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| NTRODUCTI ON

About 0134 on 20 June 1985 the Australian registered bulk carrier River Boyne
of 51994 gross tons, on passage from Wipa to G adstone with a cargo of
bauxite, collided with the Australian registered fishing vessel Babirusa, on
passage from Cairns to the Qulf of Carpentaria, in approximte position 14'
18'S, 114° 39'E. There was no injury to any person and the only danmage

sustai ned was to the starboard outrigger boom and the sternlight on the

Babi r usa.

Having established that the Babirusa required no assistance, the River Boyne
continued its voyage to G adstone. The Babirusa returned to Cairns for
repairs.



AUTHORITY TO CONDUCT | NVESTI GATI ON

On 24 July 1985 Captain Jereny Stephen Price, an officer of the Federal
Department of Transport, was appointed under sub-section 377A(1) of the
Navi gation Act 1912 to make a prelinminary investigation into the circunmstances

of the collision between the s.s. River Boyne and the f.v. Babirusa and in
particul ar:

the factors which caused or contributed to the collision

whet her there were any contraventions of the International
Regul ations for Preventing Collisions at Sea 1972 by either or both

vessel s, and whether this was a contributory factor to the
col I'i sion.



PERSONS | NTERVI EWED

In the course of the investigation the follow ng persons were interviewed:

Captain K C.Casey Master, River Boyne
M RS Wodfield Second Officer, River Boyne
M R Johnston Queensl and Coast and Torres Strait Pilot
M HJ. Mllie Lookout, River Boyne
M R Lawson Hel msman, Babirusa
M WJ. MKay Ski pper, Babirusa
M GJ.A Houl aha Deckhand, Babirusa
Not e: The interviews with M Millie, M MKay and M Houl ahan were

conducted by tel ephone.



DETAI LS OF VESSELS

CARGO SHI P SAFETY EQUI PMENT

CARGO SHI P SAFETY RADI OTELEGRAPHY :

LOAD LI NE :

CARGO SHI P SAFETY CONSTRUCTI ON :

Rl VER BOYNE

OFFICI AL NO : 850245

PORT OF REGQ STRY : Sydney

OMERS : Australian National Line

BUI LDER : M tsubi shi Heavy Industries, Nagasaki, Japan
SHI P TYPE : Bul k carrier

CLASS : + 100A Oe Carrier, + LMC, UMS
MAIN ENG NE : Steam turbine 13976 kW
PROPULSI ON -: Single screw

GRCSS TONNAGE : 51935

NETT TONNACE : 27013

LENGTH : 255.20 m

BREADTH : 35.39 m

DEPTH : 18.30 m

CERTI FI CATES:

| ssued by Department of Transport
9.10.84.  vALID UNTIL 19.9.85.

| ssued by Departnent of Transport
9.10.84. Valid until 19.9.85.

I ssued by Lloyds Register 10.7.84. Valid
until 16.9.86. Last annual inspection
14. 10. 84

I ssued by Lloyds Register 20.1.83. Valid
until 16.9.87.



BABI RUSA

| DENTI FI CATI ON LETTERS
PORT OF REQ STRY :
OMNER

SH P TYPE :

MAI N ENG NE :
PROPULSI ON:

SPEED :

LENGTH :

BREADTH

DEPTH :

PERMT TO OPERATE

Not e: This vessel is under
and Marine. Al though not

FRUV

Townsville

WJl. & J. Mkay
Prawn traw er

Di esel

Single Screw

10 knots

17 m

5.2 m

2.4 m

Queensl and Departnent of Harbours and
Mari ne

survey of the Queensland Departnent of Harbours
holding a valid survey certificate at the tinme of

the collision, it had been inspected by a surveyor of the Departnent and had

been issued with a Permt

to Qperate.



SEQUENCE COF EVENTS

On the evening of 19 June 1985 the River Boyne was in the vicinity of Cape
Melville in northern Queensland (see Attachnent 1). The weather was fine with
good visibility and a |light south-easterly breeze. The Master, Captain Casey,
having witten up his night orders on the bridge, went bel ow about 2230 and
retired to bed. This left the Third Oficer, in charge, with the pilot on the
bridge, and a seaman | ookout on the wheel house top. The Master's night orders
stated that courses throughout the night were to be to pilot's advice, that

the Master was to be called imediately if the officer of the watch was in any
doubt and that Conpany Standing Orders were to be observed.

The remainder of the Third Officer's watch passed without incident and he was
relieved by the Second Officer, M Wodfield, at mdnight. The seaman | ookout
al so changed at this time. The pilot remained on the bridge.

At 0045 with Pipon Island bearing 304°(T) distant 6.4 mles the course was
altered to 157' (T). This alteration brought five fishing boats up ahead, four
fine on the starboard bow and one fine on the port bow In regard to the
vessels on the starboard bow the pilot observed these to be off Barrow Island,
that is about 10 mles away, and heading in a southerly direction. The pilot
also noted these vessels were exhibiting the prescribed mast lights for
vessels engaged in trawing and concluded they were actually doing so.
However, the Second Officer's recollection of their position puts them at

between 3.5 and 4 mles away. The vessel on the port bow was observed by the

pilot to be about 4 mles away and appeared to be roughly on the same course

as the River Boyne. The pilot could not see the prescribed lights for a

fishing vessel engaged in trawling and he concluded it was under way but not

fishing. The Second Officer's recollection of this vessel's position puts it

about 5 to 6 niles away. He, like the pilot, believed the tramer to be

proceeding in the same direction as the River Boyne. Al five vessels were
exhibiting bright working lights, which are generally located aft on such

vessel s. In his statenent the pilot pointed out that, when viewed fromaft,

as appeared to be the case in this instance, the working lights are clearly

di stingui shabl e whereas from ahead there is normally just a bright glow.

At 0047 the pilot left the wheel house and lay down on the chartroom settee,

| eaving instructions with the Second Officer to keep the ship to the course

| ai d down on the chart, 157°(T) and to call himat a point he marked PCP on
the chart (see Attachment 2) or at any time if required.

Meanwhi | e on the Babirusa, M Lawson took over the watch from M Houl ahan at
0033 on 20 June. Neither M Lawson nor M Houl ahan appeared able to recall
with certainty the position of the Babirusa at 0033. M Lawson, having stated
the Babirusa was just south of Newton Island at 0033, subsequently anended
this position to a point mdway between Bew ck |sland and Barrow Point. M
Houl ahan originally stated the Babirusa was two mles off Barrow point but,
when told of M Lawson's first statenent, agreed that a position off Newton
Island was feasible (see Attachnent 2).

M Lawson stated that prior to conming on watch he was well rested, having
slept for sone hours during the day and then from 2030 in the evening. During
his watch M Lawson fixed the Babirusa's position every 10 or 15 ninutes,
using radar ranges of shore features and plotted these on the chart "with
compasses”. No visual or radar bearings were taken and no tines were recorded
against the plotting positions. Although the aimwas to keep to the
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recomrended track, M Lawson stated that conpass courses as such were not
st eered. Instead, the vessel's head would be lined up on a landmark or by
radar and the auto-helm engaged on that heading.

Coming up to Barrow Point M Lawson made an alteration of course to starboard,
so as to follow the line of the recommended track. Shortly afterwards, at
0045, he observed a ship on radar fine on the starboard bow 13 mles away.
The ship was the River Boyne. M Lawson estimted the Babirusa was just to
the south of Barrow Point at this time (see Attachnent 2). A little while
later M Lawson observed the River Boyne visually. It was showing three red
lights (exhibited in a vertical line to indicate a deep draught vessel), a
mast light and a red light (port side light). At no stage did M Lawson see
the green starboard side |light of the River Boyne.

As the River Boyne approached, M Lawson altered course to port and headed

between north and west towards N nian Bay. He estimated the River Boyne would

then have been between 5 and 8 niles away. It should be noted however, that

M Lawson appears to have been sonewhat uncertain as to the Babirusa's

position at this tine. M Mkay (Skipper) reported M Lawson as telling him
afterwards, that the Babirusa was to the east and parallel to the reconmended
track; whereas in his statenent to the investigating officer M Lawson clained
to be half a nile to the west of the recommended track.

Despite M Lawson's alteration to port the River Boyne stiJl appeared to be
heading towards him M Lawson then altered further to port, heading

somewhere between Beaby Hill and North Bay Point (see Attachment 2). However,

the River Boyne continued to bear down on the Babirusa and M Lawson therefore
assumed the River Boyne was altering its course to starboard. M Lawson then

twice tried calling the ship up on the V.H F. radiotel ephone, with an interval

of about one minute between calls. Getting no response, he slowed the engine

to about quarter throttle and went forward to call the Skipper. Returning

i medi ately to the wheel house, M Lawson realised that a collision was

i mmnent so he put the helmhard to port. However, the starboard fishing boom
was clipped by the R ver Boyne and then its bow wave pushed the Babirusa
cl ear. It was at this noment that the Skipper reached the wheel house.

M Lawson estinmated the collision point to be just inside Ninian Bay; this
position is indicated on Attachment 2. An exanination of the damage reveal ed
that the starboard fishing boom had bent back and smashed the sternlight.

On the River Boyne, followi ng the departure of the pilot from the wheel house,
the Second O ficer had been checking the approach of the fishing vessels
ahead. He soon established by visual bearings that the four on the starboard
bow shoul d pass well clear so he concentrated his attention on the vessel on
the port bow which, as noted above, he believed he was overtaking. This
vessel was the Babirusa. The Second O ficer states he took frequent visual
bearings of the Babirusa on the central gyro repeater situated in the

wheel house and observed its bearing to be opening slowy but steadily to
port. He also observed the Babirusa on radar fromtime to tine but did not
ascertain its course and speed by plotting. However, based on his visual and
radar observations, he estinmated the Babirusa woul d pass 4 cables distant down
the River Boyne's port side.

About 0130, as the River Boyne approached the position where the pilot was to

be called, the Second O ficer again checked the Babirusa's bearing and, having
scanned the horizon for more lights, went to the radar to fix the R ver

Boyne's position. He obtained a radar bearing and range of Barrow |sland and
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was on his way to the chart table when, glancing at the Babirusa, he realised
that it was not where he thought it ought to be. Going immediately to the
gyro repeater he observed the bearing had closed slightlly. It was about this
time that the Second Oficer heard a garbled transmissi® over the VHF but was
too busy watching the fishing vessel to try to answer it. A further check a
few seconds later confirnmed that the Babirusa was closing rapidly and, still
believing the Babirusa to be heading in the sane direction as the R ver Boyne,
he assumed it had altered course to starboard. The Second Oficer immediately
put the auto helmhard to starboard, at the same tine calling for the pilot to
cone to the wheel house. As the pilot appeared, only noments |ater, the Second
O ficer sounded one short blast on the whistle. By this time the Babirusa
appeared to be heading at right angles to the River Boyne and was very fine on
the port bow. It then disappeared under the bow, reappearing on the starboard
side. The tine was 0134. As the Babirusa appeared to starboard the Second
Oficer put the River Boyne's helmhard to port to prevent the bow swinging to
starboard. The estimted collision point, as observed fromthe River Boyne,
is shown on Attachment 2. At 0138, approxinmately, the Mster was called but,
by the tinme he arrived on the bridge, the fishing vessel was well astern.

No navigation |ights were observed on the Babirusa by either the Second Mate
or the Pilot. The Seaman |ookout, however, stated he saw a green light just
before the collision.



OBSERVATI ONS

1.

There is a slight discrepancy in the tines reported by the River Boyne
and the evidence of its course recorder trace. The Second Officer and
pilot state the alteration to 157° occurred at 0045 and the collision at
0134, an interval of 49 minutes. The course recorder trace indicates
there was only a 43 nminute interval between the alteration to 157° and
the hel m novenent hard to starboard followed immediately by a hel m
movenment to port (this is commensurate with the Second Officer's actions
in checking the vessel's starboard swing after it struck the Babirusa)
This discrepancy is not considered to be of significance to the
circunstances of the collision

In regard to M Lawson's belief that the River Boyne altered course to
starboard after he altered course to port and before he went below to
call the Skipper, the River Boyne's course recorder chart shows no
alterations until the hard-to-starboard just before the collision.

The pilot and Second O ficer assuned that the vessel observed on the port

bow at 0045 was going in the sane direction as the River Boyne. However ,
it is clear that the Babirusa was on a voyage northwards. There appears
to be only two plausible explanations:

(a) the pilot and Second Officer were mistaken as to the Babirusa's
aspect

(b) the vessel observed at 0045 was not the Babirusa. However, the
Second Officer was quite certain that the vessel on the port bow at
this tine was the one subsequently involved in the collision.

The collision point as estimated by M Lawson is about one mle to the
west of that estimated by those on the River Boyne. M Lawson's estimate
is clearly in error for at such a point the R ver Boyne would have been
aground. The River Boyne's estimate is consistent with the course
steered and the ship's speed fromthe last plotted position at 0111.
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CONCLUSI ONS

(The Rules referred to in this section of the report are those contained in
the International Regulations for Preventing Collisions at Sea, 1972 as
anmended)

As noted above there are sone differences in the versions of the event as
recalled by the principal wtnesses. In the absence of independent evidence,
these differences have not been resolved, therefore the full facts of the
events |leading up to the incident cannot be determined. Nevertheless it may
be concluded that:

1. the collision would appear to have been immediately caused by the action
of M Lawson on the Babirusa in altering course into the path of the
Ri ver Boyne and that M Lawson:

(a) failed to keep a proper |ookout as required by Rule 5, in that he
did not nmake a full appraisal of the situation and of the risk of
collision; and in particular

(b) failed to deternmine if risk of collision existed as required by
Rule 7. In the prevailing conditions the sinplest and probably nost
effective neans of determining risk ofl1 co lision would have been for
M Lawson to watch the conpass bearing of the River Boyne;

2. even if risk of collision had existed prior to the Babirusa's first
alteration to port, which alnost certainly was not the case, an
alteration to port was entirely inappropriate avoiding action;

3. M Lawson's failure to properly determne risk of collision and take
appropriate action can be attributed to his lack of know edge and
experience. However, M Lawson should have been aware of his own
limtations and called the Skipper earlier.

4, the Babirusa was inproperly exhibiting lights which inpaired the
visibility and distinctive character of its navigation lights;

5. M Wodfield, Second Officer of the River Boyne failed to keep a proper
| ookout as required by Rule 5 in that he failed to ascertain by radar the
course and speed of the approaching vessel and thus neglected "by al
avail able nmeans in the prevailing circunstances and conditions . . . to
make a full appraisal of the situation and of the risk of collision".
Al'though M Wodfield, by watching the conpass bearing of the Babirusa
properly deternmned that risk of collision did not exist up to the tine
he went to fix the River Boyne's position by radar observation, |
consider that, had he determned that the Babirusa was heading towards
himrather than in the sane direction, he probably would have continued
to observe the Babirusa carefully and woul d thus have detected its
alteration of course earlier;

6. that the positions plotted on the River Boyne's chart at 0100 and 0111
were substantially correct and that the collision occurred in the
vicinity of, latitude 14° 18'.4S, |ongitude 144° 39'.2E

7, the Second Oficer of the River Boyne was properly qualified and
competent to be left in sole charge of the watch. No blane for the
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collision rests with the Master or the pilot for leaving himin sole
charge of the watch;
8. that both vessels were seaworthy at the time of collision

9. following the collision the Master of the River Boyne took appropriate
nmeasures to ascertain the Babirusa was not in need of assistance.
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