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OUTLINE OF INCIDENT

At 1142 Eastern Standard Time (EST) on 24 1989 July the Cypriot flag
liquefied gas carrier "Kouris" anchored off Bate Bay, New South

Wl es

During the afternoon the westerly wind dropped to light airs. At
about 2330 EST the wind began to freshen backing to a little east of
south. At about 0315 EST on 25 July the officer of the watch reported
to the Master that the ship was drifting. Initial attenpts to start
the engine failed and the second anchor was dropped. At about 0335
EST the ship grounded in shoal water near Merries Reef.

Driven by the wind and sea the "Kouris" was blown clear of the shoa
water. Al though the engines were available at about 0345 EST the
rudder failed to operate. At agproxinately 0418 EST the ship _
grounded on Cronulla Beach and by 0436 it was apparent that the ship
could not be freed by use of its engines at that tine, and assi stance
was requested through Sydney Harbour Control.

The ship eventually refloated at 0315 EST on 27 July 1989 and berthed
in Sydney late on 27 July to assess damage.

Captain C WFilor, Director Ship Operations, Department of Transport
and Comuni cati ons was appoi nted under the provisions of section 377A
of the Navigation Act 1912 to conduct a prelimnary investigation to
determ ne the reasons for the Prounding and to establish what actions
the Master took to prevent pollution and to safeguard the |ives of
the crew. Captain M D OKeeffe, of the Maritine Services Board al so
took part in the investigation.
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PERSONS INTERVIEWED AND SOURCES OF INFORMATION

On 29 July 1989: _
M  Rei nhardt KALKA Gas engi neer Coastal Mtor Engineer's
certificate
M Jerzy UCHANSKI Radi o officer 1st Class Radio
Tel egraphy certificate
M Jovito PITIGO Boat swai n
M Ben CLAVANO Seanman
On 2 August 1989:
M Heinrich TSCHEY Chi ef Engi neer Mari ne Engi neer
certificate
M Joseph MANG LOG Chief Mte Chief Mate certificate
M Franci sco TALENS 2nd Mate 2nd Mate's certificate
Captain Peter SCHLUCHTER Mast er Mast er Foreign Going
certificate
On 4 August 1989:
M Jesus GALERA Engi ne room
rating
M El mer CO 2nd Engi neer Chief Engineer's
certificate
Captain Karl SCHI RLI NG Superi nt endent
Hartmann Schiffahrts
GbH & Co KG

Suppl ementary questions were put to certain of the above in Sydney,
Newcast| e and Westernport.

| nformation was al so taken fromship's records and | og books. The
ship had no automatic recording facilities such as course recorder,
data log etc.

Weat her information was taken fromrecords held by the Bureau of
Met eorol ogy, and Kurnell refinery.

The Maritime Services Board, New South Wal es provided the |og sheets
for South Head Signal Station and the Iog sheets and tape record of
traffic on Channel 16 VHF nonitored by Sydney Port Control. The
conputer print-out fromthe wave recordi ng buoy in position 34°

02.6s 151° 15.0E was provided by the Harbour Master Port Botany.

Sydney Radi o provided records of weather traffic broadcast to
shi ppi ng over the period 0000 hours 23 July to 0000 25 July.

Details of sea-bed geonorphol ogy were provided by the Coastal Branch
of the New South Wales Public Wrks Departnent.
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UNITS OF MEASUREMENT
All times are given in Eastern Standard Time (EST)(UTC -10.00) unless
otherwise stated. It should be noted that times used in the report
are indicative only, as accurate tines were not observed or noted
from 0200 25 July onwards.

Di stances are given in nautical mles and decimals of a nautical mle
wth netres in parenthesis where rel evant.

Soundi ngs and all other dinensions are given in netres.
Bearings are given in 360° notation relative to true north.

QG her nmeasurenents are given in the accepted nonencl ature.
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THE KOURIS - DESCRIPTION OF SHIP

The liquefied gas carrier "Kouris" was built at Makkum the

Net her| ands and conpleted in Novenber 1983. The ship is classed with
Germani scher Lloyd Cassification Society, has an overall |ength of
81.95 metres, a gross tonnage of 2935 and is powered by an medi um
speed di esel engine devel oping 2473 kW driving a single shaft and
control |l able pitch propeller, giving a speed of 14 knots (see
attachment 11). The ship is classed to operate with an unmanned
machi nery space and is nornmally manoeuvred fromthe bridge. The ship,
formerly the "Tasmanzee" was changed fromthe Netherlands Registry to
the Cypriot flag in 1988 and the nane changed to "Kouris".

The registered owners are the NMaxine Shipping Conpany Limted of
Li massol and the ship is operated on behalf of the owners by Hartmann
Schiffahrts, of Leer, Federal Republic of Germany.

The "Kouris" is equipped with two stockl ess anchors each attached to
8 shackles of cable: two Sperry Mark 127 radars each with a 300mm

di ameter display; ELAC echo sounder with trace recorder and digital

di splay reader; a JRC JLE-3500R Satellite Navigator; an XH 5120 Sait
El ectroni cs neteorol ogi cal and Navigational warning receiver; Sailor
VHF radi o transceivers and 2182kHz watch keeping receiver. The Radio
Room was equ%Pped wth an Inmarsat Standard "A" transceiver and a
Sailor RIT, T receiver.

The rel evant charts were found to be corrected to date. The ship
carried the British Sailing Directions issued by the Hydrographer
Royal Navy.

The "Kouris" is not fitted with a course recorder, propeller pitch
aecprder, engi ne roomdata | og or any formof automatic recording
evi ce.

The "Kouris" carries a crew of 14 in accordance with a "Docunent of
Safe Manning" issued by the Cypriot authorities. Al the officers
hel d certificates and endorsenents in accordance with or in excess of
the standard required for the size, area of operation and type of
ship. The master and crew were engaged throuch a Cypriot crewng
agency in Limassol; additionally the master, cnief engineer, gas

engi neer and radio officer were al so conpany enpl oyees .

On 25 July 1989 the ship's conpl enent was nade up of a Swi ss nati onal
as master, a chief engineer and gas engi neer fromthe Federal
Republic of Germany, a Polish radio officer, whilst the chief and
second nates, the second engi neer and the renai nder of the crew were
all nationals of the Republic of the Philippines.

The master, Captain Schluchter, joined the ship on 11 June 1989, it
was his first command in the conpany, having joined the conpany in
early June. He has 15 years experience in command, specialising in
chem cal tankers, but having experience also in oil tankers and gas
carriers. This was his first voyage aboard the IlKourisll. \Wen the
ship was at sea, the master kept a daytime sea watch, whilst in port
or at anchor the chief and second mates worked a six hours on/six
hours off routine.
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The Chief Mate, M Mangilog, joined the ship in April for the first
time, and since then he had been to Port Botany three or four tines.
He had been at sea since 1976. In 1983 he gained a certificate as
"chief mate" and was pronoted to chief mate in 1985, since when he
had served on foreign flaﬂ shi ps under masters of foreign
nationality. Wile at anchor and in port he kept the six to twelve
watch in addition to his other duties.

The second mate, M Talens, had been at sea for about seven years and
had been second nate for about three years. He joined the Kouris in
Decenber 1988 and since that tine had served with three different
masters ﬁboard the ship. In port and at anchor he kept the twelve to
si x wat ch.

M Tschey had been chief engineer for about fifteen years nostly on
smal | container and cargo ships. He joined the "Kouris" in January.

M Kal ka, the gas engineer, had served three nonths on the "Kouris"
and was the only officer that had served on the ship before, having
served aboard for a total of eight nonths on previous tours of duty.

The second engineer, M Co, holds a Philippine license as chief
engi neer of any gross tonnage, issued in 1983. He had not sailed on
the "Kouris" before.

The working |anguage aboard was Engli sh.
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SEQUENCE OF EVENTS

The "Kouris" arrived off Botany Bay on 21 July 1989, wth a cargo of
progane from Westernport. The ship anchored off Bate Bay at noon

w th d aisher Light bearing approximately 2530 by 1.9 mles. The
vessel remained at anchor until a little before 2000 on the evening
of 23 July when the vessel proceeded to the Bulk Liquid Berth, Botany
Bay to discharge. The weather over this period had been good with

wi nds fromthe SSWand NWforce 2 (4-6 knots) to force 4 (11-16
knots). The "Kouris" had naintained its anchor position throughout

t he peri od.

The di scharge of cargo went according to plan and was conpl eted at
0540 on 24 July. The officers kept normal port routine with the
second mate finishing his watch at 0600 when he went to bed. During
the nmorning the ship took bunkers and stores. At about 0900 the
second nmate got up and tested the bridge equi pment. The draught was
recorded as 3.8 netres forward and 5.55 netres aft, giving a total

di spl acement of 3307.7 tonnes. The pilot enbarked and the "Kouris"
left the berth at 1042 in order to gas free before returning to Port
Botany to load a cargo of ethelyne for export.

At 1142 the ship anchored in approximately the same position as the
previous day with 6 shackles on the starboard anchor in 25 netres of
water. (Attachment 1) The ship's position was fixed by radar as Port
Hacki ng Poi nt bearing 2350 and 1.4 mles distant, approximtely

0.75 mles fromthe southern extrene of Merries Reef. The wind at the
time was blowi ng off shore, being westerly and averagi ng about 14
knots. Predicted high water at Botany Bay was at 1235 with a hei ght
above datum of 1.5 netres.

The master and chief engineer arranged that |ubricating oil, the fuel
oil, gear oil and hydraulic punps should be left running to ensure
that the engine could be started within a few mnutes of notice. The
Master had 1ssued oral orders to the two Mates on previous occasions
with regard to maintaining anchor watches, instructing themthat if
condi tions changed, such as swell direction or length, he was to be
informed. He issued no specific orders for this particular anchorage.

The second and chief mates adopted their usual anchor watch routine.
Both these officers understood that the engi nes were on the usual
notice of readiness of 20 to 30 mnutes. The two officers nonitored
channel s 13 and 16 VHF. The gas engi neer commenced inerting the tanks
with nitrogen, the two deck officers were not involved in this
operation. One other ship, the chem cal carrier "Stolt Azalea",was
also at anchor off Bate Bay, in a position about 0.35 niles SSW of
the "Kouris's" position.

At 1200 hours the second officer took over the watch. He recalled
checki ng the anchor position by radar with the point of |land north
east of Merries Reef bearing 017.50 and distance 1.27 mles. He

mai ntai ned a watch on the position throughout the afternoon using
radar on the six and twelve mle ranges. The ship's head during this
period ranged from between south to south west, in wi nds recorded as
southerly force 2 (4-6 knots).

The nmaster recalled hearing a weather forecast at a tinme he put at
1400, which referred to | ow pressure which in his understandi ng woul d
ass well to the south of the ship's position. He did not nention the
ulletin to the second mate.
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The anchor watch passed w thout incident. There was a donestic radio
fixed to the wheel house deckhead tuned to |ocal nusic programs, this
was probably on during the afternoon watch. As it became dark the
anchor lights and deck flood lights were switched on, as were al so
the lights in the wheel house.

The second nate recalled hearing a gale warning at about 1745, about
fifteen mnutes before he finished his watch. This would either have
been the routine forecast broadcast at the routine tine of 1748

t hrough Sydney Radio (Annex 2), or the gale marning i ssued by the
Bureau of Meteorology at noon and broadcast %y Sydney radio at 1300
(0300 UTC) and rebroadcast at 1348,1548 and 1748 (Annex |), which

read:
S| TUATI ON= NOON 24TH
LOW 10 OHPA 34.55/ 152E MOVI NG NORTHEAST | 0/ 15 KNOTS.
H GH 1034HPA 46S/ 160E ALMOST STATI ONARY

=FORECAST=
EAST TO NORTHEAST WNDS TO 35 KNOTS. ROUGH TO VERY ROUGH SEA
MODERATE TO HEAVY SWELL

WEATHER SYDNEY

He stated that his conprehension of the warning was limted,
understanding only that strong winds were forecast for later in the
night. He did not copy the warning down nor did he tell either the
master or chief nate of the broadcast.

At 1800 the chief mate took over the anchor watch. The second nate
entered the observed weather in the |log book, noting the baroneter at
1019 hPa, a tenperature of 130C and wind southerly force 2. Low

wat er was predicted at approxi mately 1836 with a height of 0.5 nmetres
above datum

The chief mate stated that he nonitored the VHF channels and

mai ntai ned a check on the anchorage position by radar, using the six
and three mle ranges. He did not take any visual cross bearings, or
use any marks or lights in transit. One of the VHF sets was set to
channel 13, nonitoring harbour control and the other to channel 16;
the domestic radio was tuned to a local nmusic station. The chief
mate could not recall hearing any weather forecasts issued through
the Port Control.

He did recall nonitoring possibly two weather bulletins, swtching
from VHF channel 16 to channel 67, though he could not recall the
time. He did not wite the forecast down, saying that he found the
delivery of the forecast was "very quick" and all he could recall was
mention of |ow pressure to the south. These coul d have been one of
two renewed gal e warnings issued by the Bureau of Meteorol ogy Sydney
and broadcast at 1900, repeated at 1912, and at 1948, repeated at
2148 and 2348. The bulletins he heard were apparently the sane, or
very simlar, so he did not monitor further forecasts on channel 67

The watch was generally uneventful. A seaman | ookout was on the

bri dge throughout the watch and the gas engi neer paid occasional
visits to the bridge. The chief mate recalled that the ship's head
t hroughout the watch varied from between south to south west, but
could not recall the master visiting the bridge during the evening.
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Captain Schluchter spent the afternoon nainly engaged in paper work
connected with the discharge of the propane cargo and the | oadi ng of
the next cargo, ethelyne. He had supper and watched tel evision. He
stated that at about 1930 he paid a visit to the bridge and
everything appeared nornal

At about 2000 the master and chief engineer both stated that they had
two or three beers together in the comunal ness. The master
recalled returning briefly to the bridge imediately before going to
bedlat gbout 2200. He left no witten night orders or supplenentary
oral orders.

The chief engineer paid routine visits to the en?ine room t hr oughout
the evening. He stated that all punps necessary for starting the
engi ne at short notice were running and the engine tenperature was
maintained at 40 to 450C. He paid his last visit to the engine room
at about 2200, before going to bed.

At about 2355 the second mate arrived on the bridge to relieve the
chief mate. He stated that he was well rested having gone to bed
imredi ately after his supper, and that he was not on any nedication
and had had no al cohol. The chief nmate mentioned the weat her warning
and told the second mate to be careful. The chief nate conpleted the
| og book intuiting that the anchor position was unchanged and
recording the wind as variable force 4 (11-16 knots). H gh water was
gredicte for approximately 0400 with a height of 1.5 netres above
at um

The second nate recalled that the sea conditions were still good and
t he weat her fine when he arrived on the bridge. He maintains that the
domestic radio was turned off, or with the volune turned right down,

t hough both the seaman | ookout and the gas engi neer recall nusic
being played. The second mate could not recall hearing any weather
bulletins at this time. He continued to nonitor the ship's position
relying on radar and he stated that could not recall seeing Q@ aisher
PPintdor Cape Bailey lights visually. The wheel house doors were

cl osed.

The gas engineer stated that he went to the bridge at frequent
intervals. According to himthe wind started to freshen before

m dnight, and some tine 'between mdnight and 0200 he was forced to
stop Inerting the ship because the sea water Pu I ntake, situated at
the turn of the bilge on the starboard side of the engine room was

l osing suction with the roll of the ship. He did not informthe
second nate that inerting operations had been suspended, as he
gonsidered that the second mate would not understand the reasons for
oi ng so.

At about 0200 or a little after the second mate |left the bridge and
went to the master's cabin to tell himabout the changed weat her
situation. The master, who preferred not to rely on tel ephones in
such circunstances but rather direct reporting, acknow edged the
report telling the second mate to informhiminmrediately should the
ship begin to "drift".
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According to the nmaster's statenent he put on a dressing gown, and
rather than go to the bridge other than in his nornmal day clothes,
went instead to the poop deck where he spent five to ten mnutes
observing the weather and sea. He noted that the ship was pitching
nore than at ten o' clock but at that tinme he detected no danger. As
far as he could determne the ship was riding to the wind in a
southerly direction. He stated that he then returned to bed.

The second nate continued to nonitor the ship's position by radar and
observed small variations in position, which he attributed to the
yawi ng of the ship at anchor. He stated that he used the six and
three mle ranges to check the position

At about 0315 the second nate realised that the ship had noved
approximately 3 cables (550 nmetres). He imrediately went to the
master's cabin and called himinformng himthat the ship was
drifting. The master instructed the second mate to call the chief
engineer. The chief mate was also called. On his way to the bridge
the master passed the chief engineer's cabin and told himthat he
required the engines immediately.

The master and chief mate arrived on the bridge within a very short
space of tine. The naster ordered the second mate and the seaman
forward to stand by the anchors. The seaman went to call the
Boatswain and within a few mnutes all three were at the w ndlass on
the forecastle. As soon as the chief mate arrived on the bridge he
was ordered to fix the ship's position and he found that the point of
land north of Merries Reef was then one mle distant. (Attachnent 2)

The radio officer, whose cabin is adjacent to the bridge wke up, and
realising through the noise and the ship's notion that sonething

m ght be am ss went through the bridge to the radio room informng
the master that he was avail abl e.

The chief engineer stated that on arriving in the engine room he

qui ckly checked and confirned that all the punps necessary for
starting the engine were running and that air was available for
starting the engines. He went to the engine local control, situated
on the starboard forward end of the engine casing, and first turned
t he engines over on air with the indicator cocks open to purge any
condensation. He stated that he closed the indicator cocks, started
the engine, adjusted the running speed to 300 rpmby the | ocal
throttle and then pushed the control |ever, at the side of the
control block, to allow transfer to the engine control room a
necessary procedure before handing over control to the bridge. The
engi ne had been running for about one m nute when the energency stop
activated and the engine closed down, he imediately went to the
engi ne control roon1?Attachnent 3) to check which alarnms were shown.
He stated that a nunber of alarns were illum nated which he
cancel l ed, before hurrying back into the machinery space to restart
the engine. At this time the master rang the control room asking if
the engine was ready.
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The rolling, pitching and general novenent of the ship by now was
apparently so pronounced that, w thout being called, the second
engineer, followed a short tinme later by the engine roomrating, went
to the engine room The second engineer stated that he arrived in
the engine room at about 0325. According to his account he saw the
chief engineer at the throttle control ready to start the main
engine, and that he went imrediately to check the indicator valves.
The chief engineer turned the engine over but the engi ne woul d not
start. The second engineer confirmed that all the necessary punps
were running and then noticed that the "Energency stop - Engine
Overspeed Light", situated on the forward nachiner% space bul khead
close to the starting position, was illumnated. The second engi neer
mai ntai ned that he reset the alarm by pushing the button and an
attenpt was made to start the engine a second tine, but that the air
pressure was | ow at about 10 bars so theg waited until the pressure
reached 30 bars and attenpted to start the engine again, but again
the engine would not start.

Then, according to the second engineer, the chief engineer went to
the control roomfor a short tine, when he returned he started the
engine, which was run at 300 rpm  The chief engineer then returned
to the engine control room but the engines failed soon after. The
second engi neer put the reason for the engine failure to the fact
that the ship was already aground.

On the Bridge at approximately 0325 it could be seen that the ship
was drifting beamon to a very strong southerly wind and the Master
was certain that the starboard anchor chain had parted. He _

i mredi ately ordered the port anchor to be dropped in a position wth
Port Hacking Point 225° by 1.5 mles. At about 0327 the port

anchor was let go to 2 or 3 shackles in the water with Port Hacking
Poi nt 220° b% 1.65 mles. The windlass g%psy continued to slip
despite the brake being hardened up so the anchor stopper was
aﬂplled. The second mate then radioed the bridge that he believed
that the port anchor had carried away and the nmaster ordered that the
wi ndl ass be put in gear and the cable retrieved to see if the anchor
was still attached. After a short period of heaving the end of chain
came through the hawse pipe w thout the anchor attached. At a tine
put at 0328 the bridge was informed that the anchor cable had parted.

At 0330 the master ordered the "general alarn sounded and that
| ifeboats should be prepared. The engine roomrating left the
machi nery space and nustered with the rest of the crew at boat
stations. At approximately 0335 the ship grounded in shoal water
close to Merries Reef.

Bet ween about 0320 and 0335 the naster nmade a nunber of calls to the
engine roomto try and find out how soon the engi nes woul d be ready.
The chief engineer answered, or was called to the phone on each
occasion. At no tinme did any of the individuals on the bridge hear
the engine start. The chief engineer stated that at some tinme shortly
before the ship first grounded the engine was started for the second
time, but it again closed down automatically when transferring
control fromthe nachinery space to the engine roomcontrol room

At about or a little after the tinme the chief engineer started the
engine for a second tinme he felt the ship come into contact with the
ground.
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At about 0338 the vessel cleared the shoal water off Merries Reef.
Shortly afterwards the engine was started successfully and at 0345
control was switched to bridge manoeuvring. The chief nate however,
reported that the rudder indicator showed 150 of starboard helm

The rudder could not be noved fromthe bridge, the master rang the
engine room control room and the chief and second engineers went to
the steering flat to try and operate the rudder fromthe sol enoids at
the enmergency steering position. By this time all crew who were not
invol ved on the bridge or in the engine roomwere at their boat
stations

By 0350 it was obvious that the rudder could not be noved and the
master used the engines as best he could in an attenpt to stop the
vessel from being driven ashore and to nanoeuvre the ship to safe
water. The ship was at this tine about 0.37 mles (680 netres) from
Cronul | a beach heading 310°. A radar fix was obtained with Port
Hacki ng Point bearing 202° and distance 2.2. mles.

At 0418 the ship made first contact with Cronulla Beach and the
engines were put full astern in an attenpt to free the ship. The
ship's head was still 310°. At 0436 the vessel was fast aground on
Cronul | a Beach heading 320° and a VHF radi o nessages was broadcast
to Sydney Port Control asking for tug assistance.

At 0454 the master rang "Finished with Engi nes".

The log of the | ookout station South Head records the first nessage
from"Kouris" at 0438 advising that the ship was draggi ng anchor
followed a mnute |ater b% a nessa?e that the ship was aground. The
Sydney Port Control has the time of the grounding as 0440, followed
by an entry for 0525 that the tug "Wona" was underway and that the
Botany Bay Authorities had been inforned.

Wien the "Kouris" grounded all ballast tanks were already full and
the ship had some 300 tonnes of heavy fuel oil aboard. The Master was
therefore unable to take on any nore ballast to keep the ship firnly
on the ground to mnimse novenent the ship. The master directed
that all crew should stay aboard the shinp.

Wien the "Wona" arrived a little after 0800 a rocket line was fired
to the ttKouristl and subsequently the ship's insurance wire was
secured. In attenpting to pull the "Kouris" clear the insurance
wre parted at 1006 and in a subsequent attenpt to secure a tow ng
line the "Wona" also grounded. The tugs "Wbnga" and "Manly Cove"
were despatched to assist. At 1610 25 July a line fromthe "Manly
Cove" was passed to the "Kouris" with the purpose of keeping the
ship's stern into the wind, to prevent the gas carrier broaching to.

Al'l ballast and fuel oil tanks were sounded fromtinme to time, and it
was established that no ballast or oil was being |ost, although the
engi ne room had been breached.

The inerting of the tanks, suspended at 0215 on 25 July was resuned
and conpleted that nmorning, in order to make the ship safe fromrisk
of fire and/or explosion.
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The Port Authorities set up a command post on Cronulla Beach and
el ements of the National Plan to conbat pollution at sea were put on
notice of stand by.

The ship refloated at 0345 27 July and after changing froman inert
atmosphere in the cargo tanks to a gas free atnosphere the ship
berthed in Sydney |ate that evening, to assess the danmage.

The ship subsequently sailed from Sydney to Newcastle where tenporary
repairs were made in Newcastle dry dock

The attenpt to salvage the "Kouris" is outside the terns of reference
of this report.
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WEATHER 24-25 JULY

The record of weather conditions experienced in the region of Port
Bot any and Sydney have been taken from wi nd speed and direction
readi ngs as recorded by "D nes" anenograph at Mascot (Kingsford
Smth) Arport and the Kurnell oil refinery, and from| og book
observations at South Head |ookout station

The trace from both the Airport, approxinmately 7 mles from Bate Bay,
and Kurnell, approximately 3.5 niles, show alnost identical w nd
force and direction patterns. For the purposes of this investigation
the Mascot airport trace has been used, as calibration of the

equi pment is recorded, and also Kurnell refinery is nore sheltered
from southerly w nds.

When the "Kouris" anchored at 1142 24 July the wind was fromthe
north west averagi ng about 14 knots with the occasional gust of 22
knots. From m dday the wind strength began to drop and by md
afternoon the conditions were cal mand remained so until

approxi mately 2020 when a westerly breeze set in for the next three
hours, averaging about six knots.

At approximately 2330 the wi nd backed 90° to becone southerly or
east of south and began to increase in strength. At m dnight, when

t he second mate took over the watch, the wind both at Mascot and at
Eurnell had increased to average of over 20 knots with gusts over 30
nots.

Bet ween m dni ght and 0200 the w nd averaged about 25 knots fromthe
south with the occasional gusts to 37 knots: at about 0216 a gust of
41 knots was recorded. From about 0250 to 0400 the general strength
of the wind increased, and while the average strength rose only
marginally the strength of the gusts becanme nore extrene with
f requent 3usts of nore than 40 knots and at 0318 a gust of 50 knots
was recorded. (Attachment 4) After 0500 the general intensity of the
gﬁnd Fbated but strong gusting w nds persisted into the afternoon of
5 July.

The Port of Botany maintains an off shore wave/swel |l buoy which
records average and maxi mum hei ght of waves and average period wave
In ten mnute periods. (Attachments 5 & 6) The buoy, in position
34° 02.6'S 151° 15.0FE, is situated 3.16 mles fromthe anchorage
position of the "Kouris". The record of wave height and period
reflects the change in wind conditions experienced. Wien the ship
anchored at 1142 the average swell height was approximtely 1.15
metres with maxi num hei ght of under 2 netres. From 1545 onwards the
swel |l height started to increase so that from 1900 to 2330 the
average swell height was in the region of two netres with peaks of 3
and sonetines 4 netres. The wave period increased al so. From 2330
onwards the swell height increased rapidly to average nore than 3
netres with peaks of between 5 and 7 netres. Between 0310 and 0320 25
July the average swell height was 4.22 netres wth nmaxi num swel |

hei ghts of 7 netres.
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The South Head Look-Qut station, nanned b% officers of the Maritine
Services Board, records the wind and weather conditions for each

hour. The | og book for 25 July shows that at 0000 hours the w nd was
westerly at 13 knots with showers and poor visibility. At 0010 a
specific entry was nmade under "remarks" noting southerly winds at 35
knots, there-after to 0500 hourly observations were recorded as south
(south southeast at 0200) 30 to 40 knots with showers or rain and
poor visibility.

Bet ween 1500 23 July and 0630 25 July the Sydney Bureau of

Met eorol ogy issued nine separate strong wind or gale warnings for New
South Wales coastal waters. These warnings were broadcast to

shi ppi ng through Sydney Radio on VHF channel 16 and medi um frequency
radio, and repeated routinely as is usual for weather and navigation
war ni ngs (Appendices). The Bureau al so issued seven ocean forecasts
over this period, which also were broadcast by VHF and M tel ephony
and radi o tel egraphy.

During the night of 24/25 July three ships were anchored to the north
of Sydney Harbour off Long Reef. At 0240 one of the ShIBS wei ghed
anchor and put to sea. At 0320 the Hong Kong registered bulk carrier
"Broonpar k" reported to Sydney Port Control that the ship was
dra?gin anchor. Subsequently the ship reported that it was having
difficulty starting its engines and that there was another ship, the
Korean registered "Captain Bougainville", dragging anchor fromthe
south towards the "Broonmpark". Both these ships eventually wei ghed
anchor and put to sea without mshap. The master of the "Captain
Bougai nville" reported that while at anchor his ship was rolling

| 0° to 15° and was pitching heavily into head seas and swell.

The tanker "Stolt Azal ea" al so anchored off Bate Bay noted protest 1
wth regard to the weather conditions experienced that night. At 0000
25 July the officer of the watch aboard the "Stolt Azalea" recorded
the wind as southerly force 8 (34-40 knots), in the ship's | og book.
At 0400 the estimation of the wind force was entered as force 9
(41-47 knots). At 0700 it was observed that the ship was draggi ng
anchor. At 0825 the master decided to put to sea and the anchor was
wei ghed at 0905. Damage was observed to the deck plating in the area
of the chain stopper and it was observed that one anchor fluke was

m ssi ng.

LA protest is a declaration, nade before a notary public, by the
master of a ship when danage may have been caused to his ship or
the cargo. The object is to record pronptly and in an authentic
formthe circunstances under which the danage occurred.
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OBSERVATIONS AND ANALYSIS
INTRODUCTION

The "Kouris" had been boarded on three occasions by surveyors of the
Department of Transport and Communi cations since April 1988. On 27
April and 8 Cctober 1988 inspections, known as Port State Control

i nspections, were carried out under the provisions of the Safety of
Life at Sea Convention 1974. Al so on 8 Cctober and again on 19
Novenmber Tanker Surveillance inspections were conpleted under a
voluntary scheme conducted in Australian ports. None of these

I nspections had reveal ed any deficiency of significance.

On inspection by the investigating officers the "Kouris" was found to
be wel | maintained. The remai ning anchor cable was visually inspected
and it was found that both cables had parted at stud |inks, the
starboard cable sone 21 netres fromthe anchor, and the port cable
approximately 16 nmetres fromthe anchor. The end stud |inks on each

cabl e showed no undue wear down and did not appear distorted in any
way. The remai nder of the cable appeared to be in good condition. The
chain | ocker was dry with a m ni num anount of mud 1n the bottom The

w ndl ass appeared to be well maintained.

Ext ensi ve bottom damage had been sustained by the ship with major
damage to the rudder and one bl ade of the propeller. There was no
apparent damage however, to the internal tanks or their supports

Al interviews were conducted in English, all those interviewed
appeared to co-operate fully with the inquiry, and except for the
reservations noted bel ow the interviewees appeared to answer the
questions fully and frankly. The various tines quoted can be taken as
aﬁprOX|nate only as all those interviewed were uncertain of tines and
there was no independent record of tinme.

The investigators did however note, a nunmber of discrepancies. The
chief mate "could not renember"” the master visiting the bridge
during the evening watch of 24 July. The second nmate's recollection
that the radio was either turned off or the volune turned right down
at and after 0000 25 July was contrary to the recollection of the
seaman | ookout and the gas engineer. It is quite nornmal to have a
donmestic radi o on under such circunstances and the investigators only
concern was that the volume of nusic nmay have been such that the VHF
and MF receivers could not be heard. The second engineer's
description of the attenpts to start the engine is apparently at
variance wth the chief engineer's statenent. He was al so unsure of
}inps,lhomever his general description of events appears to be

ogi cal .

These di screpancies may be put down to possible [ anguage difficulties
and nervousness at the unfamliar circunstances of the investigation.
However the investigators are cautious of taking sections of

i ndi viduals' accounts at face val ue.

The officers and crew of the "Kouris" had been involved in the
discharge routine of the ship. This would have invol ved the naster
and officers in prolonged hours of duty. The second nate stated that
he went to bed imediately after his evening neal, and felt well
rested when he relieved the chief mate at a little before m dnight.
Both the master and chief engineer had time in which to rest after
the ship anchored.
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THE ANCHORAGE AND THE ANCHOR WATCH

The tidal conditions in Bate Bay have been considered and any effect
as a factor in this investigation is considered to be mnimal.

The sailing directions for the |local area states that Bate Bay ".. is
exposed and of no use as an anchorage." The "Kouris" however

anchored outside the bay on a sandy bottomto the east of a |ine

bet ween Port Hacking Point and Cape Bailey in an area recomended to
Captain Schluchter by the previous master

The anchorage off Bate Bay is relatively sheltered fromw nds between
north, through west to south southwest and is probably no better or
wor se than any other open anchorage on the New South Wal es Coast.
Surveys by the Public Wrks Departnent of New South Wal es, Coast al
Branch, reveals the sea bed as being nostly sand but w th extensive
areas of rock shelf extending fromMerries Reef seaward about 800
metres and toward Osborn Shoal. Osborn Shoal is also a rock shelf.
Between the extremties of the rock shelves off Merries Reef and
Gsborn Shoal there is a gap of about 300 netres, which also has rock
outcrops. (Attachment 7) The nautical chart of the area, Aus 198
"Botany Bay and Port Hacking" on a scale of 1:25000, shows the

synbol for rock around the peripheries of Merries Reef and running
southwest. It also shows Gsborn shoal as a rock outcrop. (Attachment 1)

Wien the ship anchored the westerly wind was blow ng of f shore at
about 15 knots. Under these conditions the anchorage was safe.
Approxi mately six shackles (165 netres) of the eight shackles
avai l abl e on the starboard anchor were used. This put the ship's
briﬁge bet ween 190 netres and 215 nmetres fromthe position of the
anchor.

Both O ficers maintained a watch on the anchor position by radar
alone, they did not use anY transit marks or visual bearings. The
ship was just under 1.5 mles fromPort Hacking Point and just over a
mle fromthe point of land north east of Merries Reef used by the
second mate to fix the ship's position. The best range to keep a

cl ose watch on the ship's position would have been the 1.5 mle

range, or failing that, the 3 mle range

In his first interview the second nmate stated that he used the six
and twelve mle ranges to naintain a check on the anchor position.
At a subsequent interview he stated that during the nmorning of 25
July he used the 3 and 6 mle ranges. Radar range is neasured from
the centre of the screen and therefore on a radar screen of 300mm
diameter, when on the six mle range each nmile corresponds to 25 mm
of radius, and the nmovenent of the ship over 1 cable (185 metres)
woul d correspond to 2.5 mMm and on the three nile range 5 nm

2 Australia Pilot Volune Il, Sixth Edition 1982 , HVSO
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Gven the proximty of Cronulla it is highly probable that at |east
one set of transit marks were avail able by day and night. The ship
was al so equi pped with bridge mjn? repeaters and both d ai sher Poi nt
and Cape Bailey lights were visible as dedicated navigation aids as
wel | as other promnent features and lights within Cronulla. The
bridge wing repeaters were not used.

The "Kouris" was equi pped with two Hall stockless bower anchors each
of approximately 2.130 tonnes, each attached to 8 shackles (220
nmetres) of 40 mllinetre diameter high tensile steel (K2) stud chain
with a nom nal breaking |oad of 91.00 tonnes, |inked by Kenter
joining shackles. The "Kouris" anchored in approximtely 25 netres
of water on a sand hol ding ground with approxinately 165 nmetres of
cabl e between the hawse pipe and the anchor. The position of the
anchor was approxi mately 300 netres fromthe rock shelf extending
from Merries Reef. The British Admralty recomends that in such a
depth of water six shackles (165m of mld steel cable or eight
shackl es of "K2" cable should be used, being lighter for any given
strength3.  Assuming a vertical distance fromthe hawse Eipe to the
sea bed of 32 netres, when the cable was "up and down" the ship's
bri dge woul d have been sone 195 netres fromthe actual anchor
osition, and when the chain was bar tight the distance fromthe

ridge to the anchor would increase by 29 netres to approximately 220
metres. (Attachment 8) In such a depth of water the anchor cable
woul d make an angle of about |I° to the horizontal, reducing the
hol di ng power by approxinmately 55%4

Sand is considered a good holding ground. The "Kouris's" anchor
shoul d have had an approxi mate holdin power of 8.5 tonnes on hard
sag% educed to 4.7 tonnes by the 11° angle nade by the taut

cabl e.

Allowng for the trimof the ship and deflection of the wind by the
forecastle with the ship lying head to wind, the wi ndage area of the
"Kouris" is estimated as approximately 100 square netres . A 36 knot
wi nd woul d exert a steady horizontal thrust of about 2.2 tonnes,
while a 50 knot wind would exert about 4.2 tonnes6. Ships however
move at anchor, nost significantlﬁ yaw and sway, increasing the

wi ndage fromthe mnimum Wth the wind 30° on the bow, the
effective windage on the "Kouris" would be increased by a factor of
4.5 resulting in a horizontal thrust of 18.7 tonnes in 50 knots of
wind. Wth both ends of the cable imovably fixed, such a force in a
wi nd gust could exert a shock |load five tinmes the steady |oad, and
exceedi ng the nom nal breaking strain of 91.4 tonnes.

3. Agnbralt¥9ghnual of Seamanship, Vol 111 (1964), p.289, HVSO
4. 1bid,

5. AdniraPty Manual to Seamanship, Vol 11, (1967), p.335, HVSO
6. Australian Standard 1170.2-1989 "M ni num desi gn | oads on

structures: Wnd Loads", p.23
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It is not practicable to determ ne exactly where in Bate Bay or when
the starboard anchor parted. Assunming that the starboard anchor had
been enbedded in sand, it is probable that the anchor broke free
durlng a gust and was then dragged until it fouled on the rock shelf
extending from Merries Reef. (Attachment 9) (Once the anchor foul ed
on rock, wth the anchor stopper in place and the vessel noving at 2
to 3 knots, the cable would cone under stress in excess of its
breaking strain. \Wen the port anchor was let go the second mate
applied the anchor stopper as the w ndl ass gypsy brake was sli pping,
indicating that the anchor had taken snagged, placing a simlar
strain on the port cable, causing it to part also.

(Attachment 10)

Anot her possibility is that the cables were weakened in the | ength of
the first shackle. This could arise fromfatigue or a weakness in the
chain where the stud |ink may be displaced, possibly through
extensive use in nooring, and the breaking strain was reduced bel ow
the nomnal breaking strain of 91.4 tonnes. There was no indication
of such fatigue, nor evidence that the anchors were used extensively
inthis way. The condition of the cable | ocker was such that
corrosi on or some other cause would not seem probable. The cabl e had
not been surveyed since the ship was new. Being a "new ship" within
the classification society rules no cable survey was necessary until
the second conpulsory dry docking in 1993. Bearing in nind the damage
reported by the "Stolt Azalea" (pl5) cable fatigue is not considered
to be the probable cause for the cable parting.

Once the anchors had parted Captain Schluchter was wholly reliant
upon the proper operations of the engine and rudder. After the
"Kouris" had come into contact with Merries reef with the consequent

| oss of rudder control the Captain Schluchter's only theoretical
OEtion was to put the engines at full speed astern and hope that the
ship would cone up with its stern into the wind and clear the bay. No
criticismis nmade that he did not do this but rather attenpted to
manoeuvre the ship using the engines. The decision on the best
course of action i1n those circunstances and under those conditions
could only be nmade at the tine.

WEATHER AND SEA CONDITIONS

Wil e the stron? wi nd warnings referred to an area south of Bate Bay
both the Coastal and Ccean warnings were for areas adjacent to the
Bate Bay and deteriorating weather conditions could have been
expected. Perhaps nore inportantly the fact that the w nd woul d back
if the | ow pressure noved north or Bate Bay should have been realised
and a particular effort should have been nade to obtain up to date
weat her information. This could have been done by using the radio
officer to take schedul ed weat her broadcasts by w rel ess tel egraphy
or by careful nmonitoring of Sydney Radio.

The routine weather bulletin broadcast at 1148, as opposed to
specific strong wind or gale warnings, forecast southerly winds at 30
knots by nmorning for the Sydney area with increasing sea and swel |
hei%ht: The next schedul ed bulletin at 1748 forecast simlar

condi tions.
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Bef ore undertaking a voyage the second mate shoul d have conpl eted and
ticked all itens on a presai[in% check list, as required by Gernan
regul ations, by which the ship board routine was managed, 1ncluding a
decl aration which stated in English that:

"latest weather reports available". _ _
These weat her forecasts would normal |y be provided by the radio
officer. On this occasion the check I1st was not conpl eted and
?either the radio officer, nor any other officer, provided a weather
orecast.

The above observations are somewhat acadenic as no proper attenpt was
made to record, analyse or consider any weather forecast at any tine
on 24 or the early hours of 25 July.

The second nate called the nmaster at about 0200 25 July when he
becane concerned at the freshening wind. The naster stated that he
observed the weather fromthe poop deck and he considered that there
was no reason to be concerned. The anenograph readi ng from Mascot
Airport shows a lull in the wind between approxi mately 0208 to 0216
with wind gusts of 31 to 28 knots maxi num  Between 0200 and 0220 the
wave hei?hts was about 4.25 nmetres with a naxi num height in this
period of between 4.77 and 5.39 netres follow ng maxi ma of 6.81 in
the previous hour. The average wave height had increased by 1.5 to
2.3 netres fromthe tine he went to bed at 2200 24 July. The w nd
gusts and wave height increased in intensity thereafter, but the
second mate followed his instructions literally and despite worsening
conditions only called the master when the vessel started to drift.

It should be noted that during the hours of darkness neither officer
went to the bridge wing and both the bridge wi ng doors remained
closed; it is possible that the worsening conditions, particularly
after 0200, were not fully appreciated by the second nate.

The investigating officers accept that Captain Schluchter considered
his reasons for not going to the bridge as valid, however had he gone
to the bridge and discussed the situation nore fully he may have
realised that the ship was now riding at anchor to a |lee shore, in
deteriorating wind and sea conditions. In a subsequent subm ssion the
master stated that he had in fact given nore explicit instructions
than those stated at the original iInterview Wat ever the exact
words used the investigators are satisfied that the second mate
understood what his duties were.

It would be total hindsight to suggest that Captain Schluchter should
have put to sea at 0200, but the changed conditions were such that a
reassessnent of the situation shoul d have been undertaken.

Forecasting of weather is never precise but given the total
information availaole it was possible to anticipate a shift in the
wind and a deterioration in the weather. The information was not such
that any extreme winds were certain but sufficient to put an
experienced mariner on guard.
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ENGINES

At interviewthe master stated that it was arranged that al

auxiliary machinery required for starting the engine within a tine
frame of about five mnutes should be kept runnin%. The chi ef

engi neer stated that he considered the engine to be on normal notice
of readiness of half an hour, but the necessary auxiliary machinery
was kept running for an alnost imediate start as a precaution. As
far as the two deck officers were concerned the engines were on the
normal notice of between 20 m nutes and half an hour, but in fact the
engi ne was apparently on virtually instant stand by.

Wien call ed at about 0315 the chief engineer went straight to the
engi ne room and prepared to start the engine. He purged the
cylinders, turning the engine on air. The other two engineering staff
went to the engine roomsonme mnutes |ater wthout being called, the
notion of the ship being such that it was sufficient to cause
concern.

There are discrepancies in the account of events given by the chief
and second engineer. The chief engineer maintained that the engine
was started and run at 300 rpmon two occasions but failed when the
control was switched fromlocal to control room operation. The chief
engi neer estimated that it took about five mnutes fromthe tine of
arriving in the engine roomto the time he attenpted to swtch
control fromlocal operation to control roomoperation. It is
Brobable that the first attenpt to start the engine did not occur
efore 0325, followed by an attenpted restart after 0330. The chi ef
engi neer recalled feeling contact with the ground shortly after the
engine was started for the second tine.

The second engi neer stated that fromthe tine he arrived in the
engi ne room several attenpts were made to start the engine. Wen the
first attenﬁt failed he saw that the "Emergency Stop - Overspeed"
alarmwas showing a red light, which he reset. The chief engi neer
made a further attenpt to start the engine but the air pressure at
this tine was 10 bars and he had to wait until the pressure increased
to 30 bars. The next attenpt also failed, and followi ng this the
chi ef engineer went to the control roombriefly and when he returned
the engine was started successfully, but only ran for a few minutes

The chief engineer naintained that on his initial inspection there
was sufficient air in the bottle, which previous tests showed
sufficient capacity for 12 starts. It could not be established how
much air was contained in the bottle before the first attenpt to
start the engine at about 0325 on 25 July. The investigators are
satisfied that there was sufficient air pressure to turn the engine
at he first attenpt.

The chi ef engi neer subsequentlg submtted that the conpressor for the
air start bottle was on stand by at all tinmes and that should the
pressure in the bottle drop bel ow a predeterm ned | evel the
conpressor would cut in automatically. He felt that it was unlikely
that the air pressure was in fact 10 bars as recalled by the second
engineer. The air pressure for the air start bottle is maintained by
a conpressor which automatically cuts in when the bottle pressure
falls to 20 bars. The mnimumair pressure required to start the
engine is 12 bars. The air start bottle does have a line leading to a
rec,cing valve which in turn supplies air for the control system The
control system however has its own conpressor and air fromthe start
bottle is only used when the control conpressor is out of conm ssion.
There is no evidence that air pressure could have been |ost through
the control system
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On 23 August extensive trials were conducted to attenpt to sinulate
the circunmstances under which the engines failed. These trials were
supervi sed by the Departnent of Transport and Conmuni cation's Senior
Marine Surveyor in Newcastle and assisted by a fellow surveyor. Every
conmbi nation of control comands, with the exception of the "EnerPency
stop - Overspeed Alarm unit were tested and no comnbination resulted
in the engine stalling. The engine design was such that a series of
safety interlocks protected the engine fromany overload and

mai nt ai ned the engi ne speed at an appropriate |evel.

There woul d apFear to be five possible explanations with regard to
[

the engine failure:
(1) an intermttent electronic fault that had not appeared
previously

(i) the first failure was due to an electronic nmal function and
by the tine the second attenpt was nmade the ship's

o propel | er had already foul ed Merries Reef _

(iii)  the "Energengx St op- Overspeed control” was operative
Wi t hout the Cnief Engineer noticing the warning |ight

i V) there was insufficient air pressure to start the engine

V) a conbination of the above.

The di screpancy between the second engineer's account of starting the
engi ne and that of the chief engineer can be explained if the chief
engi neer started the engine soon after arriving in the machinery
space at about 0320. It is possible that the second engi neer and the
engi ne roomrating had not reached the engine roomby the tinme the
chief engineer made the first attenpt to start the engine. Al though
the air pressure for starting the engine was probably above 20 bars
when the first attenpt was nmade to start the engine, it is possible
that the air ﬁressure had fallen as recalled by the second engi neer
by the tine the second attenpt was nmade to start the engine.

Gven the circunmstances of the "Kouris" at that tinme, the ship's
movenent and the urgency of the noment, it is quite possi bl e that
either or both air pressure and the overspeed al armwas overl| ooked.

It is apparent that the failure of the rudder reported at about 0350
masfcaused by contact with the sea bed in the shoal water off Merries
Reef .

SHIP ORGANISATION AND WATCHKEEPING

Wil e the working | anguage aboard was English, the ship used | og
books common to ships of the Federal Republic of Germany. The col um
headi ngs in the deck and engi ne room | og books at the tine of the
incident were in both English and German. The instructions in the
preface to the | og book were however in German only with no English
transl ation. The preface contains extracts from Regul ati ons rel evant
to the | og book, details of entries to be nade, nmatters relevant to
the engine installation and engine room|og book, other relevant |aws
and conventions and the recording of births and deaths. The two
previous | og books covering the period 1 January to 3 July were al so
In the sane format. The Filipino officers could not understand oral

or witten German.
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It was stated that ships managed by Hartnmann Schiffahrts, including
the "Kouris" nornally carried | og books with an English preface
containing extracts fromthe Safety of Life at Sea Convention, the
Col i sion Regul ations, Load Line Convention, Standard of Training
Certification and Wat chkeepi ng Convention and space for
Omer' s/ Master's supplenentary orders. This formof |og book was
supplied imediately the owners realised that the "Kouris was not
carrying such a |og book.

Nei ther Captain Schluchter nor, according to the two mates, the
Erevious two masters of the "Kouris" had issued standing orders or
ept any specific night order book. Neither of the two Mates had seen
or signed any- standing orders or procedural guidelines under previous
Masters, nor had they seen an English preface containing standing
orders, aboard the "Kouris". The Conpany had not issued any specific
witten standing orders to the ship, however nasters were intervi ewed
on taking conmand and informed and advi sed of any devel opnents or
requirenents by circular letter

Captain Schluchter had issued oral orders and both officers stated
that they understood their duties. These verbal orders were

suppl emented by night orders either witten on the chart, |oose
paper, or delivered orally.

|t appeared to the investigating officers that the ship was operated
by the master, chief engineer and gas engineer and the chief mate
could not be considered a "second In command”. The junior officers
(including the chief mate and second engineer) and crew fulfilled
only routine roles. I n the opinion of the investigating officers
this was due to the difference in nationality and that the common

| anguage aboard was not the native Iangua%e of any of those aboard,
ci rcunst ances under which the chief nate had served since 1985. In
the energency that arose the master, and to a degree the chief

engi neer, appeared to consider that they had to act alone, and could
not rely on any support. There was a fallure of general conmmunication
fromthe master down and fromthe officers up, and, in this instance
specifically in regard to engi ne readi ness, the gas freeing
operation, weather reports and the weather situation

The chief and second nate, despite their years served at sea,

appeared to |lack the level of experience expected. Neither seened
concerned to obtain and update weather forecasts, despite being in an
exposed anchorage. Their reliance on radar only to nonitor the
ship's position when anchored relatively close to shoal water, and
their failure to use transit marks, which would give the quickest

i ndi cation of the ship dragging anchor or drifting, also suggests an
i gnorance of practical seamanship skills.
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FINDINGS

The Cypriot liquefied gas carrier "Kouris" cane into heavy bottom
contact in shoal water off Merries Reef at about 0335 on 25 July
1989, disabling the ship's rudder and sustaining extensive bottom
damage. Through being unable to steer and manoeuvre normally as a
result of the rudder damage the ship grounded on Cronulla Beach at
aﬁproxinately 0438. The cause of the contact with Merries Reef and
t he subsequent grounding are as foll ows:

1. the starboard anchor carried away under a shock load in
excess of its nomnal breaking |oad.

2. the failure to maintain the engine in a running condition
when first started between approxi mately 0325 and 0330; this
failure may have been due to either:

(a) an intermttent failure in the engine control system

or:
(b) human error in failing to recognise the need to cancel
t he "Energency Stop - Engine Overspeed" control and/
or ensure sufficient air supply to start the engine.
3. the failure of the port anchor cable at approxi mtely 0327
t hrough the sudden | oad put on a short scope of cable when
t he cabl e stopper was anIied with between 2 and 3 shackl es
paid out in approxinmately 20 netres of water.

QG her factors contributing to the grounding were

4. The failure by the Master, Chief Oficer and Second O ficer
to obtain weather forecasts and strong wind and gal e
war ni ngs.

5. The failure of the Master at 0200 25 July to appreciate the
significance of the wind shift and that the ship was anchored
to a lee shore. _

6. The general |ack of communication and understandi ng of
responsibility by the officers aboard.

7. Captain Schluchter used six shackles of cable rather than the
ei ght shackl es theoreticallx required in 25 netres of water.
Had he used ei ght shackl es he would have used the total
| ength of cable available to himand had none in reserve. The
investigating officers are satisfied that the use of six
shackl es under the conditions prevailing on the afternoon of
24 July was reasonabl e.

8. In not allowng the crewto |leave the ship Captain Schluchter
reduced the risk of injury to the crew and ensured that the
ship had sufficient crew when the IlKourislW refl oated.

9. In conpleting the inerting operation of the cargo tanks the
risk of fire or explosion was mnimsed, thus protecting life
and property.
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ATTACHMVENT 5
BOTANY PORT APPROACH WAVE RECORDER BUQY

Offshore Buoy Pos’n 34° 02.6’s 151° 15.0’E

Time ht. ht. Tp Time ht ht Tp Time ht ht Tp
24/7 max - av 24/7 nMax av 25/7 mBAX av

11:00} 2.00 1.12 +6.64 13:000 3.60 1.96 8.85 00:001 3.44 2.49 9.15
11:10]1 2.00 1.12 &.2% 18:104 3.60 1.79 9.G5 00:10} 4.29 2.63 5.65
11:20] 1.83 1.10 9.24 18:20] 3.34 1.75 9.19 00:20] 4.27? 2.03 9.1?
11:30f 1.75 1.12 ©5.53 ¥4:30f 3.15 1.84 9.58 00:30f1 4.47 2.55 6.17
11:40] 1.99 1.15 6.63 13:40] 3.15 1.87 9.59 0J:401 5.07? 2.94 5.45
11:501 1.93 1.13 6.¢7 18:50] 3.23 1.87 9.47 0J:50] 5.09 3.03 8.C5
12:00) 1.78 1.05 6.62 19:00] 3.23 1.80 9.64 01:20f 6.81 2.94 7.39
12:104 1.73 1.03 +6.63 19:10] 2.66 1.02 9.73 01:10f 6.01 3.07 7.53
12:20f 1.86 1.02 6.75 19:20] 2.66 1.82 9.07 01:20) 6.23 3.13 7.34
12:30f 1.8% 1.02 6.54 19:30f4 2.90 1.83 9.85 01:30] 6.23 3.33 8.45
12:‘0' 1.75 1.038 60.69 19:60' 3.11 2.03 9.83 0‘:‘0‘ 5.23 3.37 8.23
12:50] 1.75 1.13 7.04 19:50] 3.23 2.19 9.87 01:50f 5.23 3.3; 9.13
13:004 1.74 1.13 7.16 20:00] 4.02 2.24 9.71 02:90f s5.07 3.41 9.11
13:10}4 2.27 1.14 7.13 20:10§ 4.05 2.09 9.55 02:10] 4.77 3.33 9.C«
13:201 2.27 1.13 §.#81 20:20] 2.93 1.83 09.53 02:20] 5.39 3.33 9.23
13:30) 1.94 1.11 7.:25 20:30] 4.47 1.91 9.63 02:30] 6.04 3.76 9.72
13:401 1.95 1.08 6.8&7 20:40)1 4.47 1.93 9.74 02:401 6.22 4.03 10.01
13:50] 2.0s 1.11 6.E3 20:50] 3.00 2.10 9.&5 02:5001 6.73 3.95 10.05
164:00{ 2.05 1.13 7.37 21:30] 3.60 2.12 9.63 03:004 6.79 4.05 10.02
12101 1.84 1.14 7.53 21:10] 3.60 1.83 9.86 03:10} 7.17 4.21 10.12
164:20] 1.8¢6 1.11 7.13 21:20] 3.02 1.89 9.52 03:20% 7.17 4.23 10.22
14:304 1.8% 1.14 7.47 21:300 3.02 1.93 9.67 03:30f 6.30 4.40 10.23
16:"00] 1.82 1.11 8.27 21:‘0' 2.94 2.0‘ 10.05 03:‘0' 7.66 Lab?9 1C-L?
14:50f 1.0 1.15 9.22 21:50] 2.94 1.95 9.63 03:504 3.74 4.69 10.01
15:200 1.90 1.13 8.82 22:20] 3.03 1.79 9.19 04:00f 0.74 4.64 9.864
15:100 1.71 1.17 8.8&% 22:10] 3.92 2.11 9.17 04:10} 6.71 4.53 1C.<2
15:201 1.80 1.23 &.51 22:20} 3.92 2.03 9.37 04:201 7.35 4.B3 1C.5¢6
15:30' 1.80 1.1%) 9.27 ZZ:}OI 2.76 1.83 0.66 0‘:50' 9.33 4,84 10.42
15:‘0' 2.00 1.29 9.42 22:40' 3.13 2.01 9.64 0‘:60' 9.33 .60 1C.24
15:501 2.00 1.39 9.37 22:501 3.19 1.95 9.80 04:50] a.71 4.95 1C.%)
16:001 2.13 1.43 9.53 23:301 3.47 1.94 9.82 05:501 a.71 5.13 1C.23
10:10] 2.23 1.41 9.51 23:10i 3.47 1.98 9.63 05:10| 7.70 4.94 1C.4
10:201 2.23 1.41 B.41 23:201 3.16 2.00 9.43 05:201} 9.00 4.92 1C.23
16:331} 2.41 1.53 B.45 23:30| 3.36 2.19 9.17 05:30' 9.C2 5.45 1€.13:
16:40] 2.50 1.59 9.00 23:40] 3.35 2.25 B.8S ;05:40) 8.63 5.75 10.63
15:501 2.50 1.60 8.80 23:50) 3.43 2.37 9.14 105:50] 10.43 5.57 1C.52
17:001 2.83 1.66 8.23 106:00) 10.48 4.9y 9 .91

17:104 2.83 1.69 8.13
17:201 2.76 1.77 B8.25
17:301 2.76 1.71 8.64
17:401 2.35 1.71 8.59
17:501 3.35 1.8« B8.40
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COVPARI SON  OF ANEMOGRAPH
AND WAVE RECORDER BUOY DETAILS

ATTACHVENT 6

PORT OF BOTANY WAVE SYSTEM
( RECORDED EVERY TEN MINUTES )
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Attachment 10
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At t achnment
PARTICULARS OF SHIP
Name .. ... Kouri s
Port of Registry .................. Li masso
Flag ... Cypri ot
Ofircial Number ................... 708528
Call Sign ... ... ... . P32
dassification Society (Number) ... Germanischer Lloyd (30602)
Aass ... + OO AAE3
Length overall .................... 81.95 netres
Registered length ................. 74.99 netres
Breadth  ....... ... ... ... ... .. ... 13.60 netres
Moul ded depth ....... ... .. ... .... 9.30 netres
Summer Freeboard .................. 2.165 netres
Maxi mum draught ................... 7.17 netres
G oSS tonnage . ... 2935
Regi stered tonnage ................ 881
Total cargo volume ................ 3260.65 cu netres
Engine ....... ... ... MMM 8 cyl i nder
POWer ... . 2573 kW
Keel laid ......................... 1982
Year of Launch .................... 1983
Regi stered Omers ... ... ... ... ..., Maxi ne Shi pping Co Ltd,
Li massol
Certificates valid to:
Cargo Ship Safety Construction . . . . 30.11.93
Cargo Ship Safety Equipnent ....... 8.3.90
Cargo ship Safety Radiotel egraphy 13.3.90
International Load Line . . . . . .. . ... 8.3.93
Fitness for Liquid Gases in Bulk . . 30.11.93
Ol Pollution Prevention . . . . . . . . .. 30. 11. 93

Noxi ous Liguid ... ............. ..., 31.5.89

11
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APPENDICES
WFATHER INFORMATION AND FORECASTS
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Appendi x 1

WEATHER INFORMATION

Routine weather broadcasts are issued by Sydney Radio (Call sign VIS)
by radi o tel ephony on VHF and Medi um frequency radio at 1148 (0148
UTQ), 1748 (0748UTC), 0348 (1748UTC), 0548(1948UTC) and 0748
(2148UTC) on the foll owi ng frequencies:

CaIIin? Li st eni ng

Channel / Frequency Channel / Frequency
VHF 16 67

MF 2182kHz 2101kHz

MF 4125k Hz 4428. TkHz

Strong w nd and gal e warni ngs are broadcast on recei pt of the nmessage
by telex fromthe Bureau of N@teorology and repeated after the first
"silence" period, and thereafter at 48 mnutes past every odd hour.

Routi ne broadcasts by wireless tel egraphy are issued on 50kHz at
1918 (0918UTC) and 0848 (2248UTC). | e warnings are issued on
receipt, repeated after the first silence period thereafter and
repeated every two hours at 18 mnutes past every even hour.

Weat her forecasts for high seas areas are transmtted through HMS
Harman (VI X), Canberra, every 4 hours comencing at 0330.

In addition to these broadcasts there is also a facsimle forecast
servi ce through the Bureau of Meteorol ogy, Ml bourne. Between 1500 23
July and 0630 25 July the Bureau of Meteorology issued 9 strong w nd
or gale warnings for New South WAl es Coastal waters. These warni ngs
are broadcast by Sydney radio through their coast station at La
Perouse, Sydney on VHF Channel 16 and thiun1Frequen&% radi o. They

al so i ssued seven ocean forecasts over this period, ich al so were
broadcast by VHF and M- radi o and by radi o tel egraphy.

The areas affected by these coastal forecasts were areas south of
Port Kenbla and the ocean forecasts for areas to the east and south
of Botany Bay.



- 40 -
Appendi x 2

WEATHER FORECASTS

Coastal weather forecasts issued through Sydney Radio extend fromthe
NSW Queensl and border to Gabo Island and are divided into seven
areas, which extend 60 mles to seaward. Bate Bay is covered by two
areas of the Coastal forecast, Sydney Coastal Waters and Illawarra
%aﬁ_t al Waters, the boundary between the two areas being Port

cki ng.

At 1748 on 23 July the follow ng coastal weather forecast was
broadcast through Sydney Radi o:
Sydney Coastal Waters, Broken Bay to Port Hacking

Vr ni ngs: ni |

W nd: Northeasterly, tending southeasterly 20 knots on Monday
Sea: 1 nmetre rising to 2 nmetres

Swell: 1 netre

Weat her: Patchy rain easing to showers.

II'lawarra Coastal Waters, Port Hacking to Uladulla
Warning: Strong wind warning current, south of Port Kenbl a

W nd: Nort heasterly 15/20 knots, turning south to southeast and
increasing to 20/30 knots tonorrow

Sea: 2 metres rising to 3 netres in southeasterly

Swell: 1 netre rising to 2 netres in southeasterly

Weat her: patchy rain easing to showers.

A further forecast was broadcast at 0348,0548 and 0748:
Sydney Coastal Waters, Broken Bay to Port Hacking

War ni ngs: ni |

W nd: Tendi ng sout hwest to southeast 15/20 knots
Sea: 1 metre rising to 2 nmetres

Swell: 2 metres

Weat her: Patchy rain easing to showers.

II'lawarra Coastal Waters, Port Hacking to Uladulla
Warning: Strong w nd warning current, south of Port Kenbla
W nd: Sout hwest 15/20 knots, increasing to 20/30 knots south of

Port Kenbla
Sea: 2 metres rising to 3 netres
Swel | : 2 nmetres

Weat her:rain easing to showers.

At 1148 Sydney Radio issued the follow ng forecast:
Sydney Coastal Waters, Broken Bay to Port Hacking
Var ni ngs: Strong wi nd warni ng current

W nd: West to southwest to 20 knots at first turning southeasterly
by tonight and increasing 30 knots by the norning

Sea: 1 netre rising to 2 netres to 3 netres by the norning

Swell: 1 nmetre rising to 2 netres tonorrow norning

\Weat her: Rain peri ods.

Illawarra Coastal Wters, Port Hacking to Uladulla
Warning: Strong w nd warning current

W nd: Sout hwest to 25 knots, turning south to southeast tonight and
increasing to 30 knots

Sea: 2 rising to 3 netres

Swel | : 2 netres

Weat her:rain periods.
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Synoptic Situation: 2100 24/07/1989

Hgh in south Tasman Sea. Low Centre just south of Now a.

New South Wl es Coastal Waters:

Warning: A strong wind warning is current south of Port Stephens
Wnd: Westerly to 15 knots in north, southwest to 20 knots central
south to southeast to 30 knots in south becom ng south to south east
t hroughout overnight, 30 knots up to nmid north coast and 25 knots
nor t hwar d.

Sea: 1l metre in north rising 2 to 3 netres in south and extendi ng
northward slowy.

Wather: rain south fromthe Hunter. Showers devel oping northward

t onorr ow.

Appendi x 2

The forecast for 1748 24 July:
Sydney Coastal Waters, Broken Bay to Port Hacking
Vr ni ngs: Strong wi nd warni ng current

W nd: West to southwest to 20 knots at first turning southerly
toni ght and increasing 30 knots by the norning

Sea: 1 netrerising to 2 netres to 3 netres by the norning

Swell: 1 metre rising TV 2 nmetres tonorrow norning

Weat her: Showers devel opi ng.

II'lawarra Coastal Waters, Port Hacking to Uladulla
Warning: Strong wind warning current to Point Perpendicular and a
gal e warni ng south of Point Perpendicul ar

W nd: Sout hwest to 25 knots in north to 35 knots in south, turning
south to southeast tonight and easing to 25 knots tonorrow
afternoon

Sea: 2 rising to 4 nmetres in south abating to 2 netres throughout
tonorrow afternoon.

Swel | : 2 metres

Weat her : Shower s
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Appendi x 5

SUBMISSIONS ON DRAFT REPORT

On 13 Septenber a final draft report was sent to the naster, mate,
chief engineer, second engineer, second mate and to the Australian
| egal representatives of Hartmann Schiffahrts. Al were invited to
make any subm ssion on the draft report within four weeks, a period
| ater extended upon request to 30 Cctober 1987

Wiere the subm ssions were corrections of fact the text has been
altered accordin?ly. Wiere any part of a subm ssion was consi dered
relevant to the findings the text was altered to reflect such

subm ssion or is summarised bel ow.

Mr Mangilog (mate)

M Mangilog referred to page 24 and the inpression gained that the
ship was effectively run by the master, chief engineer and gas
engineer, and that the mate could not be considered as a second in
command. This observation "depressed" the mate, who pointed out that
the ship could not be run wi thout the support of the Filipino
officers and crew. The investigators stand by the inpression gai ned.
This in no way reflects upon the actual conpetence of either the mate
or sec?Pd mat e, but upon the apparent attitudes of those on board the
ttKourisll.

M Mangilog also referred to the coment on the failure by the

wat chkeeping officers to take transit or visual cross bearings to
ensure that the ship naintained its position. He maintained that the
failure to use these techniques did not cause the grounding. The

i nvestigators consider the report's observation and analysis as valid
and th%} reference to the apparent |ack of experience should be

retai ned.

Master and chief engineer.

Nei t her the master and chief engineer wish to raise any objection or
coment in any other way on the draft report submtted to them This
shoul d not, however, be taken as indicating that either the master or
the chief engineer are in agreenent with the findings of the report.

Owner®"s managers
The owner's nmanagers of the vessel have no objections to the report.

In so far as the report may be seen as critical of the managenent of
the vessel, they do not agree with such findings
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