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1. SUMMARY

(Note: All times are UTC)

1.1 The “MV HHL New York” completed berthing operations at the port of Fenit at
17.15 hrs on 1st November 2013. The vessel was berthed on its starboard side
and head out. During the night, a mooring ring on the quayside failed. The
vessel fell astern and to port, causing its bow ropes to part. As the vessel fell
astern it caused damage when it made contact with the fishing vessel “MFV
Ocean Dawn”. The ship used its own power to secure itself to the berth. 

SUMMARY
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2. FACTUAL INFORMATION

2.1 “MV HHL New York”

2.1.1 The vessel is a geared multi-purpose heavy lift cargo ship, with two cargo holds and
tweendeck. Weather deck protection is provided by steel piggy-back type hatch covers.
The vessel has portable pontoons to provide a tweendeck, whose height might vary.
Accommodation and machinery spaces are located aft. A feature of this vessel is that
the forecastle area is covered by a shelter deck, enclosing the forward mooring
arrangements (details of the ship are shown in Appendix 7.1).

2.1.2 Principal Particulars per Hansa Heavy Lift

Name: “MV HHL New York”.

Port of Registry: St. John’s.

Flag: Antigua & Barbuda.

IMO: 9448372.

Year: 2011.

Length Overall: 168.68 metre (m). 

Beam: 25.20 m.

Moulded Depth: 13.85 m.

Summer Draft: 9.50 m.

Summer DWT: 20,100 m.t.

Gross Tonnage: 17,634.

Net Tonnage: 6,617.

Classification: Germanischer Lloyd.

Reg. Owner: HHL New York, c/o Hansa Heavy Lift GmbH, 
Hamburg, Germany.

Ship Manager: Hansa Heavy Lift, Hamburg.

ISM Manager: Hansa Heavy Lift, Hamburg.

P&I: Assuranceforeningen Skuld, Norway.

FACTUAL INFORMATION
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FACTUAL INFORMATION

2.2 “MFV Ocean Dawn”

2.2.1 The vessel is a steel hulled fully decked fishing vessel. It was examined under the Code of
Practice for fishing vessels of less than 15 m in length, and is licensed for gillnet fishing
(photographs in Appendix 7.2 show the “MFV Ocean Dawn”).

2.2.2 Principal Particulars 

Name: “MFV Ocean Dawn”.

Port of Registry: Tralee.

Flag: Ireland.

Fishing Number: T467.

Year: 2004, Arklow.

Registered Length: 14.99 m.

Beam: 5.90 m.

Depth: 2.90 m.

Draft: 2.80 m (mean light).

Gross Tonnage: 46.4.

Code of Practice: Issued in 2013.

2.3 Commercial Quay

2.3.1 Fenit Harbour and Marina, is owned and operated by Kerry County Council. A Harbour
Master and Port Manager are employed to oversee the day to day running of the port. A
licensed pilot is engaged to berth and un-berth cargo ships. The port offers services to
commercial shipping, fishing vessels and leisure craft. The primary use of the cargo
facilities is for heavy lift project cargoes (Appendix 7.3 shows the overall layout of Fenit
and Appendix 7.4 shows this in more detail).

2.3.2 The cargo activity takes place on the Commercial Quay, outside of the fishing and marina
sector. The full length of the cargo-handling pier is given as 250 m, commencing east of
Great Samphire Island. The working length of the pier, for commercial ships, is
approximately 175 m. 

2.4 Voyage Information - 1

2.4.1 “MV HHL New York” was chartered by a Danish shipping company. In turn the charterer was
engaged to provide a ship to load a cargo at Commercial Quay, for discharge in Saudi
Arabia. 

2.4.2 The vessel completed berthing at Commercial Quay at 17.15 hrs on 1st November 2013 and
was expected to commence loading cargo on 2nd November 2013.

Cont.
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2.4.3 The vessel was fully manned in accordance with her Safe Manning Certificate. 

2.5 Voyage Information – 2

2.5.1 The “MFV Ocean Dawn” was berthed and unmanned at the time of the incident. The
owner reported it had been prepared for a particular fishing activity and was berthed on
the outer part of the Spur Pier (see chart at Appendix 4, also known as the Spring Pier),
so as to have sufficient water to depart at any stage of the tide. 

2.6 Type of Casualty

2.6.1 The moorings for the “MV HHL New York” failed, causing the vessel to come away from
the pier and falling astern at the same time. 

2.6.2 Shallow water to port stopped the vessel’s movement. 

2.6.3 The Master managed to secure the vessel.

2.6.4 In falling astern and to port, the vessel struck the “MFV Ocean Dawn”, causing structural
damage to that vessel. 

2.6.5 There was no cargo on-board the vessel at the time.

2.6.6 There were no personal injuries involved.

2.7 Emergency Response

2.7.1 The Irish Coast Guard was notified of the casualty at approximately 04.39 hrs. The Irish
Coast Guard tasked the RNLI Fenit All Weather Boat (AWB) and Inshore Life Boat (ILB).

2.7.2 The ILB was on scene at 04.55 hrs, indicating a response time of approximately 16
minutes.

2.7.3 Both the AWB and ILB remained on scene until 07.09 hrs.

2.7.4 The vessel secured itself to the berth. Extra mooring lines were deployed.

FACTUAL INFORMATIONCont.
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3. NARRATIVE

3.1 The “MV HHL New York” arrived at Fenit in a ballast condition to load cargo.
The vessel completed berthing on 1st November 2013, at 17.15 hrs with
assistance from the pilot and two tugs, “MV Ocean Bank” and “MV Celtic
Banner”. Cargo operations were scheduled to commence on 2nd November
2013. 

3.2 It was reported that when berthing operations commenced, the vessel deployed
timber fendering designed to keep the side of the vessel 1.3 m clear of the
quayside. When in position for berthing, the bow overhung the head of the pier,
from frame 168, (please refer to Photograph No. 1 and No. 2 in Appendix 7.5),
which show the overhang of the bow and bow lines lead aft.

3.3 The vessel was berthed as follows:

• 3 x headlines. Headlines are those meant to be led from the bow of the vessel
with a forward component. In this case, it was not possible to deploy
headlines.

• 3 x stern lines to 2 bollards on the quay.

• 2 x forward backsprings to the same bollard on the quay.

• 2 x aft backsprings to a mooring ring on the quay. 

Note: A backspring is a mooring line deployed from the vessel and is set in an
opposite direction to the main head or stern lines. Its purpose is to assist in
preventing the vessel from ranging along the quay, when lines are slack due to
tidal conditions. 

3.4 The Master advised that as it was his first time calling to the port he
maintained a full port watch, with both a Deck Officer and rating on duty. He
left night orders instructing the Duty Officer to call him in the event the wind
speed rose above 15 m/s. 

3.5 The weather forecast for the area, issued by Met Éireann, is presented at
Appendix 7.7. The content is summarised below:

(a) Sea Area Forecast issued at 06.00 hrs Friday 1st November 2013 – Valid until
06.00 hrs Saturday 2nd November 2013:

Gale Warning in operation Wind SW Force 4- 6, becoming SE overnight and
increasing to Force 6 – 8 by this time tomorrow.

8
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(b) Sea Area Forecast issued at 00.00 hrs Friday 1st November 2013 – Valid
until 00.00 hrs Saturday 2nd November 2013:

Gale warning in operation. Mizen Head to Loop Head to Erris Head –
Southerly Force 3 – 5, increasing Southeasterly Force 7 – Gale Force 8
overnight, veering Southwesterly in the morning. 

3.6 The following is a timeline of events:

01.11.2013: 17.15 hrs Vessel all fast on berth.

02.11.2013: 03.00 hrs 2nd Officer calls Master. Master proceeds directly to
the Bridge.

03.04 hrs Loud bang heard by Master. 

03.06 hrs Vessel falls astern and to port and makes contact with port side
of “MFV Ocean Dawn”. 

03.23 hrs Attempt to contact harbour office agent for assistance.

03.45 hrs Harbour Master on scene.

04.39 hrs Irish Coast Guard notified by VHF radio. Fenit AWB & ILB tasked.

04.40 hrs Start main engine.

04.45 hrs Pilot on scene. 

04.55 hrs Fenit ILB on scene.

05.20 hrs Vessel all fast alongside.

05.26 hrs Fenit ILB advises Coast Guard that vessel is using bow thrusters
to bring herself alongside.

05.55 hrs Fenit ILB advises vessel secure alongside.

07.01 hrs Tug on standby.

07.26 hrs Fenit AWB & ILB stood down. No pollution from either vessel.

3.7 Once the vessel was secure, the Master instigated safety checks. Nothing
untoward was found with no evidence of water ingress into cargo spaces or
tanks. All machinery operated properly. 

3.8 On making rounds the crew found a large mooring ring lying on the poop deck
on the starboard side of the accommodation. This was identified as the
mooring ring to which the after backsprings had been made fast (please refer
to Appendix 7.5 Photograph No. 3 and No. 4).

3.9 Examination of the quayside showed that the mounting point for the mooring
ring had failed. It was later confirmed that, to secure the lines the linesmen,
had placed a steel bar between the eyes of the two ropes used and jammed
the bar against one side of the ring. The vessel suffered minor structural 

9

Cont. NARRATIVE



damage to the accommodation area (please refer to Appendix 7.5 Photograph
No. 5 and No. 6).

3.10 The vessel arranged for its Classification Society to attend on-board. An
approved diving company was engaged to conduct an inspection of the
underwater section of the vessel, including the steering and stern gear. No
damage was recorded and the vessel’s Class was confirmed.

3.11 The following was noted:

3.11.1 The vessel is equipped with an approved ECDIS chart system.

3.11.2 The Master and Officers had both National Certificates of Competency and
documents issued by the Flag State.

3.11.3 The Master and Deck Officers were certified as having undergone both generic
and type specific training courses for the equipment on-board.

3.11.4 The vessel had a current copy of the British Admiralty Sailing Directions, NP40,
more commonly referred to as the “Irish Coast Pilot”. The publication was
current and corrected up to week 42 of 2013. The port of Fenit was described
on pages 276 and 277 of the Pilot Book. 

3.11.5 On each bridge wing, there is a plaque showing the distance from there to both
the bow and stern, 153.88 m to the bow and 14.80 m to the stern. 

3.11.6 The vessel was equipped with an anemometer with the display located in the
centre of the wheelhouse, on the front overhead instrument panel. 

3.11.7 The ship’s head was noted to be 062.5°G.

3.12 The mooring ring that had failed was found on deck. The ring was of galvanised
steel, with a wall thickness of 55 mm and an outer rim diameter of 355 mm.
The ring was intact. There were no markings to indicate safe work limits or to
identify the manufacturer.

3.13 At the forecastle, it was noted that all mooring lines deployed by the vessel
led aft, at this point additional lines had been deployed. Remnants of broken
lines were found. The lines were in good visual condition. All ship’s lines were
standard 8 strand multi-plait rope of approximately 64 mm diameter. The
forecastle has a “whaleback” or weather shield. This could restrict deployment
of lines. Lines were deployed from both reels attached to the windlass and
loose lines set around bollards on the forecastle.

3.14 On the quayside the failed mooring point was examined, (please refer to
Appendix 7.5 Photograph No. 7 and No. 8). Similar mooring rings nearby were 
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also examined. The eye that held the ring into the concrete apron was missing.
There was nothing to indicate how the ring was held in the capping. The
concrete in the area appeared spalled and there were stress cracks radiating
out from the opening. There was no evidence of corrosion causing a failure.

3.15 It was noted that there were different types of mooring points used by the
port, ranging from standard bollard to horn bollards and galvanised rings,
(please refer to Appendix 7.5 Photograph No. 9 and No. 10). None bore any
markings to indicate safe working loads. Some bollards were secured by bolts
set through the apron. It is understood that the safe working loads for the
moorings were:

Mooring Rings (total of 6 on pier): 5 tonnes (t).
Mooring Bollards (total of 10 on pier): 30 t.

Note: Information obtained indicates that the mooring rings were only intended
for use by fishing vessels and leisure craft. They were not designed for use by
the larger ships using this port (see Appendix 7.6 showing the mooring bollard
arrangement in Fenit).

3.16 The following was established:

3.16.1 The Harbour Master acts as the Berthing Master for vessels arriving at the pier.
He defines his role in ensuring the vessel is correctly positioned before lines
are made fast. He insisted that lines are placed as directed by the Master of
the vessel rather than at his direction. 

The Harbour Master stated that the ship was responsible for which mooring
points should be used but it was the harbour who supplied the steel bars relied
on to make the lines fast to the mooring rings.

3.16.2 The exact mooring ring strength for the failed mooring rings was not known by
the Harbour Master, but it was understood that it was in the order of 150 t,
with a safe limit of 50 t. 

3.16.3 The Harbour Master believed that the vessel’s forward mooring lines parted
first and this in turn placed excessive strain on the mooring ring, causing it to
fail. 

3.16.4 It was the fifth vessel of this size to visit the port. 

3.16.5 During the investigation it was stated that, on the night in question, the wind
was not expected from the South East. Winds from the South East can create a
funnel effect due to the mountains on the other side of the bay. 
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3.16.6 The Commercial Quay was 175 m in length but one needed to leave 20 to 30 m
at the inner end to cater for the shoal patch as shown on the chart and to
provide a decent lead for the mooring lines. The minimum clearance left
between a ship and the Spur Pier is 20 m.

3.16.7 It was believed that the additional fendering deployed by the vessel might
have contributed to the incident, in that the fenders prevented the quay’s
rubber fenders from doing their job and increased the movement of the vessel
in adverse conditions.

3.16.8 The last hydrographic survey of the harbour was carried out in early 2013. They
confirmed that there is a shallow area between the Commercial Quay and the
Spur Pier.

3.16.9 Vessels berthing at the Commercial Quay frequently used the mooring rings,
which were 15 years old. 

3.16.10 Since the incident the port has stopped using the mooring rings for large
vessels. It is understood that the mooring rings have been removed. 

3.16.11 A ship entering the port only has approximately 200 m clearance at the head of
the pier. 

3.16.12 The line of communications between the Harbour Master and a vessel is
normally via the agent.

3.16.13 The Harbour Master advises that he was present on the quay at 03.45 hrs,
although the vessel could not establish contact with him by telephone. The
Harbour Master rang the pilot at 04.15 hrs.

3.16.14 The “MFV Ocean Dawn” had been in position on the outside of the Spur Pier
when the vessel berthed at the port.

3.16.15 The position of the “MFV Ocean Dawn” in relation to the “MV HHL New York”
was not considered. 

3.17 “MFV Ocean Dawn” 

3.17.1 The vessel is a registered fishing vessel and held a valid Document of
Compliance, issued under the Code of Practice for the Design, Construction and
Equipment of Small Fishing Vessels, of less than 15 m in length overall as a
fishing vessel. 

3.17.2 The vessel has sustained significant structural damage to her starboard side
hull, both above and below the deck edge (please refer to Appendix 7.5
Photograph No.11, No.12 and No.13).
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3.17.3 Following the incident the vessel was moved into the inner harbour. It has
since undergone repairs. 

3.18 Post attendance, the chart for the port was examined. An older version of the
Pilot Book was examined. Of particular note, is that in 2003 the maximum size
of vessel was stated as 10,000 DWT, if the vessel could take the ground or
8,000 DWT if the vessel needed to remain afloat at all times. 

3.19 It is noted that the Bye-Laws were issued in 1956 and have not been updated.
The following has been noted:

3.19.1 The Bye-Laws have not been updated to include the new port structures or the
marina. It is noted that there have been a number of amendments to the
Harbours Acts in the intervening period (1996 and 2009). 

3.19.2 Section 15 relates to vessels overlying a berth.

3.19.3 Section 28 implies that the Harbour Master determines how and where a vessel
makes fast.

3.20 Examination of the chart shows there is limited water available for large
vessels. The maximum length of quayside, measured from the 5 m contour is
153 m. The charted depth of water where the “MFV Ocean Dawn” was berthed
was less than 5 m. A simple calculation shows that the minimum length of the
overhang was:

Length of Quay: 175 m. 

Inner clearance: 25 m (margin at inner end of quay).

Length overall of vessel: 168.68 m. 

Length of overhang: 18.68 m. 
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4. ANALYSIS

The weather forecasts for the region clearly predicted South Easterly winds for the night
of 1st & 2nd November 2013. The winds predicted were of up to Gale Force 8 in strength. 

4.1 The size of vessels entering the port has substantially increased in recent years.
There is only one shipping company using the port. 

4.2 The features of the port have been examined: 

4.2.1 The Commercial Quay is part of the original structure, but has been modified and
extended. The direction of the pier is 062°T – 242°T. As part of recent port
development, a new Spur Pier has been built. The angle between the Commercial
Quay and the Spur Pier is 74°. A new breakwater extends from the north, built to
protect the marina and fishing harbour.

4.2.2 At the entrance to the port, there is only 200 m of water, with sufficient depth at
high tides at the head of the pier, to facilitate vessels arriving at the pier. The
clearance for the vessel was tight with only 32 m of water to spare. The vessel
berthed stern first. 

4.2.3 The size of the vessel exceeded the published maximum length by some 18 m
(please refer to Appendix 7.5 Photograph No.14), which contains extracts from the
Pilot Book.

4.2.4 The beam of the vessel exceeded the maximum published length by 5.2 m (please
refer to Appendix 7.5 Photograph No.14), which contains extracts from the Pilot
Book.

4.2.5 It was impossible for the vessel to deploy its forward mooring lines to achieve a
good lead forward. Good practice recommends 20 m of quay for a good lead on the
headlines. 

4.2.6 The safe working load of all mooring points was not clearly marked. 

4.2.7 Two lines from the vessel were secured to a mooring ring with only a 5 t Safe
Working Load (SWL). 

4.2.8 Mooring lines have large soft eyes designed to be placed over a mooring bollard.
Using a steel bar to hold the eyes of the ship’s lines in place is not good practice. 

4.2.9 The mooring rings were not bolted to the quay, rather they were held in place by
an epoxy based adhesive.
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4.3 Initially, the quayside mooring point failed. The weight came off the two
backsprings and they recoiled back on-board the vessel taking the metal ring
with them. The head lines could not take the weight of the ship and prevent it
moving astern. As a direct consequence, the vessel fell back and away from the
pier until the headlines parted. This movement caused it to strike the fishing
vessel. 

4.4 The Harbour Master and the Pilot were not present when the incident occurred.
Both arrived on scene post incident. The Master was on the Bridge when the
incident occurred. 

4.5 There is no permanent harbour tug stationed at the port. Tugs have to travel
from Shannon or Castletownbere to assist vessels berthing in Fenit.

4.6 There appears to be a clear difference in opinion with respect to the
understanding of the duties of the Harbour Master and what is actually set down
in the Harbour Bye-Laws. 

4.7 In the South-Easterly wind, the angle of the wind in relation to the vessel’s head
would place the wind forward of the beam. With no effective head line, the
natural effect was for the vessel to fall astern and increase pressure on the only
two lines deployed with a forward component. Thus, all the weight of the vessel
came on the two after backsprings and the mooring point. The mooring ring
failed, not the vessel’s lines. 
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5. CONCLUSIONS

5.1 The vessel was large for the berth. The vessel was permitted to enter the port by
the Harbour authorities, who were aware of its size and the weather forecast. 

5.2 The Harbour Authority should have considered the following before permitting
the vessel to enter the port:

5.2.1 The weather forecast and its likely effect on a vessel that overhung the berth. 

5.2.2 The deployment of mooring lines with a suitable lead.

5.2.3 Using only mooring points that were of sufficient size and strength to hold the
vessel alongside.

5.3 Practices at the port need to be reviewed:

5.3.1 The current Bye-Laws, relied on by the port, are in need of review and updating,
particularly in light of the increasing size of vessels using the port.

5.3.2 One of the primary functions of a Harbour Master is to arrange for safe berthing
of a vessel entering his port.

5.3.3 The purpose of a Berthing Master is to determine that the vessel is in the
required position and that the mooring lines are safely deployed. To this end he
should be aware of the safe working loads for all moorings and ensure that the
vessel’s lines are set to bollards that can handle the vessel. 

5.3.4 The Master of a vessel relies on the local knowledge of both the Pilot and the
Berthing Master to ensure his vessel is safe. 

5.3.5 The practice of using the mooring rings has changed since this incident occurred.
In fact the Harbour Authority advises that the mooring rings in question have
been removed from the quay.
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6. SAFETY RECOMMENDATIONS

6.1 The Harbour Authority should carry out a comprehensive assessment of the port
and its operations including roles and responsibilities to ensure the safe berthing
of ships. 

6.2 The Harbour Authority should develop procedures for compliance with Regulation
19, “Measures in the event of exceptionally bad weather”, of the European
Communities (Vessel Traffic Monitoring and Information System), Regulations 2010
transposing EU Directive 2002/29 on establishing a community vessel traffic
monitoring and information system.

17

SAFETY RECOMMENDATIONS



7. APPENDICES
PAGE

7.1 Ship Details of “MV HHL New York” 19

7.2 Photographs of “MFV Ocean Dawn” 20

7.3 Layout of Fenit 21

7.4 Fenit Harbour 22

7.5 Photographs – “MV HHL New York” and damaged “MFV Ocean Dawn” 23

7.6 Mooring Bollards Fenit Harbour 30

7.7 Met Éireann Weather Report 31

18

APPENDICES



APPENDIX 7.1

Appendix 7.1 Ship Details of “MV HHL New York”.
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APPENDIX 7.2

Appendix 7.2 Photographs of “MFV Ocean Dawn”.
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Photograph No. 1 – Stern view of “MFV Ocean Dawn”

Photograph No. 2 – Bow view of “MFV Ocean Dawn”



APPENDIX 7.3

Appendix 7.3 Layout of Fenit Harbour.

 
 

 
       

 
 
 

 

 
 

 
    

 
 
 

   

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

 
 

 
    

 
 
 

21



APPENDIX 7.4

Appendix 7.4  Fenit Harbour.
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APPENDIX 7.5

Appendix 7.5  Photographs – “MV HHL New York” and damaged “MFV Ocean Dawn”.
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Photograph No. 1 – View from head of pier shows amount of overhang

Photograph No. 2 – View of ship’s lines from aft starboard side of forecastle, all lead aft



APPENDIX 7.5
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Appendix 7.5  Photographs – “MV HHL New York” and damaged “MFV Ocean Dawn”.

Photograph No. 3 – Location of ring as found by crew (ship photo)

Photograph No. 4 – Mooring ring on deck, aft starboard side of accommodation area
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Appendix 7.5  Photographs – “MV HHL New York” and damaged “MFV Ocean Dawn”.

Photograph No. 5 – Damage to vessel where
struck by ring

Photograph No. 6 – Damage to deck support beam, starboard side poop deck section
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Appendix 7.5  Photographs – “MV HHL New York” and damaged “MFV Ocean Dawn”.

Photograph No. 7 – Hole in apron left by mooring ring, with cracks radiating out from
bottom end

Photograph No. 8 – Looking down into hole, no anchoring points visible
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Appendix 7.5  Photographs – “MV HHL New York” and damaged “MFV Ocean Dawn”.

Photograph No. 9 – Similar ring showing how it is set into apron

Photograph No. 10 – Stag horn bollard on quay – type of mooring that should have been used
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Appendix 7.5  Photographs – “MV HHL New York” and damaged “MFV Ocean Dawn”.

Photograph No. 11 – Damage to “MFV Ocean Dawn”

Photograph No. 12 – Damage to “MFV Ocean Dawn”
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Appendix 7.5  Photographs – “MV HHL New York” and damaged “MFV Ocean Dawn”.

Photograph No. 13 – Damage to “MFV Ocean Dawn”

Photograph No. 14 – Photograph of Pilot Book on-board vessel
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Appendix 7.6 Mooring Bollards, Fenit Harbour.
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APPENDIX 7.7

Appendix 7.7  Met Éireann Weather Report.
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APPENDIX 7.7

Appendix 7.7  Met Éireann Weather Report.
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