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Purpose of Investigation 

The purpose of this investigation, conducted by the Marine Accident 

Investigation Branch (MAIB) of Marine Department, is to determine the 

circumstances and the causes of the incident with the aim of enhancing the safety 

of life at sea and avoiding similar incidents in future. 

It is not intended to apportion blame or liability towards any particular 

organization or individual except so far as necessary to achieve the said purpose. 

The MAIB has no involvement in any prosecution or disciplinary action that 

may be taken by the Marine Department resulting from this incident. 
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Summary 

At about 2230 hours on 4 February 2019, the partly loaded Hong Kong 

registered bulk carrier “Solomon Trader” (the vessel) began to drag her anchor 

and finally grounded at Kanggava Bay, Rennell Island of the Solomon Islands 

at about 0033 hours on 5 February 2019.  The Master and crew abandoned the 

vessel on 7 February 2019 after failure to refloat the vessel.  The vessel later 

sustained a breaching hull resulting in fuel oil pollution to sea and shoreline.  

No injuries were reported.  The vessel was made to refloat on 12 May 2019 

after salvage operation lasting for more than three months and was towed away 

on 14 June 2019 to Port Moresby, Papua New Guinea. 

The investigation revealed that during the unpredictable deteriorating weather 

conditions, the Master and officers of the vessel failed to take sufficient serious 

situation awareness to assess the possible potential risks, such as the effect of 

the weather on the anchorage and the ship’s loading conditions, draughts and 

engine condition, etc. and correspondingly to take proper preventive measures. 

The investigation also revealed that the crew had neither properly utilized the 

engine and the manoeuvring systems of the vessel to deal with the dragging of 

anchor in heavy weather, nor properly responded to navigational emergencies, 

including the necessary actions after grounding, such as refloating, prevention 

of further damage, etc.   

Furthermore, it also reflected from the investigation that the crew failed to 

follow the procedures of operating the Simplified Voyage Data Recorder 

(SVDR) and the company had not updated and reminded the Master of the 

weather to support the vessel.  The subsequent oil leakage was caused by the 

primitive port facilities and services, the lack of port security, and the tropical 

cyclone afterwards. 
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1. Description of the vessel 

Name of vessel : Solomon Trader 

Flag : Hong Kong, China 

Port of Registry : Hong Kong 

IMO Number : 9075670 

Type of Ship : Bulk Carrier 

Year built, Shipyard : 1994, Hyundai Heavy Industries Co., Ltd. 

Gross Tonnage : 38,779 

Net Tonnage : 24,372 

Deadweight : 73,350 tonnes 

Length overall : 224.97 metres 

Breadth : 32.25 metres 

Engine power, type : 10,223 KW, Hyundai MAN/ B&W 5S60MC 

Classification society : Nippon Kaiji Kyokai (Class NK) 

Registered owner : King Trader Limited 

Management company : South Express Limited 

 
Figure 1:  The vessel 



 

5 

 

2. Sources of evidence 

2.1 The management company and the crew of the vessel. 

2.2 The Solomon Islands Maritime Safety Administration (SIMSA). 

2.3 AIS data of the vessel. 
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3. Outline of events 

(All times were local time UTC + 11 hours unless otherwise specified) 

3.1 On 12 January 2019, the vessel with 24 crew including the Master 

departed from Longkou, China in ballast condition for Kanggava Bay 

of Rennell Island, Solomon Islands to load a cargo of bauxite in bulk.  

The vessel received some port information, including the local port 

requirements and the anchorage position from the local agent before 

arriving in Rennell Island.  The vessel was on a regular run between 

Solomon Islands and China. 

3.2 The vessel arrived at the Kanggava Bay on the morning of 26 January 

and was drifting there to wait for the completion of port formalities.  

After clearing the port formalities, the port operator informed the vessel 

to drop anchor at “K2” position (Figure 2).  There was about 16,000 

MT of ballast water on board upon arrival at the Kanggava Bay with 

the vessel’s forward and aft draughts of 3.5 m and 6.7 m respectively. 

Figure 2  The approximate location of the anchorage 

3.3 At about 1100 hours on the same day, the vessel dropped her starboard 

anchor with nine shackles of anchor chain in the water at the “K2” 

position under the assistance of one tug and one mooring boat from the 

port operator.  The vessel had a total of 12 shackles of anchor chain 

 

Rennell Island 

Kanggava Bay 



 

7 

 

available.  The tug and mooring boat were deployed to maintain the 

vessel’s heading to assist anchor dropping and secure two stern mooring 

lines of the vessel to the “K2” mooring buoy at the stern of the vessel.  

Two mooring lines were connected to the buoy by shackles.  The 

vessel was heading to west-southwest after the two stern mooring lines 

were fastened. (Figure 3) 

Figure 3  The vessel’s anchoring arrangement at “K2” position 

3.4 The loading operation commenced at about 1700 hours on 26 January 

2019 by using the cranes and grabs of the vessel to transfer the cargo 

from barges to the cargo holds of the vessel.  The barges, carrying a 

cargo of bauxite in bulk, were towed by tugs to the vessel and were 

fastened to the vessel’s sides.  More than 10 stevedores boarded the 

vessel and stayed on board for cargo operation. 

3.5 The loading was suspended on the afternoon of 28 January 2019 due to 

the priority of another ship.  All the stevedores left the vessel.  There 

were about 10,850 MT of cargo loaded on the vessel from four or five 

barges at the time of loading suspension.  The cargo distribution in the 

cargo holds is shown in Table 1 below: 

 

Shore 

Paid out two stern mooring lines of 80 mm in diameter 

Mooring boat 
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Cargo: Bauxite in bulk Total to be loaded: 65,000 MT 

Cargo 

hold No. 
1 2 3 4 5 6 7 

Total 

onboard 

Quantity 

(MT) 
2,566 0 3,244 0 2,183 0 2,857 10,850 

Table 1  Cargo distribution in the cargo holds on 28 January 2019 p.m. 

3.6 The deballasting operation started on the morning of 28 January 2019 

until night time on the same day.  The ballast water left on board was 

about 7,000 MT against the total amount of 16,000 MT on arrival. 

3.7 According to the statements from the crew of the vessel, there was gusty 

shower almost every day with strong breeze of force 5 to 6 on Beaufort 

scale before 4 February 2019 during the anchoring period but normally 

lasted for only about an hour.  The Second Officer (2/O) and the Third 

Officer (3/O) who were the officers of the watch (OOW) in port were 

scheduled for duty on a 6-on and 6-off basis while the watchkeeping 

ratings were on a 4-on and 8-off basis.  The Chief Officer (C/O) was 

in charge of the overall cargo operation during the port stay period. 

3.8 In the early morning of 4 February 2019, some stevedores returned to 

the vessel.  Later in the morning, one local Port State Control Officer 

(PSCO) boarded the vessel for inspection.  Three deficiencies related 

to the navigational lights and weather tight doors were recorded by the 

PSCO with action code “17”, i.e., to be rectified before departure.  

These deficiencies were rectified by the vessel and closed by the PSCO 

before he left the vessel at about 1500 hours on the same day. 

Technically speaking, the vessel had no deficiencies that would obstruct 

her from leaving the port.  

3.9 At 1800 hours on 4 February 2019, the 3/O took over the anchor watch 

from the 2/O. 
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3.10 At about 2000 hours, the wind increased to strong breeze of force 5 to 

6 on Beaufort scale, blowing southwesterly with shower.  At about 

2030 hours, a tug towing a barge loaded with cargo was approaching 

the vessel.  The Master of the vessel (the Master) instructed OOW to 

inform the barge to wait until weather conditions improved.  The 

Master went to the bridge to check the weather situation and walked on 

the deck to assess the mooring line conditions several times from 2000 

hours to 2200 hours.  The C/O also went to the forecastle to check the 

anchor chain condition.  No abnormality was found.  The Master 

instructed OOW to maintain the anchor watch and inform him if the 

OOW had any doubt. 

3.11 At about 2230 hours, the stormy weather came with a southwesterly 

gale of force 8 on Beaufort scale and heavy rain.  The visibility was 

very poor.  The 3/O checked the radar and found that the vessel was 

dragging anchor.  The Master went to the bridge and took over the 

command of the vessel.  The engine room was informed to get ready 

the main engine (the engine) for emergency operation.  The C/O was 

called to prepare the port anchor and keep standby for heaving up the 

starboard anchor. 

3.12 At about 2240 hours, the C/O and the Bosun on the forward deck to 

prepare for heaving anchor.  The 2/O was at the aft deck to prepare the 

disconnection of the two stern mooring lines.  The Master intended to 

bring the vessel to a deep water area to resist the stormy weather. 

3.13 Around 2300 hours1, the engine of the vessel was ready and changed to 

bridge control operation mode.  The Master instructed the C/O to 

heave up the starboard anchor and the 2/O to adjust the stern mooring 

lines.  

3.14 The engine was engaged to run ahead to resist the strong wind.  The 

port operator was contacted to provide tug assistance, but it was 

informed that no tug could proceed to the vessel due to the bad weather. 

  

                                                           
1 The tracking record in the Automatic Identification System shown that the engine was ready for operation 

at 2252 hours on 4 February 2019. 
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3.15 The weather further deteriorated with heavy rain and southwesterly 

wind up to force 11 on Beaufort scale.  One stern mooring line was 

casted off while another one was broken.  The vessel could not 

maintain her position and was dragging to shore side.  The windlass 

was working normally during heaving up the anchor. Although the 

working loading of the windlass was very heavy, the anchor chain was 

winched in continuously at the beginning.  The engine was controlled 

on the bridge and worked in normal condition.  The engine was 

utilized frequently in various speeds, especially running half ahead (72 

revolutions per minute). 

3.16 Around 2330 hours on 4 February 2019 (estimated by the Master and 

later identified to be at 0033 hours of 5 February 2019 according to 

Automatic Identification System records), the speed of the vessel on the 

Global Positioning System (GPS) showed zero, indicating the vessel 

was running aground.  The vessel had her heading to the port side at 

255°.  Some reefs were found on the starboard side about 20 meters 

away from the No.5 cargo hold of the vessel.  Shortly afterwards, the 

starboard anchor was above the water and C/O found that the anchor 

flukes were missing.  More reefs were found on the starboard side of 

the vessel and nearby the bulbous bow.  The vessel was grounded at 

GPS position 11°40’.77 S, 160°18’.80 E.  Sounding of all ballast 

water tanks and fuel oil tanks was carried out, and no level changes in 

these tanks were observed.   

3.17 About 0100 hours on 5 February 2019, the Master reported the accident 

to the designated person of the company and asked for tug assistance.  

As per the instruction from the company, the crew checked the engine-

room void spaces, pipe ducts, steering gear room every half an hour and 

every hour for bilge water tanks, waste oil tank, the engine bedplate 

space, fuel oil and diesel oil tanks.  No abnormality in these spaces 

was found. 

3.18 At about 1715 hours on 5 February 2019, the vessel’s heading turned to 

the port side from 255° to 201° (Figure 9 refers) and the bow was clear 

of the reefs.  Realizing that it was an opportunity for the vessel to 

refloat, the Master called the port operator for tug assistance. 
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3.19 At about 1800 hours on 5 February 2019, two tugs and one mooring 

boat came near the vessel.  However, only one tug was made fast to 

the vessel for towing, another tug failed to make fast since her engine 

malfunctioned and left the scene with the mooring boat.  Towing 

operation by one tug continued for about two hours but in vain due to 

insufficient power.  Then the tug let go of the towing line and left the 

vessel since weather deteriorated. 

3.20 At about 0036 hours on 6 February 2019, the vessel’s heading further 

turned to the port side from 201° to 164° (Figure 9 refers) and 

eventually contacted the reefs on the port side of the vessel.  The 

Master called the port operator for tug assistance, but they replied that 

the tugs could not be arranged due to the bad weather. 

3.21 At about 0210 hours on 6 February 2019, the ram pins of the steering 

system were found cracked and the rudder was moving freely by waves. 

(Figure 4 refers) 

3.22 Around noon, 6 February 2019, when the weather was getting better, 

one tug and one small working boat evacuated the stevedores on board 

the vessel. 
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Figure 4  The ram pins of the steering gear system were cracked 

3.23 At about 1300 hours, considering the information from the Charterer of 

the vessel that the weather could be worse in the coming days, and the 

vessel hit the reefs continuously with enormous noise, the Master 

decided to abandon the vessel and informed the company accordingly 

since the vessel was in a dangerous situation and might endanger the 

safety of the crew on board.  The company agreed with the decision of 

the Master and requested the port operator to assist in the evacuation of 

the vessel’s crew. 

Ram pin 

cracked 
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3.24 At 1410 hours on 6 February 2019, as instructed by the company, 

transferring of the fuel oil from port and starboard double bottom fuel 

oil tanks (DBFOT(P&S)) to port and starboard fuel oil tanks 

(FOT(P&S)) was commenced to avoid potential oil leakage to sea from 

the DBFOT(P&S) in case of hull damage.  The transferring operation 

was completed at 0700 hours on 7 February 2019. (Figure 5 refers) 

Figure 5  Transferring fuel oil from DBFOT(P&S) to FOT(P&S) 

3.25 At about 1600 hours to 1800 hours on 6 February 2019, two tugs and 

one small working boat came but failed to get alongside the vessel due 

to the bad weather and sea conditions.  The tugs and the small working 

boat then left.  The same evacuation operation was repeated from 0700 

hours to 0800 hours on 7 February 2019 but again failed. 

3.26 At about 1100 hours on 7 February 2019, the weather took a turn for 

the better, the port operator was contacted again for assistance.  On 

board the vessel, all compressed air bottles were fully filled with all fuel 

oil tank valves and compressed air valves closed. 

3.27 At about 1200 hours, two tugs and one small working boat arrived.  

The two tugs were on standby at the starboard side of the vessel, while 

the small working boat proceeded to the port side for the crew 

evacuation. The crew evacuated from the vessel via the embarkation 

ladder fixed at the mid-ship position.  The small boat could only take 

four to five persons on each trip. 

  

FOT (P&S) 

DBFOT (P&S) 
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3.28 At 1420 hours, all machineries were stopped and all weathertight doors 

were closed.  The Master, C/E, 2/E, 3/O and 3/E left the vessel at the 

last moment. All crew were ashore around 1430 on 7 February 2019. 

3.29 The Master confirmed that there was no injury and no pollution around 

the vessel, no oil level changes in the fuel oil tanks and no hull damage 

at the time of abandonment of the vessel. 

3.30 Salvage experts arrived at the port on 8 February 2019.  Around 1130 

hours, the 4/E, C/O and one salvage expert came to the site to assess the 

vessel’s condition.  They noticed some strangers were on board the 

vessel, snatching ship stores with the weathertight doors in the 

accommodation area open.  The liferafts of the vessel were overboard 

and towed away.  Considering the strong wind and the rough sea 

condition, they gave up boarding the vessel for further assessment. 

3.31 At about 1330 hours on 9 February 2019, the Master, C/E and one 

salvage expert reached the scene by a working boat.  It was noticed 

that there were still some strangers on board the vessel carrying the ship 

store and making gestures to stop the boat from further approaching.  

There was no oil pollution around the vessel at that moment. 

3.32 Oil leakage with an amount of about 70~100 cubic meters from the 

breaching hull of the vessel was initially discovered on 15 February 

2019 as reported by the Korean Protection and Indemnity Club surveyor. 

Figure 6  Oil leakage from the vessel after abandoning the ship2 

  

                                                           
2 Source: https://www.maritime-executive.com/article/solomon-trader-spill-continues-without-containment 

https://www.maritime-executive.com/article/solomon-trader-spill-continues-without-containment
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3.33 The vessel was refloated on 12 May 2019 after temporary repair in the 

salvage operation. 

3.34 At 1100 hours on 14 June 2019, the vessel under tow departed from 

Rennell Island to Port Moresby, Papua New Guinea.  
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4. Analysis 

Certification of the vessel and manning  

4.1 There are 8 officers and 16 ratings on board held valid certificates 

relevant to their ranks.  The manning complied with the requirements 

of the minimum safe manning certificate of the vessel. 

4.2 The Master had about 24 years of service at sea and he served as a 

master since 2008.  He joined the vessel as a master on 8 January 2019. 

4.3 The C/O had about 17 years of service at sea, he served as a chief officer 

since 2010 and he held a valid Class 1 Certificate of Competency of 

Deck Officer issued on 26 May 2017.  This is the third time calling the 

port since he first joined the vessel on 10 August 2018.  

4.4 The 3/O held a valid Class 3 Certificate of Competency of Deck Officer.  

He joined the vessel on 24 October 2018. 

4.5 The C/E commenced his sea service since 1987 and has served as a 

chief engineer since 2001.  He joined the vessel on 24 October 2018. 

4.6 The 2/E commenced his sea service since 2007.  He joined the vessel 

on 24 October 2018 as a second engineer.  He held a valid Class 1 

Certificate of Competency of Engineer Officer. 

4.7 There were no abnormalities noted with regard to the certification and 

experience of the crew concerned. 

Working hours, drug or alcohol abuse 

4.8 There was no evidence to show that the Master and crew were affected 

by either fatigue at work, alcohol or drug abuse. 

The Simplified Voyage Data Recorder (SVDR) 

4.9 According to the Record of Equipment for Cargo Ship Safety (Form E) 

issued by the vessel’s classification society, a SVDR was installed 
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onboard the vessel as required by Regulation 20 of Chapter 5 of the 

SOLAS3. 

4.10 According to the statement of the Master, the “SAVE” key of the SVDR 

was pressed in the early morning of 5 February 2019 to save the SVDR 

data covering the anchor dragging period in the system. 

4.11 However, as advised by the company, the technician from the maker of 

the SVDR could only download some audio and log files covering for 

about 12.5 hours from about 1552 hours on 6 February 2019 to about 

0430 hours on 7 February 2019.  It was very likely that the crew failed 

to properly operate the SVDR to save and keep the SVDR data covering 

the anchor dragging period. 

4.12 It was uncertain whether the Master had saved the SVDR data on the 

early morning of 5 February 2019, or the data was overwritten by 

another saving action later.   

The Automatic Identification System (AIS) data 

4.13 The AIS data of the vessel was collected for the investigation.  

However, since the lack of AIS earth station in the port area, AIS data 

for some specific time slots was unavailable.  The only available AIS 

data from various shore service providers was incorporated to show the 

track of the vessel movement for the analysis. (Figure 7 refers) 

                                                           
3 The International Convention for the Safety of Life at Sea, as amended. 
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Kanggava Bay anchorage 

4.14 There was neither Vessel Traffic Service nor pilotage service for the 

anchorage.  As per information from the Admiralty Sailing Directions 

(NP60), the Kanggava Bay anchorage (the anchorage) is well-sheltered 

from southeast trade winds but is unsafe with southwest wind.  

Nevertheless, the port did not issue weather warnings or alerts to ships 

in port.  It was also noticed that the company had not updated and 

reminded the Master of the weather to support the vessel. 

4.15 Although the vessel was equipped with a weather facsimile receiver to 

receive navigational warnings and notices, the weather information 

received did not cover the drastic weather changes starting from 2000 

hours on 4 February 2019 as well as the gusty shower and breeze for an 

hour per day experienced by the vessel when staying in the port.  

Therefore, the vessel was not able to make early preparation by closely 

monitor the weather information received. 

2243 on 4/Feb 

  

The vessel in danger under 
drifting 

2255h on 4/Feb 

2341h on 4/Feb 

2357h on 4/Feb 

2343h on 4/Feb 

The first grounded 
position, 0014h on 

5/Feb 

0000h on 5/Feb 

The final grounded 
position, 0033h on 

5/Feb 

2338h on 

4/Fe

2319h on 4/Feb 

2246h on 4/Feb 

2353h on 4/Feb 

The engine 
ready at 2252h 
on 4/Feb 2219h on 4/Feb 

2358h on 4/Feb 

2222h on 4/Feb 

2356h on 4/Feb 

  

The vessel drifting at K2 

Figure 7  The schematic plot of the vessel movement tracking 
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4.16 There was no large-scale British Admiralty chart available for the bay.  

Although the vessel was equipped with Electronic Chart Display and 

Information System (ECDIS)4 as a primary method for navigation and 

paper charts as backup arrangement, the vessel could only utilize a 

paper hydrographic chart (the chart), which was surveyed by China 

Communication Planning and Design Institute for Water 

Transportation Co., Ltd.5, provided by the Charterer. (Figure 2 refers) 

4.17 The company of the vessel confirmed that the local authority had 

approved the chart, but no such evidence was available.  Moreover, 

the chart had not been converted to a Raster or Vector chart to display 

in the ECDIS of the vessel. 

4.18 According to the data on the chart, there are numerous reefs within the 

50 m depth contour line near the coast.  The width between 50 m to 

100 m depth contour around K2 position is around 200 m only and the 

width between 100 m to 200 m depth contour is around 150 m.  The 

seabed is quite steep and the sea room available for anchoring is very 

limited.  Hence there is no guarantee of strong holding to ships in the 

anchorage.   

4.19 There was only some small power capacity of towing tugs available in 

the port and these tugs were not for operation in heavy weather 

conditions.  If the port could provide sufficient number of greater 

capacity towing tugs for emergency towing purpose, the vessel would 

not be grounded and the subsequent oil pollution would be avoided.  

The causes of dragging anchor 

4.20 The last position on GPS before grounding recorded on the vessel’s 

deck log book was 11°41’.27 S, 160°18’.64 E when the 2/O took over 

duties from the 3/O at noon on 4 February 2019, that was at 100 m depth 

of water but close to the 50 m depth contour line, about 0.14 nm west 

of the nearest reef. (Figure 8 refers) 

                                                           
4 Electronic Chart Display and Information System (ECDIS) is a geographic information system used for 

nautical navigation. 

 
5 中交水運規劃設計院有限公司 
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4.21 According to requirements of the International Association of 

Classification Societies (IACS) UR A16, the anchoring equipment is 

intended for temporary mooring of a ship within a harbour or a sheltered 

area when the ship is awaiting berth, tide, etc.  The equipment is 

therefore not designed to hold a ship off fully exposed coasts in rough 

weather or stop a ship that is moving or drifting.   

  

                                                           
6 http://www.iacs.org.uk/publications/unified-requirements/ur-a/ur-a1-rev6-corr2-cln/ 

Figure 8 the position of the vessel at noon on 4 February 2019 
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4.22 As general safe anchoring practice, to hold a ship properly by an anchor, 

the length of anchor chain into water should be around three times the 

water depth plus additional 60 m to 90 m.   

4.23 Considering the above, the investigation identified that the following 

factors contributed to the dragging of anchor: 

i. Constrained by the condition of the Kanggava Bay anchorage, 

the vessel dropped one anchor in the position with a water depth 

of around 100 meters with nine shackles (247.5 meters) of anchor 

chain in water.  The ratio of the length of the anchor chain and 

water depth was less than three.  Therefore, the holding power 

of the anchor and chain for the vessel was much less than the 

normal holding power for meeting general safe anchoring 

practice. 

ii. Under normal circumstances, a ship will use only one bow anchor 

and chain at one time. A ship may drop two bow anchors when 

additional holding power is necessary, but this was not done in 

the accident. 

iii. From the seabed topography, when the seabed quickly descends 

at an inclination/depression angle of 15° to 30°, the anchor of a 

ship under dragging will not be able to hold the seabed at such a 

situation.  The vessel was then dragged further away. 

iv. Although the vessel was loaded with more than ten thousand 

metric tons of cargo, the vessel had discharged about nine 

thousand metric tons of ballast water and had more than fifty 

thousand metric tons of cargo to be loaded.  The vessel was still 

in a light draught condition which incurred a large windage area 

resulting in dragging by severe wind force.  

v. Furthermore, the vessel’s stern was fastened to a buoy by 

mooring lines.  The anchor chain and mooring lines together 

held the vessel in a relatively steady heading.  The vessel was 

impossible to turn downwind to reduce further dragging by wind 

force.  When wind force kept increasing, the mooring lines 
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would be parted causing the situation even worse.  

vi. When the Master had decided not to resume cargo operation due 

to the strong wind and the unavailability of the relevant local 

weather forecast, he failed to carry out proper precautionary 

method timely, i.e., to release the stern mooring lines in the early 

stage, and to ensure the engine was ready at the earliest 

opportunity.  Subsequently, the vessel failed to pick up her 

anchor and proceed to open sea at the earliest moment before the 

weather turned bad to prevent the mishap involving a dragging 

and grounding. 

4.24 Therefore, the dragging of anchor would have been avoided at the 

earliest stage if the Master and the officers of the vessel had taken 

sufficient serious situation awareness to counter the adverse weather 

condition when the vessel was anchored in deep water.   

The causes of grounding 

4.25 The unexpected strong wind caused the dragging of the anchor of the 

vessel which ultimately lost its control and grounded. 

4.26 Referring to the AIS data on the tracking of the vessel’s movement in 

Figure 7, at 2252 hours and 2255 hours on 4 February 2019, the vessel 

had moved forward probably caused by the engine of the vessel and not 

by the southwesterly wind (Figure 7 refers).  As such the engine had 

been ready for operation at 2252 hours and not 2300 hours as stated in 

the witness statement of the crew. 

4.27 According to the collected AIS data (Figure 7 refers), the vessel’s port 

side at 2255 hours was facing the southwesterly wind and it was drifting 

northerly.  The vessel was then heading to 230° at 2319 hours.  It was 

then moved to southeast by the engine, successfully counteracting the 

wind and current.  At 2343 hours, the vessel’s heading was 283°.  

Subsequently, it was further moved towards southeast.  From the 

above-mentioned positions of the vessel, the vessel’s heading was under 

control by the bridge.  Had the vessel decided to proceed to open sea 

(to west) at this period, the vessel would have escaped the grounding 



 

23 

 

incident with a result of only losing an anchor as it might be difficult to 

be retrieved. 

4.28 After the engine got ready and changed to the control to the bridge, the 

engine was utilized frequently, including running from “half ahead” to 

“stop” directly and running astern.  The maximum revolution per 

minute (rpm) of the engine was set at 72 rpm (equal to the revolution of 

“half ahead”), which was able to avoid overloading the engine of the 

vessel. 

4.29 From 2356 hours of 4 February to 0014 hours of 5 February 2019, the 

vessel was drifting at a speed of more than 3 knots northward with the 

starboard side of the ship heading ashore where reefs were located.  

During this period, the vessel’s heading was continually turning to port 

from 341° to 283°, trying to turn the vessel’s heading to windward 

sluggishly. (Figure 7 refers) 

4.30 Although the officers on the bridge of the vessel might sense that the 

imminent danger of running aground was going to happen, they had not 

realized that the engine was running at 72 rpm (“half ahead”) only, and 

none of them informed such imminent danger to the engine-room. As a 

consequent, the engineer officers were deprived of the opportunity to 

control the engine from the engine room to operate the engine up to the 

maximum engine power to avoid the vessel from running aground. 

4.31 Had the Master informed the C/E of the situation and requested the C/E 

to run the engine up to the maximum power before midnight of 4 

February 2019, the vessel would have had a chance to avoid grounding 

and further damage.  This indicated that the Master and the officers of 

the vessel lacked the ability to handle serious situations who failed to 

seek advice from the C/E. 

4.32 According to the AIS tracking, the vessel might first ground between 

0000 to 0014 hours on 5 February 2019, then she further drifted and 

turned to shore side and maintained her heading around 255° at 0033 

hours (Figure 9 refers).  The officers on the bridge realized the vessel 

was aground when the ship’s speed became zero, and the crew on deck 

further found reefs on the starboard side and around the bulbous bow. 
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Damage to the steering gear system 

4.33 At about 1715 hours on 5 February 2019, the vessel’s heading was 

changed to port side from 255° to 201°, and at about 0036 hours on 6 

February 2019, the vessel’s heading was further changed to the port side 

to 164° and contacted with reefs on the port side of the vessel (Figure 9 

refers).  At around 0210 hours on 06 February 2019, the rudder of the 

vessel touched the seabed or reefs causing damage to the steering gear 

system. 

 

Figure 9 The vessel pivoted on the stern at the final grounding 

position from AIS data 

4.34 According to the practice of good seamanship, the basic response 

actions required to be taken for a grounding emergency are as follows: 

i. Plan and prepare to refloat as appropriate, and determine the 

location of deep water in relation to the ship and consider 

reducing draughts and trim as found appropriate; and 

1715h on 5/Feb  

to 0030 6/Feb 

The final grounded 
position, 0033h on 
5/Feb (later pivoted at 
the stern) 

0036h on 6/Feb 
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ii. Consider taking on additional ballast to prevent unwanted 

movement and damage, and consider using an anchor. 

4.35 However, the required basic response actions were not done. The 

following was a series of events resulting in the grounding and the 

subsequent damage to the steering gear: 

i. From 1715 hours on 5 February 2019 to 0030 hours on 6 

February, the vessel could maintain her heading at around 201° 

to open sea with deep water at the ship forward for more than 7 

hours. This was a good opportunity for the vessel to refloat 

herself.  The vessel had neither a rescue plan nor detailed 

response actions to refloat herself when she was waiting for tug 

assistance.  These actions could be the determination of 

buoyance lost due to grounding by checking the draughts against 

the deadweight of the vessel, followed by reducing the draughts 

for the trimming of the vessel.  Should action have been taken 

to reduce the draught on the stern by shifting ballast to forward, 

the vessel might have a chance to refloat and proceed to open sea. 

ii. At about 1800 hours on 5 February 2019, after about two hours’ 

attempt of pulling by a tug, the vessel could not be refloated and 

failed to proceed to open sea by herself.  Afterwards, there was 

no response action taken to hold the vessel heading to open sea 

or prevent unwanted movement to minimize the chance of hull 

and steering gear damages, e.g., taking additional ballast water, 

dropping her remaining port side anchor, etc. 

Damage to the hull and oil leakage 

4.36 After the steering gear failure, the crew onboard panicked and the 

Master then decided to abandon the vessel.  The utmost concern of the 

company was the safety of the crew on board.  The company 

instructed the vessel to transfer the fuel oil from the double bottom tanks 

to the side tanks to avoid oil pollution from those tanks as they were 

prone to be damaged during grounding.  On 7 February 2019, when 

the vessel was abandoned, there was no noticeable oil pollution through 

any breaching hull.   
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Figure 10  The vessel was abandoned by the crew 

4.37 However, oil leakage from the vessel was initially discovered on 15 

February 2019.  The investigation revealed that the oil leakage was 

caused by the following contributory factors: 

i. The planning to salvage the vessel was delayed due to some 

unknown local people on board refusing the salvage experts 

together with the ship’s officers to board the vessel on 8 February 

2019 and 9 February 2019. 

ii. The anchorage was later affected by the severe tropical cyclone 

“OMA” on 15 February 2019, causing hull damage resulting in oil 

leakage from the vessel. 

iii. Primitive port facilities and services, such as unavailability of 

broadcasting weather warnings and the approved local 

hydrographic chart, and insufficient salvage tugs and oil pollution 

prevention equipment, affected the salvage of the vessel resulting 

in serious oil pollution afterwards.   
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5. Conclusions 

5.1 After anchoring at the “K2” position at Kanggava Bay of Rennell 

Island, the Solomon Islands for 9 days, at about 2230 hours on 4 

February 2019, the vessel began dragging anchor due to southwesterly 

gale wind with Beaufort force up to 8.  The engine was made ready at 

2252 hours.  The Master attempted to turn the vessel away from the 

coast but failed.  As the Master did not steer the vessel to open sea at 

the first opportunity, nor did he order to increase engine power resulting 

in the strong winds acting on the substantial windage area of the hull in 

light load condition until grounding.  The vessel was driven to the 

coast and subsequently ran aground in the shallow waters of Kanggava 

Bay at about 0033 hours on 5 February 2019. 

5.2 Total 24 crew members, including the Master, abandoned the vessel on 

7 February 2019 without injury.  The anchorage was later affected by 

the severe tropical cyclone “OMA” and the vessel sustained hull 

breaching resulting in fuel oil pollution to sea and shoreline.  The 

vessel was refloated on 12 May 2019 and towed away from Rennell 

Island to Port Moresby, Papua New Guinea on 14 June 2019. 

5.3 The investigation revealed that during the unpredictable deteriorating 

weather conditions, the Master and officers of the vessel failed to take 

sufficient serious situation awareness to assess the possible potential 

risks, such as the effect of the weather on the anchorage and the ship’s 

loading conditions, draughts and the engine condition, etc. and to take 

proper preventive measures.  

  

5.4 The investigation also revealed that the crew had neither properly 

utilized the engine and the manoeuvring systems of the vessel to deal 

with the dragging of anchor in heavy weather, nor properly responded 

to navigational emergencies, including the necessary actions after 

grounding, such as refloating, prevention of further damage, etc.  

 

5.5 Furthermore, it also reflected from the investigation that the crew failed 

to follow the procedures of operating the SVDR and the company had 

not updated and reminded the Master of the weather to support the 

vessel.  The subsequent oil leakage was caused by the primitive port 
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facilities and services, the lack of port security, and the tropical cyclone 

afterwards. 
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6. Recommendations 

6.1 The company should issue a safety circular to inform all masters and 

officers in the company’s fleet regarding the findings of this accident 

investigation.  The company shall review the Safety Management 

System for the risk assessment by taking into account the risks for 

operating vessels at a port with insufficient support and consider 

establishing guidelines or procedures in response to the hazards 

identified. 

6.2 The company and all masters must ensure that:  

i. Proper anchoring arrangement and effective anchor watches must 

be maintained, and engines must be prepared for an emergency 

when anchoring close to shore in poor weather or poor holding 

ground conditions. 

ii. Proper monitoring and assessment of the following issues are to 

be carried out.  They are the weather conditions including the 

updates to the weather forecast, the advices contained in the sailing 

directions, and all developing dangerous situations, together with 

early and effective countermeasures.  The support from the 

company is critical when the port is not well facilitated. 

iii. Proper training shall be enhanced, including the knowledge and 

ability to use engine and manoeuvring systems of ships and drills 

in response to navigational emergencies.   

6.3 A Hong Kong Merchant Shipping Information Note is to be issued to 

promulgate the lessons learnt from this accident. 
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7. Submission 

7.1 The draft investigation report, in its entirety, was sent to the following 

parties for comments: 

a) the management company and the Master of the vessel; 

b) the local authority (SIMSA); and 

c) the Quality Assurance Section of the Marine Department. 

7.2 By the end of consultation, there was no comment received from the 

above-mentioned parties. 

 


