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1.

1.1

1.2

SYNOPSIS

On Sunday the 8th August 2004 shortly after 14.00 the motor cruiser
"Winkelried" set out from Portaneena on the east shore of Lough Ree. The
owners of the vessel, Mr. and Mrs. Walter and Ruth Borner, were on board and
their intention was to have one more cruise before heading home to
Switzerland.

A local fisherman discovered the body of Mrs. Borner near Leacarrow on the
evening of the 9th August. The body of Mr. Borner was discovered on the
following Friday. Both Mr. and Mrs. Borner were found to have died from
hypothermia.

All times given are local
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2. FACTUAL INFORMATION

2.1 CREW:

Mr. Walter Borner, a Swiss National
Mrs. Ruth Borner, a Swiss National

2.2 MOTOR CRUISER "WINKELRIED"

Length 35 Feet approximately
Beam 10' 6"
Draft 2'6"
Structural Material: GRP
Builder: Harvey Eastwood Ltd.,
Brundall, Norwich,
Norfolk, UK.
Year Built: Circa late 1970s
Official No. Waterways Ireland Reg. No. 1041

2.3 EQUIPMENT ON BOARD:

2 x Compass Security Lifejackets

1 x Vetus Gas Detector

1 x Fire Extinguisher

1 x Fire Blanket

3 x Boat Hooks

1 x Aqua Mark VHF,

2 x Realistic Portable VHFs,

1 x Uniden watertight Portable VHF
1 x Garmin GPS,

1 x Seafarer 501

1 x Ritchie (Fixed) Magnetic Compass,
1 x Offshore 75 Magnetic Compass

1 x Boat Dinghy (GRP)

2 x Rowlocks

1 x Boat Hook

1 x 4HP Mercury Engine




CIRCUMSTANCES PRIOR TO THE INCIDENT

3.1

3.2

3.3

3.4

3.5

3.6

3.7

3.7.1

3.7.2

3.7.3

CIRCUMSTANCES PRIOR TO THE INCIDENT

Mr. and Mrs. Borner were Swiss Nationals who had been coming to the River
Shannon for many years. According to local information they first came to the
Lough Ree area in 1969. The Borners’ purchased the "Winkelried" (see photo 1
at Appendix 7.4) in 1989.

The Borners were well known in the local boating community and were
considered to have had a good local knowledge of the Lough Ree area.

The Borners set out on the "Winkelried" at approximately 14.00 hours on Sunday
the 8th August. The "Winkelried" had a dinghy in tow. (See photo 2 at Appendix
7.4)

The Borners, according to the owner of the boatyard where the "Winkelried"
was to be laid up over the winter, were to return to Switzerland on Tuesday
morning the 10th and this was to be their last voyage on Lough Ree for the
year.

The "Winkelried" had been surveyed for the purpose of insurance on the 15th
April 2003. According to the conclusions of the surveyor the craft had been well
maintained.

The Met Eireann weather report for Lough Ree on the 8th August 2004 indicated
that winds to be south-to-south east Force 4 to 5 but with frequent stronger
gusts. Gusts of between 25 and 36 knots were reported in their synoptic
stations at Mullingar and Claremorris (See Appendix 7.1)

A company specialising in GPS (Global Positioning System) hardware
downloaded the route followed by the vessel as stored in the memory of the
GPS. This company, CharterNav (now GPS Ireland) based in Crosshaven, Co.
Cork printed out the route of the vessel onto an ordnance survey map. (See
Appendix 7.2)

This printout indicates that the vessel left shortly after 14.00 hours and
proceeded north up Lough Ree.

At approximately 15.23 hours the vessel was north west of Inchmore Island
when it turned south.

At approximately 15.41 hours the vessel commenced a series of four 180 degree
turns; the last turn was made at 15.47 hours approximately. (See Appendix 7.2)
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4, THE INCIDENT

4.1 The wind was blowing from a southerly direction and its full effect would not
have been noticed until the "Winkelried" turned south at approximately
15.23hours on the 8th August 2004. At some stage on the southerly course the
dinghy rope may have parted and an attempt may have been made to retrieve
the dinghy. At this time one of the Borners may have fallen in to the Lough.
The manouevering of the vessel may have been an attempt to recover a person
who fell overboard. One can only assume that the second person ended up in
the water in an attempt to save the first person.

4.2 At 15.55 hours the vessel started to drift, at first in an easterly direction, then
west and then east again until it went lightly aground off Inchmore Island at
approximately 18.47 hours. At 15.55 hours it would appear that there was
nobody onboard and that the vessel was drifting helplessly.

4.3 A local fisherman discovered the body of Mrs. Borner at Lecarrow over
twenty-four hours later at approximately 17.00 hours on Monday evening. A
lifebuoy was found near the body of Mrs. Borner. At approximately midday on
Tuesday the 10th August 2004 the vessel "Winkelried" was discovered near
Inchmore by a Garda RIB.

4.4 The body of Mr. Borner was found the following Friday.




CONCLUSIONS

5.1

5.2

5.3

5.4

5.5

5.6

CONCLUSIONS

Mr. and Mrs. Borner both died of Hypothermia. One can only hypothesise as to
how this tragic accident occurred. It is not possible to explain how Mr. and Mrs.
Borner ended up in the water but the probability is that one fell in when trying
to retrieve the vessels’ dinghy and the other person in attempting a rescue
jumped in to try to save the other.

There is no record of any attempt to broadcast a mayday by the Borners or
alert persons ashore by any other means. The first indication that anything was
wrong was when the body of Mrs. Borner was discovered.

The dinghy was found at a distance from the "Winkelried" near where
Mrs. Borner body was discovered.

An inspection of the steering gear indicated that the rudder was found jammed
in the hard over position. (See Appendix 7.3). This report further indicates that
at some time there had been a modification to the original system.

The insurance report of 2003 recommended that a bathing access ladder be
fitted; there was no evidence of this being done prior to the accident.

Neither Mr. nor Mrs. Borner were wearing lifejackets.




RECOMMENDATIONS

forecasts should be obtained. A person ashore should be informed regarding the

maintenance, steering gear, fire fighting equipment and life saving appliances.

device. Simple risk analysis should be effected by the owners of pleasure craft
to highlight areas of risk and appropriate precautions should be put in place to

That the contents of the Maritime Safety Act, 2005, be brought to the attention

MCIB#

6. RECOMMENDATIONS

6.1 All voyages on inland lakes and waterways should be planned. Weather
time of return from a voyage and an agreed protocol should be put in place if
the indicated return time is not adhered to.

6.2 Owners of pleasure craft should carry out practice drills under controlled
conditions to determine their response to situations such as man overboard,
fire, grounding etc. Owners of pleasure craft should be aware of the
importance of matters such as but not limited to hull integrity, engine
Persons working on deck should always wear some form of suitable flotation
negate or lower these risks.

6.3
of all persons using crafts of whatever type on water.

6.4

That the Act itself be examined by the relevant local authorities and other
agencies with a view to the enforcement of same.
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Appendix 7.1
Met Eireann Weather Report

MEeT EmgEAany
The Irish Meteorological Service
M E T Colawnevin Hill, Cnog Ghins Maloe Tel: +351-1 -B06 S300

alredann Drublim 4, Ireland.  Rafle Sthn Cliath &, Blee.  Faw: o105 0 008 £747
WL E-rail: med girsanndizme: ie

Weather Report for Lough Ree on the 8% August 2004,

Lreneral Simarion

A deep depression in the Atlantic just west of Irsland gave a southerly airflow aver
Ireland.

Detaiks for Longh Ree

Winds: south to south-e2s1 Force 4 to 5 but with frequent stronger guste,

Cheses of betwesn 25 &nd 36 knots were repofied in olr symoptic stations of Mullingar
and Claremaris,

Wiather: cloudy, mainly dry, o fow akawers

Visihility: good

IS (e [ess (e leas, (i Lieas e, [ 1
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Appendix 7.2
GPS Download Printout
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Appendix 7.2
GPS Download Printout
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Appendix 7.3
Steering Gear Examination

.‘._. WL DM, g, &/ TED

finl mom thrsagra ¢hum: - An Phriomb Shairbkéir

{Ahikdress any reply o= Thae Cheel Sursevorh Midiartha

Department of Communications, Marine and
= EE3 (00 | 74 00874 BI2ETE Besd Nataral Resounces
f=_| <353 () | 872 4481

mawdemnr. gov.ie (halig an tSairbhéara Mhuiri

1k Seprermber 2004
Re: PLEASURE CRAFT - WINKELRIED

TOWHOM IT MAY CONCERM.

Chn 090504, following a reguest from Capt. Tom O°Callaghan, an imvestigator with the Marine Crsualty
Investigation Board, [ attended the above vessel at Pormaneena, Glasson, Athlose for the purpose of
examining the steering gear of the vessel.

| was informed that at the time of the recovery of the vessel, the rudder was in a “lard™ over 10 post posilion
and tha i was 5-|.||'.'|:J.1.|Lr|.'||.1|.:. diseovered that the redder was Jammed in this position.  Af the time of Ty
inspection on F0904 the rudder had been moved back to the midships position. | was informed that in
arder io accomplish this it had been necessary 10 remove the tiller arm from the rudder sieck, as the uller
arm had become pammed behind the pon side nudder-angle limiting device and would not move back by the
normal means of operating the helm.  The port side rudder-angle limiting deviee was seen 1o be broken,

1. Deseription of Steering Arrangement. (See photos)

The steel rudder of the vessel 15 sttached 10 a steel ruddersinck. The madderstock is held om & lower besh at
the end of a steel skeg and passes throwgh an upper bush and seal arrangement in the Glass Re-enforced
Plastic {(GRP) hull, o the steering compartmeent,  The upper end of the stock is fited with a keyway and a
tiller arm s elliciently conmected w this by way of a key and split eollar, secured with a bolt.  In the
»midships position the tilber extends approximately aft and is conpected 1o the steering actuator ram by o
forked and bolted connection.  The steering actuater is held on a pivating hull conmeetion 1o port and i3
connected by means of 0 morse cable io the helm position '|'1|mi11|_.l_' thi: helm af the vessel elthier pust'"_-s. o
pu||h the morse cable and pru-Jl.ﬁ“.'l‘.‘:i f L'h.II'I.'L'."iFliII.'IIlinE movement of the actuator and filler nom, so I|.|rning_ the

ruclierstock and therefore the nedder o the desinsd position.

Limitation of the moverent of the nsdder 1o pory, bevond the maximum design angle, was supposed to be
achieved by the tiller arm swinging and coming into contact with a steel bracket & the desired angular
postion.  This bracket formed from steel angle bar is balted tooa plywood / GRP foundation plate which
was comnected 1o |hE I:'II.I". IJII.dI.'r.

Limitation of the movement of the nedder te starboarnd, beyond the moximum desipn angle. is achieved by a
chain, which is conmected 1o the foundation of the actuater assembly al one end and 1o the tiller arm ag the
ather. LUpon turming the helm fo starboard, the actuator extends and pushes tbe tiller away from the actuator
toundation, This movement is unimpeded umtil the slack in the chain is taken wp, ot which time the chain
becomes taut and prevents furiher movemenl.

An Rainm Camarsdide, Mara agus Acmbain

iMarine Surveyor's Odfiee)
2617, U Eden

{26-27 Eden Cuay

Baile Achn Clinih, 1
{Dhllin 1)
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Appendix 7.3
Steering Gear Examination

2. Observations.

The helm was tumed both to port and starboard and the steering svsiem operated smisfactoly, albein with a
slight tightness / resistance.  The integrity of the connections of the tiller, actuntor arm and mounting wene
tested and found o be sstisfacionry.

The port side nedder-limiting device was broken,  The steel bracket itself was intact and still balied down,
bat the foundation w which it was attachid was broken and the whole sssembly could be moved freely by
hand, The plywood, which was designed 10 give the assembly the required rigidity, was seen 10 be roten
and the GRP applied over the plyweod was in an advaneed state of delamination and decay, A piece of
plywoad was bying in the botiom of the steering compartment having fallen off the assembly. This

pl'_rl.\ o] could be broken imo pieces with the fingers of the hand.  Given the condition of the assembly, it
woald have laken very litde foree 10 break it during the operation of the vessel.

The sth’d side limiting device (chain) was intact and in fair condition. It was nated during the inspection
that this deviee was probably instalked sometime dusing the vessels life and that previous w s insiallation;
limitation of the rudder angle 1o starboand was achieved with a bracket, as per the port side, (There was
ohservahle evidence of a position an the hull where this bracket assembly had been bocated and the
remaining port side bracket itself appeared o have joined with it in a “horse shoe™ type assembly as siewed
fromm abovel,  The original “as built bracket”™ would heve had greater rigidity and strength and af the time of
the remaval of the starboard side foundastion, the assembly would have been substantially weakened,

TS ubsequent detertoration af the GEF and plywood over the following vears, due te poor maimenance and
damp conditions, resulted in the poor condition of the bracket assembly noted at the time of this inspection.

3. Conclusion

11 is knowen that the vessel was heading back towards Portnaneena on a steady course albeit in poor weather
conditions when something happened which resultexd in the vesse] backiracking / circling for a shart time.
The vessel then resumed on a steady course for another 12 minules before bhackiracking / carcling for a
sxcand time. After this second manseuvre the vessel does nod appear to resume an “‘underwvay™ condition,

It is very unlikely that the steering gear became jammed during the [irst manoeusre above, as it would have
bzen very difficult for the crew to rectify the sitaation and unlikely they would have been able to condinue 1o
navigate an o steady course with the rudder jammed bard over 1o port.

As the vessel did not resume her course afier the second maneeuvre it is possible thas the tiller sither broke
the port side limiting bracket or continued past an already broken brackel. during a “erash™ mamoeuvre of
the vessel of the type commonly employed if somebody were to fall overboard, and became jamemed.

Altermatively, as the vessel then appears 1o have been adrifl in windy conditions for a number of hours, the
Thtiller arm may have become jammied after being forced inte the hard over to port position by the action of
the water or some ohject acting on the rudder ot o Inber time.

In sumasary it would be my conclusion that the adder became jammed in the hard w port position either
dusinmg the second manoeuyre of sometime afieraards and in any event this ococurred subsequent to some
other 85 yet unknown ocowmmence omboarnd the vessel,  As the steering actusison system was in @ serviceable
condition, the rudder could only have become jammed 1o port after somebody tarmed the belm hard over ar
after the vessel was unattended in windy / rough conditions for an extended time.

Should it be necessary Tor further analysis | would suggest that the vessel be re-flosted and an atlempt made
L recreate the conditbons in which the nsdder becams: jammed in similar inclement weather conditions.

Sign:d . A . e ST

L A Bnelgrove
Engimeer and Ship Surveyor,
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Appendix 7.4
Photographs of the "Winkelried".
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CORRESPONDENCE

An Garda Siochana

A2
Your Ref: MCIRE &8,

3. John G. O Doomell, B.1

Charrmarn, .{&
‘anme Casualty lovestigation Baard, u iy fa
Lizzsan Lane, - w

Duablin 2.

ear M, O Dopsell

I am dirgened by the Cammssioner 16 neply to your comespondence dated 13

seepiember MRS, and o provide the following recommendations:-

| That the comdents of the Marine Safery Act, 200:% be brought 1 te anestion of all
persans using crafis of whatever type an water

2 Tt the acl ilsell be examined by the relevant local authorities and other agencies
wilh & view 1o e enlforcement of same.

Yirura sineerely,

N 7
'-..l ..'- ,
A e o /
7 e N\ e (AL Tt

FEYIMN [MINCHOE
SUPERINTENDENT FON2
PERSOMNAL ASSISTANT
T CONVMISSIONER

14" Creenher 2005,
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MCIB RESPONSE TO LETTER FROM AN GARDA SIOCHANA DATED 14TH
OCTOBER, 2005

The Maritime Safety Act, 2005 was passed by the Oireachtas on 29th June,
2005. The two points made have been added to the recommendations in the
Marine Casualty Investigation Board’s final Report.

We would like to thank An Garda Siochana for their correspondence.
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Irish Coast Guard

GARDW, COSTA na hEIREAMM

Mr Dick Heron

SeTeRary

blarine Casualty Investigation Board

|'3'{'|"-m tibznl & Communicniions.

BMlanme & Mamrnl Besoumees

Levson Lane

[rublin 2. 16" Sept 2005,

Re MCOTHE

[Dhear Mr Heran,

fhe Irish Coast Guard requests that the  following be included in fhe
recammendniionz.

“If a persan i lost overbaand from n vessel, amd canmot he recovened immedints]y I."!.
the crew of that vessel, this is a distress situstion and g MAYDAY MESSApE -il:_ou-;] be
utnrltely broadenst on Marne WHF Ch 16 or other disiress alerting radio chanmels
and systems & appropriste.  Other vessels in the immediate area receiving this
disiress messige may be able to respond and assist, On receipl of o distress message
o1 Ch 16 the Irish Conpst Guard wall task nvailable search and rescse resources to the
scere and will relay 1he criginal message to ather vessels,

Thee {_'-:l:u-.'l Guard urges the boating community o look up wvw, salelvonthewansy je
web site. The full range of safety guidelines for all types of waber and haating activity
can be viewed and downleaded from this site including a publication on Inlond
Waleraays”

SAR Crperntions Manager
IRCH Hi}.

Dapartment of Communications, Marine and Matural Resources, Leeson Larss, Dublin 2, Ircll.nc!.
B Roie Curnarsdide, Mara agus AcimibPainnl Madirtha, Lana Thill Mochargin, Baiks Athka Chath 3. Eire.
Tad: +353 | Rt Fax +353 | SEEEHEE Ervail: admin@irishcassguard,ia

MCIB RESPONSE
The MCIB notes the content of this letter.

y
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<PS ..

WGEE . EVSaE DA T

AN

Pla: 8,04l

" D& 0CT ™4

T
GPS Ireland = i
P Gormmalarts - Frojects & Procuremant - inbegration, Training, i, Sanice & Supsen ERE
Fil N A Wa ITLMR Al e W FEELEETH o ‘.

hr. John G O Donmell, B.L.

Chalrman,

Marine Casualty Investigation Board,

Leeson Lane,

Dublin 2 23" September 2005

GPR Hosssa, Chunch Bay Bood, Crosshaven, Co. Gork_ irelans
Tl 051 4823980 Fuz- 03 401345
Tl Wl B o4 383 i aic T

m———

Diear Sir,

In sccordance with Section 36 of the Merchant Shipping (Investigation of Masine
Casualties) Act, 2000, herewith observations on the above mention Drafi Report as
regjuimed,

1. Imthe first instance it should be recorded that CharterMav GPE, the company
reterred o as being responsible for handling the GPS data, was reformed as GPS
Irelund with the same contect address on 21™ Febraary 2005 last. 11 s the case
however, that the individual responsible for the original GPS data handling;
giving relnted evidence in the Coroner’s Court and making this submission are the
same person, Gary Delaney.

(%]

A penernl technical comments it is felt that the following should be included in
the report:

g The likely position accuracy of the GPFS equipment onboard the
Wrinkelneid at the time of the incident was +/= | 5 meters,

b. The time zome used o stoee pasition information on the GPS and
therefore, subsequently used for map display purposes, was UTC.
Consequently all times displayed on the map records should have | kour
added o them 1o give local time — i.e. Daylight Saving Timse (DST) or
Lis | 1 hoer,

CORRESPONDENCE



CORRESPONDENCE

[n relation to the Rp»:‘:l‘.‘iﬂ:ﬂ of the Draf repiart, may | recommencd the E:ullu:uu,'ing

amendments:
a Para 13 - Equipment on board: - amend the GPS type fo “Garsmir™ and

NOT “Carmin™ a5 stated.
b. Para 3.7 — Sugpested amendrments as follows:
for furure reference purposes it moy be wseful 1o inchede as
follows: “This commpany Charter™Moy {mow GPS Ireland), based in
Crosshaven,,,.....
Correct spelling and terminolegy as follows: currently “ondinance
survey map” — reploce with Ordoance Sorvey of Ireland map.
With respect to all imings listed in Para."s 3.1 to 4.4 which refer o GPS
plotied positions, insert comment to indicate that these timings are LT,
for these purposes the same as GMT. Ahemnatively, 1 hour can be added 1o
all displayed times and indicate that times are local or Daylight Saving

Timea,

5
.

| M
=

c.

4, Az ageneral nide, Gary Delaney is an experienced GPS Consultant and has
provided GPS doto log and data bandling services for a wide vanety of
Government Orgenisations and on an engoing basis for tee Irsh Maval Servics,
where such data iz required for legislation enforcement.

¥ours Sincerely,

1 I'.
:y-,_ A
Sl N [

Gary E. Delaney
L. NF {Ret'al), :'H".!.'-rr"'--:-v Tech), FRIN, MNT
IS i:qlmultu.?l

MCIB RESPONSE
The MCIB notes the content of this letter and have amended the Report accordingly.

P
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