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OUTLI NE OF | NCI DENT

At or about 1625 E.S.T. 25 March 1987, the Panamani an regi stered vessel GREAT
BRI SBANE of 6020 gross tons, on passage from Sasebo, Japan, to Thevenard,
South Australia, via Brisbane, and the Australian registered fishing vesse
NAOM MARU of 41 gross tons bound fromlocal fishing grounds to Eden, New
South Wales, were in collision.

The collision occurred off Geen Cape, New South Wales, approximate position
37°25'S, 150°09'E.

GREAT BRI SBANE suffered minor indentation to the hull, paintwrk was scraped
and there was mnor damage to the accommodation | adder platform

NAOM MARU was holed in way of the stem with danage extending into the deck
about 1% metres, the bulwark on the port side being damaged for about 2-3
netres with the capping on the starboard bulwark damaged for about 2 netres.
Sonme ingress of water occurred due primarily to forcing weather when

under way. Mast stays were broken which tenporarily displaced the mast.

The Master of GREAT BRI SBANE was unable to establish proper VHF contact with
NAOM MARU and resumed passage when believing NAOM MARU was proceedi ng

normal ly for port.

NAOM MARU returned to Eden.

ASS07P0502



AUTHORI TY TO CONDUCT | NVESTI GATI ON

On 26 March 1987 Captain David Carlton, an officer of the Federal Departnent
of Transport was appoi nted under section 377A of the Navigation Act 1912 to
undertake a Prelininary Investigation into the circunstances of the collision
between the ship GREAT BRI SBANE and the fishing vessel NAOM MARU in the
vicinity of Lat. 37° 16'S, long 150° 20'E on 25 March 1987, and why the GREAT
BRI SBANE failed to stop and render assistance

* (See Note)

S

N.B. The position of the collision given in the Authority to Conduct
Investigation was,that received in early reports of the incident and
consequently differs fromthat ultimately concl uded
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PERSONS | NTERVI EVED

EXPERI ENCE OF RELEVANT PERSONS

Hui - Chun Sun, Master, - Hol der of Certificate of Conpetency as Master
GREAT BRI SBANE (Ccean Going) over 1600 GRT - Pananm

34 years sea-Qgoi ng experience
14 years as Master
Age 49
Yen-Pin Ling, Chief Oficer
GREAT BRI SBANE Hol der of Certificate of Conpetency as Chief Mte
over 1600 GRT - Pananma (al so Taiwan)

17 years sea-going experience

6 years as Chief Mte

Age 43
St ephen Warren, Skipper - Hol der of Master Class V, Maritime Service Board
NAOM MARU - NS W

8 years fishing experience

2% years as Ski pper

Age 22
Al so: -
M. Tian-Ww Shev First Engi neer GREAT BRI SBANE
M. Frank Vella Deck Hand NAOM  MARU
M. John MRory Deck Hand NAOM  MARU
M. Leslie Warren Ski pper NAOM B
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BASI S OF | NVESTI GATI ON

GREAT BRI SBANE was i nspected on 28 March 1987 at Thevenard before and while
| oading gypsum  NAOM MARU was inspected on 2 April 1987, at Eden, awaiting
repairs.

The following report is based on information gained fromformal interviews,
statenents, log book entries, other documentary records and tel ephone

conver sati ons.

A base tine has been adopted for the purposes of the report and is, unless
otherwi se stated, the tine as given for GREAT BRISBANE with tinmes given in
respect of NAOM MARU adjusted accordingly. Al tines quoted are in Eastern
Standard Tine
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DETAI LS OF VESSELS

a) GREAT BRI SBANE
Oficial Nunber

Port of Registry/ Home Port

Nationality
Onners

Agent s
Bui | ders

Date of Build
Ship type
Engi ne

Power

G oss Tonnage
Net Tonnage
Sunmmer Deadwei ght
Length

Breadt h

Dept h

Sunmmer  Dr aught

CERTI FI CATES

Loadline Certificate

Safety Construction
Certificate

Saf ety Equi prent
Certificate

Safety Radi otel egraphy

Certificate
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MBLS

Panama

Pananani an

Orchid Shipping S A

R, Phin Shipping (Ceduna)
Hashi hana Shi pbui | di ng Co.
1977

CGeneral Cargo

6 cyl. Kobe Hatsudoki
4413 kw

6020

4172

10119 tonnes

120.92 netres

18.34 netres

10. 05 netres

7.761 netres

| ssued 15 May 1986 by NKK -
expires 22 March 1991

| ssued 15 May 1986 by NKK -
expires 22 March 1991

I ssued 1 Decenber 1986 by NKK
- expires 22 March 1988

| ssued 11 March 1987 by NKK -
expi res 10 August 1987



DETAILS OF VESSELS (CONTI NUED)

b) NAOM MARU
Oficial Nunber
Home Port
Nationality
Oaners

Place of Construction
Date of Build
Ship Type
Engi ne

Power

G oss Tonnage
Net Tonnage
Length

Breadt h

Dept h

Certificate
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317266
Mel bour ne
Australian

Leslie and Denise Wrren
Bi rkenhead S. Australia
1948

Fi shing Vesse

6 cyl. Gardner

135 BHP

41.87 tons

29.83 tons

15.88 netres

4.94 netres

2.74 netres

Vessel surveyed 11 Novenber
1986 as 'VALDA S in
Tasnmani a. |ssue of
Certificate of Survey pending
rectification of deficiencies
and notification of change of
ownership (25 Novenber 1986).
As of 27 May 1987 no
certificate had been issued
Previous survey certificate
expired 4 Novenber 1986



SEQUENCE OF EVENTS

GREAT BRI SBANE was bound from Sasebo, Japan, to Thevenard, South Australia,

for a part cargo of gypsum calling at Brisbane for bunkers.

Bunkering was undertaken on 23 March 1987 and the vessel resuned the voyage to
Thevenard having departed Brisbane with a maxi mum draught of 4.80 netres.
Reports of the vessel's progress were routinely forwarded to Sea Safety
Canberra under the AUSREP scherme.

NAOM MARU, in the conpany of NAOM B, sailed from Eden at approxi mately 0130
on the nmorning of 25 March bound for the fishing grounds east of the
continental shelf off Eden. Lines were set and the vessels drifted to the
south over the period of the nmorning and became separated. By about 1500 the
lines were hauled and NAOM MARU was set on a course of VW by nagnetic
conpass (C) for Green Cape at an estinated speed of 8 knots. The vessel was
placed in automatic steering and the Skipper stated that, at that tine,
outriggers were brought into use for the rigging of trolling lines - one from
each outrigger - one fromaft - for the homeward run and that a fishing shape
was |eft rigged.

At noon, 25 March, GREAT BRI SBANE recorded and reported the ship's position as
36°27's 150°43 E, course 204°(T), speed 14 knots. Wather was good with a
south-easterly breeze force 3, and a noderate swell. Visibility was good

The Second O ficer, Kuang-Liang A, was in charge of the 12-4 navigation

wat ch, and he maintained this course throughout while speed picked up due to
the effects of a southerly set. The vessel was in hand steering, being the
Master's stated practice on coastal passages, and the radar was operating.

At sone stage shortly before 1600 a small fishing boat was observed off the
port bow of GREAT BRI SBANE crossing from port to starboard. The wind had
shifted to northeast force 4 while swell had declined and visibility renained
good. At 1600 the Second O ficer handed over the navigating watch to Chief

O ficer, Yen-Ping Lin, and alerted himto the presence and apparent actions of
the small vessel on the port bow. Course renmmined 204°T

The Skipper of NAOM MARU stated that, at 1600, two hands were below in the
forecastle galley when he noticed an ocean-going vessel to the north of his
position, at a distance he estinmated as 5 - 6 mles, on what he felt to be a
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southerly course which would take the vessel clear astern of NAOM MARU. No
further observations of this vessel were made by him and NAOM MARU remai ned
in automatic steering on a course of WNW(C) until an estinmated 10 seconds
before the collision, speed continuing at the stated 8 knots up to this
time. He stated that on no occasion did he hear any sound signal from any
ot her vessel.

The Chief Oficer of GREAT BRI SBANE stated that, at 1600, he began observing
the small vessel to port through binoculars. He estimated the relative
position of the small vessel to be approximately 5° on the port bow at a
distance of 2 mles. His estimated heading for the vessel was 325°(T). He
further stated he observed no fishing shape. No conpass bearings were taken
of the vessel either at 1600, or later, to nonitor risk of collision. He made
no reference to any use of radar to determine collision risk. The Chief

O ficer stated that at, or about, 1611 he gave one short blast on the ship's
whi stle and ordered 20° starboard rudder to bring the vessel on to a nore
westerly course due to the perceived collision risk. The noise of the whistle
alerted the Master of GREAT BRI SBANE, Hui-Chun Sun, who proceeded directly to
the bridge and took charge of the navigation. The new course was stated to be
250°(T) and the Master's estinate of the small vessel's distance about 1

mle. He continued to observe with binoculars but stated he failed to see
anyone on board. As the vessel continued to close, the engine was ordered on
Standby at about 1622.

The Master stated that, at 1622, the wheel of GREAT BRI SBANE was pl aced hard
to port in an attempt to throw the stern clear of the small vessel.

NAOM MARU col i ded with GREAT BRI SBANE under the port quarter of the latter.
GREAT BRI SBANE recorded the time of collision as 1625. NAOM MARU esti mated
the tine as 'about' 1620. GREAT BRI SBANE suffered minor indentation to shell
plating and scratched paintwork. NAOM MARU had bow danmage all owi ng ingress
of water and nmast stays were broken, displacing the nast.

The Master of GREAT BRI SBANE stated that he stopped the engine at 1625 and
continued to turn to port observing the small vessel where three figures were
seen to enmerge onto the deck. Direct V.H F. contact on Channel 16 was
attenpted but was unsuccessful. Although bow danmage to the small vessel was
observed it did not seemto stop its engine and appeared to be heading for the
shore.
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On NAOM MARU, deck hands Frank Vella and John MRory had come up from bel ow
and, over the ensuing few mnutes, a large degree of confusion existed. The
engi ne was not stopped but stated by the Skipper to have been brought back to
idle. No V.H F. was fitted to NAOM MARU and other fishing vessels were
raised using marine CB radio. The crew stated no-one was observable on the
bridge of the ocean-going vessel. No-one used the whistle, or pyrotechnics,
nor were any other neans used to attract the attention of the ocean-going
vessel . Danmge was assessed and the mast re-secured. Attenpts to establish
firmand continuing contact with the ocean-going vessel through a third party,
Leslie Warren, Skipper of NAOM B, on VHF were unsuccessful. It was felt that
the vessel was not intending to stop or conmunicate properly and in
consultation with NAOM B, between 1630 and 1640, it was decided to attenpt a
return to Eden unassisted. The Skipper naintained that the ocean going vesse
nmust have altered course after his observation at 1600

The Master and Chief Oficer of GREAT BRI SBANE stated they continued observing
the small vessel which they thought was still proceeding unhindered for the
shore at full speed and, since no clear contact by VHF had been established
and no other signal given, they considered the small vessel was experiencing
no serious difficulties. The engine was rung Full Away at 1635 and the
passage was resuned.

The fishing vessel LOCH EL, which was known to be operating some miles further
to the south, was contacted by the Skipper of NAOM MARU on marine CB radio
and requested to intercept the ocean-going vessel for purposes of

i dentification. No attenpt was made to contact the vessel by LOCH EL on
V.H F. and identification was visual, when the scrape towards the stern of
GREAT BRI SBANE was not ed

NAOM MARU proceeded back to Eden using punps to renpve the ingress of water

t hrough the hol ed bow section and was securely berthed by the evening of
25 March.
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OBSERVATI ONS

NB In these observations, as with the subsequent conclusions, the Rules
referred to are the International Regulations for Preventing
Collisions at Sea, 1972

CGENERAL

The collision occurred between two power-driven vessels underway in a crossing
situation. |If, as was stated, NAOM MARU, was displaying a fishing shape, it

was inproper to do so and in direct contravention of Rule 26(e) as trolling is
specifically excluded frombeing terned 'fishing' within the meaning of the
Rules. This fact did not seemto be understood by the skipper of NAOM MARU
and denonstrated a | ack of understanding of the Rules.

NAOM MARU did not have |og books, movenent books, charts nor other records of
the progress of the vessel or how its navigation was conducted. GREAT

BRI SBANE di d have such records. It would appear, however, that tinmes after
1600 until Full Away were recorded after the collision and were based on

recol | ections of events.

BEFORE THE COLLI SI ON

I nconsi stencies are apparent in the estinates of the Chief Oficer of GREAT
BRISBANE with regard to the course, distance and relative bearing of NACOM
MARU at 1600 when such estimates shoul d have placed NAOM MARU across the bow,
past and clear, by 1611. He conceded that judgenent was 'by eye' and no
conpass bearings were taken in spite of the fact bridge wing gyro repeaters
were convenient. Radar was also available for use.

The Chief O ficer gave no clear reasons for his actions which he timed as

1611. Action taken under Rule 18(a)(iii), to avoid a fishing vessel engaged
in fishing, would be inconpatible with his assertion that no fishing shape was
seen by him Alternatively, there is an inconsistency in respect of the

stated 14 minute tine lapse up to collision if action was being taken under
Rule 17(a)(ii) and NAOM MARU, as a fishing vessel not engaged in fishing, was
perceived to represent a collision risk and did not appear to be taking
appropriate action under the Rules. | f doubt existed concerning NAOM MARU s
intentions, in the latter instance, an obligation existed under Rule 34(d) for
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GREAT BRI SBANE to indicate such doubt by giving five or nore short and rapid
blasts on the whistle. This was not done.

The Chief Oficer's recollections of events and actions aboard GREAT BRI SBANE
are not consistent. He maintained that NAOM MARU was on his port side at the
time he altered course and that he altered to 250°(T). The relative courses
and speeds of the two vessels preclude these stated conditions both being net
yet the vessels still collide. Reconstructions can be exam ned using both the
gi ven courses and speeds and nore general approximations. These indicate
that, if it is accepted NAOM MARU was on the port side of GREAT BRI SBANE
before the alteration of course then, whatever tine the alteration took place,
the collision would not have occurred had there been a positive alteration to
250°(T) on GREAT BRISBANE. The collision can then best be explained by there
being a series of smaller alterations on GREAT BRI SBANE cul minating in 250" (T7)
or by a lesser alteration taking place

It is conceded by the Skipper of NAOM MARU that no observations of GREAT

BRI SBANE were made after 1600 and the ship remained unseen until about 10
seconds before inpact. He assessed, at 1600, that GREAT BRI SBANE woul d pass
astern of himand it appears there was failure to nonitor whether

ci rcunstances had changed for any reason and thus no proper |ookout was kept,
as required by Rule 5. He renmined unaware of the devel oping collision risk
and his obligations under Rules 15 and 16 to keep clear. The fact that his
assessnment had been correct at 1600, were GREAT BRI SBANE to maintain its
course and speed, is largely fortuitous due to it being based on scanty
information, in contravention of Rule 7, and totally ignoring the possibility
of changing circunstances. H s course and speed were maintained throughout.
The Master and Chief Oficer of GREAT BRI SBANE contend no-one could be seen on
NAOM MARU before collision

It is stated that no whistle signal was heard on NAOM MARU. |f the Chief

O ficer of GREAT BRI SBANE did, as clainmed, signal at 1611 - since collision
did not occur for a further 14 minutes - then the vessels would have been 3 or
nmore nautical mles apart at the time. Typical audibility range of ships

whi stles does not normally exceed 2 nmiles and the slight north-east breeze
woul d have only a margi nal effect.
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THE COLLISION

NAOM MARU, in conparative terns, a small nanoeuvrable vessel, struck the
GREAT BRI SBANE under the latter's port quarter after about three-quarters of
that vessel's length had crossed the bow.  GREAT BRI SBANE woul d have occupied
the entire forward view from NAOM MARU at this tine.

The name and port of registry of GREAT BRI SBANE was prom nently displayed on a
4 x 1% metre section of the port quarter within 15 metres of the point of

inpact yet the skipper of NAOM MARU failed to identify GREAT BRI SBANE at this
time, identification not being made until the interception undertaken by

LOCHI EL.

Both vessels position the collision differently. GREAT BRI SBANE i ndi cated, by
chart, that the incident occurred 152® (T) x 10.5' from Green Cape, this
general Iy concurring with the evidence of the vessel's progress as shown by
that chart, before and after the event, and is taken as being nore accurate
than that given by NAOM MARU. The Skipper of NAOM MARU positioned his

vessel as ESE(C) of Green Cape in 71 fathons (1263(T), 71 fathons) but offers
no supportive information. H's positioning was based on his assertion that he
was steering WWNC) directly for Green Cape and that his echo sounder

indicated 71 fathons. This appears to be the course set after long-1lines were
haul ed an hour or so earlier, indicating no account being taken of any
southerly set. There is no indication course was adjusted prior to collision
and, effectively, set would lend itself to explaining the disparity.

AFTER THE COLLI SION

The skipper of NAOM MARU stated that the engine was cut back to idle, while

the other two crew nenbers were uncertain about the status of the engine.

The Skipper and crew of NAOM MARU clained they coul d see no-one on the bridge
of GREAT BRI SBANE after the collision and inferred that the bridge may have
been unattended for sone time prior to the collision. This inference is

i nconsistent with the Skipper's other claimthat GREAT BRI SBANE nust have
altered course after 1600 - a fact not in dispute. In addition, both the
Master and Chief Oficer of GREAT BRI SBANE described the act of three men
appearing on the deck of NAOM MARU. This is consistent with the nunber of
crew aboard the vessel
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The crew of NAOM MARU cl ai m that GREAT BRI SBANE rmade no attenpt to stop. The
Master and Chief Oficer of GREAT BRI SBANE state that the engine was stopped
at 1625 and Full Away rung at 1635, while no other engine novenent is
indicated. The engine roomlog of GREAT BRI SBANE shows a | ower revolution
count for the P.M 4-8 watch of 25 March which is consistent with the engine
havi ng been slowed or stopped for some period. It does not appear consistent
with a stop of 10 minutes as revolutions were only SOS | ess than the nean
revol utions of the two adjacent watches and typical revolutions per mnute
woul d be 160- 165.

No agreenent exists on how VHF communi cation was conducted. Considerable
confusion, apparently heightened by feelings of crisis, seens to have dictated
events. Leslie Warren, Skipper of NAOM B, felt he had received an abusive
response upon his maki ng contact with GREAT BRI SBANE whil st relayi ng nessages
on behalf of his son on NAOM MARU. The Master of GREAT BRI SBANE confessed to
a personal state of anxiety follow ng the incident and, not realising NAOM
MARU had no V.H F. he was nmistaken in his belief he was talking to soneone
aboard NAOM MARU. The Master of GREAT BRI SBANE cited broken reception as the
reason for ceasing active use of the V.H.F. and just maintaining a |istening
wat ch.

There was no consensus on NAOM MARU as to the tine scale of events after
collision, up to attenpting the return to Eden. Variation of estimate by the
three crew was fromno delay to 15 minutes delay. This would place the time
of proceeding for Eden between 1625 and 1640. The Chief Oficer and Master of
GREAT BRI SBANE stated that NAOM MARU continued to proceed for the shore and,
at 1635, Full Away was given on the engine and passage resumned.
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CONCLUSI ONS
| find that:

L If both vessels had maintai ned course and speed collision could not have
occurred

2. The Chief O ficer of GREAT BRI SBANE contributed to the collision in that:
a) He did not comply with Rule 7 as he

(i) failed to use all available neans to determne risk of
coll'ision

(i) failed to make proper use of radar equipnent; and

(iii) made assunptions on the basis on scanty information
b) He failed to namintain course and speed, in contravention of Rule
17(a)(i).
ol Having elected to take action , he failed to conply with Rule 8

as the action taken
(i) was not positive

(i) was not |arge and readily apparent, or was a series of smal
al terations; and

(iii) did not result in passing at a safe distance

The Chief Officer stated he saw no fishing shape on NAOM MARU so had no
reason to consider it was engaged in fishing, or to act as if it was. Wen
course and speed should have been maintai ned an unnecessary and i nappropriate
alteration was made which created a collision risk where none had previously
exi st ed.
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3. The Master of GREAT BRI SBANE, after action had been initiated by the
Chief Oficer, also contributed to the collision in that:

a) He made assumptions on the basis of scanty information, in
contravention of Rule 7 (c).

b) He failed to conply with Rule 8 as he:
(i) did not take positive action;

(ii) did not slacken speed or take the way off the vessel, to
avoid collision or allownore time to assess the situation.

4, The Ski pper of NAOM MARU contributed to the collision in that:
a) He failed to naintain a proper |ookout, in contravention of Rule 5.

b) He al so made assunptions on the basis of scanty information, in
contravention of Rule 7(c).

c) When GREAT BRI SBANE became a crossing vessel he did not conply
with Rule 15 and failed to keep out of the way for a vessel on
his own starboard side.

d) He did not conmply with Rule 16 through failing to take early and
substantial action to keep well clear.

Al though his 1600 assessnent, that GREAT BRI SBANE woul d pass clear,
appears correct, there was failure to nonitor the situation and act
appropriately when it changed.

5. The stated display of a fishing shape by the Skipper of NAOM MARU when
not engaged in fishing concedes a contravention of Rule 26(e) but,
whet her it was displayed or not, as it was not seen by the Chief O ficer
of GREAT BRI SBANE, it was unable to influence his actions and did not
contribute directly to the collision.

ASS07P0502



- 16 -

6. By virtue of the 1958 Geneva Convention on the Law of the Sea, the Master
of GREAT BRI SBANE and Ski pper of NAOM MARU had equal obligations to
render assistance to the other vessel, after a collision and, where
possible, to informthe other ship of the nane of his own ship, her port
of registry, and the nearest port at which she would call.

Nei t her the Master of GREAT BRI SBANE nor the Skipper of NAOM MARU fully
stopped their vessels in order to communicate effect ively when contact by
radio was unsuccessful. They subsequent ly failed to exchange names or
other relevant information. No attenpt was nade by either party to

assi st the other although subsequent events suggest that no assistance

was required.
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