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AC                       Alternating Current 

ALB                      All-Weather Lifeboats 

BIM                      Bord Iascaigh Mhara 

CGR                     Coast Guard Radio 

CGU                    Coast Guard Unit 

CIL                       Commissioners of Irish Lights  

Contactor             A simple switching device, the primary function of a contactor is controlling 
the power 

CPP                      Controllable Pitch Propeller 

DC                       Direct Current 

DoC                      Declaration of Compliance  

DSC                      Digital Selective Calling  

EPIRB                   Emergency Position Indicating Radio Beacon 

ETA                      Estimated Time of Arrival 

FV                        Fishing Vessel 

FVSC                    Fishing Vessel Safety Certificate 

GMDSS                  Global Maritime Distress and Safety System 

GPS                      Global Positioning System 

IACS                     International Association of Classification Societies 

IMO                      International Maritime Organisation 

IRCG                    Irish Coast Guard 

LOA                      Length Overall 

MCIB                    Marine Casualty Investigation Board 

MN                      Marine Notice 

MRCC                   Marine Rescue Coordination Centre 

MRSC                    Marine Rescue Sub Centre  

MSO                     Marine Survey Office 

MV                       Merchant Vessel 

NMOC                   National Maritime Operations Centre 

OC                       Officer Commanding 

OD box                 Distributes oil (the preferred hydraulic fluid) from a pressurized source to the 
main servo in the hub to alter the pitch of the propeller blades 

OSC                      On-Scene Coordinator 

RNLI                     Royal National Lifeboat Institution 

RNW                    Radio Navigation Warning  

Glossary of Abbreviations and Acronyms 
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SAR                      Search and Rescue 

S.I.                       Statutory Instrument 

SITREP                 Situation Report 

STCW                   The International Convention on Standards of Training, Certification and 
Watchkeeping for Seafarers 

UK                       United Kingdom 

UTC                     Co-ordinated Universal Time 

VHF                      Very High Frequency 

WECDIS                Warship Electronic Chart Display and Information System 

Watertight            In relation to a structure means it is capable of preventing the passage of 
water through the structure in any direction under the head of water likely 
to occur in the intact or damaged condition 

Weathertight        Means that in any wind and wave conditions which the vessel is expected to 
encounter water will not penetrate into the ship 

 

Hertz                   Hz  

Hour                    hr  

kilovolt-ampere   kVA                          

KN                       Volume space/enclosed volume of a vessel is the volume used for 
determining the cross curves of stability for a vessel which are used to 
determine vessel compliance with statutory intact stability criteria in defined 
operating conditions. The intact buoyancy. 

Knot                     kt 

Litre                    lt 

Metre                   m 

Millimetre            mm 

Nautical mile        NM 

Tonne                   t  

Volt                     V 
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1.       SUMMARY 

1.1     The fishing vessel (FV) Ellie Adhamh with seven crew onboard was trawl fishing for 
prawns south of the Porcupine Bank in the approximate position 51°30’N 014°00’W 
approximately 160 nautical miles (NM) off the west coast of Co. Cork, having 
started the trip on 13 March 2021.  

         See Appendix 7.1 – A. Photograph of FV Ellie Adhamh (taken on Friday 26 March 
2021 by the Irish Coast Guard).  
B. Fishing Grounds (Chart). 

1.2     On Thursday 25 March 2021 at approximately 20.00 hours (hrs) the crew hauled the 
final trawl before returning to the vessel’s home port of Castletownbere in Bantry 
Bay when the vessel experienced an electrical power failure affecting the vessel’s 
main deck and wheelhouse deck lights and equipment.  

1.3     The vessel’s emergency battery system activated and provided power to the 
vessel’s emergency lighting system and other essential safety equipment. However, 
the Skipper was unable to restore the normal mains power supply and the vessel’s 
emergency lighting and equipment operating systems continued to be powered by 
the vessel’s emergency 24-volt (V) direct current (DC) battery power supply 
arrangements. The fishing vessel’s radio installation also had an emergency battery 
bank, but it was separate to the ship’s emergency battery system and enabled a 
limited duration means of radio communications to the emergency services. 
Despite this disabling condition the fishing vessel still had propulsion power and a 
limited steering capability. In company with another fishing vessel, FV Ellie Adhamh 
made course for Castletownbere at its best speed of approximately 12 knots (kts). 

1.4     At approximately 06.00 hrs on Friday 26 March, the main emergency batteries had 
become exhausted causing the fishing vessel’s remote control for the propulsion 
system, controls for the controllable pitch propeller (CPP) and emergency lighting 
to shut down. The crew were in darkness below decks. 

1.5     Some radio communications equipment and the Global Positioning System (GPS) 
navigation device functioned as the equipment was powered from its bespoke radio 
installation emergency battery system. The accompanying fishing vessel established 
a tow, but the towline parted shortly thereafter. By this time both vessels were 
approximately 55 NM from the home port of Castletownbere. However, weather and 
sea conditions were deteriorating. At approximately 11.00 hrs the accompanying 
fishing vessel continued independently for Castletownbere for its own safety while 
the Skipper of the FV Ellie Adhamh contacted the Owner to arrange a tug, to tow 
the disabled vessel to Castletownbere. The Owner had also contacted Valentia Coast 
Guard Radio and appraised them of the vessel’s situation at 08.30 hrs that morning. 

1.6     Due to the weather conditions, FV Ellie Adhamh was rolling heavily and taking 
water into the main deck (also called the factory deck, or the middle deck). The 
electrical supply to the bilge pumps in the factory deck drainage sumps was still 
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operative, however the crew started to encounter difficulties in keeping the factory 
deck clear due to the shipped seawater which was coming aboard through the 
vessel’s overboard waste discharge chute mechanism located on the port side which 
was mixing with fish debris from unprocessed catch in the hopper. After 06.00 hrs on 
Friday 26 March the electrical supply to the bilge pumps in the factory deck drainage 
sumps failed and the crew were unable to pump overboard the shipped seawater. At 
16.41 hrs on the Friday the Skipper activated the vessel’s Emergency Position 
Indicating Radio Beacon (EPIRB). He sought salvage pumping equipment. A Search 
and Rescue (SAR) operation was commenced shortly thereafter at 16.47 hrs. 

1.7     The following morning, Saturday 27 March 2021, an Irish Coast Guard (IRCG) rescue 
helicopter R115 provided emergency salvage pumping equipment and handheld Very 
High Frequency (VHF) radio sets to the vessel and shortly afterwards the naval patrol 
vessel LÉ George Bernard Shaw established a towline to the stricken fishing vessel 
and commenced towing the fishing vessel to Castletownbere.  

1.8     The weather had continued to deteriorate. The Skipper managed to pump some of 
the water overboard with the IRCG salvage pumps. The after section of that deck 
was getting regularly submerged by sea swells and the rolling motion of the disabled 
fishing vessel. The water levels inside the vessel’s main deck space were increasing 
and the crew were becoming anxious as to their situation. The Navy had sought to 
remove the crew to safety from around midday. The fishing vessel developed a 
significant list during the towing operation and the safety of the crew became an 
increasing concern for the rescuers given the very difficult weather conditions.  

1.9     At 18.55 hrs on the Saturday, the crew were airlifted from the listing vessel and 
brought to safety, ashore. The towline to the FV Ellie Adhamh broke around 20.00 
hrs, and the fishing vessel became adrift again. The following morning, Sunday 28 
March 2021, tug Nomad arrived on scene but was unable to establish a tow line due 
to weather conditions. At 10.55 hrs, Sunday 28 March, the tug reported FV Ellie 
Adhamh had sunk off the Bull Rock on the west coast of Co. Cork. 

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

2.       FACTUAL INFORMATION 
 
2.1       Vessel Details 

            Name:                                    Ellie Adhamh. 

            Type:                                      Fishing Vessel (trawler) 15-24 metres (m).  

            Flag State:                              Irish. 

            Port of Registry:                      Wexford. 

            Registration:                           WD206. 

            International Maritime  
            Organisation (IMO) Number:    9299238. 

            Official Number:                     403804. 

            Common Fleet Register  
            Number:                                 IRL000101379.  

            Radio Call Sign:                       EI7536. 

            Registered Length:                  21.98 m. 

            Length Overall (LOA):              25 m. 

            Beam:                                     7.5 m. 

            Gross Tonnage:                        230. 

            Maximum Service  
Displacement:                         404.029 tonnes (t) at Stability Book Condition 2. 

            Designer:                                MacDuff Ship Design, Scotland. 

            Owner:                                   R and E Fish Ltd (in liquidation)1, Tacumshane,  
Co. Wexford. 
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1. The Department of Agriculture, Food and the Marine (who maintain the Fishing Vessel Register) have confirmed 
that MFV Ellie Adhamh WD206 was registered in the names of R.B. & E.B. in 2012 up to 11.04.2012. It was registered 
in name of R & E Fish Ltd, from 17/04/2012 up to 05.04.2023. R & E Fish Ltd (company number 507482) was 
incorporated on 15.12.2011. Its directors were R.B. & E.B. who were the equal shareholders. R.B. resigned as a 
director effective as of 1.1.2021 in accordance with CRO form B10 signed on the 23.3.2021 and D.B. was appointed. 
Pursuant to a resolution for a members voluntary winding up, a liquidator was appointed on the 07.09.2023. 

Where the term “owner” is used in this report it is intended to refer to the owner of the vessel at the time referred 
to in accordance with the vessel’s registration set out above.



            Builder Name and Address:      Astilleros La Parilla S.A. 
33130 San Esteban De Pravia,  
Asturias Spain.  
Hull No. C-187. 

            Builder’s Electrical Outfitter:  Electro Huelva, S.L. 

            Build Approval:                       Bureau Veritas, Class Notation BV I ✠ Hull ● 
Machinery.  

                                                          Fishing vessel. Unrestricted Navigation.  

            Marine Survey Office (MSO):    The Vessel was constructed prior to the 
introduction of the Merchant Shipping (15-24 
Fishing Vessel) Regulations 2007. 

            Keel Laid:                               1 January 2003. 

            Construction:                          Steel construction. Multi-chine, transom stern 
trawler. 

            Machinery:                              Main Engine – Caterpillar 3512 488kW @1600 rpm 
driving a CPP.  

                                                          Shaft Generator.  

                                                          Auxiliary Generator.  

                                                          Harbour Generator – Perkins three-cylinder diesel. 

            Fuel Quantity Onboard:          7,000.00 litres (lts) diesel fuel oil (estimated). 

            FV Ellie Adhamh was a fishing trawler (15-24 m) designed as a twin rig trawler and 
rigged for bottom trawling for prawns. 

            See Appendix 7.2 – A. General Arrangement Profile FV Ellie Adhamh (sourced from 
Marine Survey Office Approved Stability Book, for illustration). 

            B. General Arrangement Plan of the Main Deck – Previous to the 2012 Alteration 
(sourced from Marine Survey Office (MSO) Approved Stability Book, for 
illustration). 

            C. General Arrangement Plan of the Main Deck – Post 2012 Alteration, Manually 
Altered (marked-up) to Illustrate Change as no Drawing Available.  

            D. Photograph of Main Deck Showing Post 2012 Alterations.  
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2.2       Electrical Power Generation 

2.2.1     According to the Owner, electrical systems onboard FV Ellie Adhamh were to the 
design of Electro Huelva S.L. and provided to the builder Astilleros La Parrilla, 
S.A. when the vessel was constructed in 2003. The Owner provided to the Marine 
Casualty Investigation Board (MCIB) a scanned copy of the Electro Huelva S.L. 
electrical systems manual which included schematics of electrical circuits and 
details of the electrical outfit and from which the following information was 
extracted. These drawings show that they were produced for Hull No. C-187 
which is the hull number on the shipyard drawings for FV Ellie Adhamh. The same 
hull number is used in the MSO approved Stability Book and on the MSO plan 
approval letter of 25 February 2003. The drawings provided also included a load 
balance as required. It should be noted that the MSO have stated that Electro 
Huelva S.L. was not the designer of the electrical system on documents submitted 
to the MSO and that the electrical generation and transformer systems described 
do not correspond with records of the generation system fitted onboard. This is 
not a matter that this investigation can resolve, nor does it substantially alter the 
analysis as to the cause of the breaker failure and subsequent electrical system 
failure (blackout). It should be noted that the Owners advised the MCIB that all 
original vessel records were onboard when it sank. 

2.2.2     The vessel had three generators, all of which generated electrical power at 380V 
three-phase, alternating current (AC), 50 Hertz (Hz). The larger generator was a 
shaft driven 630 kilovolt-ampere (kVA) generator which normally provided 
electrical power from the main engine while the vessel was steaming/trawl-
fishing. A smaller diesel generating set with a 245 kVA capacity provided back-up 
and supplemented the vessel’s electrical generating capacity at high power 
demands. The 60 kVA capacity harbour generator was used while the vessel was 
not steaming, i.e. while the vessel was alongside in harbour. All electrical power 
lines from the individual generators were cabled to the main switchboard located 
in the engine-room. The main switchboard was the electrical control and 
distribution hub as it housed the main electrical power measurement and control 
systems, and all electrical power was distributed from this switchboard.  

            See Appendix 7.3 – General Arrangement Plan of the Engine Room (situated under 
the main deck) - Sourced from the Marine Survey Office Approved Stability Book, 
for Illustration Only.  

            Note that door No. 14 (engine room access watertight door) is marked on port 
side, and location of cabin escape watertight hatch “I” which exits into Main Deck 
above. 

            Electro Huelva S.L. – Electrical Manual Title Block. 

            Main Switchboard Panel Arrangement - Manual Page 0103/CP. 

2.2.3     A portion of the generated 380V supply was stepped down to 220V, three phase 
AC by means of two 380V/220V transformers and the switchboard had a 
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changeover switch to allow switching to use either one transformer or the other. 
The 220V was supplied through circuit breakers (safety protection devices) 
mounted in the main switchboard to subordinate distribution boards located 
outside the engine room. According to the Electro Huelva, S.L. manual there were 
two distribution boards outside the engine room; one distribution board in the 
wheelhouse fed by circuit 51 through its dedicated 220V circuit breaker No. 51 
and one in the accommodation alleyway fed by circuit 52 through its dedicated 
main switchboard 220V circuit breaker No. 52, both circuit breakers being located 
in the main switchboard. Generally, marine electrical circuit breakers are 
manufactured in various shapes and sizes and terminal arrangements but may be 
typified as being of a modular design thereby enabling ease of rapid change-out 
if the breaker fails during operation.  

            See Appendix 7.4 – 380V Systems Main Switchboard - Manual Page 0103/02.  

            380V/220V Systems Main Switchboard - Manual Page 0103/05.  

            220V Alleyway Distribution Board - Manual Page 0103/29. 

            220V Alleyway Distribution Board – Manual Page 0103/30. 

            220V Wheelhouse Distribution Board - Manual Page 0103/31. 

            220V Wheelhouse Distribution Board - Manual Page 0103/32. 

            Two Typical Marine Modular Circuit Breaker/Switches. 

2.2.4     The Wheelhouse Distribution Board supplied power, by its circuit 51 main 
switchboard 220V circuit breaker, to the following equipment and in particular 
that highlighted: 

            •  Chart lights 

            •  Wheelhouse lights 

            •  Aft gantry floodlights 

            •  Fwd wheelhouse floodlights 

            •  Aft wheelhouse floodlights 

            •  Upper deck lights 

            •  Searchlights 

            •  Wheelhouse heater 

            •  Compass instrument lights 

            •  Computers socket 
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            •  Wheelhouse sockets 

            •  Rapp/TV/CD socket 

            •  Emergency batteries charger 

            •  Wipers 

2.2.5     The Alleyway Distribution Board supplied power, by its circuit 52 main 
switchboard 220V circuit breaker, to the following equipment and in particular 
that highlighted: 

            •  Dry locker sockets 

            •  Skippers cabin sockets 

            •  Skippers cabin berth light/sockets 

            •  Galley sockets ring main 

            •  Galley range 

            •  Kettle 

            •  Mess sockets 

            •  Galley lights 

            •  Mess/fwd store lights 

            •  Dry locker/desalination plant/wc lights 

            •  Freezer 

            •  Skippers cabin/alleyway/wc lights 

            •  Starboard shelter area lights (main deck lighting) 

            •  Port shelter area lights (main deck lighting) 

            •  Hydraulic Machinery room lights 

            •  Electric shower 1 

            •  Electric shower 2 

            •  Walk-in freezer 

            •  Toilet fan No. 1 

            •  Toilet fan No. 2 

            •  Aft cabin sockets

11
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2.2.6     The vessel propulsion gearbox was fitted with an integrated hydraulic system for 
control of engaging and disengaging the clutch and for controlling the propeller 
blade pitch. This unit was operated by 24V supply from the wheelhouse panel. If 
the 24V system fails, the clutch is disengaged and the indicator in the wheelhouse 
when it lost power would show the pitch of the propeller full astern. The clutch 
can be manually engaged if the pitch is in neutral, but the gearbox manual does 
not state how to actuate the propeller pitch system to bring the pitch to neutral. 
The gearbox was renewed in 2018 and the vessel was fitted with gearbox 500HS 
manufactured by ME Production of Denmark. This gearbox had an integrated OD 
box and controls for the CPP. All CPP systems have a local control to enable the 
pitch to be controlled manually from the engine room. 

2.2.7     A 380V three phase electrical supply from individual contact breakers at the main 
switchboard provided power to the factory deck bilge pumps and to the four 
hydraulic pumps for operating the trawl winches. This 380V supply was not 
disrupted and the power supply to these pumps remained enabled when the 220V 
factory deck power supply to the Wheelhouse and Alleyway Distribution Boards 
failed (which caused all of the lighting in this deck to fail). 

            See Appendix 7.4 - 380V Systems Main Switchboard - Manual Page 0103/02. 

            380V/220V Systems Main Switchboard - Manual Page 0103/05. 

            See Appendix 7.5 - Main Deck Cabin Escape Hatch Marked “I”. Port Aft Deck Bilge 
Pump and Overboard Waste Discharge Chute (Photograph provided by Owner).  

 
2.3      Bilge Pumping Arrangements and Alterations  

2.3.1     According to the design and plans provided by the vessel’s designer, Mc Duff Ship 
Design Ltd, Scotland, FV Ellie Adhamh had two sets of independent bilge pumps. 
The first set was located in the engine room to pump out water from the engine 
room bilges. The second set of five bilge pumps (primarily known as “deck 
pumps”) were located on the main deck (also known as the factory deck or middle 
deck) drawing from sumps or wells set into the deck and designed to pump waste 
wash water used for fish factory processing activities, directly overboard.  

            See Appendix 7.5 - Main Deck Cabin Escape Hatch marked “I”. Port Aft Deck Bilge 
Pump and Overboard Waste Discharge Chute (Photograph provided by Owner).  

2.3.2     The vessel’s GA Plan drawings of the main deck and the Electro Huelva S.L. 
electrical manual (provided by the Owner to the MCIB) show there were five of 
these pumps fitted when the vessel was constructed. The design drawings show 
optional waste discharge chutes in two locations, as built, there was only one. 
The MSO Stability Book drawings are from the design drawings not the “as built” 
drawings. Each pump is shown as 1.5 kW on the electrical drawings. There were 
three pumps on the starboard side as originally the fish processing equipment 
(including the conveyor for the fish processing and the waste discharge chute) was 
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on the starboard side and more water would accumulate starboard during the 
processing of the catch. The vessel pumping system was originally designed for 
starboard side fish processing. There was only one pump on the port side aft 
and one just off the centreline port mid.  

2.3.3     The MCIB learned from the Owner that the position of the original fish 
processing unit, including the overboard waste discharge chute, was altered on 
the factory deck in 2012. The Skipper recounted that one of the deck pumps 
on the starboard side forward had been made redundant during the vessel 
modifications and this bilge pump was blocked off. It was also reported that 
the second pump on the mid starboard side was cross connected to the pump 
mid port side. Therefore, on the factory deck, there were two deck bilge 
pumps operating aft, one port and one starboard and also the two pumps 
amidships that were cross connected. 

 
2.4       Further 2012 Alterations 

2.4.1     In 2012 the waste discharge chute part of the fish processing unit was moved 
from the starboard side to the port side. This included a shortening of the 
conveyor and a new waste chute with hull penetration was made and fitted 
port aft with the original chute on the starboard side being left in place. 

            See Appendix 7.2 – B. General Arrangement Plan of the Main Deck – Previous to 
the 2012 Alteration (sourced from Marine Survey Office Approved Stability 
Book, for illustration). 

            C. General Arrangement Plan of the Main Deck – Post 2012 Alteration, Manually 
Altered (marked-up) to Illustrate Change as no Drawing Available.  

2.4.2     It appears the alterations were done without regard to the pre-existing 
exemption provided for in the Stability Book. There were two issues with the 
stability of the vessel. One, a 2009 letter within the Stability Book provided an 
exemption so that the main deck was assigned a minimum freeboard of 250 
millimetre (mm) rather than 300 mm under the Merchant Shipping (Safety of 
Fishing Vessels) (15-24 Metres) Regulations 2007 Statutory Instrument (S.I.) No. 
640/2007. The reduced freeboard meant that the original waste chute was 
nearer the water line. The consequence of that was that in heavy seas, the 
waste chute cover and flap come under greater pressure. Moving the fish 
processing production area and equipment in 2012 from forward starboard to 
aft port would not have substantially altered the original water line location.  
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2.4.3     When the vessel was built, the Irish MSO approval specified stability to comply 
with the Torremolinos Protocol2. Whilst there is a requirement in the Torremolinos 
Protocol for a maximum permissible operating draught, there are no freeboard 
requirements stated. The minimum freeboard requirement was introduced with 
the Merchant Shipping (Safety of Fishing Vessels) (15-24 Metres) Regulations 2007 
S.I. No. 640/2007, hence the need to issue an exemption as the bulkheads were 
water tight to the main deck and not the weather deck. 

2.4.4     The second stability issue was that the approved Stability Book shows standard 
loading conditions whereby the loading has the vessel trimmed by the bow 
relative to the baseline. Whilst the vessel may have a keel trim by the stern, the 
water accumulating on the main deck would have a tendency to flood forward. 
This is relevant in considering the other source of water ingress into the 
accommodation area.  

2.4.5     The waste chute cover was fitted “back to front” in that the face intended to 
take the pressure, being external water from outside the vessel, was facing into 
the main deck whereas the pressure was coming from the outside. As the chute 
cover (or lid) was secured from the inside, the loading force (the water surging 
up the chute) exerted considerable force on to it. This raised the issue of the 
weathertight nature of the factory deck. The structure above the main deck was 
designed to be weathertight and the structure below was designed to be 
watertight. The difference between weathertight and watertight is that a 
weathertight fitting must withstand water pressure from the outside (be 
watertight from outside only), while a watertight fitting must withstand water 
pressure from both sides. 

 2.4.6    The new chute was not design approved or surveyed. Design drawings show hand 
wheel type arrangement which likely uses a four dog (rotating lugs mechanically 
linked to the hand wheel) closing mechanism to achieve watertight closure of the 
hatch. A hand wheel type closure would provide better resistance to external sea 
water pressure. The closing mechanism illustrated in photographs provided as 
representing the equipment after the 2012 changes show a much different hatch 
cover arrangement. The Owner asserts that the waste chutes were of the same 
design, but no records have been provided to corroborate this. 

2.4.7     It was accepted by the Skipper and Owner that starting at some time during the 
trip there was a defect with the overboard waste discharge chute which proved 
to be a source of some of the water that ultimately flooded the vessel. The 
Skipper states that he only observed the water entering the factory deck via the 
missing bushing for the first time on Saturday 27 March 2021. The Owner stated 
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2. The Torremolinos International Convention for the Safety of Fishing Vessels 1977, referred to as the 
‘Torremolinos Protocol’ was adopted on 2 April 1993; applied to fishing vessel over 45 m in length.  

COUNCIL DIRECTIVE 97/70/EC of 11 December 1997 set up a harmonised safety regime for fishing vessels of 24 
metres in length and over, reduced the length for new vessels to 24 m. The European Communities (Fishing 
Vessel Safety) Regulations 1998 S.I. No. 549 of 1998) implemented EC Directive 97/70/EC and was then replaced 
by S.I. No. 417/2002 - European Communities (Safety of Fishing Vessels) Regulations 2002. 



that the Skipper was not concerned by this level of ingress as it was of an 
insufficient amount. The flap on the outboard end of the chute was displaced 
as the bushing was missing. The Skipper stated that the leakage was similar to 
a garden hose. This missing bush meant that the flap was not positioned to 
provide any damping on the surging forces, induced by the vessel roll, on the 
secured waste chute cover so that the cover would experience higher loads 
than normal. 

 
2.5       Vessel Classification and Safety Information 

2.5.1     FV Ellie Adhamh was constructed in 2003 in the Astilleros La Parilla Shipyard, 
Asturias, Spain. The vessel was constructed according to the Hull Rules of 
Bureau Veritas Marine and Offshore SAS (“Bureau Veritas”). The machinery was 
not surveyed by Bureau Veritas during its construction but was to be type 
approved. The MSO specified that the vessel had to comply with the following: 

            International collision regulations: COLREGS. 

            Radio installations:                        S.I. No. 544 of 1998. 

            Lifesaving appliances:                   S.I. No. 100 of 1967 and  
S.I. No. 586 of 2001. 

            Fire appliances:                            S.I. No. 101 of 1967. 

            Medical treatment:                       S.I. No. 506 of 2001. 

            Safety, health and welfare:           S.I. No. 325 of 1999. 

            Structural fire protection:             Torremolinos Protocol. 

            Stability:                                       Torremolinos Protocol. 

            Watertight integrity:                     Torremolinos Protocol. 

2.5.2     Bureau Veritas is a Classification Society specialising in the testing, inspection, 
and certification in marine offshore industries. Bureau Veritas is a member 
society of the International Association of Classification Societies (IACS). IACS 
is a technically based non-governmental organisation which as of 1 November 
2023 consisted of 12 member marine Classification Societies, including Bureau 
Veritas. IACS provides a forum within which the member societies can discuss, 
research, and adopt unified technical criteria that enhance maritime safety in 
the global context.  

2.5.3     Marine classification is a system for promoting the safety of life, property, and 
the environment primarily through the establishment and verification of 
compliance with technical and engineering standards for the design, 
construction and life-cycle maintenance of ships, offshore units and other 
marine related facilities. These standards are contained in rules established by 
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each Classification Society within the IACS membership of Societies.  

2.5.4     Ship owners and operators engage with marine Classification Societies to ensure: 

            •  Their ships are constructed to accepted international standards. 

            •  Owners and operators are enabled to secure operating licences and insurances. 

            •  Owners and operators are enabled to control and reduce safety and security 
risks. 

            •  Owners and operators’ ships comply with stringent national and international 
regulations. 

            •  Owners and operators can improve their ships efficiency and environmental 
performance.  

2.5.5     Bureau Veritas publishes a set of General Conditions setting out the Society’s 
terms and conditions. The following inclusions in these General Conditions are 
relevant in the context of this investigation: 

            Clause 1.2 states “The operations of the Society in providing its Services are 
exclusively conducted by way of random inspections and do not in any 
circumstances, involve monitoring or exhaustive verification”. 

            Clause 2.3 defines “Classification” as “an appraisement given by the Society to 
the Client, at a certain date, following surveys by its surveyors on the level of 
compliance of the Unit to the Societies Rules and/or to the Applicable 
Referential for the Services provided”. 

            Clause 2.13 defines “Society” as meaning “the classification society ‘Bureau 
Veritas Marine and Offshore SAS’”. 

            Clause 3.1 states “Subject to the Services requested and always by reference to 
the Rules, and/or to the Applicable Referential, the Society shall: 

            •  Review the construction arrangements of the Unit as shown on the documents 
provided by the Client; 

            •  conduct the Unit surveys at the place of the Unit construction; 

            •  class the Unit and enter the Unit’s class in the Societies Register; 

            •  survey the Unit periodically in service to note whether the requirements for 
the maintenance of class are met. The Client shall inform the Society without 
delay of any circumstances which may cause any changes on the conducted 
surveys or Services.” 

            Clause 4.1 states “The Client shall always: (i) maintain the Unit in good condition 
after surveys; (ii) present the Unit for surveys; and (iii) inform the Society in due 
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time of any circumstances that may affect the given appraisement of the Unit or 
cause to modify the scope of the Services.” 

            Clause 4.3 states: “The Society has entire control over the Certificates issued 
and may at any time withdraw a Certificate at its entire discretion including, but 
not limited to, in the following situations: where the Client fails to comply in 
due time with instructions of the Society or where the Client fails to pay in 
accordance with clause 6.2 hereunder.” 

            See Appendix 7.6 - Bureau Veritas Marine and Offshore General Conditions – 
January 2021 Version. 

2.5.6     In accordance with IACS Procedural Requirement Clause B.1.1.1. of PR1D 
(Procedure for Class Entry of Ships not subject to PR1A or PR1B) “In cases where 
the vessel has been previously classed by the Society, the submission of plans 
may be specially considered subject to confirmation of no 
alteration/modification to the vessel.” This means a full plan review is not 
required to be carried out before reinstating the Class, if owners confirm there 
have been no alteration/modification to the vessel. 

2.5.7     FV Ellie Adhamh was constructed according to Bureau Veritas (Hull) Classification 
Rules (Class Notation BV I ✠ Hull ● Machinery) and approval for testing, inspection 
and certification purposes. Changes to a vessel’s construction requires 
Classification Society approval. The Classification Society approval means that 
the changes to the vessel comply with the Society’s Rules regarding verification 
of compliance with technical, safety and engineering standards for the design, 
construction, and life-cycle maintenance of ships. Bureau Veritas requires vessel 
owners to inform them of any changes made to their vessels.  

2.5.8     The fishing vessel was maintained in Class with Bureau Veritas by the vessel’s 
Owner (the Client as defined above) from the time of its construction in 2003 
(receiving its first certification on 10 March 2004) to 2005 when Class was 
suspended. Class was withdrawn by Bureau Veritas between 2006 and 2008 and 
was suspended again from 11 January 2016. 

2.5.9     The FV Ellie Adhamh Class Certification was suspended by Bureau Veritas on 11 
January 2016 because the vessel had not undergone its annual surveys within the 
allotted periodic survey window. Bureau Veritas’s periodic survey window ended 
on 10 January 2016 and the vessel’s Class was suspended the following day. The 
vessel’s Class was withdrawn by Bureau Veritas on 12 July 2016 after the vessel 
had been suspended for six months. The Owners advised that this was due to 
major refurbishment works being carried out with an engine overhaul (costing 
€195,000) and also refurbishment at the shipyard in Spain where it was built 
(costing another €156,000). As a result of withdrawal from Class there is no 
continuous monitoring of the structural condition of the vessel by the 
Classification Society. This may also affect the validity of the vessels Hull and 
Machinery insurance. The vessel was re-assigned to Class on 5 October 2016. The 
Owners state that “all works” were “reviewed” by Bureau Veritas when re-
instating classification.  
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2.5.10   Renewal surveys was carried out by Bureau Veritas (and the MSO) starting on 3 
January 2019 and completed on 15 February 2019, where the vessel was surveyed 
to the standard of a Renewal Survey in Dry Dock at Bere Island, Co. Cork, during 
Class reinstatement docking, as the vessel has been out of service for several 
months for engine/gear box repairs. A class certificate issued on 19 February 
2019 (to expire on 10 October 2023). No evidence has been supplied by Bureau 
Veritas to confirm exactly what was surveyed as asserted by the Owner.  

2.5.11   FV Ellie Adhamh Class Certification was again suspended by Bureau Veritas on 11 
January 2020 because the vessel had not undergone its annual surveys within the 
allotted periodic survey window. Bureau Veritas’s periodic survey window ended 
on 10 January 2020 and the vessel’s Class was suspended the following day. The 
vessel’s Class was withdrawn again by Bureau Veritas on 12 July 2020 after the 
vessel had been suspended from Class for six months. The Owner stated that they 
were unable to arrange a survey to check one unidentified item due to 
precautionary measures taken by them during the Covid 19 pandemic.  

2.5.12   The vessel was not in Class at the time of its sinking on 28 March 2021. The MSO 
were advised by Bureau Veritas on every occasion when Class was suspended and 
again when Class was withdrawn. 

2.5.13   Bureau Veritas advised the MCIB that the alteration to the location of the fish 
processing unit including the construction of a new overboard waste discharge 
chute in 2012 was not advised to, or reviewed, by Bureau Veritas. 

2.5.14  The Owner of the FV Ellie Adhamh was unable to provide records relating to the 
alterations to, or maintenance of, the vessel’s fish processing unit including the 
overboard waste discharge chute. The Owner has stated that all records were 
onboard the vessel when it sank. To keep the only copy of records of this nature 
in this way is not common practise. The Owner was unable to provide any 
notification to Bureau Veritas “Class” or approval from the latter for changes 
made to the fish processing unit including the overboard waste discharge chute 
in 2012.  

 
2.6       Marine Survey Office  

2.6.1     The MSO of the Department of Transport is the State’s marine transport regulator 
for safety, security, environmental protection and living and working conditions 
for vessels and ports in Ireland and Irish registered ships abroad. FV Ellie Adhamh 
was an Irish registered fishing vessel with a registered length of 21.98 m (15-24 
m). In accordance with Regulation 7 of the Merchant Shipping (Safety of Fishing 
Vessels) Regulations S.I. No. 640/2007 fishing vessels of between 15 m and 24 m 
are required to be surveyed by the MSO and undergo statutory surveys and safety 
inspections in order to be issued with a Fishing Vessel Safety Certificate (FVSC) 
(15-24 m). A FVSC means a certificate granted under Regulation 9(1). 

2.6.2     Regulation 7(1) (b) of S.I. No. 640/2007 sets out a requirement for periodical 
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surveys at four and two years depending on the subject matter of the survey3. 
Regulation 7(1) (b)(i) provides for four-year surveys as follows:  

            “(i) 4 years with regard to the structure, including the outside of the vessel’s 
hull, and machinery of the vessel referred to in Parts 2, 3, 4, 5 and 6. As 
provided for in Regulation 11 the period may be extended for one year subject 
to the vessel being surveyed internally or externally as far as it is reasonable 
and practicable.” 

            Regulation 7(2) of S.I. No. 640/2007 provides for the nature or scope of the 
periodic surveys (which includes intermediate surveys):  

            “Periodical surveys shall ensure that the appropriate items referred to in 
paragraph (1)(a) fully comply with the applicable requirements of these 
Regulations, that the equipment is in good working order and that the stability 
information is readily available on board.” 

            In addition to the periodical survey, intermediate surveys to the structure and 
machinery of the vessel at intervals of two years are required by Regulation 7(3), 
the object and scope of which is described as “The survey shall ensure that 
alterations, which would adversely affect the safety of the vessel or the crew, 
have not been made”.  

2.6.3     The purpose of intermediate surveys of the structure and machinery of the vessel 
at intervals of two years is to ensure that alterations, which would adversely 
affect the safety of the vessel or crew, have not been made. Under S.I. No. 
640/2007 Regulation 7(6) any survey of a vessel shall be carried out by an 
authorised officer, who under Regulation 7(7): 

            “(a) shall survey a vessel, after such plans, drawings, specifications, documents 
and other information, as the authorised officer may require, have been 
provided by the owner of the vessel, 

            (b) in order to ascertain whether a vessel complies with the requirements of 
these Regulations as apply to it, may require the vessel and any of its machinery, 
fittings and equipment to be submitted to such tests as he or she considers 
necessary, and 

            (c) if satisfied, after a periodical survey or intermediate survey, that the vessel 
complies with the relevant requirements of these Regulations, shall endorse a 
record of the survey in the space provided on a Fishing Vessel Safety Certificate 
and shall certify that the vessel was found to comply with the relevant 
requirements of these Regulations.” 

2.6.4     The survey regime set out in S.I. No. 640/2007 Regulation 7 is mandatory and 
imposes an obligation on owners and skippers to ensure that the initial and 
periodical surveys are carried out; Regulation 7 (4) provides “The owner and 

3. There are in addition, surveys required under Part 3 of S.I. No. 640/2007
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skipper of a vessel, the subject of a survey under paragraph (1), shall ensure 
that the survey is carried out of the vessel.” 

2.6.5     Further to the obligation on the owner and skipper to ensure that the required 
surveys are carried out, there is an obligation under S.I. No. 640/2007 Regulation 
7 (10) to maintain the vessel in a fit and safe state, and it is prohibited to effect 
changes to the structural arrangements, machinery and other items covered by 
the survey, without MSO approval: 

            “7(10) (a) The condition of the vessel and its equipment shall be maintained to 
conform with these Regulations to ensure that the vessel in all respects will 
remain fit to proceed to sea without danger to the vessel or persons on board.  

            (b) After any survey of the vessel under this Regulation has been completed, no 
change Shall be made to the structural arrangements, machinery, equipment 
and other items covered by the survey, without the approval of the Minister.” 

2.6.6     The following sets out the survey history from 2012 as advised:  

            •  The vessel was issued with an FVSC by the MSO in December 2012. 

            •  The MCIB was provided with a report of an inspection dated 28 October 2015 
which noted among other defects “Bilge pump for main deck missing (note 
vessel does not have scuppers)”. This was graded as code 30 meaning the 
defect was grounds for detention. It appears from this that the surveyor must 
have been aware of the 2012 alterations, however no documents have been 
provided except the report and the release note. 

            •  The vessel was issued with an FVSC by the MSO on 8 March 2017 with a 
certificate expiry date of 17 December 2020.  

            •  There should have been an Intermediate Survey in March 2018, but none took 
place as the vessel was laid up due to gearbox and engine issues.  

            •  The MCIB learned from the MSO that an incident involving the factory deck 
flooding in Cornwall, United Kingdom (UK) occurred in April 2018 when the 
vessel sat on the bottom alongside. She had been detained by the UK in respect 
of fisheries issues. It is confirmed that at the time water entered into the 
factory deck through the starboard side waste discharge chute. This fact was 
reported by the Owner in a report he issued after the incident. There was so 
much water that the local lifeboat had to assist and engage its pumps. This 
incident was reported in the press and the MSO sought and obtained a report 
from the Owner. 

            •  A renewal survey was carried out between 4 January and 15 January 2019 by 
Bureau Veritas and MSO where the vessel was inspected in Dry Dock at Bere 
Island during Class reinstatement docking, as the vessel had been out of 
service for several months for engine/gear box repairs. This was treated as the 
survey that should have taken place earlier but for the vessel being out of 
commission.  
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            •  The 2017 FVSC expired on 17 December 2020 (a three-month extension having 
been granted) and a survey carried out by an MSO surveyor on 7 January 2021 
was conducted within the terms of an Intermediate Survey using the last 
Bureau Veritas dry docking date. Twelve deficiencies were noted and described 
on the survey report of 7 January 2021. The deficiencies were coded based on 
when they were required to be complied with (see below).  

            •  An Interim FVSC was granted on 26 January 2021.  

            •  The Interim FVSC certificate was due to expire approximately four months 
later, on 31 May 2021. The MSO required docking by May 2021 as this was due 
and a hull survey was required before a full FVSC could issue for the vessel.  

            See Appendix 7.7 - Marine Survey Office Report of 28 October 2015. 

2.6.7    The safety survey conducted on 7 January 2021 was conducted within the terms 
of an Intermediate Survey. The MSO advised that they took into account that the 
vessel had recently been in Class. The MSO survey was conducted within the 
terms of an Intermediate Survey taking last Class docking as the bottom date and 
accepting Class survey at that time as confirming compliance to Part 2 and 4 of 
Merchant Shipping (Safety of Fishing Vessels) (15-24 Metres) Regulations 2007 so 
as to allow a short term FVSC be issued to May 2021, when a full MSO docking 
was due. The MSO also advised that COVID restrictions were still in place at the 
time of this survey and surveyors had instructions to minimise contact onboard 
and limit survey activities inside the vessel.  

2.6.8     The vessel’s Class had been withdrawn by Bureau Veritas on 12 July 2020 after 
the vessel had been suspended from Class for the previous six months and so was 
out of Class at the time of its MSO safety survey on 7 January 2021.  

2.6.9     The MSO explained that in relation to surveys of vessels that have been 
withdrawn from Class and in assessing where changes may have been made, the 
MSO surveyors have access to the Rules of those Classification Societies which are 
approved Recognised Organisations which facilitates checking of previous Class 
requirements during such surveys. The attending MSO surveyor indicated that the 
normal practice for vessels in Class is to examine the openings in the primary KN 
volume space(s), concentrating on openings which cannot rapidly be closed 
watertight, and which would commence to immerse at an angle of flooding Ɵ 
['theta’] f or 40 degrees whichever is less.  

2.6.10   The MSO advised that it had issued a statement that due to Covid-19 all 
certificates were to be extended for three months from expiry and advised the 
IMO accordingly (with a request that the IMO circulate this to all members to 
avoid Irish vessels being held up in foreign ports). Marine Notice (MN) No. 15 of 
2020 stated fishing vessels were to be dealt with on case-by-case basis. On 4 
January 2021 MSO surveyors were issued with a note re-introducing the Phase 1 
Covid Measures which limited survey of fishing vessels with accommodation 
spaces (such as the FV Ellie Adhamh) to external hull only with social distancing. 
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The note was issued to MSO surveyors shortly before the January 2021 FVSC 
survey of FV Ellie Adhamh when the areas designated for inspection were the 
Decks, Safety Equipment and Navigation Equipment.  

2.6.11   Resulting from the survey of 7 January 2021 (restricted in scope by the the Phase 
1 Covid Measures), twelve (12) deficiencies were noted and described on the 
survey report of 7 January 2021 as follows:  

 

Note - meaning of MSO terminology:  
Action to be taken “16“: Rectify deficiency within 14 days. 
Action to be taken “17”: Master instructed to rectify deficiency before departure. 
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2.6.12   As stated on the report the inspections are based on random samples and therefore 
deficiencies may exist which may not have been identified. The MSO advised that 
Code 17 (“Master instructed to rectify deficiencies before departure”) does not 
means that the master/owner is required to inform the MSO of having carried out 
the change, however where photograph/video evidence of repair/test is 
requested, this must be supplied to the MSO. The MSO advised that subsequent to 
the 7 January 2021 Intermediate Survey, the vessel’s Skipper/Owner supplied 
photograph/video evidence of repair/test for the deficiencies requiring Code 17 
action (being for items 1,5,6, and 7 per the report), and having attended on the 
vessel, they issued the Interim FVSC on 26 January 2021. 

            See Appendix 7.8 - Marine Survey Office Intermediate Safety Survey Report 7 
January 2021. 

            Marine Survey Office Interim Fishing Vessel Safety Certificate 26 January 2021.  

2.6.13   The approval letter for the Stability Book issued by MSO required a lightship 
survey (being a survey required under Part 3 of S.I. No. 640/2007) to be 
completed by 2018 and this had not been completed at the time of this incident. 
This type of survey involves a walk around with a general plan to identify and 
mark all changes and would therefore have identified the 2012 changes which 
should have led to an inspection and assessment of the capacity of the changes 
to ensure the factory deck was watertight. The MSO advised they were aware of 
this overdue item and that it was to be dealt with at the next docking and 
renewal survey in May 2021.  

2.6.14   It was ascertained that at some time during the voyage there was a defect with 
the overboard waste discharge chute which proved to be a source of some of the 
water that ultimately flooded the vessel. The Skipper states that he only 
observed the water entering the factory deck via the missing bushing for the first 
time on Saturday 27 March 2021. The overboard waste discharge chute was not 
mentioned in the MSO survey report list of deficiencies, and it is not known if this 
particular item was surveyed or tested, but previous surveys carried out since the 
2012 modifications did not identify the modifications. The Owner and Skipper 
state that they inspected the vessel in January 2021 and that the bushing was not 
missing. No documentary evidence has been provided to evidence this or any 
other aspect of their survey.  

2.6.15   According to S.I. No. 640/2007 Regulation 7.10 (b) no changes to the vessels hull, 
equipment or electrical systems affecting the vessels overall safety condition can 
be made after any survey without ministerial permission. The owner is therefore 
obliged to seek permission from the Minister (through the MSO) for the 
alterations/changes made to the vessel’s hull by re positioning the fish processing 
unit and creating a new hull opening for a new overboard waste discharge chute. 

2.6.16   The Owner of FV Ellie Adhamh was unable to provide any records of 
maintenance, repairs or tests for the vessel’s modified fish processing unit 
including the overboard waste discharge chute and the modified bilge pumps. 
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The Owner was unable to provide details, information, or written records as to 
whether any of the modifications were Class surveyed by Bureau Veritas, 
although they assert that they were. The Owner was unable to provide details, 
information, or records as to whether the modifications were presented to the 
MSO for approval during any MSO surveys or at any other time. The Owners assert 
that both MSO and Bureau Veritas did carry out surveys of the chute but have not 
provided records to verify this. Both the MSO and Bureau Veritas have confirmed 
that these changes were not notified to them.  

2.6.17   Regulation 12 provides for a variety of circumstances where the Minister may 
cancel a FV Safety /Exemption certificate. The penalties for non-compliance 
with the Regulations focus on the fishing vessel only as follows: 

            “Cancellation of certificates and cesser. 

            12. (1) The Minister may cancel a Fishing Vessel Safety Certificate or a Fishing 
Vessel Exemption Certificate if he or she is satisfied that— 

            (a)    any declaration of survey on which the certificate was founded has been 
in any particular manner made fraudulently or erroneously, 

            (b)    the certificate has been issued upon false or erroneous information, or 

            (c)    since the making of the declaration, the hull, equipment or machinery has 
sustained any damage or are otherwise inadequate for their intended 
service, 

            (d)    the certificate being extended under Regulation 11 is not endorsed in the 
manner set out in Regulation 11(5), 

            (e)    the vessel has ceased to be entered in the Register of Fishing Boats, or 

            (f)    corrective action has not been taken under Regulation 7(9)(b) or has not 
been taken to the satisfaction of an authorised officer. 

            (2) Where the holder of a Fishing Vessel Safety or Exemption Certificate is 
notified of the cancellation of the certificate, he or she shall surrender the 
certificate to the Minister.” 
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2.7       MSO and Bureau Veritas Arrangements with Regard to Surveys  

2.7.1     The survey activities of Recognised Organisations are set out in the Merchant 
Shipping (Safety of Fishing Vessels) Regulations S.I. No. 640/2007. Under Regulation 
7(8) the MSO permits surveyors of the Recognised Organisation4 where the vessel is 
classed to carry out surveys to ensure compliance with Parts 2 and 4 of the 
Regulations. Under Regulation 7(8) where a vessel is:  

            “classed with a recognised organisation, a surveyor appointed by that 
recognised organisation may survey the vessel in order to ascertain whether the 
vessel complies with such requirements of Parts 2 [construction, watertight 
integrity and equipment] and 4 [machinery and electrical installations] to it and 
for that purpose the surveyor may require the vessel and any of its machinery, 
fittings and equipment to be submitted to such tests as he or she considers 
necessary.”  

2.7.2     The MSO’s procedure for intermediate surveys (referenced above) required by 
Regulation 7(1)(b)(ii) at intervals of two years, is to check that a vessel remains 
in compliance with the Classification survey requirements of Recognised 
Organisations. The MSO advise that their survey records indicate these periodical 
surveys for FV Ellie Adhamh were undertaken by the MSO in 2015 and 2019. The 
MSO renewal surveys were also carried out every four years. The scope and 
extent of both types of surveys was based on the vessel being Classed by Bureau 
Veritas. 

2.7.3     The MSO advised the MCIB that in 2012 (when the Owner stated the change to 
the location of the fish processing unit and the installation of a new overboard 
waste discharge chute occurred) the vessel was in Class with the Recognised 
Organisation, Bureau Veritas. Accordingly, the MSO could rely on Bureau Veritas, 
to carry out the survey covering items relevant to Part 2 and Part 4 of the 
Regulations. The MSO also are of the view such a survey could be taken to mean 
that there were no breaches of Regulation 7.10 of S.I. No. 640/2007 which 
required that (a) the condition of the vessel and its equipment be maintained to 
conform with the Regulations to ensure that the vessel in all respects will remain 
fit to proceed to sea without danger to the vessel or persons onboard and (b) 
prohibited any change that might affect the safety of the crew or vessel that has 
not been authorised by the Minister. In effect the monitoring of the statutory 
obligations is effectively transferred to Bureau Veritas as its Recognised 
Organisation, so that any survey carried out by the Recognised Organisation after 
a change could be relied on by the MSO as evidence of compliance with the 
regulations.  
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4. Regulation 3 of S.I. No. 640 of 2007 defines a “Recognised Organisation” as an “Organisation or other private body 
carrying out safety assessment work on behalf of the Minister and recognised in conformity with the European 
Communities (Ship Inspection and Survey Organisations) Regulations 2003 (S.I. No. 301 of 2003)”.  

S.I. No. 301 of 2003 was revoked and replaced by the European Communities (Ship Inspection and Survey 
Organisations) Regulations 2011 S.I. No. 275 of 2011. A formal agreement between Ireland and Bureau Veritas is 
currently in place pursuant to S.I. No. 275/2011.  
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2.7.4     While the use of agents to conduct surveys is common in the international 
shipping industry, the scope of the functions of Recognised Organisation is 
defined in the Regulations as limited to “carrying out safety assessment work on 
behalf of the Minister”. There is no express provision in the Regulations that 
allows the assigned statutory survey to be deemed to also mean that there were 
no breaches of Regulation 7. 10 of S.I. No. 640/2007. 

2.7.5     In respect of the full surveys carried out in December 2012 and March 2017 (and 
the inspections in October 2015 and January 2019), no records have been 
provided by the MSO to show any report to them by the Owners of the 2012 
changes. The MCIB understands that the bilge pump was removed in 2012 at the 
same time as the fish processing conversion, so that surveyor must have been 
aware of the changes. Bureau Veritas have also confirmed to the MCIB that they 
have no records to show that any modifications were presented for approval. The 
Owners and Skipper have also not provided any records of any notification. In 
summary, it appears that because there was no notification of any changes by the 
Owner that no actual surveys were carried out by Bureau Veritas to reinstate 
class after 2012 because their rules allowed them to rely on the Owner’s 
confirmation there have been no alteration/modification to the vessel so that a 
full plan review is not required to be carried out before reinstating the Class. 
Whatever the nature of their reviews, after the later 2016 work (when class was 
reassigned by Bureau Veritas further to surveys carried out) it does not appear to 
have raised any alerts about the 2012 changes. In turn the MSO relied in part at 
least on the fact of classification. This therefore illustrates the importance of 
owners complying with the 2007 regulations and in particular Regulation 7 (10) 
to ensure alterations that might affect the safety of the crew or vessel are 
independently evaluated. This was particularly relevant here given the freeboard 
exemption.  

 
2.8      Crew Details 

2.8.1     FV Ellie Adhamh had seven crew onboard at the time of the incident. 

            Skipper:               The Skipper had been appointed aboard FV Ellie Adhamh since 
January 2021. At the time of the incident the Skipper 
possessed the following certificates registered with Bord 
Iascaigh Mhara (BIM) (being training/certificates required by 
the MSO):  

                                        •   Elementary First Aid Onboard Ship – STCW-95 

                                        •   Fire Prevention and Safety Awareness  

                                        •   Personal Survival Techniques STCW-95 

                                        •   Enhanced Safety Training Scheme (under 15 m) Basic Safety 
Training Card (Sept 2019) 
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                                        •   Global Maritime Distress and Safety System (GMDSS) 
General Operators Certificate 

                                        •   Electronic Navigation Systems (Fishing) 

                                        •   Medical First Aid 2020 

                                        •   Fire Prevention and Fire Fighting (3 day) STCW-95. 

2.8.2    Crewmember A:    EU national (Poland). Experienced fisher and vessels Top Deck 
Chargehand. English speaker and employed onboard the 
vessel for approximately nine years. Crewmember A has no 
certificates recorded on the BIM information system. 

                                        The MCIB were provided with Polish certificates for this 
Crewmember and Crewmember B subsequent to the issuance 
of the draft report under Section 36. These provided as 
follows: 

                                        •   Certificate of Basic Safety Training in Personal Survival 
Techniques issued 19 September 2014 

                                        •   Certificate of Basic Safety Training in Fire Prevention and 
Fire Fighting issued 19 September 2014 

                                        •   Certificate of Basic Safety Training in Elementary First Aid 
issued 14 July 2021 (after the casualty) 

                                        •   Certificate of Basic Safety Training in personal Safety and 
Social responsibilities issued 16 July 2021 (after the 
casualty). 

2.8.3    Crewmember B:    EU national (Poland).  

                                        Experienced fisher and vessels Factory Deck Chargehand. 
English speaker and employed onboard the vessel for 
approximately nine years. Crewmember B has no certificates 
recorded on the BIM information system. Later provided 
certification was as follows: 

                                        •   Certificate of Basic Safety Training in Fire Prevention and 
Fire Fighting issued 30 April 2021 (after the casualty) 

                                        •   Certificate of Basic Safety Training in Elementary First Aid 
issued 04 November 2016 

                                        •   Certificate of Basic Safety Training in personal Safety and 
Social responsibilities issued 04 November 2016. 
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2.8.4    Crewmember C:    EU national (Poland).  

                                        No fluency in English language.  

                                        Crewmember C had no certificates recorded on the BIM 
information system.  

                                        The Owner advised that Crewmember C had the following 
training:  

                                        Certificate of Basic Safety Training in Personal Survival 
Techniques  

                                        Certificate of Basic Training in Fire Prevention and Fire 
Fighting  

                                        Certificate of Basic Training in Elementary First Aid  

                                        Certificate of Basic Safety Training in Personal Safety and 
Social Responsibilities. 

2.8.5     Crewmember D:    EU national (Poland).  

                                        No fluency in English language. Crewmember D had no 
certificates recorded on the BIM information system. No 
certificates provided. 

                                        Owner advises he has Basic Safety Training. 

2.8.6    Crewmember E:    Non-EU national (Egypt).  

                                        No fluency in English language. Crewmember E had no 
certificates recorded on the BIM information system. No 
certificates provided. 

                                        The Owner advises there was some issue over training card. 

2.8.7    Crewmember F:    Non-EU national (Egypt).  

                                        No fluency in English language. Crewmember F had no 
certificates recorded on the BIM information system. No 
certificates provided. 

                                        The Owner advised Crewmember F had some sea safety 
training in Italy but had no record of same.  

            The Owner advised that Crewmembers A, B, C and D had safety training issued 
under The International Convention on Standards of Training, Certification and 
Watchkeeping for Seafarers (STCW) Convention 1978 as amended, under the 
authority of the Government of the Republic of Poland by the Maritime Office in 
Slupsk. The Owner asserted that Crewmembers C and D had a good command of 
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English, however the Skipper advised that communications with the entire crew 
were difficult due to their limited language.  

2.8.8     The absence of the fishers’ work agreements onboard the vessel was a deficiency 
noted (No. 12) on the deficiency list issued following the 7 January 2021 survey 
(for the interim FVSC issued on 26 January 2021). The requirement was for 
rectification by the Master prior to departure. At the time of the survey the MSO 
advised that the Owner indicated at least one person worked under a contract of 
employment or in an employment relationship onboard the vessel. The Owner 
stated that this crewmember was not onboard during this trip. Following the 
incident all crew indicated to the MSO they were employed on a share basis. No 
contracts were provided to the MCIB even though after circulation of the draft 
report the Owners asserted that “crew agreements were completed the end of 
January 2021”. No information was provided in respect of previous contracts. 

2.8.9     The MCIB investigator interviewed the Skipper, Crewmember B, a former 
Crewmember, and Crewmember E with a translator (Crewmembers C and D had 
left Ireland, Crewmembers A and F could not be traced). The information set out 
about crew that were not interviewed was sourced from the Skipper and other 
crewmembers.  

 
2.9       Fishing Vessel’s Crew Organisation and Training  

2.9.1     Since 1 September 1989, fishing vessels between 16.5 m and 24 m length 
required at the time of this marine casualty a certified skipper, with a minimum 
level of qualification of Second Hand Special Certificate of Competency.5  

2.9.2     The Skipper did not have the required Second Hand Special Certificate of 
Competency. To acquire this and be qualified to skipper a vessel of this type (less 
than 24 m in length), a Second Hand Limited Certificate of Competency is 
required, or a Second Hand Unlimited Certificate of Competency. After the first 
certificate has been held for 12 months of service at sea as a watchkeeping deck 
officer in fishing vessels of 12 m or more in length (i.e. working with a qualified 
skipper), application can be made for a Second Hand (Special) Skipper Certificate 
of Competency subject to the provisions of the Fishing Vessels (Certification of 
Deck Officers and Engineer Officers) Regulations 2023 S.I. No. 313 of 2023 which 
post-date the date of this marine casualty.6 The period of working at sea under 
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5. The Fishing Vessels (Certification of Deck Officers and Engineer Officers) Regulations, 1988 S.I. No. 289 of 1988 (as 
amended) were revoked and replaced by the Fishing Vessels (Certification of Deck Officers and Engineer Officers) 
Regulations 2023 S.I. No. 313 of 2023. The new Regulations apply to fishers aboard fishing vessels that are 15m in 
length overall and over and came into operation on 1 July 2023.The Regulations provide that certificates of 
competency for the deck officer qualification of “Second Hand (Special)” would no longer be issued except for those 
fishers who have already commenced a period of training for that qualification (all of which training, including sea 
service, must be completed before 1 July 2026).  

6. See the Department of Transport, Tourism and Sport Certificates of Competency for Fishing Vessels Deck Officer 
Requirements as then applied: The ‘Exam Directions’ (effective from 1st December 2016). These are issued under the 
Fishing Vessels (Certification of Deck Officers and Engineer Officers) Regulations, 1988 S.I. No. 289 of 1988 made 
under Sections 3 and 8 of the Merchant Shipping (Certification of Seamen) Act, 1979, as amended by S.I. No. 192 of 
2000, which specify the standards of competency and the conditions to be satisfied before a certificate of 
competency under those Regulations will be issued. 



a qualified skipper is an essential and important part of the necessary training. 
The Skipper was responsible for the operation of the ship and the fishing 
operations. He was the Owners’ appointed Skipper onboard the FV Ellie Adhamh 
despite not having the required certification of a Second Hand Special Certificate 
of Competency.  

2.9.3     The Skipper stated that during 2020 he had studied for the written examination 
element for a Second Hand Limited Certificate of Competency before re-joining 
the vessel in January 2021 when he was appointed to the Skipper’s position. He 
recounted that he was the vessel’s onboard engineer for approximately six years 
and trainee Skipper for two years prior to his appointment as Skipper. He did not 
have any engineering qualifications. He advised that he was familiar with the 
operation and maintenance of the marine engineering equipment and systems 
onboard FV Ellie Adhamh having worked onboard the vessel as the person in 
charge of the engine room. There was no regulatory requirement for a certified 
engineering officer on this type of vessel. Later events do not support the 
assertion of familiarisation with the engineering features of the vessel.  

2.9.4    The Skipper’s work interaction with the crew was through the Top Deck 
Chargehand, Crewmember A, and the Factory Deck Chargehand, Crewmember B. 
The chargehands spoke English, and Polish was their native language. The 
remaining crewmembers (two Polish and two Egyptian nationals) were not fluent 
English speakers. The Skipper passed his instructions and work requirements to 
the chargehands who relayed these instructions and work requirements to the 
other members of the crew. Communication with Crewmembers E and F 
(Egyptians with no or very limited English and no Polish) was by a mixture of key 
words gesticulations and mime, this was confirmed by Crewmember E to the 
MCIB who confirmed that they had no training, documented or otherwise, in 
Ireland. The Owner does not agree with the information provided to the MCIB 
investigator as to language proficiency. 

2.9.5     According to the Owners, Crewmembers A and B were responsible for the quality 
of the catch and ensuring packing weights were correct. They worked on the 
factory deck, processed and stored the fish catch which was manned by the two 
Egyptian Crewmembers (E and F).  

2.9.6    All fishing vessel crewmembers are required to undergo Basic Safety Training as 
per the Fishing Vessel (Basic Safety Training) Regulations S.I. No. 587 of 2001 
before going to sea for the first time on a fishing boat7. Regulation 4 states: 

            “Basic Safety Training. 

            (1)   Every crew member of a fishing vessel shall undertake basic safety training 
as set out in this legislation. 

            (2)   Basic safety training shall consist of the following 3 training units- 
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                   (a)  personal survival techniques, including man overboard techniques, 

                   (b)  elementary first aid, and 

                   (c)   fire prevention, health and safety training, and shall be held in such 
establishments, to such standards, under such conditions and for such 
duration as BIM may approve and determine. 

            (3)   The dates by which basic safety training must have been completed by each 
crew member are specified in the Table of this Regulation. 

            (4)   A crew member who has not successfully completed basic safety training by 
the date specified in the Table shall not work onboard a fishing vessel.” 

            The crews’ qualifications and certifications are set out in paragraph 2.8. The 
certificates listed for Crewmembers A and B were only produced to the MCIB 
after a draft of the report was circulated. The MSO have stated that no breaches 
of the Fishing Vessel (Basic Safety Training) Regulations, 2001 had been detected 
by them.  

2.9.7     The applicable regulations at the time in respect of manning were the Fishing 
Vessel (Certification of Deck Officers and Engineer Officers) Regulations 1988 S.I. 
No. 289 of 19888.  

2.9.8     In order to be issued with a Safe Manning Document, a fishing vessel owner must 
apply in writing to the MSO outlining proposals as to the numbers and 
qualifications of deck officers, engineer officers and any such other personnel 
the owner considers should be carried onboard the fishing vessel to ensure the 
vessel is sufficiently and safely manned for its safe navigation and operation, 
whilst providing appropriate work and living conditions for personnel onboard. 
The MSO consider the vessel's operations, machinery, and maintenance before 
issuing the Safe Manning Document. It is against the law for a fishing vessel to go 
to sea without a Safe Manning Document onboard, or for the vessel to be 
operated below the level set out in the Safe Manning Document. 

2.9.9     The FV Ellie Adhamh was not required to have a Safe Manning Document at the 
time due to the staggered application of the Regulations which aligned with 
regulatory surveys. In relation to fishing vessels of 15-24 m in LOA, the fishing 
vessel Owner was required to ensure that there was a valid Safe Manning 
Document in place on the date of completion of the next survey for grant or 
renewal of a fishing vessel safety certificate or the date of completion of the 
next Intermediate Survey, whichever occurs later.9  
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8. S.I. No. 289 of 1988 was amended by the Fishing Vessels (Certification of Deck Officers and Engineer Officers) 
(Amendment) Regulations 2019 S.I. No. 673 of 2019 and then revoked and replaced by the Fishing Vessels 
(Certification of Deck Officers and Engineer Officers) Regulations 2023 S.I. No. 313 of 2023. 

The new regulations apply to fishers aboard fishing vessels that are 15m in length overall and over and came into 
operation on 1 July 2023. 

9. As required by the Merchant Shipping (Safety of Fishing Vessels) (15-24 Metres) Regulations 2007 S.I. No.  

640 of 2007. 
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2.9.10   FV Ellie Adhamh was constructed before the 19 December 2019 and is 15-24 m 
LOA. The FV was due an MSO safety survey in December 2020 for renewal of its 
FVSC. This survey was conducted within the terms of an Intermediate Survey and 
the vessel was granted an Interim FVSC. There was no Safe Manning Document in 
place for this vessel at the time of the MSO’s FVSC/Intermediate Safety Survey 
and it was not required at the time of that survey.  

2.9.11   While the FV Ellie Adhamh did not require a Safe Manning Document at the time 
of this incident, it is pertinent to note the important Regulations that now apply 
to what is required before a Safe Manning Document can issue. 

 
2.10     Vessel’s Fishing Gear and Fish Processing Method 

2.10.1   FV Ellie Adhamh was rigged as a trawler (15-24 m), designed as a twin rig trawler 
and fished for prawns, cuttlefish, and scallops. On this fishing trip the vessel was 
fishing specifically for prawns using a Nephrops trawl. This trawl net is 
specifically designed to catch Nephrops (Nephrops Norvegicus) which is a high 
value catch.  

2.10.2  The Nephrops trawl (also known as the prawn net) is a long winged low demersal 
trawl net with lightweight ground gear for towing over soft, muddy areas along, 
but not on, the seabed, where Nephrops are found, with the mouth held open by 
a pair of otter boards (trawl doors). The Nephrops (prawns) and other fish 
(bycatch) are swept into and down to the very end of the trawl net. When the 
trawl is recovered the cod end is opened and the trawl contents spill out into a 
hopper constructed in the vessel’s stern. The hopper funnels the catch into the 
vessel’s main or factory deck (middle deck/fishing deck) and onto a conveyor 
belt. The conveyor belt enables the crew to sort and process the catch while the 
conveyor belt transports debris and waste to the factory deck’s overboard waste 
discharge chute. The overboard waste discard chute onboard the FV Ellie Adhamh 
was situated on the port aft quarter of the vessel. The catch of prawns was 
collected in baskets, processed and packed into boxes. The boxed prawns were 
then handed down via a small hatch in the main fish hold hatch into the fish hold 
freezer room where they were frozen, and boxes stacked ready for off-loading in 
port.  

            See Appendix 7.2 – C. General Arrangement Plan of the Main Deck – Post 2012 
Alteration, Manually Altered (marked-up) to Illustrate Change as no Drawing 
Available. 

2.10.3   The overboard waste discharge chute was originally fitted to the vessel’s 
starboard side on the main deck as part of the fish processing unit. According to 
the Owner the location of the processing was moved within the factory deck 
which involved the overboard waste discharge chute being relocated to the port 
side, aft section of that deck in 2012. This would also have shortened the 
conveyor arrangements. The vessel was never recovered so an inspection of the 
vessel was not possible for the MCIB investigation. No documents were provided 
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by the Owners showing any modification or maintenance as the only copies were 
all apparently on the vessel when it sank. After a draft of the report was provided 
to the Owners, the MCIB was advised that a new waste discharge chute was fitted 
port aft and the original one on the starboard side was still in place in 2012 when 
the entire fish processing unit was relocated.  

2.10.4   The function of the overboard waste discharge chute was to facilitate clearing 
away (from the prawn sorting process) all unwanted waste and debris by conveying 
it to the end of the belt and allowing the waste to fall through the overboard chute 
and discharge directly into the sea. The chute passed through the vessel’s port side 
hull and its side opening was close to, but above, the vessel’s normal waterline. 
The actual height is not known as no drawings of this modification have been 
provided.  

2.10.5   The waste discharge chute cover was fitted “back to front” in that the face 
intended to take the pressure, being the external water from outside the vessel, 
was facing into the main deck whereas the pressure was coming from the 
outside. As the chute cover (or lid) was secured from the inside, the loading force 
- the water surging up the chute - exerted considerable force on to it. This raised 
the issue of the watertight nature of the factory deck. The structure above the 
main/factory deck was designed to be weathertight and the structure below was 
designed to be watertight. The difference between weathertight and watertight 
is that a weathertight fitting must withstand water pressure from the outside (be 
watertight from outside only) while a watertight fitting must withstand water 
pressure from both sides. 

            See Appendix 7.9 - Main Deck: Conveyor, Hopper, and Overboard Waste Discharge 
Chute. 

2.10.6   To stop ingress of water when the conveyor belt was not in operation the chute 
was fitted with a hinged lid or hatch on its upper surface (directly under the end 
of the conveyor belt) which could be secured and made watertight by tightening 
down the lid’s two butterfly nuts on the inboard side. According to the Skipper, 
the chute was also fitted with an inside flap which could be moved by hand, 
operating a lever attached to the flap’s spindle. It is a requirement to have a 
non-return flap fitted to prevent water entering when the top lid is open. The 
lever spindle passed through the side of the chute via a bushing arrangement and 
at the time of the incident the bushing was missing, and the bush orifice was 
open allowing water to enter the deck space when the chute was submerged in 
the sea as the vessel rolled. The missing bushing would also prevent the flap from 
sealing as designed due to misalignment. 

2.10.7   Having departed on 13 March 2021, the FV Ellie Adhamh had been working the 
fishing grounds south of the Porcupine Bank, approximately 160 NM from 
Castletownbere. The vessel had a large quantity of prawns stowed away in the 
fish hold. The Skipper reported that the vessel was carrying nearly a full load and 
the vessel was deep in the water.  
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2.10.8   On Thursday 25 March at approximately 19.00 hrs-20.00 hrs the crew hauled the 
final trawl before the return trip to the vessel’s home port of Castletownbere in 
Bantry Bay. The contents of the final trawl catch had been emptied into the 
factory deck hopper located at the stern of the vessel but had not been sorted 
and processed when the 220V electrical power failed in the factory main deck 
and wheelhouse deck. The emergency lighting was used up by around 06.00 hrs 
the following morning. The power failure affected the vessel’s lighting in the 
factory deck and contributed to preventing the crew from processing and 
emptying the hopper of its contents, which in turn combined with water ingress 
to lead to unmanageable flooding.  

 
2.11     Marine Casualty 

            This was a very serious marine casualty as defined by the European Communities 
(Merchant Shipping) (Investigation of Accidents) Regulations 2011 S.I. No. 276 of 
2011 resulting in the total loss of a fishing vessel, and the potential loss of life 
or injury to the crew and to the persons involved in the rescue. 

 
2.12     Weather and Sea Conditions 

2.12.1   The Skipper recalled that weather conditions in the fishing area at the time of 
the vessel’s electrical power failure in the evening of 25 March 2021 were rough. 
He expected weather conditions to deteriorate to gales throughout the following 
days. The naval vessel’s anemometer recorded winds gusting at 60 kts at 15.42 
hrs on 27 March (equivalent to Beaufort 11 “violent storm”). 

2.12.2   The Met Éireann weather report estimated weather and sea state conditions for 
the fishing area approximately 85 NM southwest of Mizen Head (about 100 NM 
from the actual vessel position at the time) was as follows:  

            Meteorological Synopsis: A depression south of Iceland (975 hPa) deepened on 25 
March 2021 and steered a strengthening south-westerly airflow over the area. 
The associated active weather front moved eastwards across the area between 
18.00 hrs and 24.00 hrs that day. 

            Wind:                    Winds were fresh Beaufort Force 5 (mean speed 16-22 knots) 
at first and for most daylight hours. Winds increased in the 
evening as the weather front crossed: strong to near gale and 
gusty Beaufort Force 6 or 7 (mean speed 22-33 knots). Wind 
direction was south westerly for most of the day and veered 
westerly by late evening. Gusts were strongest with the 
passage of the front with maximum gusts of up to 40 knots 
occurred between 8pm and 10pm. 

            Visibility:               Visibility was moderate or poor (1-4 nm) in rain and heavy 
showers. Otherwise, visibility was good (greater than 5 NM). 
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            Sea State:              The sea state in the area was rough with significant total 
wave height of 3 to 4 meters from a westerly direction with 
a west-north westerly swell. The maximum individual wave 
height (at M3 (Irish Marine Data Buoy)) positioned 51° 13’N 
010° 33’W during the period in question was 5.7 m. Marine 
data from M3 buoy is the most relevant as being in closest 
proximity to the area of this incident. 

            Weather:               Scattered outbreaks of rain in the morning and forenoon. A 
period of fair weather with dry and sunny spells for a few 
hours in the afternoon before clouding over with rain in the 
evening followed by blustery showers. Showers in the late 
evening were heavy and possibly hail and thunder. 

            Temperature:         Air temperature of 9 to 11 degrees Celsius. 

            Sea temperature:   10 to 11 degrees Celsius. 

            See Appendix 7.10 – Met Éireann Weather Report: Weather and Sea State 
Conditions for 25 March 2021. 

2.12.3   Met Éireann issued sea area forecasts for 24 hours ahead with an outlook for the 
following 24 hours. These Sea Area Forecasts are issued by the duty forecaster at 
Met Éireann four times a day; at midnight, 06.00 hrs, 12.00 hrs and 18.00 hrs with 
relevant gale warnings for that period. Sea Area Forecasts and marine warnings 
cover Irish Coastal Waters out to 30 NM off the coast including the Irish Sea. 
These forecasts include coastal reports giving real-time data of conditions at the 
fixed coastal position locations around the coast and from Irish Marine Data 
Buoys at sea. Marine data from M3 buoy positioned 51° 13’N 010° 33’W, is the 
most relevant as being in closest proximity during the course of this incident 
being 50-85 NM from the relevant location. 

            See Appendix 7.11 - Met Éireann: 24-hour Sea Area Forecasts 00.00 hrs on 25, 26, 
27 and 28 March 2021. 

            A synopsis of data from four 24-hour Sea Area Forecasts issued at 00.00 hrs, 
between Thursday 25 March 2021 to Sunday 28 March 2021 is set out in the 
following sub paragraphs. The increasing difficult weather conditions can be 
tracked over the period with a gale warning in operation on the Friday morning. 

2.12.4   Sea Area Forecast issued at 00.00 hrs Thursday, 25 March 2021 until 00.00 hrs 
Friday, 26 March 2021: 

            Gale warning: Nil 

            Meteorological situation at 21.00 hrs: A moderate to strong west to southwest 
airflow covers Ireland with trailing occluded fronts associated with a weakening 
wave depression of 997hPa positioned to the northeast of Scotland clearing 
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eastwards over the country. A deepening depression of 985hPa positioned east of 
southern Greenland will track eastwards during Thursday, generating an 
increasingly unstable west to southwest airflow over the country, with frontal 
troughs embedded in the flow. 

            Forecast for Irish coastal waters from Mizen Head to Erris Head to Malin Head: 

            Wind: West to southwest F4 or F5 and gusty. Soon increasing F5 to F7 and gusty. 
Later increasing 6 or 7 and gusty, with gale F8 possible locally in the northwest. 
Veering southwest to west and decreasing F5 to 7 and gusty on Thursday night. 

            Warning of Heavy Swell: Nil 

            Outlook for a further 24 hours until 00.00 hrs Saturday 27 March: Strong to gale 
force westerly winds, with strong gale possible locally in western sea areas 
during Friday.  

            M3 buoy. West-southwest (wind direction), 16 Knots (wind speed). Wave height: 
3.0 m (wave trough to following peak), 1018hPa, steady (pressure in hectopascals 
(millibars)), steady (pressure tendency over past 3 hours). 

2.12.5   Sea Area Forecast issued at 00.00 hrs Friday, 26 March 2021 until 00.00 hrs 
Saturday, 27 March 2021: 

            Gale warning: In operation. Westerly winds will reach gale force 8 at times 
tomorrow (Friday) on Irish coastal waters from Wicklow Head to Loop Head to 
Malin Head and on the south Irish Sea. 

            Meteorological situation at 21.00 hrs: Ireland lies in a strong southwest airflow 
generated by a depression of 977hPa centred south of Iceland. The airflow will 
become unstable tonight as an associated cold front move eastward across 
Ireland. 

            Forecast for Irish coastal waters from Roches Point to Slyne Head to Malin Head: 

            Wind: West force 6 or 7 and gusty imminent, soon increasing southwest to west 
force 7 or gale force 8 and gusty. Later veering west to northwest and decreasing 
force 6 or 7 by the end of the period, occasionally reaching gale force 8 in the 
northwest. 

            Warning of Heavy Swell: On Atlantic coasts Friday evening and night. 

            Outlook for a further 24 hours until 00.00 hrs Sunday 28 March: Strong to near 
gale force westerly winds, easing fresh to strong overnight Friday. Veering 
southwest and gradually increasing near gale force to gale force through 
Saturday.  

            M1 buoy. Report not available. 

            M3 buoy. West - Southwest, 21 Knots. Wave height: 3.6 m, 1003hPa falling. 
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2.12.6   Sea Area Forecast issued at 00.00 hrs Saturday, 27 March 2021 until 00.00 hrs 
Sunday, 28 March 2021: 

            Gale warning: In operation. Westerly winds will occasionally reach gale force 8 
for a time tonight on Irish coastal waters from Bloody Foreland to Malin Head to 
Fair Head and also on the Irish Sea. 

            Meteorological situation at 21.00 hrs: A depression of 972hPa centred to the 
southeast of Iceland, generates a strong to gale force unstable westerly airflow 
over the area. A ridge is building from the southwest overnight. 

            Forecast for Irish coastal waters from Mizen Head to Slyne Head to Bloody 
Foreland: 

            Wind: West force 5 to 7 imminently decreasing force 4 or 5. Soon backing south 
and increasing force 7 to gale force 8 and gusty, touching strong gale force 9 at 
times in the northwest later. 

            Warning of Heavy Swell: On western and northern coasts tonight and on Saturday. 

            Outlook for a further 24 hours until 00.00 hrs Monday 29 March: Strong to gale 
force and gusty southwest winds, decreasing fresh to near gale force on Saturday 
night but increasing strong to gale force southwest again on Sunday. 

            M3 buoy. West – Northwest, 23 Knots. Wave height: 6.7 m, 1018hPa Rising slowly. 

2.12.7   Sea Area Forecast issued at 00.00 hrs Sunday, 28 March 2021 until 00.00 hrs 
Monday, 29 March 2021: 

            Gale warning: In operation. Southwest winds will continue to reach gale force for 
a time on Saturday night on Irish coastal waters from Strangford Lough to Roches 
Point to Malin Head and on the Irish sea. 

            Meteorological situation at 21.00 hrs: Ireland lies in a strong to gale force 
southwest airflow, generated by a mature low of 948hPa positioned to the 
southwest of Iceland. Its associated weather fronts are moving over Ireland. 

            Forecast for Irish coastal waters from Mizen Head to Slyne Head to Malin Head: 

            Wind: Southwest force 6 to gale force 8 and gusty, imminently decreasing force 
5 of 6. Soon increasing southwest force 6 to gale force 8 and gusty and later 
increasing force 7 to gale force 8 and gusty. 

            Warning of Heavy Swell: developing on western areas on Saturday night and 
extending to north-western areas. 

            Outlook for a further 24 hours until 00.00 hrs Tuesday 30 March 2021: Strong to 
gale force and gusty southwest winds, soon easing southwest fresh to near gale 
force. 
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            M3 buoy. West- Southwest, 25 Knots. Wave height 6.4 m, 1012hPa Rising slowly. 

 
2.13     Voyage  

2.13.1   The FV Ellie Adhamh departed its home port of Castletownbere, Co. Cork on 13 
March 2021 for a fishing trip to trawl for prawns. The Skipper of the fishing vessel 
intended to return to its home port on or about 30 March.  

2.13.2   On 25 March the fishing vessel was trawling on the fishing grounds approximately 
160 NM west of the coast of Co. Cork. The Skipper became aware the weather 
was forecast to deteriorate to gale force, and decided to return to port early, 
starting back the evening of Thursday 25 March, to the port of Castletownbere.  

2.13.3   On the evening of Thursday 25 March, around 19.00 hrs-20.00 hrs, the vessel’s 
crew finished the last trawl. As the trawl was being brought aboard the vessel 
experienced a 220V electrical power supply failure to the main deck (also known 
as the middle deck or factory deck) and the wheelhouse, immediately affecting 
the deck lighting, and wheelhouse equipment. Realising the serious nature of the 
power supply defect and his inability to make repairs, the Skipper knew the 
emergency batteries power supply would not last long and the vessel would then 
require a tow to complete its return voyage to port. The Skipper determined to 
make course at best speed to return the vessel to Castletownbere. 

2.13.4   The emergency electricity supply was exhausted around 06.00 hrs on the 
following morning. Valentia Coast Guard was contacted by the Owners at 08.30 
hrs to advise them of the situation. The Owners arranged a tug which was 
enroute by 09.00 hrs. FV Ellie Adhamh was in company with another fishing 
vessel, the FV Monica 2. FV Monica 2 also intended to return to port, and its 
skipper agreed to accompany the partly disabled vessel on the start of its return 
trip. On Friday 26 March, FV Monica 2 established a tow to the stricken vessel, 
but the tow line parted a few hours later due to the heavy weather. At 11.02 hrs 
FV Monica 2 advised that the weather was very poor and departed the scene 
making for Castletownbere for its own safety reasons.  

2.13.5   IRCG issued a situation report (SITREP) requesting assistance to tow the disabled 
fishing vessel. The tug Ocean Bank was called out to assist but by 12.09 hrs 
advised that its windows were damaged by huge waves breaking over the vessel 
as she departed from Castletownbere. It was unable to assist and returned to 
Castletownbere. 

2.13.6   At 16.41 hrs on Friday afternoon FV Ellie Adhamh’s EPIRB was activated and 
transmitted the vessel’s position at 51° 33’N 011° 42’W. Rescue helicopter R115 
was tasked to attend from Castletownbere. The Navy’s assistance was also 
requested. On Saturday 27 March a tow was eventually established. The crew 
were airlifted off the vessel by about 19.00 hrs that evening. The tow broke 
shortly after, so the vessel was adrift.  
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2.13.7   The next morning, Sunday 28 March 2021, a salvage and recovery operation 
commenced. At 09.08 hrs the tug Nomad reported the casualty vessel had a 30-
degree list to the port side. The vessel’s position was: 51° 27.29’N 010° 39.07’W 
and the weather on scene was: South-westerly wind force 7 (Beaufort Force 7, 
near Gale). At 10.25 hrs the tug Nomad reported the casualty vessel was listing 
30 – 40 degrees and there was a smell of diesel in the area. At 10.55 hrs the tug 
Nomad reported that the FV Ellie Adhamh had sunk in position 51° 37.20’N 010° 
23.02’W. 

            Appendix 7.12 - Marine Rescue Sub Centre Valentia SITREP1/UIIN0469/21 26 
0936Z Mar 21 – FV Ellie Adhamh Broken Down.  

            Marine Rescue Sub Centre Valentia SITREP2/UIIN0469/21 26 1258Z Mar 21 – FV 
Ellie Adhamh Reported Position and Chart.  

            National Maritime Operations Centre Dublin SITREP 1/UIINO476/21 26 1832Z Mar 
21 – Emergency Position Indicating Radio Beacon Activation. 

 
2.14     Environmental Pollution 

2.14.1   FV Ellie Adhamh was reported as having had onboard approximately 7000 lts of 
diesel fuel when departing on 13 March 2021. The Skipper reported that by the 
afternoon of Saturday 27 March 2021, there was little fuel left. Being a fishing 
vessel there was also likely to be present a quantity of hydraulic oil, lubrication 
oil, greases, fishing gear and trawls, fish boxes and various plastic containers. 
The quantities of these pollutants are unknown. 

2.14.2   The fishing gear was brought onboard immediately prior to the incident. 
Therefore, it is deemed unlikely that the gear poses a significant hazard to 
wildlife as it was stowed on the trawl net reels.  

2.14.3   While no oil slicks were reported it is likely that oil from a sunk fishing vessel will 
leach out of the wreck rising through the water column and disperse slowly on 
the surface due to the action of corrosion of the hull, prevailing weather and the 
tides. Oils and plastics remaining onboard the sunken vessel were likely to be 
released over time and pose a risk of environmental pollution.  

 
2.15     Events from 20.00 hrs Thursday 25 March 2021 and Emergency Services 

Response 

2.15.1   A series of incident SITREPs were issued from three IRCG Centres, the IRCG’s 
National Maritime Operations Centre (NMOC), the Marine Rescue Coordination 
Centre (MRCC) and Marine Rescue Sub Centre (MRSC) were involved in this 
incident.10 SITREPs continued over two days and are referenced here in 
chronological order. The SITREPs used in this report give an account of the 
sequence of events during the incident from the time of the involvement of the 
emergency services from Friday 26 March and leading up to the sinking of FV Ellie 
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Adhamh on the morning of Sunday 28 March 2021. The first IRCG SITREP made 
available to the MCIB was from MRSC Valentia to MRSC Valentia SITREP Group, on 
26 March at 09.36 hrs. A synopsis and timeline of the incident events, including 
from the SITREPs, is as follows: 

2.15.2   Thursday 25 March 

            Around 19.00 hrs-20.00 hrs approximately, FV Ellie Adhamh finished the last trawl 
and experienced an electrical power supply failure which affected its upper 
decks lights and reduced the vessel’s operating systems and communications to 
its emergency batteries power supply only. The vessel had two independent 
emergency battery banks; one for the vessel’s emergency lighting/principle 
operating systems and one battery bank bespoke to its radio communications 
equipment. Due to this main switchboard failure and mindful of the forecasted 
deterioration in weather conditions, the FV Ellie Adhamh proceeded at best 
speed and course for Castletownbere accompanied by FV Monica 2. 

2.15.3   Friday 26 March 

            At around 05.30 hrs-06.00 hrs approximately (some evidence indicates this could 
have been somewhat earlier at approximately 04.00hrs), propulsion operating 
systems, navigation aids and emergency lighting fail onboard FV Ellie Adhamh. 
The vessel became adrift, and the emergency lights were extinguished onboard 
as emergency batteries were drained. 

            The Owner was informed at 06.30 hrs that there was no power left to steam and 
the FV Monica was attempting to tow the FV Ellie Adhamh. Between 07.40 hrs 
and 08.08 hrs the Owner contacted a towing company to arrange a tow. At about 
this time the Owner also contacted the Coast Guard as a precautionary measure 
and gave them the position of the FV. 

            FV Monica 2 established a tow and commenced towing the disabled vessel to its 
home port. The tow line parts some hours later and FV Ellie Adhamh becomes 
adrift.  

            MRSC Valentia issued the first of its SITREPs, UIIN0469/21 26 0936Z Mar 21. 

            The weather on scene was Westerly, Beaufort Force 7 with very rough sea and 
moderate waves. 

            08.00 hrs FV Ellie Adhamh Broken down, FV Monica attempting tow. 

            09.05 hrs Naval Operations advise LÉ George Bernard Shaw will assist estimated 
time of arrival (ETA) 6 hrs. 
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            09.12 hrs Tug Ocean Bank will assist, LÉ George Bernard Shaw advised. 

            At 12.58 hrs MRSC Valentia issued its second SITREP UIINO469 21 1258Z Mar 21. 

            The weather on scene was Westerly, Beaufort Force 8 (Gale force) with a high 
sea swell but low waves.  

            11.02 hrs FV Monica 2 advises weather is poor and the vessel is returning to 
shore. 

            12.00 hrs FV Ellie Adhamh advise weather is very poor. 

            12.09 hrs Tug Ocean Bank reports it has damage to windows, is unable to assist 
and returning to Castletownbere.  

            12.14 hrs MRSC Valentia requested naval operations to task the Naval Patrol 
Vessel LÉ George Bernard Shaw to assist.  

            12.58 hrs Coast Guard MRSC Valentia report FV Ellie Adhamh broken down in 
position 51° 37’N 011° 54.30’W (approximately 70 NM from Castletownbere). The 
weather on scene was reported to be Westerly 7, Beaufort Force 8 (Gale force) 
with a high sea swell but low waves. 

            13.06 hrs naval patrol vessel LÉ George Bernard Shaw was proceeding to the 
fishing vessel’s position, ETA in 6 hours. FV Ellie Adhamh advised by radio. 

            13.26 hrs IRCG rescue helicopter R115 was airborne and at 14.44 hrs was at the 
fishing vessel’s position. At 14.52 hrs, R115 was in communications with the 
vessel’s crew who noted that the latter were not requesting evacuation and were 
happy to stay onboard the vessel. R115 was released to return to Castletownbere 
helipad. 

            14.53 hrs Naval patrol vessel LÉ George Bernard Shaw advised MRSC Valentia that 
when they arrive to the stricken vessel the ship would be unable to tow the 
fishing vessel due to the weather conditions.  

            FV Ellie Adhamh’s chart position is shown at Appendix 7.12 as according to MRSC 
Valentia SITREP2/UIINO469/21 26 1258Z Mar 21 - FV Ellie Adhamh Reported 
Position and Chart. 

            At 16.40 hrs the vessel’s EPIRB was activated by FV Ellie Adhamh. The EPIRB was 
retained onboard to ensure the FV’s position was monitored, and its information 
provided to the NMOC in Dublin. NMOC passed on this information to MRCC Dublin 
SITREP Group designating MRSC Valentia/MRCC Dublin for co-ordinating 
instructions. This information is contained in NMOC Dublin SITREP1/UIINO476/21 
26 1832Z Mar 21 (see Appendix 7.12). 

            16.41 hrs NMOC had advised the vessel’s EPIRB was activated and transmitted the 
vessel’s position at 51° 33’N 011° 42’W. Rescue helicopter R115 was tasked to 
attend from Castletownbere (see Appendix 7.12). 
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            MRSC Valentia issued an updated SITREP in SITREP3/UIINO469/21 26 1647Z Mar 
21. The weather on scene was reported to be Westerly, Beaufort Force 8 (Gale 
force) with a high sea swell and moderate waves.  

            16.43 hrs Naval patrol vessel LÉ George Bernard Shaw advised their ETA to the 
casualty’s position was now 23.00 hrs due to weather conditions.  

            16.52 hrs Digital Selective Calling (DSC), MAYDAY Relay. 

            16.57 hrs Naval patrol LÉ George Bernard Shaw was appointed On-Scene 
Coordinator (OSC). 

            17.07 hrs Rescue helicopter R115 was airborne again and enroute to the EPIRB 
position. 

            17.26 hrs NMOC tasked rescue helicopter R117 to route to Castletownbere. 

            17.31 hrs Rescue helicopter R115 on scene and in communications with the 
casualty vessel and informed that the EPIRB was activated onboard in order to 
give the vessel’s position. Skipper advised that the crew were staying onboard 
and that a towing bridle had been made ready.  

            18.04 hrs Rescue helicopter R117 airborne and enroute to Castletownbere, ETA 1 
hour. 

            18.33 hrs Rescue helicopter R115 advises that the helicopter was returning to 
Castletownbere due to fuel constraints and that the casualty’s position was 51° 
34’N 011° 31’W. LÉ George Bernard Shaw was advised of the casualty’s new 
position.  

            The Skipper estimated the vessel was within 45 NM of the Bull Rock.  

            FV Ellie Adhamh’s chart position is shown as according to this most recent 
SITREP3 at Appendix 7.13 below. 

            See Appendix 7.13 - Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP3/UIINO469/21 26 1647Z Mar21 – Emergency Position Indicating Radio 
Beacon Activation Reported Position and Chart. 

            18.37 hrs MRSC Valentia transmitted a SAR SITREP4/UIIN0469/21. Entry date: 26 
1837 Z Mar 21. 

            The weather on scene was reported to be Westerly, Beaufort Force 7 (near Gale 
force) with a high sea swell but moderate waves.  

            18.47 hrs LÉ George Bernard Shaw advised ETA on scene 1-2 hrs. Merchant ship 
Frio Forwin ETA 1 hour. Weather 2700 at 35 knots. Seas high, visibility good. 

            19.17 hrs Merchant ship Frio Forwin on scene with FV Ellie Adhamh, 
communications established. 
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            20.04 hrs Naval patrol LÉ George Bernard Shaw established radar contact and 
communications with the casualty. 

            See Appendix 7.14 – Marine Rescue Sub Centre Valentia SITREP4/UIINO469/21 26 
1837Z Mar 21. 

            20.40 hrs OSC aboard naval patrol LÉ George Bernard Shaw discusses towing 
arrangements with the Skipper of FV Ellie Adhamh. Skipper advises that his VHF 
hand-held radio batteries are low in power and requests VHF radios and salvage 
pumps be landed onboard the fishing vessel. Valentia Coast Guard Radio (CGR) 
advised.  

            MRSC Valentia transmitted SAR SITREP5/UIIN0469/21. Entry date: 26 2258 Z Mar 
21 with updated and additional information as follows: 

            The weather on scene was reported to be Westerly, Beaufort Force 7 (near Gale 
force) with a high sea swell and high waves. 

            22.00 hrs Naval patrol LÉ George Bernard Shaw on scene with FV Ellie Adhamh. 
Advised that crew onboard the fishing vessel were all right. Local weather 
conditions were westerly winds at 30 knots, gusting 40 knots at times. Visibility 
was good. Sea swell was over 15 m height. The naval OSC onboard LÉ George 
Bernard Shaw advised the intention was to establish a tow the following morning 
at 05.30 hrs.  

            See Appendix 7.15 – Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP5/UIINO469/21 26 2258Z Mar 21. 

2.15.4   Saturday 27 March 

            At 00.17 hrs Valentia CGR confirms with OSC onboard LÉ George Bernard Shaw 
that radios and pump are being arranged. 

            MRSC Valentia transmitted SAR SITREP6/UIIN0469/21. Entry date: 27 March 
0818Z with updated and additional information as follows: 

            Weather on scene was reported as westerly force 6 (Beaufort Force 6 (Strong 
Breeze)). Sea very rough with high wave swells. 

            05.10 hrs LÉ George Bernard Shaw advises radio communications re-established 
with FV Ellie Adhamh. 

            06.25 hrs Castletownbere Coast Guard Unit (CGU) delivered hand-held radios 
(VHF’s) and salvage pump to rescue helicopter R117. 

            06.39 hrs Rescue helicopter R117 advise they will not take pump onboard as it 
was not CHC (CHC was the contractor for SAR services) approved equipment. 
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Rescue helicopter R117 stood down and R115 tasked. LÉ George Bernard Shaw 
advise they are trying to establish a tow line to the casualty vessel. 

            At 07.56 hrs Skipper informs OSC onboard LÉ George Bernard Shaw that FV crew 
are tired and he was worried about water onboard. 

            08.00 hrs Castletownbere Lifeboat tasked. 

            08.01 hrs Rescue helicopter R115 was enroute with two bilge pumps and VHF 
radios for the casualty vessel, ETA 09.00 hrs. 

            08.10 hrs LÉ George Bernard Shaw advise they are still trying to attach a tow line. 

            At 08.39 hrs the FV Skipper informs OSC that he had two tonnes of water 
onboard. Pumps were not working, and the crew were anxious. 

            08.47 hrs Castletownbere Lifeboat launched with ETA to FV Ellie Adhamh in 3 hr 
15 minutes. 

            09.02 hrs Rescue helicopter R115 on scene and deploying pumps to FV Ellie 
Adhamh. 

            See Appendix 7.16 - Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP6/UIINO469/21 27 0818Z Mar 21. 

            MRSC Valentia transmitted SAR SITREP7/UIIN0469/21. Entry date: 27 March 1117Z 
with updated and additional information as follows: 

            Weather on scene was reported as westerly winds force 7 (Beaufort Force 7 (near 
Gale)). Sea very rough with high wave swell. 

            09.18 hrs Rescue helicopter R115 reported to having landed two salvage pumps 
onboard the casualty vessel. Mid deck pumped out and vessel stable for the 
moment. 

            10.04 hrs LÉ George Bernard Shaw continued attempts to establish tow. 

            10.48 hrs LÉ George Bernard Shaw had the vessel under tow making 5.5-6 kts 
towards Castletownbere. Rescue helicopter R115 was released from the incident 
scene.  

            Owners contacted to arrange tow when vessel is within harbour limits. ETA for 
Eastern entrance to Castletownbere, 22.00 hrs that night. 

            Naval vessel LÉ George Bernard Shaw had onboard a Warship Electronic Chart 
Display and Information System (WECDIS), an electronic display system designed 
to support all phases of maritime navigation including route planning plotting, 
course monitoring, piloting, contact tracking, collision avoidance and conning 
information. The system provides real-time tactical information and has 
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information storage capability. The relative positions and movements of both 
vessels during the towing operation were plotted onboard the naval vessel and 
provided to the MCIB.  

            See Appendix 7.17 - Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP7/UIINO469/21 27 1117Z Mar 21 - FV Ellie Adhamh Taken in Tow. 

            See Appendix 7.18 - Naval Vessel Warship Electronic Chart Display and 
Information System Towing Operation Plot. 

            See Appendix 7.19 – FV Ellie Adhamh Taken in Tow Position (screengrab from the 
Warship Electronic Chart Display and Information System onboard the Naval 
Vessel).  

            At 13.56 hrs, MRSC Valentia transmitted SAR SITREP8/UIIN0469/21. Entry date: 
27 March 1356Z giving information regarding tug towing rendezvous. The Owners 
of the casualty vessel were contacted for them to arrange towage when FV Ellie 
Adhamh was within harbour (Castletownbere) limits. ETA for eastern entrance 
Castletownbere was 22.00 hrs that night (Saturday 27 March). Tug Nomad was to 
meet the LÉ George Bernard Shaw at the western entrance to Castletownbere to 
assist and take over the tow when in the shelter of Bantry Bay at the eastern 
entrance to Castletownbere harbour. Castletownbere Royal National Lifeboat 
Institution (RNLI) was shadowing the casualty in case of problems arising. Rescue 
helicopter R115 was released for the moment. The ETA for eastern entrance to 
Castletownbere was 22.00 hrs. 

            See Appendix 7.20 - Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP8/UIINO469/21 27 1356Z Mar 21. 

            MRSC Valentia transmitted SAR SITREP9/UIIN/0469.21. Entry date: 27 March 
1732Z with updated and additional information as follows: 

            Weather on scene was reported as south westerly winds, force 7 (Beaufort Force 
7, near Gale). Seas were very rough with moderate wave swell.  

            14.48 hrs FV Ellie Adhamh was reported as having taken a significant list and the 
onboard pumps were failing. OSC onboard LÉ George Bernard Shaw requested 
MRSC to have rescue helicopter R115 on scene to remove crew if events turned 
for the worse while the naval ship would continue towing without the crew 
onboard.  

            15.16 hrs The weather was reported as deteriorating and the casualty’s pumps 
were only working sporadically. 

            15.23 hrs The Skipper requested the naval vessel bring the towing course around 
into the weather to try to re-establish pumping and the stability of the FV and 
that pumping was sporadic and not keeping pace with the ingress of water.  

            15.35 hrs LÉ George Bernard Shaw heaved to into the prevailing weather and 
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suggested to the crew that they abandon the vessel if they cannot get the pumps 
working. 

            15.36 hrs As noted in a later SITREP, at this time R115 was proceeding to assist  
in the recovery of the seven crew (later arriving on scene at 17.50 hrs). 

            At 15.42 hrs the Skipper informed OSC that the pumps were blocking with debris 
and pumping was sporadic. The Skipper requested the naval vessel turn back east 
and “Make Haste” to Castletownbere. OSC informed the FV Skipper that was not 
possible to turn back to the east due to safety concerns for the FV and the naval 
vessel. The naval vessel’s anemometer recorded winds gusting at 60 kts at 15.42 
hrs on 27 March (equivalent to Beaufort 11 “violent storm”).  

            At 15.53 hrs OSC requested that a rescue helicopter be tasked as soon as 
possible. The Skipper informed OSC that he (the FV) now had four-five tonnes of 
water in the middle deck. OSC informed the Skipper that he had 20 minutes to 
restore pumping or else he would be directed by the IRCG to abandon ship.  

            At 15.56 hrs OSC advised the FV Skipper to get his crew into survival suits and 
stream a liferaft from the stern of the FV. 

            16.02 hrs The SAR SITREP9 reported that the accommodation deck was flooding 
and that they had deployed a liferaft over the stern of the vessel. At 16.16 hrs it 
was reported the liferaft was lost. 

            16.30 hrs Rescue helicopter R115 was on scene and attempting to winch crew 
aboard the helicopter. 

            16.57 hrs Rescue helicopter R115 recovered its winchman without any of the 
crew. Conditions were reported as being very poor. Another liferaft was lost. In 
addition, LÉ George Bernard Shaw also deployed a liferaft which was also lost. 

            17.26 hrs Castletownbere RNLI attempted to get another liferaft onboard the 
casualty vessel. 

            See Appendix 7.21 - Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP9/UIINO469/21 27 1732Z Mar 21.  

            MRSC Valentia transmitted SAR SITREP10/UIIN0469/21. Entry date: 27 March 
1751Z with updated and additional information as follows: 

            Weather reported on scene. South westerly force 7 (Beaufort Force 7, (near 
Gale)). Sea very rough with moderate wave swell.  

            17.40 hrs Rescue helicopter R117 on scene, R115 returning to Castletownbere for 
fuel. R117 attempting to hi-line a liferaft down to the casualty.  

            18.22 hrs Rescue helicopter R117 liferaft was onboard casualty and the 
helicopter was attempting to winch the crew aboard. 
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            18.37 hrs Winchman on the deck of the casualty. 

            18.55 hrs Rescue helicopter R117 advised that all seven crew from the casualty 
vessel were onboard the helicopter and was heading for Cork Airport. 
Castletownbere RNLI all-weather lifeboats (ALB) was stood down and rescue 
helicopter R115 returned to Base. 

            See Appendix 7.22 - Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP10/UIINO469/21 27 1751Z Mar 21. 

            At 18.59 hrs MRSC Valentia’s SAR SITREP11/UIIN0469/21. Entry date: 27 March 
1859Z issued with updated and additional information as follows: 

            Weather reported on scene. South-westerly wind force 7 (Beaufort Force 7 (near 
Gale)), Sea, very rough with moderate wave swell. 

            19.04 hrs Rescue helicopter R117 was enroute to Cork Airport with seven crew 
from FV Ellie Adhamh onboard, ETA Cork Airport 19.40 hrs. 

            19.08 hrs LÉ George Bernard Shaw was attempting to change course to tow the 
casualty vessel into Bantry Bay. 

            At 19.14 hrs The towing bridle parted in position 51° 27.42’N 010° 39.44’W. Due 
to the weather conditions the naval crew were unable to reconnect the tow line 
to the drifting and unmanned casualty vessel. 

            19.22 hrs Reported in SITREP11 that the naval vessel attempted to turn back on 
an easterly course towards Bantry Bay. The SITREP noted that the bridle had 
parted in position 51° 27.23’N 010° 38.9’W.  

            19.23 hrs Tug Nomad was contacted by underwriters to assess whether the tug 
crew could connect a tow but were informed they could not in the conditions 
prevailing. The tug crew were monitoring the situation to assess if it were 
possible to connect up a tow. It was reported that there were no remains of a 
towing bridle on the FV.  

            It was observed at the time that the FV Ellie Adhamh was observed with an 
increased list to port and taking water over the bow.  

            See Appendix 7.23 - Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP11/UIINO469/21 27 1859Z Mar 21. 

            See Appendix 7.24 - FV Ellie Adhamh Towline Breaks - Chart Position. 

            19.53 hrs NMOC Dublin transmitted SAR SITREP1 and Final Entry Date: 27 March 
1953Z with updated and additional information as follows: 

            Weather reported on scene. Winds West South-Westerly force 7 – 8 (Beaufort 
Force 7- 8 (near Gale to Gale)). It noted some earlier information.  
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            20.15 hrs Rescue helicopter R117 had landed at Cork Airport with all crew from 
FV Ellie Adhamh aboard. Incident closed. 

            See Appendix 7.25 - National Maritime Operations Centre Dublin SITREP1 and 
Final UIINO484/21 27 1953 Z Mar 21. 

            20.57 hrs MRSC Valentia transmitted SAR SITREP12/UIIN0469/21. Entry Date: 27 
March 2057Z with updated and additional information as follows: 

            The weather on scene was reported as: South-westerly wind force 7 (Beaufort 
Force 7, near Gale). Sea very rough with moderate wave swell.  

            Co-ordinating instructions were that the SAR phase was concluded. 

            20.58 hrs Naval patrol vessel LÉ George Bernard Shaw was released to resume 
patrol. The naval vessel made course for a safe haven in Bantry Bay. 

            21.48 hrs Castletownbere Lifeboat back at Base. 

            22.09 hrs Tug Nomad back on berth in Castletownbere. 

            22.41 hrs All SAR operations complete. 

            See Appendix 7.26 - Marine Rescue Sub Centre Valentia Search and Rescue 
SITREP12/UIINO469/21 27 2057Z Mar 21. 

2.15.5   Sunday 28 March 

            MRCC Dublin issued a ‘Salvage and Recovery Operation for FV Ellie Adhamh’ 
SITREP. SITREP Entry Date 28 0152Z Mar 21, noting that a Letter of Direction was 
submitted to the Owner of FV Ellie Adhamh the previous night at 23.11 hrs and 
that at 23.31 hrs the Owner of FV Ellie Adhamh had advised that Atlantic Towage 
had been contracted to assist with the salvage and recovery of FV Ellie Adhamh. 

            See Appendix 7.27 - Marine Rescue Coordination Centre Dublin Salvage and 
Recovery Operation SITREP/UIINO485/21 28 0152Z Mar 21.  

            This SITREP also updated and issued additional information as follows:  

            06.27 hrs Rescue helicopter R115 proceeded to the casualty vessel to assess area. 

            06.30 hrs Merchant Vessel (MV) Corrib Fisher reported a visual sighting on the 
casualty vessel. 

            08.07 hrs Rescue helicopter R115 arrived on scene. MV Corrib Fisher was released 
from the operation. R115 observer reported on video that "Vessel upright with 
very slight list to port … Still upright looks like she could be for quite a while". 

            See link to IRCG video accessible via report on MCIB website CLICK HERE 
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            08.16 hrs Tug Nomad reported to have arrived on scene. R115 was released. 

            09.08 hrs Tug Nomad reported the casualty vessel had a 30-degree list to the port 
side. Tug Ocean Navigator reported to be enroute to the scene.   

            MRSC Valentia transmitted a Salvage and Recovery Operation SITREP/UIIN0485/21. 
Entry date: 28 1250Z Mar 21 updating and issuing additional information. The 
casualty position as: 51° 27.29’N 010° 39.07’W. The weather on scene was 
reported as: South-westerly wind force 7 (Beaufort Force 7 near Gale). Sea very 
rough with moderate wave swell.  

            Events were noted until 13.46 hrs on the 28 March. 

            Weather on Scene was: South-westerly wind force 7 (Beaufort Force 7 (near 
Gale)). Sea very rough with moderate swell wave.  

            10.25 hrs Tug Nomad reported the casualty vessel was listing 30 – 40 degrees and 
there was a smell of diesel in the area.  

            10.27 hrs The naval service was requested to assist. 

            10.55 hrs Tug Nomad reported the casualty vessel FV Ellie Adhamh had sunk in 
position 51° 37.20’N 010° 23.02’W. 

            11.15 hrs Commissioner of Irish Lights (CIL) buoy-laying vessel Granuaile was 
advised. Naval patrol vessel LÉ George Bernard Shaw stood down. 

            12.12 hrs Rescue helicopter R115 was tasked for a sweep of area in the afternoon 
(presumably to check for debris and pollution as normal and so navigation 
warnings can be updated). 

            13.00 hrs New Radio Navigation Warning (RNW) was issued for the area. 

            13.46 hrs Irish Coast Guard rescue helicopter R115 was stood down due to 
deteriorating weather conditions.  

            See Appendix 7.28 - Marine Rescue Sub Centre Valentia Salvage and Recovery 
Operation for FV Ellie Adhamh SITREP UIINO485/21 28 1250Z Mar 21. 

            See Appendix 7.29 - FV Ellie Adhamh Reported Sunk - Chart Position. 

            See Appendix 7.30 - FV Ellie Adhamh Sinking. 

2.15.6   Maritime Emergency Response Assets tasked in this incident: 

            •  IRCG (MRSC) Valentia coordinated the SAR response. 

            •  RNLI Castletownbere ALB.  
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            •  Rescue helicopters R115 (Shannon based) and R117 (Waterford based). 

            •  Naval service patrol vessel LÉ George Bernard Shaw. 

            •  Castletownbere Coast Guard Unit.  

2.15.7   Civilian vessels involved in this incident:  

            •  Fishing Vessel:           Monica 2. 

            •  Tug:                          Nomad. 

            •  Merchant Vessel:       Frio Forwin. 

            •  Tug:                          Ocean Navigator. 

            •  Merchant Vessel:       Corrib Fisher. 

            •  Buoy-laying vessel:    Granuaile. 

            The IRCG SITREPs set out above evidence the significant number and type of SAR 
resources brought to bear on this incident at considerable cost to the State and 
other stakeholders and at significant risk to the rescuers. The Rescue operations 
took place in increasingly difficult weather and have been reported as being 
exceptionally challenging. The fact that all crew were safely removed from the 
vessel is a reflection of the skill of those involved in the operation. 
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3.        NARRATIVE 
 
3.1         The FV Ellie Adhamh vessel departed its home port of Castletownbere on 13 

March 2021 for a fishing trip to trawl for prawns. The Skipper of the fishing 
vessel intended to return to its home port on or about 30 March. On Thursday 
25 March 2021 the FV Ellie Adhamh with seven crew onboard was fishing 
approximately 160 NM west off the west coast of Co. Cork. The weather at the 
time was moderate but the forecasted weather caused concern to the vessel’s 
Skipper, and he decided that this was to be the last trawl before the vessel 
headed for Castletownbere. Around 19.00 hrs-20.00 hrs having hauled the last 
trawl onboard and emptied the catch into the fish hopper, the vessel 
experienced a 220V electrical power supply failure to the middle deck (also 
known as the factory deck) and the wheelhouse deck, immediately affecting the 
deck lighting. The Skipper stated that he directed the crew to close the hatches 
and retire to the galley (which was also on the main deck but in the 
accommodation) while he attended to the electrical problem. There was 
emergency lighting on in the accommodation supplied by the emergency 
batteries. The instruction to close the hatches was an essential one to ensure 
that the stability of the vessel was maintained. There is no record to 
corroborate what hatches were closed at this time and as appears in the 
photograph at Appendix 7.1 the two aft hatches for the trawl wire shooting 
hoods were not closed, and the forward starboard access hatch was open on 27 
March (later images on the 28 March show this access hatch to then be closed). 

3.2         The Skipper went to the engine room to investigate the electrical power 
problem. All appeared normal to the Skipper, the machinery was operating, and 
the lights were on but as he approached the electrical main switchboard, he 
noticed a smell of burning in the vicinity of the 380V/220V panel. The Skipper 
saw on the 380V/220V panel of the main switchboard that an electrical supply 
220V breaker providing 220V power to the distribution board (which supplied 
power to the lights on all decks above the engine room including the 
main/factory deck) was in the tripped position and despite his attempts to reset 
the breaker switch it remained in the tripped position.  

             See Appendix 7.3 – General Arrangement Plan of the Engine Room (situated 
under the main deck) - Sourced from the Marine Survey Office Approved 
Stability Book, for Illustration Only.  

             Main Switchboard Panel Arrangement – Manual Page 0103/CP. 

             Also in Appendix 7.4 - 380V/220V Systems Main Switchboard - Manual Page 
0103/05. 

3.3         The Skipper stated that from his previous experience onboard FV Ellie Adhamh 
he knew that without this particular 220V breaker being in its normal operating 
position providing power to the decks above the engine room, several important 
systems would be out of use. The Skipper recounted that the systems included. 
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             •    All deck main lighting. 

             •    Wheelhouse Navionics including GPS and Radar. 

             •    Autopilot. 

             •    Navigation lights. 

             •    Main radio high frequency communications systems. 

             •    Toilet system pump. 

             •    Emergency systems battery charger. 

             The Skipper is incorrect about his understanding of some of the systems 
assuming that they are as per the Electro Huelva S.L. electrical drawings 
supplied because the navigation including GPS, and main radio high frequency 
communications systems came from the GMDSS battery bank, while the toilet 
system pump came from the engine room 380V switchboard. 

3.4         The Skipper recounted that if the 220V electrical power to these systems was 
disrupted then the vessel’s emergency battery system(s) would switch on (two 
separate battery banks supplying the vessel’s main operating systems and the 
vessel’s radio installation) thereby providing a limited duration 24V DC 
emergency electrical power to: 

             •    the emergency lighting system (main emergency batteries).  

             •    the remote control of the main propulsion operating systems (main 
emergency batteries). 

             •    radio communications equipment (radio installation emergency batteries). 

             •    and navigation lights (main emergency batteries).  

             Therefore, from the time when this situation arose, the vessel’s crew were 
relying on the vessel’s emergency systems limited battery power for the fishing 
vessel’s remote control of the main propulsion operating systems to continue 
operating the radio communications equipment or enable safe navigation until 
such time as the 220V supply to the main systems and battery chargers was 
restored.  

3.5         After the emergency batteries supply activated (which the Skipper thought 
would last for about eight hrs), local control was available in the engine room. 
The Skipper stated the 24V failure caused the clutch to disengage and pitch to 
go full astern. The Skipper’s observation that the pitch went full astern can only 
be from the pitch indication seen in the wheelhouse console. It may be that the 
indication showed full astern as this system power supply also failed. As the 
indication would have been based on a feedback signal of either milliamps or 
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voltage proportional to the position off the blades, no signal would show as full 
astern. The clutch cannot be engaged unless the pitch is neutral, and this was 
reading full astern. The Skipper described trying to get the pitch to neutral but 
failed because there was no power. The clutch can also be engaged manually 
(local control was available in the engine room) but it is evident the Skipper was 
not aware of this. The Owner asserted that as the Skipper had assisted the 
engineers in the installation and commissioning of the new gearbox in 2019, he 
had an extensive amount of knowledge of the gearbox and main engine. If that 
is the case, then it is even less explicable why engaging the clutch manually was 
not done. 

3.6         The Skipper recalled that the particular electrical system anomaly with the 
breaker had been like this for years. The Skipper had been working on the vessel 
for the previous eight years. The problem had occurred previously but had 
always been resolved by replacing the defective 220V breaker switch. When he 
was appointed as Skipper in January 2021, he did not take steps to have this 
rectified so there was no spare onboard. The spare breaker part had not been 
provided to the vessel by the time FV Ellie Adhamh left port on 13 March 2021. 
The Owner now suggests that all vessels should carry spare circuit breakers.  

             See Appendix 7.4 - Two Typical Marine Modular Circuit Breaker/Switches. 

3.7         From his previous experience onboard the FV Ellie Adhamh, the Skipper knew 
that the vessel would need assistance when the emergency system’s battery 
power was exhausted. The Skipper knew the main emergency batteries power 
would last about eight hours and the vessel was approximately 160 NM from its 
home port. Anticipating the eventual need for assistance, the Skipper contacted 
the nearby FV Monica 2 firstly, to enquire as to whether the other vessel had a 
spare 220V breaker switch onboard, and secondly to request a tow back to port 
if needed. He was informed by the Skipper of the FV Monica 2 that they had no 
spare breaker switch onboard and that a tow would be provided when needed. 
The Skipper says that at some point much later he requested the Coast Guard 
and also the Navy if they had a spare breaker, which they did not. The Skipper 
engaged the hand steering system and both vessels headed in company at best 
speed, directly for Castletownbere while the vessel still had its propulsion 
systems working. The crew stated the weather was moderate at this time and 
not causing any undue motions to the vessel.  

             See Appendix 7.10 and Appendix 7.11 – Weather Conditions for 25 March 2021 for 
location 105 NM to the southeast of the vessel’s then position and Weather and 
Sea Area Forecasts.  

3.8         At approximately 06.00 hrs the following day (Friday 26 March), the fishing 
vessel’s emergency main battery system power was exhausted causing the 24V 
emergency control systems including its emergency lighting and vessel’s CPP 
control systems to shut down. It was no longer possible to draw in the trawl 
wires and secure the two aft hatches for the trawl warp shooting hoods. The 
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fishing vessel lost forward propulsion and was adrift. Its emergency battery 
supply for radio communications and GPS was still operational. The Skipper was 
unaware of any procedures for taking control of the CPP locally in the engine 
room. On failure of the 24V DC battery supply, the CPP system indicator moved 
to the full astern position and the gearbox drive clutch was disengaged. The 
failure of the 24V DC battery supply simultaneously disengaged the main No. 1 
generator. That left the No. 2 (or auxiliary) and No. 3 (harbour) generators for 
starting. The Skipper could have started the No. 2 generator as starting it did 
not require the now failed No. 1 generator. Had he done that he would have had 
power in the main switchboard which would have restored the engine room 
lights. He could then have had lights to obtain manual local control on the 
propulsion systems including the clutches and CPP control systems and the 
clutch for the shaft driven generator. Had this happened the vessel could have 
steamed to port.  

3.9         Valentia Coast Guard was contacted at 08.30 hrs by the Owners and appraised 
of the situation and that a tow was required. The Owners arranged for a tug 
which embarked at 09.00 hrs. FV Ellie Adhamh was still in company with the 
other fishing vessel, the FV Monica 2. FV Monica 2 established a tow, but the tow 
parted approximately one and a half hours later due to the heavy weather. 
Despite several attempts to reconnect the tow line, all attempts failed and FV 
Ellie Adhamh was adrift again. Both vessels were approximately 55 NM from the 
home port of Castletownbere; the weather was worsening and the sea swell was 
forecast to increase to heavy swells that evening. The Skipper reported that he 
had contacted the Owner of FV Ellie Adhamh via the FV Monica 2 (as he had no 
other way of contacting the Owners) to organise a tugboat tow and learned 
there was a tug in Castletownbere, but it would take some time to rendezvous 
with the disabled fishing vessel. The Skipper decided to “batten down the 
hatches and sit it out” until the tug arrived. The weather was worsening and at 
approximately 11.00 hrs FV Monica 2 left the scene and resumed its journey 
eastwards in order to make Castletownbere before the worst of the forecasted 
bad weather arrived.  

3.10       The radio apparatus onboard has its own dedicated emergency battery system, 
separate from the vessel’s main emergency battery system as required by GMDSS 
Regulations. The radio apparatus emergency batteries enable distress and DSC 
transmissions with a GPS plotter feed to give the distress position. The radio 
emergency batteries lasted longer than the vessel’s main emergency batteries 
due to lower load on the batteries. The radio systems emergency battery power 
onboard FV Ellie Adhamh was still sufficient to operate the radio apparatus and 
GPS equipment but only for a short period of time. The Skipper had been unable 
to contact the vessel’s Owner and had to make contact via the FV Monica 2 who 
contacted the Owner and advised of the situation after the power failure. The 
Owner made arrangements for a tug to tow the fishing vessel to port. Once the 
FV Monica 2 departed, the vessel had no communication capacity except via the 
battery-operated hand held two-way VHF radio within a range of about 5-10 NM 
and as long as there was a line of sight.  
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3.11       The Castletownbere tug organised by the Owner had sailed but at 12.09 hrs it 
was reported that it had suffered weather damage (it’s windows were stove-in), 
rendering the tug unable to provide a tow and the tug returned to 
Castletownbere. 

3.12       At 12.58 hrs MRSC Valentia issued a request for assistance for the disabled FV 
Ellie Adhamh. At 13.06 hrs the naval service patrol vessel LÉ George Bernard 
Shaw responded with an ETA in six hours (approximately 19.00 hrs) to the 
disabled fishing vessel’s reported position. It advised that it would be unable to 
establish a tow when it arrived due to the bad weather. At 13.26 hrs rescue 
helicopter R115, based at Shannon, responded with an ETA in one hour 18 
minutes (14.44 hrs) at the fishing vessel’s position. 

3.13       Rescue helicopter R115 arrived on scene around 14.25 hrs and established radio 
communications with the crew of the fishing vessel. R115 reported the crew 
were staying onboard and did not require evacuation from the disabled fishing 
vessel. R115 was released to return to the Castletownbere helicopter pad. The 
Skipper wanted to conserve power for the two-way VHF radio and told the 
rescuing authorities he was shutting down communications overnight of the 26-
27 March and requested hand held VHF sets to be air dropped by rescue 
helicopters with the salvage pumps. 

3.14       The MCIB learned from several crewmembers that as the weather worsened the 
vessel was rolling considerably. The main working deck lights had been 
extinguished at the initial failure at 19.00 hrs-20.00 hrs on the previous evening 
of the 25 March. They recalled there were then no lights operating in the decks 
apart from in the engine room and the crew were working in darkness in all 
compartments outside the engine room. As the engine room lights were on there 
was electrical power available for the bilge pumps as these were supplied from 
380V section of the switchboard. The crew encountered difficulties in pumping 
overboard the shipped seawater which was leaking aboard through the defective 
overboard waste discharge chute mechanism, located on the port side, aft 
section of that deck due to pumping blockages from catch coming out of the 
hopper by the sluice door over the conveyor belt. Although the emergency lights 
had kicked in, they had faded out when the main emergency batteries became 
exhausted at approximately 06.00 - 06.30 hrs the morning of the 26 March when 
there was then no power at all onboard. 

3.15      The Skipper described that free water on the factory deck was normally pumped 
overboard using the factory deck bilge pumps fixed at set locations around the 
factory deck. Under normal circumstances, free water on the factory deck 
drains into bespoke deck bilge pump sumps set into the deck adjacent to the 
pump. Grids or strainers set into, and flush with, the deck allowed the free 
water to drain through the grid and into the sump, but the grid stopped debris 
and fish waste from entering the bilge pump sump and suction pipe which 
connected the sump to the bilge water pump. Normally, the deck bilge pumps 
sucked out the collecting bilge water from their respective sumps and pumped 
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it directly overboard through their dedicated hull mounted valves. Crew working 
on the factory deck would normally keep the sump grids clear by manually 
scooping away any debris collecting on the grid and blocking the bilge water 
from draining into the sump. The Skipper stated that if the crew did not keep 
the grids clear of debris, or if the pump suction pipes were chocked up, the 
pumps would fail to function correctly, and free water would accumulate on the 
factory deck. The Skipper also recalled that once towing commenced the waste 
hatch was submerged the whole time because it was so low to the water being 
just above the waterline; not high above it but barely above it. 

3.16      The catch from the vessel’s last trawl had already been emptied into the catch 
hopper when the 220V AC electrical failure occurred on the evening of Thursday 
25 March. So, the vessel’s increasingly violent rolling motions was causing the 
catch to break up and slide down the hopper onto the conveyor belt where it 
spilled out over the factory deck. The fish remains, prawn parts and debris were 
continually spilling out, mixing with seawater from the leaking waste discharge 
hatch and washing around the factory deck while the crew attempted to pump 
out the accumulated water through the deck pumps. The crew were working 
using the emergency lighting while the factory deck pumps were operating 
(being powered by the 380V supply directly from the engine room main 
switchboard and shaft generator). However, the deck pumps were not 
functioning properly as the sumps and pump suction pipes were choked with fish 
remains and debris. Attempts to clear the blockages were mostly unsuccessful 
as the catch was continually spilling down onto the deck from the hopper. There 
are no reports of efforts to stop the catch from spilling out from the catch 
hopper. The emergency lights failed at approximately 06.00 hrs on the Friday (26 
March) and all power to the deck pumps was lost as the shaft generator de-
clutched and the vessel became powerless. 

             See Appendix 7.2 – C. General Arrangement Plan of the Main Deck – Post 2012 
Alteration, Manually Altered (marked-up) to Illustrate Change as no Drawing 
Available. 

3.17       As time progressed and the fish catch in the hopper spilled out the crew (tired 
and working in the dark) found the task of keeping the deck pump suctions clear 
of the resultant mash of fish remains increasingly challenging. Crew efforts to 
pump the factory deck clear of water were faltering.  

3.18       The Skipper recounted that when the engine stopped, the fishing vessel started 
drifting according to wind direction and sea swell. When the engine stopped due 
to the exhausted 24V DC system, then so did the shaft driven generator and 
power was lost to the deck bilge pumps and to the pumps operating the trawl 
warps, which extended through the still open shooting hood hatch doors. 

3.19       No records or observation log are available in respect of the operational use of 
the factory deck from around 20.00 hrs on the Thursday (25 March) evening. It 
appears that steps were not taken to ensure that the factory deck remained 
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clear of fish debris during the period when the emergency lights and deck pumps 
were operational. Crew describe the build-up of blockages in the sumps and 
increasing water ingress. Clearing the fish debris might have involved working in 
the dark which would have been difficult and as there was no power to the deck 
pumps after the total power failure at approximately 06.00 hrs on Friday. Once 
blocked there was no other way of clearing the water until the salvage pumps 
were landed on Saturday morning.  

3.20       The overboard waste discharge chute provided a means for the crew to eject 
any waste or debris from the fish processing system directly overboard through 
the vessel’s side. To stop ingress of water when the conveyor belt was not in 
operation the chute was fitted with a hinged lid or hatch on its upper surface 
(directly under the end of the conveyor belt) which could be secured and made 
watertight by tightening down the lid’s two butterfly nuts on their hinged screw 
pins. According to the Skipper, the chute was fitted with an inside non-return 
flap which could be moved by a hand operated lever attached to the flap’s 
spindle. This lid should be watertight to prevent the passage of water into the 
vessel. 

3.21       The lever spindle passed through the side of the chute via a bushing 
arrangement. At the time of the incident the bushing was missing, and the bush 
orifice was open allowing water to enter the deck space when the chute was 
submerged in the sea as the vessel rolled. The missing bush would also have 
prevented the flap from performing as a non-return flap as required due to the 
play in the spindle displacing and preventing the flap from sealing properly. This 
sealing failure would allow sea water to flow past the flap and a roll induced 
surge force would act directly on the waste chute hinged lid. The Skipper says 
that when he and the Owner inspected the chute in January 2021, they 
identified no issues with it. There are no available records in respect of this 
inspection. It is not known how long the bushing was missing.  

3.22       The overboard waste discharge chute was mounted on the hull at the end of the 
conveyor belt and very close to the vessel’s normal waterline and due to the 
heavy rolling motion of the vessel, the discharge chute was being immersed with 
water initially coming inboard through the hole in the chute mechanism. The 
vessel had a reduced freeboard (as per the 2009 MSO exemption) so that the 
main deck was assigned a minimum freeboard of 250 mm rather than 300 mm 
under the Merchant Shipping (Safety of Fishing Vessels) (15-24 Metres) 
Regulations 2007 S.I. No. 640/2007. The reduced freeboard meant that the 
waste chute was nearer the water line. The consequence of that was that in the 
increasingly heavy seas the waste chute cover or lid and flap frequently came 
under increasing seawater pressure. Crew interviews also stated that at some 
stage water was coming in through the lid seal as the vessel rolled and the chute 
submerged.  

3.23       The stability information for the vessel was based on an incline report date 30 
September 2008 to determine the vessel’s lightweight. As the stability standard 
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to which the vessel was built is based on the Torremolinos International 
Convention, the lightweight should have been confirmed after ten years. The 
MSO were aware of this, and a check was scheduled after the date of the 
incident. The light weight of such vessels is known to increase over time and as 
such the freeboard would be further compromised, resulting in the chute being 
even closer to the waterline, and leading in turn to more sea pressure as a 
result. 

3.24       By the Friday evening the vessel’s radio installation emergency battery back-up 
system was failing and the Skipper made a request for salvage pumps and a VHF 
radio handset. The Skipper became concerned for the safety of the fishing vessel 
as he envisaged that assisting vessels may not be able to locate his position. At 
16.40 hrs the Skipper activated the vessel’s EPIRB to transmit an accurate 
position of the vessel to the Coast Guard which they had requested in order to 
enable assisting vessels locate the drifting and disabled FV Ellie Adhamh. He says 
that he did not consider there was any danger at this time.  

3.25       MRSC Valentia issued a SAR SITREP at 16.47 hrs. The weather by this time had 
deteriorated to Beaufort Force 8 with a high sea swell. Rescue helicopter R115 
again located the distressed vessel and at 17.31 hrs reported that the vessel’s 
crew did not request immediate evacuation. R115 had to return to 
Castletownbere owing to fuel constraints.  

3.26       The helicopter had reported that a towing bridle had been made up by the crew 
in preparation for the anticipated towing operation. The crew had constructed 
the towing bridle using a trawl wire normally stowed on a reel drum on the 
vessel’s foredeck, starboard side. Approximately 10 m of 25 mm wire was taken 
manually (due to the total loss of electrical power there was no hydraulic power 
to the drum motor) from the drum and led through the vessel’s bow fairlead or 
‘bull ring’ and the end secured to the vessel. The port side bull ring used was 
directly in front of the drum from which the tow wire was taken, which is offset 
from the bow centreline (see Appendix 7.1 A - Photograph of FV Ellie Adhamh 
(taken on Friday 26 March 2021 by Irish Coast Guard). The net had been 
recovered on the Thursday as the catch was completed, and the main hydraulic 
system was shut down. As the main generator was de-clutched with the later 24V 
DC electrical failure, one of the four large hydraulic pumps rated at 110 kW 
could not be started due to the required large starting current. There was 
however a “net retrieve pump” (breaker 19) rated at 5.5 kW at 380V AC which 
could have been used and started on the No. 2 generator. As set out above, the 
Skipper could have started the No. 2 generator as starting it did not require the 
failed No. 1 generator. The fact that it was not used indicates a lack of 
emergency preparedness by the Skipper and crew. 

3.27       The situation at approximately 19.00 hrs on Friday 26 March was as follows: 

             •    Rescue helicopter R115 had arrived at the casualty’s location, and had been 
advised the crew did not want to be evacuated and was returning to 
Castletownbere to refuel. 
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             •    Rescue helicopter R117 was on stand-by in Castletownbere. 

             •    MV Frio Forwin announced it was close by the casualty’s position. 

              •    Naval vessel LÉ George Bernard Shaw was enroute to the casualty. The  
On-Scene Coordinator (OSC) was onboard the naval vessel (Officer Commanding 
(OC)) and in radio contact with the Skipper of FV Ellie Adhamh. 

             At this stage the R115 had been out twice to the vessel that day, the naval vessel 
was not due until 23.00 hrs, the vessel was “dark” since about 06.00 hrs, radio 
communications were limited, there was no arrangement in-train to have a 220V 
breaker sent out or, to give the Skipper instructions on how to activate the 
auxiliary generator, the weather was worsening as expected. The only plan to 
protect the crew was dependent on the naval vessel tow because it had 
indicated earlier it would be unable to tow the vessel due to the weather and 
sea conditions.  

3.28       At approximately 20.00 hrs the naval vessel LÉ George Bernard Shaw established 
radar contact and the ships Commanding Officer also known as On-Scene 
Commander (OSC) onboard was in radio communication with the fishing vessel’s 
Skipper. The OSC advised the Skipper as to the plan for towing the fishing vessel. 
The Skipper requested a handheld VHF radio and salvage pumps be landed 
onboard as the vessel’s radio installation emergency battery back-up system was 
failing. The salvage pumps were required to pump out the sea water in the 
vessel’s factory deck which was conveyed to the rescue services. This was 24 
hours into the incident and appears to be the first notification to external 
rescue services that water ingress and difficulties in pumping water out had 
become an issue. It is also a significant period after the loss of electric power.  

3.29       By 22.00 hrs the naval vessel had arrived on scene. The Skipper was in contact 
with the OSC using VHF radio. A plan was made to establish a tow the following 
morning as they wanted to avoid the crews working on decks in darkness in 
rough sea conditions. The Skipper made known that his intention for the night 
was to power down the radio installation to conserve its emergency batteries 
power. He says he also asked the OSC onboard LÉ George Bernard Shaw if they 
had a spare breaker, which they did not. 

3.30       On the morning of Saturday 27 March 2021 at 06.25 hrs, Castletownbere CGU 
delivered hand-held radios (VHF’s) and a salvage pump to rescue helicopter 
R117. At 06.39 hrs however, rescue helicopter R117 advised they would not take 
pump onboard as they were not Canadian Helicopter Corporation Ireland 
approved equipment. Rescue helicopter R117 was stood down and R115 tasked. 
At 08.01 hrs R115 was enroute (for the third time) with two bilge pumps and VHF 
radios for the casualty vessel, ETA 09.00 hrs. At 08.47 hrs Castletownbere 
Lifeboat was launched.  

3.31       Around 08.40 hrs the Skipper estimated there was approximately two tonnes of 
seawater washing around the factory deck. Two tonnes of water on this deck 

59

Cont. NARRATIVE



would equate to around 25 mm depth over the deck area but this would have 
accumulated in the forward areas. Crewmembers of the fishing vessel stated 
that at this time the vessel was experiencing heavier rolling and taking seas into 
the factory deck through the port aft side overboard waste discharge chute. It 
was reported that at 09.18 hrs R115 had arrived and lowered two salvage pumps 
and additional fuel (two 5 lt tanks of diesel for each pump) and VHF radio 
handsets to the crew onboard. The salvage pumps were reported as being 
effective, and the crew reported that the middle deck (factory deck) had been 
pumped out and that the vessel was stable for the moment. As each pump was 
rated at 45 cubic metres per hour, the pump was set up on the deck. It was 
pumped out in at most 16 minutes. 

3.32       A photograph taken on 27 March by the R115 shows the winchman in the bow, 
three crew on deck and pumping taking place on the forward port side of the 
vessel. The photograph shows no tow line so was taken before the tow was 
achieved around 10.48 hrs. Although there is reference to the Skipper having 
directed that all hatches be closed on the Thursday evening when the main 
electricity supply failed, it is evident from this image that the forward starboard 
access hatch (to the factory deck below) was open, and the shooting hatches at 
the rear are still open. The forward access hatch was closed at some point as it 
is closed in videos taken on the Saturday. 

             See Appendix 7.31 - Irish Coast Guard Photograph Taken on 27 March 2021. 

3.33       A little earlier, at approximately 07.00 hrs in daylight the naval vessel started 
preparation for towing, passing up and down the stricken vessel. The naval 
vessel made several attempts to pass its towing hawser (towline) across to the 
casualty vessel. The OSC recounted that they attempted to pass a ballistic gun 
line across the fishing vessel (the lightly constructed gun line was connected to 
a more heavily constructed messenger line which in turn was attached to a 
towing bridle and hawser) to be hauled aboard by the casualty vessel’s crew. 
Despite several attempts the gun line either broke or missed the casualty vessel 
due to the strong winds and heavy weather. As a last resort, following discussion 
between the OSC and the Skipper, the naval vessel’s crew attempted to 
manoeuvre the naval vessel close enough to the casualty vessel to make a lee 
for the casualty and to throw across the messenger line, but this manoeuvre was 
abandoned when hull contact was made between the bows of the fishing vessel 
and the port side of the naval ship. This incident was recorded on camera. The 
FV Ellie Adhamh bulbous bow appears to have hit the side of the naval vessel as 
FV Ellie Adhamh was lifted on a wave and the damage to the naval vessel was 
an indent on the side as well as some minor upper deck damages, locker and 
handrails, where the bow flare of the FV Ellie Adhamh came down on the side 
as the wave dropped. 

             See Appendix 7.32 - A. Photograph of FV Ellie Adhamh showing the Bulbous Bow’s 
Bulb in the Air as the Vessel Sank.  
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             B. Image of Point of Contact.  

3.34       Although a messenger line was successfully passed between the crews shortly 
after this time, the line broke soon after due to the inclement weather 
conditions and high sea swells. OSC onboard the naval vessel recounted that 
there appeared to be no physical damage to the casualty vessel bows but some 
superficial damage to the port side plating and to the main deck railings of the 
naval vessel. Weather and sea conditions were further deteriorating as the naval 
ship stood away from the casualty vessel while the OSC re-evaluated the 
situation to develop a safer strategy to link up a towing hawser to the casualty 
vessel.                   

3.35       The logbook from LÉ George Bernard Shaw on Saturday the 27 March indicates 
the following (paraphrased for clarity): 

             a.   10.00 hrs: Efforts still underway to connect the tow, connection not yet 
established (efforts hampered by worsening weather conditions). 

             b.   10.23 hrs: The messenger line has been successfully passed and connected 
(the tow is ‘established’, but not yet considered ‘underway’). 

             c.   10.48 hrs: Tow established and now underway. 

             By 10.48 hrs, almost three hours after the process had started, a towline was 
established, and the naval vessel was towing the casualty at 4-5 kts on a course 
towards Castletownbere. The difficulties with attaching a tow were resolved 
when a crewmember came up with the idea of attaching a rope to the bridle 
from the FV Ellie Adhamh to a float which was thrown into the water. After the 
vessel had drifted a distance from the float, the naval vessel crew were able to 
safely approach the float and pick up the bridle and attach it to their tow line.  

3.36       Crew witnesses onboard LÉ George Bernard Shaw described the tow as being 
difficult in that the naval vessel was towing the casualty vessel on an east south-
easterly course towards Castletownbere while both ships were being influenced 
by the winds which were backing from westerly to south westerly force 7 
creating a rough and significant following sea swell. Witnesses recalled that at 
the start of the tow the casualty vessel was listing to port. The casualty vessel 
had almost completed a fishing trip (having started on 13 March and scheduled 
to complete on 30 March). They had carried out their final trawl before heading 
for home. As the processed catch was stowed in the main hold which was 
substantially positioned to port (due to the blast freezer on the starboard side 
which would have been empty as the last haul was still to be processed), the 
vessel would have had a natural port list before the tow. In addition, the choice 
of positioning the tow to the port side of the bow would have added to the list-
causing heeling momentum. Onboard the casualty vessel this list had the effect 
of further submerging the overboard waste discharge chute as it was located on 
the port after quarter of the vessel and increasing the likely ingress of seas via 
the waste discharge cover. Water ingress into the casualty vessel increased and 
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the Skipper reported to the OSC at 13.16 hrs (over two hrs 30 minutes into the 
tow) that the supplied salvage pumps were clogging up with debris and water 
levels were rising on the factory deck. 

3.37       By 14.48 hrs the crew of the naval vessel were increasingly concerned at the 
situation onboard the fishing vessel which had developed a more significant list 
to port. A crewmember recounted that pumping operations onboard the FV Ellie 
Adhamh were again failing due to the blocked salvage pump suctions and “the 
vessel’s compartments were flooding” the fish hold and accommodation.  

3.38       A crewmember stated that he thought waves inside the vessel were deep about 
0.5 m at times and washing over the small riser wash plate or sill (approximately 
0.5 m high), dividing the after part of the main deck from the forward part, 
thereby gradually entering the fish hold through the fish hatch loading hatch 
(Hatch L), located at the forward end of the main/factory deck. He stated that 
he thought the fish hold was flooding from this small hatch. The crewmember 
also recalled that there was water in the accommodation and believed it was 
leaking into the accommodation cabin spaces through the cabin escape hatch 
(marked Hatch I), located port side of the main deck adjacent to the waste 
discharge chute. The Owners disagree with this recollection as the fish hatch 
loading hatch (Hatch L, part of the main deck fish hatch, Hatch G) was located 
at the port forward side of the working deck and was at a height of at least 0.7 
m. The Skipper has stated that this was closed securely so that if there was 
water in the accommodation area, the crew were either using the cabin escape 
hatch (marked Hatch I) to get from the main deck to the cabins in the normal 
course of events, or vice versa, or there was water entering the accommodation 
from another area other than the watertight cabin escape hatch (marked Hatch 
I). During Saturday the Skipper was moving between the main deck via the 
accommodation area up to the wheel house to communicate with the naval 
vessel on his handheld VHF. This route was through the dry locker access door 
(watertight door marked ‘5’), the only water tight door on the route. It was 
inevitable that water, accumulating at an increasing level in the factory deck 
due to the limited pumping, would down flood through the door marked 5 into 
the accommodation (galley, accommodation spaces, crew cabins and dry locker 
space) if that door was open.  

             See Appendix 7.33 - FV Ellie Adhamh – Hatch Plan - Main Deck and Lower Deck. 

             See Appendix 7.34 - FV Ellie Adhamh – Hatch Plan – List of Hatches and Doors. 

3.39       At 14.48 hrs FV Ellie Adhamh was reported as having a significant list and the 
onboard pumps were failing. The Skipper does not agree with the factors 
identified by the crew but described the cause of the port list as being due to: 

             •    the cold store (fish freezer hold) being nearly full (with the packaged prawn 
catch). 

             •    the fishing vessel’s fuel tanks being nearly empty (due to the fuel having 
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been consumed during the fishing voyage). 

             •    The tow line bridle was leading off to the vessel’s port forward quarter and 
therefore the vessel was being pulled over from this angle. 

             •    The wind was blowing from the starboard side and exacerbating the list. 

3.40       The Skipper surmised that the fishing vessel’s list to port was due to a 
combination of weather and towing and the vessel’s loaded condition. However, 
all crew witnesses onboard the fishing vessel stated that the prawns and debris 
significantly impeded salvage pump operations by blocking the suction hoses 
after being drawn in with the flood waters. As a result, the crew had serious 
difficulties clearing the blocked suctions. This is consistent with what the 
Skipper reported to the OSC at 13.16 hrs. A crew witness stated that flood 
waters in the fishing vessel’s factory deck increased in depth and waves were 
washing along the entire deck, the vessel was listing to port and rolling violently. 
The rolling motion impeded the crew’s efforts to unblock the pumps, lighting 
was poor and water levels were rising.  

3.41       Whatever the precise situation, by 14.48 hrs the OSC onboard the naval vessel 
was concerned for the safety of the fishing vessel’s crew and requested rescue 
helicopter R115 to stand-by in case the fishing vessel’s crew required immediate 
evacuation. The OSC had determined that the towing operation could continue 
without the FV Ellie Adhamh crew being onboard. About 30 minutes later the 
weather was reported as deteriorating even more and the casualty’s pumps 
were only working sporadically. The Skipper requested the naval vessel to bring 
the towing course around into the weather to try to re-establish pumping and 
the stability of the vessel and that pumping was sporadic and not keeping pace 
with the ingress of water.  

3.42       The Skipper reported that when the tow was about 10 NM from the Bull Rock, 
around 15.23 hrs, he asked the OSC to slow down so the water onboard could 
settle, and he could pump out the water from the deck. He says that he went 
down to the main deck and pumped out the water to about 1-2 feet and 
confirmed this to the OSC. The location is questionable as later at 19.14 hrs the 
vessel is noted as being 15 NM south west of the Bull Rock. 

3.43       By 15.35 hrs LÉ George Bernard Shaw was heaved-to into the weather in order 
to reduce the rolling of the fishing vessel and thereby to assist its crew to clear 
the blocked suctions of the salvage pumps, and continue pumping out the 
vessel. Around 15.40 hrs the Skipper informed the OSC that the pumps were 
blocking with debris and pumping was sporadic. The Skipper requested the naval 
vessel turn back east and “Make Haste” to Castletownbere. OSC informed the 
Skipper that it was not possible to turn back to the east due to safety concerns 
for the FV Ellie Adhamh and the naval vessel crews. At this stage the naval 
vessel’s anemometer recorded winds gusting at 60 kts at 15.42 hrs on 27 March 
(equivalent to Beaufort 11 “violent storm”). 
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3.44       Very shortly after the Skipper informed the OSC that the fishing vessel had four 
to five tonnes of water in the middle deck (or perhaps 1-2 feet of water as 
reported being the situation very shortly before this). OSC also then requested 
that a rescue helicopter be tasked as soon as possible. At 15.56 hrs the OSC 
advised the FV Skipper to get his crew into survival suits and stream a liferaft 
from the stern of the FV.  

3.45       At 16.02 hrs the crew reported the fishing vessel’s accommodation was flooding. 
One crewmember advised that in his opinion the water in parts of the 
accommodation area was about 1.5 m approximate, depending on the wave 
created by roll of the vessel. The water was coming in through the cabin escape 
(or rescue) hatch (“I”) (which is the escape hatch from the accommodation to 
the factory deck and is the shortest route to access the factory deck and then 
the open deck via the starboard fish access hatch or though the wheel house). 
The Owners and Skipper have suggested that the cabin escape hatch could have 
been open and letting water down flood the accommodation area if the crew 
were using it to access the factory deck, and/or the upper open deck. It is clear 
from the video footage that the forward starboard access hatch (to the factory 
deck below from the open deck) was open for at least some part of Saturday and 
that crew were on deck assisting in the tow and the pumping. It is probable that 
the crew did indeed use the cabin escape hatch (“I”) to get from the 
accommodation area to the factory deck and then to the open deck. The Skipper 
advised that in his opinion the water was getting into the accommodation area 
from the factory deck, through a watertight door into the galley, then into the 
hallway with a free run into the accommodation area.  

3.46       At 16.02 hrs when the crew reported the fishing vessel’s accommodation was 
flooding the crew launched the vessel liferaft. The reason for needing a liferaft 
in position was to provide protection in the event of any crew going overboard 
during the rescue. However, the weather conditions were such that the liferaft 
was blown away and lost. A series of failed attempts to launch a number of other 
liferafts followed, firstly from the FV Ellie Adhamh, then from both the naval 
vessel and the rescue helicopter. Rescue helicopter R115 had been tasked at the 
direction of the OSC at 15.53 hrs when the Skipper reported four-five tonnes of 
water in the middle deck. R115 arrived around 16.30 hrs and for about an hour 
it made attempts to evacuate the crew by winch with no success due to the poor 
conditions. At 16.57 hrs rescue helicopter R115 recovered its winchman but 
without any of the crew. At 17.26 hrs Castletownbere RNLI attempted to get 
another liferaft onboard the casualty vessel. All liferafts were lost. R115 
returned to Castletownbere for refuelling at around 17.40 hrs and was relieved 
by rescue helicopter R117.  

3.47       After about 40 minutes, by 18.22 hrs the R117 liferaft was onboard the vessel 
and the helicopter crew started to attempt winching up the crew. Eventually, at 
18.55 hrs (some two hours after the R115 had first arrived on scene) rescue 
helicopter R117 succeeded in lifting the fishing vessel’s crew and airlifted them 
to safety and onwards to land at Cork Airport.  
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3.48       On exiting the vessel the Skipper advised that all the upper deck hatches were 
tight, the only open door was the one he was using to go up and down from the 
wheel house into the galley and out onto the deck to pump the water. In fact, 
the latter statement overlooked the still open shooting hood hatches. It is also 
possible that the crew on leaving the accommodation area to prepare for the 
airlift left the cabin escape hatch (“I”) open. The Skipper was unable to confirm 
that all watertight doors were secured before the airlift was completed due to 
the focus on that difficult operation.  

3.49       A still taken from an IRCG video while the vessel was under tow on Saturday 27 
March at an unknown time shows the vessel in what appears to be a stable state. 
The crew appeared to have been unable to keep the replacement pumps 
operating which could mean that either they were not sufficiently skilled to do 
that or, that at some point the rate of water ingress was too much for the 
pumps, or a combination of both. It was noted at 16.02 hrs in the IRCG SITREPs 
that the accommodation deck was flooding. As the accommodation alleyway was 
to port this would also have contributed to the list. At some point, the list 
created by the water getting in to the factory deck, which was increasing as the 
sea pressure increased on the waste discharge hatch cover, combined with the 
list from the loading of the vessel and the tow being on the port bow bull ring, 
reached a point which, with following seas, resulted in a list to such a degree 
that water started coming in through the port side open shooting hood hatch 
(probably after the crew were airlifted). 

             See Appendix 7.35 - Still from Irish Coast Guard Footage – Vessel Under Tow. 

3.50       IRCG video footage from 28 March shows the vessel rolling in very heavy seas. 
Although what has been reported as a “significant list” is not defined, it is 
considered to be when the upper weather deck is about to be submerged. Since 
the port side shooting hood hatch was open, this down flooding point added to 
the flooding of the working deck. The rate of ingress was obviously slow enough 
that the vessel did not sink till the following morning. The IRCG SITREP (see 
Appendix 7.27) records the tug Nomad advising that at 09.08 hrs on 28 March 
the vessel had a 30-degree list to port (increasing to 30-40 degrees a little over 
an hour later).  

             See Appendix 7.36 - Still from Irish Coast Guard Footage – Vessel Listing to Port 
(28 March 2021). 

3.51       The fishing vessel was abandoned but the towline remained attached to LÉ 
George Bernard Shaw and the naval vessel resumed the towing operation. By 
19.08 hrs the crew of the naval vessel were attempting to bring the towed vessel 
round into Bantry Bay, but the prevailing weather and following seas was 
blowing the casualty vessel off course. After the airlift the flooding was 
occurring through the chute and the open shooting hoods, then possibly with 
down flooding through either internal weathertight door marked ‘5’ and/or the 
accommodation escape hatch. By now it was reported that the fishing vessel was 
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rolling badly with an unknown quantity of flood water onboard. The tow line was 
increasingly under strain and at 19.14 hrs the towing hawser disconnected when 
the bridle onboard the fishing vessel parted. The fishing vessel’s position was 
approximately 15 NM southwest of the Bull Rock, off the west coast of Co. Cork. 
Bad weather conditions precluded any attempts by the naval patrol vessel’s 
crew to regain the tow. This would have required a boarding party to board the 
FV Ellie Adhamh which was impossible in the prevailing conditions. 

3.52       The fishing vessel’s crew were safe, and the SAR operation finished. MRSC 
Valentia released LÉ George Bernard Shaw, and it resumed its patrol. All other 
SAR vessels and aircraft were stood down and the SAR operation was concluded 
by 22.41 hrs (Saturday 27 March). At that time the FV Ellie Adhamh, which had 
been abandoned earlier, was bow down, listing significantly to port and drifting 
towards the coast driven by the prevailing weather.  

3.53       The following morning (Sunday 28 March) a tug was again despatched from 
Castletownbere to assist in a salvage operation to recover the abandoned FV 
Ellie Adhamh. Valentia MRSC again sought assistance from the Navy. The tug was 
in sight of the fishing vessel when it reported at 10.25 hrs that the vessel had 
30–40-degree list to port. Another tug was despatched from Castletownbere but 
at 10.55 hrs the first tug reported that FV Ellie Adhamh had, by that time, sunk. 
The Commissioners of Irish Lights (CIL) buoy-laying vessel Granuaile was advised, 
and the naval patrol vessel was stood down. At 12.12 hrs rescue helicopter R115 
was tasked for a sweep of the area in the afternoon and was stood down due to 
deteriorating weather conditions at 13.46 hrs. 
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4.        ANALYSIS 
 
4.1         This incident occurred as a result of a sequence of events putting the lives of 

the crew and responders at risk and culminating in the sinking of FV Ellie 
Adhamh on the morning of 28 March 2021. The sinking of the vessel, the lack of 
records and the conflicting evidence means that the analysis of the causes 
requires piecing together the reliable evidence that is available.  

4.1.1      The initial factor that led to the water ingress that eventually resulted in the 
loss of the vessel was water ingress through the waste overboard discharge 
chute cover and the missing bush for the displaced outboard flap. This water 
ingress was not controlled resulting from the failure of essential electrical 
systems and the loss of propulsive power when the electrical breaker failed. 
With the vessel disabled, this chute came under forces which had not been 
experienced when the vessel was under way. The securing toggles for the 
inboard cover were then subject to fatigue failure by the cycling load caused by 
the surge within the chute. The vessel has a list to port due to its loading by the 
Thursday evening. It remained disabled and was then towed (the tow by a much 
smaller vessel having failed on the Friday morning) starting on Saturday morning 
via a tow line attached to its forward port side. A further factor that then came 
into play was the failure to ensure the watertight integrity of the intact hull by 
not closing the shooting hood hatches. As the water ingress progressed this 
increased the displacement of the vessel which was being towed in following 
seas which contributed to the eventual down flooding through the shooting 
hoods (or hatches) in the upper deck (which were not closed as shown in the 
photograph in Appendix 7.1 A) and accelerated the sinking of the vessel. This 
situation was seriously compounded by the lack of emergency preparedness 
before the vessel set sail, on the evening of Thursday 25 March 2021, and was 
further compounded in the latter stages by the crew operating and maintaining 
the vessel.  

4.1.2      The circumstances surrounding the simple breaker failure escalated the incident 
from a routine breakdown at sea to a complex rescue operation and ultimately 
a very serious marine casualty with the sinking of FV Ellie Adhamh and the 
evacuation of the seven crew by SAR services in difficult conditions. The 
following events enables a framework of analysis for each contributory event. 

4.1.3      The safety management failings include:  

             a) Lack of emergency planning (damage control and local control of 
machinery). 

             b)  Failing to follow up on repetitive equipment failings (electrical circuit 
breaker). 

             c)  Failing to provide a skipper with the proven management competency.  
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             d)  Failing to provide experienced crew to support the Skipper with an engineer 
and or chief mate.  

             The following enables a framework of analysis for each contributory event in 
each numbered paragraph: 

             4.2    Electrical failure and cause of the electrical failure.  

             4.3    Electrical design failings. 

             4.4    Failure to resolve recurring issue with circuit breaker and to carry a spare 
breaker. 

             4.5    Lack of training/knowledge to manually operate the main propulsion 
operating systems. 

             4.6    Failure to alert Coast Guard fully and to take other available steps. 

             4.7    Failure to keep the factory deck clear. 

             4.8    Water ingress. 

             4.9    Lack of training and communications. 

             4.10  Statutory duty to ensure vessel is fit to proceed to sea and not to make 
changes without consent and notification obligations to the Classification 
Society. 

             4.11  Weather.  

             4.12  Weather and Navy tow on 27 March 2021.  

             4.13  Weather and tow line after recovery of crew. 

 
4.2        Electrical Failure and cause of the Electrical Failure  

4.2.1     At approximately 20.00 hrs on Thursday 25 March 2021 a circuit breaker on the 
main switchboard in the engine room of FV Ellie Adhamh failed in operation. The 
failure of this particular circuit breaker disrupted electrical power supplying 
electrical equipment and systems located outside the engine room. The FV Ellie 
Adhamh electrical manual shows that the affected equipment was supplied from 
two distribution boards one located in the wheelhouse and another in the 
alleyway. Both distribution boards were supplied with power from two 220V 
circuit breakers at the main switchboard, (circuit breaker No. 51 and No. 52 
respectively). The affected circuits were as follows:  

             •   All Upper Decks main lighting (from circuit No. 51 and circuit No. 52). 

             •   Wheelhouse main lighting (from circuit No. 51). 
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             •   Port and starboard shelter deck lights (circuit No. 52). 

             •   Emergency systems battery charger (circuit No. 51), also supplying 24V 
systems in the wheelhouse. 

4.2.2      The information provided in the Electro Huelva S.L. electrical manual shows 
that the failure of only one breaker should not cause a failure of both upper 
deck and wheelhouse main lighting systems. This indicates that more than one 
breaker was tripped or burnt out. Electrical fires often originate in main or 
distribution switchboard and electrical motors or generators. 

4.2.3      The Skipper stated that he noticed a smell of burning at the main switchboard 
in the vicinity of the 380V/220V panel and saw that the 220V breaker providing 
power to the lights on all decks above the engine room, as well as other 
systems, was tripped. It is evident that the 380V/220V transformer was still 
functioning as the engine room lighting was still on, so the issue was localised 
to circuit breakers 51 and 52. Despite his attempts to reset the breaker switch, 
it remained in the tripped position. Given the degree of ventilation air changes 
in the machinery space the burning smell would indicate a fire within the 
switchboard.  

4.2.4      Failure of an electrical component accompanied by a burning smell in the 
proximity might indicate that an overload condition may have been experienced 
in that component or a localised component fire. A loose connection leading to 
arcing and burning of the common busbar for breakers is the more likely cause. 
A busbar is a copper bar which is used in ship’s switchboards to conduct 
electricity from the generators to the various breakers. The busbar’s copper bars 
are bolted together. During normal ship operations, the busbar connections are 
subjected to vibrations generated by the ship and ship machinery. The vibrations 
cause loosening of both connections in the busbar, which can lead to short 
circuit and arcing. 

4.2.5      While electrical fires are sometimes caused by a component failure, the more 
common reasons are dirt leading to overheating or short-circuit, or a loose 
connection leading to arcing. Arcing can cause substantial damage to electrical 
equipment. Arcing between the busbar and the breaker may be due to improper 
wiring or equipment installation, a loose connection, or dirt resulting in the 
busbar melting or vaporising thereby interrupting the supply to the neighbouring 
breakers. 

4.2.6      The case for the cause being the busbar is supported from the list of equipment 
that lost power when the breaker failed. It can be seen that circuit breaker 51 
is the common power circuit supplying all upper deck lights and emergency 
battery(s) charger. It can therefore be deduced that the main switchboard 220V 
circuit breaker 51, failed. Based on the original circuit diagrams provided, 
circuit 51 (supplying the wheelhouse distribution board) supplies the emergency 
battery charger, while circuit 52 (supplying the alleyway distribution board) 
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supplies the shelter deck lighting. It is apparent that the 220V supply to both the 
battery charger and the factory/shelter deck lighting failed at the same time.  

4.2.7      There is no evidence of any further testing or evaluation of the failure. There 
were no trained or qualified electricians onboard (although this is not a 
requirement for a fishing vessel of this size). Factual evidence as to the failure 
is almost impossible to ascertain due to the total loss of the vessel. However, as 
set out above, one cause for arcing between the busbar and the breaker is 
improper equipment installation or maintenance. Arcing as a result of a loose 
connection and substantial damage to the common busbar is in all probability 
the cause of the electrical failures and was a causal factor in the subsequent loss 
of the FV Ellie Adhamh on 28 March 2021 

 
4.3        Electrical Design Failings 

4.3.1      The light on the main deck was supplied by two circuits, one port, one 
starboard. Both however were supplied from the same distribution board. This 
caused a complete blackout in the working fish deck when the breaker on that 
distribution board failed.  

4.3.2      If port and starboard sides were supplied from separate breakers, there would 
have been some lighting available to enable the crew to work on controlling the 
water ingress and clearing the pump suctions. This is considered a design failure 
which did not ensure that a single failure would not compromise the safe 
operation of the vessel. This was a contributory factor.  

 
4.4        Failure to Resolve Recurring Issue with Circuit Breaker and to Carry a Spare 

Breaker 

4.4.1      The Skipper recalled that this particular electrical system fault had occurred 
previously during his employment on the vessel but was always resolved by 
replacing this particular 220V breaker switch on the main switchboard panel 
with a spare breaker stored onboard. This is considered a critical system and 
when failures occurred previously should have been subject of proper 
investigation to establish the cause of the reported regular failures. This should 
have been carried out in port using qualified personnel. Changing the breaker is 
not considered the correct resolution of the root cause of the failures. The 
reason for the breaker failures has never been established. 

4.4.2      The failure of the circuit breaker component was predictable as the Skipper 
reported that it repeatedly occurred. There was no appropriate spare 220V 
breaker onboard at the time of the circuit breaker failure on 25 March 
2021.There were no reported efforts to rig some form of temporary lighting to 
the main deck from another 220V supply. 
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4.4.3     The failure to investigate the cause of the previous electrical failure(s) by 
qualified personnel in port and the failure to ensure that replacement breakers 
were properly fitted were causal factors in the subsequent loss of the fishing 
vessel on 28 March 2021. 

4.4.4      Not having an appropriately sized spare circuit breaker onboard was also a 
causal factor in the subsequent loss of the fishing vessel on 28 March 2021. 

4.4.5      The fact that all light on the main deck was supplied by two circuits, both 
supplied from the same distribution board, demonstrates poor preparation for 
an emergency as a single failure of the distribution system blacks out the entire 
main deck. This compounds the seriousness of the failure to resolve the 
recurring issue with the breaker(s). 

 
4.5        Lack of Training/Knowledge to Manually Operate the Main Propulsion 

Operating Systems 

4.5.1      At approximately 20.00 hrs on Thursday 25 March 2021 there was an electrical 
failure that affected essential electrical supplies. The power to the hydraulic 
system to winch in the trawl warps (to enable the shooting hood hatches to be 
closed) was available from the 380V electrical supply. The vessel’s emergency 
battery system(s) switch on two separate battery banks supplied the vessel’s 
main operating systems and the vessel’s radio installation, and thereby provided 
a limited duration 24V DC emergency electrical power to: 

             •   the emergency lighting system (main emergency batteries).  

             •   the vessel’s main propulsion operating systems (main emergency batteries). 

             •   radio communications equipment (radio installation emergency batteries). 

             •   navigation lights (main emergency batteries).  

4.5.2      By around 06.00 hrs the next morning the emergency electrical system had been 
exhausted which had been anticipated. The Skipper stated the 24V failure 
caused the clutch to disengage and pitch to go full astern. The information that 
the pitch was full astern was from the pitch angle indicator in the wheelhouse 
which also suffered a power failure and therefore would have shown full astern 
as there was zero signal milliamps or voltage. The clutch cannot be engaged 
unless the pitch is neutral. The Skipper described trying to get the pitch to 
neutral but failed as there was no power to the wheelhouse instrumentation and 
controls. The clutch can also be engaged manually. It is evident the Skipper was 
unaware of what to do in an emergency situation. The vessel’s “main propulsion 
operating systems” is best described as the “remote control of the main 
propulsion operating systems”. Local control was available in the engine room 
after 06.00 hrs. The crew at no time activated the local controls.  
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4.5.3      The gearbox manufacturers operator’s manual contains a data sheet (at page 5), 
and details of how to manually override the hydraulic main clutch (at pages 32 
and 33), and a description of the hydraulic operating system with schematic 
diagram (at pages 38, 39 and 41).  

             See Appendix 7.37 - Meproduction Mekanord Gearbox Hydraulic Clutch Operating 
System Manual (Pages 5, 32, 33, 38, 39 and 41). 

             Referring to the hydraulic system description at pages 38 and 39 and hydraulic 
diagram 4-06805 at page 41 of the manual in particular; it can be seen that 
there were two electric solenoid operating hydraulic directional valves; one 
solenoid valve (position 18 in the hydraulic diagram) engaging the clutch for the 
main propulsion drive, and the other solenoid valve (position 22) for engaging/ 
disengaging the power take-off for the shaft generator (No. 1). 

4.5.4     Once the ships emergency 24V DC power failed, these solenoid valves would 
have been de-energised thereby disengaging the main propulsion drive clutch 
and the shaft generator (No. 1) power take-off clutch with resulting loss of 
propulsion and electrical generation (if the shaft generator was in-use). A servo 
cylinder (position 9) provided for propellor pitch control and was regulated by a 
pilot controlled proportional valve (at position 11), which would have 
maintained the propellor pitch setting at the time of failure. The gearbox 
manual includes detailed procedures at pages 32/33 for manual override of the 
hydraulic main clutch, either by mechanically activating the hydraulic clutch or 
activating the clutch by pressing the clutch together mechanically. The method 
selected will depend on the nature of the fault.  

4.5.5      The failure of the 24V DC battery supply, simultaneously with the propulsion 
clutch, disengaged the main No. 1 generator and failed or lost the 380V supply. 
That left the No. 2 (or auxiliary) and No. 3 (harbour) generators. The Skipper 
could have started the No. 2 generator as starting it did not require the failed 
No. 1 generator. Had he done that he would have had power on the main 
switchboard which would have restored the engine room lights. He could then 
have had lights to obtain manual local control on the main clutches and the CPP 
propellor. Had this happened the vessel could have steamed safely to port. In 
addition, he would have had power after 06.00 hrs on the Friday to retrieve the 
trawl warps and close the shooting hood hatches. The Owner asserted (for the 
first time during the submission of a second set of Observations on the draft 
report) that the Skipper had experience and training in the manual operation of 
the main propulsion systems, and in the starting of all generators onboard. 
However, they have also stated that on the Thursday night one of the owners 
gave advise to the Skipper on how to reinstate power to the vessel, via the 
Skipper of the FV Monica 2. The Owner also asserted that they had been told by 
the Skipper of the FV Monica 2 that the Skipper had exhausted all possibilities 
in restoring power to the vessel including that he had attempted to start the No. 
2 (or auxiliary) generator. No evidence has been provided by the Skipper to 
describe these efforts in any way to confirm this. No explanation has been 
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provided as to why such efforts would have been unsuccessful.  

4.5.6      The Skipper provided no evidence that he was trained and/or able to manually 
operate the main propulsion operating systems which meant that propulsion and 
the ability to control navigation was lost. The Skipper was also untrained and/or 
unable to start the No. 2 or auxiliary generator. The resulting failure to retrieve 
the trawl warps and close the shooting hood hatches ultimately created a major 
source of water ingress in the latter stages of this marine casualty. There were 
no suitably trained personnel and planning for such an emergency for when the 
main electrics failed and this was a contributory factor.  

4.6        Failure to Alert Coast Guard at an Early Stage and to take other Available 
Steps  

4.6.1      At approximately 19.00 hrs-20.00 hrs on Thursday 25 March 2021 there was an 
electrical failure that affected essential electrical supplies and a partial 
blackout onboard the fishing vessel. No steps were taken to alert the IRCG of 
the then electrical failure/partial blackout and likelihood of the anticipated loss 
of ahead propellor pitch and the vessels ability to continue safe navigation. A 
skipper or master of a vessel should not delay notifying the SAR system if a 
problem is, or may be, developing which could involve need for assistance11. 
Such notification allows the SAR system to carry out preliminary and 
contingency planning that could make the critical difference if the situation 
worsens. The Skipper had a GMDSS general operating certificate during which 
course he would have been trained on the correct procedure for emergency 
situations.  

4.6.2      The first recorded notice to the emergency services of any problems onboard 
the fishing vessel was at approximately 08.30 hrs on Friday 26 March 2021 when 
the Owners of the FV Ellie Adhamh radioed Valentia CG to inform them that the 
fishing vessel had broken down and required a tow. It was much later, on the 
following day, that the emergency services were advised that there were 
difficulties in maintaining an acceptable level of flood water onboard due to the 
failure of the pumps to operate effectively. From Thursday evening the weather 
had deteriorated seriously as per the weather forecast. Once the FV Monica 2 
departed for home port, communications were very limited onboard FV Ellie 
Adhamh. 

4.6.3      No steps were described by the Skipper on the Thursday evening to alert the 
Owner and to arrange for the delivery of a replacement circuit breaker, or to 
immediately start arrangements for an earlier tow (which vessel could have 
been supplied with the required spare breaker). No steps were described by the 
Skipper to seek advice directly or via the Owners as to possible options which 
would have resulted in obtaining instructions on how to avail of the manual 
systems. The Owner asserted (for the first time during the submission of a 
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second set of Observations on the draft report) both that the Skipper was 
trained and knew how to reinstate power, but nevertheless they say they passed 
advice in this regard via the Skipper of the FV Monica 2. These alleged 
communications took place in this indirect manner for some unexplained reason. 
There is no record of any assessment of the capacity of the FV Monica 2 (a 
smaller vessel) to manage a tow in the forecast weather. The Owner asserted 
(again for the first time during the submission of a second set of Observations) 
that they had made alternative towing arrangements with larger fishing vessels 
that were still in the fishing grounds that the FV Ellie Adhamh had departed 
from. It is not known which other (unidentified) vessels had offered a tow on 
their return to port. It is not explained how this would have assisted the vessel 
in time and given the worsening weather conditions. The Owner also alleged 
that when these various vessels passed the FV Ellie Adhamh on the Friday night 
and on the Saturday morning, the Navy was on site and would not allow them to 
assist. No evidence was ever provided by the Skipper, the IRCG or the Navy to 
corroborate this allegation. 

4.6.4      At approximately 06.00 hrs on Friday 26 March 2021 the fishing vessel emergency 
control systems including its emergency lighting and vessel’s CPP control system, 
shut down. The fishing vessel became adrift. It appears the Skipper only advised 
the Owner on the Friday morning after the emergency electrical supply had run 
out as had been expected. The Owner advised that they contacted Valentia CG 
at 08.30 hrs on the Friday morning to advise of the situation onboard. The Owner 
also arranged a tug but due to the bad weather the tug had broken wheelhouse 
windows and could not proceed.  

4.6.5      The accompanying fishing vessel FV Monica 2 established a tow on the Friday 
morning when the emergency batteries electrical supply failed. This was a 
difficult operation in the very bad weather at the time. Both vessels were 
approximately 55 NM from the home port of Castletownbere. However, the tow 
line parted approximately one and a half hours after the tow commenced and 
the fishing vessel crews were unable to reconnect the tow line. The MCIB 
calculated that both fishing vessels would be in a safe haven by approximately 
16.00 hrs that day if that tow managed to be maintained at 5 kts speed. The 
weather was strong to near gale, but wind and sea swell were behind the two 
fishing vessels and favourable for their course homeward.  

4.6.6      While the shaft alternator remained clutched in, there was continuing electrical 
supply to the bilge pumps in the sumps in the factory deck, but they became 
clogged with fish debris (that was not cleared overnight when there were 
emergency lights in the deck) and there was increasing water ingress during 
Friday. The Skipper sought manual pumps late on Friday afternoon (which were 
delivered the next morning). Had they been requested earlier in the day they 
could have been delivered earlier given that R115 was out twice on the Friday 
to the vessel and the management of water could have been started earlier.  

4.6.7      The failure to firstly, evaluate the situation once the electrics failed on the 
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Thursday evening to include assessing the weather and planning for alternatives 
if the FV Monica 2 tow did not work, and secondly, with the failure to fully 
inform the IRCG of the partial blackout and anticipated total loss of ability to 
continue navigation, were contributory factors in the loss of FV Ellie Adhamh.  

4.7        Failure to Keep Factory Deck Clear  

4.7.1      At approximately 20.00 hrs on Thursday 25 March 2021 there was an electrical 
failure that affected essential electrical supplies. The fishing vessel’s situation 
worsened from 06.00 hrs on 26 March 2021 as the main emergency battery 
system became exhausted and FV Ellie Adhamh lost propulsion.  

4.7.2      The overboard waste discharge chute was fitted with a hinged lid which could 
be (and should have been) made weathertight, however the lever operated 
spindle which passed through the side of the chute via a bushing arrangement 
was missing the bushing at the time of the incident, and the bush orifice was 
open allowing water to enter the deck space when the chute was submerged in 
the sea as the vessel rolled.  

4.7.3      In fishing operations (especially when towing or hove to) a problem may arise 
with decked fishing vessels whereby water is shipped or allowed to accumulate 
in an enclosed work deck. This not only leads to uncomfortable working 
conditions but can lead to the accumulation of water down flooding into below 
deck spaces, thereby creating a detrimental effect on the vessel’s stability by 
introduction of “free surface effect” particularly on a large deck area. It is 
essential, therefore, that the means of rapidly clearing entrapped water is 
fitted in vessels with enclosed fish or factory decks. This vessel had a natural 
baseline trim forward on the main deck and water on the deck would run 
forward when the vessel was loaded.  

4.7.4      At the time of the incident, the factory deck of FV Ellie Adhamh was fitted with 
four 380V electric deck pumps; one deck pump on the port side, one located at  
port mid and two on the starboard side. The 380V power supply for these pumps 
continued to be available to the bilge pumps until the 24V DC battery 
emergency control system was exhausted causing the engine driven shaft 
alternator to de-clutch and stop the 380V supply. 

4.7.5      The weather and sea conditions deteriorated from Thursday, and the leaking 
waste chute was regularly submerged as the vessel increasingly rolled in the 
mounting sea swells. The crew encountered difficulties to control the ingress of 
water into the main deck space, exacerbated by the lack of adequate lighting 
in the main deck space, and the fish catch continually spilling out onto the deck 
space, and blocking the suction pipes of the deck and salvage pumps. The crew 
were unable to keep the water levels down as the deck pump’s suctions became 
blocked.  

4.7.6      In addition to not being able to avail of the No. 2 generator and regain manual 
control from the time of the initial electrical failure there is no evidence of any 
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damage control measures to manage the situation directly on the factory deck. 
This despite knowing that the emergency supply had an approximate eight-hour 
duration span, and that the weather was predicted to worsen.  

4.7.7      The failure to take practical steps in the main deck to control the evolving 
situation there, or to plan for the consequences of total electrical failure by the 
Friday morning are considered causative factors in the loss of the vessel.  

 
4.8        Water Ingress 

4.8.1      It is accepted that there was a gap in the side of the overboard waste discharge 
chute due to the missing bushing which was allowing seawater to enter the main 
deck area. The Owner and Skipper have stated that they checked the waste 
discharge unit in January 2021 and observed no missing bushing. No records or 
evidence were provided confirming their inspection. Given the bushing was 
missing it is difficult to understand how the leak was not noticed when the 
bushing went missing sometime between January and 25 March 2021. FV Ellie 
Adhamh was taking water into the main deck space through its overboard waste 
discharge chute located above its normal waterline, the chute being repeatedly 
submerged by the rolling motion of the drifting vessel.  

4.8.2     All electrical power to the upper decks was lost on Thursday evening (25 March) 
with an emergency supply left that then ran out on Friday morning (26 March). 
However, the 380V supply continued to operate when the main engine de-
clutched with the loss of the 24V DC supply (which held in the clutch for the 
generator that provided the 380V three phase supply) and power to the bilge 
pumps was available and for the four hydraulic pumps for the trawl winches up 
to Friday morning (the power to the hydraulic pumps would have been shut 
down when they completed the last haul on the Thursday). 

4.8.3      Water ingress continued throughout Friday and into Saturday (27 March), even 
after rescue helicopter R115 provided emergency salvage pumping equipment to 
the vessel. The flooding information from crew statements are varied and are 
not all consistent. The Owner stated the Skipper first noticed the water coming 
in via the missing bushing on Saturday 27 March, but it remains unknown when 
that ingress started (and there were no lights on the factory deck after the 
electrical failure to assist in observation). The Owner further stated that when 
the Skipper did notice the water ingress via the chute it created no concern as 
he thought it was of an insufficient amount. The Skipper stated that in his 
opinion there was no issue with onboard water for about 33 hours after the 
emergency battery failure. However, there was obviously an unresolved issue 
and the Skipper himself describes the gap through the waste chute as having the 
size/diameter of a garden hose, and even before the ingress was noticed on the 
Saturday, emergency pumps had been requested.  

4.8.4      At approximately 08.40 hrs the Skipper reported he estimated there was two 
tonnes of seawater on the factory deck.  The deck water was reported as having 
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been pumped out by salvage pumps provided by the Coast Guard when at 09.18 
hrs rescue helicopter R115 reported to having landed two salvage pumps 
onboard the casualty vessel. The casualty vessel pumped out its middle deck and 
was stable at that time,  (see Appendix 7.17 - Marine Rescue Sub Centre Valentia 
Search and Rescue SITREP7/UIINO469/21 27 1117Z Mar 21 - FV Ellie Adhamh 
Taken in Tow). The MCIB calculated that two tonne is approximately 25 mm (one 
inch) of water covering the main deck. However, the Skipper also stated that 
after pumping there still remained 12-24 inches, (30.5- 61 cm), of water on 
deck. 

4.8.5      The naval tow was under way by 10.58 hrs with a tow line attached to the port 
side which would have increased the port list already present from the vessel’s 
loading of a completed catch. At 15.53 hrs the Skipper stated there was around 
five tonnes on deck and this was around 65 mm (2.5 inches) over the full deck 
if evenly distributed. During this time the OSC clearly was increasingly 
concerned that the situation onboard was not under control and was pressing 
ever more strongly for evacuation, which was being resisted by the Skipper.  

4.8.6      This vessel had a weathertight enclosed area up to the upper deck and the 
Stability Book calculations did not include calculations for water on the factory 
deck as it was considered weathertight. The working instructions in the Stability 
Book state “The levels of stability shown in Part III are entirely dependent upon 
water being excluded from within the hull below upper deck level. Open 
doorways, hatchways, etc breach this watertight integrity leaving the vessel 
vulnerable to capsize when suddenly heeled, or when taking sea aboard”.  

4.8.7      In 2012 the waste discharge chute part of the fish processing unit was moved 
from the starboard side to the port side. This was of relevance to the stability 
of the vessel. The 2009 MSO letter within the Stability Book provided an 
exemption so that the main deck was assigned a minimum freeboard of 250 mm 
rather than 300 mm under the Merchant Shipping (Safety of Fishing Vessels) (15-
24 Metres) Regulations 2007 S.I. No. 640 of 2007. The reduced freeboard meant 
that the original waste chute was nearer the water line. The consequence of 
that was that in heavy seas the waste chute cover and flap came under greater 
pressure. However, moving the fish processing production area and equipment 
in 2012 from forward starboard to aft port would not have substantially altered 
the situation. The second stability issue was that the approved Stability Book 
shows standard loading conditions whereby the loading has the vessel trimmed 
by the bow relative to the baseline. Whilst the vessel may have a keel trim by 
the stern, the water accumulating on the main deck would have a tendency to 
flood forward. This is relevant in considering the later source of water ingress 
into the accommodation area from the open shooting hatches after the crew 
were airlifted off and the likely open watertight door No. 5.  

4.8.8      The waste chute cover was fitted “back to front” in that the face intended to 
take the pressure, was facing into the main deck whereas the pressure was 
coming from the outside. As the chute cover (or lid) was secured from the 
inside, the loading force - the water surging up the chute exerted considerable 
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force on to it. This raised a question over the watertight nature of the factory 
deck. No evidence was provided that the new chute was design approved or 
surveyed. It was not the same as the original design drawings but was reported 
by the Owner to be the same as that which was installed as the original chute 
cover. A handwheel type closure using four locking cleats would have provided 
better resistance to external sea water pressure.  

4.8.9      The hinged lid on the waste chute was leaking past the seals as the non-return 
flap was displaced and not providing the required damping of the water to the 
lid underside. Sea water pressure would have acted directly on the underside of 
the lid and the installation of the lid was not appropriate for this water 
pressure. In this type of situation, the crew might also try to tighten up the two 
toggles, which could lead to over tensioning or fatigue failure of the toggle 
bolts. The Skipper has stated that he had never observed water leaking through 
the chute cover. One of the Owners (who stated that he had the vessel built and 
skippered the trawler for six years) has stated that there never was any water 
ingress through the waste chute even when the vessel was towed in similar 
weather conditions, with the port side chute often being submerged. However, 
such a situation in this incident arose from the consequences of the vessel not 
being under way (without propulsive power), not taking steps to clear the fish 
debris, and the prevailing severe weather and sea conditions. 

4.8.10    There was water in the factory deck and this was running into the 
accommodation (as reported by the crew) which was on the port side. This was 
increasing the port list thereby putting the defective waste chute further under 
the water. The vessel also had slack fuel tanks as most of the fuel had been 
consumed and this would have increased the free surface effect increasing the 
vessel’s roll and list. 

4.8.11    MRSC Valentia SAR SITREP9/UIINO469/21 27 1732Z Mar 21 (see Appendix 7.21) 
reports that at 16.02 hrs, the accommodation was flooding, so the water would 
be higher than the hatch coaming which was 460 mm and would require around 
34 tonnes free surface water on the deck if the vessel was on an even keel. 
However, as the vessel was pitching and rolling the amount of free water 
required on deck to flood the accommodation would be less. If the Skipper’s 
earlier estimates were accurate then it must follow that there was a sudden 
increase in the inflow. This could be attributed to failure of the toggles on the 
chute lid causing more rapid flooding. The toggles would have been subjected 
to cyclic loading for the previous 20 hours at this stage.  

4.8.12    The following timings and flow rates support the deduction that there was rapid 
flooding onboard:  

             Using the Skippers reference to a “garden hose”, a 10 mm diameter is estimated 
to pass about one tonne per hour. A 20 mm diameter hole would therefore pass 
four tonne an hour. If the chute hatch cover was leaking along an edge 500 m 
long with an opening of 1 mm it would pass about four tonnes an hour. Hence 
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the flooding rate could be in order of five tonnes per hour. Taking the lowest 
rate of four tonnes per hour, then over six hours the level would have risen to a 
level to cause flooding of the accommodation through door No. 5 (see Appendix 
7.33 and Appendix 7.34 - FV Ellie Adhamh Hatch Plans). The reported rates and 
given that the vessel was disabled for nearly 24 hours would lead to the 
following rate of water ingress: 

             •   First 12 hours – two tonnes 

             •   Next six hours – four to five tonnes 

             •   Next nine minutes – 30 tonnes 

             •   Next 11 hours with vessel under tow for the first three hours, then drifting 
and sinking at 10.55 hrs, Sunday 28 March (off the Bull Rock on the west coast 
of Co. Cork). 

             This supports the likelihood that there was progressive failure of structural 
integrity i.e. the waste chute hatch securing toggles, leading to rapid flooding. 
The MCIB provided estimated flooding rates with a margin of error in the region 
of 20%. Human observation and recollection may also not be entirely accurate. 
It must be recalled that even from before the pumping operation after the 
pumps were delivered on Saturday 27 March, the Skipper accepts he was under 
pressure from the OSC of the naval vessel to launch liferafts and vacate the 
vessel. He has stated that after the pumping there was still 12-24 inches/30.5- 
61 cm of water on deck. By mid-afternoon the situation had clearly deteriorated 
with an increasingly difficult rescue situation and the attendant risk to the lives 
of the crew.  

4.8.13    The Skipper stated that all the hatches had been closed from the Thursday 
evening, however, both port and starboard shooting hatches are clearly open, 
with trawl wire passing through as viewed in videos and photographs from the 
rescue services involved on Saturday 27th March 2021. The photograph taken on 
the 27 March by the R115 (see Appendix 7.31 - Irish Coast Guard Photograph 
Taken 27 March 2021) shows the winchman in the bow, three crew on deck and 
pumping taking place on the forward port side of the vessel. The photograph 
shows no tow line, so was taken before the tow was achieved around 10.48 hrs. 
It is evident from this image that the forward access hatch (to the factory deck 
below) was open, and the shooting hatches at the rear are still open. All hatches 
are obviously not visible so their status at this time is not recorded.  

4.8.14    The Skipper did not in fact ensure that the vessel was made watertight when its 
power failed on Thursday evening. This was a requirement of the approved 
Stability Book which states (with under lineation added): 

                  “11. Watertight Integrity 
                  The levels of stability shown in Part III are entirely dependent upon water 

being excluded from within the hull below upper deck level. Open 
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doorways, hatchways, etc breach this watertight integrity leaving the 
vessel vulnerable to capsize when suddenly heeled, or when taking sea 
aboard. Doors hatches and similar openings, leading within weathertight 
structures should therefore be kept closed at sea when not in use.” 

4.8.15    Had the trawl warp shooting hood hatches been made watertight during the 
time when it was possible to do so. It is quite possible that the water from the 
defective waste discharge unit might not have been sufficient to so profoundly 
affect the vessel's stability during the tow when it was unable to make its way 
under its own steam. However, there are recorded cases as in 2020 of a Dutch 
vessel where a defective bilge pump led to such flooding that the angle of list 
to starboard exceeded 50 degrees and led to complete flooding. See Dutch 
report.12 

             Loss of fishing vessel, 23 December 2020 - Onderzoeksraad voor Veiligheid.  

             South Africa also saw the need to issue a Merchant shipping notice MN No. 12 of 
201313 which had the following summary: 

                  “Factory deck flooding has contributed to the loss of a number of South 
African registered fishing vessels in recent years. This marine notice applies 
to all South African registered fishing vessels provided with factor deck 
spaces which form part of the enclosed volume of the vessel and advises the 
minimum standards of watertight integrity to be applied to reduce the risk 
of flooding and for conformance with statutory legislation.” 

4.8.16   At some point, the list created by the water getting into the factory deck, which 
was increasing as the sea pressure increased on the waste discharge hatch cover, 
combined with the list from the loading of the vessel and the tow line being 
attached to the port bow bull ring, reached a point where, with the following 
seas, resulted in a list to such a degree that water started coming in through the 
open port side shooting hood hatch. The navigation course to a safe haven also 
contributed to the situation as the vessel was subject to following seas with six 
metre wave heights which would have swamped the stern leading to additional 
water ingress throughout the period. On 27 March from 14.48 hrs-16.02 hrs, 
several references were made to a “significant list”. While the extent of the list 
is not clear or precisely recorded at this time, at some stage the list would have 
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12. “On 23 December 2020, a Dutch fishing vessel UK-160 Riemda, sank off the French coast. All crew members 
survived the accident without serious injury. 

While hauling in one of the fishing nets, the vessel suddenly heeled over to starboard. When checking the fishing 
nets, a crew member noticed that on the starboard side, the deck was one and a half metres under water, and the 
starboard bilge pump was not working. The pump turned out to be jammed by a piece of rope. Efforts to restart the 
bilge pump were unsuccessful. The crew tried to trim the vessel level in several different ways, but unsuccessfully. 
The vessel heeled ever further to starboard, at which point the fish waste discharge chute started to take on water. 
At a later stage, the hatch of this chute was closed, but despite these measures, the vessel continued to list ever 
further to starboard. When the angle of list to starboard reached more than 50 degrees, the engine room air inlet 
came under water, causing the stern part of the vessel to fill completely with water.” 

13. https://www.samsa.org.za/Marine%20Notices/2013/MN%2012%20of%202013%20-
%20Factory%20Deck%20Flooding%20Of%20Fishing%20Vessels.pdf 
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brought the shooting hoods into play as a potential down flooding point. This 
would have brought the stability of the vessel (per the Stability Information 
Book which confirms how the vessel met the survivability minimum criteria) into 
a region where the vessel no longer complied with the criteria and once that 
“tipping point” was reached, added to the ingress of water. It seems possible 
that when the vessel was abandoned one internal watertight door was open and 
this would have increased the flooding effect. On exiting the vessel, the Skipper 
advised that all the upper deck hatches were tight, the only open door was the 
one he was using to go up and down from the wheel house into the galley and 
out on to the deck to pump the water. It is also possible that the crew on leaving 
the accommodation area to prepare for the airlift left the cabin escape hatch 
(“I”) open. The Skipper was unable to confirm that all watertight doors were 
secured before the airlift was completed due to the focus on that difficult 
operation. The shooting hood hatches were clearly open. It is noted that the 
vessel remained afloat for about 19 hours after concern was raised over the 
vessel’s list, so it took until 10.55 hrs on Sunday 28 March for the vessel to be 
so flooded that it sank.  

4.8.17    The defective condition, and incorrect design of the overboard waste discharge 
chute with the failure to seal the trawl warp hatches, were causal factors in the 
loss of FV Ellie Adhamh.  

 
4.9        Lack of Training and Communications  

4.9.1      The Skipper had received marine training through attendance at BIM safety 
training courses and study for his Second Hand Limited Certificate.  

4.9.2      During this incident the organisation, safety and survival actions of the crew 
relied mainly on the Skipper’s actions. The Skipper was responsible for the 
operation of the ship and the fishing operations. He was the Owner’s appointed 
Skipper onboard the FV Ellie Adhamh despite not having the required 
certification of a Second Hand Special Certificate of Competency. The Owner 
asserted (for the first time during the submission of a second set of Observations 
on the draft report) that the Skipper had experience and training in the manual 
operation of the main propulsion systems, and in the starting of all generators 
onboard. No evidence has been provided by the Skipper to confirm this. No 
explanation has been provided as to why if the Skipper was so experienced and 
trained the backup options were not successful. The Owner insist that the 
Skipper was competent and experienced with proven management experience.  

4.9.3      The crew had no known capabilities in radio communications, and they were not 
fluent English speakers (two having no English or Polish and the two chargehands 
having broken English). This necessitated the Skipper to be available in person 
at the radio, throughout the incident, in order to communicate with the 
Emergency Services. The crew were insufficiently trained and unable to carry 
out the engine room fault finding checks during the first electrical failure and 
the Skipper was required to leave the wheelhouse for the engine room to try to 
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determine the cause of the failure at the main switchboard. The Owner asserts 
that the Skipper had demonstrated his experience to the Owner in electrical 
fault finding and repair during his time as the vessel’s engineer. The Skipper was 
not trained in electrical fault finding or repair. It is not recognised as best 
practice when adopting dual role manning that the Skipper is also the vessel’s 
engineer.  

4.9.4      The lack of trained and experienced crew hindered the Skipper as he grappled 
with the management of the evolving dangerous situation onboard. This very 
likely contributed to the Skipper not conducting a thorough investigation into 
the causation of the electrical failures and not  adequately managing the vessels 
emergency/damage control procedures to maintain propulsion and watertight 
integrity. Deteriorating weather conditions and crew fatigue would also have 
been an increasing factor in the Skipper or the crew not considering other 
options as the situation worsened. The Skipper did not show any awareness of 
the procedures for manual operation of the vessel's CPP system from the local 
control station in the engine room.  

             The Skipper failed to ensure that the vessel was made watertight and failed to 
assess the effect of the water ingress from the missing bushing in the waste 
chute when he first observed this on Saturday 27 March.  

             The crew were unable to maintain continuous operation of the IRCG salvage 
pumps.  

             Aside from the lack of crew skills and emergency training, had the Skipper been 
incapacitated the capability of the crew to carry out even basic medical first 
aid, and to communicate and navigate the fishing vessel may not have been 
sufficient to allow for the  satisfactory outcome to this incident.  

4.9.5      The Skipper needed to organise, lead, and direct the crew’s efforts in pumping 
water overboard, prepare for towing and limit seawater from entering the vessel 
while maintaining communications with the rescue services. These activities 
were hindered by difficulties in communication with, and between, the crew 
and the crews lack of emergency training. The Owner has asserted that the crew 
were trained in emergency procedures and were subject to the required 
emergency drills as per safety requirements. However, no documentation has 
been provided to corroborate this assertion. With properly trained crew and a 
properly certified Skipper, without the language barriers, the Skipper could have 
delegated some of the vital tasks referred to above. 

4.9.6      In September 2023 following a prosecution by the Department of Transport, the 
Owner of the Ellie Adhamh pleaded guilty to setting sail from Castletownbere 
Fishery Harbour Centre on 13 March 2021, without a person holding a Certificate 
of Competency, and also pleaded guilty that the vessel had set sail with a 
crewmember who had not undergone Basic Safety Training. The Skipper was 
convicted and fined €2,000 for not holding a Certificate of Competency while in 
charge of the vessel which took into consideration another charge in relation to 
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the timesheets. It should be noted that the MCIB is not a prosecutorial body and 
had no involvement in the prosecutions. 

4.9.7     The Skipper’s lack of the required qualifications, and experience, with the 
crews’ lack of emergency training and poor fluency in the English language were 
contributory factors in the loss of FV Ellie Adhamh. 

             “7(10) (a) The condition of the vessel and its equipment shall be maintained to 
conform with these Regulations to ensure that the vessel in all respects will 
remain fit to proceed to sea without danger to the vessel or persons on board.  

             (b)     After any survey of the vessel under this Regulation has been completed, 
no change shall be made to the structural arrangements, machinery, 
equipment and other items covered by the survey, without the approval 
of the Minister. “ 

4.10      Statutory Duty to Ensure Vessel is Fit to Proceed to Sea and not to make 
Changes Without Notification and Notification Obligations to the 
Classification Society  

4.10.1    Changes to a vessel’s construction requires Classification Society approval. The 
Classification Society approval means that the changes to the vessel comply with 
the Societies Rules regarding verification of compliance with technical, safety 
and engineering standards for the design, construction, and life-cycle 
maintenance of ships. Bureau Veritas requires vessels owners to inform them of 
any changes made to their vessels. FV Ellie Adhamh was in Class with Bureau 
Veritas at the time of the re-location of the overboard waste discharge chute in 
2012.  

4.10.2    In addition to the obligations to the Classification Society, there is a prohibition 
on changes after a survey and consequently an obligation placed on the vessels 
owner by Regulation 7 (10)(b) of the Merchant Shipping (Safety of Fishing 
Vessels) (15-24 m) Regulations 2007 S.I. No. 640 of 2007 to seek MSO approval 
for changes made to a vessels hull or equipment affecting the vessels overall 
safety condition. This Regulation states “After any survey of a vessel under this 
Regulation has been completed, no change shall be made to the structural 
arrangements, machinery, equipment and other items covered by the survey, 
without approval of the Minister”.  

4.10.3   The Owner gave evidence that the location of the fish processing unit was 
changed in 2012 from its original position midships on the starboard side to the 
port side of the main deck on the vessel’s side at its aft end, just above the 
vessel’s waterline. A new chute and hull penetration were fitted port aft with 
the attached hinged lid. The Yard No. 187 Door and Hatch Plan dated 4 
December 2002 for the main deck FV Ellie Adhamh, pre 2012 alteration, shows 
the original design position of the overboard waste discharge chute was on the 
vessel’s starboard side between frame 25 and frame 27 (midships is frame 21). 
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4.10.4   The modification required the hull structure to be cut and a new overboard 
fitting to be fabricated and fitted. This should have been approved by the 
Minister through the MSO and also the vessel’s classification society, Bureau 
Veritas, to ensure the change/modification was safe and its design, materials 
and thickness were appropriate for the ship side fitting, and also that the closing 
devices fitted were appropriate for the location in the ship side at the 
waterline. One fixed bilge pump on the starboard side of the factory deck was 
also removed and the second pump starboard was cross connected to the port 
mid pump. These changes led to a reduced pumping capacity and change in 
weight distribution and should have been approved by the relevant authorities.  

4.10.5    The alterations made to the vessel’s hull by repositioning the location of the fish 
processing unit and installing a new overboard waste discharge chute with the 
removal of a bilge pump, fall under Part 2 and Part 4 of the Regulations and 
therefore required consent.  

4.10.6    The Owner of the FV Ellie Adhamh did not apply for permission to change the 
location of the fish processing unit and install a new overboard waste discharge 
chute. The 2012 changes were not notified to Bureau Veritas. 

4.10.7    It is also important to note that this vessel was given an exemption from 
Regulation 41(2) of the Merchant Shipping (Safety of Fishing Vessels) (15-24 m) 
Regulations 2007 S.I. No. 640 of 2007 in the MSO approved Stability Book to allow 
the vessel to have a lower freeboard of 250 mm rather than the minimum 300 
mm allowed in the Regulations. Had the required permission been sought the 
MSO advise that they would have undertaken a detailed examination, 
presumably also taking into consideration the stability factors and the 
exemption. 

4.10.8    There was an additional factor arising from the non-disclosure of the 2012 
changes to Bureau Veritas. Throughout the statutory surveying process, the MSO 
took into consideration the classifications status of the vessel together with other 
factors. Bureau Veritas in turn required, in accordance with its rules, that 
structural changes be advised to it. Because the 2012 changes were not notified 
this contributed to their not being identified and fully surveyed either by the 
Bureau Veritas or the MSO. Had the changes been notified to Bureau Veritas, the 
design of the lid and closing devices would have been evaluated against rule 
requirements. The height above the waterline was also critical and there are 
strict rules governing this type of garbage chute for the disposal of fish waste 
discharge chute. During the survey of 7 January 2021, the MSO had no evidence 
from Bureau Veritas to suggest the making of unauthorised changes. The MSO 
have advised that if such evidence had been detected, then appropriate action 
would have been taken by the MSO regardless of the vessel’s classification status. 
This identifies a possible gap in the ability of the relevant authorities to supervise 
the safety of vessels, although a survey by the Bureau Veritas or the MSO would 
have been unlikely to have altered the sequence of events leading to this marine 
casualty as it would not have identified the first causal factor of the breaker 
issue, and the Owner asserts that the bushing was in place in January 2021. 
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4.10.9    The fact that the Owner as of 2012 carried out changes of such a major nature 
having no regard whatsoever to the installation of another weathertight fitting 
and its impact on the survivability of the vessel, evidences a serious lack of 
understanding of the stability characteristics of the vessel. The Owner does not 
agree with this assessment. The added failure to comply with Classification 
Society Rules, and with Regulation 7 (10)(b) of the Merchant Shipping (Safety of 
Fishing Vessels) (15-24 m) Regulations 2007 S.I. No. 640 of 2007 shows a 
disregard for the regime that is designed to support a fishing vessel owners’ 
obligation to ensure the vessel is safe for use. These failures were a contributory 
factor in this marine casualty. 

4.11      Weather  

4.11.1    On Saturday 27 March 2021 the prevailing weather was gusty west to south-
westerly gale force winds, heavy sea swells and 6 m wave heights. The naval 
vessel’s anemometer recorded winds gusting at 60 kts at their then location at 
05.42 hrs on 27 March (equivalent to Beaufort 11 “violent storm”). 

4.11.2    The weather greatly hindered the efforts of the crew onboard the casualty 
vessel to sustain water pumping operations and keep the vessel from developing 
a port list. Towing operations to bring the stricken fishing vessel to safe haven 
inside Bantry Bay were also constrained by the prevailing weather and sea 
conditions. The vessel did of course operate in bad weather conditions 
previously, but the lights were on, and power was available to control the fish 
processing equipment and pumping. If the weather was calm the situation could 
have been controlled even if the vessel needed a tow this could have been 
undertaken and the vessel returned safely to port. 

4.11.3    The prevailing weather and sea conditions were a contributory factor in the 
situation that put the crew and responders at risk and culminated in the loss of 
FV Ellie Adhamh. 

 
4.12      Weather and Navy Tow Line on 27 March 2021  

4.12.1    Several attempts were made to connect a tow line to the naval vessel on the 
morning of Saturday 27 March. During one such attempt there was contact 
between the starboard bow of the vessel and the port side of the naval vessel 
causing minor damage to both vessels. 

4.12.2    The Skipper requested salvage pumps (see paragraph 2.15.3), which were 
delivered by rescue helicopter R115 the following morning (see paragraph 2.15.4 
above). The Owners of the vessel have asserted from the outset of the MCIB 
investigation that there was little or no water onboard until after the Navy 
started the tow (some 110 NM from the position they were at on Thursday at 
20.00 hrs), that the collision was caused by incompetence of the Navy, and, that 
the collision during the tow line connection operation was much more serious 
than reported. The Owners assert that therefore the collision was a causative 
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factor in the vessel sinking. The Owners and the Skipper have also asserted that 
the water on the deck was clear when the tow started and that it was only after 
the tow commenced that the trawler began to list to port and that is how it took 
on more water. They assert that the bulbous bow had been damaged after what 
they describe as a “substantial collision” with the Navy vessel and may have 
been causing a drag. The Owner asserts that the bow could only be bow down if 
there was water in the forepeak, located in the area behind the bulbous bow. 
They also assert that the contact during the tow caused damage to the casualty 
vessel that was “far from superficial”. Observations by the Owner on the draft 
report state “one could not consider a bent bulbous bow and pierced hull and 
structure to be “minor” damages”. It appears that the Owner (no representative 
for which was onboard) assert that there was damage to the hull with the 
implication that there was water ingress. It is not clear that this assertion is 
agreed by the Skipper.  

4.12.3    This incident was recorded on camera and has been reviewed by MCIB. The FV 
Ellie Adhamh bulbous bow appears to have hit the side of the naval vessel as FV 
Ellie Adhamh was lifted on a wave and the damage to the naval vessel was an 
indent on the side as well as some minor upper deck damages, locker and 
handrails, where the flare of the FV Ellie Adhamh came down on the side as the 
wave dropped. The seven crew were on the forecastle deck at the time of the 
impact, and they all remained standing indicating the impact was not severe. In 
vessel construction there is additional reinforcement in the bow more than the 
side, as the bow has to survive the impact of waves as it is driven into them, 
where the vessel side does not. 

4.12.4    There may have been some deformation of the bulbous bow on the FV Ellie 
Adhamh but there does not appear to have been any serious damage or water 
ingress. If there was, the water would have been seen flowing out of the 
damaged area when the bulb was exposed as it lifted out of the water. The bulb 
was part of the forepeak tank that was used for fresh water with a capacity of 
5.9 MT units. At the time of the incident the fresh water in the tank was around 
1.7 MT based on condition four in the Stability Book. Any major damage to the 
bulb would be clearly visible in later photographs and it was not. The 
photograph in Appendix 7.31 shows the bulb in the air as the vessel sank and the 
bulb profile can be clearly seen to be intact. This type of contact between 
vessels is not uncommon in salvage and rescue operations in very bad weather. 

4.12.5    Notwithstanding all the available evidence the Owner has continued to assert 
that the inflow of water was from another unknown source not investigated by 
the MCIB. The implication being that the naval vessel caused so much damage 
to the FV Ellie Adhamh that this caused the vessel to sink. They also allege that 
the interpretation of the footage of the collision was done by unqualified 
persons with the implication that the interpretation is incorrect although no 
actual aspects of any evidence have been identified as to what is incorrect. The 
naval services have confirmed to the MCIB that as of August 2024 no 
correspondence has been received from the Owner, insurers or agents with 
respect to the sinking of the FV Ellie Adhamh. 
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             See Appendix 7.32 - A. Photograph of FV Ellie Adhamh showing the Bulbous Bow’s 
Bulb in the Air as the Vessel Sank. 

             See link to video: CLICK HERE  

4.12.6    The contact between the Navy vessel and the fishing vessel is not considered to 
be a causative or contributory factor in the sinking of the vessel.  

4.12.7    The Owner and the Skipper have criticized the naval operations in respect of the 
tow and in respect of their support operations for the crew recovery operation 
by IRCG Rescue helicopters R115 and R117. No qualifications from either have 
been provided to establish their status for this evaluation. The OSC have advised 
that this was one of the most difficult rescue operations that they had been 
involved in, due to the weather which had deteriorated seriously from the 
Thursday evening as per the then available weather forecasts.  

4.12.8    The incident by the time the crew were airlifted from the vessel had been 
running for 48 hours approximately. For the last 24 hours of the incident the 
fishing vessel was a “dead ship” without any electrical power. After 24 hours the 
crew fatigue (lack of sleep and food) would have impacted on their ability to 
assist themselves and the decision to remove the crew for the safety of life at 
sea was justified and probably should have been taken much earlier given the 
weather conditions.  

4.12.9    The Owner and the Skipper have also criticized the MCIB for deliberately 
downplaying the “collision” due to bias on its part. This is not accepted. The 
MCIB are satisfied that the record of events and the causes identified for the 
very serious incident that put the lives of the crew, and those of the responders 
at risk, with the total loss of a valuable fishing vessel, speak for themselves. 

 
4.13      Weather and Tow Line after Recovery of Crew  

4.13.1    At 10.48 hrs on Saturday 27 March, the crew of the fishing vessel connected the 
naval vessel’s towing hawser to the vessel’s tow bridle rigged at the bows of the 
casualty vessel. The naval vessel commenced towing the casualty towards 
Castletownbere. Due to the heavy rolling and increasing seas the Navy vessel 
turned the tow back into the wind to reduce the rolling and help the crew in 
their efforts to pump out water from the main deck. The crew were airlifted to 
safety. Shortly after the crew were rescued the Navy vessel attempted to turn 
the tow back towards Castletownbere but the towing bridle at the bows of the 
casualty vessel broke and the tow was disabled. Prevailing weather conditions 
precluded any attempts by the crew of naval vessel LÉ George Bernard Shaw to 
replace the bridle and reconnect a tow line. Overnight the FV Ellie Adhamh 
developed a 30°– 40° list to port and sank the next morning off the Bull Rock. 

4.13.2    The failure of the vessel’s towing bridle combined with the weather conditions 
was a causative factor in the loss of FV Ellie Adhamh.
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5.       CONCLUSIONS 

5.1       The following are the factors that led to the risk to the lives of the seven crew 
and the consequential exposure to the lives of the persons involved in the 
extensive support and rescue operation, and ultimately, to the loss of the FV Ellie 
Adhamh. It must be stated that the rescue services all contributed extensively, 
in appalling conditions firstly, in attempts to save the vessel by supplying 
equipment and by towing her and secondly, by ensuring all the crew were safely 
lifted off the vessel with no injuries and no loss of life.  

           a)  Electrical failure: the Circuit No. 51 and Circuit No. 52 breaker failure.  

           b)  The failure to investigate the cause of the previous repeated electrical 
failures with electrical design failings. 

           c)  The failure to provide the vessel with a properly qualified and trained skipper 
in accordance with the Regulations in force for that vessel. 

           d)  The crews lack of emergency training especially in damage control of the 
leaks/flooding in the factory deck and poor fluency in the English language. 

           e)  The Skipper and crews lack of knowledge or training in the emergency 
procedures to enable operation of the propulsion and CPP control systems 
when the power supply failed.  

           f)   The failure to establish a viable tow late on Thursday 25 March or early on the 
morning of Friday 26 March and the failure to assess and consider a back-up 
plan to relying solely on the tow from the FV Monica 2. This included not 
assessing the consequences of having no electrical supply when the 
emergency battery supply was used up, the anticipated limited ability to 
communicate, the increasing bad weather, the failure to anticipate and 
manage the events in the factory deck, not informing the Coast Guard and not 
seeking external qualified advice in a timely manner.  

           g)  Not closing all watertight and weathertight openings within and without the 
vessel as per the Working Instructions in the Stability Information Book when 
the electricity supply failed, allowed water ingress to flow to other 
compartments including the accommodation, increased the list, and 
contributed to the ultimate sinking of the vessel. 

           h)  The defective condition of the overboard waste discharge chute and the 
design of the chute cover combined with the design and stability 
characteristics which led to water ingress. 

           i)   The Owners apparent lack of appreciation of the stability characteristics of 
the vessel, their carrying out of changes that might affect stability, with the 
failure to comply with Classification Society Rules, and to ensure there was a 
qualified skipper onboard, shows a disregard for the safety regime provided 
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for in the Merchant Shipping (Safety of Fishing Vessels) (15-24 m) Regulations 
2007 S.I. No. 640 of 2007 and in particular one of the basic obligations on 
every owner to conform with the Regulations to maintain the vessel and its 
equipment so as to ensure that the vessel in all respects will remain fit to 
proceed to sea without danger to the vessel or persons onboard. 

           j)   By omitting to apply to the Minister for approval(s) for the changes, and by 
failing also to notify the changes having made them, was likely to lead to 
their exclusion from an MSO examination for safety approval and the requisite 
periodic safety surveys.  

           k)  The prevailing weather and sea conditions.  

           l)   The failure of the vessel’s towing bridle combined with the weather 
conditions on 27 March. 
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6.        SAFETY RECOMMENDATIONS 

6.1       Preamble 

6.1.1     The Irish Governments Maritime Safety Strategy14 published by the Minister for 
Transport, Tourism and Sport in 2015 recognises the need for improved safety 
standards in fishing vessels of similar size and type to FV Ellie Adhamh. The Irish 
Maritime Administration in pursuit of their strategic objective were to carry out 
a number of actions to improve safety standards in the Irish Fishing Fleet. Two in 
particular are of interest in respect of this marine casualty: 

            “Action 9. The standards for fishing vessels less than 24m on length will be 
updated, incorporating relevant MCIB recommendations (start 2015).” 

            “Action 29. An enhanced flag state inspection regime on fishing vessels will be 
implemented to promote adherence to maritime safety requirement in the 
sector. (Start 2016).” 

            A review of the effectiveness of the implementation of Action 9 and Action 29 of 
the Maritime Safety Strategy may provide useful lessons about safety issues 
relating to vessel under-manning, lack of safety training and certification among 
in particular, but not limited to, non-national fisher crew as these are some of 
the issues identified. 

            Similar issues were apparent in a recent 2022 Marine Casualty Investigation 
Board report in respect of an incident involving the loss of the FV Horizon in May 
2021. The “Report of an Investigation into the Fire and Loss of FV Horizon off the 
Old Head of Kinsale, Co. Cork 14 May 2021” (MCIB 309)15 indicated significant 
parallels to the incident involving FV Ellie Adhamh and are also relevant to issues 
raised in this report.  

            The Irish Maritime Directorate (IMD) Strategy 2021 – 2025)16 issued in February 
2021 by the Department of Transport states in its “Vision’ and Core Objective”’ 
that its Goal 1.6 for the IMD’s Maritime Safety Policy Division is as follows: “Goal 
1.6: 9. Develop a maritime safety policy and plan focussing on the wider aspect 
of maritime safety.” The policy statement and plan seem to follow on from 
policies and plans contained in the 2015 Maritime Safety Strategy and provides a 
platform from which to continue to improve Ireland’s maritime domain. 

6.1.2     It is not for the Marine Casualty Investigation Board to make any determination 
as to whether there has been compliance with the Merchant Shipping (Safety of 
Fishing Vessels) (15-24 Metres) Regulations 2007 S.I. No. 640 of 2007. 
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14. See https://www.gov.ie/en/publication/d00485-maritime-safety-strategy/ for the April 2015 Maritime Safety 
Strategy. 

15. See https://www.mcib.ie/_fileupload/Documents/reports/mcib-309-fv-horizon/2022-04-25-10-07-
MCIB%20Horizon%20Report.pdf 

16. See https://www.gov.ie/transport  



6.1.3     It is not for the Marine Casualty Investigation Board to make any determination 
as to whether there has been compliance with the Fishing Vessel (Basic Safety 
Training) Regulations S.I. No. 587 of 2001. 

6.1.4     It is also not for the Marine Casualty Investigation Board to make any 
determination as to whether there has been compliance with the Fishing Vessels 
(Certification of Deck Officers and Engineer Officers) (Amendment) Regulations 
2019 S.I. No. 673 of 2019 in respect of the Skipper’s certification. As a matter of 
record, the Skipper was subsequently convicted and fined for not holding the 
correct certificate of competency. The Marine Casualty Investigation Board is not 
aware of what other charges, if any, were brought by the Minister for Transport 
in relation to the circumstances involved in this marine casualty.  

6.1.5     It is noted that since the date of this marine casualty new regulations entitled 
Fishing Vessels (Certification of Deck Officers and Engineer Officers) Regulations 
2023 (S.I. No. 313 of 2023), came into operation on 1 July 2023. These Regulations 
revoke and replace the Fishing Vessels (Certification of Deck Officers and 
Engineer Officers) Regulations, 1988 (S.I. No. 289 of 1988) and its amending 
regulations. The new regulations apply to fishers aboard fishing vessels that are 
15 metres in length overall and over. Of particular note with regard to training is 
the fact that an expiration date of five years has been placed on all certificates 
of competency for fishing vessels, for both deck and engineer officers, where they 
are issued after the regulations came into operation.  

            The new regulations provide that all certificates of competency can be 
revalidated for a further period of five years, and every five years thereafter, 
subject to the requirement to complete updated training for the following 
relevant ancillary courses at intervals not exceeding five years: Personal Survival 
Techniques (PST), Fire Prevention and Firefighting (FPFF), and Advanced 
Firefighting (AFF). There are transition arrangements for certificates of 
competency, or a certificate of service, for either a deck or engineer officer, 
which are currently in force. These will remain valid for a period of five years 
from the date the regulations came into operation. Therefore, as the regulations 
come into effect on 1 July 2023, any currently valid certificates of competency 
will remain valid until 1 July 2028. Any certificates of competency issued after 1 
July 2023 will have a validity of five years from their date of issue.  

            The Department of Transport issued Marine Notice No. 41 of 202317 that sets out 
the details and the effect of the new regulation. 

            The introduction of an expiration date of five years on all certificates of 
competency for fishing vessels, for both deck and engineer officers (with the 
consequential requirement for updated training on renewal) is to be welcomed 
and removes the basis for what would otherwise be included in the below 
Recommendations.  
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424f3e5d3bd6.pdf#page=null



6.2       Recommendations  

6.2.1     That the Minister for Transport and/or the Marine Survey Office as appropriate, 
consider the contents of this report in the context of the Merchant Shipping 
(Safety of Fishing Vessels) (15-24 Metres) Regulations 2007 S.I. No. 640 of 2007, 
and in particular Regulation 7(10) which required that: 

            a) the condition of the vessel and its equipment shall be maintained to conform 
with the regulations to ensure that the vessel in all respects will remain fit to 
proceed to sea without danger to the vessel or persons on board; and  

            b)  the vessel to be maintained in a fit and safe state, and which prohibited the 
effecting of changes to the structural arrangements, machinery and other 
items covered by the survey, without Marine Survey Office approval.  

6.2.2     That the Minister for Transport consider an amendment to the Merchant Shipping 
(Safety of Fishing Vessels) (15-24 Metres) Regulations 2007 S.I. No. 640 of 2007 
and in particular Regulation 12 to provide for the better enforcement, and/or 
penalties, to better ensure compliance with the Regulations.  

6.2.3     That the Minister for Transport and/or the Marine Survey Office as appropriate, 
should review the process and procedures that ensure, and record, that 
conditions that are applied to Fishing Vessel Safety Certificates (and in particular 
interim ones) which must be complied with before departure are complied with 
before the vessel departs.  

6.2.4     That the Minister for Transport consider issuing a Marine Notice on the issues 
arising where a vessel initially built to Class has not been maintained “in Class”.  

6.2.5     That the Minister for Transport should issue a Marine Notice reminding owners, 
skippers, officers, and crew of fishing vessels of the requirement for all 
crewmembers to have appropriate certification for the vessel type and have 
Basic Safety Training in accordance with the Fishing Vessels (Certification of Deck 
Officers and Engineer Officers) Regulations 2023 (S.I. No. 313 of 2023), and also 
of the need to prepare well in advance for the updated training that will be 
required by 1 July 2028 for those who held certificates of competency at 1 July 
2023, if they want their certificates to be renewed.  

6.2.6     That the Minister for Transport should issue a Marine Notice reminding owners, 
skippers, of their obligations under the Merchant Shipping (Safety of Fishing 
Vessels) (15-24 Metres) Regulations 2007 S.I. No. 640 of 2007, and in particular 
Regulation 7(10) which required that:  

            a) the condition of the vessel and its equipment shall be maintained to conform 
with the regulations to ensure that the vessel in all respects will remain fit to 
proceed to sea without danger to the vessel or persons on board; and  
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            b)  the vessel to be maintained in a fit and safe state, and which prohibited the 
effecting of changes to the structural arrangements, machinery and other 
items covered by the survey, without Marine Survey Office approval.  

6.2.7     The Minister for Transport should issue a Marine Notice reminding owners, 
operators, skippers of the importance of being aware of the procedures for 
operating the propulsion and controllable pitch propeller systems in emergency 
conditions in the event of control system failure. The procedures required should 
be clearly posted at the main engine and controllable pitch propeller control 
stations. 

6.2.8     The Minister for Transport should consider whether providing guidance in the 
form of a safe management code (similar to that which exists for merchant 
vessels) to owners and skippers to improve the safety, maintenance and the 
operation of their vessels, would significantly assist owners and skippers in 
complying with their statutory safety obligations. 
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APPENDIX 7.1
 
 
Appendix 7.1 A. Photograph of FV Ellie Adhamh (taken on Friday 26 March 2021 by Irish 

Coast Guard) 
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Appendix 7.1 B. Fishing Grounds (Chart) 
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APPENDIX 7.2
 
 
Appendix 7.2 A. General Arrangement Profile FV Ellie Adhamh (sourced from  

Marine Survey Office Approved Stability Book, for illustration)



APPENDIX 7.2
 
 
Appendix 7.2 B. General Arrangement Plan of the Main Deck – Previous to the  

2012 Alteration (sourced from Marine Survey Office Approved  
Stability Book, for illustration) 
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Appendix 7.2 C. General Arrangement Plan of the Main Deck – Post 2012 Alteration,  

Manually Altered (marked-up) to Illustrate Change as no Drawing  
Available
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Appendix 7.2 D. Photograph of Main Deck Showing Post 2012 Alterations 
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Appendix 7.3 General Arrangement Plan of the Engine Room (situated under the main 

deck) - Sourced from the Marine Survey Office Approved Stability Book, 
for Illustration Only 
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Appendix 7.3 Electro Huelva S.L. – Electrical Manual Title Block 
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Appendix 7.3 Main Switchboard Panel Arrangement - Manual Page 0103/CP 
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Appendix 7.4 380V Systems Main Switchboard - Manual Page 0103/02 
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Appendix 7.4 380V/220V Systems Main Switchboard - Manual Page 0103/05 
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Appendix 7.4 220V Alleyway Distribution Board - Manual Page 0103/29 
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Appendix 7.4 220V Alleyway Distribution Board - Manual Page 0103/30 
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Appendix 7.4 220V Alleyway Distribution Board - Manual Page 0103/31 
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Appendix 7.4 220V Alleyway Distribution Board - Manual Page 0103/32 
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APPENDIX 7.4
 
 
Appendix 7.4 Two Typical Marine Modular Circuit Breaker/Switches 
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APPENDIX 7.5
 
 
Appendix 7.5 Main Deck Cabin Escape Hatch Marked “I”. Port Aft Deck Bilge Pump and 

Overboard Waste Discharge Chute (Photograph provided by Owner)
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APPENDIX 7.6
 
 
Appendix 7.6 Bureau Veritas Marine and Offshore General Conditions – January 2021 

Version (Page 1 of 6) 
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Appendix 7.6 Bureau Veritas Marine and Offshore General Conditions – January 2021 

Version (Page 2 of 6) 

Cont.

115



APPENDIX 7.6
 
 
Appendix 7.6 Bureau Veritas Marine and Offshore General Conditions – January 2021 

Version (Page 3 of 6) 
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Appendix 7.6 Bureau Veritas Marine and Offshore General Conditions – January 2021 

Version (Page 4 of 6) 
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Appendix 7.6 Bureau Veritas Marine and Offshore General Conditions – January 2021 

Version (Page 5 of 6) 
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Appendix 7.6 Bureau Veritas Marine and Offshore General Conditions – January 2021 

Version (Page 6 of 6) 

Cont.

119



APPENDIX 7.7
 
 
Appendix 7.7 Marine Survey Office Report of 28 October 2015 
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Appendix 7.8 Marine Survey Office Intermediate Safety Survey Report 7 January 2021 

(page 1 of 2) 
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Appendix 7.8 Marine Survey Office Intermediate Safety Survey Report 7 January 2021 

(page 2 of 2)
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Appendix 7.8 Marine Survey Office Interim Fishing Vessel Safety Certificate 26 January 

2021 (page 1 of 6) 
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Appendix 7.8 Marine Survey Office Interim Fishing Vessel Safety Certificate 26 January 

2021 (page 2 of 6) 
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Appendix 7.8 Marine Survey Office Interim Fishing Vessel Safety Certificate 26 January 

2021 (page 3 of 6) 
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Appendix 7.8 Marine Survey Office Interim Fishing Vessel Safety Certificate 26 January 

2021 (page 4 of 6) 
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Appendix 7.8 Marine Survey Office Interim Fishing Vessel Safety Certificate 26 January 

2021 (page 5 of 6) 
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Appendix 7.8 Marine Survey Office Interim Fishing Vessel Safety Certificate 26 January 

2021 (page 6 of 6) 
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APPENDIX 7.9
 
 
Appendix 7.9 Main Deck: Conveyor, Hopper, and Overboard Waste Discharge Chute
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APPENDIX 7.10
 
 
Appendix 7.10 Met Éireann Weather Report: Weather and Sea State Conditions for  

25 March 2021 
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Appendix 7.10 Met Éireann Weather Report: Weather and Sea State Conditions for  

25 March 2021 
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Appendix 7.10 Met Éireann Weather Report: Weather and Sea State Conditions for  

25 March 2021 
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Appendix 7.10 Met Éireann Weather Report: Weather and Sea State Conditions for  

25 March 2021 
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Appendix 7.10 Met Éireann Weather Report: Weather and Sea State Conditions for  

25 March 2021 
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Appendix 7.10 Met Éireann Weather Report: Weather and Sea State Conditions for  

25 March 2021 
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APPENDIX 7.11
 
 
Appendix 7.11 Met Éireann: 24-hour Sea Area Forecasts 00.00 hrs on 25, 26, 27 and 28 

March 2021 
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Appendix 7.11 Met Éireann: 24-hour Sea Area Forecasts 00.00 hrs on 25, 26, 27 and 28 

March 2021 
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Appendix 7.11 Met Éireann: 24-hour Sea Area Forecasts 00.00 hrs on 25, 26, 27 and 28 

March 2021 
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Appendix 7.11 Met Éireann: 24-hour Sea Area Forecasts 00.00 hrs on 25, 26, 27 and 28 

March 2021 
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APPENDIX 7.12
 
 
Appendix 7.12 Marine Rescue Sub Centre Valentia SITREP1/UIIN0469/21 26 0936Z Mar 

21 – FV Ellie Adhamh Broken Down 
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APPENDIX 7.12
 
 
Appendix 7.12 Marine Rescue Sub Centre Valentia SITREP2/UIINO469/21 26 1258Z Mar 

21 – FV Ellie Adhamh Reported Position and Chart 
 

!
!
!

!
!
!
!
!

silas-cloud.department.irl/#/incident?id=UIIN0469%2F21&incidents=UIIN0469%2F21 1/1

F/V ELLIE ADHAMH BROKEN DOWN
UIIN0469/21
MRSC Valentia

SITREPs

SITREP2/UIIN0469/21
Transmission ROUTINE

Entry Date 26 1258Z Mar 21

From MRSC Valentia  

To MRSC VALENTIA SITREP GROUP  

SITREP Number TWO

Incident F/V ELLIE ADHAMH BROKEN DOWN

Reference Number SITREP2/UIIN0469/21

A. ID of Casualty ELLIE ADHAMH

B. Position 51°37.00'N 011°54.30'W  

C. Situation FV ELLIE ADHAMH BKN DOWN,POS 51 38N,011 48W

D. Number of Persons 7

E. Assistance Required TOW TO C.T.BERE

F. Coordinating RCC MRSC Valentia  

G. Description of Casualty 22MT FV

H. Weather On Scene Wind: 8, W / Sea: High / Swell: Low wave / Water Temp: 11°C / Sitrep Weather-Time: 
26 1258Z Mar 21

J. Initial Actions Taken ORGANISE TOW

K. Search Area N/A

L. Coordinating Instructions TOW

M. Future Plans None

N. Additional Information 1102,FV MONICA 2 ADV WX VERY POOR,LEAVING TO STEAM ASHORE,OK 
1200,ELLIE ADHAMH ADV WX VERY POOR 
1209,TUG OCEAN BANK STOVE IN TWO WINDOWS UNABLE TO PROCEED,RTN CTB 
1214,NAVAL OPS,REQ GB SHAW TO ASSIST 
1306,GB SHAW PROCEEDING,ETA 6HR,ELLIE ADHAMH ADVISED 
1326,R115 A/BRN ETA 1HR 18MINS 
1444,R115 ON SCENE,COMMS WITH VL 
1452,R115 ADV CREW NOT REQ EVAC,HAPPY TO STAY ONBOARD,R115 RELEASED 
TO CT BERE PAD 
1453,GBS ADV WILL BE UNABLE TO TOW VL WHEN ON SCENE DUE TO WX 
1513,OWNER TALKING TO TUG COMPANY AND REVERT ASAP
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Appendix 7.12 Marine Rescue Sub Centre Valentia SITREP2/UIINO469/21 26 1258Z Mar 

21 – FV Ellie Adhamh Reported Position and Chart 
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APPENDIX 7.12
 
 
Appendix 7.12 National Maritime Operations Centre Dublin SITREP1/UIIN0476/21 26 

1832Z Mar 21 – Emergency Position Indicating Radio Beacon Activation 
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APPENDIX 7.12
 
 
Appendix 7.12 National Maritime Operations Centre Dublin SITREP1/UIIN0476/21 26 

1832Z Mar 21 – Emergency Position Indicating Radio Beacon Activation 
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APPENDIX 7.13
 
 
Appendix 7.13 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP3/UIINO469/21 26 1647Z Mar 21 – Emergency Position Indicating 
Radio Beacon Activation Reported Position and Chart 
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Appendix 7.13 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP3/UIINO469/21 26 1647Z Mar 21 – Emergency Position Indicating 
Radio Beacon Activation Reported Position and Chart 

 
!

!
!

!
!
!
!
!
!
!
!

! !

Cont.

146



APPENDIX 7.14
 
 
Appendix 7.14 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP4/UIINO469/21 26 1837 Z Mar 21 

!
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Appendix 7.15 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP5/UIINO469/21 26 2258Z Mar 21 
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APPENDIX 7.16
 
 
Appendix 7.16 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP6/UIINO469/21 27 0818Z Mar 21 
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APPENDIX 7.17
 
 
Appendix 7.17 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP7/UIINO469/21 27 1117Z Mar 21 - FV Ellie Adhamh Taken in Tow 
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Appendix 7.17 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP7/UIINO469/21 27 1117Z Mar 21 - FV Ellie Adhamh Taken in Tow 
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APPENDIX 7.18
 
 
Appendix 7.18 Naval Vessel Warship Electronic Chart Display and Information System 

Towing Operation Plot 
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APPENDIX 7.19
 
 
Appendix 7.19 FV Ellie Adhamh Taken in Tow Position (screengrab from the Warship 

Electronic Chart Display and Information System onboard the Naval 
Vessel) 
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Appendix 7.20 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP8/UIINO469/21 27 1356Z Mar 21 
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Appendix 7.20 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP8/UIINO469/21 27 1356Z Mar 21 
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APPENDIX 7.21
 
 
Appendix 7.21 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP9/UIINO469/21 27 1732Z Mar 21 
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Appendix 7.21 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP9/UIINO469/21 27 1732Z Mar 21 
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Appendix 7.22 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP10/UIINO469/21 27 1751Z Mar 21 
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Appendix 7.22 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP10/UIINO469/21 27 1751Z Mar 21 
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Appendix 7.23 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP11/UIINO469/21 27 1859Z Mar 21 
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Appendix 7.23 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP11/UIINO469/21 27 1859Z Mar 21 
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Appendix 7.24 FV Ellie Adhamh Towline Breaks - Chart Position 
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APPENDIX 7.25
 
 
Appendix 7.25 National Maritime Operations Centre Dublin SITREP1 and Final 

UIINO484/21 27 1953Z Mar 21 
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Appendix 7.25 National Maritime Operations Centre Dublin SITREP1 and Final 

UIINO484/21 27 1953Z Mar 21 
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Appendix 7.26 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP12/UIINO469/21 27 2057Z Mar 21 
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Appendix 7.26 Marine Rescue Sub Centre Valentia Search and Rescue 

SITREP12/UIINO469/21 27 2057Z Mar 21 
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Appendix 7.27 Marine Rescue Coordination Centre Dublin Salvage and Recovery 

Operation SITREP/UIIN0485/21 28 0152Z Mar 21
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Appendix 7.27 Marine Rescue Coordination Centre Dublin Salvage and Recovery 

Operation SITREP/UIIN0485/21 28 0152Z Mar 21
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Appendix 7.28 Marine Rescue Sub Centre Valentia Salvage and Recovery Operation for 

FV Ellie Adhamh SITREP UIIN0485/21 1250Z Mar 21  
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Appendix 7.29 FV Ellie Adhamh Reported Sunk - Chart Position 
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Appendix 7.30 FV Ellie Adhamh Sinking 
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Appendix 7.31 Irish Coast Guard Photograph Taken 27 March 2021 
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Appendix 7.32 A. Photograph of FV Ellie Adhamh showing the Bulbous Bow’s Bulb in 

the Air as the Vessel Sank 
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Appendix 7.32 B. Image of Point of Contact 
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Appendix 7.33 FV Ellie Adhamh Hatch Plan - Main Deck and Lower Deck 
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Appendix 7.34 FV Ellie Adhamh Hatch Plan – List of Hatches and Doors 
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Appendix 7.35 Still from Irish Coast Guard Footage – Vessel Under Tow 
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Appendix 7.36 Stills from Irish Coast Guard Footage – Vessel Listing to Port (28 March 

2021) 
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Appendix 7.37 Meproduction Mekanord Gearbox Hydraulic Clutch Operating System 

Manual (Pages 5, 32, 33, 38, 39 and 41)  
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Appendix 7.37 Meproduction Mekanord Gearbox Hydraulic Clutch Operating System 

Manual (Pages 5, 32, 33, 38, 39 and 41)  
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Appendix 7.37 Meproduction Mekanord Gearbox Hydraulic Clutch Operating System 

Manual (Pages 5, 32, 33, 38, 39 and 41)  
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Appendix 7.37 Meproduction Mekanord Gearbox Hydraulic Clutch Operating System 

Manual (Pages 5, 32, 33, 38, 39 and 41)  
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Appendix 7.37 Meproduction Mekanord Gearbox Hydraulic Clutch Operating System 

Manual (Pages 5, 32, 33, 38, 39 and 41)  
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Appendix 7.37 Meproduction Mekanord Gearbox Hydraulic Clutch Operating System 

Manual (Pages 5, 32, 33, 38, 39 and 41)  
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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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Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response

CORRESPONDENCE 8.1

Marine Casualty Investigation Board 
Leeson Lane,  
Dublin 2,  
Ireland 
Email: info@mcib.ie 

29 August 2023 

Re: Sinking of the Fishing Vessel Ellie Ádhamh 

Dear Sir or Madam, 

The owners of the Ellie Ádhamh understand the importance of reports made by the MCIB to prevent 
casualties in the future and to recommend safer working conditions. 

I hope that some of the recommendations of this report can improve and prevent incidents in the 
future. However, I have found many false claims and inaccurate information while reviewing this 
report which are noted below. I also believe that in order to complete an accurate report that all 
relevant information should be obtained before giving thoughts as to why the Ellie Ádhamh sank on 
the 28th March 2021. I do not believe that the vessel ultimately sank due to the conclusions and 
reasons listed in this report. I believe the investigation into the sinking was not fully completed, and 
that important aspects of the incident were played down and not taken seriously. 

Conflict 

The Author of this report is Mr. Robert Scarrott. He is a former member of the Irish Naval Service. 
The company, through its Solicitor, objected to his appointment on the time as it is the belief of the 
company that the collision between the Ellie Adhamh and the LE George Bernard Shaw contributed in 
a meaningful way.  

The report states that although there was hull contact, the unnamed On-scene co-ordinator) OSC 
“recounted that there appeared to be no physical damage to the casualty vessel bows but some 
superficial damage to the e port side main deck railings of the naval vessel”. This is far from 
accurate.  

We attach photograph and a video of the collision and the aftermath of the collision. The photographs 
are of damage sustained by the Naval Vessel and is evidently not restricted to the main deck railings.  

There is a clear picture of internal damage to the naval vessel on the inside bulk head which tells a 
picture of a substantial collision. There is visible evidence of damage done to the casualty vessel after 
the collision. 

The damage was far from superficial. 

Further, the Naval vessel went to dry dock for repairs shortly after the collision. 

In a phone call from the Captain of the Naval Vessel to the Master of the Ellie Ádhamh in the days 
after the sinking, the Captain stated that after towing the unmanned Ellie Ádhamh, he had to get his 
crew to safety as the navy ship was taking on water through it’s fore locker. 

It is our belief that the collision was deliberately downplayed and the history of the Surveyor now 
taints the report in full. 
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In terms of how the collision came to be is also ignored by the draft report which is of interest 
especially when one considers that the purpose of the investigation is to prevent such incidents from 
happening again. 

 
The Circumstances were as follows: 

LE George Bernard Shaw approached the casualty vessel under the cover of dark. The sea was about 
25 to 30 feet with winds at 34/40 knots. The Master of the Casualty vessel requested if the Naval 
Vessel could dispatch a rib to bring over the tow line. 

He was advised that this was not possible as it was too dangerous. The naval vessel approach the 
casualty vessel downwind.  As the naval vessel approached the Ellie Ádhamh, as can be seen on the 
video, went up on a swell on the starboard side and the two vessels collided.  

Electrical Circuit 

There were no changes made to the electrical circuit of the main switchboard. There are several 
references to changes being made to the electrical circuit throughout this report. This is untrue. The 
owners confirm that no changes were made to the electrical circuits aboard the vessel.  

The highly skilled and experienced certified electricians who worked aboard the Ellie Ádhamh can 
attest to the fact that no changes were made to the electrical circuits. The electrician regards the 
description of the electrical system in this report to be inconsistent with the electrical system that was 
aboard the Ellie Ádhamh from her date of construction.  

The electrician requests to speak to the investigator regarding the claims made in this report. 
Furthermore, the electrician states that any electrical failures that occurred in the past were 
investigated thoroughly and resolved effectively.  

The electrical system was inspected thoroughly by BV in 2019. See below section titled ‘BV’. 

Therefore, any references to electrical system changes not being approved by BV and the MSO are 
irrelevant, and was not a factor in the sinking of the vessel. The owners agree that spare circuit 
breakers should be carried aboard vessels in case of a breaker failure. 

 

Waste Discharge Chute 

The original waste discharge chute was relocated to the port side of the working deck in 2012. The 
reason for the change was to create a safer and more efficient work space for the crew aboard the Ellie 
Ádhamh.  

It was the same chute as was on the starboard side and therefore was the same type and mechanism. 
Therefore it is inaccurate to surmise, ‘that the flap or hatch on the Chute was of insufficiently robust 
construction and would have led to instructions for remedial work,’ as stated by the investigator in this 
report(4.6.10).  

Furthermore, the results of thickness report in 2019 shows the assertion contained in the report to be 
inaccurate. See thickness report. 

A drawing of the process flow diagram showing the location of the waste discharge chute was 
submitted and reviewed by the Sea Fisheries Protection Authority in 2016 and it was stated that ‘the 
current facilities are working and are being well maintained’. See SFPA diagram and report 
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In preparation for the MSO survey in January 2021, the chute was inspected by both the Owner and 
Skipper to ensure watertightness. This included opening and closing the top hatch cover and waste 
chute door, and spraying the hatch cover and door with a deck hose to detect any leaking. They 
concluded that the waste discharge chute was operating successfully at this time. 

The owner, who built and skippered the trawler for 6 years after the chute had been relocated, insists 
that there was never any water ingress through the waste chute. The vessel was towed in in similar 
weather conditions, with the port side chute often being submerged and no water entering the deck 
from the discharge waste chute.  

The owners have a great understanding of the importance of a weathertight ship, particularly in the 
weather the Ellie Ádhamh had to continuously work in. The trawler had been in much worse weather 
than the weather during the incident. Generally, when the trawler was in bad weather it would dodge, 
meaning it would power down and work only on the shore generator. The owner and skipper never 
recalls water coming through the water chute once the hatch was shut, even in storm force weather 
with heavy rolls to port, whilst dodging or steaming. In 2014, while the trawler was dodging during 
adverse weather conditions, a rogue wave hit the trawler on the port side. The wave broke the port 
side window on the wheelhouse. These sea swells and waves were worse than the conditions in March 
2021, and yet no water came through the waste discharge chute. 

 If there were any issues that arouse from the relocating of the waste chute, the trawler would not have 
been sent to sea. 

As the chute had been inspected by BV during her years in class and during MSO surveys, the owner 
believed that BV and the MSO were satisfied with the changes. 

The chute was inspected by the MSO as part of initial and intermediate surveys from 2012 onwards. It 
was also inspected during Bureau Veritas surveys. See below Bureau Veritas and MSO. 

The Skipper, at the time of the incident, denies that he told the investigator that the spindle of the 
waste chute was missing. He maintains that the water was entering via the lever of the chute- ‘a gap 
no bigger than a garden hose.’ 

Bilge Pumping 

The report states that 3 deck pumps were removed and blocked off on the main deck influencing the 
stability of the vessel and resulting in a 60% reduction in pumping capacity. This is untrue. There 
were 4 deck pumps aboard the Ellie Ádhamh.  

Two located on the port side and two located on the starboard side.  

The starboard aft deck pump was not welded blocked and the owners, skipper and electrician can 
attest to the fact that the deck pump was operating prior to departure of the vessels final voyage.  

The skipper denies ever saying, ‘that three deck pumps on the starboard side had been considered 
redundant’. The starboard fore deck pump was made redundant in 2012 as water never gathered in 
this area. Therefore, there was no reduction in the pumping capacity of the main decks. The removal 
of this deck pump never caused concern to BV or the MSO in surveys post 2012.  

Crew Training 

The report claims that none of the deckhands had safety training. This is untrue. Crew members A, B, 
C and D had safety training, Issued under the STCW Convention 1978 as amended, under the 
authority of the Government of the Republic of Poland by Maritime Office in Slupsk 
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Crew member A safety training is as follows; 

Certificate of Basic Safety Training in Personal Survival Techniques  

Certificate of Basic Training in Fire Prevention and Fire Fighting  

Certificate of Basic Training in Elementary First Aid  

Certificate of Basic Safety Training  in Personal Safety and Social Responsibilities  

Crew member B safety training is as follows; 

Certificate of Basic Safety Training in Personal Survival Techniques  

Certificate of Basic Training in Fire Prevention and Fire Fighting  

Certificate of Basic Training in Elementary First Aid  

Certificate of Basic Safety Training  in Personal Safety and Social Responsibilities  

Crew member C safety training is as follows; 

Certificate of Basic Safety Training in Personal Survival Techniques  

Certificate of Basic Training in Fire Prevention and Fire Fighting  

Certificate of Basic Training in Elementary First Aid  

Certificate of Basic Safety Training in Personal Safety and Social Responsibilities  

Crew member D had basic safety training. 

Crew members A and B had their safety cards reviewed by the MSO in surveys 

See attached CREW MEMBER A  certs, Crew Member B certs  

One of the Egyptian crew had showed Dinah Busher a copy of his safety training card when he started 
working on the trawler. Ms Busher  has since been made aware since that the card shown belonged to 
a different man with the same name. 

The second Egyptian man confirmed he had sea safety training that was obtained in Italy and that he 
was trying to get it posted to Ireland. 

 I would recommend that a system be put in place where owners can require verification of training 
card numbers. 

B.V 

The owners of the Ellie Ádhamh found Bureau Veritas surveys to be very thorough inspections of the 
trawler. 

Between 3 January 2019 to 15 February 2019 the Ellie Ádhamh was subject to a series of thorough 
surveys by Bureau Veritas. The gearbox was replaced in 2018 which resulted in the trawler being tied 
up for a period of 9months, the surveyor wanted to ensure the seaworthiness of the vessel. 

The surveys included; 

Hull Annual Survey, Machinery Annual Survey, Periodical Bottom Survey in Dry Dock, Hull special 
Survey, Machinery Special Survey, Centre Tail shaft Complete Survey. 

Below are some of the items the surveyor advised would be inspected; 
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- "Megger" (electrical resistance) test results for all electrical alternators, motors switch board 
and sub systems 

- Confirmation Battery starting arrangements & back-up battery for emergency supply is OK. 
- Confirmation electrical system is in working order / as built. (e.g. Navigation lights) 
- Confirmation engine (main & generator) control and safety systems are functional 
- Bilge pumping 
- Check of seals and condition of watertight hatches, doors & ventilation dampers. 
- Satisfactory Thickness test results 
- Engine and gearbox maintenance report 
- Generator maintenance logs 
- Outer shell plating above the waterline, relevant shell doors and accessible parts of the 

rudder(s). 
- Sidescuttles and deadlights, chutes and other openings with their means of closure. 
- Inlets, scuppers, and sanitary discharges, valves on discharge lines and their controls. 
- Verification that no alterations have been made to the hull or superstructures that would affect 

the position of the load lines. 
- Watertight integrity of the closures to any openings in the ship’s side shell below the 

freeboard deck 

A sea trial was also completed as part of the survey. 

See attached BV items for inspection emails 

The surveyor attended the trawler in drydock and over saw an ultrasonic inspection which included all 
bottom plating, all side shell/wind and water plating, transverse band at fr22(midships), all 
weatherdeck plating, main hatch covers and coamings, forward collision bulkhead, engine room 
bulkhead, sea chests and fire main. Results were found to be satisfactory, including areas of the waste 
chute.  

On the 12th Feb the surveyor attended the trawler again with the two owners to inspect the remaining 
items listed above. This included examination of the overboard waste chute, which was found to be 
satisfactory.  

The satisfactory meggar test results were also reviewed by the surveyor. See attached report analysis 
*** 
 
It also shows that the two transformers and their circuits were operating successfully. 

 In total, the surveyor spent 11.5hrs inspecting and surveying the trawler, resulting in a cost of 
£15,710.03GBP to the owners from BV. See attached Invoice, working hours 

The Ellie Ádhamh was granted a Certificate Of Classification from Bureau Veritas on the 19/02/2019 
with an expiry of 10/10/2023. See attached BV COC. 

An annual survey was conducted in the 20/01/2020 with a list of items to be dealt with. All items 
were corrected bar an engine order telegraph for the engine room. The item needed to be replaced but 
this specific type was proving difficult to source.  

After speaking with BV in March 2020 they said the owner could seek an exemption for the telegraph 
and set up a working talk back system instead. By 25th  March all items from the original list had been 
dealt with. Unfortunately, due to precautionary measures being taken by the vessel during the Covid 
19 pandemic, we were prevented from arranging a survey to check the engine order telegraph and 
issue the certificate. The owner did not receive written notification from BV that classification had 
been withdrawn. I 
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t was planned that BV would attend the drydocking of the trawler in May 21, covid regulations 
permitting. 

See attached BV annual survey defect list 

See email from bv about exemption 

The decision to allow withdrawal of BV certification in 2016 was due to major refurbishment works 
being carried out to the vessel that year. The main engine was overhauled, costing €194,788.68.  

The vessel also returned to the Spanish shipyard in which it was built to undergo repairs, 
maintenance, painting and refurbishments, totalling €156,000.  

All works were reviewed by Bureau Veritas when reinstating classification.  

MSO 

The owners of the Ellie Ádhamh found that surveys conducted by the MSO were always very 
thorough and demanding but welcomed these surveys as a means to keep the trawler and crew safe. 

The Ellie Ádhamh underwent an ‘initial survey’ from the MSO in December 2012. At the time, the 
chute had been relocated to the port side and the deck pump had been decommissioned and welded 
shut. The owner recalls the waste chute being tested and examined by the surveyor for watertightness 
at this time. Below are requirements for an initial survey according to SI 640/2007 Regulation 7- 

7. (1) Every vessel
shall be subject to
the following
surveys— 
 

 (a) an initial survey before the vessel is put into service or before a Fishing 
Vessel Safety Certificate is issued for the first time, which shall— 

 
(i) include a complete survey of its structure, stability, machinery, fittings, 

arrangements and material, including the outside of the vessel’s hull and the 
inside and outside of the boilers and equipment in so far as the vessel is 
covered by these Regulations, 

 

 

(ii) be such as to ensure that the arrangements, materials, and scantlings 
of the structure, boilers, and other pressure vessels and their appurtenances, 
main and auxiliary machinery, electrical installations, radio installations 
including those used in life-saving appliances, fire protection, fire safety 
systems and appliances, life-saving appliances and arrangements, ship borne 
navigation equipment, nautical publications and other equipment fully comply 
with the requirements of these Regulations, 

 

 

(iii) be such as to ensure that the workmanship of all parts of the vessel 
and its equipment is in all respects satisfactory and that the vessel is provided 
with the lights, means of making sound signals and distress signals, required 
by these Regulations and the International Regulations for Preventing 
Collisions at Sea currently in force, and …. 

   
The surveyor declared that, ‘the survey showed that the vessel fully complies with the requirements of 
the Merchant Shipping (Safety of Fishing Vessels) Regulations 2007’ See attached MSO initial 
survey report 

No changes were made to the vessels hull following this survey. 
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Intermediate surveys were carried out in 2015 and according to SI 640/2007 Regulation 7 

(3) In addition to the periodical survey required in paragraph (1)(b)(i), intermediate surveys with 
regard to the structure and machinery of the vessel at intervals of 2 years shall be carried out. The 
survey shall ensure that alterations, which would adversely affect the safety of the vessel or the crew, 
have not been made. 

The vessels Fishing Vessel Safety Certificate was renewed on the 08/03/2017. 

 

Notes on Report Items- 

1.4 It was approximately 06:00 on Friday 26 March that the trawler lost all power, not 04:00 as stated 
in the report. 

1.5 Valentia coastguard was contacted by the owners at 08:30 on the 26th March to inform them of the 
vessels situation and current position. A tug was also being sourced and organised at this time. A tug 
was enroute to the Ellie Ádhamh by 09:00. 

1.6 this paragraph is misleading and leads one to believe that there was a considerable amount of 
water entering the deck between the hours of 11:00am and the arrival of the Naval ship. There was 
water on deck from the abandoned fishing operations the night before. The deck pumps had become 
blocked from the catch debris. The water on board was of no concern to the skipper at this stage but 
he requested pumps as he had no means to clear the water from the deck. 

1.7 It should be mentioned here that there was a collision between the LE George Bernard Shaw and 
the Ellie Ádhamh, as it is a significant detail that has been omitted from the ‘summary’. 

1.9 It is unclear if the towline broke at 19:22. According to VMS, The Ellie Ádhamh was still making 
way under tow by the naval ship after 20:00. 

2.3.2 as stated previously, there were 4 deck pumps on the working deck. Appendix 7.2 Plan of The 
Main Deck post 2012 alteration is incorrect as the aft starboard bilge pump was not welded blocked. 

2.4.6 the MCIB requested maintenance records of changes done to the electrical systems. There were 
no changes made to the electrical system. 

2.4.33 This section is irrelevant. The authorities, contrary to the orders of the Harbour Master, ordered 
the skipper to dock in a berth that had insufficient water. She went aground and was hanging from the 
wall by ropes. The water could have entered from anywhere (bilges, doors, hatches) as they were 
ashore and not expected to be battened down. The vessel was inspected by the MSO on return to 
Ireland and was allowed to return to sea. 

2.5 See crew training in the owners comments above.  

Crew agreements were completed the end of January 2021 when the crew returned to the trawler after 
their holidays.  

The vessel was insured. 

2.5.8.2 crew members C and D had a good command of the English language. Crew members E and F 
had an adequate understanding of spoken English. 

2.5.8.3 Crew members A and B were not responsible for the operation of the ship and fishing 
operations. Those were the responsibilities of the skipper. Crew members A and B were responsible 
for the quality of the catch and ensuring packing weights were correct, they worked on the factory 
deck with the rest of the crew. 
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2.5.11 the skipper was waiting to complete his oral examinations which had been postponed due to the 
Covid 19 pandemic. 

2.6 The Ellie Ádhamh never fished for scallops 

2.6.2 the spindle for the waste chute was not missing at the time of the incident. The bush orifice was 
allowing water leak in around the lever. The skipper states he never told the investigator that a spindle 
was missing. He said the rubber bushing was missing 

2.9.3 It was approximately 06:00 on Friday 26 March that the trawler lost all power, not 04:00 as 
stated in the report. 

2.9.4 There was water on deck from the abandoned fishing operations the night before. The deck 
pumps had become blocked from the catch debris. The water on board was of no concern to the 
skipper at this stage but he requested pumps as he had no means to pump the water from the deck. 

The spindle was not missing. 

The discharge chutes top hatch was watertight. 

2.9.5 it was the skipper of the FV Monica who contacted the owners, as the skipper onboard the Ellie 
Ádhamh had no way of contacting the owners. 

The coastguard was notified of the vessel’s situation at 08:30 by the owners.  

The skipper had no means of relaying messages to the owners once the Monica headed for port.  

2.10.3  

12.58hrs- the trawler was less than 55nm from Castletownbere at this stage as stated in 1.5 of this 
report and confirmed by the skipper of the Monica, who took the vessels position before returning to 
port. 

16:41 the skipper was instructed to activate the EPIRB by the coastguard earlier, so that they could 
find the vessels position. The position given from the EPIRB was 51 33N, 011 42W 

18:33 it should be added that the vessel was within 45nm of the Bullrock 

06:39 they were not trying to establish a tow line at this time. They were doing some manoeuvres to 
make sure no vessesl were in the vicinity. 

08:39 it should be noted that two tonnes of water on board the working deck of the Ellie Ádhamh was 
not a significant amount of water. 

10:40 appendix 7.19- FV Ellie Adhamh taken in Tow Position should be disregarded. The navy states 
they established a tow on 27 March 10:48 at position 51 38.00N 11 48.00W. The EPIRB let off the 
previous evening at 16:41 established the Ellie Ádhamh was at 51 33N, 011 42W. Rescue 115 
established the Ellie Ádhamh was at position 51 34N, 011 31W at 18:33 on the 26th March. This is 
11nm east from where the Navy say they established a tow.  

16hrs past between the position Rescue 117 gave of the vessel to when the Navy established a tow. 
The winds were constantly blowing from the west, pushing the vessel towards the coast in an easterly 
direction.  

Therefore, the plotting information given by the Navy to the investigator is incorrect and should be 
disregarded. 

15:23 The skipper requested the naval officer to slow the tow so that the water could settle and he 
could pump the water from the deck. The naval officer refused and instead brought the towing course 
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around into the weather. At this time, the coastguard and VMS show that the vessel was only 10nm 
from the Bullrock. 

16:02 the skipper stated that he had pumped out the water on the main deck to a low level of about 1 
to 2 foot. He requested the naval officer to “make haste” for Castletownbere. The naval officer 
overruled his decision and ordered him to abandon ship. 

19:22 VMS records from the Ellie Ádhamh show that she was moving at 4knts at approx. 20:00 at 
position 51 28.59N 010 38W 

3.4 any electrical problems aboard the Ellie Ádhamh were always investigated thoroughly and 
repaired. This can be confirmed by the boats contracted electrician. 

The Skipper did not make this request to the owner to procure a spare breaker switch. The skipper 
denies having said this. 

3.5 The Skipper requested a breaker switch from the coastguard, he also requested a breaker switch 
from the naval vessel. 

3.10 “although power was still being supplied to the chute”, there was no power supply to the chute. 

The skipper had been instructed by the coastguard earlier in the day to activate the EPIRB so the 
coastguard could see their position. 

3.15 at approx. 05:30 the morning of the 27 March, the skipper requested that they begin attempting 
to secure a towline as the weather had become more calm and was forecast to worsen. The Navy 
commander refused and stated that the ship had to preform some operations that required passing up 
and down the Ellie Ádhamh to ensure the area was free of traffic. These manoeuvres continued for at 
least an hour before the navy vessel decided to attempt passing a line to the Ellie Ádhamh. 

The Captain of the Navy ship also stated that there was damage done to his ships fore locker. There is 
also obvious damage to the bow of the Ellie Ádhamh. 

The Captain of the navy ship instructed that he was going to try the manoeuvre again but the skipper 
of the Ellie Ádhamh advised against it. 

3.17 The skipper did not state that the spindle on the waste chute was missing. 

3.18 The vessel also had two starboard side deck pumps. 

3.22 It was a crew member on the Ellie Ádhamh that came up with the idea to get the towline 
attached, and that should be mentioned here. A rope, connected to the bridle from the Ellie Ádhamh 
was attached to a float and thrown into the water. When the Ellie Ádhamh drifted from the float it was 
safe for the crew of the navy vessel to approach the float and pick up the bridle and attach it to their 
towline. 

3.23 The water on the main deck of the Ellie Ádhamh had been cleared. It was only when the towing 
commenced, after the collision, that the trawler began to list to port and take on more water. The 
bulbous bow had been damaged after the collision and may have been creating a drag while being 
towed by the Navy. 

3.26 The sill plating that divided the deck was about 0.5m high. Water may very wel have breached 
the sill as the vessel was leaning to port. The statement from the crew that ‘he thought the fish hold 
was flooding from this small hatch’ cannot be true. The hatch cover to the fishhold was located at the 
port aft side of the working deck and was at a height of at least .7m. The skipper confirmed that the 
hatch door was secured closed. This hatch was tested for watertightness by the owner and skipper in 
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January 2021 as part of the MSO survey. If there was water entering the fish hold it was entering from 
another location. 

The cabin escape hatch was also tested for watertightness in preparation for the MSO survey in 
January 2021. If there was water in the accommodation area, the crew were either using the hatch to 
get from the deck to the cabins, or vica versa, or there was water entering the accommodation from 
another area other than the watertight cabin escape hatch. 

3.28 it should be noted that the skipper of the Ellie Ádhamh should not have been ordered by the 
Naval commander to launch the vessel life rafts. The vessel was under tow at the time and life rafts 
should not be launched on a moving vessel- hence why the life raft was lost. When the skipper 
reported the lost life raft to the Navy commander he was ordered by the commander to launch the 
second life raft, which was also lost, leaving the vessel with no life rafts. A recommendation should be 
made in this report pertaining to the common practices of launching a life raft aboard a moving vessel. 

The skipper also advised the Navy ship that he had successfully resumed pumping and that the water 
from the main deck was cleared. The skipper insisted on staying aboard the vessel to continue 
monitoring the water situation and resume pumping if necessary. The Navy commander overruled this 
decision and ordered the skipper to abandon ship. The skipper was hoisted from the trawler 
unwillingly. 

3.29 The skipper claims he never told the investigator of the MCIB that the dry locker door was left 
open on his departure of the vessel. 

3.30 By 18:55 the crew had all been airlifted from the vessel and the George Bernard Shaw continued 
to tow the vessel west, away from the coast. 

VMS records from the Ellie Ádhamh show that she was moving at 4knts towards the coast after the 
turn was made at position 51 28.59N 010 38W, sometime after the Navy reported the tow line 
departed. At 23:00 she was traveling at .9knts. 

At 20:30 Valentia contacted the owners to say the tow line had departed. 

3.31 the only way the vessel could be bow down is if there was water in the fore peak, located in an 
area behind the bulbous bow 

4. the analysis fails to mention the damage done to the Ellie Ádhamh after the collision.

4.1 & 4.2 There were no changes made to the electrical circuit of the vessel. Any issues were always 
thoroughly investigated and repaired. See comments ‘Electrical Circuit’ above. 

4.4 see comments titled ‘waste discharge chute’ above. 

4.5 see comments titled ‘crew training’ above. 

4.6 see Bureau Veritas comments above 

4.6.1 reference is made to a hole. The hole was very small and not capable of sinking a vessel. 

4.6.4 the vessel had undergone an interim survey. Watertightness is tested which would have included 
the bolts used to secure the closing. 

4.6.5 a single bilge pump was removed. This was at the bow of the boat. There were two bilge pumps 
on the port and two on the starboard. 

4.6. the use of the phrase “it is feasible” is not appropriate. In 2019 a Hull thickness test was carried 
out. Please see attached. A reference is made to an incident in Cornwall. The authorities ordered the 
skipper to dock in a berth that had insufficient water. She went aground and was hanging from the 
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wall by ropes. The water could have entered from anywhere (bilges, doors, hatches) as they were 
ashore and not expected to be battened down. It is not relevant.  

4.6.8 There is a claim made that there was a 60% reduction in bilge pump capacity. As indicated there 
was 5 pumps on board when the company acquired the vessel and after the removal of the forward 
pump, 4 remained. Nothing was done to the port side. 

4.6.9 this would appear to be speculation as the pumps stopped working because of the power loss. 

4.6.10 BV carried out annual surveys and reviews. They were always to the highest standard. 
Everything was examined and it is not the case that they only look changes made. They look at 
everything. See comments titled ‘Bureau Veritas’ above. 

4.7 see comments titles ‘MSO’ above. 

4.7.1 See ‘Bilge Pumping’ comments above 

4.7.3 The MSO carried out surveys as required 2 and 4 years. They were always to the highest 
standard. Everything was examined and it is not the case that they only look changes made. They look 
at everything. 

4.8 see ‘Bureau Veritas’ and ‘MSO’ comments above 

4.8.1 if there is an opening on a vessel BV check that opening. 

4.8.2 the MSO are a competent Authority who know their business. They do not perform inspection 
on the basis of any other bodies survey. They do their own. 

4.8.4 in 2020 the vessel had been inspected by BV and a list of defects were provided. They were 
remedied but COVID meant that the return survey was not carried out. Please see emails attached. 

4.8.7 it is denied that the Skipper said that there was a leak though a lid. It was through the leaver. 

4.11 

One would not consider a bent bulbous bow and pierced hull and structure to be ‘minor damages’. 

4.11.3 it should be noted that The tow rope from the LE George Bernard Shaw was recovered, intact, 
by a local fishing vessel. If it was the tow line from the Ellie Ádhamh that broke it should have been 
still attached to the Navy vessel rope or still attached to the Ellie Ádhamh 

Conclusion 

The vessel had little to no water aboard for 33hrs after the power was lost. From the time of the power 
failure to the time that the Navy took the vessel under tow, the Ellie Ádhamh had travelled over 
110nm towards the coast. The situation only began to deteriorate after the Navy collided with the Ellie 
Ádhamh. The persons who reviewed the footage of the collision and decided that it could not be a 
causative factor in the sinking of the Ellie Ádhamh, should not be investigating marine casualties.  

The determination of the Skipper of the Ellie Ádhamh and efforts of the crew were commendable, the 
skill from the skipper of the Monica 2 in quickly attaching a tow line was valiant, the efforts from 
Castletownbere RNLI, rescue 115 and rescue 117 were greatly appreciated. The offers from the Irish 
trawlers to take over the tow will never be forgotten and the owners regret that they were stood down 
by the Navy.  

Signed:___________________ 

For and on behalf of R&E Fishing Limited 
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ULTRASONIC INSPECTION REPORT 
EIS FORM No.17-003 Rev. 0 

REPORT No: 10001 DATE: 04-Jan-19 

CLIENT: 
 

R & E FISH 
WESTWINDS 
KFURZIESTOWN 
TACUMSHANE 
Co. WEXFORD 

CLIENT ORDER No / NDT REQ No: T.B.C. 

   

 CONTRACT No: NOT APPLICABLE 

   

ATTENTION: MS. DINAH BUSHER PROJECT REF / No: CLASS RENEWAL SURVEY 

EIS JOB No: 22837   

 

 
TECHCHNICICIAN:  NIALL O'BRIEN QUALIFICACATION:  PCN LEVEL II DATE:  04-Jan-19 

SISIGNATURE:   FIRM O OFFICACAL STASTAMP:P:   

INSPESPECTCTION AU AUTHORITY:Y:  BUREAU VERITAS   

CLCLIENT W WITNESS:S:     

 
 

 
Page 11 of 3333 

 

Directors: P. Dunne, M. Dunne, J. Byrne, A. Fitzgerald 
Company Reg. No. 342482. Reg. Office: Unit 734, Northwest Business Park, Kilshane Drive, Blanchardstown, Dublin 15, D15 F8PW 

V.A.T. No: IE 6362482U 

ENGINEERING INSPECTION SPECIALISTS LIMITED 
UNIT 734 NORTHWEST BUSINESS PARK KILSHANE DRIVE, BLANCHARDSTOWN, DUBLIN 15 
TEL 01 861 2011 FAX 01 861 2024 www.eisl.ie 

 

SITE: BERE ISLAND BOATYARD ITEM: HULL SURVEY 

WELD IDENT: NOT APPLICABLE SKETCH: YES ☒ NO ☐ PHOTO ☐ 

WELDING METHOD: NOT APPLICABLE 

WELD PROCEDURE No: NOT APPLICABLE EIS NDE PROCEDURE No: QC 9.2 

DESIGN CODE: B.V. ACCEPTANCE CRITERIA: B.V. CORROSION ALLOWANCE 

MATERIAL: CARBON STEEL SURFACE CONDITION: PAINTED 

HOLD TIMES: NOT APPLICABLE PWHT: NOT APPLICABLE 

TEMP AT TIME OF TEST: AMBIENT   
 

EQUIPMENT: KRAUTKRAMER USM36 SERIAL No: 15027566 CALIBRATED IN ACCORDANCE WITH: BS EN 12668-1:2013 

PROBES: KRAUTKRAMER COUPLANT: WATER CALIBRATION BLOCKS: IIW V1 & V2 
ANGLE FREQUENCY DIMENSIONS CRYSTAL CHECK IN ACCORDANCE 

WITH BS EN 12668-2:2013 
Twin Single 

0° 5MHz 10mm DIA ☒ ☐ Yes 
0° 10MHz 7mm DIA ☒ ☐ Yes 
      
      

SENSITIVITY: COMPRESSION – DAC FROM 3mm SDH + 8dB           SHEAR – DAC FROM 3mm SDH + 14dB 
SCAN PLAN: GRID SYSTEM % OF INSPECTION AS LISTED BELOW 

 

 
VESSEL: ELLIE ABHAMH – BV 03890F – HULL SURVEY JAN 2019 

Inspected items: 
1. All bottom plating 
2. All side shell / wind & water plating 
3. Transverse band @ Fr22 (midships) 
4. All weather deck plating 
5. Main hatch covers & coamings 
6. Forward collision bulkhead at Fr 39 
7. Engine room bulkhead at Fr 19 
8. Sea chests 
9. Fire main 

 
 
Please see the following pages for full inspection results. 
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Directors: P. Dunne, M. Dunne, J. Byrne, A. Fitzgerald 
Company Reg. No. 342482. Reg. Office: Unit 734, Northwest Business Park, Kilshane Drive, Blanchardstown, Dublin 15, D15 F8PW 

V.A.T. No: IE 6362482U 

ENGINEERING INSPECTION SPECIALISTS LIMITED 
UNIT 734 NORTHWEST BUSINESS PARK KILSHANE DRIVE, BLANCHARDSTOWN, DUBLIN 15 
TEL 01 861 2011 FAX 01 861 2024 www.eisl.ie 

 

General Particulars

Ship's name ELLIE ADHAMH

IMO number 9299238

Ship type TRAWLER

Class identity number 03890F

Port of registry WEXFORD

Gross tons 230

Deadweight

Date of build 10/03/2004

Classification society BUREAU VERITAS

Name of firm performing thickness measurement E.I.S. LIMITED

Thickness measurement firm certified by BUREAU VERITAS

Approval No. LDRO/PRO/20170712120222

Approval valid from 12/07/2017

Approval valid to 19/06/2020

Place of measurement BERE ISLAND BOATYARD

First date of measurement 04/01/2019

Last date of measurement 04/01/2019

Type of survey renewal

Cap survey No

Ships length less than 90 m Yes

Details of measurement equipment KRAUTKRAMER USM 36

Qualification of operator ASNT & PCN LEVEL II

Report number 10001

Consisting of 33 sheets.

Date 05/01/2019

Name of operator  NIALL O'BRIEN Name of surveyor  SHANE McCONNELL

Report reviewed for consistency, measurements partly attended

Signature of operator Signature of surveyor

Firm official stamp Classification Society Official Stamp

Yes No

Yes No
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Directors: P. Dunne, M. Dunne, J. Byrne, A. Fitzgerald 
Company Reg. No. 342482. Reg. Office: Unit 734, Northwest Business Park, Kilshane Drive, Blanchardstown, Dublin 15, D15 F8PW 

V.A.T. No: IE 6362482U 

ENGINEERING INSPECTION SPECIALISTS LIMITED 
UNIT 734 NORTHWEST BUSINESS PARK KILSHANE DRIVE, BLANCHARDSTOWN, DUBLIN 15 
TEL 01 861 2011 FAX 01 861 2024 www.eisl.ie 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Report preparation
If the ship doesn't have some of the following structural uncheck them

FALSE
TRUE

FALSE
FALSE

FALSE
FALSE
FALSE

FALSE
TRUE

FALSE
FALSE

FALSE
FALSE

If the ship doesn't have some of the following spaces uncheck them

FALSE
FALSE

Please indicate the location of transverse belts where UTM have been taken

first transverse belt at frame MIDSHIPS
second transverse belt at frame
third transverse belt at frame
fourth transverse belt at frame

Inner bottom

Inner deck

Topside sloping plating

Trunk deck

Hopper plating

Poop deck

Longitudinal bulkhead

Longitudinal bulkhead

Outer longitudinal bulkhead

Inner Longitudinal bulkhead

Upper stool

Lower stool

Centreline Longitudinal bulkhead

Forecastle deck 

Transverse bulkhead
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Directors: P. Dunne, M. Dunne, J. Byrne, A. Fitzgerald 
Company Reg. No. 342482. Reg. Office: Unit 734, Northwest Business Park, Kilshane Drive, Blanchardstown, Dublin 15, D15 F8PW 

V.A.T. No: IE 6362482U 

ENGINEERING INSPECTION SPECIALISTS LIMITED 
UNIT 734 NORTHWEST BUSINESS PARK KILSHANE DRIVE, BLANCHARDSTOWN, DUBLIN 15 
TEL 01 861 2011 FAX 01 861 2024 www.eisl.ie 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Report analysis

mm mm

Zone
Original

Gauged 
diminution D%

Permissib
le 

wastage
Deck 561 19.2 3.4 10
Neutral axis 498 14.5 2.9 15
Bottom 1088 32.8 3 10

Groups
Deck

Main deck 561 19.2 3.4 10
Neutral axis

Side shell plating 498 14.5 2.9 15
Bottom

Bilge and bottom strakes 1088 32.8 3 10
Other items

Transverse bulkheads plating 340 8.2 2.4 15

Area of excessive corrosion

Double click to open a form n° form Type form

207

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 55

 o
f 3

333
 

 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

      
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

   
   

Sk
et

ch
 1

 –
 H

ul
l p

la
tin

g 
(K

ee
l, 

Bo
tt

om
 &

 S
id

e 
Sh

el
l) 

     
 

   
 

                              

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

F1
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
F2

 
  

F6
 

 
F5

 
 

 
 

F4
 

 
 

 
 

F3
 

 
 

 
 

 
F1

A 
  

 
 

 
 

 
 

 
 

 
 

 
 

 
 

F2
A 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

F1
B 

  
E6

 
 

E5
 

 
 

 
E4

 
 

 
 

 
E3

 
 

 
E2

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

B1
 

 
 

 
 

 
 

 
E4

A 
 

 
 

 
E3

A 
 

 
 

 
 

 
 

 
 

D6
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
C6

 
 

 
 

D5
 

 
   

 D
4 

 
 

D3
 

 
 

D2
 

 
 

A1
A 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
B6

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
B6

A 
 

 
 

 
 

C5
 

 
   

 C
4 

 
 

 
 

 
B2

 
 

 
A1

 
 

 
 

A6
 

 
 

 
 

 
 

 
 

C3
 

 
 

 
 

 
 

K1
A 

 
 

 
 

 
 

 
B5

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
K6

A 
 

 
A5

 
 

 
   

 B
4 

 
 

B3
 

 
 

A2
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
 

 
K1

 
 

 
 

K6
 

 
 

K5
 

 
K4

 
 

 
 

K3
 

 
 

K2
 

 

208

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 66

 o
f 3

333
 

 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
 

      

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 B

O
TT

O
M

 P
LA

TI
N

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

EL
LI

E 
AD

HA
M

H
Cl

as
s 

Id
en

tit
y 

N°
03

89
0F

Re
po

rt 
N°

 1
00

01

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

11
th

 fw
d

10
th 9 8 7 6 5 4 3 2

K
1A

8
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
7.

7
7.

8
0.

3
3.

8
0.

2
2.

5
3.

1
1.

9
2.

0
2

K1
10

9.
7

9.
7

0.
3

3
0.

3
3

9.
8

9.
7

0.
2

2
0.

3
3

2.
5

3
2.

5
1

K2
10

9.
7

9.
8

0.
3

3
0.

2
2

9.
7

9.
7

0.
3

3
0.

3
3

3
2.

5
2.

5
Am

id
sh

ip
s

K3
10

9.
8

9.
7

0.
2

2
0.

3
3

9.
8

9.
6

0.
2

2
0.

4
4

2
3.

5
2.

5
1s

t a
ft

K4
10

9.
5

9.
7

0.
5

5
0.

3
3

9.
7

9.
7

0.
3

3
0.

3
3

4
3

2.
5

2n
d

K5
10

9.
5

9.
6

0.
5

5
0.

4
4

9.
7

9.
6

0.
3

3
0.

4
4

4
4

2.
5

3
K6

10
9.

8
9.

5
0.

2
2

0.
5

5
9.

6
9.

2
0.

4
4

0.
8

8
3

6.
5

2.
5

3
K

6A
10

9.
6

9.
5

0.
4

4
0.

5
5

9.
7

9.
4

0.
3

3
0.

6
6

3.
5

5.
5

2.
5

3 4 5 6t
h

7t
h

8t
h

9t
h

10
th

 S
tra

ke
 p

os
iti

on
   

  

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

P
la

te
 p

os
iti

on
N

o 
or

 L
et

te
r

K
E

E
L 

P
LA

TI
N

G

G
au

ge
d

O
rig

.
Th

k

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

209

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 77

 o
f 3

333
 

 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
      

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 B

O
TT

O
M

 P
LA

TI
N

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

EL
LI

E 
AD

HA
M

H
Cl

as
s 

Id
en

tit
y 

N°
03

89
0F

Re
po

rt 
N°

 1
00

01

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

10
th

9t
h 8 7 6 5 4 4 3 2

A1
A

8
7.

7
7.

8
0.

3
3.

8
0.

2
2.

5
7.

7
7.

7
0.

3
3.

8
0.

3
3.

8
3.

8
3.

1
2.

0
2

A1
8

7.
8

7.
8

0.
2

2.
5

0.
2

2.
5

7.
7

7.
8

0.
3

3.
8

0.
2

2.
5

3.
1

2.
5

2.
0

1
A2

8
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
2.

5
1.

9
2.

0
Am

id
sh

ip
s

1s
t A

ft
2n

d
A5

10
9.

6
9.

7
0.

4
4

0.
3

3
9.

7
9.

7
0.

3
3

0.
3

3
3.

5
3

2.
5

3r
d

A6
10

9.
9

9.
8

0.
1

1
0.

2
2

9.
8

9.
8

0.
2

2
0.

2
2

1.
5

2
2.

5
4 5 6 7 8 9 10
th

11
th

  
12

th

S
tra

ke
 p

os
iti

on
   

  

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

P
la

te
 p

os
iti

on
N

o 
or

 L
et

te
r

B
O

TT
O

M
 P

LA
TI

N
G

 1
st

 O
U

TB
O

A
R

D
 F

R
O

M
 K

E
E

L

G
au

ge
d

O
rig

.
Th

k

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

210

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 88

 o
f 3

333
 

 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
      

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 B

O
TT

O
M

 P
LA

TI
N

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

EL
LI

E 
AD

HA
M

H
Cl

as
s 

Id
en

tit
y 

N°
03

89
0F

Re
po

rt 
N°

 1
00

01

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

12
th

 fw
d

11
th

10
th 9 8 7 6 5 4 3 2

B1
8

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

7.
8

7.
8

0.
2

2.
5

0.
2

2.
5

2.
5

3.
1

2.
0

1
B2

8
7.

9
7.

9
0.

1
1.

3
0.

1
1.

3
7.

8
7.

7
0.

2
2.

5
0.

3
3.

8
1.

9
2.

5
2.

0
Am

id
sh

ip
s

B3
10

9.
8

9.
7

0.
2

2
0.

3
3

9.
6

9.
5

0.
4

4
0.

5
5

3
4

2.
5

1s
t a

ft
B4

12
11

.4
11

.7
0.

6
5

0.
3

2.
5

11
.6

11
.5

0.
4

3.
3

0.
5

4.
2

4.
2

3.
3

3.
0

2n
d

B5
8

7.
5

7.
8

0.
5

6.
3

0.
2

2.
5

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

4.
4

3.
1

2.
0

3r
d

B6
8

7.
7

7.
7

0.
3

3.
8

0.
3

3.
8

7.
8

7.
9

0.
2

2.
5

0.
1

1.
3

3.
1

2.
5

2.
0

3r
d

B
6A

8
7.

8
7.

7
0.

2
2.

5
0.

3
3.

8
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
2.

5
3.

1
2.

0
4 5 6 7 8 9 10 11

S
tra

ke
 p

os
iti

on
   

  

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

P
la

te
 p

os
iti

on
N

o 
or

 L
et

te
r

B
O

TT
O

M
 P

LA
TI

N
G

 2
nd

 O
U

TB
O

A
R

D
 F

R
O

M
 K

E
E

L

G
au

ge
d

O
rig

.
Th

k

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

211

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 99

 o
f 3

333
 

 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
      

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 B

O
TT

O
M

 P
LA

TI
N

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

EL
LI

E 
AD

HA
M

H
Cl

as
s 

Id
en

tit
y 

N°
03

89
0F

Re
po

rt 
N°

 1
00

01

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

12
th

 fw
d

11
th

10
th 9 8 7 6 5 4 3 2 1

Am
id

sh
ip

s
C

3
8

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

7.
6

7.
5

0.
4

5
0.

5
6.

3
3.

8
5

2.
0

1s
t a

ft
C

4
12

11
.6

11
.5

0.
4

3.
3

0.
5

4.
2

11
.7

11
.9

0.
3

2.
5

0.
1

0.
8

2.
9

2.
5

3.
0

2n
d

C
5

8
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
7.

9
7.

9
0.

1
1.

3
0.

1
1.

3
1.

9
1.

3
2.

0
3r

d
C

6
8

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

7.
8

7.
8

0.
2

2.
5

0.
2

2.
5

2.
5

3.
1

2.
0

4 5 6 7 8 9 10 11 12

S
tra

ke
 p

os
iti

on
   

  

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

P
la

te
 p

os
iti

on
N

o 
or

 L
et

te
r

B
O

TT
O

M
 P

LA
TI

N
G

 3
rd

 O
U

TB
O

A
R

D
 F

R
O

M
 K

E
E

L

G
au

ge
d

O
rig

.
Th

k

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

212

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

010
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
      

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 B

O
TT

O
M

 P
LA

TI
N

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

EL
LI

E 
AD

HA
M

H
Cl

as
s 

Id
en

tit
y 

N°
03

89
0F

Re
po

rt 
N°

 1
00

01

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

12
th

 fw
d

11
th

10
th 9 8 7 6 5 4 3 2

B1
8

7.
7

7.
8

0.
3

3.
8

0.
2

2.
5

7.
7

7.
8

0.
3

3.
8

0.
2

2.
5

3.
8

2.
5

2.
0

1
D

2
8

7.
8

7.
9

0.
2

2.
5

0.
1

1.
3

7.
8

7.
8

0.
2

2.
5

0.
2

2.
5

2.
5

1.
9

2.
0

Am
id

sh
ip

s
D

3
8

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

7.
7

7.
7

0.
3

3.
8

0.
3

3.
8

3.
1

3.
8

2.
0

1s
t a

ft
D

4
12

11
.7

11
.6

0.
3

2.
5

0.
4

3.
3

11
.9

11
.8

0.
1

0.
8

0.
2

1.
7

1.
7

2.
5

3.
0

2n
d

D
5

8
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
7.

7
7.

8
0.

3
3.

8
0.

2
2.

5
3.

1
1.

9
2.

0
3r

d
D

6
8

7.
8

7.
8

0.
2

2.
5

0.
2

2.
5

7.
9

7.
7

0.
1

1.
3

0.
3

3.
8

1.
9

3.
1

2.
0

4 5 6 7 8 9 10 11 12

S
tra

ke
 p

os
iti

on
   

  

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

P
la

te
 p

os
iti

on
N

o 
or

 L
et

te
r

B
O

TT
O

M
 P

LA
TI

N
G

 4
th

 O
U

T 
FR

O
M

 K
E

E
L 

(B
IL

G
E

 P
LA

TI
N

G
)

G
au

ge
d

O
rig

.
Th

k

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

213

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

111
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
      

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 S

ID
E 

SH
EL

L 
PL

AT
IN

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

EL
LI

E 
AD

HA
M

H
Cl

as
s 

Id
en

tit
y 

N°
03

89
0F

Re
po

rt 
N°

 1
00

01

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

9t
h 8 7 6 5 4 3 2

F1
B

8
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
2.

5
1.

9
2.

0
2

F1
A

8
7.

9
7.

9
0.

1
1.

3
0.

1
1.

3
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
1.

9
1.

3
2.

0
2

F1
8

7.
8

7.
9

0.
2

2.
5

0.
1

1.
3

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

2.
5

2.
5

2.
0

1
F2

A
6

5.
8

5.
9

0.
2

3.
3

0.
1

1.
7

5.
9

5.
9

0.
1

1.
7

0.
1

1.
7

2.
5

1.
7

1.
5

1
F2

6
5.

8
5.

9
0.

2
3.

3
0.

1
1.

7
6

5.
8

0
0

0.
2

3.
3

1.
7

2.
5

1.
5

Am
id

sh
ip

s
F3

6
5.

9
6

0.
1

1.
7

0
0

5.
8

5.
8

0.
2

3.
3

0.
2

3.
3

2.
5

1.
7

1.
5

1s
t a

ft
F4

6
5.

7
5.

8
0.

3
5

0.
2

3.
3

5.
8

5.
7

0.
2

3.
3

0.
3

5
4.

2
4.

2
1.

5
2n

d
F5

6
5.

6
5.

7
0.

4
6.

7
0.

3
5

5.
7

5.
7

0.
3

5
0.

3
5

5.
8

5
1.

5
3r

d
F6

10
9.

6
9.

5
0.

4
4

0.
5

5
9.

7
9.

6
0.

3
3

0.
4

4
3.

5
4.

5
2.

5
4 5 6 7 8 9 10 11 12

S
tra

ke
 p

os
iti

on
   

  

P
la

te
 p

os
iti

on
N

o 
or

 L
et

te
r

G
au

ge
d

Di
m

in
ut

io
n 

S

S
H

E
A

R
 S

TR
A

K
E

 P
LA

TI
N

G

O
rig

.
Th

k

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
P

Di
m

in
ut

io
n 

S

214

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

212
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
      

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 S

ID
E 

SH
EL

L 
PL

AT
IN

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

EL
LI

E 
AD

HA
M

H
Cl

as
s 

Id
en

tit
y 

N°
03

89
0F

Re
po

rt 
N°

 1
00

01

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

10
th

 F
w

d
9 8 7 6 5 4 3 3 2 2 1

E2
8

7.
6

7.
8

0.
4

5
0.

2
2.

5
7.

7
7.

7
0.

3
3.

8
0.

3
3.

8
4.

4
3.

1
2.

0
Am

id
sh

ip
s

E3
8

7.
8

7.
8

0.
2

2.
5

0.
2

2.
5

7.
9

7.
8

0.
1

1.
3

0.
2

2.
5

1.
9

2.
5

2.
0

Am
id

sh
ip

s
E

3A
8

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

7.
6

7.
7

0.
4

5
0.

3
3.

8
3.

8
3.

8
2.

0
1s

t a
ft

E4
8

7.
8

7.
9

0.
2

2.
5

0.
1

1.
3

7.
7

7.
8

0.
3

3.
8

0.
2

2.
5

3.
1

1.
9

2.
0

1s
t a

ft
E

4A
8

7.
7

7.
8

0.
3

3.
8

0.
2

2.
5

7.
9

7.
7

0.
1

1.
3

0.
3

3.
8

2.
5

3.
1

2.
0

2n
d

E5
8

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

7.
8

7.
8

0.
2

2.
5

0.
2

2.
5

2.
5

3.
1

2.
0

3r
d

E6
10

9.
7

9.
8

0.
3

3
0.

2
2

9.
7

9.
7

0.
3

3
0.

3
3

3
2.

5
2.

5
4 5 6 7 8 9 10

S
tra

ke
 p

os
iti

on
   

  

P
la

te
 p

os
iti

on
N

o 
or

 L
et

te
r

G
au

ge
d

Di
m

in
ut

io
n 

S

1s
t B

E
LO

W
 S

H
E

A
R

 S
TR

A
K

E

O
rig

.
Th

k

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
P

Di
m

in
ut

io
n 

S

215

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

313
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   
Sk

et
ch

 2
 –

 W
ea

th
er

 D
ec

k 
Pl

at
in

g 
 

 
 

 
 

 
 

 
 

 
 

 
 

                                      

St
rin

ge
r  

 1
st

 In
bo

ar
d 

   
 C

en
tr

e 
  

 
   

   
   

 A
2 

  
   

   
  A

1 
   

 
   

   
   

 B
2 

   
   

   
 A

 
     

   
   

 B
   

   
   

   
 B

1 
      

   
   

 C
   

   
   

   
 C

1 
   

   
   

   
  C

2 
        

   
   

 D
   

 D
1 

     
   

   
 E

   
  E

1 
       

   
   

 F
   

   
   

   
   

F1
   

   
   

   
  F

2 
     

   
   

 G
   

   
  G

1 
   

   
   

   
   

   
 G

2 
   

   
   

  H
   

   
   

   
 H

1 
   

   
   

   
 H

2 
   

   
   

  

216

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

414
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
    

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 D

EC
K

 P
LA

TI
N

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

12
th

 fw
d

11
th

10
th 9 8 7 6 5 4 3

A
6

5.
9

6
0.

1
1.

7
0

0
5.

9
5.

9
0.

1
1.

7
0.

1
1.

7
1.

7 
0.

8 
1.

5
2

B
6

5.
8

5.
8

0.
2

3.
3

0.
2

3.
3

5.
8

6
0.

2
3.

3
0

0
3.

3 
1.

7 
1.

5
1

C
6

5.
9

5.
7

0.
1

1.
7

0.
3

5
5.

8
6

0.
2

3.
3

0
0

2.
5 

2.
5 

1.
5

Am
id

sh
ip

s
D

6
6

5.
9

0
0

0.
1

1.
7

5.
9

5.
8

0.
1

1.
7

0.
2

3.
3

0.
8 

2.
5 

1.
5

1s
t a

ft
E

6
6

5.
9

0
0

0.
1

1.
7

5.
8

5.
7

0.
2

3.
3

0.
3

5
1.

7 
3.

3 
1.

5
2n

d
F

6
5.

8
5.

6
0.

2
3.

3
0.

4
6.

7
5.

7
5.

6
0.

3
5

0.
4

6.
7

4.
2 

6.
7 

1.
5

3r
d

G
8

7.
6

7.
5

0.
4

5
0.

5
6.

3
7.

6
7.

5
0.

4
5

0.
5

6.
3

5.
0 

6.
3 

2.
0

4
H

6
5.

6
5.

7
0.

4
6.

7
0.

3
5

5.
6

5.
5

0.
4

6.
7

0.
5

8.
3

6.
7 

6.
7 

1.
5

5 6 7 8 9 10 11 12

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

O
rig

.
Th

k

S
tra

ke
 p

os
iti

on
   

  
S

TR
IN

G
E

R
 P

LA
TE

P
la

te
 p

os
iti

on
N

o 
or

 
Le

tte
r

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

217

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

515
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
    

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 D

EC
K

 P
LA

TI
N

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

12
th

 fw
d

11
th

10
th 9 8 7 6 5 4 3

A1
6

5.
8

6
0.

2
3.

3
0

0
6

5.
8

0
0

0.
2

3.
3

1.
7 

1.
7 

1.
5

2
B1

6
5.

9
5.

8
0.

1
1.

7
0.

2
3.

3
5.

8
5.

9
0.

2
3.

3
0.

1
1.

7
2.

5 
2.

5 
1.

5
1

C
1

6
6

5.
9

0
0

0.
1

1.
7

5.
7

5.
7

0.
3

5
0.

3
5

2.
5 

3.
3 

1.
5

Am
id

sh
ip

s
D

1
6

5.
9

5.
9

0.
1

1.
7

0.
1

1.
7

5.
7

5.
6

0.
3

5
0.

4
6.

7
3.

3 
4.

2 
1.

5
1s

t a
ft

E1
6

5.
7

6
0.

3
5

0
0

5.
8

5.
9

0.
2

3.
3

0.
1

1.
7

4.
2 

0.
8 

1.
5

2n
d

F1
6

5.
7

6
0.

3
5

0
0

5.
7

5.
9

0.
3

5
0.

1
1.

7
5.

0 
0.

8 
1.

5
3r

d
G

1
8

7.
7

7.
6

0.
3

3.
8

0.
4

5
7.

6
7.

6
0.

4
5

0.
4

5
4.

4 
5.

0 
2.

0
4

H
1

6
5.

6
5.

6
0.

4
6.

7
0.

4
6.

7
5.

6
5.

6
0.

4
6.

7
0.

4
6.

7
6.

7 
6.

7 
1.

5
5 6 7 8 9 10 11 12

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

O
rig

.
Th

k

S
tra

ke
 p

os
iti

on
   

  
1s

t I
N

B
O

A
R

D
 

P
la

te
 p

os
iti

on
N

o 
or

 
Le

tte
r

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

218

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

616
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
    

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

of
 A

LL
 D

EC
K

 P
LA

TI
N

G

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

m
m

P
S

m
m

%
m

m
%

P
S

m
m

%
m

m
%

P 
S 

m
m

12
th

 fw
d

11
th

10
th 9 8 7 6 5 4 3

A2
8

7.
8

7.
9

0.
2

2.
5

0.
1

1.
3

7.
9

7.
8

0.
1

1.
3

0.
2

2.
5

1.
9 

1.
9 

2.
0

2
B2

6
5.

9
6

0.
1

1.
7

0
0

5.
9

5.
8

0.
1

1.
7

0.
2

3.
3

1.
7 

1.
7 

1.
5

1
C

2
6

5.
8

6
0.

2
3.

3
0

0
5.

9
6

0.
1

1.
7

0
0

2.
5 

0
1.

5
Am

id
sh

ip
s

1s
t a

ft
2n

d
F2

6
5.

7
5.

9
0.

3
5

0.
1

1.
7

5.
8

5.
9

0.
2

3.
3

0.
1

1.
7

4.
2 

1.
7 

1.
5

3r
d

G
2

6
5.

6
5.

7
0.

4
6.

7
0.

3
5

5.
5

5.
7

0.
5

8.
3

0.
3

5
7.

5 
5.

0 
1.

5
4

H
2

6
5.

5
5.

7
0.

5
8.

3
0.

3
5

5.
7

5.
7

0.
3

5
0.

3
5

6.
7 

5.
0 

1.
5

5 6 7 8 9 10 11 12

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

O
rig

.
Th

k

S
tra

ke
 p

os
iti

on
   

  
C

E
N

TR
E

 L
IN

E
 

P
la

te
 p

os
iti

on
N

o 
or

 
Le

tte
r

Fo
rw

ar
d 

re
ad

in
g

A
ft 

re
ad

in
g

M
ea

n 
D

im
in

ut
io

n 
%

M
ax

im
um

 
al

lo
w

ed
 

di
m

in
ut

io
n

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

219

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

717
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

     
Sk

et
ch

 3
 –

 M
id

sh
ip

 B
an

d 
@

 F
r2

2 
 

 
 

 
 

 
 

 
 

 
 

 
 

         
   

                        

Su
pe

rs
tr

uc
tu

re
  

ST
AR

BO
AR

D 
 

 
 

 
 

 
 

 
 

 
 

 
PO

RT
 

 
   

   
   

SP
   

   
   

   
   

DP
 

     
   

   
   

   
   

   
   

   
   

 C
B1

   
   

 
 

DS
1 

     
   

   
   

F3
  

SS
1 

       
   

   
   

E3
 

     
   

   
   

E3
A 

   
D3

 
   

 
C3

 
 

 
 

 
 

 
 

 
B3

 
 

 
 

 
 

 
   

   
K3

 

220

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

818
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

    

 
   

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

O
F 

SH
EL

L 
AN

D
 D

EC
K

 P
LA

TI
N

G
(o

ne
, t

w
o,

 th
re

e 
or

 fo
ur

 tr
an

sv
er

se
 s

ec
tio

ns
)

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

No or
 

Le
tte

r

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

No or
 

Le
tte

r

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

St
ra

ke
 p

os
itio

n
%

m
m

m
m

P
S

m
m

%
m

m
%

m
m

m
m

P
S

m
m

%
m

m
%

St
rin

ge
r P

la
te

25
SP

6
1.

5
5.

8
5.

9
0.

2
3.

3
0.

1
1.

7
1s

t s
tra

ke
 in

bo
ar

d
25

DP
6

1.
5

5.
9

5.
9

0.
1

1.
7

0.
1

1.
7

2n
d

25
3r

d
25

4
25

5
25

6
25

7
25

8
25

9
25

10
25

11
25

12
25

13
25

14
th

25
Ce

nt
re

 s
tra

ke
25

Sh
ee

r s
tra

ke
25

F3
6

1.
5

5.
9

6
0.

1
1.

7
0

0

M
ID

SH
IP

S
0

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

221

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 1

919
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

    

 
   

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

No or
 

Le
tte

r

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

No or
 

Le
tte

r

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

St
ra

ke
 p

os
itio

n
%

m
m

m
m

P
S

m
m

%
m

m
%

m
m

m
m

P
S

m
m

%
m

m
%

1s
t b

el
ow

 s
he

er
 s

tra
ke

25
E3

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
2n

d
25

E3
A

8
2.

0
7.

8
7.

7
0.

2
2.

5
0.

3
3.

8
3r

d
25

D3
8

2.
0

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

4
25

C3
8

2.
0

7.
8

7.
7

0.
2

2.
5

0.
3

3.
8

5
25

B3
10

2.
5

9.
8

9.
7

0.
2

2
0.

3
3

6
25

7
25

8
25

9
25

10
25

11
25

12
25

13
25

14
25

15
25

16
25

17
25

18
25

19
25

20
th

25
Ke

el
 s

tra
ke

25
K3

10
2.

5
9.

8
9.

7
0.

2
2

0.
3

3

M
ID

SH
IP

S
0

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

222

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

020
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
                      

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

O
F 

LO
N

G
IT

U
D

IN
AL

 M
EM

B
ER

S
(o

ne
, t

w
o 

or
 th

re
e 

tr
an

sv
er

se
 s

ec
tio

ns
)

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
C

la
ss

 Id
en

tit
y 

N
° :

 0
38

90
F

R
ep

or
t N

° :
 1

00
01

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

St
ru

ct
ur

al
 M

em
be

r
A

dd
itio

na
l d

es
cr

ip
tio

n
%

m
m

m
m

P
S

m
m

%
m

m
%

m
m

m
m

P
S

m
m

%
m

m
%

O
th

er
De

ck
 T

ra
ns

 S
tif

fn
er

25
DS

1
10

2.
5

9.
8

0.
2

2
Si

de
 s

he
ll

Tr
an

s 
St

iff
ne

r
25

SS
1

10
2.

5
9.

7
0.

3
3

M
ai

n 
de

ck
Co

rn
er

 B
ra

ck
et

25
CB

1
9

2.
3

8.
9

0.
1

1.
1

Di
m

in
ut

io
n 

S
Ite

m
 N

o
G

au
ge

d
Di

m
in

ut
io

n 
P

Di
m

in
ut

io
n 

P

M
ID

S
H

IP
S

Ite
m

 N
o

G
au

ge
d

Di
m

in
ut

io
n 

S

0

223

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

121
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

    
 

 
 

 
 

 
 

 
 

 
 

Sk
et

ch
 4

 –
 E

ng
in

e 
ro

om
 b

ul
kh

ea
d 

@
 F

ra
m

e 
19

 
 

 
 

 
 

 
 

 
 

 
 

 
(P

ar
t o

f b
ul

kh
ea

d 
al

so
 fo

rm
s a

ft
 e

nd
 o

f s
ea

 c
he

st
 p

la
tin

g)
 

     
 

        
 

              
 

           

   
A 

 
B 

 
C 

     
D 

 
E 

 
F 

    
 

   
   

   
 K

 
 

G
 

 
H 

  
W

AS
TE

 T
AN

K 
 

 
 

 
 

 
 

 
W

AS
TE

 T
AN

K 
   

 
   

   
   

 L
 

 
I 

 
J 

224

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

222
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
              

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
O

F 
W

.T
./O

.T
. T

R
AN

SV
ER

SE
 B

U
LK

H
EA

D
S

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

le
ve

l 1
Tr

an
sv

er
se

 B
K

D
Tr

an
sv

er
se

 b
ul

kh
ea

d 
be

tw
ee

n 
sp

ac
e

& 
sp

ac
e

S
pa

ce
 d

es
cr

ip
tio

n 
   

   
   

  

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Lo
ca

tio
n 

of
 s

tr
uc

tu
re

Fr
am

e 
N

°
19

De
sc

rip
tio

n
M

ax
A

lw
d

Di
m

.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

%
m

m
m

m
P

S
m

m
%

m
m

%
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

A
25

7
1.

8
6.

8
6.

9
0.

2
2.

9
0.

1
1.

4
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

B
25

7
1.

8
6.

9
6.

8
0.

1
1.

4
0.

2
2.

9
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

C
25

7
1.

8
6.

9
6.

9
0.

1
1.

4
0.

1
1.

4
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

D 
25

7
1.

8
6.

8
6.

8
0.

2
2.

9
0.

2
2.

9
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

E
25

7
1.

8
6.

9
6.

8
0.

1
1.

4
0.

2
2.

9
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

F
25

7
1.

8
6.

9
6.

9
0.

1
1.

4
0.

1
1.

4
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

G
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

H
25

8
2.

0
7.

7
7.

9
0.

3
3.

8
0.

1
1.

3
Tr

an
sv

er
se

 B
KD

 b
ra

ck
et

I
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

J
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

K
25

12
3.

0
11

.7
11

.7
0.

3
2.

5
0.

3
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

L
25

12
3.

0
11

.8
11

.7
0.

2
1.

7
0.

3
2.

5

0
0

St
ru

ct
ur

al
 C

om
po

ne
nt

 (p
la

tin
g/

st
iff

en
er

)

E
N

G
IN

E
 R

O
O

M
 B

U
LK

H
E

A
D

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

E
ng

in
e 

ro
om

  

225

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

323
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

    
 

 
 

 
 

 
 

 
 

 
 

Sk
et

ch
 5

 –
 C

ol
lis

io
n 

Bu
lk

he
ad

 @
 F

ra
m

e 
39

 
 

 
 

 
 

 
 

 
 

 
 

 
(F

or
ep

ea
k 

ta
nk

 / 
fr

es
h 

w
at

er
 ta

nk
 b

ul
kh

ea
d)

 
     

 
                                 

  A 
B 

C 
    

D 
E 

    
F 

G 
    

H 
I 

    
J 

K 
   

Bo
w

 T
hr

us
te

r 

226

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

424
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

    

 
              

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
O

F 
W

.T
./O

.T
. T

R
AN

SV
ER

SE
 B

U
LK

H
EA

D
S

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

le
ve

l 1
Tr

an
sv

er
se

 B
K

D
Tr

an
sv

er
se

 b
ul

kh
ea

d 
be

tw
ee

n 
sp

ac
e

& 
sp

ac
e

S
pa

ce
 d

es
cr

ip
tio

n 
   

   
   

  

█
E

xc
es

si
ve

 c
or

ro
si

on
█

S
ub

st
an

tia
l c

or
ro

si
on

█
R

ep
ai

re
d

Lo
ca

tio
n 

of
 s

tr
uc

tu
re

Fr
am

e 
N

°
39

De
sc

rip
tio

n
M

ax
A

lw
d

Di
m

.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

%
m

m
m

m
P

S
m

m
%

m
m

%
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

A
25

8
2.

0
7.

7
7.

8
0.

3
3.

8
0.

2
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

B
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

C
25

8
2.

0
7.

8
7.

7
0.

2
2.

5
0.

3
3.

8
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

D 
25

8
2.

0
7.

7
7.

9
0.

3
3.

8
0.

1
1.

3
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

E
25

8
2.

0
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

F
25

8
2.

0
7.

9
7.

8
0.

1
1.

3
0.

2
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

G
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

H
25

8
2.

0
7.

8
7.

7
0.

2
2.

5
0.

3
3.

8
Tr

an
sv

er
se

 B
KD

 b
ra

ck
et

I
25

8
2.

0
7.

8
7.

7
0.

2
2.

5
0.

3
3.

8
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

J
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Tr

an
sv

er
se

 B
KD

 p
la

tin
g

K
25

8
2.

0
7.

7
7.

8
0.

3
3.

8
0.

2
2.

5

0
0

St
ru

ct
ur

al
 C

om
po

ne
nt

 (p
la

tin
g/

st
iff

en
er

)

FO
R

W
A

R
D

 C
O

LL
IS

IO
N

 B
U

LK
H

E
A

D
 

G
au

ge
d

Di
m

in
ut

io
n 

P
Di

m
in

ut
io

n 
S

Fo
re

pe
ak

 / 
Fr

es
h 

w
at

er
 ta

nk

227

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

525
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

    
Sk

et
ch

 6
 –

 S
ea

 c
he

st
 p

la
tin

g 
 

 
 

 
 

 
 

 
 

 
 

 
(P

or
t &

 S
ta

rb
oa

rd
 a

t m
id

sh
ip

s a
re

a)
 

    Fw
d 

pl
at

e  
 

 
 

 
 

 
 

Af
t p

la
te

 
       

    
     

 
 

 
 

 
 

 
 

 
In

sid
e 

pl
at

e 
                

A  B 

C  D 

E  F 

228

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

626
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
                

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

O
F 

M
IS

C
EL

LA
N

EO
U

S 
ST

R
U

C
TU

R
AL

 M
EM

B
ER

S

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

S
tru

ct
ur

al
 m

em
be

r
be

tw
ee

n 
sp

ac
e

S
tru

ct
ur

al
 M

em
be

r d
es

cr
ip

tio
n

& 
sp

ac
e

█
E

xc
es

si
ve

 c
or

ro
si

on

Lo
ca

tio
n 

of
 S

tru
ct

ur
e

█
S

ub
st

an
tia

l c
or

ro
si

on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

%
m

m
m

m
P

S
m

m
%

m
m

%
Se

a 
Ch

es
t p

la
tin

g 
pl

at
in

g
A

25
12

3.
0

11
.7

11
.9

0.
3

2.
5

0.
1

0.
8

Se
a 

Ch
es

t p
la

tin
g 

pl
at

in
g

B
25

12
3.

0
11

.8
11

.7
0.

2
1.

7
0.

3
2.

5
Se

a 
Ch

es
t p

la
tin

g 
pl

at
in

g
C

25
12

3.
0

11
.5

11
.6

0.
5

4.
2

0.
4

3.
3

Se
a 

Ch
es

t p
la

tin
g 

pl
at

in
g

D 
25

12
3.

0
11

.4
11

.4
0.

6
5

0.
6

5
Se

a 
Ch

es
t p

la
tin

g 
pl

at
in

g
E

25
12

3.
0

11
.7

11
.6

0.
3

2.
5

0.
4

3.
3

Se
a 

Ch
es

t p
la

tin
g 

pl
at

in
g

F
25

12
3.

0
11

.6
11

.6
0.

4
3.

3
0.

4
3.

3

0 0

Di
m

in
ut

io
n 

S
Ite

m

S
ea

 C
he

st
 p

la
tin

g

G
au

ge
d

Di
m

in
ut

io
n 

P

M
id

sh
ip

s 
A

re
a

S
ea

 C
he

st
s 

P
or

t &
 S

ta
bo

ar
d

De
sc

rip
tio

n

229

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

727
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

  
Sk

et
ch

 7
 –

 H
at

ch
 c

ov
er

s &
 C

oa
m

in
gs

 
 

 
 

 
 

 
 

 
 

 
 

 
(S

am
e 

la
yo

ut
 o

f r
ea

di
ng

s o
n 

ea
ch

 H
at

ch
) 

    CO
AM

IN
G 

                     CO
VE

R 
            

  
 

A 
B 

 C   D   E   F    
 

 
 

G
 

H 

    
   

   
G 

   
   

H 
   

  
   

I 
J 

   

230

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

828
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
              

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

O
F 

M
IS

C
EL

LA
N

EO
U

S 
ST

R
U

C
TU

R
AL

 M
EM

B
ER

S

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

S
tru

ct
ur

al
 m

em
be

r
be

tw
ee

n 
sp

ac
e

S
tru

ct
ur

al
 M

em
be

r d
es

cr
ip

tio
n

& 
sp

ac
e

█
E

xc
es

si
ve

 c
or

ro
si

on

Lo
ca

tio
n 

of
 S

tru
ct

ur
e

█
S

ub
st

an
tia

l c
or

ro
si

on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

%
m

m
m

m
P

S
m

m
%

m
m

%
Ha

tc
h 

co
am

in
g 

pl
at

in
g

A
25

8
2.

0
7.

7
7.

9
0.

3
3.

8
0.

1
1.

3
Ha

tc
h 

co
am

in
g 

pl
at

in
g

B
25

8
2.

0
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
Ha

tc
h 

co
am

in
g 

pl
at

in
g

C
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Ha

tc
h 

co
am

in
g 

pl
at

in
g

D 
25

8
2.

0
7.

7
7.

8
0.

3
3.

8
0.

2
2.

5
Ha

tc
h 

co
am

in
g 

pl
at

in
g

E
25

8
2.

0
7.

7
7.

9
0.

3
3.

8
0.

1
1.

3
Ha

tc
h 

co
am

in
g 

pl
at

in
g

F 
25

8
2.

0
7.

8
7.

7
0.

2
2.

5
0.

3
3.

8
Ha

tc
h 

co
am

in
g 

pl
at

in
g

G
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Ha

tc
h 

co
am

in
g 

pl
at

in
g

H 
25

8
2.

0
7.

7
7.

8
0.

3
3.

8
0.

2
2.

5

0 0

Di
m

in
ut

io
n 

S
Ite

m

H
at

ch
 c

oa
m

in
g

G
au

ge
d

Di
m

in
ut

io
n 

P

C
en

tra
l o

n 
M

ai
n 

de
ck

M
ai

n 
de

ck
 H

at
ch

 1

De
sc

rip
tio

n

231

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 2

929
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

   

 
                  

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

O
F 

M
IS

C
EL

LA
N

EO
U

S 
ST

R
U

C
TU

R
AL

 M
EM

B
ER

S

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

S
tru

ct
ur

al
 m

em
be

r
be

tw
ee

n 
sp

ac
e

S
tru

ct
ur

al
 M

em
be

r d
es

cr
ip

tio
n

& 
sp

ac
e

█
E

xc
es

si
ve

 c
or

ro
si

on

Lo
ca

tio
n 

of
 S

tru
ct

ur
e

█
S

ub
st

an
tia

l c
or

ro
si

on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

%
m

m
m

m
P

S
m

m
%

m
m

%
Ha

tc
h 

co
ve

r t
op

 p
la

tin
g

I
25

6
1.

5
5.

6
5.

5
0.

4
6.

7
0.

5
8.

3
Ha

tc
h 

co
ve

r t
op

 p
la

tin
g

J
25

6
1.

5
5.

5
5.

4
0.

5
8.

3
0.

6
10

Ha
tc

h 
co

ve
r t

op
 p

la
tin

g
K

25
6

1.
5

5.
4

5.
5

0.
6

10
0.

5
8.

3
Ha

tc
h 

co
ve

r t
op

 p
la

tin
g

L
25

6
1.

5
5.

6
5.

4
0.

4
6.

7
0.

6
10

0 0

Di
m

in
ut

io
n 

S
Ite

m

H
at

ch
 c

ov
er

G
au

ge
d

Di
m

in
ut

io
n 

P

C
en

tra
l o

n 
M

ai
n 

de
ck

M
ai

n 
de

ck
 H

at
ch

 1

De
sc

rip
tio

n

232

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 3

030
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

      

 
               

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

O
F 

M
IS

C
EL

LA
N

EO
U

S 
ST

R
U

C
TU

R
AL

 M
EM

B
ER

S

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

S
tru

ct
ur

al
 m

em
be

r
be

tw
ee

n 
sp

ac
e

S
tru

ct
ur

al
 M

em
be

r d
es

cr
ip

tio
n

& 
sp

ac
e

█
E

xc
es

si
ve

 c
or

ro
si

on

Lo
ca

tio
n 

of
 S

tru
ct

ur
e

█
S

ub
st

an
tia

l c
or

ro
si

on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

%
m

m
m

m
P

S
m

m
%

m
m

%
Ha

tc
h 

co
ve

r t
op

 p
la

tin
g

I
25

6
1.

5
5.

6
5.

4
0.

4
6.

7
0.

6
10

Ha
tc

h 
co

ve
r t

op
 p

la
tin

g
J

25
6

1.
5

5.
4

5.
5

0.
6

10
0.

5
8.

3
Ha

tc
h 

co
ve

r t
op

 p
la

tin
g

K
25

6
1.

5
5.

5
5.

5
0.

5
8.

3
0.

5
8.

3
Ha

tc
h 

co
ve

r t
op

 p
la

tin
g

L
25

6
1.

5
5.

5
5.

4
0.

5
8.

3
0.

6
10

0 0

Di
m

in
ut

io
n 

S
Ite

m

H
at

ch
 c

ov
er

G
au

ge
d

Di
m

in
ut

io
n 

P

S
ta

rb
oa

rd
 s

id
e 

on
 M

ai
n 

D
ec

k

M
ai

n 
de

ck
 H

at
ch

 2

De
sc

rip
tio

n

233

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 3

131
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

    

 
             

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

O
F 

M
IS

C
EL

LA
N

EO
U

S 
ST

R
U

C
TU

R
AL

 M
EM

B
ER

S

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

S
tru

ct
ur

al
 m

em
be

r
be

tw
ee

n 
sp

ac
e

S
tru

ct
ur

al
 M

em
be

r d
es

cr
ip

tio
n

& 
sp

ac
e

█
E

xc
es

si
ve

 c
or

ro
si

on

Lo
ca

tio
n 

of
 S

tru
ct

ur
e

█
S

ub
st

an
tia

l c
or

ro
si

on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

%
m

m
m

m
P

S
m

m
%

m
m

%
Ha

tc
h 

co
am

in
g 

pl
at

in
g

A
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5
Ha

tc
h 

co
am

in
g 

pl
at

in
g

B
25

8
2.

0
7.

7
7.

7
0.

3
3.

8
0.

3
3.

8
Ha

tc
h 

co
am

in
g 

pl
at

in
g

C
25

8
2.

0
7.

6
7.

8
0.

4
5

0.
2

2.
5

Ha
tc

h 
co

am
in

g 
pl

at
in

g
D 

25
8

2.
0

7.
6

7.
8

0.
4

5
0.

2
2.

5
Ha

tc
h 

co
am

in
g 

pl
at

in
g

E
25

8
2.

0
7.

8
7.

9
0.

2
2.

5
0.

1
1.

3
Ha

tc
h 

co
am

in
g 

pl
at

in
g

F 
25

8
2.

0
7.

7
7.

8
0.

3
3.

8
0.

2
2.

5
Ha

tc
h 

co
am

in
g 

pl
at

in
g

G
25

8
2.

0
7.

8
7.

7
0.

2
2.

5
0.

3
3.

8
Ha

tc
h 

co
am

in
g 

pl
at

in
g

H 
25

8
2.

0
7.

8
7.

8
0.

2
2.

5
0.

2
2.

5

0 0

Di
m

in
ut

io
n 

S
Ite

m

H
at

ch
 c

oa
m

in
g

G
au

ge
d

Di
m

in
ut

io
n 

P

S
ta

rb
oa

rd
 s

id
e 

on
 M

ai
n 

D
ec

k

M
ai

n 
de

ck
 H

at
ch

 2

De
sc

rip
tio

n

234

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCECORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 3

232
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

      
Sk

et
ch

 8
 –

 P
ip

in
g 

fr
om

 B
ilg

e 
Pu

m
ps

 
 

 
 

 
 

 
 

 
 

 
 

 
(F

ish
 ro

om
 in

ne
r w

or
ki

ng
 d

ec
k)

 
                                   

 A   
Af

te
r r

em
ov

al
 o

f t
he

 b
lis

te
re

d 
co

at
in

gs
, t

he
 p

ip
e 

su
rf

ac
es

   
  

w
er

e 
fo

un
d 

to
 b

e 
fr

ee
 o

f a
ny

 si
gn

s o
f s

ig
ni

fic
an

t p
itt

in
g 

or
  

co
rr

os
io

n.
 

B     C     D    E 

235

Cont.
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Thickness Report 2019

CORRESPONDENCE 8.1

 
 

  
 

 
Pa

ge
 3

333
 o

f 3
333

 
 

Di
re

ct
or

s:
 P

. D
un

ne
, M

. D
un

ne
, J

. B
yr

ne
, A

. F
itz

ge
ra

ld
 

Co
m

pa
ny

 R
eg

. N
o.

 3
42

48
2.

 R
eg

. O
ffi

ce
: U

ni
t 7

34
, N

or
th

w
es

t B
us

in
es

s P
ar

k,
 K

ils
ha

ne
 D

riv
e,

 B
la

nc
ha

rd
st

ow
n,

 D
ub

lin
 1

5,
 D

15
 F

8P
W

 
V.

A.
T.

 N
o:

 IE
 6

36
24

82
U

 

EN
GI

N
EE

RI
N

G 
IN

SP
EC

TI
O

N
 S

PE
CI

AL
IS

TS
 LI

M
IT

ED
 

U
N

IT
 7

34
 N

O
RT

HW
ES

T 
BU

SI
N

ES
S P

AR
K 

KI
LS

HA
N

E 
DR

IV
E,

 B
LA

N
CH

AR
DS

TO
W

N
, D

U
BL

IN
 1

5 
T E

L 
01

 8
61

 2
01

1 
FA

X 
01

 8
61

 2
02

4 
w

w
w

.e
isl

.ie
 

       

 
            

R
ep

or
t o

n 
TH

IC
K

N
ES

S 
M

EA
SU

R
EM

EN
T 

O
F 

M
IS

C
EL

LA
N

EO
U

S 
ST

R
U

C
TU

R
AL

 M
EM

B
ER

S

Sh
ip

's
 n

am
e 

: E
LL

IE
 A

D
H

A
M

H
Cl

as
s 

Id
en

tit
y 

N
° :

 0
38

90
F

Re
po

rt 
N°

 : 
10

00
1

S
tru

ct
ur

al
 m

em
be

r
be

tw
ee

n 
sp

ac
e

S
tru

ct
ur

al
 M

em
be

r d
es

cr
ip

tio
n

& 
sp

ac
e

█
E

xc
es

si
ve

 c
or

ro
si

on

Lo
ca

tio
n 

of
 S

tru
ct

ur
e

█
S

ub
st

an
tia

l c
or

ro
si

on

█
R

ep
ai

re
d

M
ax

A
lw

d
Di

m
.

O
rig

.
Th

k

M
ax

A
lw

d
Di

m
.

%
m

m
m

m
P

S
m

m
%

m
m

%
Po

in
t

A
25

3.
91

1.
0

3.
7

3.
6

0.
21

5.
4

0.
31

7.
9

Po
in

t
B

25
3.

91
1.

0
3.

8
3.

7
0.

11
2.

8
0.

21
5.

4
Po

in
t

C
25

3.
91

1.
0

3.
9

3.
7

0.
01

0.
3

0.
21

5.
4

Po
in

t
D 

25
3.

91
1.

0
3.

7
3.

6
0.

21
5.

4
0.

31
7.

9
Po

in
t

E
25

3.
91

1.
0

3.
7

3.
7

0.
21

5.
4

0.
21

5.
4

0 0

Di
m

in
ut

io
n 

S
Ite

m

P
ip

in
g 

lin
e

G
au

ge
d

Di
m

in
ut

io
n 

P

Fi
sh

 R
oo

m
 / 

M
id

 w
or

ki
ng

 d
ec

k

P
ip

in
g 

fro
m

 B
ilg

e 
P

um
ps

De
sc

rip
tio

n

236

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas Items for Inspection Email 2019

CORRESPONDENCECORRESPONDENCE 8.1

237

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas Items for Inspection Email 2019

CORRESPONDENCE 8.1

238

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas Items for Inspection Email 2019

CORRESPONDENCECORRESPONDENCE 8.1

239

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember A Polish

CORRESPONDENCE 8.1

240

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember A Polish

CORRESPONDENCECORRESPONDENCE 8.1

241

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember A Polish

CORRESPONDENCE 8.1

242

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember A Polish

CORRESPONDENCECORRESPONDENCE 8.1

243

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember A Polish

CORRESPONDENCE 8.1

244

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember A Polish

CORRESPONDENCECORRESPONDENCE 8.1

245

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember A Polish

CORRESPONDENCE 8.1

246

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember A Polish

CORRESPONDENCECORRESPONDENCE 8.1

247

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember B Polish

CORRESPONDENCE 8.1

248

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember B Polish

CORRESPONDENCECORRESPONDENCE 8.1

249

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember B Polish

CORRESPONDENCE 8.1

250

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember B Polish

CORRESPONDENCECORRESPONDENCE 8.1

251

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember B Polish

CORRESPONDENCE 8.1

252

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember B Polish

CORRESPONDENCECORRESPONDENCE 8.1

253

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember B Polish

CORRESPONDENCE 8.1

254

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Crewmember B Polish

CORRESPONDENCECORRESPONDENCE 8.1

255

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas Certificate of Classification 2019

CORRESPONDENCE 8.1

256

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas Certificate of Classification 2019

CORRESPONDENCECORRESPONDENCE 8.1

257

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas Invoice and Time Sheet 2019

CORRESPONDENCE 8.1

258

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas Invoice and Time Sheet 2019

CORRESPONDENCECORRESPONDENCE 8.1

259

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Ellie Adhamh Insurance

CORRESPONDENCE 8.1

260

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas 2020 Defect List and Emails

CORRESPONDENCECORRESPONDENCE 8.1

261

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas 2020 Defect List and Emails

CORRESPONDENCE 8.1

262

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas 2020 Defect List and Emails

CORRESPONDENCECORRESPONDENCE 8.1

263

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Bureau Veritas 2020 Defect List and Emails

CORRESPONDENCE 8.1

264

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Marine Survey Office Initial Survey

CORRESPONDENCECORRESPONDENCE 8.1

265

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Marine Survey Office Initial Survey

CORRESPONDENCE 8.1

266

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Marine Survey Office Initial Survey

CORRESPONDENCECORRESPONDENCE 8.1

267

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Marine Survey Office Initial Survey

CORRESPONDENCE 8.1

268

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response 

Marine Survey Office Initial Survey

CORRESPONDENCECORRESPONDENCE 8.1

269

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response

CORRESPONDENCE 8.1

270

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response

CORRESPONDENCECORRESPONDENCE 8.1

271

Cont.



CORRESPONDENCE
 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response

CORRESPONDENCE 8.1

272

Cont.



 
 
Correspondence 8.1  Correspondence from Owner (1st Draft Report) and MCIB response

CORRESPONDENCECORRESPONDENCE 8.1

273

Cont.

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

Video footage received. CLICK HERE to view

https://youtu.be/Ua56siMFVSs
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From: Ian Ellis ian@macduffshipdesign.com
Subject: RE: Investigation into a marine casualty involving the fishing vessel Ellie Adhamh

Date: 27 July 2023 at 11:00
To: Monica Quinn (MCIB) Monica.Quinn@mcib.ie
Cc: Diptiben Bhatt (MCIB) Diptiben.Bhatt@transport.gov.ie, Paul Hallissey (MCIB) Paul.Hallissey@mcib.ie, Margaret Bell (MCIB)

Margaret.Bell@mcib.ie
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(-3!)$-8%!*+!*9&-!(-3!(=(;#1&-.%!2-)&%%!3*2!+&;*,-$%&!.#&!%&-/&+!*+!(+&!&>9&;4-,!.#&!&1($)!(-/!8-*?!.#(.!.#&

;*-.&-.!$%!%(0&<!!@0!3*2!(+&!$-!(-3!/*2A.B!9)&(%&!;*-.(;.!.#&!CDE@C!@"!6&+:$;&!7&%8<

7&(+!'*-$;(!F2$--

!
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!
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!
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!
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(!-*-T?(.&+4,#.!/&;8!*+!/&;8!(A*:&!.#&!0+&&A*(+/!/&;8<!!U&%%&)%!%2;#!(%!.#&!I))$&!J/#(1#

?#$;#!#(:&!02))3!&-;)*%&/!?(.&+4,#.!%.+2;.2+&%!;(--*.!#(:&!0+&&$-,!9*+.%!$-!.#&%&!(+&(%!(%
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H=&/!.*!/$%;#(+,&!(-3!?(.&+!.#(.!1(3!A&!$-.+*/2;&/!$-.*!.#&!(+&(!A3!.#&!9+*;&%%$-,
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!

Best Regards
For Macduff Ship Design Ltd
 

Ian Ellis
Managing Director
 
Tel:- +44 (0)1261 833825
Mobile:- +44 (0)7774 419404
 
Web Site:- www.macduffshipdesign.com

                                                     

All work undertaken is done so strictly in accordance with our Terms and Conditions, a copy
of which is available at www.macduffshipdesign.com/ctc.  Copies are also available on request.
!

MCIB RESPONSE: The MCIB notes the contents of this observation.
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From: Arkadiusz Szyd�owski szydlowskiarkadiusz71@gmail.com
Subject: Re: Draft Report of an Investigation into a marine casualty involving the fishing vessel Ellie Adhamh, off the coast of Co

Cork on 28 March 2021
Date: 1 August 2023 at 12:30

To: Marine Casualty Investigation Board MarineCasualtyInvestigationBoard@mcib.ie

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.

Thank You for the answer, i agree with the documents.�

MCIB RESPONSE: The MCIB notes the contents of this observation.
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MCIB RESPONSE: The MCIB notes the contents of this observation.
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From: (null)
Subject: FW: Ellie Adhamh Section 36 response

Date: 30 October 2024 at 09:43
To:

!"#$%!"#$%&'!("#$%&')*+,-.+/-,01.234567!

&'()%!89+,2:.;<!=+>+21!?@<!ABA?!CD?B!E#
*#%!#.,0F-!%.2+.G1;!HF/-2I>.I5F!J5.,:!(#.,0F-%.2+.G1;HF/-2I>.I5FJ5.,:)640*30-7

&+,-'.)%!KGG0-!=:9.69!L-4I5F!?M!,-2N5F2-

!

/0'1%23405676857779:;5<=>

Dear sirs,

�Further to the below emails from MCIB, please find our following comments :

On page 2, "Kilovot" should read "Kilovolt"
on paragraph 1.8 of page 4, "Discard" should read "Discharge"
on paragraph 2.4.2 of page 8, "twelve" should read "eleven"
on paragraph 2.4.7 of page 9, "referenced" should read "by reference"' and "conduct
of the surveys" should read "conducted surveys"
Concerning paragraph 2.4.8 of page 10, please be informed that the class of Ellie
Adhamh was suspended in 2005 and withdrawn by BV between 2006 and 2008.
Moreover, "12 July" should read "11 January".
on paragraph 2.4.10 of page 10, "September 2017" should read "October 2016"
on paragraph 2.4.19 of page 12, "Elli" should read "Ellie"
on paragraph 3.7 of page 36, the sentence "Both vessels were approximately 55 NM
from the homeport of Castletownbere; the weather was worsening and the and sea
swell was forecast to increase to heavy swells that evening" should read "Both
vessels were approximately 55 NM from the homeport of Castletownbere; the
weather was worsening and the sea swell was forecast to increase to heavy swells
that evening."
3.18 page 38
The first sentence of paragraph 4.1.7 in page 44 should read "FV Ellie Adhamh was
constructed in accordance with Bureau Veritas rules and MSO approval".
The first sentence of paragraph 4.6.5 in page 48 should read "The Waste Overboard
Discharge Chute modification, the removed bilges pumps, and the electrical
alterations (if, as is likely, they occurred after manufacture) were not reviewed by
Bureau Veritas and their compliance with the Societies Rules was therefore not
checked".
Concerning paragraph 6.2.5 of page 58, we confirm that we act as classification
society when a ship is classed by BV. We act as recognised organisation when we
issue statutory certificates on behalf of the ship's Flag.

As member of the International Association of Classification Societies, we are compliant with
IACS requirements. Paragraph B.1.1.1 of PR1D confirms that the submission of plans may
be specially considered subject to confirmation of no
alteration/modification to the vessel in cases where the vessel has been previously classed
by the Society.

Our internal procedure is compliant with PR1D. Refer to table 2 of the attached file (PNS
032).

According to table 1, Class Re-assignment of a ship which is not classed is CR case
C. Confirmation that no modification was carried out from the original reviewed drawings or
that the drawings of any modifications is to be available for CR case C.
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Moreover, the attending surveyor has confirmed that the Master has been asked if he had
anything to declare or put to his attention and that no additional points have been raised by
the Master with respect to the ship's classification and statutory certification. Refer to the
item DCC005D in BV report of the first survey carried out after the class was withdrawn in
2016.

�

Finally, we confirm that our general conditions are part of our contractual documents with
our clients. They have nothing to do with our procedures.
�

�

Thanks and best regards,

Amélie LABBÉ
�

Head of FM_CDR & TPP
Casualty, Damages & Repair and Technical Performance & Port State Control
Fleet Management (FM)
�

Direct Line : +33 1 55 24 72 87
Mobile : +33 7 76 58 94 06
amelie.labbe@bureauveritas.com
�

BUREAU VERITAS Marine & Offshore

Tour ALTO

1 Place Zaha Hadid - CS 40381

92062 PARIS LA DEFENSE CEDEX - FRANCE
�

!

Report1.pdf
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BUREAU VERITAS - Marine & Offshore Division -   
Page 1/7 

The latest published Rules of Bureau Veritas Marine Division and the General Conditions therein are applicable    

 

 
 

SHIPS IN SERVICE SURVEY REPORT 
 

LDR0/2016/J5195 
 
 

03890F ELLIE ADHAMH 9299238 
Register Number Ship Name IMO Number 

 
 

 
 
 

Connecting District Bureau Veritas UK Ltd (LDR0) 

Marine Center   

Flag 

Ship Manager 

Ship Owner 

IRELAND 

RICHARD BUSHER 

RICHARD BUSHER 

DATES OF SURVEY PLACE OF SURVEY 
Start 

End 

03/10/2016 

05/10/2016 

DUBLIN : Wexford  
IRELAND 

SURVEYOR 

Michael Morgan 

SSOM 
Philip ROBSON 

Report validated Stamp 
on  

by 

21-10-2016 

Thu TA 
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Reg: 03890F ELLIE ADHAMH Ref: LDR0/2016/J5195 

 

 

 

BUREAU VERITAS - Marine & Offshore Division -   
Page 2/7 

The latest published Rules of Bureau Veritas Marine Division and the General Conditions therein are applicable    

  

SURVEY STATEMENT 
 

 CERTIFICATES / DOCUMENTS OF COMPLIANCE ISSUED OR EXTENDED 

Certificates / Documents of Compliance Status Expiry Date 
Classification Certificate New provisional certificate issued 04/04/2017 

 

 
 SURVEY(S) CARRIED OUT 

Code Survey Name 
ASH Hull Annual Survey 
ASHS Annual survey of structure (Complete) 
ASM Machinery Annual Survey 
DOK Periodical Bottom Survey in Dry Dock 
INT Hull Intermediate Survey (Complete) 
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Reg: 03890F ELLIE ADHAMH Ref: LDR0/2016/J5195 

 

 

 

BUREAU VERITAS - Marine & Offshore Division -   
Page 3/7 

The latest published Rules of Bureau Veritas Marine Division and the General Conditions therein are applicable    

 

SURVEY REPORT 
 

 

 Table of contents Page 
 

1. Surveyor's statement ................................................................................................................................ 4 
2. Documentation .......................................................................................................................................... 4 
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1. Surveyor's statement 
 

 

 DCC001B ASM-ASHS-ASH-INT-DOK Coef : 0.0   
Confirmation that applicable items of Rules and Regulations and International Conventions relevant to the present survey 
scope have been surveyed to the surveyor's satisfaction without remark, except when indicated otherwise hereunder  

 

 

 DCC005D ASM-ASHS-ASH-INT-DOK Coef : 0.0   
Confirmation that the Master has been asked if he had anything to declare or put to his attention and that no additional 
points have been raised by the Master with respect to the ship's classification and statutory certification.  

 
 

2. Documentation 
 

Certificates 
 

 

 DCS040B ASM-ASH-INT-DOK Coef : 0.0  Done in current job See Remark 
CLASSIFICATION : Confirmation that the Classification Certificate and relevant Annexes are available on board and due 
surveys are up to date (before starting of survey)  
Remark 

Vessels class withdrawn due to overdue surveys. Class certificate validity  10/10/2018. 
 

 
 

3. Bottom survey 
 

Bottom (periodical survey) 
 

 

 DOK010A DOK Coef : 0.0  See Remark 
Examination of bow, keel, bottom, turn of bilge, bilge-keel attachments, sides and stern.  
Remark 
No damage affecting class noted. 

 

 

 DOK040 DOK Coef : 0.0  See Remark 
Propeller-shaft clearances : 
 
Clearance positions: mm 
Outer Top 65.10 
Out5er BtmM 64.40 

 
Remark 
Readings are poker gauge readings. 

 

 

 DOK060 DOK Coef : 0.0  See Remark 
Examination of rudder; clearances measured : 
 
Clearance position: mm 
Top Bearing 0.9 
Btm Pintle 0.5 

 
Remark 
Bottom pintle bush renewed. 

 

Bottom (others) 
 

 

 OTH050A DOK Coef : 0.0  See Remark 
Thickness measurements of plating below the waterline. 
Ref. to TM report (Page Nbr)    
Remark 

Thickness readings were not required by surveyor for this survey.  

 

 

 OTH080A DOK Coef : 0.0  See Remark 
Maintenance and repair works. 
 
Description and remark 
Rudder bottom pintle renewed hull cleaned and recoated.  
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4. Structure 
 

 

 CAX020B INT Coef : 0.0  See Remark 
Date and place of survey planning meeting, name of the master of the ship in attendance or an appropriately qualified 
representative appointed by the master or Company, name of the owner's representative(s) and name(s) of the thickness 
measurement firm's representative(s) so as to ensure the safe and efficient execution of the surveys and thickness 
measurements to be carried out onboard. 
 
 Survey planning  

meeting N°1 
Survey planning  meeting N°2 
(if any) 

Date of survey planning meeting 03/10/2016  
Place of survey planning meeting Rosslare Dockyard  
Master of the ship or appropriatly qualified 
representative 

Richard Busher  

Owner's representative(s) Richard Busher  
Thickness measurements firm representative(s) N/A  

 
Remark 
The full scope of all surveys to bring vessel back into class was agreed with owner and yard. Vessel has no 
ballast tanks.  

 

 

 VIOF001 ASHS-INT Coef : 0.0   
Additional comment related to mergeable surveys carried out previously.  

 

Systematic and other thickness measurements 
 

 

 CAX010B ASH-INT Coef : 0.0  Done in current job See Remark 
Confirmation that thickness measurements required in the context of hull structural classification surveys are witnessed 
by a Surveyor.  
This requires the Surveyor to be on board while gaugings are taken to the extent necessary to control the process. 
This includes a survey meeting to be held prior to commencement of the survey, the monitoring of the thickness 
measurement process on-board and the review and verification of preliminary and final reports.  
Concurrent crediting to both Intermediate Survey and Class Renewal Survey for surveys and thickness measurements of 
spaces are not acceptable.  
Remark 
Thickness readings were not required by surveyor for this survey.  

 

 

 MEX030B ASH-INT-DOK Coef : 0.0  Done in current job  
Additional thickness measurements as deemed necessary. 
   Yes   No 

 
 

5. Fire protection and fire fighting 
 

Basic fire fighting equipment 
 

 

 FFE012 ASM Coef : 0.0  See Remark 
Examination of the emergency fire pump and verification it can be operated separately so as to simultaneously produce 
two (2) jets of water from different hydrants at any part of the ship whilst the required pressure is maintained in the fire 
main.  
Remark 
Emergency fire pump tested satisfactory. 

 

 

 FFE165 ASM Coef : 0.0  See Remark 
Type of gas used in the fixed fire-fighting appliance in other spaces (like paint lockers, galleys, etc.) ? 
   Halon 
   CO2 
   Other 
Remark 
Portable extinguisher in galley.  

 

Special arrangements in machinery spaces 
 

 

 FFE090 ASM Coef : 0.0   
Type of gas used in the fixed fire-fighting system for the machinery spaces ? 
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   Halon 
   CO2 
   Other 

 
  

6. Annex for Safety and Fire Fighting Equipment 
 

Fire protection and fire fighting 
 

Fire extinguishers 
 

 

 FFE022A ASM Coef : 0.0   
Date of recharge or date of inspection of the portable fire extinguishers : 
Date : 29/10/2015  

 

Special arrangements in machinery spaces 
 

 

 FFE073A ASM Coef : 0.0   
Date when the CO2 cylinders were weighed or date when their level was checked : 
   Weighed   Checked 
Date : 29/10/2015  
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LIST OF DOCUMENTS ATTACHED TO   
JOB NUMBER LDR0/2016/J5195 

 
 
 
RFS 
 
End of List  
 
 

MCIB RESPONSE: The MCIB notes the contents of this observation.
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Correspondence 8.7  Correspondence from Owner (Revised Draft) and MCIB response

Marine Casualty Investigation Board Leeson Lane, 

Dublin 2, Ireland 

Email: info@mcib.ie 

                                                                                                                             11 August 2024 

Re: Sinking of the Fishing Vessel Ellie Ádhamh 

 

 

Comments to be included in the Report  

 

At the beginning of this investigation, the owners of the vessel objected to the appointment of 
the investigator by the MCIB . The investigator is a former member of the Irish Naval 
Service, and the owners believed that his appointment would be a conflict of interest, 
particularly when it came to investigating the collision between the Ellie Ádhamh and the LE 
George Bernard Shaw. The owners request was denied. 

1.6- it is stated further in this report that there was little water entering the vessel through the 
waste chute at this time. To say ‘the crew encountered difficulties in pumping overboard the 
shipped seawater’ at this stage is misleading. Further verified by the fact it was reported that 
‘they were happy to stay onboard’ that night. 

1.7- there is no mention that there was a collision between the LE George Bernard Shaw and 
the Ellie Ádhamh, a significant detail that has been omitted from the ‘summary’. 

1.8- the summary fails to include the position of the vessel on the Saturday.  The coastguard 
and VMS show that the vessel was only 10nm from the Bullrock around 15:23 on the 27th 
March. 

1.9- the summary fails to mention that when the Navy Commander ordered the crew to 
abandon ship the water had been pumped from the deck to a low level of about 1 to 2 feet.  

The report claims that the towline broke around 20:00hrs. VMS records from the Ellie 
Ádhamh show that she was moving at 4knts at approx. 20:00 at position 51 28.59N 010 38W. 

2.2.1- the electrical system onboard the Ellie Ádhamh was not changed from the time she was 
built. It is not clear why the MSO has a different designer documented. 

2.4.1- the original chute on the starboard side was not ‘left in place’, it was completely 
blocked off and welded shut. 

2.4.5- using the phrase ‘fitted back to front’ is misleading. The waste chute was fitted 
correctly and as requested. 
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It can only be the MCIB’s opinion that the waste chute on the Ellie Ádhamh was not a 
weathertight design. The waste chute on the port side was the same as the approved and 
surveyed waste chute on the starboard side. No issues or concerns were raised by the MSO or 
Bureau Veritas with the design of the waste chute. 

2.4.6- the ‘new’ waste chute was the same as the old waste chute. It had the same design and 
mechanisms as that that was fitted when the trawler was first built. The chute had two 
separate closings. The owner, who built and skippered the trawler for 6 years after the chute 
had been relocated, insists that there was never any water ingress through the waste chute. 
The vessel was towed in similar weather conditions, with the port side chute often being 
submerged and no water entering the deck from the discharge waste chute. 

Also, the chute was surveyed by both the MSO and BV in many surveys throughout the 
years. It is incredulous to suggest that a surveyor would walk by a waste chute without 
inspecting its weather and water tightness. 

2.4.7- it is not accepted by the owners or skipper that they knew of a defect with the waste 
discharge chute on commencing or during the voyage. It was only discovered by the Skipper 
on the 27th March 2021 when he saw water entering via the lever of the chute. 

2.5.11- it was not merely an intermediate survey that was carried out by BV in 2019. We have 
provided evidence to the MCIB that the surveyor requested our trawler to undergo ‘a special 
survey’ which entailed much more than that of an intermediate survey.  

The surveys included; 

Hull Annual Survey, Machinery Annual Survey, Periodical Bottom Survey in Dry Dock, Hull 
special Survey, Machinery Special Survey, Centre Tail shaft Complete Survey. 

Below are some of the items the surveyor advised would be and were inspected; 

- "Megger" (electrical resistance) test results for all electrical alternators, motors switch board 
and sub systems 

- Confirmation Battery starting arrangements & back-up battery for emergency supply is OK. 

- Confirmation electrical system is in working order / as built. (e.g. Navigation lights) 

- Confirmation engine (main & generator) control and safety systems are functional 

- Bilge pumping 

- Check of seals and condition of watertight hatches, doors & ventilation dampers. 

- Satisfactory Thickness test results 

- Engine and gearbox maintenance report 

- Generator maintenance logs 

- Outer shell plating above the waterline, relevant shell doors and accessible parts of the 
rudder(s). 
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- Sidescuttles and deadlights, chutes and other openings with their means of closure. 

- Inlets, scuppers, and sanitary discharges, valves on discharge lines and their controls. 

- Verification that no alterations have been made to the hull or superstructures that would 
affect the position of the load lines. 

- Watertight integrity of the closures to any openings in the ship’s side shell below the 
freeboard deck 

A sea trial was also completed as part of the survey. 

The Ellie Ádhamh was granted a Certificate Of Classification from Bureau Veritas on the 
19/02/2019 with an expiry of 10/10/2023. 

2.5.12- an annual survey was conducted on the 20/01/2020 with a list of items to be dealt 
with. All items were corrected by 25th March 2020. Unfortunately, due to precautionary 
measures being taken by the vessel during the Covid 19 pandemic, the owners were 
prevented from arranging a survey to check 1 of the items on the list and issue the certificate.  

2.5.14- the waste chute was examined by inspectors in BV surveys. 

2.6.14- the owners and skipper were unaware of missing bushing when the trawler left the 
harbour. The owner and skipper examined and tested the waste discharge chute in preparation 
for the MSO survey in January 2021 and detected no issues. 

2.8.4- crewmember C had a good command of English 

2.8.5- crewmember D had a good command of English 

2.8.8- the crew member who worked under contract was no longer working on the vessel at 
the time of its loss. 

2.10.8- it is disagreed that flooding was unmanageable as the skipper had cleared the water 
when he was ordered to abandon ship. This fact has been stated to the investigator. 

3.5- the skipper assisted the engineers in installing and commissioning the new gearbox in 
2019. He had an extensive amount of knowledge of the gearbox and main engine. It is 
unfounded to suggest that he did not know how to engage the clutch manually.  

3.35- the report fails to mention how the towline was established. This should be highlighted 
in order to assist future rescue operations.  

It was a crew member on the Ellie Ádhamh that came up with the idea of how to establish the 
towline. A rope, connected to the bridle from the Ellie Ádhamh was attached to a float and 
thrown into the water. When the Ellie Ádhamh drifted from the float it was safe for the crew 
of the navy vessel to approach the float and pick up the bridle and attach it to their towline.   

3.38- the fish hold hatch was not located at the port aft side of the working deck, but port fore 
of the working deck. 
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3.46- the skipper was ordered by the navy commander to launch the life rafts, it was not their 
decision to do so. 

4.1.1- ‘the securing toggles for the inboard cover were then subject to fatigue failure’ this 
statement is a presumption and not factual. 

The statement ‘the lack of emergency preparedness before the vessel set sail’ is not accepted 
by the owners. 

4.1.3-  

a) the owners do not accept that there was a lack of emergency planning in place onboard the 
Ellie Ádhamh. 

b) the owners do not accept that equipment failings were not followed up. 

c) the owners insist that the skipper was a competent and experienced skipper, with proven 
management experience. 

4.4.1- any electrical failures that occurred in the past were investigated thoroughly and 
resolved effectively by qualified electricians.  

4.4.2- the owners disagree that the failure of the circuit breaker component was predictable. 

4.4.3- any electrical failures that occurred in the past were investigated thoroughly and 
resolved effectively by qualified electricians. 

4.5.5- the owners were informed that the skipper exhausted all possibilities in restoring power 
to the vessel, this included the attempt to start the No.2 generator. 

4.5.6- as stated previously, the skipper had experience and training in the manual operation of 
the main propulsion systems. This fact can be attested to by qualified personnel and the 
owners of the vessel. He also had experience and training in the starting of all generators on 
board the vessel- it is absurd to suggest otherwise. 

4.6.3- the skipper was unable to alert the owners directly, but it has been previously 
established that the owners and the skipper of the Monica 2 were in contact on the Thursday 
night. 

Alternative towing arrangements were in place with larger fishing vessels that were still in 
the fishing grounds that the Ellie Ádhamh had departed from. They offered to tow the vessel 
on their return to port. By the time they were passing the Ellie Ádhamh (some on the Friday 
night, others on the Saturday morning), the Navy was on site and would not allow them to 
assist the Ellie Ádhamh.  

Advice on how to reinstate power on the vessel was relayed to the skipper by the owners via 
the skipper of the Monica 2. It was relayed to the owners that all the options given were tried 
but the skipper was still unable to restore the power. 
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4.6.6- there was not ‘increasing water ingress during Friday’, any water onboard at this stage 
was from the previous night’s fishing operations. Pumps were requested by the skipper from 
the rescue services as a precautionary measure. 

4.7.5- the crew did not encounter difficulties to control an ingress of water on the Thursday or 
the Friday. As stated, any water on deck at this time was from the previous nights fishing 
operations. It has been established that the crew were happy to stay aboard the Friday night. 
Furthermore, the skipper has stated that he was not concerned by the small amount of water 
on deck during Thursday and Friday. 

4.7.6- there was no water ingress through the chute at the time of the initial electrical failure. 
Later, the water leaking via the chute lever was not of concern to the Skipper as it was an 
insufficient amount. 

4.7.7- the owners disagree that there was a failure to take practical steps in the main deck or a 
failure to plan for the consequences of total electrical failure. 

4.8.3- it is not obvious that there was an unresolved issue. It is not known when the rubber 
from the bushing went missing. As no water was seen entering through the waste chute by the 
skipper until the Saturday, it is not warranted to refer to it as ‘an unresolved issue’ 

4.8.7- there were no reports of water entering via the open shooting hatches while the crew 
were onboard. The skipper confirms that all doors were closed on the factory deck before 
leaving the vessel. Therefore, to suggest that water entered the accommodation via the open 
shooting hatches is a presumption and unfounded. 

4.8.8- the report fails to mention the non-return flap fitted in the waste chute. The owners 
disagree that ‘the new chute was not design approved or surveyed’. The owners have already 
stated that it was the same chute and design as was on the starboard side. The owners have 
confirmed that the chute was inspected during surveys. 

4.8.11- the reports reference to a sudden increase in the inflow of water could also be 
attributed to another source of water entering the vessel from an unknown location. 

4.8.12- the owners find the timings and flow rates in this section to be incorrect as it was 
stated by the skipper that the chute hatch cover was not leaking. It was also stated by the 
skipper that the doors on the working deck were closed when the skipper left the trawler. 
Furthermore, the calculations do not consider that the water had been cleared from the deck 
by the salvage pumps during the 27th. This would lead one to believe that there was another 
source from which water was entering the vessel. 

4.8.16- the report states that ‘it seems possible that when the vessel was abandoned one 
internal watertight door was open’. The skipper has stated that all watertight doors within the 
vessel were closed when he was forced to abandon ship. As the skipper was the last 
crewmember to leave the vessel the reports statement is not warranted. 

4.8.17- the owners refute that the waste chute was of an incorrect design. 
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4.9.2- the skipper had demonstrated his experience to the owners in electrical fault finding 
and repair during his time as the vessels engineer. 

4.9.3- it has already been established that the skipper requested a breaker from the rescue 
services. 

There were crew onboard, other than the skipper, who were trained in basic medical first aid.  

4.9.4- the crew onboard were trained in emergency procedures and were subject to 
emergency drills as per the safety requirements. 

4.9.6- the owners maintain that the skipper was a competent skipper, and that the crew 
received training in emergency procedures. 

4.10.4- the design of the port waste chute was the same as that of the original starboard waste 
chute. There was an ultrasonic inspection carried out on the trawler in 2019, the results of this 
thickness report were found to be satisfactory. No issues were raised over the thickness of the 
waste discharge chute section. 

4.10.9- It is strongly opposed that the owner had ‘a serious lack of understanding of the 
stability characteristics of the vessel’. The owner was present during the design process and 
construction of the vessel, he was present for all major surveys and works, and fished the 
vessel up until 2018. No one knew the capabilities and limits of the vessel better than he did. 
The owner was well versed in stability by means of experience and training. The owner 
maintains that there were no issues pertaining to the relocation of the waste discharge chute 
on the port side, even when being towed in similar weather conditions with the outside of the 
chute being submerged under water. The owner does not believe that the relocation of waste 
discharge chute was a factor in the sinking of the Ellie Ádhamh. He believes there was 
another source of water ingress that has not been investigated.  

4.12.3- the bulbous bow on the Ellie Ádhamh was designed to survive the impact of waves 
but was not designed to withstand a collision with a vessel that is more than 3 times its 
length, with a displacement of 2,256 tonnes. 

4.12.6- the owners have not criticized any involvement from IRCG rescue helicopters R115 
or R117 and thank them for their valiant attempts in this operation. 

5.1-  

b) it is refuted that the owners did not investigate electrical failures. 

c) it is refuted by the owners that the skipper was not properly trained. 

d) it is refuted by the owners that the crew were not trained in emergency procedures. 

e) it is not true that the skipper lacked knowledge and was not trained in the operation of the 
propulsion and CPP control systems without a power supply. 

g) it has been confirmed by the skipper that all watertight openings within the vessel were 
closed. 
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i) it is not true that the owners had a lack of appreciation of the stability characteristics of the 
vessel. The owners conformed with the regulations to maintain the vessel and its equipment, 
ensuring that the vessel was fit to proceed to sea. 

j) the waste chute was examined in MSO and BV surveys. 

 

To conclude- 

The vessel had little to no water aboard for 33hrs after the power was lost. From the time of 
the power failure to the time that the Navy took the vessel under tow, the Ellie Ádhamh had 
travelled over 110nm towards the coast. The situation only began to deteriorate after the 
Navy collided with the Ellie Ádhamh. The persons who reviewed the footage of the collision 
and decided that it could not be a causative factor in the sinking of the Ellie Ádhamh, should 
not be investigating marine casualties. 

The determination of the Skipper of the Ellie Ádhamh and efforts of the crew were 
commendable, the skill from the skipper of the Monica 2 in quickly attaching a tow line was 
valiant, the efforts from Castletownbere RNLI, rescue 115 and rescue 117 were greatly 
appreciated. The offers from the Irish trawlers to take over the tow will never be forgotten, 
and the owners regret that they were stood down by the Navy. 

 

Signed: ________________________ 

For and on behalf of the owners of the MFV Ellie Ádhamh 
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