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The fundamental purpose of investigating an accident under the Merchant Shipping
(Accident Reporting and Investigation) Regulations 1999 is to determine its
circumstances and the causes with the aim of improving the safety of life at sea and
the avoidance of accidents in the future. It is not the purpose to apportion liability, nor,
except so far as is necessary to achieve the fundamental purpose, to apportion
blame.
NOTE
This report is not written with liability in mind and is not intended to be used in court
for the purpose of litigation. It endeavours to identify and analyse the relevant safety
issues pertaining to the specific accident, and to make recommendations aimed at
preventing similar accidents in the future.
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GLOSSARY OF ABBREVIATIONS AND ACRONYMS
DSC

-

Digital selective calling

GPS

-

Global positioning system

LSA

-

Life Saving Appliances

m

-

metre

MCA

-

Maritime and Coastguard Agency

mm

-

millimetre

MOU

-

Memorandum of Understanding

RYA

-

Royal Yachting Association

SAR

-

Search and Rescue

UTC

-

Universal Co-ordinated Time

VHF

-

Very high frequency

SYNOPSIS
At about 2255 (UTC + 1) on 23 August 2003, the Guernsey registered passenger
catamaran Trident VI ran aground on Percée Rocks near Herm Island in the Channel
Islands. There were 179 passengers on board, together with the skipper, engineer and
a crewman. The vessel suffered extensive damage but nobody on board was injured
and there was no pollution.
The MAIB was asked by the States of Guernsey Board of Administration to carry out
an investigation into the accident, in accordance with the MOU between it and the
MAIB.
Earlier in the evening, Trident VI had taken a number of passengers from St Peter
Port, Guernsey, to Herm, for dinner at the island's hotel and tavern. The wind and seastate were calm and the visibility was severely reduced because of fog, which
persisted throughout the accident. At about 2230, the passengers returned to the
waiting vessel and embarked for the return passage.
The skipper was using a GPS/electronic chart plotter, two radars and a magnetic
compass.
On leaving the berth, the skipper made a 130° turn around the southern end of a
sandbank and then steadied up on 310° for the transit through Percée Passage. From
his plotter, and the radar, he found that the vessel was to the left of the narrow
channel, and too close to the rocks to port. He altered course to starboard to bring the
vessel on to the track-line, but the vessel overshot and grounded on the opposite side
of the channel.
St Peter Port Co-ordination Rescue Centre called Trident VI's sister vessel, Trident V,
and the RNLI lifeboat. Both proceeded from St Peter Port to the stricken vessel. The
passengers were evacuated from her to Trident V and returned to St Peter Port. Three
crew members and a salvage pump from the lifeboat were placed on board Trident VI
to assist the crew. The vessel floated off the rocks with the rising tide, and made her
way back to St Peter Port under escort of the lifeboat. The vessel was beached in the
harbour, as the forward three spaces in the port hull had been breached in the
grounding.
This accident raised issues regarding blind pilotage, licensing of skippers, safety
management and the vessel's manoeuvrability.
Recommendations have been made to the owners with regard to the vessel's
manoeuvrability, and to the States of Guernsey Board of Administration regarding the
local requirements for safety management systems. The latter has also been
recommended to encourage operators to fit the equipment required to stabilise radars
and chart plotters.
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Photograph 1

Trident VI at the Careening Hard in St Peter Port harbour

SECTION 1 - FACTUAL INFORMATION
1.1

PARTICULARS OF TRIDENT VI AND ACCIDENT
All times are UTC + 1.

Vessel details (Photograph 1)
Registered owner

:

Trident Charter Co Ltd

Port of registry

:

Guernsey

Type

:

Passenger catamaran

Built

:

In 1991 at Gravesend

Construction

:

Steel

Length overall

:

22.25m

Engine power

:

397kW

Service speed

:

10 knots

Maximum passengers

:

250

Other relevant info

:

Twin screw and twin rudders, the latter of which
were activated by hydraulic power.

Time and date

:

2255 (UTC + 1), 23 August 2003

Location of accident

:

Latitude 49° 27.96'N, longitude 002° 27.64'W
Bearing 075° x 2.56 miles from St Peter Port's
southern breakwater

Persons on board

:

182

Injuries/fatalities

:

None

Damage

:

Extensive damage to forward port hull and to aft
starboard hull.

Accident details
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1.2

BACKGROUND
The following is relevant guidance from the Admiralty Sailing Directions for a
passage to/from St Peter Port/Herm and the relevant charter arrangements
between Trident Charter Co Ltd and Sark Shipping Co Ltd.

1.2.1 Pilotage to/from St Peter Port/Herm
The following are quotations from Admiralty Sailing Directions - Channel Pilot:
The Channel Islands lie to the S of the English Channel in the bight formed
by the N coast of Normandy. They consist of the four main islands of Jersey,
Guernsey, Alderney, and Sark, with innumerable islets and rocks which, with
a few sparsely populated exceptions, are uninhabited. They are
Dependencies of the Crown (of the United Kingdom).
Herm and Jethou, two islands situated 2 miles off the E coast of Guernsey,
belong to the States of Guernsey and attract many visitors in the summer
months. These two islands, together with the rocks extending about 3.25
miles NE from Herm and those extending 1.5 miles SSW from Jethou, divide
Big Russel from Little Russel.
Herm Harbour, which dries, lies 2 cables N of Rosière Steps and is formed
by a short pier extending NNW from the shore. It is used extensively in the
holiday season by excursion boats from Guernsey.
1.2.2 Directions - All courses are true (Figure 1 and 1a)
St Peter Port to Herm
On clearing St Peter Port breakwaters, the course to Alligande Beacon is 072°.
On passing the beacon, the vessel alters course to 074° for Alligande Passage,
heading for Vermerette Beacon. When about 1.8 cables from the latter, the
course is altered to starboard onto 128° for Percée Passage and to pass Épec
Beacon to starboard. When past Gate Rock Beacon, the vessel is slowly turned
to port around the southern edge of the bank south of the small island of
Mouette, and the approach to Rosière Steps is on a northerly course.
Herm to St Peter Port
On leaving Rosière Steps in Herm, the vessel is turned short round until she is
heading on a southerly heading. Then a turn to starboard is made around the
southern edge of the bank until she is heading 308°, which is a course change
of about 130°. The vessel passes Gate Rock Beacon on her starboard side, and
then between Percée rocks and the shelf to the north of Jethou. The minimum
navigable width of Percée Passage is about 120m. When the vessel has passed
Épec Beacon, the vessel alters course to port onto 254° for Alligande Passage.
When past Alligande Beacon, the vessel alters course to 250° for St Peter Port
breakwaters.
4

Figure 1
Reproduced from Admiralty Chart 807 by permission of
the Controller of HMSO and the UK Hydrographic Office

Extract from chart, showing the usual track to / from Rosière Steps, Herm
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Figure 1a

An aerial photograph of Herm and Jethou islands
6

1.2.3 Bareboat charter
Between April and September 2003, Trident VI was bareboat chartered to the
Isle of Sark Shipping Co Ltd, which operated the vessel to make daily daylight
trips to Sark, manned by its own personnel. Occasionally, Trident Charter Co Ltd
used the vessel to take parties over to Herm at night (see Annex 3). On these
trips, Trident Charter personnel manned the vessel. Trident V carried out the
regular daily trips to Herm, which took about 20 minutes each way.
1.3

NARRATIVE
During the week before the accident, the manager of Trident Charter Co Ltd
asked three of his staff to take Trident VI to Herm, for a large party having an
evening meal at the White House Hotel and at the Mermaid Tavern. Trident V,
the second vessel belonging to the company, was engaged that evening in
taking another party to Herm.
St Peter Port to Herm
At about 1900 on 23 August 2003, assisted by the manager, the passengers
boarded Trident VI in St Peter Port harbour at the eastern corner of St Julian's
Pier. That morning, the weather forecast, which included mist and fog patches,
had been noted in the logbook. There were signs of fog patches that evening
when the passengers were boarding the vessel. The vessel sailed at 1920 with
147 people on board, which included the three crew members (skipper, engineer
and deckhand). A taped safety announcement was made over the tannoy
system. During the trip across to Herm the tide was slack (see Section 1.4).
Once clear of the breakwaters, the skipper handed over the helm to the
engineer, so that he could concentrate on one of the two radars and the GPS/
electronic chart plotter. The range of visibility was severely reduced. They
steered an easterly course, heading for the centre of the island of Jethou (see
Figure 1). This initial course was not a direct one because the skipper wanted to
give sea room to one of the fast ferries arriving from the north. About two-thirds
of the way across Little Russel, the vessel altered course to port onto a heading
of about 050° to shape a course for Alligande Beacon, which the skipper
intended to pass to the north and on his starboard side.
When Trident VI was about 0.5 mile to the south-west of Alligande Beacon, the
skipper took the wheel. As she approached the beacon, he slowed down the
engines and began his turn into Alligande Passage. However, the vessel carried
on turning, and the skipper found that he was heading towards a small rock.
Because he was unsure of the clearance depth of water over the rock, he
continued the turn into an area to the east of the beacon.
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The skipper stopped the vessel, turned her around and, when confident of his
position, headed back towards the beacon. He passed the beacon on the port
side and then turned towards St Peter Port and into clear water. He turned the
vessel round again and entered Alligande passage at full speed. No
announcement was made to the passengers about the deviation from the
passage.
Once past Épec Beacon, he slowed the vessel down for Percée Passage.
When she passed Gate Rock beacon, the skipper started the turn for Rosière
Steps, which was safely reached at about 1955.
The passengers were disembarked and the vessel remained alongside for
about half-an-hour, after which she moored to a nearby buoy to make way for
Trident V's arrival. At about that time, the company's manager telephoned the
skipper to ask if he was content to return to St Peter Port in the severely
reduced visibility. The skipper replied that he was.
Herm to St Peter Port
At about 2230, the vessel began to embark 179 passengers. The visibility was
still severely reduced by fog. With the skipper at the helm, Trident VI left the
steps and made her turn around the southern edge of the bank south of
Mouette island. She then steadied up on about 310° for the transit through
Percée Passage. The tidal stream was slack in the Passage.
Once on course, the skipper found that the vessel was to port of the track
shown on the GPS/electronic chart plotter, and too close to the rocks on that
side (see photograph 2). The lights on the compass and the rudder indicators
were not illuminated. The vessel was on full speed, to gain maximum steerage
response.
The skipper altered course to starboard to bring Trident VI back on to the track.
However, the vessel's handling was sluggish and she overshot the central track.
The vessel then grounded on Percée Rocks on the opposite side of the
channel. Realising that she was stopped in the water, the skipper stopped the
engines.
Events subsequent to the grounding
At 2255, the skipper alerted St Peter Port Radio, the local rescue co-ordination
centre in the port authority's building, to inform the station that Trident VI was
aground and that assistance was required.
The engineer went below and checked the two larger spaces of the engine
rooms, and found them intact. He also checked the fuel tanks; these, too, were
intact. He then went to the bridge.
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Photograph 2

Trident V’s chart plotter and her position in relation to the track line,
which was similar to that of Trident VI’s after leaving Rosière Steps for St Peter Port
The RNLI lifeboat in St Peter Port was called. Trident V had just disembarked
her passengers in St Peter Port and she was also asked to go to the scene of
the accident. At 2308, she left the harbour.
At 2310 and at 2325, Trident VI's skipper gave his vessel's position to the coordination centre and said that there was superficial damage and that the
passengers were calm: "just sitting there", and there were no injuries. The
engineer made an announcement to the passengers that the vessel had
grounded, they were safe and help was on its way.
During this time, the police and ambulance services became aware of the
accident through a mobile telephone call from a passenger on board Trident VI,
and from discussions with the duty SAR co-ordinator. The maritime incident
room, in the harbour office, was activated and the harbourmaster and deputy
harbourmaster were informed and attended.
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At 2330, Trident V arrived on-scene and went alongside Trident VI's port
quarter. An announcement was made to the passengers for them to make their
way to the other vessel so that they could be taken to St Peter Port. Because of
the calm seas, and the two vessels being almost the same size, the passengers
were embarked easily from the grounded vessel to Trident V. This was
completed by 2340. Trident V left the scene and headed back for St Peter Port.
Once the passengers had been evacuated from Trident VI, the crew checked
the void spaces and found the forward three compartments in the port hull were
open to the sea (see Figure 2).
Three RNLI crew members boarded the casualty to assess the situation and to
assist the vessel's crew. They took a salvage pump with them.
At 0024 on 24 August 2003, the starboard hull began to float and the lifeboat
made fast a tow-line to Trident VI's port quarter, to prevent her from drifting
further on to the rocks.
By 0025, Trident V had disembarked her passengers and was returning to the
casualty. The duty police inspector dispatched two police officers to the harbour,
and they were in attendance with the deputy harbourmaster when the
passengers were brought ashore. The duty ambulance controller had been
continually monitoring the situation by VHF radio and, at an early stage, had
become aware that there were no casualties. Although ambulances were
available immediately, none were deployed to the harbour.
In communications with St Peter Port Radio during the accident, the headcount
of passengers had differed between Trident V and Trident VI. The port authority
wanted to satisfy itself that the number originally reported was correct. As the
passengers came ashore, they were grouped together by a policeman so that
they could be counted before being allowed home.
At 0040, the stern was afloat but Trident VI was down by the head and had a
port list. At 0110, the lifeboat applied a little weight to the tow-line and Trident VI
floated off Percée Rocks.
One of the RNLI crewmen on board Trident VI steered her back to St Peter Port,
following the RNLI lifeboat. He commented on how difficult it was to steer. She
was placed on the Careening Hard in St Peter Port at about 0200 (see
photograph 3).
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A profile of Trident VI showing the subdivision of the hulls

Figure 2
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Photograph 3

Trident VI afloat at the Careening Hard, St Peter Port harbour, on the day after the accident
1.4

ENVIRONMENTAL CONDITIONS
During the incident, the visibility was restricted by fog, the wind and seas were
calm. The Admiralty Sailing Directions - Channel Pilot describes the general
conditions of fog and visibility in the area as follows:
Fog, visibility less than 1 km, and poor visibility is most likely in late spring
and summer when warm moist W to SW winds blow over a relatively cool
sea. The frequency of fog is between 3 and 4 per cent in June compared
with less than 2 per cent in January.
Fog is most likely to form near the S coast of England with a SW wind in
summer but may extend to the Channel Islands and the N coast of France
should the wind veer to the W.
High water at St Peter Port on 23 August 2003 occurred at 1606; the following
low water occurred at 2232. The tides were at neaps (see Figures 3 and 4 for
tidal streams during the accident).
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Figure 3

The tidal stream for the outward passage to Herm
Figure 4

The tidal stream for the return passage from Herm
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The Channel Pilot describes tidal streams between Herm and Jethou as follows:
No information regarding the tidal streams round Herm is available, except
for that given below, but there must be strong eddies round and between the
islets and rocks extending NE from the island. In Percée Passage the tidal
streams begin as follows:
Interval from HW St Helier

Direction

-0530

SE and runs for 9 hours

+0330

NW and runs for 3.5 hours

Sunset was at about 2010 and it was fully dark by about 2130.
1.5
1.5.1

TRIDENT VI AND CREW
Certification
Trident VI was certificated by the States of Guernsey Board of Administration.
However, the annual survey of the vessel was, by invitation, conducted by the
MCA as if it were a Class VI passenger vessel. The men-in-charge and
engineers were examined and certificated by the harbourmaster's team in
Guernsey.
Class VI vessels are defined as:
Ships engaged only on voyages with not more than 250 passengers on
board, to sea, or in Category A, B, C and D waters, (see Annex 6) in all
cases in favourable weather and during restricted periods, in the course of
which the ships are at no time more than 15 miles, exclusive of any Category
A, B, C and D waters, from their point of departure nor more than 3 miles
from land.
In the MCA's report of annual survey, each surveyor remarked that crew
competence had not been considered.

1.5.2 Conditions of operation
The passenger certificates, issued by the States of Guernsey Board of
Administration for Trident Charter Co Ltd and for Isle of Sark Shipping Co Ltd,
certify the following limits:
During daylight within limits of between the harbour of St Peter Port and the
Island of Herm by the most direct safe route, carrying no more than 250
passengers.
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During darkness within limits between the harbour of St Peter Port and the
Island of Herm by the most direct Route, carrying no more than 187
passengers (75% of the maximum numbers).
During daylight within limits of between the harbour of St Peter Port and the
Island of Sark by the most direct safe route, carrying no more than 250
passengers.
The passenger certificate imposed special conditions; the relevant ones are as
follows:
the vessel shall be used to carry passengers only in fine weather conditions;
the vessel shall be only used to carry passengers during darknesswhen carrying navigation lights conforming to the collision regulations,
night distress signals and not less than two lifebuoys fitted with selfigniting flares;
the vessel is equipped with radar apparatus for the operation of which at
least one operator who is fully competent to operate the same is on
board and with radio telephone apparatus in respect of which there is for
the time being in force a licence issued by the Minister of Posts and
Telecommunications and at least one operator licensed by the said
Minister is on board; and
the vessel arrives at the Harbour of St Peter Port no later than one hour
after midnight terminating the day on which it departed from the said
Harbour.
The master or man-in-charge shall comply with any direction given by the
States Harbour Master or any person authorised in that behalf.
The said Board shall be notified immediately of any material damage
affecting the seaworthiness or efficiency of the vessel either in the hull or in
any part of the machinery or equipment.
The MV TRIDENT VI when going to sea from any place in the Bailiwick shall
carry an efficient crew of at least two of whom one shall be the Master or
Man-in-Charge of the said vessel and one shall be the Engineer of the said
vessel, both persons being duly certified by the Board of Administration.
(With regard to the last point, MCA's Declaration of Survey of a Class VI
Passenger Ship states that the minimum crew should be three. The passenger
certificate states a minimum of two, because this is the requirement if the vessel
is operating as a less-than-150-passenger craft. However, the operators
understand that the requirement in MCA's declaration is: if she is operating as a
250-passenger craft, she must have a minimum of three crew.)
15

1.5.3 The crew
The skipper, who was 42 years old at the time of the accident, gained his "manin-charge" 250-passenger capacity licence, issued by the States of Guernsey
Harbour Authority in 1986. To advance from the 150-passenger to the 250passenger capacity man-in-charge licence, each skipper has to undertake an
additional examination, including an act of blind pilotage. The licences are
renewed each year on the production of a valid medical certificate.
Since gaining his man-in-charge licence, the skipper had spent time abroad and
had worked ashore in engineering works and other places for a total of 15 years.
However, he had worked occasionally on the local passenger boats as engineer
and deckhand during his holidays.
Before being employed by Trident Charter Co Ltd in April 2002, he was
assessed by the retired owner of the company on his abilities as man-in-charge.
This included a practical assessment on ship handling and pilotage in one of the
Trident catamarans. Once in full-time employment, he worked mainly on Herm
Clipper, a single hull and a single screw passenger vessel, which mainly takes
sightseers around the reefs off Herm to view the bird-life. He also regularly took
command of Trident V during the summer, often taking lunch-time command of
her when Herm Clipper was not in use. This occurred about four times per week
in summer, increasing to ten trips per week in the winter.
During the winter, when Trident V was laid up for refit, the skipper served
regularly on board Trident VI for the Herm trips, during which he controlled the
vessel from time to time, even when the senior Trident skipper was in command.
He had served on board Trident VI five times in 2003 for the night trips to Herm,
but not in fog. He had made one trip on Trident V in fog about two weeks before
the accident, and had made others on Herm Clipper in fog. During these he had
encountered no difficulties.
The skipper had completed successfully the RYA Yacht Master theory course
during the winter of 2001. He held a valid VHF, DSC Short Range Certificate
and had completed the sea survival course and a local fire-fighting course.
The engineer had passed his 150-passenger man-in-charge licence in May
2002. He had been employed by Trident Charter Co Ltd for over 2 years,
serving mainly on the regular trips to Herm on Trident V. He also worked for
about three of the winter months on board Trident VI when Trident V was in refit.
The crewman had been employed by the company on a part-time basis, serving
on board the vessels during the evening trips to Herm.
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1.5.4 Manoeuvrability
The vessel was a twin-hulled catamaran, with twin screws and twin rudders. The
propellers were in a soft tunnel, with the rudders set inboard of each one by
740mm, to enable both the propeller shaft and the propeller to be extracted in
one piece. No part of the rudder overlapped the propeller disc (see
photographs 4 and 5). This unusual configuration made her handling difficult at
less than full speed, although, by manipulating the two engines, she was highly
manoeuvrable while going alongside.
Trident VI's rudders were of the spade type, and were supported by rudder
heads mounted entirely in the hull. A small proportion of the area of the rudders
lay forward of their axis so that the pressure on the leading part of the blades
reduced the power required to turn the rudders.
From the Admiralty Manual of Navigation Volume 6:
The function of the rudder is to use the hydrodynamic force of lift to produce
the turning moment to (1) start the ship turning, (2) keep it turning, (3) stop it
turning, and (4) maintain a steady course. When stopping a turn, rudder is
applied in the opposite direction and the rudder is centred.
The rudder is a vertical blade, usually with a curved section. When at an
angle to the flow of water, it is subject to the hydrodynamic forces of lift and
drag. The rudder is thus a 'passive control device', only creating a turning
moment fitted aft in a position where they benefit from lying in the flow of the
propeller slipstream when the ship is going ahead.
If the angle of attack of the rudder to the water flow is increased, the lift and
drag forces also increase, until the flow on the rear side of the rudder
becomes increasingly turbulent and finally breaks up altogether. This causes
the lift force to be suddenly and dramatically reduced, which in turn causes a
proportionate loss of rudder effectiveness; this is known as stalling. For this
reason the rudder is limited to 35° in most ships. Rudder design, including
the curved section shape, has to take into account the lift force required and
efficiency through the range of rudder angles.
1.5.5 Damage
The bottom plates of the forward three compartments, about 10m in length, of
the port hull, suffered many indentations, splits and breaches, which caused
flooding (see photographs 6 and 7).
The starboard hull was dented, but not breached, on the outer side, about 8m
from aft. There were some fresh longitudinal scrape marks to the hull and the
propeller shaft leading from the dent towards aft (see photograph 8).
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Photograph 4

An end on view of the rudder / propeller arrangement
Photograph 5

A side on view of the rudder / propeller arrangement
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Photograph 6

View looking aft showing the side damage to the forward part of the port hull
Photograph 7

View looking up at the bottom of the port hull showing temporary repair plates
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Photograph 8

View looking forward showing the damage to the after part of the starboard hull
1.5.6 Subdivision and survivability
When the hull of a vessel is breached by a collision or by grounding, water
enters the space bound by the transverse bulkheads on either side of the
breach. In such circumstances, the buoyancy gained by the space is lost and
the vessel will sink lower in the water and, because of non-symmetrical flooding,
take an angle of list. The distance between the bulkheads is the degree of
subdivision, which is calculated to give a ship a reasonable chance of remaining
afloat after being damaged.
Passenger ships, carrying more than 12 passengers, must comply with certain
standards of subdivision. This is done by determining a line beyond which the
ship will not sink, and then ascertaining the position and length of one
compartment which, when flooded, will cause sinkage to that line, known as the
margin line*. The maximum distance between the bulkheads of this
compartment, to meet this criterion, is known as the floodable length. Trident VI
was built and approved to this one compartment subdivision standard.
(*Note: Margin line. This is a line drawn parallel to, and 76mm below, the upper
surface of the bulkhead deck (uppermost continuous deck to which all
transverse bulkheads are carried) at the side.)
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1.5.7 Navigational equipment
Trident VI's wheelhouse was equipped with two Furuno radars, a Simrad
GPS/RD plotter with an electronic C-Map chart of the area installed, and a
magnetic compass.
1.5.8 Previous incidents
In June 1994, while at her moorings, Trident VI was hit by another vessel and
foundered. The damage was so extensive that the vessel had to be rebuilt at
the engineering works in St Sampsons, Guernsey. The rebuild included a new
superstructure.
In June 1995, while heading north-west and travelling at about 5 knots in the
Corbette Passage, the vessel took a sheer to port. The skipper tried to
compensate using the helm and engines, but she sheered to starboard and
moved sideways towards Corbette Rock, which she struck at slow speed. The
starboard hull suffered a number of creases and was holed in two
compartments, which were repaired at the engineering works in St Sampsons.
1.6

STATES OF GUERNSEY/UK OPERATIONAL REQUIREMENTS

1.6.1 Guernsey Harbour Authority
The Guernsey Harbour Authority is responsible for the administration and
operation of the ports of St Sampsons and St Peter Port. It also has other
maritime responsibilities, including the licensing and control of commercial
vessels in local waters.
1.6.2 Crew training
Guernsey
In March 2003, the deputy harbourmaster wrote to the manager of Trident
Charter to ask him if he could confirm that his men-in-charge were adequately
trained in the use of LSA and fire-fighting equipment on board the company's
vessels. He also questioned if he had procedures in place for dealing with
various emergencies. The manager replied that the men-in-charge, and his
crew, were adequately trained in that they had merchant navy lifeboat and firefighting certificates.
The deputy harbourmaster wrote later asking the manager to read MCA's
Marine Guidance Note MGN 203 (M), which concerns crew training on UK
domestic vessels (see Annex 5), and to question him as to whether or not he
was satisfied that everyone employed on his vessels complied with the
requirements of the notice. The deputy harbourmaster went on to say that, if the
manager had any doubts as to whether or not the crew complied with MGN 203,
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he should arrange for an assessment to be undertaken. The manager replied
that he was satisfied that his crew complied with MGN 203. He did, however,
ask to meet the deputy harbourmaster at the end of the season to ensure that
they were both happy that this was the case.
After this series of communications, the manager made enquiries with a local
marine consultant to investigate crew training and to formulate a training
schedule to comply with the current UK regulations. It was noted that the
regulations, under which MGN 203 was drawn, would be extended to Guernsey
in due course.
1.6.3 Man-in-charge/Boatmasters' Licences
Guernsey
The port authority of St Peter Port examines suitable candidates for the man-incharge licence for the Herm/Guernsey areas. The syllabus (see Annex 2) for
the special pilotage examination covers a knowledge of:
various navigational lights and fog signals;
striking, clearing and leading marks;
navigational beacons, topmarks and white patches;
courses and distances;
international collision regulations;
seamanship, emergency and radio procedures, which include;
fire on board vessel;
man overboard;
requirement to report accidents and other incidents;
reporting an emergency;
ship's radio transmission equipment;
tidal streams; and
port regulations and requirements.
In addition, a full practical examination is undertaken to cover all aspects of the
oral syllabus, including visual pilotage.
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The successful candidate is issued with an up-to-150-passenger man-in-charge
licence. To progress to the 250-passenger licence, a candidate is also examined
on:
fire on board the vessel;
breaching or stranding;
collision;
abandoning or sinking;
proficiency in the operation of radar (a practical test on board the vessel at
sea, including an act of blind pilotage); and
knowledge of the collision regulations.
A practical examination is undertaken on board the vessel at sea, which
includes an act of blind pilotage.
While the man-in-charge licence is the only qualification required by law, the
majority of the men-in-charge and engineers have completed the sea survival
and local fire-fighting courses. Revalidation of an individual's man-in-charge
licence is granted on the presentation of a current medical certificate.
UK
On 1 June 1993, the previous voluntary Boatmaster's Licence scheme was
superseded by a mandatory requirement that the person in command of a Class
VI vessel (among other classes) must hold a Department for Transport's
Boatmaster's Licence. The grade of licence depends on the number of
passengers carried and the category of waters in which the vessel is sailing
(see Annex 6).
1.6.4 Domestic Safety Management Code
Guernsey
The States of Guernsey Board of Administration does not have a Domestic
Safety Management Code at the time of the publication of this report.
UK
The Merchant Shipping (Domestic Passenger Ships) (Safety Management
Code) Regulations 2001 came into force on 1 November 2001, and give
statutory force to the Safety Management Code for Domestic Passenger Ships
of Classes III to VI (A).
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The Code is a shorter and simpler version of the International Safety
Management system. It was implemented by the International Maritime
Organization for ships worldwide, so that it can be applied to a wide variety of
domestic ships, and developed by each company to meet the needs of that
company.
The Code consists of the following subject headings:
1. A health and safety protection policy.
2. Procedures to ensure safe operation of ships in compliance with the
regulations and rules.
3. Lines of communication between personnel ashore and afloat.
4. Procedures for reporting accidents.
5. Procedures for responding to emergency situations.
There should be clearly stated procedures for responding to emergency
situations. These may include but are not limited to: fire; collision; grounding;
violent act; main propulsion or steering failure; and man overboard.
With regard to point 5, the Code addresses this issue with the following
preparations for emergencies:
•

The potential emergencies likely to be encountered by the ship should be
considered. Exercises should then be carried out in the handling of these
emergencies and evacuation from the ship.

•

Where possible, all personnel should be involved in these exercises, both
ashore and afloat.

•

The roles and responsibilities of all personnel in an emergency situation
should be developed in accordance with the principles of the Code.

•

The exercises should be recorded. The names of those who participated
should also be recorded.

1.6.5 Risk assessments
Risk assessment has become the cornerstone of modern health and safety
practice, and is a process of establishing whether or not risks are adequately
managed by the existence of a safe system of work. The Domestic Safety
Management Code makes no specific requirement to carry out risk assessments
on this type of vessel.
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A more specific requirement for risk assessments is made in MCA's MGN 20
for the Merchant Shipping and Fishing Vessels (Health and Safety at Work)
Regulations 1997. This gives advice on duties of employers on the avoidance of
risks, the evaluation of unavoidable risks and the taking of action to reduce
them.
There is no requirement to extend risk assessments to any consequential peril
to a ship resulting from the particular work activity, nor to any external hazards
which may imperil a ship.
1.7

PASSENGER QUESTIONNAIRES
Passenger questionnaires were freely available from the harbourmaster's office,
and were sent out on request. The MAIB received 45 completed questionnaires.
•

Safety announcements. Of the questionnaires received, 14 said that there
were no pre-sailing announcements, three said that announcements were
made, with one of these mentioning that the announcement was drowned
out by people talking. The rest did not mention the pre-sailing
announcements.

•

Trident "lost" on way to Herm. The vessel circled in fog, stopped and went
astern. Some passengers, familiar with the waters, were standing behind the
bridge, and noted that the skipper and crew were busy identifying navigation
marks on the radar. GPS waypoints on the electronic chart plotter were
apparently set up for the run to Sark.

•

Once aground there was a pause before any announcement was made by
the crew - "we are aground, don't panic, help is on its way". Since this
happened somewhere between 10 minutes and 20 minutes after the vessel
grounded, it was considered unhelpful. Two further announcements were
made concerning the arrival of the lifeboat and rescue craft, and the orderly
evacuation of the vessel.

•

LSA. The crew did not advise the passengers to put on lifejackets.
Nevertheless, the passengers decided to don them of their own accord.

•

Lifejacket stowages not clearly marked. No donning instructions were
available; neither were the crew available to demonstrate the correct method
of putting on a lifejacket. Half of them were stowed on the upper deck, which
was roped off for the night-time sailing.

•

Opinions vary as to the vessel's speed - very fast, full cruising, about 10
knots, normal speed, full speed, reduced speed, about 12 knots.
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•

Most passengers agree that the vessel hit at least twice, one loud "bang"
followed by grinding noises.

•

Concern was felt about the lack of flotation devices for babies (some
passengers from the aircraft industry raised this as a problem).

•

Crew did not check for injured passengers.

•

Reception of passengers in St Peter Port was poor. No emergency services
were available to deal with any injuries, although, in the event, there were
none. All passengers were restricted to a defined area for a headcount to be
carried out before they were allowed to leave the quay, but the purpose of
this delay was not explained. No contact details were taken for any of the
passengers.

SECTION 2 - ANALYSIS
2.1

AIM
The purpose of the analysis is to determine the contributory causes and
circumstances of the accident as a basis for making recommendations to
prevent similar accidents occurring in the future.

2.2

THE CAUSE OF THE GROUNDING
A number of contributory factors led to the Trident VI grounding:
1. No visual references because of the severely reduced range of visibility in
fog.
2. Over reliance on one navigational aid.
3. Compass and rudder angle illumination not operating.
4. The vessel's poor handling characteristics.
5. Travelling at an unsafe speed in fog.
6. Skipper's lack of experience of operating Trident VI in fog.

2.2.1 The grounding
Shortly after Trident VI had embarked her passengers at Herm Island, for the
return journey to St Peter Port, and was clear of Rosière Steps, the skipper had
to execute a large turn into Percée Passage. As he was doing so, he placed the
engine control levers to full speed to increase the effectiveness of the rudders.
He believed, correctly (see Section 2.2.3 and Annex 4), that if the speed was
any lower, the vessel would be difficult to handle. Therefore, he was placed in a
difficult situation, in which he had to make an unsafe speed through a narrow
channel, in fog, to be able to gain full manoeuvrability.
Having made the turn, he found that, from observations of the radar and the
plotter, the vessel was to the port of the centre track-line on the electronic chart
of the narrow channel (see photograph 2). It is not unusual for any vessel
making such a large alteration as 130° into a narrow channel, to steady initially
to one side or another of the centre line.
Because Trident VI was close to the rocks to port, the skipper attempted to steer
her to starboard, to move her into a more central position in the passage.
However, he found it difficult to see the compass and the rudder indicators.
The vessel had initially been to port of the 120m-wide channel, about 90m from
Percée Rocks on her starboard side. Travelling at a speed of 10 knots equates
to about 300m/minute. Estimating the distance from the alteration of course to
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regain the line to the grounding position to be about 150m, gives the interval of
time between the two events as 30 seconds. This gave the skipper little time to
make an assessment from his navigational aids about how fast the vessel was
crossing the channel, and then to react to overshooting the central line. The
vessel travelled across the passage, and grounded on the opposite side of the
channel.
The likely scenario to cause the type of damage Trident VI sustained when she
grounded was that, initially, the starboard quarter made contact with the rocks.
This caused the vessel to then rotate quickly to starboard, which resulted in the
forward part of the port hull grounding.
2.2.2 Blind pilotage
The severely reduced visibility, owing to fog, was the major factor which
contributed to the accident. Considering the skipper's level of competency,
without reduced visibility this accident would probably not have happened. He
was totally reliant on his navigational instruments to give him his position and a
sense of orientation, which, in good visibility, he would have derived from visual
observation. Relying solely on navigational instruments is known as "blind
pilotage". The skipper had been tested on this in 1986 as part of his 250passenger capacity man-in-charge licence examination. Since then, he has
seldom had command of Trident VI in such circumstances, and hardly at all in
recent years.
The rudder indicator lights were not working. The skipper had assumed that the
light on the compass was also not working because previously it had frequently
not worked. He was also reluctant to use the light because there was no dimmer
switch, and the direct light and the reflection on the windows would have
diminished his night vision. Although there was some light from the
accommodation below, it was not easy to read the instruments. However, during
the MAIB investigation, it was found that this light was working, and was merely
switched off on the switchboard panel located on the starboard side of the
forward console. Therefore, two of the skipper's most useful navigational
instruments were not easily available to him. He did not know how much rudder
angle he had applied, nor did he know how fast the vessel was turning.
The navigational aids that were left available to him to use were the chart plotter
and the radar.
The chart plotter was the more useful for situational awareness, since it
displayed the vessel's position continuously and accurately on an electronic
chart. It also provided an indication of the vessel's future track, in the form of a
vector line, which was based on iterations of historical positions made good.
When on a steady course, the difference between the vessel's heading and the
predicted track would be minimal. However, as the vessel turned, there would
be a time-lag difference between the predicted track and the actual vessel's
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Photograph 9

One of the two radar screens in use on Trident V
(similar to the units fitted on Trident VI)
heading, which increased the more rapidly the vessel turned. The situation on
Trident VI was further complicated by the fact that the picture re-orientated itself
sporadically, thereby losing the picture for short periods of time.
The plotter, therefore, gave the skipper no indication that his action to regain the
centre of the channel was excessive, since there was a time lag between a
large alteration of heading and a consequent change in ground track, as shown
on the electronic chart plotter. The second available navigational aid was the
radar, which was not stabilised with a compass input.
With an unstabilised radar, the vessel's heading marker on the screen remains
stationary and, when altering course, other targets on the screen rotate. This
causes the targets to 'blur' or merge with each other. On the other hand, with a
stabilised radar, the heading marker moves when the vessel alters course; and
the targets do not blur or merge. Had Trident VI's radar been stabilised, the
skipper would have seen that the rate of change of heading was too great, and
that the vessel was crossing the channel too quickly towards the opposite side.
Many merchant navy ships use the output from gyro-compasses to stabilise
radar pictures (see photograph 9). However, on smaller vessels, the installation
of gyro-compasses is not always practical because of cost and physical size. An
alternative is the relatively inexpensive fluxgate magnetic compass, which is
capable of electronically-stabilising a radar heading vector on the image of the
vessel.
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The MAIB recommends that the States of Guernsey Board of Administration
encourage operators of this type of passenger vessel to install fluxgate
compasses to generate stabilisation to their radars and chart plotters.
2.2.3 Manoeuvring characteristics
Trident VI had a history of poor and unpredictable steering qualities, which could
take the less than very experienced skipper by surprise.
On the return journey, the skipper placed the engines at full speed to gain the
most effectiveness from the rudders, because he knew that the vessel would be
difficult to handle at a slower speed. Had the rudders been positioned in the
propellers' slipstreams, the vessel's manoeuvring would have improved, and the
skipper could have travelled at a slower speed through the narrow passages.
The move to the centre of Percée Passage would have been more controlled,
and would have lessened the danger of sheering across the channel.
Observations made by BMT Sea Tech Ltd, after examining photographs and
drawings of the underwater propeller and steering arrangements on Trident VI,
confirm that the vessel would be difficult to handle.
The main criticism was that the rudders were positioned outside the propeller
slipstream, and produced a very small lift (steering) force. The rudders were
positioned 740mm inboard of the propeller centre to facilitate the removal of the
propeller shaft, together with the propeller, without the need to take the rudder
off. However, if the rudder had been positioned just inboard of the shaft centre,
so that it was still in the propeller's slipstream, there would have been enough
space to allow the propeller to be removed so that the shaft could be taken out
separately.
BMT Seatech Ltd also pointed out the disadvantage Trident VI would experience
in a following sea, with the uncorrected rudder arrangements. It also
commented on possible separated flow of water within the propeller tunnels,
which would add to any handling problems.
The summary from BMT Seatech Ltd "strongly suggests that the underwater
arrangements of Trident VI could have produced problems of handling and
control", which is supported by the men-in-charge who manoeuvre Trident VI
through the narrow rocky seas around Guernsey. Although this, and other
vessels, have been operating with this rudder configuration for many years,
some improvement can be made to her manoeuvrability by moving the rudders
into the propeller's slipstream.
For this reason, MAIB has recommended that the owner of Trident VI consults a
company of professional naval architects, with the aim of improving the vessel's
manoeuvrability before going to sea.
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2.3

PASSENGER MANAGEMENT
Announcements on Radio Guernsey, in the days following the accident, invited
passengers to collect an MAIB Marine Accident - Passenger Questionnaire from
the Harbour Office. The MAIB received 45 reports, representing both individuals
and groups of passengers.
After Trident VI grounded, the passengers were not told of their situation for a
number of minutes. During this time, the skipper was busy reporting the
accident to the shore authorities, while the engineer and the deckhand were
investigating the damage and ingress of water and helping and handing out
lifejackets. No attempt was made to use the tannoy system to inform the
passengers of the situation until the engineer returned to the bridge. This was
about 15 minutes after striking the rocks.
During this wait, some of the passengers organised the distribution of
lifejackets. Although the lifejacket stowages were marked, the passengers
experienced difficulty in finding where they were stowed. Some were stowed on
the roped off upper deck, which was in darkness. The crewman assisted with
the distribution of lifejackets in the main cabin. However, his lack of identifying
clothing meant that he was mistaken for a passenger. Passenger questionnaires
suggest there were no crew available to show the passengers where the
lifejackets were stowed, or to demonstrate the correct method of donning them.
There were at least eight posters giving lifejacket donning instructions around
the vessel. The skipper and crew were required to prioritise between looking
after the vessel and looking after the passengers. There were too few crew to
do both at the same time (see Section 4).
Many of the passenger questionnaires indicate that the crew did not check for
injuries among the passengers. Although the crew had stated that they walked
through the passenger cabin a number of times, they were not readily
identifiable to the passengers. Only those passengers who knew the crew
personally confirm that the check was made.
However, it would be advisable for operating companies to provide crew with
uniforms or surcoats to indicate clearly to the passengers that they are crew
members.
The first announcement told the passengers that the vessel had grounded, that
they were safe, and that they should not panic. Two further announcements
were made, one to say that help was on its way, and another when the
passengers were to disembark, "women and children first", to Trident V. The
skipper recollected that at least three safety announcements were made but not
all the passengers heard them.
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The low profile of the crew, and the inaudibility of the announcements to some of
the passengers, aggravated the feeling of shock they were experiencing.
No emergency procedures were available to the crew of Trident VI. Instructions
were posted on board Trident V, although they gave no procedure to follow in
the event of her grounding. When Trident VI was operated by the Isle of Sark
Shipping Company, a Safety Training Manual was available, which gave full
procedures for a number of different types of incident, including grounding.
The carrying out, and recording of, regular drills are requirements of the
Domestic Safety Management Code (see Sections 1.6.4 and 2.4.3). The Code
also states that "there should be clearly stated procedures for responding to
emergency situations". Had this Code been followed, the crew would have been
better prepared to respond to the situation.
Since there was such a delay between the grounding and the first
announcement from the crew, one of the passengers decided to contact the
emergency services by mobile phone. This was counterproductive because it
affected the response of the emergency services ashore.
It was later established that, although the harbour authority understood the
accident to be a "major marine incident", this was not necessarily the case with
the other services. Because the use of the trigger term "Major Incident" was
replaced with words to the effect "the maritime incident room was activated",
senior personnel in the police and ambulance services were not informed, and a
full response was curtailed by duty officers, once it had become clear that there
were no reported casualties (see Section 4).
The passengers were counted as they transferred to Trident V, and Trident VI
was confirmed clear of passengers before Trident V left for St Peter Port. On
arrival, the passengers were met by police, harbour staff (acting in coastguard
capacity) and lifeboat personnel, and were asked to wait on the jetty. This was to
enable a headcount to be carried out, and the lifejackets to be collected. The
reason for this wait was not explained to all the passengers, and was a source
of irritation. After about 10 minutes, the passengers were told they could leave.
No medical emergency services were present at the quayside to deal with any
injuries, or the effects of shock. Passenger contact details were not collected.
The treatment of the passengers, once they arrived ashore, was described in
the passenger questionnaires variously as "shambolic", "disorganised", "third
rate" and "an embarrassment".
It has been generally accepted by the various emergency services that it would
have been appropriate to have established a police casualty reception facility for
the passengers. Furthermore, it would have been more reassuring for them if an
ambulance, and possibly a doctor, had been in attendance.
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2.4

SAFETY MANAGEMENT - ADMINISTRATIONS

2.4.1 Crew training
The States of Guernsey Board of Administration had recognised the need for
crew training for emergency preparedness aligned with the guidance given in
MGN 203(M) and had ensured that the operators were aware of this guidance.
However, in the absence of operational risk assessments and procedures, the
training and drills carried out by the operators were of limited value.
Had the operators completed a full risk assessment leading to a set of
emergency procedures, it is likely that otherwise unrecognised possibilities
would have been addressed, and the need for additional crew for passenger
handling might have been apparent.
2.4.2 Man-in-charge certification
The waters around the Channel Islands of Guernsey, Herm and Sark are not
categorised as the waters around the UK are. However, for the purposes of
licensing, it can be assumed that the local seas would be equivalent to UK
category D waters. In category D waters, Class VI vessels are not allowed to
sail in unfavourable weather and in conditions when the wave height would be
expected to exceed 2.0 metres. Therefore, it would be expected that the manin-charge licence for 250 passengers would be the equivalent to a UK Grade 1
Boatmaster's Licence, and that the two syllabi should be very similar.
However, there are certain differences between the man-in-charge syllabus and
the Boatmaster's Licence syllabus (see Annexes 1 and 2 and Section 4.1.6).
The skipper had only occasionally been employed in the passenger vessel trade
for about 15 years, although he had renewed his man-in-charge licence
throughout this period. There was no requirement to prove minimum service at
sea. When he joined Trident Charter in 2002, his only requirement to renew his
man-in-charge licence was to produce a valid medical certificate. However, in
the UK, revalidation is set at every 5 years for all grades, and, in addition to a
satisfactory medical report, the holder must also prove that at least 50 days at
sea had been served in the previous 5 years.
2.4.3 Domestic Safety Management Code
The efficient and safe operation of ships requires the exercise of good
management, both on board the ship and ashore. Direct operational
responsibility lies with the man-in-charge. This includes management and
technical activities to be performed by him with the assistance of the crew.
However, overall responsibility should be shared by management ashore.
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To achieve this shared responsibility, the UK has implemented the Domestic
Safety Management Code. This Code is applicable to small vessels such as
Trident VI, and lays down a number of responsibilities to owners and operators
of these vessels. These are laid out in Section 1.6.4.
The Code ensures a structured, recordable, accountable, transparent system for
the management of safety for domestic passenger vessels.
Once the safety management system has been developed, it is audited by the
MCA to assess compliance with the Code and, on satisfactory completion, a
certificate is issued. A mid-term audit is carried out between 3 and 6 months
later, to assess whether the safety management system is functioning effectively.
If successful, the certificate is endorsed to the effect that the period of validity
becomes the same as the passenger certificate, which is for 1 year.
Operators should inspect every vessel at frequent intervals, to ensure they are
properly maintained and operated in accordance with the relevant rules.
Deficiencies should be rectified and records of inspections kept.
The operators should also review the following at regular intervals:
•

The safety management system, analysing accidents/incidents;

•

The vessel's safety minutes;

•

Customer complaints;

•

Internal company and MCA/Board of Administration audits;

•

The effectiveness of procedural changes;

•

Suggestions for improvement to the safety management system; and

•

Identification of training needs.

The MAIB recommends that the Board of Administration introduces a Domestic
Safety Management Code based on that in practice in the UK.
2.4.4 Risk assessments
As, at present, the States of Guernsey Board of Administration has no
requirement for vessel operators ashore or afloat to carry out formal risk
assessments, its adoption of the UK's Domestic Safety Management Code
would introduce safety control.
To comply with this Code, operators should create a safe working environment,
which includes an assessment of the risk to the health and safety of workers
and others. Therefore, the MAIB has recommended that the Domestic Safety
Management Code is introduced.
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However, the planned operations carried out by the vessel, and hazards which
may imperil a vessel, are specifically excluded from these requirements. This
aspect has been discussed in other MAIB investigation reports and
recommendations have been made to the MCA to review and modify the
guidance given with regard to safety management. This recommendation is still
under consideration by the MCA, and, if adopted in the UK, the States of
Guernsey should adopt the same practice.
2.5

SAFETY MANAGEMENT - OPERATORS

2.5.1 General
Operating companies should be aware of the nature of the vessel's operation
and should take into account each circumstance when deciding which skipper
should take command.
2.5.2 Domestic Safety Management
On the evening of the accident, the vessel complied with the conditions of
operation quoted in Section 1.5.2.
One of the major criticisms emanating from the passenger questionnaires was
the passengers' inability to identify crew members, and their lack of instructions
and reassurance at an early stage. The crew did not instruct passengers on
how to don lifejackets.
The crew had made their first priority to check void spaces for ingress of water,
and the skipper was occupied with communications on the radio; the
management of the passengers took second place.
However, if a safety management system had been in place, it would have
included procedures for responding to emergency situations, and a requirement
for regular drills. This would have led to the crew being better practised to cope
with the situation, enabling them to manage the passengers in a more efficient
way.
If it was found, through drills and exercises, that the three crew members on
Trident VI was not enough to cope with the assessment of damage, the
necessary remedial action to secure the vessel, and to manage the passengers,
the minimum number of crew would have had to be increased as necessary.
2.5.3 Risk assessment
Severely reduced visibility by fog is not uncommon in the Channel Islands. The
spreadsheet at Annex 3 shows that there were 19 days in 18½ weeks when fog
was recorded in the logbook. Fog was present on the morning of the accident,
and persisted in patches all day.
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The evening trip to Herm was made by quite a number of residents of Guernsey,
and would have been booked by them at different times in the preceding
months. Therefore, there would have been a high expectation of the Trident
Charter Company to ensure that the evening trip would go ahead as planned.
On the evening of 23 August 2003, the skipper and the manager were aware
that fog patches were present around the islands, although it was not so dense
in St Peter Port at the time of departure. The weather forecast for that evening
could have been acquired in the afternoon, or a call to Herm could have been
made to ascertain the severity of the fog in that area, before a commitment to
depart was made. However, it is the skipper's decision on whether or not to sail
and no such checks were made.
There was no company or regulatory requirement for the skipper to undertake
any form of risk assessment for the passage. Had such an assessment been
carried out, the skipper might have been prompted to assess the conditions
more carefully.
The lack of risk assessment on the evening of the accident allowed the vessel to
sail to and from Herm with over 100 passengers on board, through narrow
passages surrounded by rocky shoals, in darkness and in severely reduced
visibility, with a skipper who was relatively inexperienced in navigating in such
conditions on board Trident VI, a vessel with less than ideal handling
characteristics.
Had it been a requirement in Guernsey to conduct risk assessments, the
company might have decided the best course of action would have been to
cancel the trip because of the reduced visibility. Alternatively, it could have
replaced the skipper with one more used to navigating this vessel in the
prevailing conditions.
Should the MCA require formal risk assessments for any hazards which may
imperil vessels during planned operations, the States of Guernsey should adopt
the same practice.
2.6

HUMAN FACTORS
During the week preceding the accident, the skipper had been working his usual
daylight hours on Herm Clipper, sometimes finishing at about 1430, and had
worked no late shifts. On the day of the accident, he finished work at 1430, had
been shopping and had a meal before returning to the harbour to take Trident
VI. From this work pattern, it is probable that he was not suffering from fatigue.
The skipper had agreed to take the trip that night, as he had done about four
times during the year. However, during that time, he had not been man-incharge on an evening trip to Herm. If, on the night of the accident, he showed
any doubt about taking command of the vessel in reduced visibility, it was not
evident to the manager.

36

A critical opportunity to avert the accident arose when the manager, having
heard of the vessel's late arrival at Rosière Steps after the trip from St Peter
Port, telephoned the skipper and asked him if he was content to take the return
passage. The skipper replied that he was. The fact that the skipper had
experienced difficulty on the outward journey had naturally raised some concern
about his likely performance on the return passage. Although the question of the
skipper's confidence in his ability to execute the return passage was raised, it is
likely that several factors led to a proper evaluation of the risks not being made.
These were:

2.7

•

The company's lack of a safety management plan, which could have
provided guidance for the manager in the standards required for operating in
the prevailing conditions. It could also have provided a formal framework for
addressing the skipper's suitability for the return journey. Without these, it
was almost inevitable that the manager would have relied on the skipper's
own judgment and the knowledge that he had the qualifications required to
do the job. It is unlikely that the manager would have known about the lack
of regular competency testing entailed in the man-in-charge licence. If he
did know about it, he probably would not have considered it at a critical
moment.

•

Several factors might have compromised the skipper's judgment. It is
reasonable to expect that professional pride, and a desire not to let down the
company, influenced his decision. As a member of a small, local community
of boatmen, the skipper might also have been influenced by his perception
of that community's expectations, particularly as several members of the
community had also operated the vessel, presumably in similar
circumstances at one time or another.

VESSEL SURVIVABILITY
Trident VI was safe from foundering while most of her two hulls was resting on
the rocks. Despite having three void spaces open to the sea, she was able to
float off the rocks with the rising tide, and was able to remain afloat for the
return journey to St Peter Port.
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SECTION 3 - CONCLUSIONS
The following are the safety issues which were identified as a result of the
investigation. They are not listed in any order of priority.
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1.

Heading and steering information was not easily available to the skipper as the
lights for the compass and rudder angle indicator were not illuminated. [2.2.2]

2.

The chart plotter provided historical information made good. The radar was not
compass stabilised. This meant that the skipper had no instantaneous clear view
of the heading reference available from either of these instruments. [2.2.2]

3.

The man-in-charge certificate issued by the States of Guernsey Board of
Administration did not require proof of service or training on renewal or
revalidation. [2.4.1, 2.4.2]

4.

The skipper was not experienced as man-in-charge of Trident VI in fog. Although
offered an opportunity by the company to hand over command for the return
voyage to St Peter Port, he chose not to do so. [2.6]

5.

The skipper was not practised with blind pilotage techniques on Trident VI, nor
was there a requirement for him to practice. [2.2.2, 2.4.2]

6.

To steer Trident VI effectively, it was necessary to maintain full speed, which was
inappropriate in the prevailing visibility. [2.2.3]

7.

The States of Guernsey Board of Administration did not require risk
assessments to be made. [2.4.4]

8.

The States of Guernsey Board of Administration did not require formal
emergency procedures to be implemented by the passenger vessel operating
companies. [2.4.1, 2.4.3]

9.

There was a delay in providing information to the passengers following the
accident. [2.3]

10.

In the minutes immediately following the accident, the crew were not readily
identifiable to the passengers. [2.3, 2.5.2]

11.

The reception ashore of the passengers was uncoordinated and minimal in its
scope. [2.3]

12.

The survivability of the vessel was such that, even with three compartments
breached, she was able to float on the rising tide and complete the return
journey to St Peter Port. [2.7]

13.

The vessel and crew were operating in compliance with the current legislation at
the time of the accident. [2.5.2]

SECTION 4 - ACTION TAKEN
Since the accident, a number of actions have been taken.
4.1

STATES OF GUERNSEY BOARD OF ADMINISTRATION

1.

All passenger vessel certificates have been amended to specify the minimum
number of crew required for each operating condition and the number of
passengers carried. In this regard, a Note has been issued to passenger vessel
operators:
In daylight with no more than 150 passengers; two crew = man-in-charge
and engineer.
In daylight with more than 150 passengers; three crew = man-in-charge,
engineer and competent crew.
In darkness with less than 110 passengers; three crew = man-in-charge,
engineer and competent crew.
In darkness with more than 110 passengers; four crew = man-in-charge,
engineer and two competent crew.

2.

The man-in-charge syllabus and revalidation requirements have been reviewed
and amended to incorporate items from the UK Boatman's Licence not
previously included.

3.

A review of call-out procedures has taken place to ensure that, in the event of a
"Major Incident" being declared, all senior officers in all affected services would
be called to ensure the appropriate level of response is enacted.

4.

The importance of using the trigger term "Major Incident", and the actions
required, has been re-promulgated to all staff.

5.

Trident VI has been restricted to operations in forecast conditions of visibility in
excess of 1000m, pending the outcome of the MAIB investigation.

6.

Annual revalidation of the man-in-charge licences now requires the applicant to
confirm that a minimum of 10 days at sea has been maintained throughout the
preceding calendar year.
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4.2

TRIDENT CHARTER CO LTD

1.

The company has complied with the Board of Administration's Note on minimum
number of crew mentioned above.

2.

The volume of the tannoy system has been increased for future trips.

3.

The company has placed a contract to supply and fit radar and navigational
equipment, which includes an integrated fluxgate compass.

4.

The company has started to set up a domestic safety management system.

5.

The company has instructed consultants to assess the vessel's manoeuvrability.

6.

The company will require all crew to be certified in fire fighting, lifesaving and
sea survival.

7.

The company will provide baby/infant lifejackets.

8.

The company will ensure that third and fourth hands are as proficient as the
certified engineer/deckhands.

SECTION 5 - RECOMMENDATIONS
The States of Guernsey Board of Administration is recommended to:
2004/103

Encourage operators of this type of passenger vessel to install fluxgate
compasses to generate stabilisation to the radars and chart plotter.

2004/104

Implement, by the most expeditious means, a Domestic Safety
Management Code based on that in practice in the UK.

The Trident Charter Co Ltd, the owner of Trident VI, is recommended to:
2004/105

Consult a company of professional naval architects, with the aim of
improving the vessel's manoeuvrability before she resumes service.

Marine Accident Investigation Branch
January 2004
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ANNEX 1

Boatmaster’s Licence syllabus requirements

ANNEX 2

Herm and Guernsey special pilotage examination syllabus for man-in-charge licence

ANNEX 3

Spreadsheet showing the data from Trident VI’s logbook

No. of trips
April
15 T
2 to Sark
16 W
3 to Sark
17 T
2 to Sark
18 F
3 to Sark
19 S
20 S
21 M
3 to Sark
22 T
2 to Sark
23 W 2 to Sark, 3 to Herm, 1 to Sark, then 1 to Herm
24 T
1 to Herm, 1 to Sark, 3 to Herm, 1 to Sark
25 F
1 to Herm, 1 to Sark, 2 to Herm
26 S
1 to Herm, 1 to Sark, 1 to Herm, 3 to ?
27 S
5 to Herm
28 M
3 to Herm
29 T I to Herm, I to Sark, 3 to Herm, I to Sark, 1 to Herm
30 W
3 to Sark
May
1T
2F
3S
3 to Sark
4S
5M
3 to Sark
6T
2 to Sark
7W
3 to Sark
8T
2 to Sark
9F
3 to Sark
10 S
3 to Sark
11 S
12 M
2 to Sark
13 T
2 to Sark
14 W
3 to Sark
15 T
2 to Sark
16 F
1 to Herm
17 S
4 to Sark
18 S
19 M
2 to Sark
20 T
1 to Sark
21 W
4 to Sark
22 T
3 to Sark
23 F
3 to Sark
24 S
25 S
26 M
4 to Sark
27 T
3 to Sark
28 W
4 to Sark
29 T
3 to Sark, I to Herm
30 F
3 to Sark
31 S
4 to Sark
June
1S
2M
4 to Sark
3T
2 to Sark
4W
5T
3 to Sark
6F
2 to Sark, I to Herm
7S
2 to Sark
8S
9M
4 to Sark
10 T
3 to Sark
11 W
4 to Sark
12 T
3 to Sark
13 F
3 to Sark
14 S
4 to Sark
15 S
5 to Herm
16 M
4 to Sark
17 T
3 to Sark
18 W
4 to Sark
19 T
3 to Sark, 1 to Herm
20 F
3 to Sark
21 S
4 to Sark, 1 to Herm
22 S
23 M
4 to Sark
24 T
3 to Sark
25 W
4 to Sark
26 T
3 to Sark, 1 to Herm
27 F
3 to Sark
28 S
4 to Sark
29 S
2 to Sark
30 M
4 to Sark

HW

HW

LW

619
705
749
832

1849
1932
2014
2054

1248
1334
1417
1458

1035
1120
1217

2253
2340

LW

Weather

Wind

Sea

Fair
Fine
Fine
Fair

Var 1-2
Var 1-2
Var 1-2 inc NE 3-4 later
Var 1-2 bec ENE 4/5 poss 6 to 35kn later

Calm
Calm
Calm
Calm bec rough later

620
657

1655
520
614
1345
730
1531
917
1636 1034
1725 1124
1805 1208
1841 1246
1915 1321

804
835

2018
2047

1450

Cloudy with heavy rain
Fair

932
1002
37
1124
1231

2140
2210
2248
2341
54
1355

1545
400
431
512
612
742

Fair with some cloud
Fair
Fine
Cloudy
Cloudy
Cloudy

WSW 3-4
N - NW 2-3
Var 1-2
W - NW 2
NW 2-3
S 2-3

Slight - moderate
Slight - moderate
Calm - slight
Slight
Slight - moderate
Slight - moderate

344
450
545
636
724
810

1632
1727
1817
1904
1948
2032

1025
1123
1215
1304

WSW 4 occ 5
WNW 3-4 inc 4-5 later
NW 3-4
Var 1-3
S 3-4 occ 5 from late am, veering SW pm
SSW 4

Moderate
Moderate
Slight to moderate
Slight

1351
1436

Cloudy with thundery showers
Fair but with occ heavy showers
Fair
Fair
Rain, heavy at times
Cloudy showers

939
1024
1111
1206
1316

2157
2240
2328

1601
1643
1730
1825
1936

Heavy rain
Fair- cloudy
Cloudy
Cloudy with drizzle and fog patches
Cloudy with rain and drizzle

SSW 3-4 inc later
W 5 and gusty
SW-W 3-4, perhaps 5 later
W4 occ 5 dec later
W 4-5 dec 3-4 this evening

Moderate
Moderate to rather rough
Moderate
Moderate
Moderate

408
458
541
621
659
734

1640
1723
1803
1840
1915
1949

2303
2345

1316
1350

Fair
Cloudy
Fog clearing later
Fair with mist and fog patches
Fair with mist and fog patches
Fog

W 1-2
WSW 1-3
Var 1-2
Var 1-3
Var 1-2
W 2-3

Calm with low swell
Slight
Calm
Calm - slight
Calm
Slight

843
916

2053
2125

1456
1529

Cloudy with patchy rain
Cloudy occ showers

WNW 2-3
S-SE 3

Slight
Slight

1032
1120
1218

2243
2335

426
511
607

1644
1732
1832

Fair
Cloudy
Cloudy with mist and drizzle

S- SW 2-3
S - SW 3-4 occ 5 dec 2-3 later
S - SW 3 occ 4

Slight
Moderate
Moderate

831
943
1047
1145

2101
2212
2314
1239
1330
1419
1506
1557
1634
1718
1804
1855

Fair
Cloudy with occ showers
Cloudy with occ showers
Fair
Fine
Fair - cloudy
Good, sunny, clear
Fine
Cloudy with mist and fog patches
Fair with fog patches developing
Cloudy with drizzle andf fog patches
Fair
Fair

S2
SSW 3
SSW 3
MW 1-3
ENE 2-3
NE 1-3
NE 2-3
Var
WNW 3-4 inc 5 poss 6 later
W 2-3 inc 3-4 poss 5 later
WSW 3-4
NW 1-3 becoming NE 2-4 later
Var 1-2

Slight
Moderate
Moderate
Slight
Slight to moderate
Slight
Slight
Calm
Moderate locally rather rough later
Moderate
Moderate
Slight
Calm

832
933
1028
1117
1201
1243
1324
1403

Fine
Fine
Fine
Overcast, mist and fog
Overcast, mist and fog
Fine
Fair
Fair, cloudy

NW 3
Calm
Calm
WNW 2-3
WSW 1-2
Calm
S - SE 2-3
S-SE 3

Slight
Calm
Calm
Slight
Smooth to slight
Calm
Slight

1739
1837
2007
2157
2300

1422

Fair
Fine
Fair
Overcast
Fair
Fair with fog patches
O/cast, rain, mod-good vis
Cloudy with rain
Fine and clear, good vis
Cloudy

S 2-3
Var 1-2
E or Var 1-3 inc 4-5 later
Var light airs
S-SE 3-4
S 3-4 inc 4-5 veering SW 5-6 to 35kn
SW 4
S 5 to 7 veering Sw to W 4-5
SW 4
S- SW 3-4 poss inc to 5-6 later

Slight
Calm
Calm bec moderate
Smooth
Moderate
Slight bec rough
Light
Mod inS to rough in N bec slight to rough
Light to moderate
Moderate

S-SW 5-6
WSW 4

Rough or very rough
Moderate

Remarks

S about
No sailings strong winds
No sailings
Via Herm

Vessel used for Captain's Table
Vessel withdrawn afternoon repairs to cracked exhaust manifold

Night trip to Herm

No sailings due to Wx
No sailings due to Wx
No sailings

425
512
605
710

1614
1648
1735
1844
2019
2250
2346

Moderate

Via Herm
No sailings

New hydrostatic releases fitted to liferafts
0935 tender Discovery return 1040. Night trip Herm
Damage done to vessel by drunken pax and rude to crew
No sailings
Pm sailings cancelled due to wx. Inspection to hull damage to prop and rudder

Problem with poprt m.e. vessel with drawn from service to effect repairs
1105 sea trials 1150 trials complete all OK

1038
1124
1204
1241

Near miss with L'Esprit de Serm off Nez at 1037
Vessel used for Captain's Table to Herm

Vessel ised for round Guernsey Trip
Vessel with drawn from service starboard at 1610 m.e. valve on no.6 cylinder
Repairs being made finish at 2130
Night trip to Herm
No sailings
1439
302
412
514
610
703
754
843
929
1015
1100
1146
1236
1437
1539
1633
450
543
628
709
750

1549
1657
1746
1839
1928
2015
2101
2145
2229
2314

1720
1824
1845
1924
2003

331
417
502
548
638

Night trip to Herm
Night trip to Herm
No sailings
Moored in Grede de la Ville 1450 - 1546 D Day

Pick up broken down rib, 0.5 E of ……. Night trip to Herm
Lot of drunken passengers

July
1T
2W
3T
4F
5S
6S
7M
8T
9W
10 T
11 F
12 S
13 S
14 M
15 T
16 W
17 T
18 F
19 S
20 S
21 M
22 T
23 W
24 T
25 F
26 S
27 S
28 M
29 T
30 W
31 T
August
1F
2S
3S
4M
5T
6W
7T
8F
9S
10 S
11 M
12 T
13 W
14 T
15 F
16 S
17 S
18 M
19 T
20 W
21 T
22 F
23 S

No. of trips

HW

HW

4 to Sark
4 to Sark
3 to Sark, 2 to Herm
3 to Sark
4 to Sark
2 to Sark
4 to Sark
4 to Sark
4 to Sark
4 to Sark, 1 to Herm
4 to Sark
4 to Sark, 1 to Herm
2 to Sark, 1 to Herm
4 to Sark
4 to Sark
2 to Sark
4 to Sark
4 to Sark
4 to Sark
2 to Sark
4 to Sark, 1 to Herm
4 to Sark
4 to Sark, 1 to Herm
4 to Sark

829
907
946
1026
1110
1159
1255
1400
1511
341
451
555
653
745
834
919
1000
1039
1115
1152
1239
1323
1427
300

2040
2117
2156
2238
2238

4 to Sark
2 to Sark
4 to Sark
4 to Sark
3 to Sark
4 to Sark

511
601
652
736
818
857

1735
1823
1908
1949
2029
2108

4 to Sark
4 to Sark
2 to Sark
4 to Sark
4 to Sark
4 to Sark
4 to Sark
4 to Sark
4 to Sark, 1 to Herm
2 to Sark
4 to Sark
4 to Sark
5 to Sark
3 to Sark

936
1014
1053
1135
1224

2146
2225
2306
2352

1622
1726
1823
1916
2005
2051
2133
2213
2250
2326

1537

LW

LW

Weather

Wind

Sea

1442
1521
1600
1640
1724
1814
1912
2020
2136
2249
2353
1318
1410
1457
1540
1620
1656
1732
1808
1849
1943
2050
2159

Fair, cloudy
Cloudy, occ showers
Cloudy
Cloudy
Cloudy
Overcast
Fair, cloudy
Fair
Mist and fog clearing later
Fair, fog patches developing later
Fair
Fair
Fine
Fine
Fair
Cloudy with thundery showers
Cloudy with occ showers
Cloudy
Cloudy
Fair
Cloudy with occ showers
Cloudy
Fair, cloudy
Fair

SW 1-3
SW 3-4 becoming NW pm
W - NW 2-3
NW 2-3
Var 1-2
Calm
Calm
Var 1-2
Var 1-2
Calm
NW 2-3
N - NE 2-3
Var 1-2
S - SE 1-2
Var
Var 1-3, bec SW - W 4-5 pm
WSW 5 occ 6 dec 4 later
WSW 2-3
S 2-3
SSW 2-3
SSW 2-3
WSW 2-3
S - SW 1-3
W 2-3

Slight with low swell
Moderate
Light to moderate
Slight
Calm
Calm
Calm
Calm
Calm
Calm
Slight
Slight
Calm
Calm
Calm
Slight bec modertae later
Rather rough, moderate later
Slight
Slight to moderate
Slight to moderate
Slight
Slight
Slight
Slight

1127
44
1305
1349
1431
1512

Cloudy
Fine
Fair, cloudy
Cloudy
Cloudy bec fair later
Fair, cloudy

S 2-3
W-NW 2-3
WSW 2-3
W 2-3 inc later
WNW 3-4 poss 5 dec later
W 2-3

Moderate
Slight to moderate
Moderate
Moderate rather rough
Slight to moderate

1550
1629
1708
1751
1841
1945
2110
2239

305
342

1313
1401
1443
1522
1556

Fair
Fair
Fine, hot
Fair
Fair, cloudy
Mist and fog, thinning later
Mist and fog
Fair with mist and fog
Fair
Fair
Fair with mist and fog patches
Fair with mist and fog patches
Fair, cloudy
Fair, cloudy
Cloudy

WSW 3
Var 1-2, bec 1-3
N - NE 2-3
W - NW 2-3
SSE 3 backing WNW pm
WNW 1-3
N-NE 1-3
Var 1-2
Var - ENE 1-2
Var 1-2
Var 1-2
N 1-2
NW 1-2
NN-NE 3-4 occ 5 poss 5 later
ENE 4-5 occ 6 and gusty

Moderate
Calm
Calm
Slight
Slight to moderate
Slight
Slight
Calm
Calm
Calm
Calm
Calm
Calm
Moderate
Moderate, locally rather rough

445
512
539
612
703
829
953

1653
1720
1750
1829
1937
2112
2232

Cloudy
Cloudy
Fair, cloudy
Fair, cloudy
Fair
Cloudy with mist and fog patches
Cloudy with mist and fog patches

Var 1-3
WSW 2-3 poss 4
WNW 1-2
NE-N 1-2
NW-W 1-3
W 2-3
W 1-2

Calm
Slight to moderate
Calm with low swell
Calm
Calm
Slight
Calm

304

507
648
750
902
1016
1123
1223
51
236
321
404
433
521
557
637
724
822
927

Remarks

1 Sark trip via Herm, 2 night trips to Herm
1 Sark trip via Herm

Thick fog < 100m reported am and pm
Trip to Herm at noon
Delay due to starter motor failure. Via Herm at 1600
Via Herm at 1400. Night trip to Herm
SPP-H-S-H-SPP, SPP-H-SPP, SPP-H-S-SPP
Vessel left in a mess by previous " Venture" crew
Via Herm at 1400
Vessel dried out at N0. 9 to scrub bottom and to dress damaged propeller

Hen party
Trident charter using vessel for Puffin Trip
Night trip to Herm
Sailing cancelled due to weather

2 to Sark, 1 to Herm
4 to Sark
4 to Sark
4 to Sark
4 to Sark
4 to Sark
4 to Sark, 1 to Herm

322
446
553
649
738
821
901
937
1038
1107
1137
1214
1309
1438
330

1324
1443
1608
1719
1818
1909
1954
2036
2114
2143
2248
2318
2352

1606

1218

452
523
619
715
828
958
1116
1219

Elderly lady caught shin, first aid given

Vessel left in a mess by previous " Venture" crew

Thick fog via Muse
Trident night charter using vessel for Captain's Table

Sailings cancelled due to weather conditions
Sailings cancelled due to weather conditions
SPP-S-SPP, SPP-H-S-SPP

Fog via Muse x2 am and pm
Trident night charter

ANNEX 4

A critique by BMT SeaTech Limited on Trident VI’s manoeuvrability

ANNEX 5

Extracts from Marine Guidance Note MGN 203 (M)

The following are relevant extracts from MCA's Marine Guidance Note MGN 203 (M)
Crew Training for Personnel serving on Domestic Passenger Vessels:
The Thames Safety Inquiry by Lord Justice Clarke into the collision between the
Bowbelle and Marchioness in August 1989 recommended a review of current
manning requirements for passenger vessels operating in the inquiry area, to
consider whether they are sufficient to ensure safety of passengers in the event
of emergency. This includes a review of manning levels and crew training
requirements for these vessels.
In identifying manning levels there is a need to define what constitutes 'crew' and
the minimum level of training required for a person to be recognised as crew. The
training system in this notice is intended to enable personnel serving on board
these craft to obtain the necessary level of training to satisfy the minimum level of
competence.
In recognising the seasonal nature of the industry, and widespread use of casual
staff, this training may be delivered at a company level or in conjunction with a
training provider as appropriate to the size and nature of the operation, provided
that it is fit for purpose.
The Merchant Shipping (Local Passenger Vessels) (Master's Licences, Hours,
Manning and Training) Regulation 1993 require the owner/operator to ensure that
every person employed or engaged in any capacity on board the vessel has
received on-board training in procedures to be observed in the event of an
emergency.
Familiarisation training is a requirement for all personnel serving in any capacity
on board these vessels. All new personnel shall undergo familiarisation training
prior to sailing on the vessel.
Competent Crew training is the minimum level of training that a person shall
receive before being recognised as part of the permanent crew for the purpose of
the minimum manning recorded on the Passenger Certificate or Safe Manning
Document.
Training may be either in house or college based, supported by an onboard
training period, and recorded in a training portfolio. When the crew member
confident of undertaking some or all of the tasks set out in the Training Portfolio
they should request their supervisor or manager to assess them on their skills.
When the assessor is satisfied that the requirements are met the task(s) should
be signed off in the portfolio.

ANNEX 6

Extracts from Merchant Shipping Notice M1525

The following are relevant extracts from MCA's Merchant Shipping Notice M1525
Boatmaster's Licence, hours of Work, Manning and Training (Local Passenger Vessels):
Three grades of Boatmaster's Licence are issued, the basic grade being Grade 3.
The requirement for the Master of a local passenger vessel to hold a certain
grade of licence depends on the area in which the vessel is operating and the
number of passengers it carries.

Areas

Passenger Numbers
13 to 50

51 to 100

101 to 250

250 plus

Category A waters

Grade 3

Grade 3

Grade 3

Grade 3

Category B waters

Grade 3

Grade 3

Grade 2

Grade 2

Category C waters

Grade 2

Grade 2

Grade 2

Grade 2

Category D waters

Grade 2

Grade 2

Grade 1

Grade 1

To sea

Grade 2

Grade 2

Grade 1

Not
allowed

Category A - Narrow rivers and canals where the depth of water is generally less
than 1.5 metres.
Category B - Wider rivers and canals where the depth of water is generally more
than 1.5 metres and where the significant wave height could not be
expected to exceed 0.6 metres at any time.
Category C - Tidal rivers and estuaries and large deep lakes and lochs where the
significant wave height could not be expected to exceed 1.2 metres
at any time.
Category D - Tidal rivers and estuaries where the significant wave height could
not be expected to exceed 2.0 metres at any time.
In addition to having a grade, the Boatmaster's Licence will be restricted to a
particular geographical area(s).
Where an applicant is required to have had "sufficient" service this will be
construed as he or she having enough experience to demonstrate proper boat
handling skills in whatever craft or vessel that experience may have been gained.
However, it will be borne in mind that the prospective licence holder needs to
demonstrate adequate knowledge of the methods of controlling, handling and
directing passengers in emergencies on the vessels which he will be entitled to
command.

The applicant will have to undergo a medical examination, which will include an
eyesight test. After this initial examination, the holder of a Boatmaster's Licence
will not be required to undergo any further medical examination until the age of 45
is reached. After this age a medical examination is required every 5 years when
the licence is revalidated. After the age of 65 a medical examination will be
required annually.
The Boatmaster's Licence examination for all grades consists of two parts, the
first of which is a practical test carried out on the type of vessel for which the
applicant needs a licence. (See Annex 1) This test requires applicants to
demonstrate their ability to handle the vessel in various circumstances. The
second part consists of an oral examination during which applicants will be tested
on their knowledge of safety, navigation (with particular reference to navigation in
the local area) Rules of the Road and seamanship subjects and also as to how
they respond to certain emergency situations.
Where applicants hold a Pilotage Exemption Certificate for the appropriate area
he or she will be exempted from the local knowledge part of the examination.
For holders of up to 65 years of age, licences are subject to revalidation by the
Department every 5 years. Revalidation will be subject to the holder having proof that he
or she has had at least 50 days service, in any vessel for a Grade 3 licence, and in local
passenger vessels for Grade 1 and 2 during that time and submits a satisfactory medical
report.

