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SUMMARY

On 21st September 2012, the MV “Huelin Dispatch” was proceeding from St
Peter Port in Guernsey towards Alderney Harbour, Island of Alderney. The vessel
struck a charted rock, “Pierre au Vraic” located approximately 1.8 nautical
miles southwest of Alderney, approximate position 49°41’ N 002°16.9’W
(see Appendix 7.1).

The crew were mustered on the bridge and assigned various tasks. Checks made
showed that the vessel suffered water ingress in the bow thrust compartment.
The vessel de-ballasted three ballast tanks, the no. 1 or Forepeak and the nos.
2 P & S, the foremost double bottom tanks.

The vessel was successfully refloated on the rising tide. Following further
checks it was established that the Forepeak tank was also breached. The Master
decided to proceed directly to Falmouth the nearest repair facility with a
drydock.
The vessel arrived at Falmouth on 22nd September 2012 and entered drydock
on 24th September 2012.
There were no crew injuries or reported cargo damage.

FACTUAL INFORMATION
2.

FACTUAL INFORMATION

2.1

Vessel Details
Vessel Name:

MV “Huelin Dispatch”

Flag:

Ireland

Vessel Type:

Port of Registry:

Construction:

General Cargo Ship (Damen Combi Coaster)

Dundalk

Steel

Year Hull:

2005, Ukraine

I.M.O. Number:

9518218

Beam:

12.500m

Year Commissioned:
Length Overall:
Summer Draft:
Depth:

2012, Holland
88.900m
5.425m

7.000m

Summer Deadweight: 3,748m.t.
Gross Tonnage:

2,597

Net Tonnage:

1,460

Classification:

Lloyds Register of Shipping

Managers:

Lee Shipping Company Ltd.

Master:

Capt. Frank Allen, Blackrock, Co. Louth

Service Speed:
Registered Owner:

Safety Management:
Safe Manning:

11 knots

Dundalk Shipping Co. DSC Ltd., The Moorings,
Marlmount, Blackrock, Co. Louth
Bureau Veritas

8 persons as per Flag State stipulations

2.1.1 The vessel is a coastal type general cargo ship, equipped for the carriage of
containers. The vessel has a single cargo hold with accommodation and
machinery spaces located abaft the hold. Weather deck protection is provided by
steel pontoon type hatch covers, operated by travelling gantry crane, mounted
on the hatch coamings.
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2.1.2 The vessel is well equipped with a modern bridge layout. There is a centreline
control console with two watch keepers chairs. Both watch keepers positions are
fitted with ARPA Radar and ECDIS displays. The main engine, steering controls and
VHF radios are set in an extension of the console between the chairs. The working
chart table is on the extreme starboard side of the wheelhouse and the main
radio station is on the port side (see Appendices 7.2, 7.3 and 7.4). All electronic
navigation aids are by Furuno.
Electronic aids include items such as:

2 X ARPA Radar display units

2 X ECDIS chart plotters

Fluxgate compass – can be set to either gyro or magnetic headings
Autopilot with tiller steering

Bow thrust controls

Engine controls (bridge control) with instruments

Steering motor controls

2 X Furuno GPS 150 units, separate feed

Furuno Doppler speed log, set to read speed through the water

2.2

Voyage Particulars

2.2.1 The vessel had just entered service with Huelin Renouf Shipping Ltd. of Jersey.
The vessel was to provide shipping services between Southampton, Jersey,
Guernsey and Alderney.

2.2.2 The type of service is best described as a liner or perhaps feeder service.

2.2.3 On the date of the incident the vessel had called to St. Helier, St. Peter Port and
was proceeding towards Alderney Harbour.

2.2.4 There was a crew of 8 on board.
2.3

Type of Casualty

2.3.1 The vessel grounded on a charted rock.

2.3.2 The incident occurred on 21st September 2012 at approx. 18:40hrs, BST.

2.3.3 The position of the incident was approx. 1.8 nautical miles south west of Alderney
Island, in position 49°41’ N 002°16.9’W.

2.3.4 Weather conditions were good with daylight, good visibility and weather was not a
significant factor. However, there is a very strong tidal current in the area.
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2.3.5 The vessel’s ECDIS system was malfunctioning and the Master was navigating
using paper charts and GPS for positions.

2.3.6 The incident occurred towards the end of a long day, with the Master effectively
on duty from 03:30hrs until the incident occurred. The vessel was heading for its
third port of the day.

2.3.7 The Master was on watch and navigating the vessel. He was also the owner of the
vessel.

2.3.8 The vessel had to be withdrawn from service pending hull repairs. A replacement
vessel had to be chartered in for the duration of the repairs.

2.3.9 There were no crew injuries or reported cargo damage.
2.3.10There were no reports of pollution.

2.4

Emergency Response

2.4.1 Approx. 5 minutes after the grounding the Master contacted Alderney Coastguard
to notify them of the incident, by making a “PAN PAN” call on VHF channel 74.

2.4.2 23 minutes later, Alderney Coastguard tasked the Alderney Lifeboat (Royal
National Lifeboat Institution).

2.4.3 The lifeboat was on scene in 9 minutes.

2.4.4 When the vessel refloated and checks made to establish the damage were
completed, the lifeboat was stood down by Alderney Coastguard, approx. 54
minutes later.

2.4.5 With the decision to proceed towards Falmouth, Alderney Coastguard advised
Brixham Coastguard of the situation. The vessel was instructed to make regular
contact with Brixham Coastguard until it arrived safely at Falmouth (see
Appendix 7.5).
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NARRATIVE

Note:For the purposes of this report, all times are stated in British Summer Time, which
is UTC/GMT + 1 hour.
3.1

3.2

3.3

The vessel was delivered to her owners in or around 14th September 2012 in
Holland. The vessel proceeded to Southampton where it was due to enter service
with Huelin Renouf Shipping Ltd. There were a total of 8 crew on board, as
stipulated by the Flag State.

At Southampton the vessel spent some time preparing for service, including
undergoing training of the crew. The vessel was inspected by the Maritime and
Coastguard Agency during this time, under the auspices of the Paris Memorandum
of Understanding, commonly referred to as Port State Control. Some deficiencies
with respect to familiarisation were noted and rectified during this time.

The following time line was developed, taking information from the vessel’s
charts, Deck Log Book and a report issued by Alderney Coastguard.
20.09.2012

21.09.2012

08:00hrs

17:55hrs
21:00hrs

03:30hrs
06:50hrs
07:18hrs

11:18hrs
11:55hrs
12:10hrs
14:15hrs
16:45hrs

17:55hrs

18:05hrs
18:15hrs
18:22hrs
18:30hrs
18:35hrs
18:40hrs

18:45hrs
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Commence work. Spent day training new crew and
loading cargo and rectifying deficiencies noted by MCA.
Depart Southampton. Pilotage and watch duties.
Master off watch.

Master called for approach to St. Helier.
Vessel berths at St. Helier.
Assisting shore technician with repairs to hatch cover
gantry crane.
Complete crane repairs.
Complete loading cargo.
On bridge for departure.
On bridge for arrival St. Peter Port.
On bridge for departure from St. Peter Port. Remained
on watch.
Vessel clears the “Roustel” channel, heading north east
from St. Peter Port. The course is set at 033°T, the
autopilot is engaged.
Position plotted on chart.
Position plotted on chart.
Position plotted on chart, change of chart in use.
Position plotted on chart.
Last position plotted on chart.
Vessel strikes Pierre au Vraic and becomes fast. Crew
mustered on bridge. Position 49°41’ N 002°16.9’W.
Alderney Coastguard notified of incident.

Cont.
18:50hrs

19:00hrs

19:07hrs
19:16hrs
19:22hrs
19:43hrs

19:52hrs
19:55hrs

20:05hrs

20:10hrs
20:35hrs
22.09.2012

3.4

3.5

3.6
3.7

24.09.2012

20:40hrs

07:50hrs

NARRATIVE

Alderney Coastguard placed Alderney Lifeboat on
notice for immediate readiness.
Vessel notifies Alderney Coastguard that no water
ingress found.
Lifeboat tasked to position of incident.
Vessel reports bow thruster room flooded.
Alderney Lifeboat alongside casualty.
Vessel completes de-ballasting operation and reports
no further ingress noted.
Coastguard radar shows vessel movement.
Vessel confirms it is safely afloat and clear with no
further ingress noted.
Vessel confirms bow thruster compartment flooded,
area isolated and of decision to proceed to Falmouth
at reduced speed.
Alderney Lifeboat stood down.
Vessel gives ETA for Falmouth of 06:00hrs, on 22nd
September 2012.
Alderney advises Brixham of situation.
Vessel berths at Falmouth.

Vessel enters drydock.

The vessel had two navigating officers, in addition to the Master. Neither of
these officers were available for interview. As the Master was on watch at the
time of the incident, it is considered they would have little to contribute. The
Mate is described as Mate/Relief Master. He has local knowledge and Pilotage
Licences for the Channel Island Ports (Alderney Harbour is vessel specific so
Licence was not valid for this voyage).

The Master was interviewed on board the vessel in Falmouth on 1st October
2012. The Master held an Irish Certificate of Competency, number COCO 5687,
issued by the Marine Survey Office, with a date range of 20.04.2004 to
19.04.2009. The Certificate was revalidated on 19.04.2009 and valid until
18.04.2014. The Master also held a Certificate of Competency as a GMDSS
General Operator, number 724, issued by the Marine Survey Office and valid
from 08.03.2004 until 07.03.2009. The Certificate was revalidated and valid
until 06.03.2014.
The vessel departed St. Peter Port with a forward draft of 2.70m and an after
draft of 3.7m. On clearing the “Roustel” the autopilot was engaged.

Although fitted with ECDIS, the vessel was relying on British Admiralty paper
charts. The charts for the route had been transferred from another vessel in
the fleet, MV “Huelin Endeavour”, the vessel serving the route prior to the MV
9
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3.8

3.9

Cont.

“Huelin Dispatch”. The paper charts in use were British Admiralty Charts nos. BA
3653 and BA 60. The charts were corrected to date. The rock was clearly marked
on the chart and that it dries at 1.2 metres above chart datum. The height of the
tide at the time of the incident was about 1.67m and there was less than 0.6m of
water over the top of the rock. In addition, the rock was encircled in pencil on
the chart and was highlighted. Courses were marked permanently on the charts
(see Appendices 7.6, 7.7 and 7.8).

Tidal flows for the area are based on High Water Dover. There are very strong
currents in the area, generally running NE or SW with a maximum rate of approx.
6.8 knots. The predicted tides for the period show that they were close to spring
tides:
HW
LW

15:15hrs
22:40hrs

6.7 metres
1.0 metres

The course laid out was 033°T with the vessel passing approx. 3 cables to
eastward of the rock. The intention was to approach Alderney Harbour from the
west passing through a strait called the Swinge.

3.10 The current edition of the Admiralty Sailing Directions, NP 27, was on board and
examined. In Chapter 11, the approaches to Alderney from south-south-west are
covered in section 11.157. The recommended course to clear Pierre au Vraic to
eastward is wait until a line of bearing of 057°T is established between the SE
side of Fort Clonque and the Tourgis beacon (see Appendix 7.9).

3.11 The vessel’s ECDIS was not performing correctly and the Mate/Relief Master was
attempting to rectify the problem. Positions were plotted by transposing data
from the GPS display to the chart. No secondary checks such as radar
observations, or visual bearings were used.
3.12 The vessel was being conned from the starboard side of the bridge, using the
starboard radar unit and a chart set out beside him on a chart table set against
the fore part of the wheelhouse (see Appendix 7.10).

3.13 The vessel suffered structural damage in way of the no. 1 ballast tank (Forepeak)
and the bow thruster compartment. It is understood that approximately 10
tonnes of steel had to be replaced.
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ANALYSIS

4.1

The Mate/Relief Master was employed because he held Pilots Licences for all
three Channel Island Ports.

4.2

4.3

4.4

4.5
4.6
4.7
4.8

Alderney Harbour issues two types of Pilots Licence, one is called a General
Pilots Licence and the other is called a Special Pilots Licence. The Harbour
Master has confirmed that the Mate/Relief Master held a Special Pilots Licence,
but that it was vessel specific. He had not been issued with a Licence for the
MV “Huelin Dispatch”. It was further confirmed that the incident occurred
outside the “Compulsory Pilotage Zone” (see Appendix 7.11).

The procedures followed after the incident were taken directly from the
vessel’s ISM manual. The training worked and there were no personal injuries
incurred. The Mate was tasked to sound all compartments on the vessel,
including the cargo hold. The Engineer was tasked to check the Engine Room for
signs of water ingress. It was established the Bow Thrust Room was flooded and
it was sealed off. The ISM manual refers to using VHF channel 16, the distress
channel or channel 74 under the DSC system (see Appendix 7.12 and 7.13).

Once the situation was properly assessed, the vessel issued a “PAN PAN”
message on VHF channel 74. Alderney Coastguard was alerted. It was considered
that, with a rising tide, the vessel could float off. The Master de-ballasted the
nos. 1 (Forepeak) and 2 port & starboard double bottom tanks to lighten the
vessel at the bow. At this stage it was found that the no. 1 or Forepeak tank
was also breached.

In accordance with the ISM procedures, the Master was the Designated Person
Ashore. However, as he was actually in command of the vessel, the Deputy
Designated Person Ashore was notified of the incident.

The failure of the ECDIS system meant that the data was not recorded and
available to the investigator.

The Master’s period of rest was interrupted at St. Helier, when he worked with a
shore technician solving a problem with the ship’s travelling gantry crane. He
was on duty from 03:30hrs until the time of the incident, some 13 hours later.
The passage through the “Swinge” (the western side of Alderney) is subject to a
strong tidal flow. There are very few navigation aids, such as buoys or
lighthouses. The vessel has a service speed of 11 knots. The current, at 6.8
knots, would have considerable effect on set and drift experienced. There was
insufficient attention paid to this fact. There are no lighted marks or other aids
to assist a Master in determining a vessel’s position.
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Cont.

The person with the best knowledge of the area through which the vessel was
travelling was engaged in non-navigational duties.

4.10 Taking the eastern route would have added approx. 7 miles to the voyage
between St. Peter Port and Alderney Harbour. However, there is more sea room
and the tidal currents are not as strong. Both the owner and charterer will have
to consider if the time saving benefits are worth the risk to the vessel and crew.
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CONCLUSIONS

5.1

The incident occurred due to an error in navigating the vessel. In considering the
causes the investigator has noted:
5.1.1 Operational pressures on the Master, the owner of a new vessel, a new
crew and planning a first voyage.

5.1.2 There was an electrical failure that used part of the Master’s rest period
in St. Helier.

5.2
5.3
5.4

5.1.3 There was an electronic failure of the vessel’s ECDIS system.

For a vessel that is not familiar with the waters it would be better to approach
the Island from the eastern side, as there is more open water.

Insufficient consideration was given to the effect of set and drift in an area
where it is known that there are strong tidal currents.

The change from one chart to another prevented a long term assessment of the
course made good. The last three positions plotted were to the west of the
course line.
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6.1
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SAFETY RECOMMENDATIONS

The bridge team for the MV “Huelin Dispatch” should receive bridge resource
management training and training in the use of ECDIS.

APPENDICES
7.
7.1

LIST OF APPENDICES
Large scale print from electronic chart showing “Pierre au Vraic”.

7.2

Photograph of chart table on bridge, faces forward.

7.4

Photograph of control console in centre of wheelhouse.

7.3

7.5

7.6
7.7

7.8

7.9

7.10

7.11
7.12

7.13

Photograph of control console section being used by Master.

Photograph of vessel in drydock, Flamouth.

Photograph of chart BA 60, showing course line and last two positions
of vessel before incident.
Tidal stream diagram on chart BA 60 for 2 hours after HW Dover.

Tidal stream diagram on chart BA 60 for 3 hours after HW Dover.

PAGE
16

17
18

19

20
21

22

23

Photocopy of NP 27, The Admiralty Sailing Directions, page 364,
section 11.157.

24

E-mail message from the Harbour Master Alderney Harbour Authority.

26

Photocopy of chart in use, taken on board vessel.
ISM Incident Report Form.

ISM procedure check list for “flooding”.

25

27

28

15

APPENDIX 7.1
Appendix 7.1 Large scale print from electronic chart showing “Pierre au Vraic”.

16

APPENDIX 7.2
Appendix 7.2 Photograph of chart table on bridge, faces forward.

17

APPENDIX 7.3
Appendix 7.3 Photograph of control console section being used by Master.

18

APPENDIX 7.4
Appendix 7.4 Photograph of control console in centre of wheelhouse

19

APPENDIX 7.5
Appendix 7.5 Photograph of vessel in drydock, Flamouth.

20

APPENDIX 7.6
Appendix 7.6 Photograph of chart BA 60, showing course line and last two positions of
vessel before incident.

21

APPENDIX 7.7
Appendix 7.7 Tidal stream diagram on chart BA 60 for 2 hours after HW Dover.

22

APPENDIX 7.8
Appendix 7.8 Tidal stream diagram on chart BA 60 for 3 hours after HW Dover.

23

APPENDIX 7.9
Appendix 7.9 Photocopy of NP 27, The Admiralty Sailing Directions, page 364,
section 11.157.

24

APPENDIX 7.10
Appendix 7.10 Photocopy of chart in use, taken on board vessel.

25

APPENDIX 7.11
Appendix 7.11 E-mail message from the Harbour Master Alderney Harbour Authority.

26

APPENDIX 7.12
Appendix 7.12 ISM Incident Report Form.

27

APPENDIX 7.13
Appendix 7.13 ISM procedure check list for “flooding”.

28

CORRESPONDENCE
8.

CORRESPONDENCE RECEIVED

8.1

Captain Frank Allen and MCIB Response.

8.2

8.3

PAGE

Huelin Renouf Shipping and MCIB Response.

States of Alderney, Harbour Authority and MCIB Response.

30

33

34

Note: The address and contact details of the individual respondents have
been obscured for privacy reasons.

29

CORRESPONDENCE 8.1
Correspondence 8.1 Captain Frank Allen and MCIB Response.

MCIB RESPONSE:
The MCIB notes the
contents of this
correspondence.

30

Cont.

CORRESPONDENCE 8.1

Correspondence 8.1 Captain Frank Allen and MCIB Response.

31

CORRESPONDENCE 8.1

Cont.

Correspondence 8.1 Captain Frank Allen and MCIB Response.

32

CORRESPONDENCE 8.2
Correspondence 8.2 Huelin Renouf Shipping and MCIB Response.

MCIB RESPONSE:
The MCIB notes the
contents of this
correspondence.

33

CORRESPONDENCE 8.3
Correspondence 8.3 States of Alderney, Harbour Authority and MCIB Response.

MCIB RESPONSE:
The MCIB notes the
contents of this
correspondence.
MCIB RESPONSE:
The MCIB refers to
Appendices 7.7 and
7.8.

34

Cont.

CORRESPONDENCE 8.3

Correspondence 8.3 States of Alderney, Harbour Authority and MCIB Response.

MCIB RESPONSE:
The MCIB notes the
contents of this
correspondence.
MCIB RESPONSE:
The MCIB notes the
contents of this
correspondence.

MCIB RESPONSE:
The MCIB notes the
contents of this
correspondence.

35

NOTES

36

