
Annex A 

SOLAS Chapter V, regulation 22 - Navigation Bridge visibility 





    

  

     
  

       
     

   

  
    

      
   

  

     
    
    

       
   

    

      
   

     

  
   

  

    
     

    
      

   

  
    

   
  

   

      
  

  

REGULATION 22 - Navigation bridge visibility 

1 Ships of not less than 45 m in length as defined in regulation III/3.12, constructed on or after 1 July 
1998, shall meet the following requirements: 

.1 The view of the sea surface from the conning position shall not be obscured by more than two 
ship lengths, or 500 m, whichever is the less, forward of the bow to 10° on either side under all 
conditions of draught, trim and deck cargo; 

.2 No blind sector caused by cargo, cargo gear or other obstructions outside of the wheelhouse 
forward of the beam which obstructs the view of the sea surface as seen from the conning position, 
shall exceed 10°. The total arc of blind sectors shall not exceed 20°. The clear sectors between blind 
sectors shall be at least 5°. However, in the view described in .1, each individual blind sector shall not 
exceed 5°; 

.3 The horizontal field of vision from the conning position shall extend over an arc of not less than 
225°, that is from right ahead to not less than 22.5°, abaft the beam on either side of the ship; SOLAS 
Chapter V – 1/7/02 

.4 From each bridge wing the horizontal field of vision shall extend over an arc at least 225°, that is 
from at least 45° on the opposite bow through right ahead and then from right ahead to right astern 
through 180° on the same side of the ship; 

.5 From the main steering position the horizontal field of vision shall extend over an arc from right 
ahead to at least 60° on each side of the ship; 

.6 The ship's side shall be visible from the bridge wing; 

.7 The height of the lower edge of the navigation bridge front windows above the bridge deck shall 
be kept as low as possible. In no case shall the lower edge present an obstruction to the forward 
view as described in this regulation; 

.8 The upper edge of the navigation bridge front windows shall allow a forward view of the horizon, 
for a person with a height of eye of 1,800 mm above the bridge deck at the conning position, when 
the ship is pitching in heavy seas. The Administration, if satisfied that a 1,800 mm height of eye is 
unreasonable and impractical, may allow reduction of the height of eye but not less than 1,600 mm; 

.9 Windows shall meet the following requirements: 

.9.1 To help avoid reflections, the bridge front windows shall be inclined from the vertical plane top 
out, at an angle of not less than 10° and not more than 25°. 

.9.2 Framing between navigation bridge windows shall be kept to a minimum and not be installed 
immediately forward of any workstation. 

.9.3 Polarized and tinted windows shall not be fitted. 

.9.4 A clear view through at least two of the navigation bridge front windows and, depending on the 
bridge configuration, an additional number of clear-view windows shall be provided at all times, 
regardless of weather conditions. 



    
   

  

     
  

   

2 Ships constructed before 1 July 1998 shall, where practicable, meet the requirements of 
paragraphs 1.1 and 1.2. However, structural alterations or additional equipment need not be 
required. 

3 On ships of unconventional design which, in the opinion of the Administration, cannot comply with 
this regulation, arrangements shall be provided to achieve a level of visibility that is as near as 
practical to that prescribed in this regulation. 



 

Annex B 

Insurance assesor ‘summary of damage’ Orca 





   
 

   
 

               
                

    
 

                  
              

 
                   

            
 

               
        

 
        

 

               
       

               
          

             
          

            
 

       

               

          

         

               
     

         

       

       

      

            

          
 

            
 

 
 

              
                 

              
 

             
  

 
 

 
 

 
 
 

 

INSPECTION NOTES 17th June 2014 

Summary of damage 

Inevitably the vessel was been completely flooded and heavily silted. of Essex Boat Yards, managed over 
the weekend to thoroughly clean the vessel of silt but even so the silt has found its way into every crevice within the 
vessel. 

In terms of damage caused what appears to have occurred is that the structure of the vessel has twisted and sprung a 
number of bulkheads and cracked both inner liner mouldings and the deck superstructure moulding fore and aft. 

The hull itself has suffered extensive fracturing from the point of impact amidships both downwards and aft. The extent 
of de-lamination in the hull will almost certainly have travelled through to the transom in consequence. 

Internally the vessel was in complete disarray and for example the, heads door ended up at the forward bulkhead and the 
inner liner moulding on the starboard side has been completely shattered. 

Hereunder is a brief summary of the main points of damage noted: 

 The main point of impact starboard side has resulted in a puncture through the hull moulding just forwards of 
amidships and from below the waterline to deck level. 

 All of the internal mouldings in the same position starboard side have similarly been crushed by the impact and 
stainless steel chain plate has also been severely bent in the collision. 

 There is considerable delamination and various radiating cracks running forwards and aft from the point of 
impact both towards the keel and aft along the hull itself. 

 The starboard deck moulding and superstructure moulding is cracked extensively above the main point of 
impact 

 One propeller blade is bent over 

 Aft portside there are cracks through the superstructure and hull laminate around the quarter deck. 

 The rudder and associated assembly has been severely bent over 

 The mast and rigging are all variously fractured and in disarray 

 Internally the vessel has suffered extensive disruption with various wooden linings, partitions and even the 
forward cabin door being torn off its hinges, 

 All of the electrics internally have suffered submersion damage 

 The inboard Volvo MD2020 diesel engine has been submerged 

 The Mariner 4hp outboard motor has been submersed 

 The liferaft has been submersed 

 All of the various folders and documents for the vessel have been submersed. 

 All of the electronic equipment fitted to the vessel has been submersed 

This is merely a summary of the damage noted and does not necessarily fulfil a comprehensive record of damage. 

Repairs 

Whilst the possibility of repairs has been considered, the extent of structural disruption to this vessel indicates that 
economic repairs are unrealistic and technically unviable. Further such is the extent of structural damage there are 
serious concerns for the future seaworthiness of this vessel should it be put back into commission. 

For the security of all concerned we have therefore concluded that this vessel should be destroyed and prevented from 
being put to repair. 

18/06/2014 





 

Annex C 

Technical analysis of Musto lifejacket worn by skipper of Orca 

























Annex D 

IMO MSC/Circ.982 Guidelines on ergonomic criteria for bridge equipment and layout, Section 5 






  

 
   

   
   

 
   

   
     

 
                                                                                                                                

   
 
 
 

         
 
 
 

            
              

               
             

 
               

             
               

   
 

               
 

 
 
 

 

INTERNATIONAL MARITIME ORGANIZATION 
4 ALBERT EMBANKMENT 
LONDON SE1 7SR E 
Telephone: 020-7735 7611 
Fax: 020-7587 3210 
Telex: 23588 IMOLDN G IMO 

Ref. T2/2.06 MSC/Circ.982 
20 December 2000 

GUIDELINES ON ERGONOMIC CRITERIA FOR BRIDGE EQUIPMENT AND LAYOUT 

1 The  Maritime   Safety   Committee,   at   its   seventy-third   session   (27   November   to 
6 December 2000), adopted the annexed Guidelines on Ergonomic Criteria for Bridge Equipment and 
Layout which have been developed to assist designers in realising a sufficient ergonomic design of 
the bridge, with the objective of improving the reliability and efficiency of navigation. 

2 These Guidelines have been prepared to support provisions of the revised regulation V/15 of 
the SOLAS Convention – Principles relating to bridge design, design and arrangement of 
navigational systems and equipment and bridge procedures, which is expected to enter into force on 
1 July 2002. 

3 Member Governments are invited to bring these Guidelines to the attention of all parties 
concerned. 

*** 

I:\CIRC\MSC\982.doc 



  

 
 
 

 
 

         
 
 
 
 

 
 
 

  
 

  
 

  
 

        
 

   
 

   
 

  
 

    
 

  
 

  
 

    
 

   
 

  
 

    
 

    
 

  
 

    
 

   
 

   
 

  
 

      
 

      
 

   
 

      
 

    

MSC/Circ.982
 

ANNEX
 

GUIDELINES ON ERGONOMIC CRITERIA FOR BRIDGE EQUIPMENT AND LAYOUT 

Contents 

1 Scope 

2 Purpose 

3 Application 

4 Description of the Workstations on the Bridge 

5 Ergonomic Requirements 

5.1 Bridge Layout
 

5.1.1 Sight
 

5.1.1.1 Field of Vision
 

5.1.1.2 Windows
 

5.1.2 Arrangement
 

5.1.3 Accessibility and Movement
 

5.2 Work Environment
 

5.2.1 Climate
 

5.2.2 Ventilation and Air-conditioning
 

5.2.3 Noise and Acoustics
 

5.2.4 Vibration
 

5.2.5 Illumination and Lighting
 

5.2.6 Occupational Safety
 

5.3 Workstation Layout
 

5.3.1 Consoles
 

5.3.2 Devices, Control and Display Integration
 

5.3.3 Arrangement and Grouping of Controls
 

5.3.4 Display Arrangement
 

5.3.5 Labelling of Controls and Displays
 

5.3.6 Lighting of Devices
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MSC/Circ.982 

ANNEX
 
Page 2
 

5.4 Alarms
 

5.4.1 Alarm Management
 

5.4.2 Visual Alarms
 

5.4.3 Audible Alarms
 

5.5 Information Display
 

5.5.1 General Display Requirements
 

5.5.2 Arrangement of Visual Information
 

5.5.3 Visual Display Units (VDU)
 

5.5.4 Coding and Highlighting
 

5.5.5 Display Elements
 

5.6 Interactive Control
 

5.6.1 General User Input Guidelines
 

5.6.2 User Input Formats
 

5.6.3 System Operational Information
 

5.6.4 System Response
 

5.6.5 Prevention/Detection/Correction of Errors
 

APPENDIX 1:	 Definitions 

APPENDIX 2:	 Recommended Equipment of Workstations 

APPENDIX 3:	 Existing international standards dealing with Ergonomic Criteria for Bridge 
Equipment and Layout 
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MSC/Circ.982 
ANNEX 

Page 3 

1 Scope 

The Guidelines are developed to realize a successful ergonomic design of the bridge and the 
equipment on the bridge, which will improve the reliability and efficiency of navigation. These 
Guidelines therefore contain ergonomic requirements as well as a functionally oriented bridge layout 
to support watch-keeping personnel in their tasks by a user-centred design of the bridge equipment 
and layout. 

2 Purpose 

The purpose of these Guidelines is to provide ergonomic requirements for the bridge equipment and 
layout to render assistance to enable consistent, reliable and efficient bridge operation. 

3 Application 

These Guidelines are intended to apply to new ships. 

4 Description of the Workstations on the Bridge 

Workstation for navigating and manoeuvring: 
Main workstation for ship's handling conceived for working in seated/standing position with 
optimum visibility and integrated presentation of information and operating equipment to control and 
consider ship's movement. It should be possible from this place to operate the ship safely, in 
particular when a fast sequence of actions is required. 

Workstation for monitoring: 
Workstation from which operating equipment and surrounding environment can be permanently 
observed in seated / standing position; when several crew members are working on the bridge it 
serves for relieving the navigator at the workstation for navigating and manoeuvring and/or for 
carrying out control and advisory functions by master and/or pilot. 

Workstation for manual steering (Helmsman's workstation):
 
Workstation from which the ship can be steered by a helmsman as far as legally or otherwise required
 
or deemed to be necessary, preferably conceived for working in seated position.
 

Workstation for docking (bridge wing):
 
The workstation for docking operations on the bridge wing should enable the navigator together with
 
a pilot (when present) to observe all relevant external and internal information and control the
 
manoeuvring of the ship.
 

Workstation for planning and documentation:
 
Workstation at which ship’s operations are planned (e.g. route planning, deck log). Fixing and
 
documenting all facts of ship's operation.
 

Workstation for safety:
 
Workstation at which monitoring displays and operating elements or systems serving safety are co-

located.
 

I:\CIRC\MSC\982.doc 



  

 
  

 

 
 
 

   
            

    
 
 
 
 
 

  
 
 
 

 
 

  
 

 
 

 
 

 
 

 
 

 

 

 

 
 
 
 
 
 

             
 

            
 

   
 

   
 

  
 

    
 

     
 

                
                     

         
 

       
 

                  
     

 
     

 
               

                      
    

MSC/Circ.982 
ANNEX 
Page 4 

Workstation for communication:
 
Workstation for operation and control of equipment for distress and safety communications
 
(GMDSS) and general communications.
 

monitoring 
navigating and 
manoeuvering 

docking 
manual steering 

docking 

planning and 
documentation 

safety 

communication 

Fig. 1: Example of function areas – showing a possible location of workstations
 

In APPENDIX 2 the recommended equipment for the various workstations is listed.
 

Ergonomic Requirements 

5.1 Bridge Layout 

5.1.1 Sight 

5.1.1.1 Field of Vision 

5.1.1.1.1 Minimum Field of Vision 

The view of the sea surface from the navigating and manoeuvring workstation should not be obscured 
by more than two ship lengths or 500 m, whichever is less, forward of the bow to 10° on either side 
under all conditions of draught, trim and deck cargo. 

5.1.1.1.2 Field of Vision around the Ship 

There should be a field of vision around the vessel of 360° obtained by an observer moving within 
the confines of the wheelhouse. 

5.1.1.1.3 Navigating and Manoeuvring Workstation 

The horizontal field of vision from the navigating and manoeuvring workstation should extend over 
an arc of not less than 225°, that is from right ahead to not less than 22.5°, abaft the beam on either 
side of the ship. 

I:\CIRC\MSC\982.doc 



  

 
 

  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

   
 

                  
            

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

   
 

                    
                  
        

 
 
 
 
 
 
 

 

 
 

MSC/Circ.982 
ANNEX 

Page 5 

5.1.1.1.4 Monitoring Workstation 

From the monitoring workstation, the field of vision should extend at least over an arc from 90° on 
the port bow, through forward, to 22.5° abaft the beam on starboard. 

5.1.1.1.5 Bridge Wing 

From each bridge wing the horizontal field of vision should extend over an arc at least 225°, that is at 
least 45° on the opposite bow through right ahead and then from right ahead to right astern through 
180° on the same side of the ship. 

45° 

45° 
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MSC/Circ.982 
ANNEX 
Page 6 

5.1.1.1.6 Main Steering Position 

From the main steering   position (workstation for manual steering) the horizontal field of vision 
should extend over an arc from right ahead to at least 60° on each side of the ship. 

60° 

60° 

5.1.1.1.7 Blind Sectors 

The safe look-out from the navigating and manoeuvring workstation should not be influenced by 
blind sectors. 

No blind sector caused by cargo, cargo gear or other obstructions outside of the wheelhouse forward 
of the beam which obstructs the view of the sea surface as seen from the navigating and 
manoeuvring workstation, should exceed 10°. The total arc of blind sectors should not exceed 20°. 
The clear sector between two blind sectors should be at least 5°. Over an arc from right ahead to at 
least 10° on each side, each individual blind sector should not exceed 5°. 

5.1.1.1.8 View of the Ship's Side 

The ship’s side should be visible from the bridge wing. Bridge wings should be provided out to the 
maximum beam of the ship. The view over the ship’s side should not be obstructed. 

I:\CIRC\MSC\982.doc 





Annex E 

IMO Resolution A.708 (17) Navigation Bridge Visibility and Functions 









Annex F 

Shoreway master’s standing orders with post accident proposed amendment 





 
 
 
 
 

     
 
 

 
  

 

 
 
 

 
 

   
  
  
    

       
  
  

      
   
     

      
    

      
       
  
    
    
  

     
 

 
   

  
  
  
   
  
    

 
   

   

EQP-010b Bridge Ship Specific Standing Order Issue 2013.06.01/03 Page 1 of 1 

Bridge Captain’s standing orders 
at time of accident 

Inform Captain: 
 If visibility is restricted to less than 1 mile 
 On failure to identify a navigation mark or obtain position 
 If the radio equipment malfunctions 
 In heavy weather, by any doubt about the possibility 

of weather damage 
 If the ship meets any hazard to navigation 
 If traffic conditions or the movements of other ships are

causing concern 
 If difficulties are experienced in maintaining course 
 If, unexpectedly, land or a navigation mark is seen or a change 

in soundings occurs 
	 On breakdown of the engines, propulsion machinery 

remote control, steering gear or any essential navigational 
equipment, alarm or indicator 

 Emergency traffic in the area of operation 
 Any accidents, incidents and/or damages 
 Any essential changes to dredging and/or survey equipment 
 In any other emergency or if any doubt 

-to be filled in by captain-

Sole Look-out: 
 Full account have to be taken off all relevant factors 

not limited to: 
 State of weather 
 Visibility 
 Traffic density 
 Proximity of dangers to navigation 
 Attention necessary when navigating in or near traffic 

separation schemes. 
	 If any doubt assistance in look-out has to be posted, or master 

advice has to be requested. 

Proposed amendment 
following accident 

SHE-Q System "Q-Aid" 
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Safety flash issued to Boskalis fleet following the accident
	





  

   

     

               

      

         

           

            

            

          

                

         

          

          

        

     

  

 

 

 

      

  

     

 

SAFETY FLASH 

June 2014 (2) 

Dredger ‘Shoreway’ collision with sailing vessel 

On the 8th June 2014 at approximately 13:25 BST, the trailer dredger Shoreway was sailing outbound in the 

shipping lane from the port of Felixstowe. 

Approximately 7 miles offshore, the Shoreway collided with a sailing vessel. Crew on board the Shoreway 

immediately alerted VTS and launched their Rescue Boat into the water. 

The crew of the Shoreway recovered one (male) crew member and one dog from the sailing vessel. The 

sailing vessel sank shortly after the collision. Search and Rescue (SAR) operations were continued by the 

crew of the Shoreway, until taken over by the Coastguard. 

The rescued crew member and his dog were transferred to a Pilot vessel, and the SAR for the remaining 

(female) crew member and a second dog was going to continue. 

A full investigation by the Marine Accident Investigation Branch (MAIB) is currently in progress. 

In the meantime, at your next toolbox talk opportunity, please reflect on this 

incident and discuss / review your procedures for navigating through areas 

frequented by sailing vessels and other traffic. 

Consider: 

International Regulations for Preventing Collisions at Sea 

Rule 5: Look-out 

Every vessel shall at all times maintain a proper look-out by sight and 

hearing as well as by all available means appropriate in the prevailing 

circumstances and conditions so as to make a full appraisal of the 

situation and of the risk of collision. 





Annex H 

International Regulations for Prevention of Collisions at Sea (COLREGS) 1972 - Rules 2, 5, 17 & 18
 





  

       
 

         

    

 
  

 
 

 
 

                
                 

                 
 

                  
              

      
 
 
 
 
 

       
 

          

 
 

  
 

 
 
 

                    
                 

       
 
 

      
    

 
 

  
 

    
 
 

                    
  

 
                

                   
        

 
                  

                 
       

INTERNATIONAL REGULATIONS FOR PREVENTING COLLISIONS AT SEA, 1972 

(as amended by Resolutions A464(XII), A626(15), A678(16), A736(18) and A.910(22)) 

PART A - GENERAL 

Rule 2 

Responsibility 

(a)	 Nothing in these Rules shall exonerate any vessel, or the owner, master or crew thereof, from the 
consequences of any neglect to comply with these Rules or of the neglect of any precaution which 
may be required by the ordinary practice of seamen, or by the special circumstances of the case. 

(b)	 In construing and complying with these Rules due regard shall be had to all dangers of navigation 
and collision and to any special circumstances, including the limitations of the vessels involved, 
which may make a departure from these Rules necessary to avoid immediate danger. 

PART B - STEERING AND SAILING RULES 

Section I - Conduct of vessels in any condition of visibility 

Rule 5 

Look-out 

Every vessel shall at all times maintain a proper look-out by sight and hearing as well as by all available 
means appropriate in the prevailing circumstances and conditions so as to make a full appraisal of the 
situation and of the risk of collision. 

Section II - Conduct of vessels in 
sight of one another 

Rule 17 

Action by stand-on vessel 

(a) (i) Where one of two vessels is to keep out of the way the other shall keep her course 
and speed. 

(ii) The latter vessel may however take action to avoid collision by her manoeuvre alone, as 
soon as it becomes apparent to her that the vessel required to keep out of the way is not 
taking appropriate action in compliance with these Rules. 

(b)	 When, from any cause, the vessel required to keep her course and speed finds herself so close that 
collision cannot be avoided by the action of the give-way vessel alone, she shall take such action 
as will best aid to avoid collision. 

3 



  

              
            

                  
 

                  
 
 
 
 
 

  
 

   
 
 

        
 

            
 

      
 

         
 

      
 

    
 

            
 

      
 

         
 

      
 

                   
 

      
 

         
 

                  
              

             
 

             
  

 
                  

              
    

 
         

      
 

                  
  

 

(c)	 A power-driven vessel which takes action in a crossing situation in accordance with sub-
paragraph (a)(ii) of this Rule to avoid collision with another power-driven vessel shall, if the 
circumstances of the case admit, not alter course to port for a vessel on her own port side. 

(d)	 This Rule does not relieve the give-way vessel of her obligation to keep out of the way. 

Rule 18 

Responsibilities between vessels 

Except where Rules 9,10 and 13 otherwise require: 

(a) A power-driven vessel underway shall keep out of the way of: 

(i) a vessel not under command; 

(ii) a vessel restricted in her ability to manoeuvre; 

(iii) a vessel engaged in fishing; 

(iv) a sailing vessel. 

(b) A sailing vessel underway shall keep out of the way of: 

(i) a vessel not under command; 

(ii) a vessel restricted in her ability to manoeuvre; 

(iii) a vessel engaged in fishing. 

(c) A vessel engaged in fishing when underway shall, so far as possible, keep out of the way of: 

(i) a vessel not under command; 

(ii) a vessel restricted in her ability to manoeuvre. 

(d) (i)     Any vessel other than a vessel not under command or a vessel restricted in her ability to 
manoeuvre shall, if the circumstances of the case admit, avoid impeding the safe passage 
of a vessel constrained by her draught, exhibiting the signals in Rule 28. 

(ii) A vessel constrained by her draught shall navigate with particular caution having full 
regard to her special condition. 

(e)	 A seaplane on the water shall, in general, keep well clear of all vessels and avoid impeding their 
navigation. In circumstances, however, where risk of collision exists, she shall comply with the 
Rules of this Part. 

(f)	 (i) A WIG craft shall, when taking off, landing and in flight near the surface, keep well clear 
of all other vessels and avoid impeding their navigation; 

(ii)	 A WIG craft operating on the water surface shall comply with the Rules of this Part as a 
power-driven vessel. 

4 
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Extract from STCW Code - Keeping a Safe Navigational Watch 





  
 

 
  

 
     

  
 

 
 

 
     
   

 
 

     
 

 
    

 
 

      
 

 
     

 
 

    

  
 

 
 

      
 

 
     

 
     
     
     
     
                       

 
    

 
 

    
 

 
 

     
 

     
 

STCW Extract 

Part 4-1 – Principles to be observed in keeping a navigational watch 

13 The officer in charge of the navigational watch is the master’s representative and is primarily 
responsible at all times for the safe navigation of the ship and for complying with the International 
Regulations for Preventing Collisions at Sea, 1972, as amended. 

Lookout 

14 A proper lookout shall be maintained at all times in compliance with rule 5 of 
the International Regulations for Preventing Collisions at Sea, 1972, as amended and shall 
serve the purpose of: 

.1 maintaining a continuous state of vigilance by sight and hearing, as well as by all other 
available means, with regard to any significant change in the operating environment; 

.2 fully appraising the situation and the risk of collision, stranding and other dangers to 
navigation; and 

.3 detecting ships or aircraft in distress, shipwrecked persons, wrecks, debris and other 
hazards to safe navigation. 

15 The lookout must be able to give full attention to the keeping of a proper lookout and no 
other duties shall be undertaken or assigned which could interfere with that task. 

16 The duties of the lookout and helmsperson are separate and the helmsperson shall not be 
considered to be the lookout while steering, except in small ships where an unobstructed all-
round view is provided at the steering position and there is no impairment of night vision or other 
impediment to the keeping of a proper lookout. The officer in charge of the navigational watch 
may be the sole lookout in daylight provided that, on each such occasion: 

.1 the situation has been carefully assessed and it has been established without doubt that it is 
safe to do so; 

.2 full account has been taken of all relevant factors, including, but not limited to: 

– state of weather; 
– visibility; 
– traffic density; 
– proximity of dangers to navigation; and 
– the attention necessary when navigating in or near traffic separation schemes; and 

.3 assistance is immediately available to be summoned to the bridge when any change in the 
situation so requires. 

17 In determining that the composition of the navigational watch is adequate to ensure that a 
proper lookout can continuously be maintained, the master shall take into account all relevant 
factors, including those described in this section of the Code, as well as the following factors: 

.1 visibility, state of weather and sea; 

.2 traffic density, and other activities occurring in the area in which the vessel is navigating; 



     
 

 
       

 
 

      
 

    
 

 
    

 
 

      

 
 

     
 

     
 

     
  

     
 

 
      

 
 

  
 

     
  

 
     

 
     

 
     

 
 

      
 

 
      

 
     

 
     

  
 

     
 

.3 the attention necessary when navigating in or near traffic separation schemes or other 
routeing measures; 

.4 the additional workload caused by the nature of the ship’s functions, immediate operating 
requirements and anticipated manoeuvres; 

.5 the fitness for duty of any crew members on call who are assigned as members of the watch; 

.6 knowledge of, and confidence in, the professional competence of the ship’s officers and 
crew; 

.7 the experience of each officer of the navigational watch, and the familiarity of that officer with 
the ship’s equipment, procedures, and manoeuvring capability; 

.8 activities taking place on board the ship at any particular time, including radio communication 
activities, and the availability of assistance to be summoned immediately to the bridge when 

necessary;
 

.9 the operational status of bridge instrumentation and controls, including alarm systems;
 

.10 rudder and propeller control and ship manoeuvring characteristics;
 

.11 the size of the ship and the field of vision available from the conning position;
 

.12 the configuration of the bridge, to the extent such configuration might inhibit a member of 
the watch from detecting by sight or hearing any external development; and 

.13 any other relevant standard, procedure or guidance relating to watchkeeping arrangements 
and fitness for duty which has been adopted by the Organization. 

Watch arrangements 

18 When deciding the composition of the watch on the bridge, which may include appropriately
 
qualified ratings, the following factors, inter alia, shall be taken into account:
 

.1 at no time shall the bridge be left unattended;
 

.2 weather conditions, visibility and whether there is daylight or darkness;
 

.3 proximity of navigational hazards which may make it necessary for the officer in charge of
 
the watch to carry out additional navigational duties;
 

.4 use and operational condition of navigational aids such as ECDIS, radar or electronic
 
position-indicating devices and any other equipment affecting the safe navigation of the ship;
 

.5 whether the ship is fitted with automatic steering;
 

.6 whether there are radio duties to be performed;
 

.7 unmanned machinery space (UMS) controls, alarms and indicators provided on the bridge,
 
procedures for their use and their limitations; and
 

.8 any unusual demands on the navigational watch that may arise as a result of special 
operational circumstances. 



Annex J 

MAIB safety flyer to leisure boat users
	





  
 

 

FLYER TO THE LEISURE INDUSTRY
 

ORCA: accident leading to a fatality on 8 June 2014 

Figure 1 

Narrative 

At 1331 on 8 June 2014 the dredger Shoreway and the sailing yacht Orca collided 7 miles 
off Felixstowe. Damage to Orca was catastrophic (Figure 1) and it sank within minutes of 
the collision. The yacht’s skipper was rescued from the water by Shoreway’s rescue boat but 
the skipper’s wife could not be found despite an extensive air and sea search. Her body was 
recovered from the sunken yacht by divers the next day. There was no damage to Shoreway. 

Orca’s skipper saw Shoreway when it was in the deep water channel outbound from Harwich 
Haven. Orca was under sail returning towards its marina berth in Harwich Haven. The skipper 
assumed the dredger would remain in the deep water channel and decided to engage his 
autopilot and go below for a short period. At this stage Shoreway was approximately 1.6
miles away and from its aspect, the skipper assessed there was no risk of collision. However, 
Shoreway altered course to leave the deep water channel soon after, placing Orca on a collision 
course. Despite the clear visibility and all navigation aids being available, the officer on watch on 
the bridge of Shoreway failed to see Orca until the collision was unavoidable. 

The MAIB investigation found that the vessels collided in good visibility as neither the chief 
officer, who was alone on the bridge of Shoreway, nor the skipper of Orca, who was below deck 
in the cabin, were maintaining a proper lookout in the period immediately prior to the collision. 



 
 

 

 

 
 

 

 

 

Safety lessons 

•	 It is essential that all vessels maintain a proper lookout at all times. Had the crew of either 
Shoreway or Orca done so, this collision could have been avoided. 

•	 Leisure boat users should never assume that they have been seen by other vessels, nor 
should they assume that the other vessels will always take avoiding action. Due to the good 
visibility, the officer on watch on Shoreway was not using his radar and had not seen the 
target of Orca that had been visible on his screen for 11 minutes before the collision. 

•	 Leisure sailors need to be particularly aware of closing speeds between their own vessels 
and other vessels. In this case, Shoreway was travelling at 12.9kts but many types of vessels, 
including ferries, cruise ships and container ships, regularly sail at speeds over 25kts and, as 
a result, distances that initially appear sufficient can be reduced surprisingly quickly. 

The following four pictures, taken from a stationary vessel, give an indication of how rapidly a 
vessel, in this case a dredger, can approach. 

•	 Orca’s skipper’s automatic inflation lifejacket failed to inflate on immersion in the water as the 
CO2 bottle was not correctly fitted to the inflation mechanism. To remain effective, inflatable 
lifejackets must be serviced in accordance with the manufacturer’s guidelines. 

This flyer and the MAIB’s investigation report are posted on our website: www.gov.uk/maib 

For all enquiries: 
MAIB, Spring Place, 105 Commercial Road, Southampton, SO15 1GH 

Press enquiries during office hours: 020 7944 4166 / 3176
Press enquiries out of hours: 020 7944 4292 
MAIB switchboard: 023 8039 5500 
Email: maib@dft.gsi.gov.uk 

Marine Accident Investigation Branch 
May 2015 

http://www.gov.uk/maib
mailto:maib@dft.gsi.gov.uk


Annex K 

Letter issued to all Harwich Haven PEC holders following accident 





 

 

 

 

 

 

 

  

   
   

 
 

 
 

  
 

  
    

 
       

     
   

 
  

  
 

 
 
 
 
 
 
 
 
 
 
 
 

 
 
 

Date 

Dear (PEC Holder) 

Following a review of General Directions and PEC requirements subsequent to a serious marine 
incident, the following is drawn to your attention. 

General Direction 3.1 Bridge Manning 

The Master of every vessels underway in the Authority’s area of jurisdiction shall ensure that 
there are at least two persons on the bridge at all times. 

(i) Master, Pilot or PEC holder 
(ii) A crew member capable of taking charge of the vessel 

This General Direction is in addition to and does not supersede Rule 5 of the International 
Regulations For The Prevention of Collision At Sea which requires all vessels to maintain a 
proper lookout at all times. 

Failure to observe either of the above requirements will be viewed seriously by the Authority and 
may result in the revocation of a PEC or a criminal prosecution. 

Yours faithfully 

Harbour Master & Marine Manager 
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