courses, the bearings between the two ships would have

remai ned steady and col lision would have resulted after a
period of approximately 18 m nutes.
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METAL TRADER woul d have been presenting a fine port aspect
with open masthead lights and port side |ight.

TAMW-R woul d have been presenting a starboard aspect of
mast head |ight and starboard light, with little or no
di scerni bl e horizontal displacement.

Under these circunstances either the Deckhand conpletely
failed to keep a | ookout, or, due to his inexperience,
failed to appreciate that a collision condition existed.

The m nimumranges of visibility of navigation lights for a
vessel the size of the TAMW-R are 3 mles for the nasthead
light and 2 nmiles for sidelights and stern light. Provided
that the light intensities were not reduced, or the lights
ext;nPU|she for any reason, TAMW-R shoul d have been

visible to those on the Bridge of METAL TRADER when at | east
three mles away.

Having stopped trawing, for the purposes of the

| nternational Regulations for Preventing Collisions at Sea
(COLREGS) TAMW-R ceased to be a fishing vessel and becane a
power -driven vessel under way.

Under Rule 15 of the COLREGS TAMW-R, having the METAL
TRADER in a crossing situation on the starboard bow, was the
%IVE way vessel and so shoul d have kept clear of the METAL
RADER. = The Deckhand of the TAMW-R failed to take the
necessary avoiding action.

The O ficer of the Watch of the METAL TRADER, the stand-on
vessel, wunder Rule 17 (a) (|? (COLREGS) was required to keep
his course and speed and would be entitled to expect the
TAMW-R to give way by alterln% course to starboard.

However, where for any cause the stand-on vessel finds that
it is so close that collision cannot be avoi ded b% action by
the give-way vessel alone, she too shall take such action as
wll best aid to avoid collision [Rule,17 (b)]. Under Rule
17 (c), any action taken to avoid collision should not, if
the circunstances of the case admt, be an alteration to
port for a vessel on the port side.

The O ficers and Lookouts aboard METAL TRADER al | nmi nt ai ned
that they were keeping a Proper | ookout and that they did
not see any fishing vessels or other small craft, nor were
they involved in any close quarters situation or collision
with such a vessel. The TAMW-R was of wooden construction
and the contact, according to the Deckhand, was a gl ancin
contact of the port bow of TAMW-R agai nst the side of AL
TRADER. The fact that there was no I ndentation of the shel
plating of METAL TRADER in the area of the paint marks is
suﬁportlve of the contact not being heavy. It is therefore
l'ikely that the actual inpact alone coul'd have gone
unnoticed to anyone aboard METAL TRADER
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METAL TRADER is equipped with 4 pedestal type deck cranes,
situated on the centreline. These deck cranes cause blind
sectors, especially when the ship is trimmed by the stern

as was the case for the passage Sydney to Fremantle. |f

t hose on the Bridge of AL R remai ned stationary, the
Oficer wwthin 2 netres to starboard of the centreline and

t he Lookout between 2 and 4 netres fromthe starboard bridge
wi ng, TAMW-R may have renmai ned unnoticed for sonme tinme, in
fact may have gone conpletely unnoticed.

Wien, at 0350 19th METAL TRADER arrived at the position with
Gabo Island light bearing 325.5 degrees at 12.4 n mles the
Second O ficer altered course to starboard to 236 T. At
0400 the position as plotted on the chart by the Second
Oficer was 4 cables outside (south) of the course |line
drawn on the chart. This is not unusual, in fact to be
expected as the ship will overshoot during the alter course
manoeuvre. However, at 0430, the position marked on the
chart by the Chief Oficer was 5.5 cables inside (north) of
the course line, as are subsequent positions. Even allow ng
for the differing circunstances, different Oficer plotting
positions, different reference points on the chart,
different radar sets, and also possible current eddies, a
difference of 9.5 cables is considered to be rather high
This indicates that at sone tinme between 0400 and 0430 there
may have been an alteration of course to starboard.

Al though METAL TRADER was equipped with a course recorder
this was not operational due to a lack of spare parts.

The Ski pper of TAMW-R had a vague inpression that the other
ShIP Z|gzag?ed. In his statement to the police he said that
he thought that the other ship appeared to alter alittle to
port and then to starboard. |f METAL TRADER had altered to
starboard, in a last mnute nmanoeuvre to avoid collision,
after the event an alteration to port would be necessary to
come back onto the correct course.

The crew of the TAMW-R clainmed that the correct navigation
|I%ht5 were being exhibited. |f those on watch aboard METAL
TRADER di d not see the TAMW-R then a proper |ookout, as
required by Rule 5 of COLREGS, was not being maintained.

| f, on the other hand, the TAMW-R was observed and
therefore those on watch were aware that a very close
quarters situation, if not an actual collision had occurred,
then the Oficer of the Watch failed to ascertain that the
ot her vessel was not in need of assistance before proceeding
on passage.

It is not possible to determne with any certainty whet her
or not the Oficer of the Watch of METAL TRADER was in fact
aware that the collision had occurred. \WWichever the case,
it appears that the Master of METAL TRADER was unaware of
the event and had no know edge of the collision until
contacted by the person fromthe nedia shortly before his
arrival off Fremantle on 25 April.
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Had the Master or any nenber of the crew of METAL TRADER
known of the collision they were obliged, under section 264
of the Navigation Act 1912 and Article 12 (1) of the Geneva
Convention on the H gh Seas 1958, to render assistance,
provide the name and port of registry of his ship, as well

as the port fromwhich it cane and to which it was bound, to
the Master of the other shinp.

The reason for the failure of METAL TRADER to respond to the
broadcast distress relays was investigated by a Radio
Surveyor. It was ascertained that a fault in the radio

equi pnent had nuted the receivers, including the auto al arns
(see Attachnent No.7).
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CONCLUSIONS

It is concluded that

1 The TAMW-R sank as a result of a collision with
anot her ship

2 On the bal ance of probabilities TAMW-R was in
collision with METAL TRADER

3 The nost Iikelg time of the collisionis
considered to be within the period 0414 - 0421.

4 The collision was brought about by the failure of
TAMW-R to give way to METAL T R crossing on
the starboard bow.

5 The Skipper of TAMW-R was negligent in that he
failed to ascertain the course of METAL TRADER and
whet her a danger of collision existed before
handi ng over to the relatively inexperienced
Deckhand.

6 The Deckhand was negligent in that

a he failed to ascertain that a danger of
collision existed

b he failed to give way as required by Rule 15
(COLREGS) to a vessel crossing from starboard

c he failed to keep a proEEr | ookout as
required by Rule 5 (COLREGS)

7 The Master of METAL TRADER did not stop to offer
assi stance to TAMW-R as, at the tine, he was
apparently unaware that a collision had occurred.
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8 The Master of METAL TRADER failed to respond to
the distress relays broadcast by Ml bourne Radio
as they were not received due to a fault in the
ship's radi o equi pment.

It is further considered that:

9 As it is not possible to determne with any
certainty whether or not the Oficer of the Watch
of METAL TRADER was in fact aware that the
collision had occurred, either:

a t he Watch aboard METAL TRADER was inefficient
with respect to

i keepin? a proper |ookout (COLREGS Rule
5 In that T -R was not observed
visually or on the radar

I inthat it was unaware that the ship had
been involved in a collision

or

b tﬂe O ficer of the Watch was negligent in
t hat

i he failed to take necessary action to
avoid collision as required by Rule
17(b) (COLREGS)

I he failed to notify the Master that he
had been involved in a collision; and

iii he wilfully ignored international
conventions in that he failed to stop
and render assistance to TAMW-R
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ANNEX1

CONSIDERATION OF TEE LIKELY TIME, LOCATION AND CIRCUMSTANCES
OF THE COLLISION

In order to arrive at a reasonable tine and |ocation of the
collision it is necessary to consider the available
i nformation.

METAL TRADER prior to 0350 was on a course of 198T and. .
maki ng good a speed of 13.84 knots. At 0350, In a position
w th Gabo Island Ii&]ht bearing 325 degrees at 12.4 mles
Metal Trader altered course to 2362.

TAMW-R, at approxi mately 0300, was in a position by radar
with Little Rane Head at aaproximately 20 mles di stance and
Cape Howe at approximately 26 mles distance.

TAMW-R was on a northerly course with Cape Howe very fine
to port and proceeding at a purported 8 knots.

At the tine that the Skipper handed over to the Deckhand
TAMW-R was 20 mles off Cape Howe by radar and METAL TRADER
was 6 mles distant on the starboard bow.

PARALLEL COURSES

In his Statenent the Deckhand said that he considered that
t he other ship was approachi ngi on a parallel course and .
woul d pass at a distance of half a nile. In reconstruction
of this case TAMW-R woul d have had to be on a course of
018T and, with METAL TRADER at six mles distance, would
have needed to be in a position 2.9 mles SSWof MTAL
TRADERS' alter course position. This would place Cape Howe
30 degrees on the port bow at a distance of 17.1 mles.
This is not consistent wth the known facts.

018'1‘/

./

198T

0350

236T
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In order to consider other possible situations a course of
360T is assumed for TAMW-R

NEAR PARALLEL/ CONVERG NG COURSE

METAL TRADER on a course of 198T to pass 0.5 mles to
starboard of TAMW-R at 6 mles distance would be 16.5
degrees on TAMW-R s starboard bow. For a collision to
CCCU METAL TRADER woul d need to alter course to starboard
to 236T after 13 minutes, when the two ships were 1.3 mles
apart. Collision would occur after a further 4 mnutes.

In this case TAMW-R would have had to be 2.75 mles beyond
(SSWof) the METAL TRADER s alter course position at the
time of hand-over. This would TpI ace Cape Howe 11.5 degrees
on the port bow at a distance of 16.9 m|es.

This too is inconsistent wwth the known facts.

/ 198T
/

‘/@ 0350

236T 1

360T

CROSSI NG COURSES

Wth METAL TRADER 45 degrees on TAMW-R s starboard bow (i.e
NE) at six mles and on a course of 23611, after 10 m nutes
TAMW-R would be right ahead of METAL TRADER at a distance
of 2.8 mles. METAL TRADER woul d then pass safely astern of
TAMW-R after a further 12 minutes, nearest approach being

0.75 mles.

236T

360T
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For a collision to occur in this crossing situation, at 6
m | es distance METAL TRADER woul d need to be 36 degrees (a
little over 3 points) on TAMW-R s starboard bow. ~Collisio
woul d occur after 18.5 mnutes, in which tine TAMW-R woul d
have travelled 2.47 mles and METAL TRADER 4.27 mles.

n

Layi n? off a distance of 2.47 mles along a course |ine of
360T fromthe 20 mle position |ine off e Howe cuts the
METAL TRADER s 236T course line, produced from the 0400

position, 3.4 mles along that course line. At 13.84 knots

this provides a time interval of 14.75 m nutes.

The course from the position thus derived to clear Cape Howe

bK 1.0 miles is 004T. Transposing this course line to cut
the 23611 course line projected back fromthe METAL TRADER s

BI otted position for 0430 cuts that course line 2.0 mles

ack fromthe 0430 position. This provides a time interval
of approximately 9 minutes and a time of 0421. The course
fromthis position to clear Cape Howe by 1.0 mles is 009T.

@0330

/198T

0350
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The nost Iikelg time of the collision is therefore
considered to be between 0414 and 0421, with TAMW-R
proceeding on a course a few degrees East of North

Wth TAMW-R on a course of 004T speed 8 knots and METAL
TRADER on a course of 236T speed 13.84 knots at 6 mles

di stance, METAL TRADER woul d be 33 degrees on TAMW-R' s
starboard bow and in turn would have TAMW-R 18 degrees on
the port bow Time to collision would be 18 m nutes.

,004T

EFFECT OF VARI ATION ON SPEED OF TAMW-R

The variance in speed of TAMW-R from that claimed by the
Ski pper, from his experience of his vessel, is unlikely to
have been greater than 1.0 knots.

Assum ng a speed of 7.0 knots and a course of 360T, at 6
m|es distance METAL TRADER on course 236T would need to be
37.5 degrees on the bow Collision would occur after a
period of 19.5 mnutes, in which tine TAMW-R woul d advance
2.28 mles fromthe 20 mle radius position line off Cape
Howe. The two course lines intersect at a point 3.7 mles
from the METAL TRADER 0400 position, giving a time of
collision of 0416.

Assuming a speed of 9.0 knots for TAMW-R the time to
collision is 18 mnutes, wth TAMW-R advance 2.7 m|es.

Course intersection point is 2.8 mles fromthe 0400
position, giving a time of collision of 0412.
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Therefore, if the speed of TAMW-R was in excess of 8.0

knots the tine of collision would have been slight]y
earlier: if less than 8.0 knots the tinme of collision wuld

have been slightly later.

(- 0400
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ATTACHVENT 7 - 1

CONCLUSI ON OF RADI O SURVEYCR S REPORT

CONCLUSI ON

Radio Oficer Flores’ statenment and |log entries supporting his claimthat an
adequat e watch was nmi ntained under the terns of SOLAS regulations is
i nconsistent with the facts.

MELBOURNE RADI O | ogs show that auto-alarm signals were transnmitted on
RTG and RTF frequencies at 18/ 2257 and half hourly until suspended at
19/0025z. (ref appx2).

RTG equi pped vessel s including ZI NCMASTER/ VKZM ARAFURA/ GZSE,

| RONPRI NCENKAD and others in the vicinity of W

METAL TRADER at that tine, responed to VIMw th good signal strength
reports. (ref appx.?2).

Bearing these factors in nind there can only be two explanations, these are:
The radio officer failed to maintain an adequate watch on 500khz

or
Watch was nmi ntai ned but the receiving equi prmrent was desensitised

In ny judgenent it is very likely that the faulty norse key remained in circuit
after sending traffic at 18/ 0239z thus causing the receivers including the auto
alarmto remain in a nuted condition

Ei ther of the above situations would suggest negligence towards his

wat chkeeping on the part of the radio officer. Even if the receivers did remain
muted, normal traffic procedures followi ng silence periods create an expectation
that weather warnings, traffic lists etc would be transmitted. The |ack of any
traffic would inevitably arouse the suspicion of any trained officer correctly
nmai ntai ning a watch

It is evident fromthe ship's docunents and the radio officers statenent, that
both the 2182khz wat chkeepi ng receiver antenna and perhaps nore

importantly, the reserve transmitter, have renmained unservicable since January
1990.

This suggests that routine tests were not conducted during



The last three nonths contrary to SOLAS CONVENTI ON 1974
requirenents (ref appx.5) and reflects negligence by the
radio officer toward his responsibilities.

The inoperative reserve transmtter had serious
implications for the safety of the ship. If an energency
had occurred involving the |Ioss of the ship's main power,
the vessel would have had no neans of radi o comunication
for the transm ssion of distress or any other type of

si gnal s.
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Department of Health
DIVISION OF ANALYTICAL LABORATORIES

Joseph Street. Lldcombe
Telegrams: “Sovanayst”. Sydney

Collision between F/V Tawny -R Telex: AAT72233
. and unknown vessel . Fecamile (021 646 0333
Ref er ence: pPOoStaIBOAd%gﬁ
.U X
Regst er nunber; __C7235 Lidcombe. N S:V. 2141

Telepnone: (02) 646 0222
J-TES Ant hony GOTHARD hereby certify 35 r'ollo:

1 8y sciemific quaiificarions are:

Bachelor of Science (Fbnours) of the University of Nsw South Wl es
Associate of the Sydney Technical College

Itenhsl m connection with rhis matter was/were received on 11 Mav 1990
from% R G HBakey, Departnent of Transport and Camunications via

Skyroad Express Couxi-es
These itens -have been exam ned \virhthei oi i owrg results:
[rrohs) Result o Esammarior?
1. Asmal | plastic bag | abel | ed The item contained a nunber of smal |
in part: "Sanples taken off the fl akes of pint having the follow ng
port side of MV. Metro Trader" | ayer sequence:
1. white
2. pink
3. green
4.of f-white
The bag al so contained fragnents of
red-brown paint and there were deposits
of red-brown paint on the flakes
described above.
The white layer (layer 1) ws found
to be simlar in chemcal canposition
to the paint initem?2.
2. A 4 litre can of “Vattyl The canwas nearly full with a gloss
High Gloss Enamel Whi t e" white paint which was found to contain
pai nt alkydresin and titani um

Forwarded for your information

Coxrmssioner of Pol i ce. —%/ ,(v_‘,/é{'
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