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1. SUMMARY 
1.1       On the 24 October 2021 Yacht Jelly Baby with nine persons onboard was competing 

in the last race of the 2021 Autumn League series race in Cork Harbour. On 
rounding the third mark of the racecourse, W2 buoy, the crew were preparing to 
change sails when they encountered difficulties rigging a gennaker which is a type 
of downwind sail. During efforts to overcome these difficulties the gennaker and 
the Bowman went over the side of the yacht.  

1.2       The Bowman was pulled back onboard by the crew but the gennaker became 
entangled around the keel, rudder and propeller and disabled the yacht. The yacht 
luffed up to port towards the shore and shortly thereafter went aground on a lee 
shore (according to the Skipper’s report to the Marine Casualty Investigation Board 
(MCIB)) on Bull Rock at Weavers Point on the west side of the entrance to Cork 
Harbour.  

1.3       The Bowman was successfully recovered and the crew were uninjured, but the 
yacht remained aground until floated on the following flood tide and was then 
towed to Crosshaven. The damage to the yacht was such that its insurers declared 
it to be a constructive loss (i.e. deemed a total loss). The yacht was repaired and 
the MCIB was advised it sails on Belfast Lough. 

           Note: Times are local time = UTC + 1 (Co-ordinated Universal Time + 1 hour). 

           See Appendix 7.1  - Yacht Jelly Baby. 

           See Appendix 7.2 - Yacht Jelly Baby Aground on Bull Rock, Weavers Point. 

           See Appendix 7.3 - Typical Sail Plan - J109 Yacht. 
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FACTUAL INFORMATION

2.       FACTUAL INFORMATION 
 

2.1       Vessel Particulars 

2.1.1     Name:                                    Jelly Baby. 

            Hull Identification Number:     FRJBE19194K405. 

            Type:                                      Bermudan Sloop, cruiser/racer. 

            Manufacturer:                         J Composites. Les Sables-d’Olonne, France. 

            Date of Manufacture:              2005. 

            Model Type:                            J109. 

            Recreational Craft Directive   RCD Category A (i.e. recreational craft designed  
            (RCD) Design Category:           for winds that may exceed wind force 8 (Beaufort) 

and significant wave height of 4 metres (m) and 
above, but excluding abnormal conditions such as 
storm, violent storm, hurricane, tornado and 
extreme sea conditions or rogue waves). 

            Description:                            Fractional rigged sloop with fin keel and spade 
rudder. J109’s racer/cruisers are designed for 
offshore racing. The J109 racing cruiser has a 
relatively long waterline and a low vertical centre 
of gravity designed for optimum stability 
(www.j109.org). 

            Registration:                           Yacht Jelly Baby was registered in Ireland. 

            Length Overall:                       10.74 m.  

            Beam:                                    3.51 m. 

            Displacement:                        4,944 kilograms (kg).  

            Construction:                          Glass Reinforced Plastic, Aluminium alloy spars, 
stainless steel wire standing rigging. 

2.1.2     Yacht Jelly Baby was purchased by its owner in 2017 and primarily used for racing 
purposes. The yacht had a major refit in 2020 when spars and rigging were 
renewed throughout the vessel.  

2.1.3     Vessel Equipment: Yacht Jelly Baby was competing in the 2021 Royal Cork Yacht 
Club (RCYC) Autumn League races and was carrying essential equipment only. 
Equipment onboard at the time of the incident on 24 October 2021 was as 
follows:  
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            •  An outline drawing of the boat on a bulkhead indicating where all emergency 
equipment was positioned. 

            •  Grab bag containing handheld Very High Frequency (VHF) radio, spare 
batteries, knife, torch. 

            •  Halyards and sheets. 

            •  Alloy mast and boom with vang. 

            •  Wire cutters (for rig). 

            •  Two independent and fixed bilge pumps. 

            •  Boat hook. 

            •  Two large, sheathed knives taped to vang and steering pedestal for emergency 
cutting of lines etc. 

            •  Lifebuoy. 

            •  Five 300 newton (N) auto inflatable spare lifejackets to supplement Personal 
Flotation Devices (PFD) owned and brought to the boat by crewmembers. 

            •  Eight sets of lifelines with overload indicators, (tethers). 

            •  First aid medical kit. 

            •  Flares pack comprising two parachute red rockets, two Mk7 red hand-flares, 
two pinpoint hand-smoke flares. 

            •  Bung pack for stopping hull fitting leaks. 

            •  Torch. 

            •  Three independent navigation systems. 

            •  Compass. 

            •  Navigation lights (International Regulations for Preventing Collisions at Sea 
compliant). 

            •  VHF radio, fixed. 

            •  Five PFDs (spares as crew used their own). 

            •  Emergency steering tiller. 

            •  Anchor and warp (folding anchor and chain kept in a bag ready for use). 

            •  Volvo marine diesel ‘sail-drive’ engine regularly serviced. 

Cont.FACTUAL INFORMATION
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            •  Two fire extinguishers. 

            •  One fire blanket. 

            •  Two buckets. 

2.1.4     At the time of the incident, all crew were wearing their own inflatable PFDs while 
the Bowman was wearing a buoyancy jacket type PFD. In addition, five spare 
PFD’s (300 N auto inflatable) were carried onboard yacht Jelly Baby. None of the 
nine crew were using any of the eight sets of lifelines with overload indicators 
(tethers) that were onboard. 

 
2.2       Crew Details 

2.2.1    At the time of the incident, yacht Jelly Baby had onboard nine crew including the 
Skipper.  

            •  Skipper: Owner of the yacht, an experienced yachtsman and sailor. Qualified 
yachtmaster (Offshore) since 1993. Restricted radio operator licence. 

            •  Bowman: Assessed as being an experienced yachtsman on different classes of 
yachts, particularly J109 type having operated in all crew positions and 
particularly comfortable in the racing yacht bowman’s position and associated 
tasks. Participated in the Round Ireland Race 2018. Sailed as part of Jelly 
Baby’s crew since 2019. Extensive experience cruiser racing in Dublin Bay and 
Shannon inland waterways. 

            •  Seven crewmembers: All crew were yacht racers and familiar with Jelly Baby. 
The Skipper recounted that all the crew had raced together onboard Jelly Baby 
multiple times throughout the year and during the Autumn series of races. He 
was absolutely satisfied with the experience of his crew. 

            No written evidence was provided to verify the crew training or experience.  

2.2.2     The yacht was the third boat in the lead when the incident occurred, and the 
crew had performed very well throughout the (Autumn) series and were third 
place in the league before the incident.  

 
2.3       Voyage Particulars  

2.3.1     Yacht Jelly Baby left its berth in Crosshaven at approximately 11.00 hours (hrs) 
on 24 October 2021 in order to participate in a race, part of the Autumn 2021 
series of races hosted by the RCYC and sailed in the waters of Cork Harbour and 
its approaches. There were approximately 35 to 40 keelboats competing in this 
race event which was the last of the keelboat races in the Autumn Series. 

Cont. FACTUAL INFORMATION
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2.3.2     The start line for this race was between No.9 buoy and No.11 buoy located 
approximately 700 m north of Whitegate Marine Terminal jetty. The Race Officer 
(RO) was stationed at this location onboard the Committee Vessel (CV) overseeing 
the race start, and throughout the duration of the race, anchored at this location 
for the day. First Gun was at 11.25 hrs for an 11.30 hrs race start.  

2.3.3     There was a prevailing fresh south westerly breeze in the harbour. The first leg 
from the start line was a beat from No.11 buoy south southwest towards and 
around No.8 buoy (Race No.8 mark), then a reach east towards and around a race 
mark moored in Cork Beg. The next leg was a beat southwest to W2 buoy which 
was to be rounded with W2 on the boat’s starboard side before turning northwards 
and sailing with a following wind back into Cork Harbour.  

            See Appendix 7.4 - Royal Cork Yacht Club Notice of Race. 

            See Appendix 7.5 - Chart - Cork Harbour Autumn Regatta Race Course 24 Oct 
2021. 

            See Appendix 7.6 - Chart - Race Course to W2 Buoy at Weavers Point. 

2.3.4     The two lead yachts rounded the W2 buoy, changed foresails and headed for 
No.11 buoy and the finish line. Yacht Jelly Baby was in third place (and was then 
placed third in the league). On rounding W2 the crew were preparing to change 
foresails when they encountered difficulties rigging the large gennaker sail. 
During efforts to overcome these difficulties the Bowman and the sail went 
overboard. The Bowman held on to the side of the yacht and was hauled back 
onboard by the crew. The Man Overboard (MOB) procedure was not followed and 
in particular the sails were not eased or dropped to de-power and stop the yacht. 
The sail became waterlogged and eventually entangled around the keel, rudder 
and sail drive thereby disabling the yacht. Shortly thereafter, the yacht grounded 
on rocks at Weavers Point approximately two cables (200 yards) from W2 buoy at 
the west side of the entrance to Cork Harbour at approximately 12.09 hrs. 

2.3.5     The incident is described in a report submitted by the RCYC, which gives some 
pertinent information regarding the actions of the crew after the yacht rounded 
W2 and were preparing to rig the gennaker. The report describes the effort of the 
Bowman to contain the gennaker as it slipped over the side of the boat during 
which the report describes the Bowman as being “pulled from the boat by the 
trailing gennaker ending up with him and the gennaker in the water”. However, 
the report goes on to state that “Two crew went to his aid and successfully 
retrieved him from the water”.  

2.3.6     The MCIB learned subsequently from witnesses onboard the yacht that the 
Bowman clung on to the yacht’s side and was never separated from the yacht. 
Witnesses recounted that the Bowman was quickly retrieved safely back onboard 
by fellow crewmembers without further mishap. However, that event combined 
with the gennaker going overboard led to the ultimate outcome. 
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2.3.7     A description of “Man overboard and recovery procedures” may be found in the 
Code of Practice (CoP): The Safe Operation of Recreational Craft1 at Chapter 11, 
section 11.7 page 117 as shown below. This section describes the loss of a person 
overboard as presenting “a serious challenge to those remaining onboard who 
must safely position the vessel adjacent to the individual in the water and 
recover the person back on board”. The Code also prescribes appropriate 
emergency actions including broadcasting a MAYDAY distress VHF call for 
assistance amongst other actions. 

9

1. Updates to the Code of Practice: The Safe Operation of Recreational Craft 2017 (Marine Notice No.51 refers) 
were published in November 2019. The updates can be downloaded in electronic format at: 
https://www.gov.ie/en/publication/66ff7e-safe-operation-of-recreational-craft/
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2.3.8    The CoP does not describe the actions required in the case of a “Tethered MOB” 
situation where the MOB remains attached to the boat by a lifeline or other 
means. The risk of drowning can be more severe in a tethered MOB situation as 
the casualty is being dragged through the water at the speed of the boat. This 
constitutes an imminent threat to life and the MOB procedure, including stopping 
the boat and MAYDAY call, should be instigated and the boat stopped whilst 
efforts are made to retrieve the casualty. Training schemes for this type of event 
will specify the use of an MOB procedure for such event. MOB procedures should 
be specific to the craft in question. Full details of MOB procedures can be found 
in the training manuals of recognised sail training schools. 

2.3.9     During this incident the prescribed emergency procedures outlined in the CoP, 
were not implemented. This may have been due to the speed at which events 
unfolded and lack of crew training for such an eventuality. The Bowman was 
successfully hauled back onboard in a short time. MAYDAY relay broadcasts were 
made by two other competing yachts. 

2.3.10   The CoP has little other content of relevance to sailing yachts and refers readers 
to the Irish Sailing Association (ISA) (now called Irish Sailing) and to its website: 

            “The Irish Sailing Association (ISA) is the national authority for sailboat racing in 
Ireland. All vessel owners/skippers participating competitively must be members 
of the ISA and all such racing must comply with the World Sailing Racing Rules of 
Sailing, the rules of the National Authority and the rules of the particular Class 
Association, where applicable. When a vessel sailing under these Rules meets a 
vessel that is not, the vessel shall comply with the International Regulations for 
Preventing Collisions at Sea (see Appendix 1).” 

            See Appendix 7.7  - Royal Cork Yacht Club Report on an Incident Involving J109 
Yacht Jelly Baby Grounding at Cork Harbour 24 October 2021. 

            See Appendix 7.8  - Chart - Poolnacallee Bay to Weavers Point. 

            See Appendix 7.9  - Chart - Race Flotilla Approach to W2 Buoy. 

            See Appendix 7.10 - W2 Buoy to Weavers Point. 

            See Appendix 7.11 - Satellite Image, Yacht Jelly Baby Grounding Position. 

            See Appendix 7.12 - Lead Yachts after Rounding W2 Buoy. 

2.3.11   The MCIB obtained video footage showing the leading yachts and yacht Jelly Baby 
dispositions as the incident developed. Still photographs were lifted from the 39 
second video footage at two second, three second 13 second, 25 second, 29 
second, 31 second and 39 second intervals showing the sequence of the events as 
the yacht steered off course and luffed up towards the shore.  
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            See Appendix 7.13  - Video Stills of Incident. 

                                         - Video still 00/39 Crew preparing to hoist gennaker. 

                                         - Video still 02/39 Yacht steers off course to port. 

                                         - Video still 03/39 Bowman slips over the side. 

                                         - Video still 13/39 Crew moves forward. 

                                         - Video still 25/39 Gennaker over the side. 

                                         - Video still 29/39 Yacht - standing into danger. 

                                         - Video still 31/39 Yacht - not under control. 

                                         - Video still 39/39 Yacht - imminent grounding. 

            To view video on YouTube click here 

 
2.4       Marine Incident information 

2.4.1     The significant damage to the yacht Jelly Baby (or its “constructive” total loss 
as insurers assessed that the costs of repairs were more than the value of the 
vessel), and the risk posed to the threat of death or serious injury to the 
Bowman and crew, amounted to a marine casualty within the meaning of the 
Merchant Shipping (Investigation of Marine Casualties) Act, 2000. This type of 
casualty is as defined in Part 1, Section 2 as follows: 

            ‘‘marine casualty’’ means an event or process which causes or poses the threat 
of—  

               (a) death or serious injury to a person;  

               (b) the loss of a person overboard;  

               (c) significant loss or stranding of, or damage to, or collision with, a vessel 
or property; or 

               (d) significant damage to the environment, in connection with the 
operation of—  

                     (i)    a vessel in Irish waters;  

                     (ii)   an Irish registered vessel, in waters anywhere; or  

                     (iii)    a vessel normally located or moored in Irish waters and under the 
control of a resident of the State, in international waters 
contiguous to Irish waters, 
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            and includes an accident or damage referred to in section 26(1)(b);” 

2.4.2     There was no report of pollution from this incident. 

 
2.5       Emergency Response and Timeline 

            Emergency Response as per Irish Coast Guard (IRCG) Marine Rescue Sub Centre 
(MRSC) Valentia - Situation Report (SitRep) UIIN22606/21. Day Time Group: 24 
11.49 Z OCT 21. 

            Note: All times in this SitRep are stated in Co-ordinated Universal Time (UTC), i.e. 
ZULU (Z) time, one hour behind local time. 

            The following sets out the time line extrapolated from the “N- Additional 
Information” content of the SitRep 

            24 October 2021 

            11.09 Z        Member of the Public (MOP) reported a yacht aground on Weavers 
Point. 

            11.11 Z       IRCG tasked Crosshaven Royal National Lifeboat Institution (RNLI) 
lifeboat (LB), Crosshaven Coast Guard Boat Unit (CGBU) and IRCG 
rescue helicopter R117. MAYDAY relay broadcast.  

            11.19 Z        Yacht owner Jelly Baby advised all people onboard were ashore and 
well. No medical assistance required. 

            11.23 Z        Rescue helicopter R117 stood down. MAYDAY relay cancelled. 

            11.26-29 Z   RNLI LB and CGU launched and proceeding to incident scene to check 
the yacht.  

            11.33 Z       Crosshaven CGBU reported being on scene (being the first on scene) 
and advised that the vessel was high and dry and that all persons 
were ashore, safe and well. 

            11.45 Z        RNLI LB on scene waiting for high water (HW).  

            11.52 Z       CGU returned to base. No pollution and waiting for HW. 

            See Appendix 7.14  - Irish Coast Guard SITREP. 

 
2.6       Environmental Conditions 

2.6.1     Weather Conditions according to IRCG SitRep UIIN2606/21 at 12.00 hrs and from 
an unknown location; the following is a partial extrapolation from the section “H- 
Weather on scene“ content of the SitRep: 
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               Wind:                           Beaufort Force 4, south westerly. 

               Sea:                             Moderate. 

               Swell:                          Low wave. 

               Air temp.                     14.7 degrees Celsius (0°C). 

2.6.2     Met Éireann – 24-hour Sea Area Forecast issued at 06.00 hrs Sunday 24 October 
2021 for all Irish coastal waters and the Irish Sea included the following: 

               “Small craft warning2 in operation:  

               Text of small craft warning: South-westerly winds will reach force 6 or 
higher at times on all Irish coasts today (Sunday) and tonight 

               Wind:                          Southwest force 6, occasionally reaching force 7 in 
the Irish Sea this morning. Later veering west force 
6 and occasionally reaching force 7 in the 
northwest, Sunday night” 

            Coastal Reports:              at 05.00 hrs Sunday 24 October 2021 

            Roches Point Automatic:  Wind South, 13 knots (kts), mist, 3 miles, 1008 
falling slowly.  

2.6.3     Met Éireann - Estimated weather conditions for Cork Harbour/Roches Point 
area on Sunday 24 October between 11.00 hrs and 13.00 hrs local time. From 
the report issued on 22 March 2022:  

               “Meteorological  

               Synopsis:                      A complex area of low pressure (983 hPa) in the 
north Atlantic directed a fresh to strong unstable 
southwest airflow over Ireland with showery 
troughs in the flow. 

               Wind:                          Winds in the Roches Point area were estimated as 
fresh to strong Beaufort Force 5 or 6 southwesterly 
(mean wind speed 18 to 22 knots) with occasional 
gusts of 31 knots.  

               Visibility:                     Visibility was generally good (greater than 5 
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2. According to Met Éireann, Small Craft Warnings are issued if winds of Beaufort Force 6 (minimum mean of 22 
knots) are expected up to 10 NM offshore. The next most serious level of warning is a Gale Warning (issued if 
winds of Beaufort Force 8 are expected).
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nautical miles); visibility was moderate (2-5 nautical 
miles) in showers. 

               Weather:                     The Roches Point area remained mostly dry with only 
occasional light passing showers, variable cloud and 
sunny spells during the period in question. Although a 
band of blustery heavy showers affected Cork City 
area, these heavy showers did not reach Roches Point 
area where overall rainfall totals was not more than a 
trace. 

            Temperatures:                 Air temperature of 14 or 15 degrees Celsius. 

            Estimated Sea State Conditions (offshore): I estimate that the sea state 
conditions in the offshore area south of Roches Point was moderate, occasionally 
rough (significant wave height of 1.5 – 2.5m occasionally 3m); the swell direction 
was south-westerly.  

            Sea temperature 14 degrees Celsius.” 

2.6.4     Tide times:    Cobh, Cork Harbour for 24 October 2021 (courtesy of 
tidetimes.co.uk.). 

                                High/Low water          Time                   Height 

                                1st Low Water             02:09 hrs             0.82 m  

                                1st High Water            08:06 hrs             3.89 m  

                                2nd Low water            14:28hrs              0.90 m 

                                2nd High Water           20:21 hrs             3.87 m  

2.6.5     The time of the incident was approximately 12.09 hrs local time when the tide 
was approximately four hours past HW and the tidal stream was ebbing out of 
Cork Harbour, broadly in a north to south direction See (see Appendix 7.17 - Royal 
Cork Yacht Club Autumn Series 2021 Sailing Instructions Appendix C). This is a wind 
against tide situation where the incident occurred. Wind against tide can 
exacerbate the sea state where it occurs.  

            See Appendix 7.14  - Irish Coast Guard SITREP. 

            See Appendix 7.15  - Met Éireann Estimated Weather Conditions 24 October 2021, 
Issued 22 March 2022 which includes the Forecasts at  
00.00 hrs, 06.00 hrs, 12.00 hrs and 18.00 hrs on 24 October 
and 00.00 hrs on 25 October 2021. 

            See Appendix 7.16  - Tidal Times for Cobh, Cork Harbour 24 October 2021.
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2.7       The Race Organisation and Race Rules and Regulations  

2.7.1     The race was a local race organised by the RCYC based in Crosshaven, Cork. The 
RCYC’s Executive Committee carries oversight of the Club’s activities and 
comprises the following appointments: 

            •  Admiral (chair)  

            •  Vice-Admiral 

            •  Rear Admiral Dinghies 

            •  Rear Admiral Keelboat Racing 

            •  Rear Admiral Cruising 

            •  Treasurer 

            •  Chairman – Membership and Events 

            •  Chairman – Marina and Facilities Committee.  

2.7.2     The incident occurred in the last race of a series of races for keelboats which 
takes place on each Sunday in October every year. Advertised as the Autumn 
Series, the races are sailed in the waters of Cork Harbour and its approaches and 
organised by the RCYC. The races are local events and do not have regional, 
national or international status. 

2.7.3     The responsibility for the organisation of the keelboat racing rests with the 
RCYC’s appointed Rear Admiral Keelboat Racing who chairs the keelboats Race 
Committee. Rear Admiral Keelboats Racing reports to the Executive Committee. 
The MCIB learned from Rear Admiral Keelboats Racing (2021) that this 
appointment carries a portfolio of responsibilities. In addressing these 
responsibilities, the Rear Admiral Keelboat Racing (2021) was assisted by the 
Keelboats Race Committee.  

2.7.4     The Keelboats Race Committee comprises: 

            •  Rear Admiral Keelboat Racing (chair). 

            •  Marina Manager. 

            •  A panel of ROs who carry out Officer of the Day (OD) duties during the keelboat 
race events. All RO/ODs are volunteers and members of the RCYC. 

2.7.5     Each race in the series is conducted by the OD otherwise known as the RO assisted 
by the Club’s Marina Manager both of whom are members of the Keelboats Race 
Committee.  
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2.7.6    The responsibilities of the Rear Admiral Keelboat Racing and Race Committee are 
as follows: 

            •  To take charge of organising the RCYC’s keelboats. 

            •  Safety management of race events. 

            •  To set out a calendar of keelboat events for the year. 

            •  Review and implement decisions regarding the Club East Coast Handicap 
Organisation (ECHO) Handicap System. 

            •  The planning, preparation, and organisation of race events. 

            •  The implementation of Rules and Regulations.  

            •  The implementation of amendments to the Rules and Regulations. 

            •  Review race incidents and determine and disseminate lessons learned. 

2.7.7     With regard to race incidents, the Rear Admiral Keelboats Racing (2021) recalled 
that in his experience incidents were few and usually involved only personal 
injuries. He could not recall any incident on the scale of the loss of a yacht like 
Jelly Baby while racing. He explained that when there was a safety incident 
there was an investigation with an incident report being made to the Executive 
Committee by the appointed Rear Admiral Keelboats Racing. Lessons learned are 
implemented by the Executive Committee through the relevant committee 
officer and their respective committees down to end users.  

2.7.8     The Autumn Series racing in 2021 was scheduled for 26 September, 3 October, 17 
October and 24 October with a maximum of two races per day all of which were 
governed by a number of instructions, rules and prescriptions as provided in the 
Notice of Race, sailing instructions promulgated by the RCYC as the Autumn 
Series 2021 Sailing Instructions.  

2.7.9     The Autumn Series 2021 Sailing Instructions are a set of instructions promulgated 
by the RCYC and uses several documents as reference, namely: 

            •  The Racing Rules of Sailing (RRS). 

            •  The prescriptions of the ISA (now known as Irish Sailing). 

            •  2021 International Rating Certificate rules. 

            •  Relevant Class rules where applicable. 

            •  The RCYC Club ECHO handicapping system. 

            •  RCYC Notice of Race. 

            They provided that in the event of conflict, the RCYC’s Autumn Series 2021 
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Sailing Instructions prevailed. 

2.7.10   The Autumn Series 2021 Sailing Instructions addressed numerous factors 
applicable to the conduct of the 2021 Autumn Series such as: 

            •  Communications regarding the race: Arrangements for communications for the 
race were available from numerous sources. For instance:  

               - Section 3 - Notices of changes to the ‘Sailing Instructions’ were to be posted 
on the notice board and RCYC website before 09.30 hrs on the day they were 
to take effect.  

               - Section 6.5 - Flag signals made ashore were to be displayed at the RCYC 
flagstaff while Code Flag “Y” flown on the CV before the start of the race 
indicated that all competitors must wear life jackets. 

               - Section 19.2 - VHF radio using the appropriate channel (CH 71 in this 
instance). Used primarily by the RO announcing the location of the CV, the 
course for the Start Area and the race course for each fleet, before the start. 
Channel 71 was exclusively used for race management.  

            •  The RO: The RO (otherwise called the OD) had discretionary responsibilities 
outlined in the Sailing Instructions. Namely, the race courses to be followed by 
the groups of competitors, alterations to existing courses and the order and 
grouping of race starts. 

            •  Classes of competing boats: There were six class divisions described in the 
Sailing Instructions, Class 0, Class 1, Class 2, 1720’s/Sports boat/Day boat, 
White Sail 1 and White Sail 2. Jelly Baby belonged to Class 1. 

            •  Race Areas: This section describes where the racing Areas, the race Courses, 
the race Marks, ‘Areas that are Obstructions’ and the Start and Finish lines are 
described. 

2.7.11   The RCYC Notice of Race reiterated the rules applicable to the Autumn Series as 
being those as described in the RCYC’s Autumn Series 2021 Sailing Instructions. 
The RCYC Notice of Race also referred to rules and yacht classifications 
contained in World Sailing’s current RRS and Offshore Special Regulations (OSR) 
Category 4 safety regulations governing offshore racing respectively. The Notice 
of Race states that competing yachts in Classes 0,1 and 2 and White sail 1 and 2 
must be capable of satisfying (without the necessity for modifications) World 
Sailing OSR Category 4 safety regulations governing offshore racing. Yacht Jelly 
Baby had Class 1 classification so was subject to this provision. So, while the 
Autumn Series was not directly regulated by OSR safety regulations, the RCYC 
Notice of Race used them as reference for standards of vessels. 

2.7.12   In addition to the Autumn Series 2021 Sailing Instructions, the Race Committee 
used the RCYC’s website (royalcork.com/sailing/keelboats notice board) 
supplemented by the Racing Notice Board located in the RCYC clubhouse as 
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platforms for communicating race organisational information to its members. 
The website also directed readers to the following reference documents: 

            •  RCYC General Sailing Instructions for Cruiser Racing 2021. The information 
contained in these Sailing Instructions are reflected in the Sailing Instructions 
provided by the Club in their Sailing Instructions for the 2021 Autumn Series of 
races. In particular, this notice states at:  

               “Section 15 Safety Regulations 

               15.2 All competitors must wear life jackets if the CV/OOD/RO displays Code 
Flag “Y”.  

            See Appendix 7.4   - Royal Cork Yacht Club Notice of Race. 

            See Appendix 7.17 - Royal Cork Yacht Club Autumn Series 2021 Sailing 
Instructions. 

            See Appendix 7.18 - Royal Cork Yacht Club General Sailing Instructions for 
Cruiser Racing 2021. 

            See Appendix 7.19 - Racing Declaration and Entry Form for 2021. 

            See Appendix 7.20 - World Sailing Offshore Special Regulations. 

 
2.8       Race Safety, Skipper and Racing Declaration and Entry Form for 2021 

2.8.1     The RCYC’s Racing Declaration and Entry Form for 2021 requires the yacht’s 
person in charge to declare that they have paid particular attention to, and agree 
to be bound by, the World Sailing OSR. World Sailing OSR relate to, and govern, 
offshore racing for monohulls and multihulls structural features, yacht 
equipment, personal equipment and training.3 The race in question was a 
Category 4 inshore sailing race and was therefore not directly subject to all OSR, 
however the Skipper agrees to be bound by them in the Racing Declaration.  

2.8.2     The Racing Declaration and Entry Form for 2021 had to be signed by the yacht’s 
person in charge. The person in charge otherwise known as the skipper of the 
boat is required to sign and date this document prior to entering for a RCYC 
organised race. The RCYC have confirmed that the Skipper did sign the required 
Declaration. The terms stated in this form are read and agreed by the person in 
charge as defined in RRS 46. “A boat shall have onboard a person in charge 
designated by the member or organisation that entered the boat”.  

2.8.3     The Declaration made by the person in charge stipulates that he/she has “paid 

3. See Appendix 1 World Sailing Offshore Special Regulations and RORC Prescriptions and are dated ‘January  

2020 - December 2021’ and notated as Version 0.3 - 11 December 2020.  
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particular attention to and agree to be bound by the Racing Rules of Sailing 
(RRS), the ISA prescriptions thereto, the ISAF4 Offshore Special Regulations (OSR) 
and any class rules which may govern the type of boat that I am sailing. See 
www.sailing.ie/Racing/Rules.aspx. I have also read and understand and where 
appropriate agree to be bound by, the RCYC General Sailing Instructions 2021”.  

2.8.4     The RRS sets out specific rules regarding the responsibility to wear safety 
equipment, decision to race, appointment of a skipper in charge and limitations 
on crew. 

            RRS “1.2 Life-Saving Equipment and Personal Flotation Devices: A boat shall 
carry adequate lifesaving equipment for all persons onboard, including one item 
ready for immediate use, unless her class rules make some other provision. Each 
competitor is individually responsible for wearing a personal flotation device 
adequate for the conditions.” 

            Specific lists of required safety equipment are published, depending on the type 
of boat and the nature of the event. 

            RRS “3 Decision to Race: The responsibility for a boat's decision to participate in 
a race, or to continue racing, is hers alone.” 

            RRS “46 Person in Charge: A boat shall have on board a person in charge 
designated by the member or organization that entered the boat.” 

            RRS “48.2 Limitations of Equipment and Crew: No person on board shall 
intentionally leave, except when ill or injured, or to help a person or vessel in 
danger, or to swim. A person leaving the boat by accident or to swim shall be 
back in contact with the boat before the crew resumes sailing the boat to the 
next mark.” 

2.8.5     In addition to the above, the fundamental rules of sailing commence with the 
following: 

            RRS “1.1 Helping those in danger. A boat, competitor or support person shall give 
all possible help to any person or vessel in danger.” 

            Providing help to someone in danger is, as stated above and in the RRS is a 
fundamental rule and so stated at Rule 1.1. It is also an integral part of the 
culture of the sport. In addition, if a boat, while racing, provides aid to another 
boat in distress (such as having a MOB situation), it will be awarded “redress” 
against so that it does not suffer loss of competitive position as result of giving 
aid. 

2.8.6     Under the heading “Responsibility”: The person in charge declares that “Before 

4. ISAF is now known as World Sailing 

Cont. FACTUAL INFORMATION



20

racing I shall ensure that my crew and I are aware that: 

            a. Yacht racing can be dangerous. 

            b.Crew members attention is drawn to RRS 1.2 (life-saving equipment): “A boat 
shall carry adequate life-saving equipment for all persons onboard, including 
one item ready for immediate use, unless her class rules make some other 
provision. Each competitor is individually responsible for wearing a personal 
flotation device adequate for the conditions”. [under lineation added] 

            c. The Person In Charge and crew will be held jointly responsible for the conduct 
of the yacht’s crew before, during, and after a race. Misconduct may result in 
both the Person in Charge and crew being excluded from future races and 
renders a yacht liable to disqualification. 

            d.No yacht will be accepted for entry unless the person in Charge has, before 
the start of the race, or at some time previously signed a declaration in the 
terms set out herein. 

            e. My crew and I are aware of the ISAF Offshore Special Regulations, (OSR), 
especially 1.02 (printed below).” 

            International Sailing Federation (ISAF) OSR 1.02 (Responsibility of Person in 
Charge). 

            “1.02.1     The safety of a yacht and her crew is the sole and inescapable 
responsibility of the person in charge who must do his/her best to 
ensure that the yacht is fully found, thoroughly seaworthy and 
manned by an experienced crew who have undergone appropriate 
training and are physically fit to face bad weather. He/she must be 
satisfied as to the soundness of hull, spars, rigging, sails and all gear. 
He/she must ensure that all safety equipment is properly maintained 
and stowed and that crew know where it is kept and how it is to be 
used. 

            1.02.2       Neither the establishment of these Special Regulations, their use by 
race organisers, nor the inspection of a yacht under these Special 
Regulations in any way limits or reduces the complete and unlimited 
responsibility of the Person in Charge. 

            1.02.3       Decision to race – The responsibility for a yachts decision to 
participate in a race or to continue racing is hers alone – RRS 
Fundamental Rule 4.” 

2.8.7     The yacht owner is also required to declare that they have read, understand, and 
where appropriate, agree to be bound by the RCYC General Sailing Instructions 
2021 (www.royalcork.com/notice-board).  
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2.8.8     World Sailing OSR Special regulations OSR Appendix 1 addresses, among other 
matters, the following criteria considered relevant to this investigation and 
referenced according to the page of OSR Appendix 1 as follows: 

            •  “Section 1 – Fundamentals and Definitions. 

               Regulation 1.02 Responsibility of Person in Charge.  

               1.02.1 – Under RRS 3 the responsibility for a boats decision to participate in a 
race or continue racing is hers alone. The safety of a boat and her crew is the 
sole and inescapable responsibility of the Person in Charge who shall do his 
best to ensure that the boat is fully found, thoroughly seaworthy and manned 
by an experienced and appropriately trained crew who are physically fit to 
face bad weather. The person in charge shall also assign a person to take over 
his responsibilities in the event of his incapacitation”. 

            •  From regulation 1.03 which sets out a series of definitions, including the 
following: 

               “Lifeline                   Rope or wire line rigged as a guardrail/ guardline around 
the deck. 

               Safety Line               A tether used to connect a safety harness to a strong 
point. 

               Static Safety Line      A safety line (usually shorter than a safety line carried 
with a harness) kept clipped on at a workstation”.  

            •  Section 2 – Application and General Requirements. Regulation 2.01, Categories 
of Events – “Organising Authorities shall select from one of the following 
categories and may modify the OSR to suit local conditions.” 

               Regulation 2.01.5,  

               Category 4 – “Short races, close to shore in relatively warm or protected 
waters normally held in daylight”. 

               The RCYC 2021 Autumn Series Notice of Race classified the race as Category 4, 
being a short race, close to shore in relatively warm or protected waters 
normally held in daylight.  

            •  Section 3 – Structural Features, Stability, Fixed Equipment.  

               Regulation 3.14, - “Pulpits, Stanchions, Lifelines”.  

               3.14.1. - “The perimeter of the deck surrounded by system of lifelines and 
pulpits as follows: a) Continuous lifelines fixed only at (or near) the bow and 
stern…”.  
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               Yacht Jelly Baby was rigged in compliance to the regulation. 

            •  Section 5 – Personal Equipment.  

               Each crewmember shall have:  

               5.01 – “Lifejacket” (a full specification for same is set out).” 

               5.01.5 - “RORC Prescription: A combined harness and lifejacket shall be worn 
when on deck. 

                            a) between the hours of sunset and sunrise 

                            b) when alone on deck 

                            c) when reefed 

                            d) when the true wind speed is 25 knots or above 

                            e) when the visibility is less than 1 nautical mile”. 

               5.02 - “Safety Harness and Tethers” 

               5.02.3 “All of the crew shall have either:  

                            a) a tether not exceeding 1m (3'3") including the length of the hooks, 
or  

                            b) an intermediate self-closing hook on a 2 m (6’-6”) tether.”  

               5.02.4 “a boat shall carry spare harnesses and tethers as required in OSR 5.02 
above sufficient for at least 10% of the crewmembers (minimum one unit).” 

               5.02.5 “A tether which has been overloaded shall be replaced.” 

               Yacht Jelly Baby crewmembers were wearing lifejackets at the time of the 
incident.  

               Tethers are attached to safety harnesses or PFDs incorporating a harness and 
tether connection point, and harnesses were available onboard. The crew were 
not wearing tethers. 

            •  Section 6 – Training 

               6.01.1 – “Every member of a crew including the Person in Charge shall have 
undertaken training within the five years before the start of the race in 6.02 
Training Topics”. 

               6.01.2 – “At least 30% but not fewer than two members of the crew, including 
the Person in Charge shall have undertaken training within the five years 
before the start of the race in OSR 6.02 Training Topics”. 
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               6.01.4 – “Except as otherwise provided in the Notice of Race, an in-date 
certificate gained at a World Sailing/ISAF Approved Offshore Personal Survival 
Training course shall be accepted by a race organising authority as evidence 
of compliance with Special Regulation 6.01”.  

               6.04 - “Routine Training On-Board. At least annually the crews shall practice 
the drills for Crew Overboard Recovery, Abandonment of vessel”. 

            Note: There was no evidence provided to the MCIB that the crew of yacht Jelly 
Baby had undertaken training in accordance with regulation 6.01.1. or 6.01.2.
While it should be noted that the training in Section 6 does not apply to Category 
4 inshore sailing races, the Race Declaration provides that the skipper has agreed 
to have regard to, and be bound by, the OSR. 

            See Appendix 7.20  - World Sailing Offshore Special Regulations. 

 
2.9      Wearing of Personal Flotation Devices, and Use of Tethers  

2.9.1     There are no regulations requiring the wearing of PFDs onboard a recreational 
vessel save as set out in the Pleasure Craft (Personal Flotation Devices and 
Operation) (Safety) Regulations 2005 (S.I. No. 921 of 2005), as amended by the 
Pleasure Craft (Personal Flotation Devices and Operation) (Safety)(Amendment) 
Regulations 2012 (S.I. No. 349 of 2012). Those Regulations provide that:  

            a) all persons on board any craft of less than 7 m in length who must wear a 
personal flotation device (PFD) or a lifejacket while onboard an open craft or 
while on the deck of a decked craft, other than when the craft is made fast to 
the shore; and 

            b) the master or owner is required to take all reasonable steps to have PFDs worn 
by those under 16 years of age.5 

2.9.2     The CoP provides the following in part 2.6 in respect of the competitive use of 
yachts: 

            “The Irish Sailing Association (ISA) is the national authority for sailboat racing 
in Ireland. All vessel owners/skippers participating competitively must be 
members of the ISA and all such racing must comply with the World Sailing 
Racing Rules of Sailing, the rules of the National Authority and the rules of the 
particular Class Association, where applicable. When a vessel sailing under these 
Rules meets a vessel that is not, the vessel shall comply with the International 
Regulations for Preventing Collisions at Sea (see Appendix 1).” 

 2.9.3    The RCYC Notice of Race and Sailing Instructions do not directly address crew on 
the wearing of PFDs. Paragraph 6.5 of the Sailing Instructions requires PFD 
wearing if Code Flag “Y” is flown by the RO before the start of Class B craft. The 
Racing Declaration and Entry Form for 2021, under Responsibility b., states that 
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5. See also the CoP section 1.2.4
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each competitor is individually responsible for wearing a PFD adequate for the 
conditions in accordance with RRS, rule 1.2. A skipper within his/her general 
management and safety obligations may mandate the wearing of PFDs. 

2.9.4     Code Flag “Y” was not flown for the race. As set out above the Met Éireann – 24-
hour Sea Area Forecast issued at 06.00 hrs for all Irish coastal waters and the Irish 
Sea provided for winds and for a Small Craft Warning as follows: 

            “Small craft warning in operation:  

            South-westerly winds will reach force 6 or higher at times on all Irish coasts 
today (Sunday) and tonight.6 

            Wind:        Southwest force 6, occasionally reaching force 7 in the Irish Sea this 
morning. Later veering west force 6 and occasionally reaching force 
7 in the northwest, Sunday night.” 

            The prevailing wind speed recorded at Roches Point Automatic at 05.00 hrs on the 
day in question was wind speed of 13 kts.  

2.9.5     The IRCG SitRep at 12.00 hrs noted the weather at the position from where the 
initial call was received, as Beaufort F4. This information was taken from the 
IRCG meteorological logging system and stated the wind as “Beaufort Force 4”. 
The Met Éireann report Coastal report at 11.00 hrs at Roches Point shows South 
to Southwest 18 kts (F5) as follows: 

               “Wind: Winds in the Roches Point area were estimated as fresh to strong 
Beaufort Force 5 or 6 southwesterly (mean speed 18 to 22 knots) with 
occasional gusts of 31 knots.” 

2.9.6     It is understood by the MCIB that Code Flag “Y” is only flown in adverse 
conditions. Code Flag “Y” was not being flown from the Committee Vessel (CV) 
as the RO determined that weather forecast did not present adverse weather 
conditions in Cork Harbour, and, that the Small Craft Warning which was in place 
did not warrant such a step to be taken. All the crew of Jelly Baby were, 
notwithstanding, wearing PFDs, which was apparently common practice during 
RCYC racing and it was reported that it was unusual for skippers not to follow 
this practice. That would suggest that Code Flag “Y” should in fact have been 
flown by the RO. 

2.9.7     Tethers are attached to safety harnesses or PFDs incorporating harnesses and 
hooked onto Jackstays or specified strong points on the vessel. World Sailing OSR 
special regulations describe what is required to be available for ocean racing, 
and when PFDs and harnesses should be worn. These regulations do not apply to 
inshore racing and the use of tethers is a matter for the skipper to mandate or 

24

6. According to Met Éireann, Small Craft Warnings are issued if winds of Beaufort Force 6 (minimum mean of 22 
knots) are expected up to 10 NM offshore. The next most serious level of warning is a Gale Warning (issued if winds 
of Beaufort Force 8 are expected).
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not. They are designed to prevent or reduce danger to any crew going overboard. 
They were available onboard but were not being worn by any of the crew.  

2.9.8    It is recognised that in competitive sailing there is a reluctance in some quarters 
to consider the wearing of tethers by any crewmembers as they have a restrictive 
effect on movement. The RCYC Notice of Race and Sailing Instructions were 
silent on the wearing of tethers, so it was a matter for the RO to consider 
whether the sea conditions warranted taking this safety precaution. It was also 
up to the Skipper given their safety management obligations. In this incident it 
was the Bowman who went overboard. That is the crew position where this is 
most likely to happen. A Bowman carries out functions that are particularly risky 
onboard as he/she operates forward of the mast and therefore at much greater 
risk of going overboard. The relevant weather conditions on the day in particular 
required that regard be had to the Small Craft Warning. 
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3.        NARRATIVE 
 
3.1        Organisation of the Race 

3.1.1      The RCYC hosts a number of international, national and local racing events. Club 
officials and officers are experienced in organising these events. The incident on 
the 24 October 2021 occurred during one of a series of local yacht races (Autumn 
Series) organised by the RCYC specifically for keelboats. The RCYC’s Rear 
Admiral Keelboat Racing (referred to as Rear Admiral hereafter) has overall 
responsibility for the organising of keelboat racing within the Club. The Rear 
Admiral is supported in this task by a race committee comprising a panel of ROs 
and the Club’s Marina Manager. Each race is managed and run by a RO (also 
commonly known as the OD), and assisted by the Marina Manager for club 
supporting services.  

3.1.2      The Rear Admiral for 2021 is an experienced yachtsman and has been involved 
in competitive yacht racing both as a RO and as a competitor in Cork Harbour 
and abroad. He was in the yacht racing fourth behind Jelly Baby just before the 
incident happened. The RCYC RO rostered for keelboat racing on the 24 October 
2021 (the OD), was an experienced yachtsman and involved in competitive yacht 
racing for over 40 years as a race organiser, a RO and as a race competitor in 
Cork Harbour and abroad. He had filled senior appointments in the RCYC, the 
ISA and the Irish Cruiser Racing Association.  

3.1.3      Both officers stated that each had experience and knowledge of race 
organisation, race planning and management, international rules and 
regulations regarding offshore racing, weather forecasting and conditions 
affected by the topography of Cork Harbour from a racing perspective. The 
RCYC’s Autumn Series is a series of races for leisure sailors and has been an 
annual local event organised, managed, and hosted by the RCYC for several 
decades. The RCYC is an Irish Sailing Category 1 Club affiliated sailing club and 
as such is an approved organising authority.  

3.1.4      No records were provided to verify the officer’s experience and knowledge. The 
MCIB ascertained that neither the RO applicable on the day or the Rear Admiral 
for 2021 are on the website of Irish Sailing on the current list as being valid race 
officials in any capacity. 

3.1.5      Irish Sailing Policy for race officials regarding management of, and training for, 
race officials was provided to the MCIB and is as follows: “All Irish Sailing 
Affiliated clubs, as the Organising Authority of a race, would evaluate the 
qualifying criteria of the event and search a published panel of Race Officials 
in the appointment of their race management team.” 

3.1.6      Rear Admiral and OD appointed to the race on the 24 October recounted that it 
was normal practice prior to a RCYC race that the RO appointed to the race 
would roughly plan out the race course. The RO routinely prepared and planned 
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by downloading a list of scheduled ship traffic movements within the harbour 
and the weather forecast for the day of the race. 

3.1.7      The RO appointed to the race on the 24 October recounted that he made 
preparations and had downloaded the scheduled list of traffic movements for 
the 24 October and the weather forecast. On 23 October, the day before the 
race, the RO contacted Cork Harbour Port Operations to confirm the ship 
movements for the day of the race. The RO also considered the weather forecast 
and tides and made a rough plan for the course for the race taking place the 
following day. 

3.1.8      It was the practice on the morning of the upcoming race for the Rear Admiral 
and appointed RO to meet at Weavers Point to discuss the RO’s rough plan for 
the race and carry out a close review of prevailing conditions for the potential 
racing areas, in order to decide and finalise the plan for the upcoming race. 

3.1.9      Both Club Officers advised that typical decisions made at a Weavers Point 
meeting would be the best race area (whether inside or outside the harbour), 
the race course to be followed, the support and safety cover required and the 
way the competitors passed around the race marks, i.e. to port or starboard of 
their boat.  

3.1.10    On the morning of the race, at approximately 08.30 hrs, the Rear Admiral and 
RO met at Weavers Point. The RO outlined his race plan and they both surveyed 
the weather and sea inside and outside the harbour. They assessed various 
factors influencing the organisation of the planned race including the day’s 
weather forecast, the prevailing and projected wind direction and strengths, 
the tidal situation, sea conditions and scheduled shipping movements. Other 
factors discussed were the number of yachts expected to participate that day, 
the classes of competing yachts and the planned race course relative to main 
shipping channels and the race marks.  

3.1.11    Code Flag “Y” was not flown for the race. As set out above the Met Éireann 24-
hour Sea Area Forecast issued at 06.00 hrs for all Irish coastal waters and the 
Irish Sea provided for winds and for a Small Craft Warning as follows : 

             “Wind: Southwest force 6, occasionally reaching force 7 in the Irish Sea this 
morning. Later veering west force 6 and occasionally reaching force 7 in the 
northwest, Sunday night. 

             Small craft warning in operation: South-westerly winds will reach force 6 or 
higher at times on all Irish coasts today (Sunday) and tonight.”7 

             The MCIB was not advised as to whether this was considered and why Code Flag 
“Y” was not flown given skippers were directing their crew to wear PFDs. No 
recommendations were made about the wearing of tethers.  
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7. Small Craft Warnings are issued if winds of Beaufort Force 6 (minimum mean of 22 knots) are expected up to 10 
nautical miles offshore). The next most serious level of warning is a Gale Warning (issued if winds of Beaufort Force 
8 are expected).
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3.1.12    The RO proposed a start line between No.9 and No.11 buoys giving enough water 
for the number of boats expected to race and this start line was out of the way 
of any unscheduled ship traffic using the main channel. The RO positioned at 
Weavers Point that morning was of the opinion the wind had made a significant 
shift to the west despite the forecast for that day. A wind shift to the west would 
negate the risk of sailing close to a lee shore at that mark as it would in effect 
blow a yacht in difficulty away from the lee shore. This perceived wind shift 
influenced his decision with regard to W2 buoy being the outer mark for the race 
and the question of which side the flotilla of racing yachts were to round this 
mark. W2 buoy is also a normal outer mark for racing in the harbour and there 
was sufficient water there for the expected number of converging yachts that 
day to safely round the mark. The alternative outer mark was E2 buoy off Roches 
Point but the RO considered weather conditions favoured W2 buoy on this 
occasion.  

3.1.13    The RO proposed W2 buoy on the west side of the entrance to the harbour to be 
the outer mark which was agreed by the Rear Admiral. The westerly wind shift 
influenced the decision with regard to W2 buoy being the outer mark for the 
race.  

3.1.14    The other question considered at this time by the RO and Rear Admiral was how 
the yachts were to round the W2 buoy outer mark. There were two options 
considered by the RO. The first option of rounding W2 buoy to yachts port side 
would necessitate: 

             •    The flotilla of competing yachts beating southwards through the harbour 
entrance and along its west shoreline to Poulnacallee Bay and its outer W2 
mark. The RO considered this would cause a congestion of tacking yachts as 
they beat south towards W2 buoy with a shoreline close to their starboard 
sides. 

             •    With a more westerly breeze, the yachts coming up to the W2 mark would 
have had little option but to gybe around the mark as their angle of approach 
and constrained by the proximity of the shoreline along the west side of the 
entrance to Cork Harbour.  

             •    Once round W2 mark the lead yachts would be racing through the flotilla of 
slower yachts approaching the mark thereby causing congestion at the 
approaches to the mark.  

             The second option of rounding W2 to the yachts starboard side would allow: 

             •    The flotilla of competing yachts to beat up to the outer W2 mark using the 
sea room provided by White Bay and The Sound. Yachts therefore would have 
more latitude and choices for their angles of approach to W2 buoy.  

             •    The more westerly breeze offered the crews of the yachts a ‘softer’ rounding 
because if they were on a port pole they would be able to ease into a “bear-
away set” on their sails.  
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             •    Once round W2 buoy the leading yachts would be heading northwards on a 
run centrally through the harbour entrance to the next mark, No.11 buoy, 
thereby avoiding a converging stream of slower yachts heading for the W2 
mark. By directing the leading group of yachts away from crossing the flotilla 
stream of slower yachts and maintaining separation within the yacht stream 
reduced the risk of collision and upset in the racing flotilla.  

3.1.15    The Rear Admiral and RO took into consideration the number of competing 
yachts in the different three or four classes and their varying speed ranges and 
discussed the options for rounding the outer mark, W2 buoy. They concluded 
that the yachts would be safer rounding W2 buoy on the starboard side. 
Decisions were agreed and the final plan was: 

             •    To race inside Cork Harbour. 

             •    To start the race between No.9 and No.11 buoys at the edge of the main 
channel passing the Oil Terminal jetty.  

             •    The outer mark for the race was to be W2 buoy.  

             •    Competitors were to pass W2 to starboard. 

             •    The finish line was after No.11 buoy. 

3.1.16    Both club officers recounted that there was a final pre-race meeting at the 
clubhouse to further discuss and finalise decisions with the Marina Manager on 
the organisation and management of the race including facilities in respect of 
the two support Rigid Inflatable Boats (RIBs) (each approximately 5-6 m length 
with two crew) on the water for the race (with one more available for launch if 
needed). 

3.1.17    Directions regarding the race course, start and finish lines, sailing directions for 
the race and other information for the yacht skippers and crews were posted on 
the clubhouse Racing Notice Board and communicated to the race flotilla 
competitors immediately prior to the competing crews making their way to their 
boats.  

 
3.2        The Race 

3.2.1      Yacht Jelly Baby with nine crew onboard left its berth in Crosshaven at 
approximately 11.00 hrs on 24 October 2021 to participate in a race regatta, 
part of the Autumn Series 2021 of yacht races. There were approximately 35 to 
40 keelboats participating in this race. The wind was fresh, prevailing from the 
southwest. However, witnesses recalled that the wind direction was variable 
being influenced by the harbour’s topography and backing between west 
southwest and south southwest with gusts.  

             See Appendix 7.4 - Royal Cork Yacht Club Notice of Race. 
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             See Appendix 7.5 - Chart, Cork Harbour Autumn Regatta Race Course 24 Oct 
2021. 

3.2.2      The start line for this race, between No.9 buoy and No.11 buoy located 
approximately 700 m north of Whitegate Marine Terminal jetty. The RO/OD was 
stationed at the Start Line onboard the CV overseeing the race start. The OD 
advised that he remained at this location throughout the duration of the race. 
First Gun was at 11.25 hrs for an 11.30 hrs race start.  

3.2.3      The first leg of the race was against the prevailing winds with a beat (tacking 
into the wind in a zigzag fashion) from No.11 buoy south-southwest towards and 
around No.8 buoy, then a stretch (a broad reach) east towards and around a race 
mark moored in Cork Beg. The next leg was a beat into the prevailing southwest 
wind out through Cork Harbour entrance, across White Bay and The Sound 
channels to W2 buoy.  

3.2.4      W2 buoy is the most westerly navigation buoy of a series of four buoys moored 
across the harbour entrance between Roches Point and Weavers Point marking 
two shipping channels which guide shipping around the hazard of Harbour Rock 
in the middle of Cork Harbour entrance. W2 buoy is moored between the 10 m 
and 15 m depth contours off Poulnacallee Bay approximately 0.2 nautical miles 
(2 cables, 400 yards) south of Weavers Point.  

             See Appendix 7.6 - Chart, Race Course to W2 Buoy at Weavers Point. 

 
3.3        The Skipper’s Perspective of the Incident 

3.3.1      Approximately 39 minutes after the race start the race fleet yachts were 
beating (tacking) across White Bay and The Sound towards W2 buoy. Yacht Jelly 
Baby was third yacht in the lead. The Sailing Instructions required competing 
yachts to round W2 buoy on their starboard side before heading north back 
through the entrance to Cork Harbour to the finish line near Buoy 11.  

             See Appendix 7.4 - Royal Cork Yacht Club Notice of Race.                              

             See Appendix 7.9 - Chart - Race Flotilla Approach to W2 Buoy. 

3.3.2      The Skipper of Jelly Baby planned to round W2 buoy on the boat’s starboard 
side, ease off the mainsail after rounding, lower the headsail and hoist the 
gennaker foresail. Crew positions at this juncture were as follows:  

             •    The Skipper was on the helm steering the boat and giving directions to the 
crew. 

             •    The Bowman was on the foredeck overseeing the deployment of the various 
foresails as they were hoisted and lowered. 

             •    The remainder of the crew were in or around the cockpit with designated 
tasks controlling the sails. 
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3.3.3      The gennaker is an asymmetric sail. Unlike the spinnaker (which is fixed at the 
tack to a spinnaker pole clipped at one end to the mast), the gennaker tack is 
attached to a running tackline through a block fixed at the end of a 2 m bowsprit 
protruding from the stem (bow) of the boat. The gennaker is a large sail and 
imparts a significant amount of power to moving the vessel. Although the 
gennaker is large its construction is of especially light material allowing the sail 
to be readily stowed away and/or retrieved from its usual stowed position under 
the foredeck in the yacht’s forecabin. The gennaker is pulled into and out of the 
forecabin through the foredeck hatch located immediately in front of the mast, 
by the bowman normally stationed on the foredeck.  

3.3.4     Deploying or recovering the gennaker requires timely and co-ordinated actions 
by the crew in the cockpit and the bowman on the foredeck as follows: 

             •    Deploying the gennaker. A gennaker is deployed when the wind is abaft the 
beam of the yacht. As the yacht’s heading changes direction bringing the 
breeze around past the beam and aft of the yacht the bowman opens the 
forehatch and clips on the three corners of the gennaker sail (head, tack, 
and clew) to their designated lines. The sheet (a line attached to the clew) 
is left slack but not loose. The halyard (a line attached to the head of the 
gennaker sail) and tack line (attached to the tack of the gennaker) are 
simultaneously hauled by the crew in the cockpit. Pulling these two lines 
brings the connected parts of the sail (the head and tack) out of the 
forehatch overseen by the bowman. As the gennaker sail emerges from the 
forehatch under the control of the bowman it begins to fill and billow out 
downwind and ahead of the yacht.  

             •    It is important at this stage not to let the sail or lines flap uncontrollably 
thereby causing lines and sail to become snagged or dip into the sea. Of 
particular importance is not to let the halyard become too slack and flick 
around behind a mast spreader as the halyard may pull and damage the mast 
spreader or its standing rigging when the gennaker sail catches the breeze. 
The gennaker halyard must always be kept forward of the spreaders. 

             •    Setting the gennaker. The gennaker halyard is hoisted until its head is fully 
at the top of the mast and the tack is now pulled by the tack line to the end 
of the bowsprit by the crew in the cockpit. The halyard and tack line are 
clamped and secured in the cockpit. The gennaker unfolds downwind from 
the yacht and begins to take shape as the gennaker sheet is brought in and 
trimmed by the cockpit crew. The gennaker sheet is adjusted by the crew to 
control the sails aspect in relation to the yacht’s direction of travel and 
relative wind direction.  

             See Appendix 7.3   - Typical Sail Plan - J109 Yacht. 

             See Appendix 7.12 - Lead Yachts after Rounding W2 Buoy. 
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3.3.5      Yacht Jelly Baby rounded W2 buoy to starboard and bore away on port gybe with 
the mainsail boom fully eased out to starboard similar to the two yachts ahead 
of Jelly Baby (then third in the race and in the series). Preparations were being 
made to hoist the gennaker foresail. The Bowman opened the foredeck hatch 
and clipped on the three lines to the sails head, tack, and clew. The bowman is 
a pivotal member of the crew and carries out functions forward of the mast that 
puts him/her in the greatest risk of going overboard. The Bowman noticed the 
gennaker halyard had become snagged behind a leeward (downwind) spreader. 
The Bowman informed the Skipper who called for the crew to ease the halyard 
and allow the Bowman to flick the halyard around in front of the spreader. While 
freeing the halyard from behind the spreader the lightly constructed and now 
unrestrained gennaker caught the wind and was snaking out of the foredeck 
hatch and over the side. The sail rapidly billowed out overboard and spilled into 
the sea.  

3.3.6     The Bowman, now on the starboard side of the yacht’s foredeck, made attempts 
to contain the gennaker and pull it back inboard from the sea. However, the 
gennaker partially filled with seawater and was heavy with trapped water and 
streaming aft along the side of the yacht. The Bowman recounted that due to 
the influence of the weight of water in the sail, the seas swell and gyrations of 
the foredeck he lost his footing and went over the side of the yacht. While doing 
so he was able to grab and hold onto the yacht but at the same time the Bowman 
was in imminent danger and required immediate assistance from the crew to get 
back onboard. He was not wearing a tether. 

3.3.7      The Skipper stated his priority was to recover the Bowman back onboard. The 
Skipper recounted that at this time Jelly Baby was moving forward at 
approximately 8 kts and heading for the entrance to Cork Harbour powered by 
the mainsail and foresail with the wind behind the boat and the sheets eased 
out. The Bowman was over the side on the starboard side of the boat without a 
tether while all but one of the crew had gone forward onto one side to pull him 
back onboard. The gennaker was in the water over the starboard side. The 
Skipper and one crewmember remained in the cockpit while the remaining crew 
were attempting to recover the Bowman and also the gennaker which was out 
on the leeward or starboard side, filling with water and passing under the boat. 
The mainsail and genoa were still raised and powering the yacht forward. There 
was no evidence of any MOB protocols being put into operation. The sails had 
not been released to stop the boat moving forward. The gennaker rapidly 
wrapped around the keel and rudder and could not be dislodged by the crew. 
The Skipper recounted that steering became restricted due to the rudder being 
fouled by the wrapped gennaker.  

3.3.8      The crew recovered the Bowman, however, the gennaker sail was now in the 
water and entangling the keel, rudder and propellor. The mainsail and foresail 
remained deployed moving the boat forward. The Skipper recalled he was now 
concerned for the safety of the boat and crew, as the boat slowed down by the 
trailing gennaker was rounding up into the wind on its port side and closing on 
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to the shore off Weavers Point. He recalled he tried starting the engine to 
manoeuvre but it did not engage with the propellor. It is however evident in the 
photo Appendix 7.2 that the sail had wrapped around the saildrive unit. The 
remnants of the sail can be seen in the photo when the yacht was aground. 
Steering was limited due to the entangled rudder. The immersed gennaker sail 
was now entangled around keel, rudder and propellor. The Skipper called for the 
gennaker lines to the sail to be cut hoping the sail would clear away but the sail 
was firmly fixed around the yacht’s hull.  

3.3.9      The Skipper estimated the tide was ebbing at 2 kts, and recalled the yacht was 
in imminent danger of grounding and there was little time left before the yacht 
struck ground. The Skipper indicated to the MCIB that he considered at the time 
of the grounding that he was on a lee shore. Weavers Point and the foreshore 
along this west side of Cork Harbour is rocky and edged with steep inclines and 
cliffs dropping down to harbour. He maintained the west winds blowing over the 
high ground curled around, thereby forming winds that blew Jelly Baby ashore. 
He instructed the crew to brace themselves in preparation for the grounding as 
the boat luffed up to port and towards the shore. Two of yacht Jelly Baby’s crew 
decided to jump overboard off the stricken yacht and swim to attending vessels. 
Both swimmers were shortly picked up; one by a regatta yacht and the other by 
a tour operated RIB. The Skipper thought the yacht was under the lee of the land 
and the tide fully took over causing the boat to drift ashore and strike Bull Rock. 
Now grounded, the yacht settled over to its port side onto the Rock.  

             See Appendix 7.2   - Yacht Jelly Baby Aground on Bull Rock, Weavers Point. 

             See Appendix 7.11 - Satellite Image, Yacht Jelly Baby Grounding Position. 

3.3.10    A number of yachts were in close vicinity and stopped to render aid. However, 
the shoaling waters meant these craft could not get close safely to the yacht. 
The two RCYC RIBs were nearby but both were unable to go alongside due to the 
unpredictable movement of the yacht in the strong inshore swell and waves.  

 
3.4        Video Recorded Footage  

3.4.1      Video footage taken from the shore south of Weavers Point provided a visual 
record of the incident from which still photos were made for this report. This 
video footage (which was available on social media) was made available to the 
investigator by a member of the RCYC who was racing on the day on another 
yacht and who, coincidentally had been appointed to the panel of MCIB 
investigators in February 2022 (subsequent to the incident on 24 October 2021). 
That member of the RCYC who, like other participants had observed that 
something was amiss with the yacht Jelly Baby, provided technical assistance to 
the MCIB investigation with regard to the relevant race rules and regulations and 
related policies and procedures. The 39 second recording starts by showing 
yacht Jelly Baby (to left of screen) and another competing yacht (centre 
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screen), both having rounded W2 buoy, bearing away on a port gybe with eased 
sheets. In the background are some competing yachts in the race flotilla tacking 
towards W2 mark which is out of view but immediately on the right side of the 
frame. The video recording then shows the crew of Jelly Baby making 
preparations to hoist the gennaker. It is estimated this footage starts 
approximately 40 to 50 seconds before the yacht grounds on Weavers Point. Its 
content is consistent with what the Skipper described as having unfolded.  

3.4.2      Still photographs were taken from the 39 second video footage at 00 second, 2 
second, 3 second, 13 second, 25 second, 29 second, 31 second and 39 second 
intervals and described as follows: 

             See Appendix 7.13 - Video Stills of Incident.  

                                          - Video still 00/39 Crew preparing to hoist gennaker. 

                                          - Video still 02/39 Yacht steers off course to port. 

                                          - Video still 03/39 Bowman slips over the side. 

                                          - Video still 13/39 Crew moves forward. 

                                          - Video still 25/39 Gennaker over the side. 

                                          - Video still 29/39 Yacht - standing into danger. 

                                          - Video still 31/39 Yacht - not under control. 

                                          - Video still 39/39 Yacht - imminent grounding. 

3.4.3      Video still 00/39 shows yacht Jelly Baby to left of frame preparing to hoist the 
gennaker. Race mark W2 buoy lies astern out of frame while the two yachts in 
the forefront of frame are on parallel course, with the wind behind them, 
heading for the finish line at No. 11 buoy in Cork Harbour.  

3.4.4      Video still 02/39 shows yacht Jelly Baby two seconds later. The yacht has 
steered to port off its previous course. At this point it is surmised the halyard 
has snagged behind the mast spreader and the Bowman has been directed to 
free it. It appears the yacht’s mainsail has been sheeted in so far as to assist the 
Bowman in freeing the halyard. The yacht appears to be rounding up to 
windward (to port) either by the helm or as a result of the main sheet having 
been taken in.  

3.4.5      Video still 03/39 shows yacht Jelly Baby three seconds into the sequence. The 
yacht has luffed up further to port as indicated by its wake which shows a 
distinct change in track direction. The yacht has sharply heeled to starboard, 
the mainsail is sheeted in, the genoa can clearly be seen to be eased 
considerably more than the mainsail which would result in the re-centre of 
effort of the sails moving aft contributing to the luffing up moment of the vessel 
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into the wind. It is surmised this is when, or shortly after, the Bowman slips over 
the side.  

3.4.6      Video still 13/39 shows yacht Jelly Baby on a more even keel but steering to port 
of the race course 13 seconds into the sequence. It can be seen that all the 
crew, bar the Skipper and one crew, are moving forward out of the cockpit all 
to the starboard side, presumably to assist the Bowman back onboard and 
confine the gennaker. The main sheet has still not been released as should have 
happened and the sail is full. The competing yacht close by is deploying its 
spinnaker. The presence of up to a half a ton of crew on the starboard deck 
would have contributed to the boat heeling over even more. The effect of 
heeling to leeward is to cause the boat to steer up further into the wind, to port 
in this case and towards the land. 

3.4.7      Video still 25/39 shows yacht Jelly Baby 25 seconds into the video sequence. Two 
figures, probably the Skipper and a crewmember can be seen in the cockpit 
while the remaining crew are out of view. It may be surmised that the crew have 
or are recovering the Bowman and attempting (unsuccessfully) to recover the 
gennaker which was reported as being in the water over the starboard side 
about this time. The yacht has slowed down as indicated by its shortened wake. 
The yacht close-by appears to be overtaking Jelly Baby. The yacht has reduced 
speed as indicated by its shortened wake when compared to its previous wake 
length in video still 13/39. This reduction may be due to the sail in the water 
causing drag. The sails have still not been eased to slow/stop the vessel to 
support the recovery of the MOB. 

3.4.8      Video still 29/39 shows yacht Jelly Baby 29 seconds into the video sequence. The 
yacht is continuing its trajectory towards the shoreline and standing into danger. 
It is surmised that at this point the yacht has lost effective steering control 
reportedly due to the sail fouling its rudder. However, the main and genoa sails 
remain filled and powering the yacht forward. This sail configuration has caused 
the yacht to round up into the wind (on its port side) and point it towards the 
shoreline at Weavers Point.  

3.4.9      Video still 31/39, 31 seconds into the video sequence shows yacht Jelly Baby 
further luffing up to port and into the wind and continuing its trajectory towards 
the shore. The sails are filled, and the yacht’s wake length appears unchanged 
from the previous two stills, (video still 25/39 and 29/39). Steering is 
compromised and the yacht appears not to be under control. 

3.4.10    Video still 39/39 at the end of the 39 second video sequence shows the yacht 
Jelly Baby showing little wake although the sails are still filled, and the sheets 
remain taut and have not been eased. Crew can be seen clustered at the foot 
of the mast and in the after end of the cockpit and perhaps braced for impact. 
The yacht is either in imminent danger of grounding or has actually touched 
bottom and lost its previous momentum. The two crew who jumped overboard 
are not shown.  
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3.4.11    Yacht Jelly Baby grounded on Bull Rock at Weavers Point. Bull Rock’s eastern 
edge slopes down to the sea. The yacht came to rest against the rock on its port 
side enabling the crew (save the two that jumped into the water) to climb down 
to dry land and make their way safely ashore. The two swimmers were picked 
up from the water; one by a regatta yacht and the other by a tour operated RIB. 
There are remnants of the gennaker visibly wrapped around the propeller above 
of Yacht Jelly Baby aground on Bull Rock, Weavers Point.  

             See Appendix 7.2  - Yacht Jelly Baby Aground on Bull Rock, Weavers Point. 

 
3.5        The RCYC Race Organisers and the Incident 

3.5.1      The RO onboard the CV was a distance away and out of sight of the race flotilla 
as it approached and rounded the outer mark off Weavers Point. The RCYC’s Rear 
Admiral was onboard a yacht competing in the race behind yacht Jelly Baby. The 
first indication to the RO of the incident was a general broadcast on VHF radio 
Channel 71 by the Rear Admiral who, seeing the incident unfolding, broadcast a 
summons to all available RIBs and motor launches in the vicinity of Weavers 
Point for assistance and to make their way to the area at speed. 

3.5.2      This broadcast was shortly followed by Yacht Coracle on VHF radio Channel 71 
who also alerted the RO that an incident had occurred. Five 112/999 calls were 
received alerting MRSC Valentia to the grounded yacht. The first was from a MOP 
and a subsequent 112/999 call at 1109z advised that the vessel was aground at 
Weavers Point with ten persons onboard. 

3.5.3      The Rear Admiral contacted the RO directly to advise him of the incident and 
that a yacht was aground. MAYDAY relay broadcasts on VHF radio Channel 16 
were also made by two other competing yachts.  

3.5.4      In response to this new information the RO sent the two RCYC Rescue/Safety 
RIBs supporting the race out to Weavers Point. A third support RIB was launched 
from the RCYC marina to assist. The RO also broadcast to the racing flotilla that 
racing for the day was cancelled and all participating yachts should stop racing.  

3.5.5      The RO also contacted the Coast Guard via mobile telephone 999 call to advise 
them of the unfolding incident but was informed by the Coast Guard that they 
were already alerted to the incident and assistance was underway from the RNLI 
and IRCG.  

 
3.6        The Casualty 

3.6.1      The Bowman was successfully recovered, having gone overboard. Both members 
of the crew who elected to swim off the boat were brought to the RCYC 
clubhouse in Crosshaven and landed ashore safely. The crew that remained 
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onboard climbed down off the yacht to dry land and made their way to safety 
by climbing the rocky cliff at Weavers Point, an elevation of approximately 20 
m, at the mouth of Cork Harbour. At 12.19 hrs, ten minutes after the yacht going 
aground the Skipper advised the Coast Guard that all crew were safely ashore, 
and that medical assistance was not required.  

3.6.2      At approximately 12.09 hrs yacht Jelly Baby was aground on Bull Rock, Weavers 
Point. Yacht Jelly Baby went aground on a dropping tide. The boat was refloated 
two hours into the next flood tide and towed to Crosshaven Boatyard.  

3.6.3      In Crosshaven Boatyard the yacht was lifted ashore for inspection. Yacht Jelly 
Baby was found to be substantially damaged. The Skipper reported that the 
yacht’s insurers declared the yacht to be a “total constructive loss” meaning, in 
their terms, that the repairs would cost more than the vessel was worth.  

3.6.4      There was no pollution in the vicinity of the grounding reported. 
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4.        ANALYSIS 
 
4.1        Factors in the Incident  

4.1.1      Yacht Jelly Baby ran aground and was substantially written off due to the 
damage caused (although the MCIB was advised that it was repaired and 
continues to sail). The grounding occurred when the halyard became snagged 
during a racing manoeuvre, leading to a crewmember going overboard. The 
crewmember was wearing a PFD but not a tether. As a result, the immediate 
focus of the Skipper was on recovering the Bowman. MOB procedures were not 
activated. The sails were not released so the yacht kept driving forward. All the 
crewmembers except one rushed to the starboard to assist the Bowman and to 
try and recover the gennaker. This led, in turn to the boat heeling even more to 
leeward. The effect of heeling the boat to leeward is to make it luff up into the 
wind. The greater the angle of heel, the greater is the turning moment towards 
the wind direction, in this case towards the land. The crew responded to the 
emergency in a manner that evidenced the lack of a MOB procedure and 
appropriate training in that procedure. The Bowman was wearing a PFD even 
though the race organisers determined that race conditions including the 
weather on the day did not warrant the competitors wearing PFDs. The Bowman 
was not wearing a tether as that was not required by the Skipper or the race 
organisers.  

4.1.2      This incident involved several factors which influenced the incident and its 
outcome. The factors identified are as follows and are explained in the 
numbered sub paragraphs: 

                  4.2   Environmental Conditions 

                  4.3   Events Onboard Yacht Jelly Baby 

                  4.4   Crew Training and Performance 

                  4.5   Man Overboard and Wearing of Tethers 

                  4.6   The Club’s Position on Crew Training 

                  4.7   Club Oversight on Crew Training 

                  4.8   The Club and Race Organisation 

                  4.9   The Club Race Safety Arrangements 

                  4.10 The Yacht 
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4.2        Environmental Conditions 

4.2.1     Information on prevailing weather conditions in Cork Harbour on 24 October 
2021 during the incident was gained from three independent sources; Met 
Éireann, the Coast Guard, and RCYC ROs. Also taken into consideration was tidal 
information published for Cork Harbour (Cobh).  

4.2.2      The Met Éireann 24-hour Sea Area Forecast issued at 06.00 hrs on Sunday 24 
October 2021 for all Irish coastal waters and the Irish Sea provided, inter alia for 
the following likely conditions: 

             “Small craft warning in operation 

             Text of small craft warning  

             South-westerly winds will reach force 6 or higher at times on all Irish coasts 
today (Sunday) and tonight. 

             Wind: Southwest force 6, occasionally reaching force 7 in the Irish Sea this 
morning. Later veering west force 6 and occasionally reaching force 7 in the 
northwest, Sunday night.” 

             Included in the Coastal Report at 05.00 hrs Sunday 24 October 2021: 

             “Roches Point Automatic: Wind South, 13 knots, mist, 3 miles, 1008 falling 
slowly.” 

             Included in the Coastal Report at 11.00 hrs on Sunday 24 October2021: 

             “Roches Point Automatic: Wind South-Southwest 18 Knots, Mist, 4miles 1009 
Rising Slowly.” 

4.2.3      The subsequently reported weather conditions, according to the Met Éireann 
report of 22 March 2022, for Cork Harbour/Roches Point area on Sunday 24 
October between 11.00 hrs and 13.00 hrs local time, winds in the Roches Point 
area included the following:  

                       “Wind:       Winds in the Roches Point area were estimated as fresh to 
strong Beaufort Force 5 or 6 southwesterly (mean speed 18 to 
22 knots) with occasional gusts of 31 knots.  

                       Weather:    The Roches Point area remained mostly dry with only 
occasional light passing showers, variable cloud and sunny 
spells during the period in question. Although a band of 
blustery heavy showers affected Cork City area, these heavy 
showers did not reach Roches Point area where overall 
rainfall totals was not more than a trace. 
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             Estimated Sea State Conditions (offshore): The estimated sea state conditions 
in the offshore area south of Roches Point was moderate, occasionally rough 
(significant wave height of 1.5 – 2.5m occasionally 3m); the swell direction was 
south-westerly.” 

4.2.4      Both club officers assessed that the weather at their 08.30 hrs pre-race 
reconnaissance to Weavers Point for that day was Force 4 wind (termed a 
moderate breeze at 11-16 kts) from the southwest notwithstanding the forecast 
of Force 6 occasionally reaching Force 7 and the Small Craft Warning for all Irish 
coasts. However, both officers, from their vantage point local to Weavers Point, 
shared the opinion that the wind had a significant shift from south to the west 
(which is what the forecast anticipated, but much later).  

4.2.5      Their weather assessment was consistent with the Met Éireann 06.00 hrs 24 hour 
Sea Area Forecast’s Coastal Station report from Roches Point Automatic which 
recorded a south wind at 13 kts at 5.00. The Met Éireann report of 22 March 
(11.00 hrs to 13.00 hrs) estimated weather conditions were:  

             “Winds in the Roches Point area were estimated as fresh to strong Beaufort 
Force 5 or 6 southwesterly (mean speed 18 to 22 knots) with occasional gusts of 
31 knots.  

             The estimated sea state conditions in the offshore area south of Roches Point 
was moderate, occasionally rough (significant wave height of 1.5 – 2.5m 
occasionally 3m); the swell direction was south-westerly.” 

4.2.6     As described in Report No. MCIB/304 “Weather forecasting is a very particular 
skill and Met Éireann has a number of experts in that field. It is therefore 
unsafe to disregard what the State’s meteorologists say about the forecast.” All 
weather forecasts are a computerised numerical prediction, using complex 
mathematical equations to try and describe motions in the atmosphere. 
However:  

             •   Met Éireann’s forecasts use an ‘ensemble’ approach, where multiple 
different predictions are created for what the weather might be at any given 
time, which are then examined by a forecaster before being assimilated into 
the published forecast. Other forecasting models, like those typically used by 
commercial apps, use a ‘deterministic’ system that produces only a single 
forecast.  

             •   Met Éireann’s forecasts have a regional focus centred on Ireland and the 
north Atlantic, whereas other forecasting models like those typically used by 
commercial apps, have a global focus on large-scale weather patterns.  

             •   Met Éireann’s weather forecasts analyse a grid area measuring approximately 
2.5 kilometre (km) in width, whereas many commercial apps use a much 
lower resolution, sometimes with an analysed grid area that is 11 times 
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wider, at approximately 28 km in width. Met Éireann’s higher resolution 
means that they can analyse coastline features in a more accurate and 
realistic way, and inland features such as river valleys, and the associated 
weather variations that are important to safety afloat such as wind speed, 
gusts, rainfall and temperature.  

4.2.7      Typically, weather forecasts are only updated every six hours. The starting point 
for all weather forecasts is the actual weather conditions when the computer 
model is run, which may have been some hours beforehand. Therefore, it is 
important for those going afloat to use the most up-to-date forecast when 
making any weather based decision. For example, a weather forecast published 
on the day or night before a boating activity may be considerably different from 
the weather forecast published on the morning of that activity just before it 
commences.  

4.2.8     Met Éireann has additional information published8 on their website www.met.ie 
about the weather forecasting process. Irrespective of the source of a weather 
forecast, no weather forecast can be expected to definitively account for the 
effects of very localised features, such as small coastal headlands or inland river 
valleys. Therefore, those going afloat must be cautious in their approach. 
Recreational boaters must appreciate that forecasts are simply a prediction of 
what might occur. The forecasted weather will not necessarily be the actual 
weather, but the forecasted weather is what is most likely to occur.  

4.2.9     Neither the weather conditions forecast and estimated by Met Éireann or 
assessed by the RCYC’s ROs were unusual for weather experienced in Cork 
Harbour in the Autumn and were not outside the design criteria for a RCD 
category ‘A’ designed yacht such as yacht Jelly Baby. However, given the 
forecast and the Small Craft Warning the RO should have mandated the wearing 
of PFDs, and the skippers should have considered the use of tethers in particular, 
for bowmen. 

4.2.10    Tidal information published for Cork Harbour (Cobh), indicated that the tide was 
four hours into the ebb tide streaming out of Cork Harbour. The southwest to 
west winds and southwest sea swell direction provided a lee shore between 
Weavers Point and Rams Head for the racing flotilla on this race leg. It was 
considered that any yacht in difficulty or incapacitated at this stage of the race 
should be blown eastwards away from the shoreline thereby providing a margin 
of safety for the boat and its crew. According to the weather report from Met 
Éireann of March 2022 the wind at the time of incident was as forecast for 06.00 
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hrs that day: SSW, (210 degrees) 22 kts as measured at Roches Point. A Small 
Craft Warning was in place. In spite of this wind direction the Skipper of Jelly 
Baby reported to the MCIB that he experienced a lee shore prior to the yacht 
grounding. The wind against the tide exacerbated the sea condition and the 
Skipper experienced pitching and rolling on surf prior to the Bowman going 
overboard. 

4.2.11    The Skipper and Bowman assessed the tide flow as ebbing at approximately 
between 2 to 5 kts at Weavers Point and both recounted that the yacht was in 
the lee of the land and thought the wind (in the lee of the land) and ebbing tidal 
eddies at the location of the grounding, pushed the yacht onto the southeast 
facing Bull Rock at Weavers Point. The sea swell was from the southwest and 
against the tide making sea conditions worse. 

4.2.12    Video still 39/39 shows the yacht with sails filled and moving forward 
immediately prior to grounding. The yacht was not stopped in the water at this 
point. It is considered that wind and tidal eddies may have an influence on a 
yacht stopped and drifting in the water but their effects on a yacht with sails 
filled and moving through the water would be negligible.  

4.2.13    It is surmised that wind and tidal eddies may have affected the yacht after it 
struck the rock and stopped moving and may have caused the yacht to settle 
over onto its port side against the rock. However, there are no wind or tide data 
or records available to the MCIB to support the crews’ account for the yacht’s 
final position on Weavers Point. Environmental conditions prevailing in the area 
between Roches Point and Weavers Point and local to Bull Rock were likely a 
factor in the final grounding of Jelly Baby. This was notwithstanding that 
although the yacht was under power it was not under any control and was at the 
mercy of wind and sea. 

 
4.3        Events Onboard Yacht Jelly Baby 

4.3.1      The 39 second video footage taken from ashore south of Weavers Point shows 
yacht Jelly Baby as it races for the finish line, to the yacht as it moves 
uncontrollably towards the shoreline. From the sequence of events indicated in 
this 39 second video it is estimated the incident occurred over a very short 
period before the yacht grounded at Bull Rock. 

4.3.2      Although the Bowman was over the side (but still attached to the yacht) he was 
wearing a lifejacket, and there were other boats in the vicinity. The Bowman, 
according to the Skipper’s report, was in the water without the presence of a 
tether, but holding on to the yacht while it was still moving at speed, as the sails 
had not been dropped. The yacht was heading towards the shore and yacht and 
crew were standing into danger. The yacht’s wake trail indicates the yacht was 
moving forward at some speed.  
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4.3.3      Video stills from 02/39 to 13/39 indicate the escalation of the situation during 
which the Skipper was confronted with a conjunction of rapidly changing events. 

             •   The Bowman was over the side and required immediate crew assistance to 
haul him back onboard. 

             •   The gennaker was spilling over the side and into the sea. 

             •   On Jelly Baby’s starboard side and slightly astern there was a competing 
yacht. 

             •   On Jelly Baby’s port side was the shoreline with limited sea room to 
manoeuvre.  

4.3.4      At this juncture the Skipper had a number of possible courses of action to 
expedite recovery of the Bowman and gennaker and keep the yacht from 
standing into danger: 

             a)  Instigate the MOB procedure which defines the actions to be carried out, and 
by whom, in different circumstances and apply specifically to that boat. This 
as standard would include a MAYDAY call and the stopping of the boat to 
recover the overboard crew. MCIB was unable to establish if such a procedure 
existed or was practiced by the crew. No MOB procedure was instigated by 
the crew in this instance. 

             b)  Steer to starboard and decelerate the yacht by coming up into the wind, 
dropping the sails, starting the engine and heaving-to. This would allow the 
crew to recover the Bowman and gennaker. In doing so this action would 
require the crew to manage a gybe (as the wind crossed its stern) and risk a 
collision with the overtaking yacht on Jelly Baby’s starboard side. However, 
assuming the overtaking yacht was able to take measures to avoid collision. 
This action would have enabled Jelly Baby under power and manoeuvrable 
and further off the shoreline with adequate sea-room to carry out the 
recovery of the Bowman and gennaker. 

             c)  Steer to port and decelerate the yacht by turning about into the wind, 
dropping the sails or letting go the sheets and heaving-to; then manoeuvre 
under engine power to recover the Bowman and gennaker. This action 
needed to be taken immediately as delay would bring the yacht closer to the 
shoreline with reduced sea-room for recovery operations. The 39 second 
video sequence indicates that the crew had approximately 26 seconds to turn 
the yacht into the wind, decelerate the yacht by whatever means while 
recovering the Bowman and gennaker. That being the situation, 26 seconds 
is not considered sufficient time to carry out these evolutions simultaneously 
considering the agility of a racing yacht and the reported capability of its 
crew. The ability to complete these manoeuvres safely was restricted by the 
proximity of the land on the portside and the inability of the yacht to steer 
effectively. 
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             d)  Maintain the yacht’s course and 8 kts speed and recover the Bowman and 
gennaker while underway. The yacht would maintain its safe distance from 
the competing yacht on the starboard side and the shoreline on its port side. 
However, this course of action risked the Bowman becoming detached from 
the yacht or drowning as he was being dragged through the water at speed. 
Likewise, there was also a risk to crewmembers assisting the Bowman and 
those recovering the gennaker.  

4.3.5     As all the crew bar one were fully engaged in recovering the Bowman back 
onboard there was no reserve crew capacity to carry out these actions. The 
Skipper recalled that events were moving very fast but his main priority at this 
time was to recover the Bowman and he directed the crew to this task, and also 
to try to recover the gennaker. Video recording shows that there appeared to be 
no action at that moment to initiate any of the four possible courses of action 
mentioned above to enable recovery of the Bowman and keep the yacht from 
standing into danger of grounding.  

4.3.6     The MCIB have been urged by the RCYC (and by Irish Sailing) to assess the 
situation that occurred as not amounting to a MOB (or Man Overboard Tethered) 
as the Bowman remained attached to the yacht. No authority or source has been 
provided to support this interpretation. The MCIB has considered this but does 
not agree that this is the correct interpretation of the situation as it is clear that 
there was a MOB. The absence of a practiced MOB procedure which would define 
the appropriate actions to be taken by the crew before the yacht struck the 
ground at Weavers Point, was a causative factor in the loss of yacht Jelly Baby. 

 
4.4        The Crew Training and Performance  

4.4.1     A characteristic of a successful racing yachts’ crew is that they perform as a 
team in co-ordinated unison at their assigned tasks. A crew team performs as a 
single entity anticipating the yacht’s evolutions while obeying the skippers 
directions on sailing the yacht. Experience with racing their yacht and consistent 
attendance and participation as a regular team crewmember is crucial to co-
ordinated, safe and successful operation of a racing yacht.  

4.4.2      While racing, the co-ordination between the foredeck man (bowman) and the 
cockpit crewmembers is critical in that it must be seamless to achieve team 
success. Control and teamwork between the bowman and designated cockpit 
crewmembers prior to and during deployment of the foredeck sails is essential.  

4.4.3      The first indication of any disruption in the performance of the crew team was 
the mishap of the gennaker halyard snagging behind the mast’s leeward 
spreader. Ordinarily, a snagged halyard as the yachts’ crew prepared to deploy 
the gennaker would require a cockpit crewmember to pull in the main sheet to 
create a gap between the mainsail and mast spreader allowing a second 
crewmember to flick the halyard through the gap and thereby free the halyard. 
These actions should not be challenging for a practiced and experienced racing 
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crew team and should not disrupt the performance of a racing yachts’ crew.  

4.4.4      Perusal of video still 02/39 appears to show the main sheet has been sheeted in 
indicating that efforts to unsnag the halyard were likely initiated at that 
instance. However, instead of a cockpit crewmember being designated, the 
Skipper tasked the Bowman to unsnag the halyard (thereby leaving the gennaker 
unattended) while the other seven crew initially remained in the cockpit. The 
occurrence of the snagged halyard was the initial indication that essential co-
ordination between the crew was absent, and the performance of the crew was 
compromised.  

4.4.5      The incident initiated with a snagged halyard. The crews’ response to events 
subsequent to the initial snagged halyard mishap were not consistent with those 
to be expected from an appropriately trained team and allowed events to 
escalate rapidly to further mishaps as the gennaker and the Bowman slipped 
over the side in quick succession.  

4.4.6     The Bowman held onto the yacht but was at risk of being dislodged or drowning. 
Video footage between video still 03/39 and video still 13/39 indicates a number 
of crew moved from the cockpit, presumably firstly to recover the Bowman 
onboard and then to attempt to recover the gennaker. By not following a 
recognised and practiced procedure in response to the events, the crew were 
not in position to assist in controlling the main and foresail’s sheets and halyards 
as it also appears that the main and foresail continued to power the yacht as it 
deviated from its course and sailed towards the shore line. The presence of so 
many crew on the starboard would have resulted in greater heeling of the yacht. 
The effect of heeling the boat to leeward is to make it luff up into the wind. 
The greater the angle of heel, the greater is the turning moment towards the 
wind direction, in this case towards the land. This was another indicator of a 
breakdown in the crews’ co-ordination.  

4.4.7     Prior to the yacht grounding, two crewmembers abandoned the yacht and 
jumped into the water. They were subsequently picked up uninjured and 
returned to shore safely. This is a further example of the lack of preparation 
aboard the yacht for the emergency that occurred, the lack of a practiced 
Abandon Ship Procedure, and the lack of cohesion in the crew actions during the 
event. Those abandoning not only put themselves in additional danger but also 
distracted the attentions of the Skipper and crew from mitigating the effects of 
the imminent grounding. Abandon Ship should only be carried out as per a 
practiced procedure on any vessel and only on instructions from the Skipper.  

4.4.8      Taken in isolation the unfolding series of mishaps (snagged halyard, spilled 
gennaker and a bowman going over the side) were relatively benign in that such 
mishaps are not uncommon in yacht racing. It would be reasonable to expect 
that sail training including club training, onboard training, and regular racing 
experiences would prepare the crew to overcome such mishaps adequately and 
expeditiously as they occur. The absence of this level of training outstretched 
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the capability of the crew to effectively manage a succession of escalating 
mishaps and rapidly placed the crew including the Bowman and yacht in danger.  

4.4.9      The Skipper and the RCYC stated that the crew were highly experienced and 
trained. However, one mishap rapidly led to another, and these series of minor 
mishaps together with the lack of procedures to deal with the MOB situation 
overwhelmed the crew’s capability to cope and effectively control the yacht. 
The crew’s response to events subsequent to the initial snagged halyard mishap 
were not consistent with those to be expected from an appropriately trained 
team as the disruption in the crew’s performance overwhelmed their capability 
to manage these events.  

4.4.10    Irish Sailing confirmed that MOB procedures are ubiquitous in their training 
courses and modules. Students, children and adults, are expected to show 
competence, in a practical on the water examination, in preventing and if 
necessary, retrieving a person overboard. This element is in all the following 
course syllabi and licences: 

             National Cruising Scheme 

             •   Day Skipper 

             •   Yachtmaster Coastal 

             •   Yachtmaster Offshore 

 
             Small Boat Sailing Scheme (includes Keelboats) 

             •   Basic Skills 

             •   Improving Skills 

             •   Advanced Boat Handling 

 
             Adventure Skills 

             •   National Powerboat Training Scheme (qualifications held by safetyboat crew) 

             •   National Powerboat Certificate 

 
             Safetyboat Certificate 

             •   Intermediate Powerboat Certificate 

             •   Advanced Powerboat Certificate 
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             Licences  

             •   International Certificate of Competence  

4.4.11    It is reported that the Skipper had a Yachtmaster Offshore certificate from 1993. 
The Irish Sailing training modules for Day Skipper, Yachtmaster Coastal and 
Yachtmaster Offshore provide training only for a skipper and do not include any 
training on MOB for general crewmembers. There is also no provision for 
refresher learning and/or certification. In contrast the training of MOB by the 
Royal Yachting Association includes an MOB module at basic competent crew 
training. 

4.4.12    The absence of crew team training to manage the train of mishaps as they 
occurred was a causative factor in this incident.  

 
4.5        Man Overboard and Wearing of Tethers  

4.5.1     The bowman is a pivotal member on any racing crew. S/he is the person most at 
risk of going overboard as they carry out functions forward of the mast. On the 
day the Skipper did not discuss the wearing of tethers with the crew and did not 
direct them to be worn either by the Bowman or any of the other crew.  

4.5.2     The Skipper recalled that events were moving very fast but that his main priority 
at this time was to recover the Bowman and he directed the crew to this task, 
and also to try to recover the gennaker. The absence of a tether on the Bowman 
lent this decision a greater urgency. The Bowman had managed to hold onto the 
side of the yacht, akin to being tethered, however the yacht was going at full 
speed and heeling over, and he was at real risk of drowning at the side of a fast 
moving vessel. Had there been an MOB (tethered) procedure the Skipper may 
have been able to reduce the risk level and this might have resulted in more 
thought being given to stopping the yacht by releasing or dropping the sails.  

4.5.3     The wearing or not, of tethers is a recognised issue in yacht racing as a tether 
does have a tendency to reduce flexibility and speed of movement. It is however 
worn on many racing yachts and in conditions similar to that which prevailed on 
the day in question.  

4.5.4      Irish Sailing provided the following by way of explaining their policy 
(unpublished) on the wearing of tethers: 

             “The use of tethers, whilst a crew and skipper choice, are rare and not 
normally encouraged during inshore racing as (a) the risk of a man overboard is 
limited, (b) manoeuvrability is required for the immediate turns and tasks 
during an inshore race and (c) there is support from other boats should a sailor 
need assistance.  

             At events for small boats the legal requirement to wear a personal flotation 
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device (PFD) is reinforced by a specific sailing instruction. At events for larger 
boats the race committee may inform competitors, before or during the event, 
the wearing of a PFD is obligatory. It is standard practice to apply the same 
rules to support persons and all race officials. 

             In offshore racing, where manoeuvres may occur in intervals of hours or longer 
and there is less support from other vessels, it is common for the Notice of Race 
or Sailing Instructions to outline the use of harnesses and tethers in certain 
conditions of light, at night, a certain wind strength, low visibility, crew 
number, over and above what is set out in RRS 1.2.” 

4.5.5      The absence of a tether on the Bowman was a contributory factor in this 
incident. 

 
4. 6       The Club’s Position on Crew Training 

4.6.1     The RCYC’s Racing Declaration and Entry Form for 2021 requires the yacht’s 
person in charge to declare that they have paid attention to and agree to be 
bound by the World Sailing’s OSR’s (while noting that OSR did not directly apply 
to this Category 4 inshore race).  

             •   World Sailing’s OSR Section 1 – Fundamental and Definitions, paragraph 
1.02.1 states “…..the safety of a boat and her crew is the sole and 
inescapable responsibility of the Person in Charge who shall do his best to 
ensure that the boat is fully found, thoroughly seaworthy and manned by an 
experienced and appropriately trained crew who are physically fit to face 
bad weather.” 

             •   Further on at Section 6 – Training, the regulations lays down a regime of 
training for every member of a crew including the person in charge and a 
range of training topics.  

             •   Paragraph 6.04 of the OSR advocates routine training onboard and specifies 
that, at least annually the crews shall practice the drills for crew-overboard 
recovery and abandonment of vessel.  

4.6.2      In the RCYC incident report, provided to the MCIB, the RCYC stated that: 

             “Whilst the incident could potentially have resulted in serious consequences, 
the training and experience demonstrated, in responding to the incident, by the 
skipper and crew of Jelly Baby, the Race Officials and race participants 
prevented such an outcome”.  

             The Report goes on to state: 

             “Extensive training in all aspects of race management, safety and boat handling 
is provided to members from a very early stage which ensures there is a high 
level of experience available when running events”.  
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4.6.3      The Skipper (i.e. the person in charge) recounted that the crew had all raced 
together onboard Jelly Baby multiple times throughout the year, all were 
experienced, knew the boat and were all part of the race team. In summary, the 
Skipper of yacht Jelly Baby and the organising body, RCYC, were satisfied that 
the crew were appropriately trained and experienced to participate in this race. 
As set out above, the Skipper and crew did not display this during the incident. 

4.6.4      The RCYC report also considers that the RCYC considered the training did not 
contribute in any way to the incident. No recommendations are made in the 
RCYC report for any changes of practise. Nor is there any reference to the 
assessment of the weather, or the decision not to fly the Flag “Y”, or, to skippers 
giving consideration to the wearing of tethers. 

 
4.7        Club Oversight on Crew Training  

4.7.1      In the Responsibility section of the RCYC’s Racing Declaration and Entry Form for 
2021 it is provided that “yacht racing can be dangerous”, and, in the Risk 
Statement section of its Notice of Race that “sailing is by nature an 
unpredictable sport and therefore involves an element of risk”. Both 
statements recognise the self-evident risks involved in yacht racing. Crew 
training is an important element in mitigating the risks and hazards associated 
with yacht racing and is specifically addressed in Section 6 of World Sailings OSR 
Section 6 – Training, an extract only provides as follows: 

             6.01.1 – “Every member of a crew including the Person in Charge shall have 
undertaken training within the five years before the start of the race in 6.02 
Training Topics”. 

             6.01.2 – “At least 30% but not fewer than two members of the crew, including 
the Person in Charge shall have undertaken training within the five years 
before the start of the race in OSR 6.02 Training Topics”. 

             6.01.4 – “Except as otherwise provided in the Notice of Race, an in-date 
certificate gained at a World Sailing/ISAF Approved Offshore Personal Survival 
Training course shall be accepted by a race organising authority as evidence of 
compliance with Special Regulation 6.01”. 

             6.04 - “Routine Training On-Board. At least annually the crews shall practice 
the drills for Crew Overboard Recovery, Abandonment of vessel”. 

4.7.2      The Declaration and Entry Form must be signed by the person in charge of the 
competing boat before qualifying to compete in RCYC races. This form not only 
highlights to the signatory the dangers and therefore risks associated with yacht 
racing but also references and restates ISAF OSR fundamental regulation 1.02.1 
which states: “The safety of the yacht and her crew is the sole and inescapable 
responsibility of the person in charge who must do his/her best to ensure that 
the yacht is fully found, thoroughly seaworthy and manned by an experienced 
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crew who have undergone appropriate training …..”.  

             The RCYC also re-iterates this fundamental regulation in its Racing Declaration 
and Entry Form for 2021 in the section headed “Responsibility”.  

4.7.3      According to OSR fundamental regulation 1.02.1 and the RCYC’s Racing 
Declaration and Entry Form for 2021, appropriate crew training is the 
responsibility of the person in charge of the yacht. There is no express or implied 
reference to the OSR training requirements in RCYC’s Racing Declaration and 
Entry Form for 2021.  

4.7.4     Anticipation, foresight and training provide the means of responding and 
overcoming emergency situations. There appears to be no RCYC rules or 
regulations directly addressing crew training requirements. Nor is there any 
reference in any document specifically directed to, and highlighting, the crew 
training regulations in Section 6 (Training) of World Sailing OSR. This elevated 
level of capability training is not mentioned in the World Sailing OSR except for 
the reference to “appropriate training” contained in the Responsibility section 
headed “Responsibility” of the declaration and entry form signed by the person 
in charge (set out in part 2 above). Irrespective of the fact that OSR did not 
directly apply to this Category 4 inshore race save through the Skippers 
Declaration, some regard must be had to the nature of the training in Section 6.  

4.7.5     The skipper or person in charge of a competition yacht may consider the training 
responsibility is addressed by exercising his/her crew onboard the yacht in 
coping with isolated mishaps (like snagged halyards, sails in the water, loss of 
steering, man-overboard emergencies etc..) and building on their capability for 
managing mishaps as they arise and mitigating the element of risk by regularly 
racing with the crew onboard the yacht.  

4.7.6      The management of a crisis situation whereby mishaps occur in quick succession 
is a step-up from routine racing capabilities and requires a significantly higher 
level of training with expert trainers to ensure these types of crises are firstly 
avoided and secondly, overcome.  

4.7.7      Separately, there appears to be no mechanism or process for oversight or checks 
by the RCYC, as the Race Organisers, to ensure yacht crews (including skippers) 
have adequate training and capability to compete safely in a race even in 
respect of their own club members.  

4.7.8      The responsibility for ensuring the yachts’ crew are appropriately trained is 
placed solely on the person in charge of the yacht. It is left to the skipper or 
person in charge  to ensure the crew have a capability to manage a crisis similar 
to the crisis that enveloped the crew of yacht Jelly Baby on the 24 October 2021. 
In summary, the RCYC recognises yacht racing is dangerous and involves risk yet 
places full responsibility for the crew’s safety, training, and capability on the 
person in charge  of a yacht even though the yacht is competing in a RCYC 
organised yacht race.  
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4.7.9     This is also the position adopted by Irish Sailing although not a published policy, 
other than they acknowledge the principle is the foundation, based upon the 
World Sailing Racing Rules and OSR upon how crews, boats, clubs and sailing 
organisations function generally for all sailing events and in Category 4 events, 
such as the one considered in this report, at home and internationally. With 
regard to the oversight or auditing of crew qualifications, Sailing Ireland 
submitted the following: 

             “In long distance offshore events, for which specific qualifications, both 
certified training and experience, are required by the rules, crews may be 
required to present documentary evidence at registration to the 
Club/Organising Authority. This is the case, for instance, with the Round 
Ireland Race or RORC races where the one-off nature of events makes 
administration of this requirement possible. 

             Category 4 events or local club racing events, have no requirement for 
certificates, only the following training requirements: 6.04 for crew: annual 
crew overboard and abandonment training and 6.05.3 two crew being familiar 
with First Aid3. While more can be done to promote and manage this training, 
they are not certified training schemes and therefore, difficult to apply to 
crew-wide or boat tracking. 

             Responsibility for the safety, training and experience required for racing, sits 
with the person in charge and not with the Club, both in the rules, governing 
the sport, and for multiple practical reasons: 

             •   At local events, crews change regularly. No sailing club at home or 
internationally would have the data, technology, evaluation criteria, CRM 
systems or resources to undertake such tracking on an ongoing, weekly basis, 
especially with clubs run largely by volunteers. 

             •   There are recognised training levels for general seamanship, however, there 
are no National or international training schemes certifying the role-based 
competence required for yacht racing. These skills and knowledge are 
acquired through experience, on racing Yachts throughout the world. Any 
system for monitoring crew training and experience at local level would be 
a major undertaking and in international terms, an isolated task. 

             •   Any change in the fundamental responsibility of the person in charge may 
have unintended consequences in law, legal liability, insurance coverage and 
cost. Any change that contradicts the requirements of the international 
rules governing sailing could have a considerable negative impact on the 
development of the sport of sailing in Ireland. 

             Irish Sailing wishes to refer to the point made in the report that that 
internationally accepted rules exist for safety within the structures of yacht 
racing and the sport.” 
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4.7.10    It is considered that the RCYC should exercise a degree of oversight as to the 
suitability of racing yacht crews to participate in what is recognised as a 
dangerous leisure time activity. This issue also is connected with the training of 
those in charge of racing. Had the ROs given greater consideration to the 
prevailing conditions they would have required the wearing of PFDs, that might 
have also prompted skippers to consider that tethers should be worn (while 
noting that the RCYC considered that wearing of tethers was unnecessary at any 
time when sailing in certain locations). 

 
4.8        The Club and Race Organisation 

4.8.1      The race during which the incident occurred was part of the Autumn Series 2021 
and was hosted, managed and organised by the RCYC. This series of races were 
organised for keelboats which is the responsibility of the appointed Rear Admiral 
Keelboat Racing who chairs the Keelboats Race Committee. The RCYC organises 
and hosts a considerable number of local, national and international racing 
events. A statement from the Club highlights that it organises racing at all levels 
from dinghies to large yachts throughout the year and takes safety on the water 
very seriously. The statement further states that extensive training in all aspects 
of race management, safety and boat handling is provided to all members from 
a very early age which ensures there is a high level of experience available when 
running events.  

4.8.2      Rear Admiral Keelboat Racing for 2021 and the rostered RO described 
themselves as experienced yacht racing officers. Both officers stated that they 
had in-depth knowledge of race organisation, race planning, international rules 
and regulations regarding offshore racing, weather forecasting and conditions 
affected by the topography of Cork Harbour from a yacht racing perspective. 

4.8.3      With regard to race officials qualifications and race management, Irish Sailing 
advised that, through its Race Official Policy Group (ROPG), it conducts a 
comprehensive range of training courses and assessments for the six different 
race officials disciplines, in order to supply the sport with the relevant skills and 
competencies to run fair and competitive racing in the hundreds of events held 
each year. Each race official is appointed for four years and the ROPG monitor 
standards of performance. The appointment can be renewed every four years 
provided certain criteria are met. One of the reasons for the requirement of re-
certification is that the RRS are reviewed and changed from time to time. In 
particular changes are often made after the Olympics. So qualification as a RO 
at one point in time does not mean lifelong certification. The different courses, 
or skill sets, in race management are: 

             •   RO or Principal Race Officer (PRO) 

             •   Judge 

             •   Umpire 
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             •   Mark Layer 

             •   Safety Leader 

             •   Results Manager 

             The three levels can be achieved, in each discipline with different escalating 
qualification criteria at each level. These are: 

             •   Local 

             •   Regional 

             •   National 

             •   In addition, international level may be appointed by World Sailing, the 
international governing body of the sport of sailing of which Irish Sailing is a 
member. 

             All Irish Sailing affiliated clubs, as the organising authority of a race, would 
evaluate the qualifying criteria of the event and search a published panel of 
race officials in the appointment of their race management team. Irish Sailing 
confirmed that the PRO is in charge of a sailing event and is the ultimate 
decision maker. 

4.8.4     Neither of the officers applicable on the day are on the website of Irish Sailing 
on the current list as being valid race officials in any capacity. As set out above 
the fact that each may have had that qualification at an earlier time, without 
it being renewed, would result in their omission form the list of race officials on 
Irish Sailings website.  

4.8.5      They were supported not only by a race committee but by the RCYC’s 
organisational top-down and bottom-up reporting structure. Rear Admiral 
Keelboats Racing chairs the Race Committee and reports to the Executive 
Committee of the RCYC. Feedback on decisions made by the Race Committee is 
provided by the Executive Committee. Safety issues and incidents are 
investigated. Incident reports are made to the Executive Committee by Rear 
Admiral Keelboats Racing. Lessons learned are implemented by the Executive 
Committee through the relevant committee officer and their respective 
committees down to end users.  

4.8.6     The RCYC investigation into this casualty concluded as follows with no 
recommendations made for any changes in the safety culture of the Club: 

             “Conclusion  

             Whilst the incident could potentially have resulted in serious consequences, the 
training and experience demonstrated, in responding to the incident, by the 
skipper and crew of “Jelly Baby”, the Race Officials and race participants 
prevented such an outcome.  
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             The RCYC organises racing at all levels from dinghies to large yachts throughout 
the year and takes safety on the water very seriously.  

             Extensive training in all aspects of race management, safety and boat handling 
is provided to members from a very early age which ensures that there is a high 
level of experience available when running events. 

             While such incidents are rare, they can occur for a variety of reasons but by 
having trained and experienced personnel available to respond when required, 
the risk to the safety of participants is very much reduced.” 

4.8.7      The race route planning was considered inadequate for the organisation of this 
race on the 24 October 2021. The selection of mark W2 as the outer mark and 
the rounding to starboard limited the options of the Skipper of Jelly Baby 
outlined in paragraphs 4.3.4 b) and c), to mitigate the effects of the MOB and 
the gennaker wrapping the keel, saildrive and rudder. The yacht was ultimately 
driven aground on a lee shore, a possibility which was noted by the ROs but was 
rejected following the morning inspection at Weavers Point, prior to the race. 
The choice of an outer mark and the means of rounding the mark had been 
subject of special consideration by the RO. Both officers were cognisant of the 
risks associated with a high density of yachts converging on and rounding the 
outer marker. The location of W2 buoy as the outer mark and its rounding 
requirements were guided by the criteria of minimising risk of collision and 
upset within the racing flotilla and prevailing weather conditions.  

4.8.8      The yacht in difficulty was not blown offshore by the wind which was considered 
a possibility by the RO. The selection of mark W2, the direction of rounding, the 
absence of an appropriate assessment of the environmental conditions, and the 
Small Craft Warning, all combined together to exacerbate the situation after the 
yacht rounded mark W2 and are considered to be contributing factors in this 
incident. 

 
4.9        The Club and Race Safety Arrangements  

4.9.1     The RCYC Notice of Race at Section 4.1 under the headline “Classification” 
refers to the OSR Category 4 safety regulations governing offshore racing. A 
Category 4 race is set out in OSR paragraph 2. 01.3. as “Short races, close to 
shore in relatively warm or protected waters normally held in daylight”. OSR 
paragraph 1.01.3 contains a fundamental principle “Use of the OSR does not 
guarantee total safety of the boat and her crew. Particular attention is drawn 
to the description of OSRs for inshore racing which includes that adequate 
shelter and or effective rescue is available all along the course”.  

4.9.2      RCYC organisers addressed the fundamental safety principle set out in OSR 
paragraph 1.01. by a) racing within the confines of Cork Harbour limits and it’s 
approaches and b) by providing three rescue/safety RIBs; two crewed 
rescue/safety RIBs following the racing fleet and one RIB standing-by at the 
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RCYC marina. On being informed of the grounding incident, the RO immediately 
detailed both rescue RIBs to attend the grounded yacht while the third stand-by 
RIB was launched from the RCYC marina in Crosshaven to assist. The RO also 
contacted the Coast Guard and advised them of the grounded yacht’s situation.  

4.9.3      This race involved 35 to 40 keelboats. The choice of an outer mark and the 
means of rounding the mark had been subjects of special consideration by the 
RO. Both officers were cognisant of the risks associated with a high density of 
yachts converging on and rounding the outer marker. The location of W2 buoy as 
the outer mark and its rounding requirements were guided by the criteria of 
minimising risk of collision and upset within the racing flotilla and prevailing 
weather conditions inside Cork Harbour.  

4.9.4      It is considered that an appropriate additional safety measure would have been 
provided by a rescue/support RIB stationed at that mark. However, it is likely 
that the rapidity of the sequential mishaps onboard the casualty yacht Jelly 
Baby would have given a rescue/safety RIB stationed at W2 buoy little or no time 
to provide effective assistance to the yacht and the crew and prevent its 
grounding at Weavers Point.  

4.9.5      The capacity for two support/safety RIBs alone to adequately provide effective 
rescue cover during the course of the regatta for 35 to 40 boats would be 
insufficient were it not for one of the fundamental rules of sailing to provide 
help to someone in danger. As this incident unfolded it was reported that other 
competing yachts stopped racing on their own volition and stood-by to help and 
assist. In so doing if a boat, while racing, provides aid to another boat in distress 
it will be awarded “redress” so that it does not suffer loss of competitive 
position as result of giving aid. The two crew in the water were picked up by 
two other vessels. Therefore, while it is considered that the capacity of two RIBs 
alone would have been limited in providing effective rescue, the support 
provided by the other yachts filled the gap in effective rescue capability on this 
occasion. 

4.9.6     The number and efficacy of the rescue/safety RIBs and the available aid from 
the accompanying racing fleet provided good safety cover. The lack of adequate 
safety cover was not a factor in the incident resulting in the loss of yacht Jelly 
Baby.  

4.9.7      The Club decision not to require PFDs is considered to reflect a lack of safety 
awareness and the absence of appropriate assessment of the prevailing 
conditions. As the Skipper did mandate the wearing of PFDs, the absence of 
direction from the Club on PFDs was not a contributory factor in this incident.  

 
4.10      The Yacht 

4.10.1    J109 yacht Jelly Baby was a Class 1 racer/cruiser designed for racing. The 
yacht’s requirements for its classification was set out in the RCYC’s Notice of 
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Race at Section 4.1 which stipulated that all boats shall be capable of satisfying 
OSR Category 4 safety regulations governing offshore racing (www.sailing.org). 
Yacht Jelly Baby had Class 1 classification.  

4.10.2    Yacht Jelly Baby was a Category ‘A’ design recreational craft and complied with 
Recreational Craft Directive (RCD) 2013/53/EU specifications regarding design 
and construction.  

4.10.3    The yacht had a major refit in 2020 when spars and rigging were renewed 
throughout the vessel and the yacht was well maintained. A number of J109 type 
racing cruisers compete in RCYC races and with regard to structural features and 
yacht equipment, all J109’s complies with internationally recognised yacht 
designs and equipment standards and address the requirements of the RCYC’s 
Notice of Race stipulations.  

4.10.4    Yacht Jelly Baby’s construction and equipment were not considered a factor in 
this incident.  
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5.       CONCLUSIONS 

5.1       The MCIB investigation found key causative factors leading to the putting at risk 
the Bowman and crew and the grounding and loss of yacht Jelly Baby: 

           a)  The crew’s response to sailing mishaps were not consistent with those to be 
expected from an appropriately trained yacht crew. The disruption initiated 
by a snagged halyard started the chain of events. This was followed by the 
Bowman going over the side and hanging on (“Tethered MOB”) while he was 
trying to retrieve the sail in the water.  

           b)  Irrespective of the policy of Irish Sailing (set out above) that reflects the 
issues around whether tethers should be worn or not and in what 
circumstances, it remain a fact that the Bowman was not wearing a tether 
which led to the risk situation being far greater and contributed to the 
decisions that were made.  

           c)  The crew were overwhelmed by these events and failed to react correctly in 
a prompt and efficient manner as was required in the situation. The absence 
of crew training to keep control of, or stopping, the yacht while appropriately 
coping with the mishaps as they occurred. 

           d)  While the different interpretation and application of Tethered Man 
Overboard/MOB urged on the MCIB is noted, the absence of the initiation of 
a MOB procedure or crisis management outstretched the capability of the 
crew to effectively manage a succession of escalating mishaps. 

           e)  The absence of appropriate actions by the crew and their lack of training for 
these sort of events. 

5.2       The responsibility for the crew’s safety and training is primarily with the person 
in charge/skipper of a yacht competing in a race. However, where the race or 
event is being run by a club under its rules and directions it has an influence 
(possibly a very great influence) on safety aspects. RCYC’s report on its own 
investigation states that: “Extensive training in all aspects of race management, 
safety and boat handling is provided to members from a very early stage which 
ensures there is a high level of experience available when running events”. Yacht 
racing is competitive and there is always a danger that competitiveness and lack 
of training can contribute to an underestimation of risk. The RCYC did not 
evidence an appropriate balance of risk versus competitiveness required in the 
prevailing conditions. Consideration should have been given to mandating the 
wearing of PFDs. Also, regard should have been given to the fact that the Club 
exercises no oversight in respect of crew training and that the unwritten regime 
on the wearing of tethers might lead to an absence of better or more sensible 
risk assessments.  

5.3       The policy position of Irish Sailing and the RCYC set out in paragraph 4.7 which 
lays all responsibility for all aspects of safety on the skipper and none on any club 
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is not the approach to safety adopted by other national organisations and clubs 
that engage in other water based sports. The policy is stated to be predicated on 
international yacht racing rules with little regard to recreational sailing or to the 
sort of safety recommendations that are throughout the CoP. It does not appear 
to allow for the possibility of a discussion around increased safety sources or 
oversight in circumstances where the policy position is determined to fix the 
skipper with all responsibility for safety. The RCYC do carry out training per their 
own report into the incident.  

5.4       As pointed out in this MCIB report, where the sport is being conducted in a 
competitive environment there is an added risk that safety will be sacrificed to 
winning. The purpose of MCIB investigations is to consider recommendations that 
are aimed at improving safety. The MCIB is mindful that while neither the 
Bowman nor the other crew that jumped from the yacht suffered injury, the 
situation that unfolded could easily have had a very serious outcome. 
Notwithstanding the position of the RCYC and Irish Sailing, the recommendations 
that follow are designed to give those organisations (and others) in the sport an 
opportunity to consider whether a more balanced view of safety and risk would 
improve safety. It follows that training content would need assessment (Irish 
Sailing conducts extensive training as set out on its website, as does RCYC). 
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6.        SAFETY RECOMMENDATIONS 

 
6.1        The Royal Cork Yacht Club should make recommendations to the skippers and 

persons in charge of its racing yacht fleet to review their crew training 
obligations in the context of Irish Sailing rules, regulations and procedures.  

6.2        The Royal Cork Yacht Club should facilitate and promote a programme of crew 
training to enable crew to cope effectively with onboard crisis events and their 
management. 

6.3        The Royal Cork Yacht Club should consider having an audit from time to time to 
verify that the crew on participating yachts (in particular those who are 
members of the club itself) have suitable and verifiable training and experience. 

6.4        The Royal Cork Yacht Club should review the qualification of its panel of Race 
Officers in line with Irish Sailing grading, and should review its training of the 
assessment of, and procedures applicable to, weather conditions. 

6.5        Irish Sailing should consider the content of this report and the scope of sailing 
training in respect of Man Overboard to extend to general crew and should also 
consider the introduction of refresher course/certification for skippers/yacht 
masters. Irish Sailing should continue to facilitate and promote a programme of 
crew training to enable crew to cope effectively with onboard crisis events and 
their management. 

6.6        The Minister for Transport should consider revision of the Man Overboard section 
in the Code of Practice: The Safe Operation of Recreational Craft to include 
“Tethered Man Overboard” guidance.  

            It should be noted that Irish Sailing assisted the Marine Casualty Investigation 
Board in the preparation of aspects of this report for which we are grateful. It 
should also be noted that Irish Sailing has advised the Marine Casualty 
Investigation Board that it intends to use this report as a learning opportunity, 
by establishing a cross functional team, across their relevant policy groups - 
Racing Rules Committee and Appeals Board, Race Officer Policy Group, Training 
Policy Group and their executive teams in Racing, Training and Operations – in 
order to consider what learning opportunities exist across the full range of sailing 
activities, the national implications and the practical implementations which 
may arise, taking into account international standards in safety, rules and 
training structures. 

            Irish Sailing have also expressed the view that while the recommendations at 
6.1, 6.2, 6.3, and 6.4 directed to the Club contain local considerations, they 
have general wider application and contain potential lessons for other clubs, 
training centres, national and regional racing organisations throughout the 
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country. As a result, Irish Sailing would aim to include these recommendations in 
their review. The Marine Casualty Investigation Board wishes to acknowledge its 
appreciation of this as one of the effective means of disseminating possible 
lessons for improved safety. 
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Appendix 7.2 Yacht Jelly Baby Aground on Bull Rock, Weavers Point 
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Appendix 7.3 Typical Sail Plan - J109 Yacht 
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Appendix 7.5 Chart - Cork Harbour Autumn Regatta Race Course 24 October 2021
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Appendix 7.6 Chart - Race Course to W2 Buoy at Weavers Point 
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Appendix 7.7 Royal Cork Yacht Club Race Report on an Incident Involving J109 Yacht 
Jelly Baby Grounding at Cork Harbour 24 October 2021 
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Appendix 7.7 Royal Cork Yacht Club Race Report on an Incident Involving J109 Yacht 
Jelly Baby Grounding at Cork Harbour 24 October 2021 
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Appendix 7.8 Chart - Poulnacallee Bay to Weavers Point 
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Appendix 7.9 Chart - Race Flotilla Approach to W2 Buoy  
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Appendix 7.10 W2 Buoy to Weavers Point 
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Appendix 7.11 Satellite Image - Yacht Jelly Baby Grounding Position 
 

 
 
 



APPENDIX 7.12
 
 
Appendix 7.12 Lead Yachts after Rounding W2 Buoy 
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Appendix 7.13 Video Stills of Incident 
 

 Video Still 00/39 Crew preparing to hoist gennaker.
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Appendix 7.13 Video Stills of Incident 
 

 Video Still 02/39 Yacht steers off course to port.
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Appendix 7.13 Video Stills of Incident 
 

 Video Still 03/39 Bowman slips over the side.
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Appendix 7.13 Video Stills of Incident 
 

 Video Still 13/39 Crew moves forward.
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Appendix 7.13 Video Stills of Incident 
 

 Video Still 25/39 Gennaker over the side.
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Appendix 7.13 Video Stills of Incident 
 

 Video Still 29/39 Yacht - standing into danger.
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Appendix 7.13 Video Stills of Incident 
 

 Video Still 31/39 Yacht - not under control.
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Appendix 7.13 Video Stills of Incident 
 

   
Video Still 39/39 Yacht - imminent grounding. 
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Met Éireann
The Irish Meteorological Service
Climate Services
Glasnevin Hill
Dublin 9

Seirbhísí Aeráide
Cnoc Ghlas Naíon 
Baile Átha Cliath 9

Tel: +353-1-8064260 
Email: enq@met.ie
Email: legal@met.ie   

Met Éireann | Climate Services | Legal Unit | Email: legal@met.ie

Page 2 of 13

Our Ref: WS1730/2203_24
Your Ref: MCIB/12/314

Estimated weather conditions for Cork Harbour / Roches Point area on Sunday 24 
October 2021 between 11am and 1pm Local Time (=UTC+1).

Meteorological 
Synopsis: 

A complex area of low pressure (983 hPa) in the north Atlantic 
directed a fresh to strong unstable southwest airflow over Ireland with 
showery troughs in the flow.

Wind: Winds in the Roches Point area were fresh to strong Beaufort Force 5 
or 6 southwesterly (mean wind speed 18 to 22 knots) with occasional
gusts of 31 knots.

Visibility: Visibility was generally good (greater than 5 nautical miles); visibility 
was moderate (2 – 5 nautical miles) in showers.

Weather: The Roches Point area remained mostly dry with only occasional light 
passing showers, variable cloud and sunny spells during the period in 
question. Although a band of blustery heavy showers affected the Cork 
City area, these heavy showers did not reach the Roches Point area 
where overall rainfall totals was not more than a trace.

Temperature: Air temperature of 14 or 15 degrees Celsius.

Estimated Sea State Conditions (offshore): I estimate that the sea state conditions in the 
offshore area south of Roches Point was moderate, occasionally rough (significant wave 
height of 1.5 – 2.5m occasionally 3m); the swell direction was southwesterly.

Sea temperature:  14 degrees Celsius.

This report was issued on: 22 March 2022
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Appendix 1a Meteorological (coastal) Station Report Roches Point 24-October-2021
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Dublin 9
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Met Éireann | Climate Services | Legal Unit | Email: legal@met.ie
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Appendix 1b Observations Buoy

Buoy M5 (station number (stno) = 62094) located south of Hook Head.
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Appendix 1b Observations Buoy (continued)

Buoy M3 (station number (stno) = 62092) located southwest of Mizen Head.
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Appendix 1c Analysis Chart 24-October-2021 12 UTC

Appendix 1d Hourly Rainfall Radar Images – 24-October-2021
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Appendix 3a Terminology Sea Area Map & Beaufort Scale of Wind
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Appendix 3b Terminology Sea State & Visibility 
 
Wave Heights / State of Sea: 
The wave height is the vertical distance between the crest and the preceding or following 
trough. The table below gives a description of the wave system associated with a range of 
significant wave heights.  
 
The Significant wave height is defined as the average height of the highest one-third of the 
waves. (It is very close to the value of wave height given when making visual observations 
of wave height.) 
 

Sea State 
(Descriptive) 

Significant Wave height 
in meters 

Calm 0 – 0.1 
Smooth(Wavelets) 0.1 – 0.5 
Slight  0.5 – 1.25 
Moderate 1.25 – 2.5 
Rough  2.5 – 4 
Very rough 4 – 6 
High 6 – 9 
Very high 9 – 14 
Phenomenal Over 14 

 
Individual waves in the wave train will have heights in excess of the significant height. The 
highest wave of all will have a height about twice the significant height. 
 
Visibility Descriptions: 
 

Visibility 
(Descriptive) 

Visibility in nautical 
miles (kilometres) 

Good More than 5 nm (> 9 km) 
Moderate 2 – 5 nm (4 – 9 km) 
Poor 0.5 – 2 nm (1 – 4 km) 
Fog Less than 0.5 nm (< 1km) 

 
Please Note: 
 
If there are no measurements or observations available for an exact location, then the 
estimated conditions in this report are based on all available meteorological measurements 
and observations which have been correlated on the routine charts prepared by Met 
Éireann. 
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Appendix 7.16 Tidal Times for Cobh, Cork Harbour 24 October 2021 
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Appendix 7.18 Royal Cork Yacht Club General Sailing Instructions for  
Cruiser Racing 2021
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SECTION 36 PROCESS 
 
Section 36 of the Merchant Shipping (Investigation of Marine Casualties) Act, 2000 

It is a requirement under Section 36 that:  

(1)   Before publishing a report, the Board shall send a draft of the report or sections of 
the draft report to any person who, in its opinion, is likely to be adversely affected 
by the publishing of the report or sections or, if that person be deceased, then such 
person as appears to the Board best to represent that person’s interest.  

(2)   A person to whom the Board sends a draft in accordance with subsection (1) may, 
within a period of 28 days commencing on the date on which the draft is sent to the 
person, or such further period not exceeding 28 days, as the Board in its absolute 
discretion thinks fit, submit to the Board in writing his or her observations on the 
draft.  

(3)   A person to whom a draft has been sent in accordance with subsection (1) may apply 
to the Board for an extension, in accordance with subsection (2), of the period in 
which to submit his or her observations on the draft.  

(4)   Observations submitted to the Board in accordance with subsection (2) shall be 
included in an appendix to the published report, unless the person submitting the 
observations requests in writing that the observations be not published.  

(5)   Where observations are submitted to the Board in accordance with subsection (2), 
the Board may, at its discretion -  

       (a) alter the draft before publication or decide not to do so, or  

       (b) include in the published report such comments on the observations as it thinks 
fit. 

The Board reviews and considers all observations received whether published or not 
published in the final report. When the Board considers an observation requires 
amendments to the report, those amendments are made. When the Board is satisfied that 
the report has adequately addressed the issue in the observation, then no amendment is 
made to the report. The Board may also make comments on observations in the report.  

Response(s) received following circulation of the draft report (excluding those where the 
Board has agreed to a request not to publish) are included in the following section.  

The Board has noted the contents of all observations, and amendments have been made 
to the report where required. 

MSA 2000 SECTION 36
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8.     MSA 2000 - SECTION 36 OBSERVATIONS RECEIVED 
 
8.1   Correspondence from Race Officer, RCYC and MCIB response                       148 
 
Note: The names and contact details of the individual respondents have been obscured 
for privacy reasons.

SECTION 36 CORRESPONDENCE
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8.1 Correspondence from Race Officer, RCYC and MCIB response

From:   
Sent: Monday, March 18, 2024 5:58 PM 
To: Marine Casualty Investigation Board <MarineCasualtyInvestigationBoard@mcib.ie> 
Subject: Yacht Jelly Baby Section 36 Response 
 

CAUTION: This eMail originated from outside your organisation and the BTS Managed Desktop service. Do not click on any 
links or open any attachments unless you recognise the sender or are expecting the email and know that the content is 
safe.  If you are in any doubt, please contact the OGCIO IT Service Desk. 

 
 
Dear
 
 
Thank you for providing a copy of the draft MCIB report into the incident involving the grounding of 
yacht Jelly Baby ( ref # MCIB /12/314) which occurred on 24/Oct/2021 . I have carried out an initial 
review of the draft report.I have noted several inaccuracies in sections 2 and 3 of the draft report 
which appear to have contributed to incorrect statements and the absence of key statements in 
sections 4 and 5 of the draft report, thus leading to several inappropriate safety recommendations in 
section 6 . Some of the main inaccuracies are summarised below . 
 
 
“  
( A ) Weather Forecasting  
 
 
 
4.2.7 / 2.6.1 / 2.6.2  
Numerous regular Weather forecast services were monitored for the days running in to the event on 
24/10/2021 including Met Eireann and many others like Wind Guru etc who all  give detailed reliable 
forecasts on hourly changes to be expected in specific locations like Cork Harbour .All these were 
thoroughly researched and considered on the morning of the race prior to the 08.30 assessment 
before decisions were made for the period racing would take place approx 11.30 / 13.30 . Also 
appendix 7.14 item H Valentia radio records weather for the area where incident occurred as force 4 
with low swell . It’s also notable as part of 2.6.2 the stronger weather was forecast for the Irish Sea 
area . It’s also worth noting in 4.2.8 statement “ the forecasted weather may not be the actual 
weather “ . I would also point out as further evidence of the sailable weather that from your pictures 
and those you include taken from the video it’s clearly visible that all Skippers and boats were flying 
full mainsails ( not reeefed) and were setting full spinnakers indicating their comfort to do so in the 
conditions at the time of the incident . 
 
 
 
B )  
Course Decisions  
4.9.3 / 3.1.13 / 3.1.14 / 3.1.15 
 
Above sections explain the process and  common sense logic for choosing a bear away set option by 
rounding W 2 to Starboard in the prevailing conditions both wind and tide  on the day. The bear 
away set manoueuvre is the simplest most basic safest sail handling option in sailing requiring the 
least amount of crew , it is clearly the safest rounding option. 
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It’s also important to correct 4,2.11 which states tide reaches 2 to 5 knots in the area . The facts are 
tide in the area does not reach more than 1.5 knots . 
 
 
 
C) The Course was set up based on the actual prevailing wind direction which was SW and tidal state 
which was ebbing  
4.2.10 / 4.8.7  
 
The planning meeting at 08.30 at Weavers determined that the prevailing wind was SW and taking 
that fact in to account together with an ebbing tide and observations in the area  it was clear the 
area between Weavers Point and Rams Head was not a leeshore. 
 
 
 
D ) Reason for propulsion of the craft involved and direction of same are clearly outlined in the 
sections below which confirm again there was no leeshore effect on either the propulsion or final 
direction of craft  
Your findings in 3.4.4 / 3.4.5 / 3.4.6 / 3.4.7 / 3.4.8 / 3.4.9 / 3.4.10 and 4.2.12 anin corresponding 
photos in the appendices I ndicate the reasons for that propulsion and direction taken . Cutting the 
sheets to depower the craft was also an option . 
 
 
 
E ) Y Flag  
4.1.1 / 4.9.10  
The fact that the flag Y flag was not flown in the conditions experienced at the time approx 14 knots 
at 8.30 and up to 18 knots at start when It is not an obligation to do so does not in any way 
undermine or dis courage the skippers responsibility to decide that his crew wear PFD ‘ s based on 
his information to hand and taking in to account his crew and boat factors . It is encouraged and the 
experience is that  skippers make responsible appropriate decisions in these circumstances for their 
boat as happened in this case . 
This issue is referred to in 2.9.4 / 4.1.1 / where a reference is made to bowman wearing a PFd 4. 9.10 
and it states clearly “ the absence of direction from the the Club on PFD’s was not a contributory 
factor in the incident “. This  reflects further the shared responsibilty  taken by skippers does work . 
 
 
F ) Tethers  
4.5.4  
There are also many mentions of tethers and that they were not recommended 
 
Above section quotes irish Sailing reference to tethers 
“ the use of tethers whilst a crew and skippers choice , are rare and not normally encouraged during 
inshore racing as a) the risk of a man overboard is limited b) manoeuvre ability is required for 
immediate turns and tasks during an inshore race and c) there is support from other boats should a 
sailor need assistance “ 
 
Tethers are generally more used in offshore races not in harbour races and decisions on their use are 
the sole responsibility of Skippers and crews to decide . 
G ) Race Officer and team  

Cont.
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4.8.4 / 3.1 .4 
The RO qualified in 2008 as a Race officer with Irish Sailing after  many years experience both 
supporting  racing on the water as RO and assisting . The Race officer also has vast experience of 
both competing in sailing Nationally and  internationally and sailing Administration  at the highest 
level being Past President of irish Sailing , Past Admiral of the Royal Cork Yacht Club and Past 
Commodore of the Irish Cruiser Racing Association . In these roles I was involved in both establishing 
and running highly successful 130 boat National Championships safely and without incident for 15 
years. The  RO also had a current Irish sailing accredited Regional Race officer on his team aboard 
the Committee boat for this race on 24/10/2021 
The references to the Irish Sailing website in both sections above is mis leading given that no Race 
Office qualification is required for local sailing races such as this race . 
 H ) 5.2 Conclusions  
 
The RCYC took great care to balance risk versus competitiveness both in the run up to the day , in 
thorough preparations across the team  and from early on Race day and throughout the actual race 
as acknowledged in 4.9.2 / 4.9.3 / 4.9.4 / 4.9.6 / 4.9.10 . We also wish to re I force the point that the 
race was a cat 4 race under World Sailing Regulations - inshore waters see OSR 2.01.5 Therefore OSR 
rules that apply to cat 1,2 or 3 events do not apply  
 
i ) Safety Recommendations ; In general the proposed safety recommendations undermines the 
fundamental principal ( as defined by World Sailing RRS )upon which all cruiser racing both 
Nationally and Internationally is based that it is the sole responsibility of the skippers / owners to 
participate in any race in the conditions of the day . Also 2.8.4  is a critical extension of this  basis of 
participation  namely “ RRS1.2 Life saving equipment and personal flotation devices : A boat shall 
carry adequate life saving equipment for all on board, including one item ready for immediate use, 
unless her class rules make some other provision . Each competitor is individually responsible for 
wearing a personal flotation device adequate for the conditions “ These are the rules upon Which all 
National in Ireland and international sailing events are governed. I suggest you re consider the 
recommendations contained in the draft report with our National Governing Body ( Irish Sailing ) as I 
they would in effect  make the implications of managing sail boat racing practically impossible. 
 
 
 
From analysis of all the sections  mentioned in this response and above in your report the RCYC has 
fulfilled its functions comprehensively regarding risk versus competitiveness and this needs to be 
acknowledged in the conclusions . 
 
Given the quantity and nature of these inaccuracies and conflicting statements I consider that I will 
require additional time to review the draft report in order to deliver a more comprehensive 
response and suggestions for improvements .I suggest that an additional 3 months be allowed in 
order to facilitate the time to contribute to improving the accuracy of the report.I would also please 
request a copy of the video referred to that the still photos were exracted from so that I can 
complete my analysis of the incident . I am committed to working with the MCIB to finalise the 
report as accurately as possible so it can contribute positively to the safety of the sport of sailing .I 
note the cover letter that accompanied the draft report said to put  section 36 
response”in the subject line of e mail response . I presume this should have read “ yacht Jelly Baby 
section 36 response “ instead . 

 



151

CORRESPONDENCE 8.1
 
 
8.1 Correspondence from Race Officer, RCYC and MCIB response

 
 
Kind Regards, 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

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

Cont.
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From:
Sent: Sunday, March 24, 2024 6:21 PM 
To: Marine Casualty Investigation Board <MarineCasualtyInvestigationBoard@mcib.ie> 
Subject: Fwd: Yacht Jelly Baby Section 36 Response 
 
CAUTION: This eMail originated from outside your organisation and the BTS Managed Desktop service. Do not 
click on any links or open any attachments unless you recognise the sender or are expecting the email and 
know that the content is safe.  If you are in any doubt, please contact the OGCIO IT Service Desk. 
 
 
>  
> Reference MCIB / 12 / 314 
>>>>  
>>>> Dear
>>>> Thank you for your e mail and letter contained therein of 19/3/2024 in reply to my submission to the 
Board on 18/3/2024 as I was invited to do in covering letter accompanying the draft report by
on 22 February 2024. Thank you also for copy of the video which confirms wind and sea conditions as we had 
outlined in our previous response communication . It also confirms that Jelly Baby was not travelling at 
anywhere near 8 knots at the time . 
 
>>>> I am amazed at your reference to a misunderstanding regarding my providing my observations when in 
the third paragraph of the letter of 22/2/2024 that accompanied the draft report it states 
 
>>>> “ A person to whom the board sends a draft May , within a period of 28 days commencing on the date on 
which the draft is sent to the person , ( being the date of this letter) or such further period , not exceeding 28 
days , as the board in its absolute discretion sees fit , submit to the board in writing his or her observations on 
the draft “ 
 
>>>> This seems contradictory to the statement in your letter and is exactly what I did . 
 
>>>> I appreciate the board allowing me a further 7 days extension to Thursday 28/3/2024 

 
>>>> In reply to your last sentence in e mail letter of 19/3/2024 
>>>> “ Can we also ask you to clarify in the Observations where you refer to events whether you were present 
or not. For example you refer to weather checks but do not state who carried them out or when” 
 
>>>> I confirm that I not only attended all events , pre planning meetings but sourced all local weather 
forecasts ,in addition to the Rear Admiral Sailing and my team doing likewise ,in preparation for subsequent 
review meetings so we all came fully informed. 
 
>>>> My communications below are with my colleague , best friend ,and main sheet trimmer of 40 years , 
experienced sailor , and lots of experience doing Race team duties on board committee boats

and who accompanied me as one of the key team members on the day. I  include these 
communications below to give as further evidence of the thoroughness of our approach on preparation in 
the  days running in to the event which also verifies  my previous observations and the due consideration given 
to all the factors relevant to the particular area of racing in Cork Harbour on the day .

 
>>>> I trust when combined with my mail observations of 18/3/ 2024 this communication and the additional 
attachments demonstrates clearly the thorough assessments that were undertaken for the event 
management. 
 
>>>> Thank you for your consideration of the points made which hopefully can lead to the facts being 
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reflected  more accurately and fairly and in a non contradictory manner in the final report . I hope this also 
applies to the conclusions reached ,and recommendations following from same ,so that the document 
contributes accurately and constructively to the area of safety which we all take very seriously going forward. 
 
 
>>> Kind Regards, 
>>>
>>>
>>>
>>> 
>>  

Cont.
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>  

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