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1. SYNOPSIS

1.1      Shortly after high water springs on the night of the 17th Sept 2004, the fishing
vessel "St.Oliver" departed Leitir Ard in Bertrabuoy Bay at approximately 19:15
hours local time on passage to the fishing port of Rossaveal. The run of 25
nautical miles was expected to take approximately three hours giving an E.T.A.
of 22:15 hours or thereabouts.

          
           The weather at the time of departure was S.S.W. at 29 kts gusting to 40 kts.

with outbreaks of heavy rain. The crew, consisting of four were in contact with
their families at various stages of the voyage reporting that conditions were
bad but they expected to reach their destination on time.

           The vessel failed to reach its destination having grounded and broken up on
Duck Island at 21:00hours approximately. All four crew perished.
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2.      FACTUAL INFORMATION

2.1      PARTICULARS OF THE VESSEL "ST.OLIVER"

           Built:                                   1975 – Board Iascaigh Mhara Boatyard
                                           Dingle, Co. Kerry.

           Owner:                                Mr. John Dirrane
                                                      Knocknacarra, Co. Galway.

           Purchased:                           1999

           Description: Shelterdecked wooden hull of iroko planking on oak frames, cruiser
stern, engine room forward with steel wheelhouse aft. The shelter
deck was fabricated and installed by Mooney (Boats) Ltd. Killybegs,
Co. Donegal in 1990/1991. The vessel was painted dark blue with
white superstructure, red anti fouling and a white water line. The
vessel is described as multipurpose used in trawl and seine net
fishing (See photograph at Appendix 8.1).

           Overall Length:                     19.81 metres
           Registered Length:                19.11 metres
           Registered Breadth:                6.31 metres
           Registered Depth:                   2.71 metres
           Gross Registered Tonnage:    70.97 Re-measurement in 2003 to 103 G.T.
           Port of Registry:                   Sligo SO 601
           Official Number:                  401518

           Main Engine:                        Kelvin Diesel Engine                                           
                                                      Type: TASC8
                                                      Eight Cylinders
                                                      272.33 kW
                                                      This unit was installed new in 1990/91 and had

new pistons, liners etc. fitted in April 1997.

           Gearbox:                              Reintjes
                                                      Type: WAF 440
                                                      This unit was installed new with the main engine.

           P.T.O.Gearbox:                     Hytek, installed new with main engine.

           Aux Engine:                          Lister Diesel Engine
                                                      32.5 H.P. This unit drives a 24V transmotor 

and GGG General service pump.

           Electrics:                               24 Volt and 110 volt systems. Two by banks of 4 six 6
volt batteries.
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           Fish Hold:                            Refrigerated with Premier system. Installed new in
1998

           Bunkers:                              Two x 700 gallons fuel oil tanks.

           Fresh Water:                        One by 300 gallon capacity tank situated in fish
hold starboard side.

2.2      During the change of ownership survey carried out by John J. McNelis & Co. in
September of 1999, the following bridge and navigation equipment were found
to be onboard:

           • Robertson AP 45 Auto Pilot – new in 1998.
           • KVH Gyro compass with ICD remote display – new in 1998
           • Sodena Turbo Plotter which included computer, monitor, keyboard,

converters, input for GPS, output to auto pilot and Irish Coast Line charts –
new in 1998.

2.3      In 2000 a safety equipment inspection was carried out by Board Iascaigh Mhara
detailing the following items on board the "St. Oliver".

2.3.1    Life Saving Appliances
           • 2 x 6 man inflatable liferafts
           • Hydrostatic release units
           • Portable radio equipment
           • 2 lifebuoys (I with Man overboard unit + 1 with 18 metres buoyant line)
           • Lifejackets for each person
           • 4 x line throwing apparatus
           • 12 x parachute flares

2.3.2    Fire Fighting Appliances
           • 1 x hand pump fitted outside machinery space
           • I x fire hose
           • I x plain nozzle capable of producing 6 metre jet of water
           • I x spray nozzle
           • Engine room water spray extinguishing system
           • Engine room: extinguishers 2 x 9 Ltr foam, (4.5 + 6) kg dry powder.
           • Galley / Messs room: 2 x 2kg Co2
           • Accommodation: 1 x 9 ltr foam

2.3.3    Additional Items
           • First Aid equipment
           • Fire blankets
           • Fire alarms
           • Bilge pumps
           • Bilge alarms
           • Gas alarms
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2.4      In July of 2001, a survey of equipment for the certificate of compliance was
carried out by Maritime Radio Affairs Unit. This included technical approval of
equipment and GMDSS compliance. The survey lists the following equipment
onboard.

           • VHF Transceiver:                                    Sailor 4822
           • DSC Controller                                       Sailor 4822
           • DSC Watchkeeping Receiver, Ch. 70        Sailor 4822
           • MF Transmitter                                      Furuno FS1562 -15 
           • MF Receiver                                           Furuno FS1562 -15
           • MF DSC Controller                                  Furuno FS1562 -15
           • MF DSC Watchkeeping receiver               Furuno FX1562 - 15
           • Navtex Receiver                                     Furuno NX300
           • Satellite E.P.I.R.B.                                 Kannad 406WH
           • Radar Transponder                                 Jotron Tron
           • Portable two-way VHF radiotelephone    ICOM 1500E
           • Main source of energy                            220 V
           • Reserve source of energy                       24V Lucas
           • Radar 9GHz                                           Furuno 805D
           • Navigational aid                                     Echo Sounder
           • Navigational aid                                     Furuno GP31

2.5      The crew of the "St. Oliver" on the 17th Sept 2004 consisted of the following
persons:

           1. Mr. John Dirrane of Inishmor, Co.Galway. Mr.Dirrane, the Skipper of the "St.
Oliver" is described by his fellow colleagues as an experienced fisherman
with many years service in the fishing industry. Records indicate that Mr.
Dirrane held a Second Hand Special Certificate of Competency. Mr. Dirrane
also held a long-range G.M.D.S.S. radio Certificate.

           2. Mr. Michael Faherty of Inverrin, Co. Galway. Mr. Faherty was also a well-
respected fisherman with many years experience. Mr. Faherty and Mr.
Dirrane fished together for a number of years until eventually buying their
own boats. Records indicate that Mr. Faherty was the holder of a Second
Hand Limited Certificate of Competency and skippered his own vessel
successfully.

           3. Mr. Joseph Connolly of Carna, Co. Galway. Mr. Connolly was a very well
respected businessman in the community. He owned and ran a boat repair
yard and built up a reputation as a master craftsman in boat repair work and
engine maintenance. Previously he had fished out of Glinsk for a number of
years. He was a very experienced seaman although he is not known to have
any formal qualification other than a Radio G.M.D.S.S. restricted operators
certificate.

FACTUAL INFORMATIONcont.



           4. Mr. Michael Mullen of Clifden, Co. Galway. Mr. Mullen had attended a
training course in Greencastle Fishing College, Co. Donegal and was the
youngest member of the crew. He had not been fishing for very long but was
described as being very keen and enthusiastic.
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3. EVENTS PRIOR TO THE INCIDENT

3.1      On Friday 17th September 2004 at approximately 13:00 hours (corresponding
with low water), the fishing vessel "St. Oliver", having completed a 17 day
period of repair work was made ready to be lowered down to the edge of the
slip in preparation for launching at high water that evening at approximately
18:50 hours at Letterard, Carna. Although a delay in starting the main engine
was experienced the engine was running from 17:00 hours approximately.

3.2      During the lay-up period the "St. Oliver" was painted, had some new nails
placed in the timbers and had a degree of caulking carried out. New anodes
were fitted to the keel and rudder and a length of angle iron was welded to the
rudder.

3.3      Mr. John Dirrane (owner of the boat), Mr. Michael Mullen (crew man) worked on
the boat in addition to Mr. Joseph Connolly (owner of boat yard) who later that
evening joined the vessel as crew for the intended voyage. The repair work was
also carried out by Mr. Colm Mulkerrins, Mr. Ciaran McDonagh, Mr. John O’Malley
and Mr. Patrick Connolly.

3.4      Mr. Colm Mulkerrins recalls leaving the site for a period during the afternoon
and returning to the slip at approximately 17:30 hours that evening in
preparation for the launch of the "St. Oliver". Shortly before 19:00 hours Mr.
Ciaran McDonagh and Mr. Donal McDonagh arrived to lend a hand with letting go
the boat.

3.5      Witnesses recollect that particular day as being fine and sunny and calm waters
in the vicinity of the slip. The time then was approximately 18:00 hours.
Although there are conflicting reports of weather conditions at the time of
departure it is conceivable that it may have appeared calm in the vicinity of
the slip, which was in comparative shelter from the elements. However
Meteorological reports for the time and location, record the wind as being
South to South West force 7 to gale force 8. 

           Mr. Colm Mulkerrins in his deposition states that at the time of departure (19:15
hours approximately), there was a "bad shower of rain and high wind". Mrs.
Connolly, wife of Joseph recalls her husband stating that he would not fancy
going out on the boat, as he knew that the weather was bad with a big sea
running.

3.6      Mr. John Dirrane (Skipper) and Mr. Michael Mullen (crew) were both onboard the
vessel awaiting the arrival of Mr. Michael Faherty who had agreed to assist in
crewing the vessel to Rossaveal. Mr. Faherty arrived at approximately 19:00
hours and boarded the "St. Oliver" immediately by inflatable dinghy.

3.7      Just prior to departure, Mr. Joseph Connolly was asked to accompany the crew
to Rossaveal. It should be noted for the record that Mr. Connolly had
accompanied the crew on the arrival trip from Rossaveal to his boat yard 
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           because of his local knowledge of the area. Mr. Joseph Connolly joined the rest
of the crew and the vessel departed at about 19:15 hours.

3.8      Timing of events are as follows:

           9:15 hours:     "St. Oliver" departs Letterard in Bertraghboy Bay en route to the
Fishing Port of Rossaveal with the following four crew on board:

                                  Mr. John Dirrane                   (Skipper)
                                  Mr. Michael Faherty               (Extra Skipper)
                                  Mr. Michael Mullen                (Crew)
                                  Mr. Joseph Connolly              (Crew)

                                  The approximate distance via the most direct route is 25
nautical miles. The vessel was expected to make a speed of
between 7 and 8 knots, implying an E.T.A. of approximately
22:30hours consistent with all communication from crew.

           19:40 hours:   (a matter of 25 minutes after departure) Mrs. Joseph Connolly
rang her husband. She believes that Mr. Connolly stated that
they were 7 Miles from Inishlackan and that their E.T.A. was still
22:30 hours at Rossaveal. It would appear that Mrs. Connolly
misheard what her husband said and confused 7 miles with 0.7
miles, the latter being consistent with the perceived speed of
the vessel believed to be in the region of 7 knots. This would
also conform to an E.T.A. of 22:30 hours for Rossaveal. 

           20:10 hours:   Mrs. Carmel Faherty made contact with her husband Michael and
confirmed E.T.A. for 22:30 hours.

           20:23 hours:   Mr. Michael Mullen sent a text message to a friend indicating
that the seas were very rough. The text message indicated that
the vessel’s two computers were down and that there seemed to
be an element of doubt as to the vessel’s position. This amounts
to the most significant piece of evidence so far uncovered as it
suggests a problem onboard. 

           20:45 hours:   Mrs Una Dirrane contacted her husband John. She learned from
him that the weather was not good but maintained that they
would be in Rossaveal for 22:00 hours that evening. She received
no indication that anything was amiss.

           21:03 hours:   Some 15 minutes after the last contact with the vessel, the
alarm was raised with the Irish Coast Guard. It should be noted
that this initial alarm was raised when the "St. Oliver’s" EPIRB
(Emergency Position Indicator Radio Beacon) was activated.
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3.9      The investigation revealed that of the several routes the vessel could have
taken there are three likely courses, and of these, the one in particular
favoured by the local fishermen, is the inner passage. Described here as Route
(1). (See Chartlets 1 and 2 at Appendix 8.2). 

           Route (1) a distance of approximately 25 nautical miles would take the vessel
out from Bertraghboy Bay turning SSW between Inishlackan to the West and
Inishstreh to the East towards an area marked Big Sound. The vessel would then
turn due South and when between Macdara’s Island to the North East and
Tonyeal Rocks to the South West alter course to the South East. This should
take the vessel clear of Duck Island by a distance of one mile passing to the
South. 

           Passing between Inishmuskerry Island to the North and Namackan Rocks to the
South the track should then route the vessel North of Redflag Island, adjusting
it’s course to South South East and passing between Golam Head to the East
and Eagle Rock to the West. From there the vessel would take an Easterly route
to the approaches to Rossaveal harbour. 

           This route would be consistent with the calculated E.T.A. originally given based
on an average speed of approximately 8 knots. 

           Had all gone to plan the vessel should have been abeam of Duck Island at
approximately 20:40hours with a distance of approximately 15 nautical miles to
run.

           Apart from Electronic navigation systems onboard, visual bearings would
normally be available for the passage, initially from Inishnee Point light at the
Northern entrance to Bertaghboy Bay having a range of 5 miles and later from
Deer Island light. It must be remembered that the effectiveness of these lights
as an aid to navigation would be seriously diminished on that particular night
due to heavy rain from 20:00 to 21:30 hours in that location. In addition with
the New Moon taking place on 14th September it would have been extremely
dark and overcast.

3.9.1    Route (2) would have taken the vessel to the South of Namackan Rocks adding
an additional mile to the distance but affording greater sea room in view of the
weather conditions prevalent at the time. South South West force 7 to Gale
force 8 with a sea height of 5.5 to 5.7 metres.

           This route would also have conformed to ETA’s previously given.

3.9.2    Route (3) would have steered the vessel past Deer Island to the South on a
South Westerly course clearing Mile Rocks to the North and Skerd Rocks to the
South. Then rounding Skerd Rocks on a South Easterly course, adjusting course
to East South East to a position South of Namackan Rocks and on to the
approaches to Rossaveal.
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           The route planned by the Skipper is not known, one can only suggest when
factoring in the allowed steaming time of approximately 3.25 hours at an
average speed of 7.5 knots the resolved distance would be in the order of 25 to
26 miles. This lends credence to either route (I) or route (2) originally being
chosen.

           The investigation is further hampered in that the E.T.A.’s given during the
course of the passage would suggest that the vessel was further along its track,
past Duck Island and nearer its destination of Rossaveal than appears to have
been the case.

cont.
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4. THE INCIDENT

4.1      At 21:03 hours on the night of the 17th September 2004, the alarm was raised
with the Irish Coast Guard. The initial alarm was raised when the "St. Oliver’s"
E.P.I.R.B. (Emergency Position Indicator Radio Beacon) was activated. The signal
from this beacon was picked up by satellite and automatically forwarded to RCC
(Rescue Co-ordination Centre), Kinloss in Scotland. This is the normal route for
alerts of this nature. The initial alert signal did not contain a position for the
distress. This alarm was forwarded to MRCC (Marine Rescue Co-ordination
Centre) Dublin where it was received at 21:03 hours. 

           Following assessment of the alert message, MRCC Dublin forwarded it to MRSC
(Marine Rescue Sub-Centre) Valentia at 21:06 hours. MRSC Valentia commenced
a communications search and made marine radio broadcasts to shipping seeking
information as to the whereabouts of the "St. Oliver".

4.2      The Irish Coast Guard SAR (Search and Rescue) Helicopter based at Shannon
Airport was tasked at 21:25 hours and commenced its search on scene at 22:15
hours.

4.3      The Aran Island Lifeboat was notified at 21:38 hours. At 22:31 hours Costello
Bay Coast Guard Unit was notified and by 23:00 hours the Naval Vessel "LE
Ciara" was proceeding.

4.4      During this period satellite passes were progressively updating the position of
the E.P.I.R.B. thus narrowing down the search area. At 23:06 hours Rescue
Helicopter 115 located the vessel’s EPIRB. By 23:13 hours a visual confirmation
was made by the Helicopter crew of the wreckage of the "St. Oliver" on Duck
Island. The Helicopter reported weather conditions at this time as follows: wind
direction 210 degrees velocity 45 Knots. A full sweep was made of the area and
a winchman was lowered down to search a life raft and the located wreckage.

4.5      Shortly after midnight Cleggan Coast Guard Unit and Clifden RNLI were alerted
and tasked to carry out shore searches. It should be noted that weather
conditions were outside the limitations for Clifden Lifeboat and other inshore
Search and Rescue craft at the time. Again, due to the severe weather, which
was now reported to be South Westerly gale force 8 to strong gale force 9 with
a 5 metre sea, the "LE Ciara" was unable to launch its rescue craft. By this time
the Aran Lifeboat was on scene but was unable to approach the vicinity of the
wreckage again due to adverse weather conditions.



5. EVENTS AFTER THE INCIDENT

5.1      In addition to the Coast Guard and RNLI parties searching the coastline, a
number of locals began forming separate search parties. It was during one of
these searches on Mynish that debris was observed to be coming ashore. The
time was now 01:00 hours on the 18th September 2004. On further inspection
the body of Mr. Michael Faherty was discovered. The body, having been
identified, was transferred to University College Hospital Galway (UCHG).

5.2      A second Rescue Helicopter was now despatched from Dublin to assist.
           The shoreline search was continuing along Mynish and expanded to Finish Island

where some debris had come ashore, however efforts were hampered due to
tide and weather conditions.

5.3      At 03:45 hours on the 18th of September the EPIRB was recovered and searches
of Duck Island continued by Rescue Helicopter 116. The Rescue Helicopter was
stood down at 07:00 hours and replaced by Helicopter 110 at 08:40 hours. By
this time several Coast Guard units, RNLI Lifeboats and several volunteers in
various other boats were conducting searches of the outlying islands. An
extensive search of the shoreline was in progress with hundreds of volunteers
joining as the morning progressed.

5.4      At approximately 11:00 hours on the 18th September a search team led by
Garda Thomas Naughton and a group of locals made a landing on Duck Island
where the body of Mr. Joseph Connolly was soon discovered. The body was later
transferred to UCHG. A short time later another party made the discovery of
the remains of Mr. Michael Mullen located about 40metres from where Mr.
Connolly was found. Over the coming days the searches became more expanded
with additional volunteers joining established search parties in the hopes of
locating Mr. John Dirrane. Navy divers and local divers mounted numerous dives
subject to tidal and weather conditions. Helicopter sorties continued along with
several watercraft searches offshore.

5.5      Expectations were running low as to ever rescuing Mr. John Dirrane alive and
efforts were now concentrated on recovering a body. It would however be
another six days of searching before the body of Mr. Dirrane was located.

           At approximately 15:00 hours 24th September 2004 the body of the deceased
was discovered by local fishermen about 100 metres East of Duck Island in
about 6 metres of water. The body was later transferred to UCHG for autopsy.

5.6      Inspection of the wreckage:
           The wreck was located on the Southern side of Duck Island in the vicinity of

Mweenish Island. The vessel had broken up into a number of sections that
remained in the locality of the grounding (See photograph at Appendix 8.3).
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           • Steel wheelhouse and accommodation with winch gear.
           • Bow section (Comprising of approx. for’d 1/3rd of vessel.)
           • Mid keel section comprising of keel, garboard planking and five adjacent

planks.
           • Main engine and gear box located away from hull
           • Propeller, tail shaft and aft section of hull in way of shaft bearing housing.

           An aft section comprising of the rudderstock, which was sheared from rudder,
steering rams and counter section were located approximately 200 metres from
the main body of the wreck.

           The remaining sections of the hull comprising of planking, frames and
equipment had disintegrated and were spread across the island and portions of
the mainland.

           The rudder, though never recovered was reported by Garda divers to be lying
directly off shore from point of impact, although this now appears to be
hearsay. Locals searching for missing crewmembers had significantly disturbed
the main body of the wreck.

5.6.1    Findings are as follows:

           The main engine and gearbox were located completely separate from the hull.
Details recovered from the transmission builder’s plate reveal it was not the
original unit installed on the vessel as it was built in 1990, and was indeed
installed in 1990/91.

           The gearbox control lever was set in the "ahead" position. There were no fuel
system fittings e.g. fuel filters etc. remaining on the engine. There did not
appear to be any evidence of a fire on the engine.

           Within the wheelhouse, the engine throttles appeared to be in the "ahead"
mode. The vessels essential VHF radios and electronics were in position. 

           It was not possible to inspect the vessels propeller as it was partly submerged
in the surf, however two blades were visible and appeared intact and correctly
profiled with some tip damage. It was later discovered that the tip damage
referred to was old damage.

5.6.2    Findings are as follows:

           Inspection of sections of the remaining hull revealed that there had been new
caulking fitted, there was evidence of the original caulking still in use and
serviceable. It was apparent that planking had been reclenched in areas and
there were excessive nails present .The hull below the water line had been
repainted recently.
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           The majority of sections of timbers inspected appeared in reasonable condition,
and free of significant rot or damage.

           Some rot was noted on the top of the counter post where it is housed in a steel
box section.

           One section of planking (1 metre long) was noted as being charred on one side
as if exposed to fire, however it was the only case noted and was located some
considerable distance from the wreck.

5.6.3    On the main keel section (midships – for’d) there is evidence of point of impact
damage. The steel keel box has split open and the underlying timber keel has
suffered extensive damage. It was not possible to access this section due to
tidal conditions. The gearbox and adjacent planks on this section do not appear
to be damaged and the paintwork was in good condition.

5.6.4    A section consisting of the rudderstock, (minus rudder and palm flange),
steering rams and counter timbers were located some 150 metres from the
main body of the wreck. It was noted that the rudder stuffing box gland nuts
were recently fitted and were loose, nonetheless there was packing still
present under the gland follower. The rudderstock appeared to have moved
vertically downwards a distance of some 75mm from its original location. 

           The stock had sheared, and both the rudder and the connecting palm were
missing. There appears to have been some evidence of repair work being
undertaking on this area in the past as evidenced by the bevelling of the end of
the shaft and what appears to be welding repairs. 

5.6.5    The latest records available of the vessel refuelling was on 23rd July and 28th
of July 2004 where she took onboard 2,326 litres and 4,251 litres of gas oil
respectively.

5.6.6    Radio Equipment:

           As circumstances allowed, a number of items of radio equipment were
recovered from the vessel and sent to Maritime Radio Affairs unit for
examination. Unfortunately certain other items were removed and never passed
on to the investigation team, in particular the GPS equipment, which was seen
onboard during the initial stages of the inspection but went missing when
efforts were being made to recover these items. The significance of the GPS
equipment cannot be played down as upon interrogation this unit could reveal
the path taken by the vessel prior to grounding. Efforts were made by the
investigation team to establish whether the University of Edinburgh with its
access to satellite information could have located the vessel’s progress during a
pass. However this proved unsuccessful. 
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           Of the items of radio equipment recovered three items were examined in detail
in the hopes that some information could be learned. 

           • Furuno FS1562 transceiver control unit, this unit appeared to be in good
condition but suffered from seawater ingress.

           • Emergency battery change over switch box, this was undamaged with the
exception of the switch being broken off the box. In the event of a vessel
suffering a loss of electrical power such a switch would require to be
manually thrown to the emergency position to connect to the reserve battery
power, which is designed to supply power to radio equipment for at least six
hours.

           • Emergency Position Indicator Radio Beacon- E.P.I.R.B. Type Kannad 406 WH.
This unit when activated transmits its unique identification message on the
406.025 MHz frequency. This unit may be operated in two ways. Manual
activation is achieved by unscrewing a metal top under which a metal foil is
located, this foil when broken gives access to a switch which may then be
thrown to activate the unit. The purpose of the metal foil is to retain the
switch in the "off" position. 

           Automatic activation occurs when the unit immersed in water activates a
hydrostatic release system that opens a canister and permits the EPIRB to float
free. The flow of seawater between two cells housed inside the unit forms a
circuit thus activating the alert. An additional feature of this type of unit
consists of a test facility that is used to carry out a functional test of the
equipment without activating the alarm.

           During the early hours of the 18th September 2004 the EPIRB was retrieved by
the winchman. On inspection, the metal foil had been broken and the switch
was in the "on" position, indicating that the unit was manually activated. This
then begs the question as to why a radio distress was not made.
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6.      CONCLUSIONS

6.1       Due to the fact that all four crew perished and the lack of evidence obtained
from the wreck site, what occurred the night of 17th September 2005 on board
the "St.Oliver" remains shrouded in obscurity.

6.2       The investigation attempted to piece together the sequence of events leading
up to the grounding of the vessel on Duck Island. In doing so the most likely
routes the vessel may have taken were examined and narrowed down to routes
(1) and (2) as outlined on chartlet 1. The preferred route being the shorter i.e.
the Inner passage, however it is more likely that in view of the sea conditions
that met the vessel on clearing Bertraghbboy Bay they would have opted for
route (2) a passage between Skerd Rocks and Namakan Rocks before turning
East. This route would have offered greater sea room taking the vessel away
from danger but into very heavy seas. None of the communications from the
crew to their respective wives suggested anything wrong. ETA’s throughout were
given as between 22:00 and 22:30 hours. The only indication of anything amiss
was a text message from Mr. Michael Mullen to a friend wherein Mr. Mullen
states that the weather is very rough, their two computers are down and
consequently they hardly know where they are going. 

           He finishes with the message that he will give his friend a call later. This is the
only suggestion that something was wrong. 

           The investigation concluded that the computers referred to were the chart
plotter and either the radar or GPS. This malfunction may be the result of a
circuit breaker activating or a short circuit in the system. The question remains
unanswered as to whether or not other equipment was affected and if so had
the emergency battery power supply not been switched over at that time.

6.3       The investigation again concentrated on the time frame between
communications to wives and more importantly ETA’s given. The investigation
could not reconcile with these ETA’s as they persistently put the vessel further
ahead contrary to the vessel’s perceived speed of between 7 to 8 knots. It is
quite possible at this stage that there was an element of confusion as to their
actual position in view of the above text message. Had other items of
navigational equipment malfunctioned will never be known. It should be noted
that their location now very close to Duck Island would have obstructed their
view of Deer Island and Rock Island lights. In any case their observance of these
lights would be further hampered by the poor visibility conditions that were
known to be prevalent at that time.

           
6.4       The extent of destruction suffered by the "St. Oliver" following grounding makes

it difficult to draw any comprehensive conclusions.
           
6.5       The possibility of the vessel suffering mechanical power failure or steering

failure which would likely result in the vessel broaching onto the rocks may be
ruled out as the evidence does not support this.
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           It would appear, however, that the vessel ran aground on the reef while
underway, based on:

           • The location of the engine controls observed in the "Ahead" position.
           • The point damage to only one section of the keel - bow.
           • The relatively good condition of the underwater paint and planking near the

keel.
           • The relatively undamaged propeller blades.
           • The location of the engine/gearbox.

           The position of the control levers could be brought into question as they could
have been moved during the subsequent search operation.

           There was insufficient evidence remaining to indicate an engine failure due to
fuel related problems. Items remaining on the engine did not appear to have
been disturbed. There was no evidence of a fire on the engine.

6.6       While the vessel showed signs of over nailing on hull planking, and signs of rot
were detected on sections, it would be considered consistent with her age and
purpose, and not considered to be at such an advanced stage as to cause
structural failure. There was evidence that the hull was maintained and
caulking renewed on a regular basis. While it was noted that both the rudder
and stuffing box gland bolts were loose, packing was still present and
considering the position of the stuffing box on the water line it is unlikely that
water ingress was a problem.

           The rudder section, though missing, from the section containing the steering
gear and stock was located directly aft of the point of impact and would
appear to have been in place on grounding.

           Maintenance records for the vessel were examined but revealed nothing of
significance.

6.7       The absence of a VHF radio distress message or indeed a mobile phone call
suggests that the crew were caught unawares. It is entirely feasible that the
EPIRB was activated subsequent to the grounding (the EPIRB is activated in the
manual mode by unscrewing a small plastic cover, puncturing a metal foil strip
and throwing a switch, a task that would have been practised on a regular
basis). Mrs. Connolly suggests that the engine controls in the "ahead" position
would be consistent with attempting to manoeuvre the vessel out of danger.
The investigation does not support this assumption as all the material evidence
points to the vessel being driven onto the rocks on "Duck" Island head on.

           This is supported by the point damage to the keel, which on impact splayed the
keel box open; there was relatively little underwater paint damage or planking
damage either side of the keel.
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           The suggestion here is that had the crew been aware of the impending danger
they would attempt to turn the vessel away from the Island and would have
struck at a broad angle. Evidence of this would be side impact damage of which
on examination there was none.

          Examination of the EPIRB unit revealed that the battery should have been
replaced a year earlier. It is interesting to note that had this unit in its current
state been presented during a radio survey it would have failed.

6.8       After careful examination of the evidence no comprehensive conclusions can be
drawn. However an element of doubt/confusion appears to have existed as to
the vessels whereabouts on the night of 17th Sept 2004 due to the apparent
malfunction of items of navigation equipment. 

           The possibility then exists that in the absence of any tangible or conclusive
knowledge of the vessels position, a decision was made to head towards land in
the hopes of recognising some shore lights and thus establishing position. 

           It must be remembered that the weather conditions were severe, visibility was
very poor and the wind was now gusting to strong gale force 9 (See Weather
Report at Appendix 8.4). The vessel would be making a lot of leeway to the
North towards land. This has been confirmed by computer model analysis run
by the Marine Institute factoring in wind and tide conditions for that night
based on all available information.

           

20

CONCLUSIONS cont.



7. RECOMMENDATIONS

7.1       The reasons behind the loss of the "St. Oliver" will never be known but it
should, if for no other reason, reinforce the need for all mariners to prepare
every voyage properly by adhering to the basics principles of voyage planning.
These preparations should be more encompassing after a vessel has been laid
up for any period and in particular out of the water during that time.

7.2       The International Maritime Organisation (IMO) has adopted Assembly Resolution
A.893 (21) which outlines provisions for effective passage planning. In response
to this, The Irish Department of Communications, Marine and Natural Resources
has produced Marine Notice No.5 of 2002 (See Appendix 8.5).

           This notice offers guidance on the development of a plan for voyage or
passage, as well as the close and continuous monitoring of the vessel’s progress
and position during the execution of such plan. It is an "aide memoir" of items
to be considered prior to making any voyage and considers fundamentals like a
safe route to be followed, adequate fuel for the intended voyage, charts,
adequate manning levels, obstacles that may be encountered, weather forecast
etc. Mariners should also comply with the provisions of the following: 

           Marine Notice No. 9 of 2002 Applies to the keeping of a safe navigational watch
on board fishing vessels (See Appendix 8.6). 

           Marine Notice No.19 of 2002 refers to a publication known as the fisherman’s
pilot.

           Marine Notice No.13 of 2003 deals with Met Eireann Sea area Forecasts.

           Marine Notice No. 22 of 2002 outlines requirements for maintenance of EPIRBS.

           Marine notice No. 32 of 2001 refers to servicing of Inflatable liferafts, Inflatable
boars, Inflatable lifejackets and hydrostatic release units.

           Marine notice No. 14 of 2000 deals with the use of Lifejackets and Personal
flotation devices.

           Marine Notice No. 19 of 2003 refers to Maritime Radio procedures on small
craft.
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8. LIST OF APPENDICES

8.1      Photograph of "St. Oliver" prior to launching.

8.2       Chart Extracts showing Duck Island and Inner Passage.

8.3      Photograph of "St. Oliver" taken the morning after the incident.

8.4      Meteorological weather report for the period 18:00 to 24:00 hrs 17th Sept 2004
for the Carna area.

8.5      Copy of Marine Notice No. 5 of 2002: Voyage Planning.

8.6      Copy of Marine Notice No. 9 of 2002: Keeping a Safe Navigational Watch on
Fishing Vessels.

8.7      Irish Coast Guard Summary of events.
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Appendix 8.1

The photo below was taken prior to launching.
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Appendix 8.1

The photo below was taken the morning after the incident.
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MCIB RESPONSE
The MCIB notes the contents of this letter.
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MCIB RESPONSEto letter dated 15th July 2005 from Mrs. Faherty.
The MCIB notes the contents of this letter. The MCIB would again like to extend its
deepest sympathies to Mrs. Faherty and her family on their sad loss.
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MCIB RESPONSE to letter dated 16th July 2005 from Mrs. Dirrane.
The MCIB notes the contents of this letter and has amended the report accordingly.
The MCIB would again like to extend its deepest sympathies to Mrs. Dirrane and her
family on their sad loss.
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MCIB RESPONSE
The MCIB notes the contents of this letter and has amended the report accordingly.
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MCIB RESPONSE to letter dated 25th July 2005 from Mrs. Noonan Connolly.
The MCIB notes the contents of this letter and has amended the report accordingly.
The MCIB would again like to extend its deepest sympathies to Mrs. Noonan Connolly
and her family on their sad loss.
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