Bundesstelle fir Seeunfalluntersuchung

Federal Bureau of Maritime Casualty Investigation
Federal Higher Authority subordinated to the Ministry of Transport
and Digital Infrastructure

Investigation Report 408/17

Serious Marine Casualty

Grounding of the bulk carrier
MV GLORY AMSTERDAM
on 29 October 2017 about 1.6 nm north of the
North Sea island of Langeoog

6 March 2019

www.bsu-bund.de



Bundesstelle fiir Seeunfalluntersuchung
Ref - 408/17 Federal Bureau of Maritime Casualty Investigation

The investigation was conducted in conformity with the Law to improve safety
of shipping by investigating marine casualties and other incidents (Maritime
Safety Investigation Law — SUG). According to said Law, the sole objective of
this investigation is to prevent future accidents. This investigation does not

serve to ascertain fault, liability or claims (Article 9(2) SUG).

This report should not be used in court proceedings or proceedings of the
Maritime Board. Reference is made to Article 34(4) SUG.

The German text shall prevail in the interpretation of this investigation report.

Issued by:

Bundesstelle fir Seeunfalluntersuchung — BSU
(Federal Bureau of Maritime Casualty Investigation)
Bernhard-Nocht-Str. 78

20359 Hamburg

Germany

Director: Ulf Kaspera
Phone: +49 40 3190 8300 Fax: +49 40 3190 8340
posteingang-bsu@bsh.de www.bsu-bund.de

Page 2 of 183



=BSU-

Bundesstelle fiir Seeunfalluntersuchung
Ref - 408/17 Federal Bureau of Maritime Casualty Investigation

Table of Contents

1 SUMMARY .ttt ettt ettt 9
2 FACTUAL INFORMATION .. ..ot 12
2.1 Photograph of the MV GLORY AMSTERDAM .........cuuviiiiiiiiiiiiiiiiiinnns 12
2.2 Ship particulars: MV GLORY AMSTERDAM ..., 12
2.3 VOoyage PartiCUIAIS.........vueiii e 13
2.4 Marine casualty iINformation..................eeueuueiiiiiiiiiiiiiieee 13
2.5 Shore authority involvement and emergency response..........c.c......... 15
3 COURSE OF THE ACCIDENT AND INVESTIGATION .......cuvuurmiiieiniennnnnnnnnnnns 16
3.1 Course Of the aCCIHENT ......coeeeeeieeeeeeee 16
3.1.1 Preliminary NOTES. .........uuuiiiiiiiiiiiiiiiiiie e 16
3.1.2 Events prior to the start of drifting.............ccooevviiiiiii 17
3.1.3 Events between starting to drift and running aground ........................ 18
3.1.3.1 Course of events before the CCME assumed overall command
Of the OPEration ..., 18
3.1.3.2 Course of events after the CCME assumed overall command
Of the OPEration ..., 23
3.14 Events after the grounding ..............oiiiiiiiiiiii e 39
3.2 Consequences Of the aCCIdent ..........cooovveeieeieeee 42
3.2.1 Damage to the Ship .........oiiiiii e 42
3.2.2 Physical injury and damage to the environment............cccccccceeeeeeennn. 44
3.3 INVESHIQALION ... e 45
3.3.1 Course of events, sources and material particulars...................oeeo. 45
3.3.2 MV GLORY AMSTERDAM (basic information) .............cccccvvvvieeeeennn. 48
3.3.2.1 Condition Of the ShiP.......ccoviiiiiiiiiiiiiie 48
3.3.2.2 Crew, language used on board and master's qualifications ............... 48
3.3.3 Description of the scene of the accident............ccccooovveiiiiiiiiciiiee, 49
3.34 Weather conditions (DWD report) ......coeeeeeeeiiiieiiiiiie e 49
3.3.5 Detailed reconstruction of the course of events on the day of the
= o o [0 [T o | PO 57
3.3.5.1  Preliminary NOIES........ccuuiiiiiiiiiiiiiiiiiiieieeeeeeeeeeeee ettt 57
3.3.5.2 Log of radio communication and the communication on board the
GLORY AMSTERDAM ..., 57
3.3.6 Request for tug assistance by the ship's command of the GLORY
AMSTERDAM ..ottt e e e e e e e 77
3.3.7 Deployment of the support tugs BUGSIER 9, BUGSIER 10
AN JADE ... 79
3.3.8 CCME and emergency towing strategy (basic information)................ 80
3.3.8.1  Preliminary NOES........ccuuiiiiiiiiiiiiiiiiiiieieeeeeeeeeeeee ettt 80
3.3.8.2 Legislative framework/powers of the CCME..............cccooiviiiiiiiiiennnnnn, 81
3.3.8.3 Emergency tOWING Strat@gy ......cceeeeeeieeeruuiiiieeeeeeeeeeiiiee e e e e e eeeeennnnnns 85
3.3.9 CCME - overall command of the operation on the day of
L= Lot i (o = o | PP 88
3.3.9.1  Preliminary NOES.......cooiiiiiiiiiiiieee et 88

Page 3 of 183



Ref.: 408/17

=BSU-

Bundesstelle fiir Seeunfalluntersuchung
Federal Bureau of Maritime Casualty Investigation

3.3.9.2 Beginning, chronological and substantive sequence

of the CCME's operational command..............ccceeeeeiiiieeeeeeee, 88
3.3.9.3 Deployment of BT BaltiC Sea..........ccocvvvviiiiiieiiieeeccie e, 102
3.3.10 Deployment of ETV NORDIC on the day of the accident ................. 103
3.3.10.1 Preliminary NOES.......cccovviiuiiiiiee e e eeeeeeie e e e e e e e e e 103
G0 T80 I 0 T2 1= ] (] o PP 104
3.3.10.3 ACHVItIES ON SCENE....cciiiiiiiiiiiiiiieiiiii ettt 104
3.3.10.4 Description of the line handling to establish a towing connection.....110
3.3.10.5 Suspected wilful disruption of the establishment of a towing

connection by the crew of the GLORY AMSTERDAM ........ccc.......... 111
3.3.10.6 ETV NORDIC's suitability for transferring personnel via helicopter..114
3.3.10.7 The NORDIC's external appearancCe..........ccccceeveeeeeeiiieeieeieeeeeeeeeeneeen 118
3.3.11 Deployment of ETV MELLUM ..., 121
3.3.12 BT BaAllC SBA...uuuuuiiieieiiiiiiiiiiie et 123
3.3.12.1 Preliminary NOLES.......cccovviiiiiiiiee e e eee e e e e e 123
3.3.12.2 Organisational and operational background information .................. 123
3.3.12.3 Details of the BT's deployment on the day of the accident............... 125
3.3.13 Federal police helicopter operations on the day of the accident....... 128
3.3.13.1 Preliminary NOES.......cccovviiiiiiiiee e eeeeeeee e e e 128
3.3.13.2 The BSUr's interview with the Federal Police..............cceeviviiiiinnnnnn. 129
3.3.13.3 The BSU's supplementary questionnaire to the Federal Police........ 133
3.3.13.4 CCME's questionnaire for the Federal Police................ccccovvvviiinnnnnn. 139
3.3.14 Manoeuvring behaviour of the GLORY AMSTERDAM and anchor

PANAIING - 141
3.3.14.1 Preliminary NOLES.......cccoviiiiiiiii e e e e 141
3.3.14.2 Distressed vessel's propulsion and manoeuvrability ...............c....... 141
3.3.14.3 Anchor handling ..........cooooriiiiiiii e 144
3.3.15 The GLORY AMSTERDAM'S VDR ......cotvviiiiiiiiiieeeeeeieeeeeeeeeeeeeeeeeeee 147

A AN ALY SIS . 149

4.1 Chronological order of events leading up to and during

L= ToTo (o [= o | PP 149
4.2 Failure of the emergency towing attemptS..............uvvveveiiiiiiiiiiinnnnnnns 150
4.2.1 Preliminary NOES..........uuiiiii e 150
4.2.2 Misinterpretation of the NORDIC's activities by the ship's

command of the GLORY AMSTERDAM ......cccoooiiiiiiiiiiiiiiiie e, 150
4.2.3 Language deficits on board the GLORY AMSTERDAM................... 150
4.2.4 Maritime deficits on board the GLORY AMSTERDAM ..........cccc.c...... 151
4.2.5 ETV NORDIC's suitability for use as a base fora BT ....................... 151
4.2.6 CCME'S CrisiS Management.........coooveeeeieeeeeeeeeeeeee e 153
4.2.6.1 CCME's patrticipation in VHF radio traffic ..............ccoviiiiiiiiiineennnnn, 154
4.2.6.2 CCME's scope for accessing AlS data and radar recordings........... 156
4.2.6.3 Legislative powers of the CCME ...........ccooiiiiiiiiiiiicii e, 158
4.2.6.4 CCME's scope for accessing WSV vessels

(in this case the NEUWERK).........ccooiiiiiiiiiiiicce e 160
A ST T © 1T O { U T 1o ] [ 161
4.2.7 Deployment of BT BaltiC Sea............ceiviiiiiiiiiiiiiiiie e 162
4.2.7.1 Preliminary NOES.........cuuuuiiiiieeeeeeeeiiie e e e e e e e e e e e e e eees 162
4.2.7.2 Briefing Of the BT ... 162

Page 4 of 183



Ref.: 408/17

=BSU-

Bundesstelle fiir Seeunfalluntersuchung
Federal Bureau of Maritime Casualty Investigation

4.2.7.3 Communication between ETV/CCME - BT after arrival on the
ISrESSEA VESSEI ... e 163
4.2.8 Hoisting or slipping the anchors as a means of crisis management.163
4.2.8.1 Preliminary NOTES. .........uuuuuuuuiiiiiiiiiiiiiiiiiiiiiiieeiaeiebeeeee e 163
4.2.8.2 VTS/CCME's restraint with regard to the order to the
distressed vessel to hoist or slip her anchors.................ccco. 164
4.2.8.3 Motives of the ship's command of the distressed vessel.................. 164
4.2.9 Manoeuvrability of the GLORY AMSTERDAM ........ccooviiiviiiiiiiieeeen. 165
ST 610 1\ V0 B U 1] [ ] 3N 167
51 External recognition of vessels used as an ETV and use of
the term 'Boarding Team' .........cooviiiiiiiie e 167
5.2 Stationing of a BT North Sea ashore............ccccoeeiiii, 167
5.3 Briefing of the BT .....oovvieiie e 169
54 Communication channels and technical equipment of the BT .......... 169
5.5 Briefing of the distressed VESSEel..........ccooevviiiiiiiiiiiii e, 170
5.6 Material resources of the CCME .............uuuiiiiiiiiiiiiiiiiiiiiiiiiiiiiis 170
5.7 Staffing of the CCME.........ooooiiii e 171
5.8 Legislative powers of the CCME ............uuuiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiies 171
5.9 CCME's scope for accessing GDWS vessels.........cccccccceeeeeeeeeeeeeenns 172
5.10 CCME/GDWS COOPEIAtION .....ccceeeeeeeeeeeeeeeeee e 173
5.11 Manoeuvrability of large ships in contrast to environmental
FEGUIATTIONS ... 173
5.12 Order of events on board the GLORY AMSTERDAM on the
day of the acCIdent ..........coooeiiii i 174
T O I [ N ST Y - 1 176
6.1 GDWS OFUEI ...ttt e e e e e e e e e e e e e eeeeenes 176
6.2 Organisational measures of the BMVI.........cccoooooiiiiiiiiiiiiiniieeeeeeee, 177
6.2.1 Stationing of a BT North Sea ashore and improvement of the ETV
deployment Strategy ......ccoovvviiiiiiii i 177
6.2.2 Staffing of the CCME ..., 178
6.3 Action taken by the owner of the GLORY AMSTERDAM.................. 178
7  SAFETY RECOMMENDATIONS .......outtiiiiiiiiiiiiiiiiiieieieanesannnnnnssnssensnnnnsnnnnnnnes 179
7.1 2 Y 179
7.1.1 External recognition of vessels used as an ETV .........ccccccvvvvviiinnnnns 179
7.1.2 Replacement of the term '‘Boarding Team' ................euvevvmeiiinniinnnnnnns 179
7.1.3 Material resources of the CCME ..........ooooiiiiiiiiiiiiii e 179
7.1.4 Legislative powers of the CCME ............uuuiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiies 180
7.1.5 Material resources of the BTS........uuuiiiiiiiiiiiii 180
7.2 BMVI/GDWS — CCME's scope for accessing multi-purpose
VESSEIS Of the WSV ... 180
7.3 CCME ... e 180
7.3.1 Briefing of the distressed vessel.........ccccooiiiiiiiiiii e, 180
7.3.2 Briefing Of the BT .......uuuiiiiiiiiiiiiiiiiiii e 180
7.3.3 Communication With the BT ........ccoooiiiiiiiiiiii e 181
7.4 Y 181
7.5 Owner of the GLORY AMSTERDAM ..., 181
7.5.1 ReVISION Of the ETB.......uuiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiieeieneaees 181

Page 5 of 183



=BSU-

Bundesstelle fiir Seeunfalluntersuchung

Ref - 408/17 Federal Bureau of Maritime Casualty Investigation
7.5.2 Awareness of ship's crew of the existence and content of the ETB .181
7.5.3 Briefing/training Ship'S CreWS ...........uuuiiiiiiiiiiiiiiiiiiiiiiiiiieiiees 181

8 SOURGCES ..ot 182

Page 6 of 183



=BSU-

Bundesstelle fiir Seeunfalluntersuchung
Federal Bureau of Maritime Casualty Investigation

Ref - 408/17
Table of Figures

Figure 1: MV GLORY AMSTERDAM.......cuttiiiiiiiiee ettt 12
Figure 2: Scene of the aCCIdent............uuiiiii i e 14
Figure 3: Aerial view of the GLORY AMSTERDAM heeling heavily to starboard

At thiIS MOMENT ... e e e eeeeees 20
Figure 4: ETV NORDIC in close proximity to the GLORY AMSTERDAM................. 21
Figure 5: ETV NORDIC heeling to port — seen from the Federal Police helicopter... 26
Figure 6: ETV NORDIC pitching — seen from the Federal Police helicopter............. 26
Figure 7: The GLORY AMSTERDAM after she ran aground off Langeoog.............. 40
Figure 8: The salvage tug FAIRMOUNT SUMMIT in action .........ccccccvvvvvveiiiiineennnnn. 41
Figure 9: GLORY AMSTERDAM en route to Wilhelmshaven with tug assistance.... 41
Figure 10: Positions of the destroyed bollard and broken hawsehole....................... 42
Figure 11: Close-ups of the destroyed bollard and broken hawsehole...................... 43
Figure 12: Rudder blade of the GLORY AMSTERDAM (damage not visible)........... 43
Figure 13: Wind conditions off Langeoog at 1200 UTC on 26/10/2017 .................... 50
Figure 14: Wind conditions off Langeoog at 1200 UTC on 27/10/2017 .................... 50
Figure 15: Wind conditions off Langeoog at 1200 UTC on 28/10/2017 .................... 50
Figure 16: Wind conditions off Langeoog at 0100 UTC on 29/10/2017 .................... 51
Figure 17: Wind conditions off Langeoog at 0400 UTC on 29/10/2017 .................... 51
Figure 18: Wind conditions off Langeoog at 0500 UTC on 29/10/2017 .................... 52
Figure 19: Wind conditions off Langeoog at 1000 UTC on 29/10/2017 .................... 52
Figure 20: Wind conditions off Langeoog at 1500 UTC on 29/10/2017 .................... 53
Figure 21: Wind conditions off Langeoog at 1900 UTC on 29/10/2017 .................... 53
Figure 22: DWD analysis of wind and sea state on 26/10/2017 (1200 UTC)............ 54
Figure 23: DWD analysis of wind and sea state on 27/10/2017 (1200 UTC)............ 54
Figure 24: DWD analysis of wind and sea state on 28/10/2017 (1200 UTC)............ 54
Figure 25: DWD analysis of wind and sea state on 29/10/2017 (0000 UTC)............ 55
Figure 26: DWD analysis of wind and sea state on 29/10/2017 (0600 UTC)............ 55
Figure 27: DWD analysis of wind and sea state on 29/10/2017 (0900 UTC)............ 55
Figure 28: DWD analysis of wind and sea state on 29/10/2017 (1200 UTC)............ 56
Figure 29: DWD analysis of wind and sea state on 29/10/2017 (1800 UTC)............ 56
Figure 30: ETV NORDIC during the operation on the day of the accident................ 87

Page 7 of 183



=BSU-

Bundesstelle fiir Seeunfalluntersuchung

Ref - 408/17 Federal Bureau of Maritime Casualty Investigation
Figure 31: Moving the NORDIC toward the River Jade in contrast to remaining

With the diStreSSed VESSEl ........uuuiuiiiiiiiiiiiiiiiiiiiiiiieees 103
Figure 32: Attempt to lower the whinch hook at the day of the accident................. 115
Figure 33: ETV NORDIC on the day of the accident (winch area marked yellow).. 116
Figure 34: Lateral view of the winCh area.............ccccoooeiiiiiiiiiiii 116
Figure 35: Winch area bounded by steel towing rails and towing cable ................. 117
Figure 36: Federal multi-purpose vessel SCHARHORN with markings identifying

the STAtULONY Ol ... .. 119
Figure 37: ETV NORDIC — no clear marking identifying her as a vessel acting on

behalf of the authorities...........coooveii i, 120
Figure 38: Marking on the side of the NORDIC ...........cccccciiiiiiiiiiiiiiiiieeeeeee 120
Figure 39: Dutch ETV GUARDIAN (POrt SIde) ........ccovviiiiiiiiiiiiiiiiiiiiiiieieeeeeeeeeeeeeee 121
Figure 40: Dutch ETV GUARDIAN (starboard side) ..........ccoooviiiiiiiiiiiiiiicieeee 121
Figure 41: Water pollution control vessel MELLUM............ccccccceiiiiiiiiiiiiiiicce e, 122
Figure 42: The GLORY AMSTERDAM's inclinometer on the day of the accident.. 128
Figure 43: Federal Police winch operator in action............cccccceeiiiiiiciiniieeeeee e 131
Figure 44: The GLORY AMSTERDAM's propeller Curve...........ccccoeeeevvivviiiceneeeennn, 143
Figure 45: Fluctuations in the rated Speed.............ccccoeveiieiiiiiiiiiii e, 144
Figure 46: Functioning of the rudder in the period 1445 to 1459 UTC............ccc..... 145
Figure 47: Close-up taken from Figure 46 ... 145
Figure 48: Indication of steering gear failure at 1500 UTC .........ccooeeeviiiiiiiiienneeennn. 146
Figure 49: Indication of steering gear failure at 1603 UTC ..........coooeeviiiviiiiiienneeennn. 146
Figure 50: Memory card from the GLORY AMSTERDAM'S VDR ........cccovvvvviiiennenn. 147
Figure 51: Radar image from the GLORY AMSTERDAM's VDR

(time of grounding)........coooeeiiiie e 149
Figure 52: Radar image from the GLORY AMSTERDAM's VDR (one hour before

(o [£oTUT o [T T ) PSPPI 154
Figure 53: Water pollution control vessel NEUWERK ...........cccccconiiiiiiiiinnns 160

Page 8 of 183



=BSU-

Bundesstelle fiir Seeunfalluntersuchung
Ref - 408/17 Federal Bureau of Maritime Casualty Investigation

1 Summary

At 1800 on 29 October 2017, the Panama-registered bulk carrier GLORY
AMSTERDAM ran aground about 1.6 nm north of the German North Sea island of
Langeoog.

The ship was sailing in ballast and despite two anchors dropped had drifted in a
southerly direction from her anchor position (which was 18.5 nm from the subsequent
scene of the accident) in hurricane force winds since early in the morning on the day
of the accident (from about 0520 onwards). The GLORY AMSTERDAM was waiting
there for the next cargo order.

The master notified the vessel traffic service (VTS) responsible for the area, German
Bight Traffic (GBT), about his problems at 0618. He had already phoned the German
agency that had supported his ship in Hamburg to request tug assistance. Since the
VTS had doubts with regard to the short-term availability of a suitable vessel, as the
further course of events confirmed were justified, it took the precautionary measure of
ordering the emergency towing vessel (ETV) NORDIC, which was some 10 nm away
from the GLORY AMSTERDAM, to proceed to the distressed vessel by phone at
0713.2 The tug arrived at the GLORY AMSTERDAM at about 0810. The master of
the NORDIC then repeatedly tried to explain to the master of the GLORY
AMSTERDAM on VHF radio (ultimately unsuccessfully due to considerable
communication problems) that the NORDIC is not the tug assistance requested by
the GLORY AMSTERDAM but an ETV, whose task is merely to establish a
temporary towing connection to hold the distressed vessel in her position (emergency
tow) in an emergency.

Not least because of the considerable problems the NORDIC and the VTS
experienced while discussing the measures needed to manage the emergency
situation with the GLORY AMSTERDAM's master in English, the Cuxhaven-based
CCMES? decided to transfer the boarding team (BT) stationed on the NORDIC (BT
NORDIC) especially for such tasks to the distressed vessel to assist with
communication and provide technical support during the necessary emergency
towing operation.

1 Unless stated otherwise, all times shown in this report are local: CET (UTC + 1 hour).

2 The NORDIC is an ETV chartered by the Federal Ministry of Transport and Digital Infrastructure
(BMVI), whose task is merely to assist vessels not under command (NUC) or otherwise in distress.
The ETV should establish a towing connection to the distressed vessel and hold her in position at sea
or tow her until she regains manoeuvrability or can be taken over by a commercial salvage tug.

8 CCME: Central Command for Maritime Emergencies (joint institution of the federal government and
the coastal states). The CCME is responsible for the planning, preparation and implementation of
measures relating to the medical response, marine pollution response, fire-fighting, assistance, and
security-related salvage in complex emergencies in Germany's territorial sea and in the German
Exclusive Economic Zone (EEZ).
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Given the wind and sea conditions, a helicopter represented the only feasible means
of transfer. Therefore, at about 0940 the CCME contacted the Federal Police Air
Wing at Fuhlendorf, requesting a helicopter stationed there, which was on call and
equipped for maritime emergencies. The helicopter arrived at the area of operation at
about 1120 and made several attempts to adopt the hover position necessary for
winching up members of the BT waiting on the NORDIC's working deck. Every
attempt to position the helicopter vertically over the winch area of the NORDIC for the
period necessary failed due to the heavy movements of the tug in the stormy sea,
however. Due to the excessive risk to life and limb of the people waiting to be
winched up, the helicopter operation was abandoned at about 1150. Instead, the
CCME contacted the Federal Police Air Wing at Fuhlendorf, requesting a second
helicopter, which was tasked with collecting the BT primarily responsible for
emergency towing operations in and around the Baltic Sea stationed in Rostock, for a
mission on the GLORY AMSTERDAM.

In the meantime, the NORDIC remained with the distressed vessel and, as far as
language barriers allowed, coordinated the measures necessary for establishing a
towing connection with her on VHF.

At about 1236, the NORDIC started to approach the GLORY AMSTERDAM to pass
over the line without the support of a BT. The ensuing attempts to establish a towing
connection failed at different stages several times due to the ongoing severe
communication problems between the master of the NORDIC and ship's command of
the GLORY AMSTERDAM. In particular, the distressed vessel's deck crew had
enormous difficulty carrying out the work needed to establish a line connection.

They finally managed to establish a towing connection between the NORDIC and the
GLORY AMSTERDAM, which continued to drift toward shallow water at a speed over
ground of 2-3 kts, at about 1500. However, this parted at about 1546 because the
towing cable had been improperly fastened on the distressed vessel.

Since the risk of the GLORY AMSTERDAM running aground was increasing all the
time, the VTS ordered the distressed vessel to slip her anchors and move to deeper
water under her own steam at 1548. At 1607, the VTS asked whether the two
anchors had been slipped. The master of the GLORY AMSTERDAM then pointed out
for the first time that he reportedly had problems with his rudder and would therefore
need his anchors.

The Federal Police helicopter reached the distressed vessel with the Baltic Sea
boarding team (BT Baltic Sea) on board at about 1626 and lowered it onto the main
deck.

Following a situation analysis on board and an exchange of information with the
NORDIC, the BT started to prepare for the establishment of the towing connection on
the aft deck of the distressed vessel. However, it became clear shortly after in radio
calls between the BT and the NORDIC that the GLORY AMSTERDAM had now
drifted so far into shallow water that it would be almost impossible for the NORDIC to
move close enough to the distressed vessel to establish a line connection safely
because of her draught.
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The first, initially only sporadic indications of grounding were felt on board the
GLORY AMSTERDAM at about 1730, causing, inter alia, the stern of the distressed
vessel to occasionally settle on the sea floor. This resulted in mechanical damage to
the rudder blade and its support system, meaning the GLORY AMSTERDAM had to
be classified as completely not under command (NUC) from this point at the latest.

Since the distressed vessel was drifting into ever shallower water, it was no longer
possible for the NORDIC to approach her without running the risk of damaging her
underwater hull or grounding.

The GLORY AMSTERDAM finally grounded at 1800 in the area of the 5 m depth
contour north of the island of Langeoog. Immediately arranged inspections on board
revealed that the grounding had apparently not damaged the shell plating. At no time
was water ingress or escaped pollutants detected.

During the night leading up to 30 October, the CCME consulted on possible options
for salvaging the distressed vessel. For its part, the owner of the GLORY
AMSTERDAM contacted the Dutch salvage company SMIT, with which it concluded
a salvage contract.

While liaising on the salvage strategy, the CCME and salvage company concluded
that partially unloading the heavy fuel oil (HFO) tanks in the surf zone prior to towing
the ship clear would pose too great a risk. Instead, an agreement was made to
promptly establish a line connection between the GLORY AMSTERDAM and two
seagoing tugs (UNION MANTA and FAIRMOUNT SUMMIT) to prevent the distressed
vessel from drifting closer to the coast during the controlled draining of ballast water.

The vessels referred to arrive at the GLORY AMSTERDAM on the evening of
1 November. It was possible to establish line connections from the two tugs.
Following that, they started to drain the ballast water, as planned.

The GLORY AMSTERDAM refloated at high tide on the morning of 2 November after
some 16,000t of ballast water had been pumped out of her. The ship was then
towed to Wilhelmshaven, where she made fast on the evening of that same day.

The GLORY AMSTERDAM was able to leave her berth there for the repair yard after
a three-week stay.
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2 FACTUAL INFORMATION

2.1 Photograph of the MV GLORY AMSTERDAM

Figure 1: MV GLORY AMSTERDAM

2.2 Ship particulars: MV GLORY AMSTERDAM

Name of ship: GLORY AMSTERDAM

Type of ship: Bulk carrier

Nationality/Flag: Panama

Port of registry: Panama

IMO number: 9287182

Call sign: 3EEZ7

Owner: GLORY AMSTERDAM LTD, Singapore
Year built (handover): 2006

Shipyard/Yard number: Oshima Shipbuilding Co., Ltd./10386
Classification society: China Classification Society

Length overall: 225.00 m

Breadth overall: 32.26 m

Gross tonnage: 40,017

Deadweight: 77,171t

Draught (max.): 12.20m

Engine rating: 9,326 kW

Main engine: MITSUI MAN B&W 6S60MC
(Service) speed (max.): 15.4 kts

Hull material: Steel

Crew (on the day of the accident): 22
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2.4 Voyage particulars

Port of departure: Hamburg

Planned port of call: Rotterdam

Type of voyage: Merchant shipping, international
Cargo information: In ballast

Draught at time of accident: 5.72m

Manning: 22

2.5 Marine casualty information

Type of accident: Serious marine casualty
Date, time: 29/10/2017 at about 1800 CET
Location: North Sea; 1.6 nm north of Langeoog

Latitude/Longitude: Approximately ¢ 53°47.2'N A 007°35.9'E
Ship operation
and voyage segment: Drifting from roadstead despite two anchors dropped
Consequences: Grounding and rudder damage.
No physical injuries or environmental damage
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Figure 2: Scene of the accident

4 BSH: Federal Maritime and Hydrographic Agency.

The GLORY AMSTERDAM starts to drift from her original anchor position

ETV NORDIC reaches the GLORY AMSTERDAM

Federal Police helicopter begins the (unsuccessful) attempt to winch down BT NORDIC
NORDIC begins the first attempt to establish a towing connection with the distressed vessel
Towing connection established between the NORDIC and distressed vessel (fails at 1546)
Federal Police helicopter lowers BT Baltic Sea onto the distressed vessel

Distressed vessel runs aground in the area of the 5 m depth contour
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2.6 Shore authority involvement and emergency response

Agencies involved:

VTS GBT, Wilhelmshaven; CCME, Cuxhaven; Federal
Police Air Wing, Fuhlendorf; DGzRS®; Waterway Police
(WSP), Lower Saxony; salvage company (SMIT Salvage)

Resources used to

prevent the grounding:

ETV® NORDIC; water pollution control vessel (GS)
MELLUM’; Federal Police helicopters (one Super Puma
and one EC 155); BT Baltic Sea; tugs BUGSIER 9,
BUGSIER 10 and JADE®

Resources used after
the grounding and in
connection  with  the
salvage activities:

ETV NORDIC; GS MELLUM; search and rescue cruiser
HERMANN MARWEDE?; pollution control plane DO 228;
team from SMIT Salvage; salvage tugs FAIRMOUNT
SUMMIT and UNION MANTA, tugs JADE, BUGSIER 11
and MULTRATUG 4; WSP boat W3

Actions taken to prevent
the grounding:

NORDIC deployed to the distressed vessel to establish an
emergency towing connection; CCME assumes overall
command of the operation; several attempts by the
NORDIC to establish an emergency towing connection;
request and deployment of a Federal Police helicopter to
transfer a BT from the NORDIC to the GLORY
AMSTERDAM; request and deployment of a Federal
Police helicopter to collect BT Baltic Sea from Rostock; BT
Baltic Sea lowered onto the distressed vessel

Actions taken to mitigate
the impact of the
accident and salvage
the distressed vessel:

Continuous surveillance of distressed vessel; engagement
of salvage company by the distressed vessel's owner;
formulation of a salvage strategy by the salvage company
and review of this strategy by the CCME with the
involvement of an external expert; distressed vessel
partially unloaded by draining 16,000t of ballast water;
distressed vessel hauled free with the support of two
salvage tugs and towed to Wilhelmshaven

Results achieved:

Grounding of the distressed vessel could not be averted;
no physical injuries or environmental damage as a result of
the grounding; distressed vessel salvaged successfully

5 DGzRS: German Maritime Search and Rescue Association.

6 ETV: emergency towing vessel.

7 Certain sources refer to the GS MELLUM as the MPV (multi-purpose vessel) MELLUM.

8 The tugs requested by the CCME (BUGSIER 9 and 10), as well as the tug JADE did not arrive at the
distressed vessel in time to have any effect on events before she ran aground.

9 Although the CCME ordered the HERMANN MARWEDE to proceed to the distressed vessel as a
precaution, she did not play any role in the operation at the scene.

Page 15 of 183




=BSU-

Bundesstelle fiir Seeunfalluntersuchung
Ref - 408/17 Federal Bureau of Maritime Casualty Investigation

3 COURSE OF THE ACCIDENT AND INVESTIGATION

3.1 Course of the accident

3.1.1 Preliminary notes

The detailed account of the course of events leading up to and during the accident
below, in particular the events between the GLORY AMSTERDAM starting to drift at
0520 and running aground at 1800, is based predominantly on the analysis of the
radio communications between the parties directly involved in the course of events
leading up to and during the accident and the on-scene emergency management (the
ships commands of the distressed vessel, ETV NORDIC, the multi-purpose vessel
MELLUM and VTS GBT). In this respect, the BSU was able to draw on the original
audio recordings of the VHF radio traffic of all channels stored by the VTS for the
entire period. Another complementary source in this regard was the audio recordings
in the GLORY AMSTERDAM's voyage data recorder (VDR), which were available for
the period beginning at 1000. Other sources of importance to reconstructing the
events included the detailed written report of the GLORY AMSTERDAM's master, the
incident log of the CCME, the operation logs of the NORDIC, the MELLUM and BT
Baltic Sea, as well as the situation and progress log of the VTS.

It should be noted that apart from the GLORY AMSTERDAM, the players referred to
above largely (or in relation to the CCME actually only) communicated with each
other by phone. In addition to the various radio calls that could be analysed by the
BSU, the information exchanged in these phone calls constituted a further, possibly
even more important basis for certain measures and decisions taken on the day of
the accident. Since the phone calls in question have not been recorded, the BSU
could only evaluate indirect references to the content of the conversations in the
written records referred to above made available to the BSU. A comparison of all
sources revealed that certain inaccuracies or errors had crept in during the
preparation or subsequent updating or revision of the logs in terms of content or time.
However, there is no evidence to suggest that any individual acted with intent in this
regard. Rather, it can be assumed that any discrepancies between recorded and
actual measures were due to the considerable dynamism of events and large number
of activities that had to be processed, some of which happened more than once or
overlapped in similar scenarios during the course of the day.

In presenting the course of the accident, an attempt was made to largely eliminate
contradictions arising from the comparison of the various sources. The radio
communication provided was referred to as a reliable basis for this. As far as times
are mentioned with regard to phone calls made, it is important to note that this
information originates from logs that may contain errors. Accordingly, deviations in
the minute range are possible, despite careful verification.
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3.1.3 Events prior to the start of drifting

The GLORY AMSTERDAM left the port of Hamburg on the morning of
26 October 2017 without any cargo on board. Carrying some 19,400t of ballast
water, 1,845t of HFO, 168 t of diesel oil and 280 t of fresh water in her tanks, the
ship's draught stood at 4.34 m and 7.10 m at the bow and stern respectively. The
GLORY AMSTERDAM arrived at the deep water roadstead in the German Bight
plotted as DW on the navigational chart (depth of water about 35 m), which was
intended as a waiting position for the next cargo order, at 1815. Only the port anchor
was dropped with seven shackles!® paid out to begin with. The main engine was
stopped but remained in standby mode so that it could be put into operation at any
time within 30 minutes. Required watchkeeping was carried out on the bridge by the
officer and the rating on watch. The rating on watch left the bridge at regular intervals
to carry out the usual patrols, during which he inspected the main deck and
anchoring equipment.

Over the course of the first 24 hours after reaching the roadstead, the strength of the
westerly, later predominantly northwesterly wind increased from initially 5-6 to 7 Bft.
Significant wave height increased from initially 1.5 m to values of about 3.0 m during
this period. It was with that in mind that the master decided to take the precaution of
supporting the anchor manoeuvre originally executed with only the port anchor by
additionally lowering the starboard anchor with four shackles paid out!! at about 2230
on 27 October 2017.

The master stayed on the bridge for some time after this manoeuvre to make sure
the ship was still safely anchored. Before leaving the bridge, he instructed the officer
on watch to have the main engine immediately ready if the wind reached force 8.

The officer on watch found it necessary to act accordingly at about 0600 on the
following morning. He informed the master of this.

The hours that followed were still marked by a continuous increase of wind and swell.
The engine was left on standby for immediate use and the development of weather
and anchor position monitored continuously.

10 Note: The GLORY AMSTERDAM has a port and a starboard anchor, each with 12 shackles. One
shackle is 27.5 metres. Information on the shackles paid out is based solely on witness statements.
There are no technical recordings for this; corresponding items of equipment are not a carriage
requirement.

11 Note: Information on shackles paid out is contradictory. The master's report states that the starboard
anchor was lengthened by one shackle to five in total at about 1100 on 28 October and that the length
of the port anchor remained unchanged with seven shackles paid out. On the other hand, in response
to a query from the VTS at 0819 on 29 October, the ship indicated that four and nine shackles were
paid out on the starboard and port sides, respectively. However, after asking a similar question at
1656, the BT was told that nine shackles were in the water to port and seven were on deck starboard
(i.e. five in the water).
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At about 2345 on 28 October, the master issued orders to the chief officer, the
bosun and two seamen regarding the anchor watch on the fore section. He stayed on
the bridge after that and assisted the officer and the rating on watch with their
activities. At the time discussed, the master also decided to set the ship's main
engine to dead slow ahead for short periods at irregular intervals to relieve the
anchors, which were under enormous tensile loads. These measures were
maintained continuously in the hours that followed.

At the same time, the wind had gradually developed into a hurricane, reaching values
of 11-12 Bft during the night leading to 29 October. Significant wave height reached
values of 5-6 m.

The main engine was set to full ahead for the first time at about 0227 on 29 October.
This prevented the ship from drifting for the time being.

Despite having two anchors dropped and using the main engine, the GLORY
AMSTERDAM started to drift from her anchor position at a SOG of 2-3 kts, initially in
a south-westerly and later in a southerly direction at 0520 on 29 October. Wind
speeds of more than 120 km/h at times prevailed at this point. Significant wave
height increased to values of 7-8 m.

3.1.4 Events between starting to drift and running aground

3.1.4.1 Course of events before the CCME assumed overall command of the
operation

At about 0515 on 29 October, the Wilhelmshaven-based VTS GBT, responsible for
monitoring traffic in the German Bight, became aware that the GLORY
AMSTERDAM's position was starting to change and inquired as to whether she had
started to raise her anchor on VHF!2, The GLORY AMSTERDAM's master answered
no to this and informed the VTS that he was using his engine in an attempt to
maintain position.

Since the ship's command did not succeed in successfully counteracting the drift
movement with rudder and engine manoeuvres, the master contacted the agency
that had supported the ship during the earlier call at Hamburg shortly after 0600 by
phone. He asked the agency to organise tug assistance for the GLORY
AMSTERDAM. The agency's efforts failed, however. It later transpired that this was
due to there being no appropriate tugs available in the area.

12 Note: Since the ship's command of the GLORY AMSTERDAM communicated with the VTS, the
NORDIC and the MELLUM only on VHF throughout the day, a corresponding reference to this has
been dispensed with in the account of the calls between the distressed vessel and the bodies referred
to.
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At 0618, the master of the GLORY AMSTERDAM notified the VTS that on board they
were reportedly neither able to prevent the ship from drifting nor hoist the anchors.
They had reportedly already contacted the agency and requested a tug. Apart from
drawing attention to the bad weather, the master failed to give an exact reason for
why it was reportedly not possible to raise the anchors at this nor at a later point in
time, however.13

The CCME's Maritime Emergencies Reporting and Assessment Centre (MERAC) in
Cuxhaven was first notified of the GLORY AMSTERDAM's impending difficulties
when it was called at 0621 by an employee of the aforementioned agency, who
reported to the CCME that the GLORY AMSTERDAM had made an “emergency
call’.

The VTS called the GLORY AMSTERDAM at 0626, informing her about a call with
the agency requested to assist by the GLORY AMSTERDAM. The VTS explained to
the master of the GLORY AMSTERDAM that the agency in question was reportedly
no longer responsible for the distressed vessel after she had left the port of
Hamburg. The VTS asked the master of the distressed vessel to write to the agency,
requesting that it act on behalf of the ship again and organise a tug at the expense of
the owner.

The VTS gave the CCME an initial status report by phone at 0707. During the call,
the former expressed doubt as to the timely arrival of the tug requested by the
GLORY AMSTERDAM and suggested that ETV NORDIC be ordered to proceed to
the distressed vessel as a precaution. Due to the heavy autumnal storm predicted,
the NORDIC had already moved from her standby position to the so-called storm-
offshore position between the German Bight Western Approach and Terschelling-
German Bight traffic separation schemes (TSS) on the afternoon of 28 October at the
request of the CCME. In accordance with the emergency towing strategy for the
German coast, the tug acting on behalf of the government was on standby there, so
as to ensure that an emergency towing connection can be made with any distressed
vessels so that they do not drift toward the German coast and are kept in a safe
position until a salvage tug takes charge of the towing or salvage operation on the
basis of a civil contract or until the emergency has been dealt with by other means.4

The VTS contacted the GLORY AMSTERDAM at 0710, inquiring about the current
situation and if she had requested a tug in the meantime. The master of the
distressed vessel stated that his ship was drifting out of control in a south-westerly
direction due to the heavy storm. He also confirmed that he had reportedly requested
a tug from the agency in writing and that the latter had reportedly informed him it
would act accordingly.

13 Note: In his detailed report of 8 November 2017, the GLORY AMSTERDAM's master explained that
it would not have been possible to use the windlass because of the enormous tensile loads the anchor
chains would have been subjected to. Despite full use of the main engine and hard to starboard rudder
angle, it was reportedly not possible to turn the ship into the wind, either.

14 Note: See the comments on the emergency towing strategy in section 3.3.8.3.
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In a phone call at 0712, the CCME and VTS discussed the possibility of ordering ETV
NORDIC to proceed to the GLORY AMSTERDAM as a precautionary measure.
Immediately after this phone call, the VTS phoned the NORDIC and instructed her to
proceed to the distressed vessel, which was 10 nm away. At this point, the latter was
already drifting to the north within the one-way channel of the Terschelling-German
Bight TSS, which runs in a westerly direction.

Prior to the NORDIC arriving at the distressed vessel, the VTS had already called the
GLORY AMSTERDAM at 0719, inquiring as to whether she could slip her anchors.
The master answered no several times, but without any justification. The statement
noted by the BSU in several logs, that the master of the GLORY AMSTERDAM had
reportedly denied requests to send people to the forecastle in communications with
the VTS and/or NORDIC, would indeed have been a plausible and understandable
reason that slipping the anchors was out of the question due to the heavy rolling
movements of the ship and the waves splashing over the deck (see Figure 3 below).
The VHF recordings provided to the BSU do not contain any indications that the
GLORY AMSTERDAM made such statements.

© Federal Police 200 230 N 20 60 £
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Figure 3: Aerial view of the GLORY AMSTERDAM
heeling heavily to starboard at this moment

Due to major difficulties in communicating with the GLORY AMSTERDAM in English
and the not inconceivable presumption that the people on board the distressed
vessel were unable to slip the anchors because of the weather, the nautical
administrator at the VTS gave up his attempts to establish the precise reasoning
behind the negative attitude of the GLORY AMSTERDAM and therefore dispensed
with instructing the distressed vessel to slip her anchors.
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ETV NORDIC reached the GLORY AMSTERDAM at 0810. At 0812, her master
called the tug and inquired as to whether the NORDIC would assist his ship. The
master of the NORDIC then made several unsuccessful attempts at explaining to the
master of the GLORY AMSTERDAM that the NORDIC was not the tug assistance
the GLORY AMSTERDAM had requested at the agency, but rather an ETV, whose
only task is to establish a temporary towing connection in an emergency.

Figure 4: ETV NORDIC in close proximity to the GLORY AMSTERDAM

The highly intense communication between the GLORY AMSTERDAM on one hand,
and the ETV NORDIC, the VTS and the publicly-owned GS MELLUM, which was
ordered to proceed to and arrived at the distressed vessel at about 0920 and 1420
respectively, and which also (in addition to other duties) forms part of the emergency
towing strategy,'® on the other hand, was marked by considerable communication
problems throughout the day. As is clearly evident from the recordings of radio traffic
analysed by the BSU, the main reason for this was the insufficient ability of the
GLORY AMSTERDAM's Chinese master to communicate in English in a generally
intelligible manner (in terms of content and phonetically).

While the NORDIC obtained an impression of the GLORY AMSTERDAM's technical
status and need for assistance in radio calls with the latter's master and visual
observations at the scene after she arrived at the distressed vessel, and passed this
information on to the VTS and the CCME via radio or phone, the VTS also
continuously monitored the situation on its own initiative with the means at its
disposal (radar, AIS, radio).

15 See point 8 (on availability of emergency towing capacities at sea and access to tugs in channel or
river areas) of the safety strategy for the German coast drawn up by the WSV and BMVI.
(https://www.gdws.wsv.bund.de/DE/schifffahrt/01_seeschifffahrt/sicherheitskonzept_kueste/sicherheits
konzept-node.html#doc1736324bodyText8).
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At 0819, the NORDIC made an inquiry with the GLORY AMSTERDAM and
discovered that the distressed vessel had four chain lengths of her starboard anchor
and nine chain lengths of her port anchor immersed.

At about 0830, the VTS informed the CCME by phone that the NORDIC had arrived
at the distressed vessel. The VTS also relayed the information from the NORDIC that
it would reportedly only be possible — if at all — to tie-up aft but that the establishment
of a line connection was currently impossible because of the weather. The VTS also
expressed the assumption that the drift velocity would decrease when the water
depth dropped because the anchor would then hold more firmly.6

At 0857, the master of the NORDIC once more tried to explain the ETV's role in the
operation to the GLORY AMSTERDAM. If a line connection was to be established as
events unfolded, he suggested that this be made at the stern of the distressed
vessel. Despite the NORDIC's attempts to explain the situation, the master of the
GLORY AMSTERDAM still found it extremely difficult to correctly understand the
former's presence at the scene. He apparently went on to mistakenly assume that the
NORDIC was the tug assistance requested that morning and asked her to push
against the starboard aft section, so as to turn the distressed vessel into the wind.
Despite obvious communication problems, it becomes unequivocally clear from the
original VHF call printed below that the GLORY AMSTERDAM (red text) asked the
NORDIC (black text) for assistance at this point, although primarily without the
establishment of a line connection and if necessary also by means of one, however.
The statement taken by the BSU from various logs with regard to the GLORY
AMSTERDAM rejecting an offer of help from the NORDIC at 0931, however, was not
evident from the VHF recordings available to the BSU.

"GLORY AMSTERDAM for NORDIC please. — This is GLORY AMSTERDAM. Come in please. — Yes
here is the NORDIC Captain. The situation is so, that we are here standby for you. | have talked to
you. And the second is, now I’'m underway to you and check the situation on your stern. Advice if we
come in the situation that we connected to you, than | mean the best way is to connect to the stern. —
Okay Sir. And | need your help for to push my starboard quarter. And let me heading against the
weather. Over. — No. Captain | cannot push to you. We are not a harbour tug. We can only connected
with line. — Okay Sir. | give you stern line. Okay? Stern line and you ahhhh using ship line and
ahhhhhh pulling ahhhh ???. Over. — Not at the moment, not at the moment. We are always standby. If
you are want that we connected to you, you must speak with German Bight. And how we come to you
for looking for the situation to your stern. That is all at the moment. — You are looking for us at the
stern? — To stern. We come to looking to your stern. — ??? no use for. We need a help for to push my
starboard quarter or use a ship line to pulling us. Over."

At 0911, the VTS asked the GLORY AMSTERDAM for information on her fuel
reserves. The GLORY AMSTERDAM stated that she had 140t of diesel and
1,844.4 t of HFO on board.

16 Note: As the depth of water decreases, the proportion of shock-absorbing anchor chain lying on the
seabed, which constitutes the main holding force of the anchor, inevitably increases.
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Based on the knowledge gained and, in particular, on the fact that the distressed
vessel was still continuously drifting toward the German coast at an average speed of
2 kts, as well as following several phone calls between the NORDIC, the CCME, and
the VTS, the three players referred to agree in principle as early as 0915 that an
emergency towing connection should be established with the GLORY AMSTERDAM
as soon as possible. However, a clear and unambiguous instruction to the NORDIC
in this regard and, in particular, corresponding statements to the distressed vessel
were not made to begin with.

During the phone calls between the CCME and VTS, it was agreed at 0917 to order
the GS MELLUM to proceed to the GLORY AMSTERDAM so as to assist the
NORDIC. Accordingly, the VTS gave an appropriate order by phone to the MELLUM,
which at that point was in a standby position off the island of Helgoland and thus
more than 20 nm away from the distressed vessel, at 0920.

3.1.4.2 Course of events after the CCME assumed overall command of the
operation

An entry in the incident log indicates that the head of the CCME enforced his right to
intervene, i.e. made the decision to assume overall operational command of the
complex emergency involving the GLORY AMSTERDAM, at 0923.%/

In a phone call between the CCME and VTS made at about 0927, it was agreed that
the NORDIC should establish a towing connection with the GLORY AMSTERDAM.8
The VTS then called the NORDIC at 0931, asking her to tie-up.*®

According to the NORDIC's log, the tug then addressed the GLORY AMSTERDAM at
0931, suggesting that they tie-up. The master of the GLORY AMSTERDAM
reportedly rejected the assistance of the tug, however.?® At this point reportedly
drifting with her starboard side windward across the direction of the waves, the
GLORY AMSTERDAM had reportedly instead begun to slowly steer her bow
starboard into the direction of the waves under engine power. The distressed vessel
reportedly gave up such efforts again at about 0950.

17 Note: The written declaration of assumption typically sent to various agencies (including VTS GBT
and the BSU) stated that command was assumed at 0945. The CCME sent the corresponding fax at
1021, as was also noted in its incident log.

18 Source: CCME's incident log.

19 Note: The NORDIC apparently did not realise that this request was a clear instruction. Although this
request is explicitly recorded in the NORDIC's log, it reads that a clear order was still outstanding.

20 The VTS's VHF radio recordings, which include the explicit request of the GLORY AMSTERDAM to
the NORDIC at 0857 to establish a line connection, contain no radio message that would indicate a
negative attitude of the distressed vessel at or around 0931. (The VDR recordings of the GLORY
AMSTERDAM do not start until 1000, meaning they could not be used for verification.).
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The CCME notified the NORDIC in the course of several phone calls made between
1000 and 10322 that it had assumed overall command of the operation.

In addition, the NORDIC was assigned the role of on-scene coordinator (OSC)?? and
notified that the tug's BT?® was to be transferred to the distressed vessel and
reinforced by an additional person (officer) given the specific circumstances. In
particular, the officer reinforcing the BT should assist in communication between the
CCME, VTS and NORDIC, on the one hand, and the ship's command of the
distressed vessel, on the other.

Given the wind and sea conditions, a helicopter represented the only feasible means
of transfer. Therefore, the CCME had already (at about 0940) notified the Federal
Police Air Wing at Fuhlendorf by phone of the need for the helicopter stationed there,
which was on call and equipped for maritime emergencies. The task order was
expanded upon during subsequent phone calls between the CCME and control
station of the Air Wing. Accordingly, the Federal Police helicopter took off at 1030
after the necessary preparations were made and arrived at the area of operation at
about 1120.

In the meantime, the master of the NORDIC informed the master of the GLORY
AMSTERDAM in clear English about the imminent arrival of a five-member BT via
helicopter and the subsequent plans for the BT to assist in establishing a towing
connection with the distressed vessel in accordance with a request of the CCME at
about 1035. However, because of language problems the GLORY AMSTERDAM's
master was not able to understand the meaning and purpose of the measures in
factual and in legal terms. His guarded response to the NORDIC indicates that he
feared that accepting the BT and subsequently tying up to the NORDIC would
automatically trigger a commercial salvage order. Accordingly, the master of the
GLORY AMSTERDAM tried to convince the NORDIC that the deployment of such a
team was not necessary. The engine of his ship was reportedly operating well and he
believes the storm will subside in the next two hours.

While sharing information by phone, the master of the NORDIC informed the CCME
at 1042 that the GLORY AMSTERDAM had met his comments concerning the
deployment of a BT with a clear rejection. He therefore asked if the VTS would issue
a corresponding order to the distressed vessel. Even before the VTS took action in
this regard, the master of the NORDIC once more tried to convince the GLORY
AMSTERDAM of the obligation to accept the BT at 1045. At the same time, he

21 Note: With regard to the exact time of the respective activities and calls during this period, the
information contained in the logs of the NORDIC, the CCME and the VTS analysed by the BSU is
inconsistent in places.

22 OSC: In sea rescue operations and when managing other emergencies at sea, the ship or individual
on board a ship who commands the operation at the scene and who coordinates and logs the required
measures of the various operational personnel.

23 As with the ETVs stationed in the North Sea and Baltic Sea, the team referred to above is an
integral part of the emergency towing strategy and permanently on board the NORDIC, in addition to
her regular crew. It generally consists of four specially trained seamen who are transferred to a
distressed vessel in an emergency if necessary to give her crew technical support in establishing and
maintaining the emergency towing connection. In addition, the presence of the BT on the distressed
vessel facilitates communication between her crew and the ETV.
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stressed that this reportedly concerned the advice of the German authorities. The
GLORY AMSTERDAM's master again replied that a BT was reportedly not
necessary, that the ship reportedly had a serviceable engine and that the storm
would subside.

Immediately after this contact between the NORDIC and GLORY AMSTERDAM, the
VTS issued a formal shipping police order to the master of the distressed vessel at
1047, instructing him in clear English to permit said BT to board. The ship's
command of the GLORY AMSTERDAM once more protested against this statement
and failed to respond to the VTS's clear inquiry as to whether the GLORY
AMSTERDAM would accept the BT.

At about 1051, the CCME informed the NORDIC by phone that the Federal Police
helicopter would arrive at the scene in 20 minutes. Accordingly, the five-member BT
prepared for the forthcoming operation and, together with a deck crew of four, moved
to the waiting position in a sheltered area on the main deck of the NORDIC.

The GLORY AMSTERDAM called the NORDIC at about 1058. The aim of the call
was to reject the necessity of deploying the said BT with a renewed reference to an
imminent improvement in weather conditions and the serviceable main engine. The
NORDIC responded to this by once more pointing out that the BT deployment was
based upon advice from the German authorities and that the distressed vessel was
therefore obliged to accept the team ("But it is an advice by the German authority that
you have to take the helicopter and our boarding team").

From around 1120 onwards, the Federal Police helicopter requested by the CCME
attempted several times to adopt the hover position necessary for safely winching up
the members of the BT waiting on the NORDIC's working deck.

However, the corresponding efforts failed due to the extremely violent movements of
the NORDIC in the stormy sea (see Figures 5 f. below). In addition to the resulting
difficulties in lowering the winch hook down to the very limited area within reach of
the tug's deck crew (see yellow marking in Figure 6), there was the particular danger
that a person hanging from the winch hook could be hurled against components of
the NORDIC, which was rolling and pitching violently in the swell, before reaching an
uncritical height above the vessel.
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Figure 6: ETV NORDIC‘p‘itching — seen from the Federal PIiheIicopter

For these reasons, the attempts to transfer BT NORDIC to the GLORY
AMSTERDAM via helicopter were abandoned at 1137.
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At 1146, the NORDIC's master attempted to minimise the movements of his tug by
temporarily flooding the roll-reduction tank.?* However, during the helicopter's new
approach attempt, the NORDIC's movements in the swell had effectively not reduced
— at least not from the perspective of the helicopter. Consequently, the helicopter
crew decided to abandon attempts at winching up the BT for good at 1150.

As a consequence of the abandoned transfer attempt, subsequent calls by phone
and radio saw the NORDIC, the CCME and the helicopter crew briefly consider the
NORDIC sailing toward the River Jade estuary in order to transfer the BT to the
helicopter safely in much calmer sea conditions. The NORDIC's master informed the
GLORY AMSTERDAM about this idea at 1156. He stated that the BT will therefore
reach the distressed vessel in about 3.5 hours. The master of the GLORY
AMSTERDAM's response was once more confined to a brief retort, essentially
stating that they did not need a BT and the main engine was reportedly in good
condition.

At the same time, the pros and cons of the plan described above were considered at
length in the CCME's Crisis Management Team (CMT), but it was quickly abandoned
due to the excessive amount of time it involved. The CCME instead decided that the
NORDIC should remain with the distressed vessel and attempt to establish a towing
connection there without the support of the BT. Accordingly, acting on behalf of the
CCME, the VTS issued another shipping police order to the master of the GLORY
AMSTERDAM at 1206, this time with the unequivocal instruction that the distressed
vessel's crew must accept a towline from the NORDIC at the stern of the vessel. On
this occasion, the GLORY AMSTERDAM was not informed about the next steps
regarding the BT. The GLORY AMSTERDAM's master asked the VTS in a doubtful
tone of voice whether the tug would help and whether his ship should pass a towline
over to the tug. The VTS then repeated the entire content of the aforementioned
order, in particular the advice that the towline should be passed over from the tug to
the stern of the distressed vessel. The master of the GLORY AMSTERDAM merely
acknowledged this radio message with "Okay sir. Thank you, thank you sir."

At the same time as the activities described above, the CCME requested a second
helicopter from the Federal Police Air Wing in Fuhlendorf at 1210. It was tasked with
collecting the BT from Rostock, which also comprised four people and was primarily
responsible for emergency towing operations in and around the Baltic Sea, for an
operation on the GLORY AMSTERDAM. In contrast to the team on the NORDIC, this
BT is not stationed permanently on an ETV but rather on standby ashore in Rostock
and only deployed when its work is required on a vessel in distress in the Baltic Sea.

24 Note: The use of a roll-reduction tank is inevitably associated with a reduction in the tug's stability.
For this reason, its use during emergency operations in extremely stormy seas is usually not an
option. Nevertheless, the master of the NORDIC claimed that he decided to take this step to assist the
helicopter pilot in his manoeuvre.
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From 1209 onwards, the ship's commands of the NORDIC and GLORY
AMSTERDAM began — as far as possible despite the communication difficulties — to
coordinate the work involved in establishing the tug connection in detail over several
discussions. This exchange of information was once more marked by major linguistic
problems. Firstly, the ship's command of the NORDIC found it difficult to correctly
interpret the English words of the GLORY AMSTERDAM's master, which were
pronounced in a very special manner. Secondly, the GLORY AMSTERDAM's master
clearly had great difficulty in understanding the technical explanations used by the
NORDIC's master to describe the planned multi-stage process for manoeuvring
toward the distressed vessel and, in particular, for establishing the towing
connection. Given the above reasons, several radio calls were necessary until the
two vessels had at least agreed that the line transfer should (contrary to the original
statement of the VTS) take place at the GLORY AMSTERDAM's bow and that in the
process the first messenger line should not be passed from the GLORY
AMSTERDAM to the NORDIC but vice versa, i.e. from the NORDIC to the GLORY
AMSTERDAM.

At 1230, the GLORY AMSTERDAM reported to the NORDIC that they were ready to
transfer lines at the bow of the ship.

At 1233, the ship's command of the NORDIC explained to the GLORY
AMSTERDAM's master in clear English that first a thin line will be fired at the bow of
the GLORY AMSTERDAM with a line throwing device (throwing line) in order to
establish the towing connection. Using this line, a thin messenger line should then be
passed to the distressed vessel and following that a Dyneema?® line with a diameter
of 80 mm.?® As regards fastening this Dyneema line on the forecastle of the GLORY
AMSTERDAM, the ship's command of the NORDIC stressed that it is necessary to
use more than one bollard. Due to the great significance of the above information,
the NORDIC asked whether the GLORY AMSTERDAM had understood. The
distressed vessel merely gave the brief answer "Okay sir. Okay sir." The NORDIC
responded by repeating the request to the GLORY AMSTERDAM to use more than
one bollard for fastening the Dyneema line. The GLORY AMSTERDAM once more
briefly acknowledged this with the words "Okay sir. Thank you."

25 Note: Dyneema is a trademark of the Dutch chemical company Royal DSM N.V. for a synthetic,
polyethylene-based chemical fibore. Among other things, the fibre is characterised by extremely high
tensile strength and therefore used as a material for mooring lines and towlines in maritime shipping.
26 Note: The individual steps for establishing the towing connection (process and number of lines)
were apparently given to the GLORY AMSTERDAM in abbreviated form at this point. This is evident
from a detailed description of the relevant technology available to the BSU. See the comments in
section 3.3.10.4 of this investigation report.
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The preparatory measures were completed on the decks of each ship at about 1236
and the NORDIC started to approach the distressed vessel to the extent necessary
to establish the line connection. In this context, the master of the NORDIC asked the
GLORY AMSTERDAM to stop her main engine. Although the master of the
distressed vessel agreed to this, the GLORY AMSTERDAM's main engine was
abruptly put into operation again and again, contrary to the requests of the NORDIC
during the subsequent first attempt to establish a towing connection, as well as
during all further attempts. The ETV clearly recognised this from the movement of the
GLORY AMSTERDAM'S screw, which left the water at times due to the swell.
Consequently, the NORDIC's master was forced to again point out vigorously to the
GLORY AMSTERDAM that for reasons of safety and the successful establishment of
the towing connection it was essential that the distressed vessel observe instructions
in this regard.

The wind resulted in two unsuccessful attempts to cast a line in the direction of the
GLORY AMSTERDAM's forecastle using a line throwing device at 1251 and 1252.
Put briefly, the reason for the failure was the unfavourable approach angle of the
NORDIC, which had in turn resulted from the temporary use of the GLORY
AMSTERDAM's main engine and ensuing change in the distressed vessel's heading.

Following a new approach attempt, the rocket line (white in colour, 200 m total
length, 3 mm diameter) attached to the projectile reached the deck of the GLORY
AMSTERDAM for the first time at 1310 on the third shot. The NORDIC's visual
observations indicated that the people on the deck of the distressed vessel found it
extremely difficult to carry out the work required to haul in this line properly, which
also required rapid action. The master of NORDIC therefore tried to give advice on
this on VHF. It was also once more necessary to vigorously instruct the GLORY
AMSTERDAM to immediately turn off the main engine, which had been started again
in the meantime. Despite the NORDIC's continuous instructions, the rocket line
parted on board the GLORY AMSTERDAM at 1316.

Immediately after (at 1317), the GLORY AMSTERDAM's master requested
permission to use his main engine for five minutes to counteract the drift movement.
The master of the NORDIC agreed but pointed out that the GLORY AMSTERDAM
must stop the engine immediately when the next attempt to establish a towing
connection was started. With regard to the next attempt he explained that the deck
crew on the GLORY AMSTERDAM's forecastle must haul in the messenger line?’
very quickly to prevent it from parting again and that a winch could be used to haul in
the orange line. 28 ("But for the next one: Your guys on the forecastle have to heave
the messenger line very quickly and the orange one you can use by your winch. But
if you have a long, long messenger line in the water, the line will broken again.")

27 Note: At this point, it is apparently not the messenger line being referred to but rather the throwing
line (yellow line fired) and/or the rocket line.

28 Note: The line referred to as "orange one" is obviously the orange messenger line that follows the
throwing line.
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At about 1328, the NORDIC announced to the GLORY AMSTERDAM that the next
attempt to establish a towing connection would begin. The NORDIC once again
stated that the throwing line must be hauled in quickly. The master of the GLORY
AMSTERDAM confirmed that he would comply with this request.

At 1338, the rocket line followed by a large part of the throwing line (yellow in colour,
150 m total length, 5 mm diameter) reached the deck of the GLORY AMSTERDAM
after the successful fourth shot with the line throwing device. At this point, the
NORDIC had already deployed the orange messenger line that followed. Shortly
before it reached the deck of the distressed vessel, the throwing line parted (?) at
1342 for reasons that could no longer be explained. The NORDIC then recovered the
deployed messenger line, as well as a 35 m long section of the parted (?) throwing
line.

At 1345, the GLORY AMSTERDAM called the NORDIC and asked if they were
preparing to fire the next line. The master of the distressed vessel requested that a
stronger line be used on the next attempt. The NORDIC replied that the next shot
was being prepared and that a stronger line would be used.

The next projectile reached the deck of the GLORY AMSTERDAM at 1353 (fifth
shot). This attempt saw the messenger line?® (orange in colour, 100 m total length,
30 mm diameter) reach the deck of the GLORY AMSTERDAM for the first time. At
1403, the GLORY AMSTERDAM's master told the NORDIC that the messenger line
had reportedly parted again ("Your messenger, your messenger broken ... | think
your, your ship side broken").

This is set against the NORDIC's log, which reads that at the time the messenger line
allegedly parted, eyewitnesses on the NORDIC claim that some 90 m had already
been hauled in by the GLORY AMSTERDAM's capstan, while the NORDIC had paid
out 50 m of the Dynaflex heavy messenger line® (grey in colour, 200 m total length,
32 mm diameter) attached to it. After the messenger line allegedly parted, the intact
Dynaflex heavy messenger line reportedly was retrieved on board the NORDIC, with
the entire(!) messenger line reportedly attached to the end of it. Contrary to the
GLORY AMSTERDAM's assertion that the messenger line in question had parted,
the NORDIC's interpretation was such that the whole of this line suddenly ran out,
even though much of it was already on a capstan.

2% Note: This first (in the sequence) messenger line is also referred to as light messenger line.
30 Note: The Dynaflex line is referred to as heavy messenger line.
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Between 1404 and 1406, the ship's command of the NORDIC convinced the master
of the GLORY AMSTERDAM to start the next attempt at transferring the line at the
stern of the GLORY AMSTERDAM, as well as to fasten the towline at the stern of the
distressed vessel. Although the master was sceptical about this proposal, he finally
agreed.

At this point, the NORDIC was only about 1 nm away from the 10 m depth contour,
meaning that with a draught of 6 m and wave heights of 6-8 m, she had almost
reached the limits of her operating capacity. Since the previous efforts to establish a
line connection at the bow of the distressed vessel had failed, the NORDIC now
intended to pull the distressed vessel into the wind and hold her steady by means of
a towing connection at the stern.

At 1408, the MELLUM notified the NORDIC on VHF that she was reportedly standing
by at the scene and offered support if necessary.3!

From about 1423 onwards, the NORDIC started to approach the stern of the GLORY
AMSTERDAM for the next attempt at transferring the line. The distressed vessel was
informed of the next steps. At 1429, the sixth line shot was carried out. This failed
because of the wind. The NORDIC stated that she would remain close to the
distressed vessel and prepare for the next attempt.

Between 1430 and 1432, the GLORY AMSTERDAM suggested to the NORDIC
several times without prompting that the towing connection be made on her port side
level with hatch 7 (leading edge of the superstructure). Not consistent with the
agreement to establish the line connection at the stern made only a few minutes
earlier, the corresponding idea was not registered on the NORDIC's bridge, where at
that point the primary focus was on how to successfully establish the messenger line
connection. The NORDIC did not respond to this (objectively surprising) proposal, but
completely disregarded it, requesting that the GLORY AMSTERDAM cast a
messenger line at the NORDIC. A corresponding attempt at 1434 failed, however.

Instead, a messenger line from the NORDIC reached the deck of the distressed
vessel again at 1435. The radio communication between the GLORY AMSTERDAM
(red) and NORDIC (black) in the following five minutes, extracts of which are printed
below, proves beyond doubt that there was still a fundamental misunderstanding with
regard to the question of where the towing connection should be established on the
distressed vessel. While the GLORY AMSTERDAM's handling of the line (or the
apparently helpless attempts at doing so) and her master's associated radio
messages were aimed at fastening the towline set to arrive on board the distressed
vessel at the end of the associated activities on the starboard side level with hatch 7
(i.e. in the area of the leading edge of the superstructure), the NORDIC naturally
continued to assume that the towing connection would be established at the stern of
the distressed vessel, in accordance with the original agreement.

31 Note: See detailed explanations below in chapter 3.3.11 with regard to the ensuing activities on
board the MELLUM.
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“NORDIC NORDIC GLORY AMSTERDAM ---- This is NORDIC. Go ahead Sir. — Ahhh Sir ahhh can
we tighten your line to my ahhh starboard side number 7 hold starboard side? — Yes, you have a
messenger line from us. On your starboard side. You can use this one. — Okay Sir, okay Sir, thank you
Sir. — But bring this line astern. — And if it is possible please do a little bit faster. —

GLORY AMSTERDAM for NORDIC — NORDIC your messenger already is broken again Sir. — No the
... is not broken. The ... is making fast on your starboard side. Your deck’ s man has it make fast on
your starboard side. You can use this messenger line and bring it on your stern. And then you can
hold this line or heaving this line. On this messenger line is our jager line, our bigger one messenger
line. — Okay Sir. -

GLORY AMSTERDAM TAKE THE LINE FROM YOUR PORT SIDE, ah STARBORD SIDE THE
SMALL LINE TO THE STERN!!32 — 2?? Yes starboard side. Only broken this line. =“

At about 1440, the above attempt to establish a towing connection failed for reasons
that could no longer be explained in detail. The NORDIC immediately stated the she
would attempt another shot and asked the GLORY AMSTERDAM to use her line
throwing device, which had been seen on the deck of the distressed vessel, should
the NORDIC's attempt fail.

At 1444, the projectile with the line reached the starboard side of the GLORY
AMSTERDAM's deck (seventh shot of the line). The line caught in the stairwell on the
aft edge of the superstructure. The NORDIC was surprised that the deck crew did not
immediately take the messenger line aft, instead carrying it on the starboard side,
seemingly toward the fore section. Given this deviation from the agreement that the
towing connection be made at the stern of the distressed vessel, which the NORDIC
believed still had primary relevance, the NORDIC's master intervened and contacted
the GLORY AMSTERDAM. Her master referred to his plans to fasten the towline at
the starboard side level with hatch 7. This statement, which from the NORDIC's point
of view was surprising and technically incomprehensible, was misinterpreted by the
NORDIC in the course of the generally hectic situation and great difficulty
communicating with the Chinese master in English. The NORDIC mistakenly
concluded from the observations, the explanations of the GLORY AMSTERDAM's
master, which were difficult to understand from a linguistic point of view, and
presumably from her own technical considerations, that the distressed vessel wanted
to fasten the towing connection on her starboard shoulder, i.e. now at the fore section
in accordance with the original attempts.

"The line is, the line is on your deck! The line is on your deck. Don’t use your engine! — Okay Sir. | no
use my engine. Okay. -

GLORY for NORDIC - Yes Sir. Go ahead please. — Fast the line astern, astern not on the bow!!! —
Ahhh astern no good. Forward on my starboard side, okay Sir. --- Not forward, not forward!!! — On the
ahhhh number 7, number 7 hatch hatch number 7 ahhhh hatch cover. Okay. This is ahhh main deck.
Okay this is ahhhhh main deck. — Okay, you go on your starboard shoulder. Yes? — Yes Sir. | ???
okay. — Make fast on your starboard shoulder. Okay. Understand. — Okay Sir, okay. — Please slack,
please, from here. -"

32 Note: The print in capital letters is intended to make it clear that the sentence in question was
pronounced vigorously by the NORDIC.
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The connected lines that preceded the actual towline, which were of different
strengths, gradually reached the deck of the GLORY AMSTERDAM over the next
15 minutes. The NORDIC informed the distressed vessel in real time about the line
sequence and associated work steps necessary on the part of the deck crew. The
crew of the tug were pleased they were finally in the process of actually establishing
a line connection. There was no real possibility of influencing the choice of the
GLORY AMSTERDAM's attachment point on deck in any case. Consequently, the
NORDIC gave up her efforts — carried out on VHF radio and by means of hand
signals — to encourage the distressed vessel to establish the towing connection at the
stern.

At 1500, the GLORY AMSTERDAM's deck crew had finally hoisted a small section of
the Dyneema lead (80 mm diameter, 150-200 m total length®3) used as a link to the
towing cable (also 80 mm diameter) onto the deck and, as announced several times
on VHF, attached it to a double bollard there on the starboard side of the distressed
vessel level with hatch 7 (leading edge of the superstructure). About 150 m of the
Dyneema lead then remained between the distressed vessel's side hawsehole and
the towing cable. The distressed vessel's deck crew failed to observe the NORDIC's
request to guide the towline over more than one bollard for the purpose of load
distribution at about 1233, i.e. before the beginning of all the towing tests in the
course of the first description of the basically necessary steps to establish a towing
connection with her. The NORDIC did not repeat the request in question at any time
thereafter, however.

After it was observed from the NORDIC that the Dyneema lead was attached to only
one bollard, contrary to the NORDIC's specifications, her master contacted the
distressed vessel when they started to pay out the towing cable (the length of which
was initially limited to 300 m) to inquire as to the SWL3* of the bollard in question. It
took a total of almost six minutes and several repetitions by the NORDIC until the
ship's command of the distressed vessel had correctly understood the content of the
guestion and answered it in a manner comprehensible to the NORDIC. The SWL
value specified was 866 kN in accordance with the label on the bollard later found by
the BSU on board the ship.

Due to the bollard's relatively low SWL, the NORDIC was forced to limit the engine
rating for towing to no more than 50 per cent. Although this engine rating was
necessary to stop the drift of the distressed vessel, it was important not to exceed it
because the ensuing load peaks of 120t (or 1,176 kN) registered for the NORDIC
and unavoidable due to the strong swell were already more than the bollard's SWL.

While the towing connection was still being established, as described above, the
NORDIC's master called the MELLUM at 1449 and suggested that the latter establish
a second towing connection to support the towing operation. However, the master of
the MELLUM rejected this proposal, pointing to the low working deck of his ship and
the resulting excessive risk to his own crew. The master of the MELLUM had already
explained this to the CCME by phone, giving the same reason.

33 Information given by the master of the NORDIC.
34 SWL: Safe working load.
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Due to the load peaks already discussed and ensuing risk to the towing connection,
another 100 m of towing cable was paid out at 1509 to increase the damping effect.
The NORDIC then began to turn the distressed vessel into the wind. At the same
time, the GLORY AMSTERDAM was requested to support this manoeuvre by sailing
slow ahead with a hard to port rudder angle.

At 1516, the MELLUM contacted the NORDIC on VHF, stating that they had informed
the CCME about the current situation. During the phone call in question, the CCME
reportedly announced the arrival of BT Baltic Sea in about one hour. The BT's task
was to check the towing connection and advise if further action is required on board
the distressed vessel.

At about 1517, the NORDIC asked the GLORY AMSTERDAM to stop her engine.
The NORDIC then initially succeeded in preventing the distressed vessel from drifting
further toward the shoreline. To speed up the laboured turn toward the sea, the
distressed vessel was asked at 1530 to set her engine to dead slow astern. The
GLORY AMSTERDAM acknowledged this proposal.

After previously liaising with the CCME, the VTS (shown in blue in the extract of the
conversation below) addressed the GLORY AMSTERDAM (shown in red) in the form
of a shipping police order at 1537, where the distressed vessel was instructed to
request three tugs (two for the bow and one for the stern), each with a bollard pull of
80 t. At the same time, she was explicitly advised that the NORDIC's sole role at the
scene is that of an ETV. The master of the GLORY AMSTERDAM was surprised at
this order, pointing out that he reportedly had a serviceable engine. In addition, he
had reportedly already asked his agent about a tug that morning and the agent
reportedly told him no tugs were available. The VTS replied that in the meantime tugs
(plural!) were reportedly already on their way to the NORDIC and that the order to
accept them referred to the time of their arrival at the distressed vessel in the late
afternoon or evening. The master of the GLORY AMSTERDAM was asked to contact
his agent with regard to the formalities connected with hiring the tugs. He was also
informed that a tug (singular!) called BUGSIER 9 was already proceeding to the
distressed vessel. The master of the GLORY AMSTERDAM acknowledged the
information from the VTS.
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"GLORY AMSTERDAM GLORY AMSTERDAM GERMAN BIGHT TRAFFIC — 8-0 — Yes, | standby
this channel. Good afternoon Sir. — Good afternoon GLORY AMSTERDAM. Right now seems to be
good. | have to give you an instruction now. Please listen! Are you ready? — Yes Sir, go please. — First
question. Am | talking to the captain? — Okay Sir. — Yes Sir, go ahead please. — Yes, okay, Captain of
the GLORY AMSTERDAM this is GERMAN BIGHT TRAFFIC channel 8-0. Well right now you are
towed by vessel NORDIC. This is an emergency tug. But for further work | give you the instruction to
take three tugs with bollard pull of 8-0 tons. | repeat: | give you instruction to take three tugs with 8-0
tons of bollard pull. Two tugs forward and one aft. Did you copy my instruction? Over. — Okay Sir, two
tugs forward, one tug aft. — But my engine in good ahhh, my engine in good order. Sir. — Never mind.
You have to take these tugs anyway. So please arrange with your agent that you have to take three
tugs of 8-0 tons of bollard pull. — Okay, | ??? 8-0 tons bollard. But this morning time | asked my agent,
Sir. He speak no tug available for me. Over. — Yes, well there are tugs already on the way. There will
be tugs already on the way. So it’s just for later in the afternoon and in the evening when the tugs are
there. You have to take three tugs! | give you this instruction now. And if you do NOT take them, we
will give you further instruction and we will do that on your expense. Alright? — Okay Sir. We arrange
three tugs. Two forward, one aft. And 8-0 tons bollard. Over. — Yes, okay. So please arrange that with
your agent. One tug, so far | know, is already on the way. It is called BUGSIER 9. | repeat the name of
tug: BUGSIER 9. It’s the first tug. And please arrange that with your agent. — Okay Sir. One tug is
BUG 9 and already underway. And another we arrange order from my agent. Over. — Yes, please
arrange with your agent that you have to take three tugs. Over. — Okay, ahhh we ahhhh order another
three tugs from my agent. And one tug already underway. — Yes, that’s correct. — Okay, thank you, Sir.
— Three tugs, okay, standby on channel 0-6, 1-6 and 8-0 please. — Okay, standby 0-6, 1-6 and 8-0."

At 1546, the bollard on board the distressed vessel could no longer withstand the
pulling forces acting upon it and broke out of its anchorage on board, causing the
towing connection between the NORDIC and GLORY AMSTERDAM to part.

Immediately afterwards, the masters of the NORDIC and MELLUM agreed in a radio
call that a proposal should be made to the GLORY AMSTERDAM to slip her anchors
and then sail for the sea at full ahead. Accordingly, the NORDIC called the distressed
vessel at 1547 and gave her the aforementioned advice ("advice you."). The GLORY
AMSTERDAM responded by merely stating that she was now using her engine.

The VTS listened in on the radio calls between the MELLUM and NORDIC, as well
as between the NORDIC and GLORY AMSTERDAM and for its part issued a
shipping police order to the distressed vessel at 1548: "Slip your anchor and move
out of shallow area by yourself.” The master of the GLORY AMSTERDAM was
confused and responded with the question: "Slack my anchor?" Apparently without
considering any possible linguistic/content-related misunderstanding, the VTS
replied: "Yes, slip it, drop it, everything away!" Accordingly, it once more made it
objectively and unmistakably clear that the GLORY AMSTERDAM should slip her
anchors. The distressed vessel's reply was again very brief: "Okay sir."

About one minute after this clear statement by the VTS, the MELLUM also sent a
radio message to the distressed vessel, once more advising ("advice you") her to slip
both anchors and proceed toward the sea under her own steam. The master of the
GLORY AMSTERDAM's brief answer suggests that he had still not understood that
he was not simply required to loosen his anchors but rather to detach them
completely: "Okay, slack both anchor.”
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At about 1554, the CCME — having now been informed by phone about the towline
parting — instructed the NORDIC to make preparations for a new towing attempt and
start it once BT Baltic Sea had arrived on the distressed vessel.

At 1603, the MELLUM called the GLORY AMSTERDAM again, asking if she had
slipped one or both anchors. The master of the distressed vessel replied: "Both
anchor slacked." The MELLUM's master now recognised the possible
misunderstanding and therefore pointed out to the GLORY AMSTERDAM vigorously
that the anchors must not be simply loosened but rather slipped. The distressed
vessel's master responded to this with great incomprehension, explaining that his
ship will drift into shallow water if he slips his anchors. In his reply, the MELLUM's
master pointed out that the distressed vessel would have engine power and could
use it to leave the shallow water area. The master of the GLORY AMSTERDAM then
tried to make clear to the MELLUM that the rudder of his ship was not responding.

At 1606, the VTS once more contacted the GLORY AMSTERDAM, asking if the two
anchors had been slipped. The GLORY AMSTERDAM's master pointed out, as he
had done before to the MELLUM, that he reportedly had problems with his rudder
and was NUC. To begin with, the VTS still insisted that the distressed vessel should
try to slip her anchors. The GLORY AMSTERDAM's master retorted that such a
measure was highly critical and that he was currently in great need of his anchors.

At 1612, the VTS asked the GLORY AMSTERDAM for the status of her main engine
and rudder. The master replied that the engine was running smoothly but the rudder
failed to respond. In answer to the subsequent question about the status of the
anchors, the distressed vessel's master once more explained that he could not slip
them because otherwise the ship would drift toward the coast even faster. The
master also asked about the arrival time of the two other tugs ("Sir, another two tug,
what time coming?").%® The VTS replied that it had no information on this.

At 1615, the Federal Police helicopter deployed that morning called the NORDIC by
radio on an aeronautical channel and stated that it had taken off from Helgoland and
was flying to the distressed vessel with a four-member BT on board. The team had
been taken to the island of Helgoland at 1450 on a second Federal Police helicopter,
which the CCME had requested from the Air Wing at Fuhlendorf and had flown to
Rostock at 1355 to collect the team. On the island of Helgoland's airfield, it had
immediately transferred to the helicopter waiting there for the onward flight to the
distressed vessel.

The helicopter reached the GLORY AMSTERDAM at about 1626 and started to
winch down the members of the BT at the forward section of the distressed vessel's
main deck.

35 Note: The question about the two other tugs suggests that the GLORY AMSTERDAM's master still
mistakenly assumed that the NORDIC, which was already at the scene, was one of a total of three
support tugs that the distressed vessel was obliged to accept by order of the VTS.
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Radio calls made among members of the BT between 1626 and 1632 upon entering
the distressed vessel indicated that they were extremely surprised by the situation at
the scene when they arrived and, in particular, by the lack of a towing connection and
close proximity to the coast.

After arriving on the distressed vessel, the BT immediately went to the bridge and
contacted the NORDIC on VHF to coordinate the next steps for the first time at 1642
after a brief exchange of information with the GLORY AMSTERDAM's master, which
included him inquiring whether the BT represented the coast guard, and a preliminary
exploration of the situation on board. The master of the tug explained that a new
attempt to establish a towing connection, preferably at the stern, was urgently
required. The leader of the BT replied that they first wanted to gain a picture of the
situation on the aft manoeuvring station. In the ensuing minutes, the BT gained a
provisional overview of the technical conditions and other circumstances on board
the distressed vessel. At the same time, the Federal Police helicopter (which was still
at the scene) transferred equipment belonging to the BT from the NORDIC to the
GLORY AMSTERDAM after previous arrangements between the NORDIC, the BT
and the helicopter crew in the period from about 1707 to about 1725 during two
approaches.3¢

Subsequent plans to transfer equipment from the MELLUM to the NORDIC by
helicopter to replenish their stocks of line throwing equipment were overtaken by the
progress of events.

In the meantime, the GLORY AMSTERDAM's master had contacted the NORDIC
with a call for help at 1718 and urgently requested that the tug make fast at the stern
of the distressed vessel. The NORDIC replied that it intended to attempt this.
Immediately afterwards, the tug started to steer toward the stern of the distressed
vessel to establish the towing connection.

However, it became clear at about 1725 in radio calls between the BT and the
NORDIC that the GLORY AMSTERDAM had now drifted so far into shallow water
that it would be almost impossible for the NORDIC to move close enough to the
distressed vessel to establish a line connection safely because of her draught.

The first, initially only sporadic indications of grounding were felt on board the
GLORY AMSTERDAM at about 1730, causing, inter alia, the deeper stern of the
distressed vessel to occasionally settle on the sea floor. This resulted in damage to
the rudder blade and its support system, meaning the GLORY AMSTERDAM was to
be classified as completely NUC from this point at the latest.

36 Note: Both, boarding team Baltic and boarding team NORDIC are issued with three large operation
packs, which contain standardised equipment, e.g. various tools, line throwing device and welding
gear. BT Baltic Sea had dispensed with taking its packs due to the limited carrying capacity of the
helicopter that had collected the team from Rostock.
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Since the distressed vessel was drifting into ever shallower water, it was no longer
possible for the NORDIC to approach her without running the risk of damaging her
underwater hull or grounding. The NORDIC's master notified the CCME by phone at
1736 that the tug's operational capacity had reportedly almost been reached and that
at a current distance of 0.2 nm to the GLORY AMSTERDAM, she reportedly only had
about 1 m of water beneath her keel. The CCME told the NORDIC to instruct the
distressed vessel to sail preferably 0.5-1 nm northward under her own steam. The
master of the tug then (1739) relayed this instruction to the BT, which at this point
was waiting on the distressed vessel's aft manoeuvring station for the planned tie-up.
The NORDIC's master then contacted the bridge of the GLORY AMSTERDAM to
inform the master directly of the urgent need to manoeuvre the ship northward. The
master of the distressed vessel responded by pointing out that his engine was
already operating at full ahead but that he had no control over the rudder, which was
stuck at 30° to starboard.

The master of the NORDIC, who was not aware that the grounding had caused
mechanical damage to the rudder, asked the BT to explain to the ship's command
that it might be possible to operate the rudder with the emergency steering system.
The BT relayed this information to the ship's command of the distressed vessel. It
turned out that the rudder could no longer be moved by any means, however. The BT
notified the NORDIC of this at 1744 on VHF.

At 1745, the master of the GLORY AMSTERDAM called the NORDIC, once more
asking for the towing connection to be established at the stern. The NORDIC's
master replied that the water was too shallow for the tug to reach the stern of the
distressed vessel. The latter must first move a little further northward. The master of
the GLORY AMSTERDAM agreed to do so.

At 1746, the NORDIC and the BT exchanged information on VHF about the current
situation. The NORDIC's master stated that he intended to approach the distressed
vessel's fore section, as the water was reportedly deeper there. They were reportedly
in the process of preparing a 200 m line with a balloon. The master of the NORDIC
was hopeful that the GLORY AMSTERDAM might be able to fish this balloon out of
the water.

Shortly after this radio call the master of the BUGSIER 9 called the VTS on VHF,
gave his current position (on the River Jade) and upon being asked stated that in
addition to his tug, the BUGSIER 10 and JADE were also on their way to the GLORY
AMSTERDAM. The master of the BUGSIER 9 stated that they would be there in
about an hour. With regard to the other two tugs, he stated that they were reportedly
unlikely to arrive until later.

The GLORY AMSTERDAM called the NORDIC at 1748. On the bridge of the
distressed vessel, it had been observed in the meantime that the tug was now
apparently preparing to establish a towing connection at the bow of the GLORY
AMSTERDAM. The master of the distressed vessel asked whether this presumption
was correct and received confirmation in this regard.
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At 1752, the BT asked the NORDIC if the intention was still to attempt to establish a
connection at the fore section of the distressed vessel. The master of the NORDIC
replied that this was no longer an option because of the shallow water depth and that
instead they would have to wait for the incoming tugs, in the hope that these might be
somewhat more manoeuvrable.

At 1800, the BT contacted the NORDIC and informed her that the distressed vessel
had apparently ran aground. The NORDIC confirmed this assumption, referring to
her electronic chart display. This indicated that the distressed vessel had now
reached the 5 m depth contour, meaning that based upon her draught it was beyond
doubt that she had finally ran aground.

3.1.5 Events after the grounding

Immediately arranged inspections on board, which were repeated regularly during
the period that ensued, revealed that the grounding had apparently not damaged the
distressed vessel's shell plating. At no time was water ingress or escaped pollutants
detected.

In the following hours, the CCME considered evacuating the crew of the GLORY
AMSTERDAM and the BT from the distressed vessel. In this context, the CCME took
the precaution of ordering the search and rescue cruiser HERMANN MARWEDE to
proceed to the scene of the accident. The cruiser left her base on the island of
Helgoland at 1920 and arrived in the area of the distressed vessel at 2050. However,
the evacuation was dispensed with due to the dangers involved and the fact that the
people on board the GLORY AMSTERDAM believed it was better to stay there.

During the night leading up to 30 October, the CCME consulted on possible options
for salvaging the distressed vessel. For its part, the owner of the GLORY
AMSTERDAM contacted the Dutch salvage company SMIT, with which it concluded
a salvage contract. The CCME was informed about the conclusion of the salvage
contract by email late in the evening of 29 October (2214).

On the morning of 30 October, the CCME, the salvage company, the ship's
command of the GLORY AMSTERDAM and the BT still on board continuously
discussed the steps required for the forthcoming salvage and exchanged information
on the stability and tank contents of the distressed vessel, for example.
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The salvage tugs BUGSIER 9, BUGSIER 10 and JADE ordered by the CCME on the
afternoon of the day of the accident to proceed to the distressed vessel as a
precautionary measure, which arrived there after the ship had grounded and were
too late to intervene, were stood down by the CCME.

The salvage team from SMIT reached the GLORY AMSTERDAM and assumed
responsibility for the distressed vessel at about 1240. The BT on board on behalf of
the CCME started their journey home by helicopter at 1810.

Based upon the knowledge that the whole of the distressed vessel was lying on the
sandy seabed in a stable position due to the some 20,000 t of ballast water she had
on board and that her hull structure and fuel tanks were intact, the salvage company
and the CCME, with the involvement of an external consultant, concluded that
partially unloading the HFO tanks in the surf zone prior to towing away the ship would
pose too great a risk when they coordinated the salvage strategy. Instead, an
agreement was made to promptly establish a line connection between the GLORY
AMSTERDAM and the two seagoing tugs commissioned by the salvage company
(the UNION MANTA and the FAIRMOUNT SUMMIT) to prevent the distressed vessel
from drifting closer to the coast during the controlled draining of the ballast water.

The vessels referred to arrive at the GLORY AMSTERDAM on the evening of
1 November. It was possible to establish the necessary line connections from the
two tugs. They then started to drain the ballast water, as planned.
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Figure 8: The salvage tug FAIRMOUNT SUMMIT in action

The GLORY AMSTERDAM refloated at high tide on the morning of 2 November
after some 16,000 t of ballast water had been pumped out of her. The salvage tugs
then towed the ship to a position in the vicinity of the 10 m waterline. The three
harbour tugs (JADE, BUGSIER 11 and MULTRATUG 4) then took charge of the
distressed vessel and towed her to Wilhelmshaven, where she moored in the
evening of the same day. The CCME discontinued overall command of the operation
at 1945.

Figure 9: GLORY AMSTERDAM en route to Wilhelmshaven with tug assistance
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In the days that followed, various investigations were carried out on board in which in
addition to looking for the causes of the accident, the relevant authority was
concerned with clarifying the options and modalities for towing the ship to a repair
yard. After these measures had been completed, the GLORY AMSTERDAM left the
berth in Wilhelmshaven after a three-week stay and was towed to a shipyard in
Bremerhaven for repairs.

3.2 Consequences of the accident

3.2.1 Damage to the ship

As a result of the double bollard (designed for maximum loads of 866 kN) on the
starboard side level with the leading edge of the bridge used by the distressed
vessel's crew to fasten the towline being excessively overloaded, it broke out of its
anchorage. The nearby hawsehole used to feed the towline, which is designed for
maximum loads of 208 kN, also broke open due to the heavy pulling forces (see
Figures 10 ff.).

Figure 10: Positions of the destroyed bollard and broken hawsehole
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Figure 12: Rudder bla{de of the GLORY AMSTERDAM (damage not visible)
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The ship's shell plating and especially her underwater hull were not significantly
affected by the grounding of the hull on the sandy seabed. Accordingly, the course of
events leading up to and during the accident resulted in little damage to the ship.

3.2.2 Physical injury and damage to the environment

The accounts of BT Baltic Sea indicate that a large part of the GLORY
AMSTERDAM's crew, which had been exposed to extremely heavy swell for many
hours, was severely affected by the resulting physical and above all psychological
stress when the team boarded the distressed vessel shortly before she grounded.
However, none of the crew members suffered any external or internal injuries.

The BT, which was inevitably exposed to a not inconsiderable risk of injury, in
particular while being winched down to the main deck of the heavily moving
distressed vessel, also survived the operation on board the ship unscathed. The BSU
has no evidence of physical injury to the crews of the NORDIC or MELLUM, either.

Due to the fact that the distressed vessel's shell plating remained undamaged when
she grounded sporadically, in the course of her finally running aground, and during
the salvage, there was no environmental damage.
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3.3 Investigation

3.3.1 Course of events, sources and material particulars

The BSU's on-call service received a preliminary report from WSP Wilhelmshaven
that the GLORY AMSTERDAM was drifting from the deepwater roadstead in the
German Bight toward Langeoog despite having two anchors dropped and full use of
the engine late in the morning of the day of the accident. Over the next few hours, the
person on call obtained information about the further course of events by regularly
calling up the ship's AIS®" data on the MarineTraffic website and during phone calls
with the WSP. In the following days until the arrival of the ship at WilhelImshaven, the
BSU used the situation reports issued by the CCME as its primary source of
information.

A team of BSU investigators boarded the distressed vessel on the morning of
3 November 2017 in Wilhelmshaven, which had moored there on the previous
evening. Interviews were conducted on the ship, various documents were sighted,
the ship was inspected and photographs were taken. In addition to a “Grounding
report” with a length of 1.5 A4 pages, the GLORY AMSTERDAM's master also
handed over the original storage medium of the VDR?32 to the team from the BSU
upon request. The BSU was able to analyse the data recorded without any problems
after receiving brief technical assistance from the service company (Alphatron Marine
Deutschland GmbH).

In the course of the investigation, the BSU was provided with a 13-page report (on
A4 paper) in addition to the aforementioned Grounding Report, which the GLORY
AMSTERDAM's master had prepared on 8 November 2017.

Other important sources of information during the BSU's investigation into the marine
casualty and its attendant factors were the CCME's incident log and the operation
logs of the ETV NORDIC and GS MELLUM. The BSU was also able to refer to a
report from the master of the NORDIC, as well as an operation report from the leader
of BT Baltic Sea. VTS GBT provided audio recordings of the VHF radio traffic, as well
as a situation and progress log. Germany's National Meteorological Service (DWD)
produced a detailed report on the wind and sea conditions for the BSU.

On 10 January 2018, the investigating team visited the ETV NORDIC at her berth in
Cuxhaven to gain information on events on the day of the accident and the technical
conditions on the tug in a meeting with the master and during a survey of the vessel.

87 AIS: Automatic identification system. All ships equipped with this system transmit GPS-based data,
including position, course, speed, as well as possibly other information, at a standardised interval on
VHF. These data can be displayed by the receiver on a monitor or superimposed on an electronic
chart system or possibly a radar image, for example. In addition, special portals provide the
opportunity to access parts of or all the data in question in real time on the Internet.

38 VDR: Voyage data recorder.
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On 6 February 2018, a meeting was held with the leader of BT Baltic Sea, in which
he gave a detailed account of his personal impression of events on the day of the
accident.

On 13 April 2018, the investigating team met with the helicopter crews deployed on
the day of the accident at the base of the Federal Police Air Wing in Fuhlendorf and
inspected the helicopter types used by the crews. Following the meeting, which
lasted several hours, the head of the Air Wing sent more information and answered a
package of written question sent by the BSU.

Another investigative step taken by the BSU was to send a written request to the
agency that the distressed vessel's master had contacted with a view to ordering tug
assistance early in the morning of the day of the accident. After the BSU's letter
initially went unanswered, the agency provided information on the communication
between the ship and the agent in response to a request sent from the BSU by email.

It became apparent from the very beginning of the BSU's enquiries that a major focus
of the investigation would be the Cuxhaven-based CCME's emergency management
process. The BSU therefore considered the aforementioned sources very carefully
from this point of view, in particular. Once all the information available in writing or
obtained through other investigative activities of the BSU had been sighted, the BSU
asked the CCME for a face-to-face meeting with a view to a final discussion of the
issues involved. This meeting was held on 2 July 2018 in Cuxhaven. The CCME was
represented by its director and his deputy, by the director of the CCME's MERAC, as
well as by the two operational commanders acting for the CCME in the CMT after it
had assumed overall command of the operation. The questions which had arisen for
the BSU after it had sighted the above information were discussed with great
openness during the meeting. During the meeting, the multi-purpose vessel
NEUWERK, which is operated by the WSV, was surveyed to gain a more detailed
picture of the technical aspects of emergency towing. In addition to other statutory
duties, the NEUWERK is also used as an ETV in the North Sea as part of the
emergency towing strategy for the German coast but was not available at the time of
the accident due to an extended stay at a shipyard. The NEUWERK's master
attended the survey of the vessel by the representatives of the CCME and the BSU,
explained her technical capabilities and reported on his experiences arising from
various emergency towing operations.

After the meeting in Cuxhaven, the BSU had several other questions for the CCME.
These were made in writing and answered by the CCME.
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In addition to the issue of emergency towing/crisis management, the BSU's
investigation also covered the issue of why the distressed vessel had not succeeded
in preventing the drift despite having two anchors dropped and the fact that her main
engine had been operational throughout the day on the day of the accident. For the
most part, the ship's steering gear had also operated without any problems until late
in the afternoon. On the basis of its own expertise, of the professional experience of
the team charged with the investigation, as well as of the technical and other
information available, the BSU was initially only able to gain a preliminary picture of
these issues of a navigational and, in particular, of a technical nature.

To substantiate the relevant findings and conclusions scientifically, the investigating
team contacted the internationally recognised shipbuilding expert and director of the
Institute of Ship Design and Ship Safety of the Hamburg-Harburg University of
Technology (TUHH), Prof. Dr.-Ing. Stefan Kriger, who immediately agreed to look at
the facts from the viewpoint of shipbuilding. To this end, the BSU provided the expert
with various items of background information (e.g. VDR recording, wind and sea
reports, ship and manoeuvre data).

Since the technical questions to be clarified concerned the main engine, steering
gear and anchor gear in addition to shipbuilding aspects, Professor Kriger consulted
his colleague Prof. Dr.-Ing. Friedrich Wirz from the Marine Engineering Working
Group, also of the TUHH.

The considerations made by the two professors on the basis of the above information
and, in particular, the computer-assisted calculations made by Professor Krtiger fully
confirm the BSU's assumptions, which were derived solely from empirical
considerations and past experience.

During the overall assessment of the GLORY AMSTERDAM marine casualty and its
attendant factors, a final issue meriting investigation by the BSU might have
consisted of an evaluation of the activities of the CCME, the salvage company
engaged, and the other bodies involved in salvaging the distressed vessel. Unlike the
very serious marine casualty involving the MSC FLAMINIA, during the investigation
of which the salvage of the full container ship that caught fire in the middle of the
Atlantic Ocean and was loaded with various items of dangerous cargo, which took a
total of eight weeks, was extremely wide ranging®®, the salvage of the GLORY
AMSTERDAM could be successfully executed without major difficulties and problems
within only four days thanks to the exemplary cooperation of all the bodies involved.
For this reason, the BSU does not see any reason to give special consideration to
this aspect of the overall situation within the framework of this investigation report.

39 See BSU Investigation Report No. 255/12 of 28 February 2014, pp. 121-179.
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3.3.2 MV GLORY AMSTERDAM (basic information)

3.3.2.1 Condition of the ship

The Panama-registered bulk carrier GLORY AMSTERDAM was laid down in
September 2003 and delivered to the client in April 2006 by the Japanese building
yard Oshima Shipbuilding, which specialises in the construction of bulk carriers. In
accordance with the construction rules in force at the time, the ship does not have a
double hull. The 49 port State controls*® carried out since her entry into service have
repeatedly uncovered a wide range of deficiencies on the ship, including the
condition of life-saving appliances, the validity of navigational charts, compliance with
MARPOL requirements, as well as the working and living conditions on board. The
various deficiencies found during two port State controls (one in 2008, the other in
2014) were so severe that prohibitions to leave port had to be issued to the ship.*!

During the BSU's visit on 3 November 2017, the ship was in good general condition
visually and technically, apart from the damage caused by the accident. The port
State control carried out on the same day did not uncover any significant deficiencies
unrelated to the course of events leading up to and during the accident.

3.3.2.2 Crew, language used on board and master's qualifications

Including the master, the crew of the ship consisted of 22 people at the time of the
accident. 14 crew members had been on board the ship since August 2017, five had
taken up their duties in March and the remaining three in July of that year. The
average age of the Chinese crew was 36. The language used on board was Chinese.
The interviews carried out on board in English by the investigating team revealed that
the ability of those crew members questioned to communicate in English was very
limited.

The GLORY AMSTERDAM's master was 47 years old at the time of the accident and
had been in possession of a master's certificate of proficiency since 2010. During his
professional career, which began in 1993, he had served exclusively on bulk carriers
of various sizes worldwide.

He assumed command of the GLORY AMSTERDAM, where he had been master
once previously, in Rotterdam on 22 August 2017.

40 Information as of 12 September 2018.

41 Source: http://www.equasis.org: Non-commercial database launched by the EU and the maritime
administrations of France, Singapore, Spain, Great Britain, Japan, and the United States Coast Guard,
which is open to anyone after registering and, inter alia, provides an overall view of the world
merchant fleet and, for example, information on the results of port State control activities.
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3.3.3 Description of the scene of the accident

The starting point of the course of events leading up to and during the accident was
the GLORY AMSTERDAM's anchor position at the eastern edge of the deep water
roadstead plotted as “DW” on the navigational chart. The southern border of this
roadstead is about 16 nm north of the German North Sea island of Langeoog. The
deep water roadstead borders the TSSs German Bight Western Approach to the
north, Jade Approach to the east and Terschelling-German Bight to the south. The
trapezoidal roadstead stretches about 7 nm down the middle from north to south and
is between 1.5 nm (in the north) and 5 nm (in the south) wide. The mean water depth
is about 35 m.

In the course of the morning, the drifting distressed vessel crossed the approximately
8 nm-wide Terschelling-German Bight TSS almost at a right angle after leaving the
roadstead. The water depth decreases in the area of the TSS in question in the
north-south direction from about 31 m to about 20 m. The GLORY AMSTERDAM
crossed the southern boundary of the TSS at about 1120. The water depth available
to the distressed vessel decreased slowly but steadily. At about 1510, the 10 m depth
contour was finally reached. According to official navigational charts, the distance
from there to the area of the 5 m depth contour, where the GLORY AMSTERDAM
finally ran aground at 1800, is less than 1 nm.

3.3.4 Weather conditions (DWD report)*?

A moderately edited summary of the DWD's official report on the weather conditions
in the area and at the time of the accident follows:

"Weather situation between 26/10/2017 and 29/10/2017

The weather map from Thursday 26/10 initially showed a low pressure system (1,005 hPa)
over the Baltic states. A strong high ridge to the west of the low pressure system pushed
eastward across the North Atlantic. On Friday 27/10, a high pressure bridge stretched from a
powerful high (1,035 hPa) over Ireland to another high (1,030 hPa) over Spain. A strong
northwesterly flow set in from Iceland to Central Europe between the high pressure bridge
and the low pressure system already discussed. Arctic air masses penetrated far south from
the Norwegian Sea on 27/10 at the back of a low pressure system near Spitsbergen
(985 hPa). On Saturday 28/10, the 'Grisha' (980 hPa) low pressure system developed in the
frontal zone from Greenland to Scandinavia off the coast of Norway and tracked toward
Finland. At the same time, a secondary low formed off the coast of southern Norway (the
'HERWART" storm front, 980 hPa), which tracked across the Skagerrak to northeast Poland
(971 hPa). Its storm field crossed northern and eastern Germany throughout the night until
midday on Sunday 29/10. A storm surge was triggered on the North Sea coast.

42 Source: Official report of the DWD of 12 July 2018 on the wind and sea conditions north of the
island of Langeoog between 26 and 29 October 2017.
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Wind and sea conditions

Mean wind (at a height of 10 m above the water surface)/gusts:

The following Figures 13 f. show the wind conditions (Bft) in the period from 26/10/2017 to
28/10/2017 for the German Bight. Accordingly, a westerly, later mostly northwesterly wind
averaging 5-6 Bft prevailed to begin with. At the beginning, gusts of force 6 and later mostly
of force 8-9 Bft were registered.

DON 26.10.17 12:00 UTC Bodenwettermeldungen : Max Boen/Max.Mittel (letzte Stunde) / Bft 3\ ! Q.,

‘ . w LA

FRE 27.10.17 12:00 UTC Bodenwettermeldungen : Max.Boen/Max.Mittel (letzte Stunde) / Bft "al TS

Figure 15: Wind éonditions off Langeoog at 1200 UTC on 28/10/2017
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The main wind field tracked across the North Sea on 29/10/2017. Since the Beaufort scale
was no longer sufficient to map the high gust wind speeds, kilometres per hour (km/h) is
used as a unit for the gusts in the following Figures 16 ff., which illustrate the wind
development on the day of the accident between 0100 UTC and 1900 UTC.

Ref.: 408/17
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Figure 16: Wind conditions off Langeoog at 0100 UTC on 29/10/2017
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Figure 17: Wind conditions off Langeoog at 0400 UTC on 29/10/2017
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Figure 18: Wind conditions off Langeoog at 0500 UTC on 29/10/2017
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Figure 19: Wind conditions off Langeoog at 1000 UTC on 29/10/2017
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Figures 17 ff. above show the steadily increasing and peak wind speeds with gusts of up to
144 km/h in the period from 0400-0500 UTC. In the following hours (see below
Figures 20 ff.), the gustiness of the northwesterly wind decreased extremely slowly and
settled at values between about 80 and 90 km/h in the period from 1100-1900 UTC.
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Figure 26: Wind conditions off Langeoog at 1500 UTC on 29/10/2017
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Figure 21: Wind conditions off Langeoog at 1900 UTC on 29/10/2017

Significant sea state

The following Figures 22 ff. show the analysed wind and sea conditions of the DWD's global
sea-state model for the period 26-28/10. Significant wave height stood at 1.5-3 m at the
beginning. Figure 24 shows a significant wave height of up to 4.5 m for 1200 UTC on 28/10.
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Figure 23: DWD analysis of wind and sea state on 27/10/2017 (1200 UTC)
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Figure 24: DWD analysis of wind and sea state on 28/10/2017 (1200 UTC)

The following Figures 25 ff. show the wind conditions and wave height on the day of the
accident. It can be seen that the wave heights at the scene of the accident increased to
values of 7-8 m early in the morning. It was not until the afternoon and evening that they
dropped to values of 4-5 m.
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Figure 25: DWD analysis of wind and sea state on 29/10/2017 (0000 UTC)
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Figure 27: DWD analysis of wind and sea state on 29/10/2017 (0900 UTC)
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Figure 29:

The DWD released storm and hurricane warnings accordingly during the main wind activity
of 'Storm HERWART' on 29/10/2017."

As regards the predictability of the risks Cyclone HERWART posed, it should be noted that
this was a fast-moving cyclone and therefore tracking rapidly.*

An initial strong wind warning was nevertheless issued for the German North Sea coast by
Maritime Weather Service Hamburg at 1800 CEST on Thursday 26 October 2017 and
repeated or updated several times subsequently. A storm warning was issued at 0440 CEST
on 28 October. This was replaced by a hurricane warning at 1500 CEST on the same day in
view of the further increase in expected wind speeds.**

43 Source: DWD's report on the Internet: "Cyclone HERWART is responsible for gale-force winds over
Germany on 28/29 October 2017

(see https://www.dwd.de/DE/leistungen/besondereereignisse/stuerme/20171030_herwart_europa.html
[German]).

44 Supplement of 13 February 2019 to the DWD's report of 12 July 2018.
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3.3.5 Detailed reconstruction of the course of events on the day of the
accident

3.3.5.1 Preliminary notes

The BSU was able to reconstruct events on the day of the accident extremely well
using recordings of the radio traffic, in particular, where the VTS recordings and the
audio files stored in the distressed vessel's VDR were available as sources. The
course of events based upon these and other sources of information has already
been discussed in detail in section 3.1 above. Reference is made to the
corresponding explanations at this point.

Events on the day of the accident are marked by the atypical peculiarity that over a
total period of 12.5 hours it was not possible to respond successfully to a situation
which is not unusual in seafaring (ship drifting despite dropped anchors), the
considerable potential risks of which had been quickly recognised both on board and
externally. The BSU found this difficult to explain at the beginning of the investigation,
in particular because the GLORY AMSTERDAM had an intact main engine until she
ran aground, as well as serviceable steering gear until well into the afternoon. Apart
from the weather situation (hurricane), there were no other obviously unique
circumstances on board the distressed vessel, such as a fire or an explosion, which
could explain the inevitability of running aground.

Added to this is the fact that ETV NORDIC was already at the scene at 0810, i.e.
almost 10 hours before the subsequent grounding. Even this modern tug, which has
the necessary bollard pull and a highly qualified and trained crew, the sole task of
which is to manage hazardous situations like the one in which the GLORY
AMSTERDAM obviously found herself by establishing an emergency towing
connection, was unable to prevent the accident.

The meticulous and highly informative analysis of the radio traffic not only enabled
the BSU to reconstruct events chronologically, but also formed the most important
cornerstone for understanding and being able to trace certain processes and
decisions. For these reasons, the BSU decided to include the content of all recorded
radio calls made between the GLORY AMSTERDAM and those with whom she was
communicating, as well as between those with whom she was communicating on the
day of the accident in the investigation report verbatim.

3.3.5.2 Log of radio communication and the communication on board the
GLORY AMSTERDAM

3.3.5.2.1 Explanatory notes to the below tabular account/legend

All written content was incorporated without editorial revision. Passages pronounced
very slowly or vigorously by the respective originator due to their particular
significance are shown in the table in upper-case characters. Rather than the
abbreviations (GA, GBT, BT and HM) used in the log, the complete designations
(GLORY AMSTERDAM, German Bight Traffic, BT and HERMANN MARWEDE) were
used in the radio messages. The BSU has rendered anonymous any first names
used by the parties communicating.
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It cannot be ruled out that individual words may have been heard incorrectly despite
listening to all radio messages very carefully and repeatedly, meaning that the log
may contain minor substantive errors in a few places. However, any passages of
communication of material relevance to the accident could be unequivocally verified
by comparing the two recording sources (the GLORY AMSTERDAM's VDR and VTS
GBT).

Finally, it must be taken into account that the transmission/recording quality was
impaired by background noise at times. If words or groups thereof remained
incomprehensible for this reason or because they were pronounced too quickly or
unclearly, they have been replaced by question marks in the account.

The following colours were used for the parties involved in the communication:

» Distressed vessel MV GLORY AMSTERDAM (GA) :red

» VTS GBT : blue

» ETV NORDIC : black

» MPV MELLUM . green

» BT : brown

» BT (internal radio calls) : brown (in bold)
» Tug BUGSIER 9 . grey

» Tug JADE . purple

> .

Notes and remarks of the BSU are placed in brackets and printed in italics in the
table. (All conversations in which the GA was involved were conducted in English, all
other conversations in original in German.)

3.3.5.2.2 Tabular account of the radio calls

Time | Content of call

0515 | GA GA GBT — GBT this is GA — Yes. Good Morning. Question: Are you heaving up the anchor now? —
No Sir, now | ahh standby engine now and ahhhhhhhhh and ahhhhhh ahhhhhhhh ahhhh ??? to ahhhh
to ahhhh to keep ahhh to keep safe safety. — Yes, okay, the anchor is still at the ground and you are
manoeuvring with engine and you try to keep the position. Yes? — Yes Sir, yes Sir. Thank you! — Okay.

0618 | GBT MV GA calling. Over. ------ GBT MV GA calling. Over. — Yes GA GBT — Good Morning Sir. This is
GA. Now | am drifting now. Cannot control the situation. Over. — You are drifting. Your anchor is still
aground? — Yes. At Delta Whisky Anchorage and now are drifting now. We cannot control the situation.
— And | have call my agent already, arrange one tug for me. ---- GA GBT please repeat. You are on
anchor or you are drifting? — Yes Sir, my anchor drifting. | cannot heave up my anchor. Over. — You
cannot heave up your anchor and you are drifting. Okay. Your engine is running? — Yes Sir, engine
running. But cannot because the hurricane very strong, we cannot control the situation. Over. — Yes,
okay. Thank you for your information. And keep standby please. — Okay Sir. Now | already speak to my
agent Sir. | want he arrange one tug for me. Over. --- Please repeat, | don’t understand. — | want already
speak my agent in Hamburg. | need one tug for me. Over. — What do you need? — One tug, tug. — You
need tug assistance. Okay. — And my agent PWL PS Hamburg. Over. ----- PWL port service Hamburg.
Over. — Yes, you are already talked with your agent. Yes? — Yes Sir, already contact my agent. — Okay,
and tug assistance is underway? — Okay, thank you very much Sir. — No negative! | ask you. Do you
have contact with your agent? — Yes, just now | already contact my agent. Okay Sir, now | contact agent
again. Over. — Yes, okay. Thank you. — Thank you Sir.

0626 | GA GA GBT --- GBT, this is GA. — GA. | was in contact with your agent. The agent needs your order for
a tug by Fax or anything else, written order. And you should contact your agent at the office number. Do
you have the office number of the agent? — Yes. And | want send a message to my agent. Sir. — You
should send a sheet to your agent that you are take this agent again, because this agent is not your
agent yet. You have to take him again and you have to send him a sheet that you are order a tug and
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that your owner will take the cost of the tug. — Okay Sir, | want send a message order a tug for me. And
| send now, | send a message now for my agent. Over. — YOU SHOULD SEND A MESSAGE TO YOUR
AGENT, THAT YOU WILL ORDER A TUG AND YOUR OWNER WILL TAKE THE COST OF THE TUG
— Okay, Sir, ahhh my owner ahhh the cost ahhh tug. And | send an order to my agent. Over. — Yes, you
should send an order to your agent. And do you have the office number of your agent? The phone office
number of your agent? — Okay, wait a moment Sir. — | can give you the number. ------ Which number
Sir? — | can give you the office number of your agent. If you like. --- Okay Sir. Give please — Yes, the
country code is 0049 X-X X-X X-X X-X X-X -(each number group is repeated by GA.). — Yes. — Okay,
thank you Sir.

0710

GA GA GBT - Yes, go ahead please. — Yes. GA. Question: How is the situation now? — Now dragging
Sir. Now cannot heaving up anchor and dragging ahhhhh to the direction 2-2-0. Sir. Over. — Yes, | can
see you on my radar. That's okay, do you have already ordered the tug? — Yes | already send a
message to my agent, he will arrange one tug for us, Sir. — Yes, okay. It's possible for you, that you can
ahhh that you can stop or drift a little bit slowlyer, because two hours later you will come to an area of
gas pipeline? — Yes Sir, now | cannot control the situation, because the wind is very strong. Sir. — Yes,
okay. The wind is very strong. Thank you. — Thank you so very much.

0719

GA GA GBT --- Yes, this is GA. Go ahead please. — Yes, GA. Question: Are you able to slip your
anchor if it's necessary? — | cannot heave up my anchor chain now. — Yes, can you slip your anchor? —

your anchor if necessary? — Yes Sir cannot throw up my anchor. And two anchor, all drifting now. — You
have two anchors in the water. Is it correct? ---- GBT MV GA — Yes GA. My question: ARE YOU ABLE
TO SLIP YOUR ANCHOR, TO THROW YOUR ANCHOR AWAY if is necessary? — | cannot now,
because two anchors are dragging. Cannot leaving the anchor Sir. — You cannot leave the anchor.
Okay. Thank you. — You have two anchors in the water on the ground. Is this correct? — Yes Sir two
anchor aground. — Okay, thank you. Have a good watch. — Thank you. —

0742

NORDIC, NORDIC, GBT — NORDIC receiving GBT — Yes, NORDIC, for information, do you already
have the distressed vessel on your screen? — Yes, directly ahead. — All right, wonderful. Yes, at the
moment he is drifting a little slower, at a half a mile. We have constantly had drifting of between about 2
and 3 miles southward. He is a little slower at the moment. Maybe everything will be okay. — Yes, all
right. We will go there first and look at the situation at the scene, that we are prepared for an emergency
and will then stay in the vicinity, either to the south or north of the TSS — Yes, or directly at the
distressed vessel. He is not moving at the moment anyway. — Yes, okay, all right, we can do that, too.
All right!

0812

NORDIC GA calling. Over. — GA here is NORDIC. — Good Morning Sir. ??? — Please repeat. — Yes, 0-6
Sir. — 0-6. Okay. (GA and NORDIC agree to use radio channel 6 for further communication.)

0812

Good Morning Sir. Are you assisting to us for tugging? — GA NORDIC on 0-6. — Yes. Good Morning
again Sir. — Good Morning. GA we are only here for your situation. It's an urgency situation. If you come
in an emergency situation we always standby for you. — Okay Sir. | want you pushing on our starboard
quarter and let me heading against the weather. Over. But you be careful our forecastle starboard side
anchor is dragging. Over. — Yes | understood. But captain we are only emergency tug not the harbor
tug. We cannot push. | say you, we are only here for your standby situation. — Okay, but | want you
pushing let me heading against the weather Sir. --- Captain, | cannot push. We are not a harbour tug. —
Okay, okay. | understand you. Okay, wait a moment. — We can only connect with line. But now we are
here only for standby. — Okay ???? Sir, ??? no use for me. — Okay. — Okay 1-6 Sir 1-6. -- Okay Sir, 0-6
standby. Okay? — Yes. Okay, we are standby here on channel 0-6. — Okay Sir. Thank you.

0818

NORDIC NORDIC GA calling. Over. ------- NORDIC NORDIC GA calling. Over. — GA NORDIC — The
anchor link head out me. Care take please! -------- Yes we take care. ------- Okay. ------------- GA
NORDIC Question: How many shackles do you have pay out with your anchor chain starboard? -

0819

Starboard, starboard anchor 4 shackles on the water. — Starboard 4 shackles on the water. And port? —
??? Sir? — And the port side, also 4? — On my starboard side. — Yes, on the starboard side 4 shackles,
and port side? — Port side nearly 9 shackles on the water. — Port side nearly 9. Understood.

0857

GA for NORDIC please. ------ This is GA. Come in please. — Yes here is the NORDIC Captain. The
situation is so, that we are here standby for you. | have talked to you. And the second is, now I'm
underway to you and check the situation on your stern. Advice if we come in the situation that we
connected to you, than | mean the best way is to connect to the stern. — Okay Sir. And | need your help
for to push my starboard quarter. And let me heading against the weather. Over. — No. Captain | cannot
push to you. We are not a harbour tug. We can only connected with line. — Okay Sir. | give you stern
line. Okay? Stern line and you ahhhh using ship line and ahhhhhh pulling ahhhh ???. Over. — Not at the
moment, not at the moment. We are always standby. If you are want that we connected to you, you
must speak with GBT. And now we come to you for looking for the situation to your stern. That is all at
the moment. — You are looking for us at the stern? — To stern. We come to looking to your stern. — ???
no use for. We need a help for to push my starboard quarter or use a ship line to pulling us. Over.
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0900

GA what is your situation with your engine? Is your engine working or standby. — My engine is okay. No
problem. But my anchor dragging now. We cannot safe control now situation. Over. — | have that now. |
see. Okay. No problem. Okay. — And now, what about ???? may be ground. Over. —- Please repeat the
last. — (Various radio traffic by third parties follows, which drowns out the communication between the
GA and NORDIC.) — Now we come to you and look for the situation. All we look, all we look. — Okay,
thank you very much. Sir.

0910

MV GA GBT - Yes Sir, go ahead please. — Question: How many fuel you have on board? For how
many days you have fuel enough? — Ahhh ??? (Presumably "please wait." No numbers follow in any
case.)

0911

GBT MV GA calling GBT. Over. — (Drowned out by call between GBT and other vessel.) ------------ MV
GA GBT - GBT this is GA. Go ahead please. — You have the quantity of spirit now? — Yes, now gasoil
around 140 tons. Over. — 140 tons and heavy fuel oil? — Ahhh fuel oil ahhh fuel oil ---

0913

1844,481 metric tons — Okay. Thanks for information.

0950

GA for NORDIC please. On channel 6 — (The GA failed to respond to this call and the NORDIC did not
repeat it until 1030.)

1030

GA, GA for the German ETV NORDIC — This is GA come in please — | read you loud and clear — This is
NORDIC. What is the situation on board at this time? — ??? Sir — So can you please explain me your
situation on board now.

1031

GA for the NORDIC. — Come in please — This is NORDIC. Do you understand my last question?

1035

GA GA for NORDIC —-- This is GA. Come in please — Okay, here is NORDIC. For your information.
Our intention is to send in a few minutes a boarding party to you by helicopter. Do you copy? — No. —
Okay, | try to explain you again. A helicopter will bring five people to you on board from our crew for
your assistance. --- No need Sir! --- | no need no need Sir. We are now to operation to protect ground ---
--------- Okay, can you say again, Sir? — Now we are going to protect ground — Yes so, we understood
you intend to not ground. Is this correct? — Yes — Okay for this reason we will send five people by
helicopter to you from our crew. They will assist you to not aground —------ Do you copy? — Pardon Sir?
— Okay, I try it to explain. In half an hour we will send a helicopter to you with five people, five people
from our crew. They will assist you to establish a towing connection. — No need Sir! We are waiting for
good weather and weather weather and ahhhh Weather, weather any ahhh weather ???. Okay, no
problem with ahh now. No need a helicopter! --- You say, you don’t need a helicopter? Is that correct? —

maybe become more better.

1045

GA for NORDIC — Go ahead please — This is NORDIC again. So for your information. The helicopter is
underway. And you have to use the German boarding team. It is an advice by the German authority. —
Okay Sir no need. This is now ??? weather ??? more better. We can use my engine ??? Now my
engine is ??? good order. Okay. — Your engine is now ready and okay? — Yes Sir, my engine is no
problem my engine. But the weather, the hurricane will slow. We cannot people ??? Over. — My engine
no problem. But the hurricane will slower. The weather will slow. Over. — Yes Sir, that's understood. So
we will send our boarding team by helicopter. They are well trained. It is not the first time for this
weather condition for us. — This is no need ??? Helicopter, no need. Over.

1047

GA GA GBT --- Yes, here is GA. Go ahead please. — Yes, GA this is GBT acting as shipping police.
INSTRUCTION: You have to take the BT on board. It's necessary. You have to take the BT on board.

??7? order. No problem Sir.

1047

This is NORDIC. Okay Sir. So we will send our BT to you. (Radio traffic between GBT/GA and
NORDIC/GA overlaps in places.)

1048

GA GA GBT do you received my message? ----- Yes, | have received your message. — Yes, you will
take the BT on board? ---------- GA GBT QUESTION: You will take the BT on board? --- Wait, wait a
moment Sir.

1058

NORDIC GA calling. Over. — NORDIC GA calling. Over. — NORDIC receiving. — Good Morning Sir. This
is GA. — This is NORDIC go ahead. — Now ??7? do you ??? weather information for me? | look | see ???
weather more better ??? this morning this morning. Over. — ??? my engine is good order —-- So Sir
please repeat all. — GA, GA ... — (GA responds simultaneously to this call from GBT to the NORDIC.) —
Do you have a weather information for me? | see this is weather more better than early morning. And
the weather speed decreased now. Over. —-- So we not need a helicopter. And my engine, my main
engine in good order.

1100

Okay, that’s understood. But it is an advise by the German authority that you have to take the helicopter
and our boarding team. — Thank you. You can ???? them Sir. Now we can ??? our vessel. My main
engine is in good order. Over. — Okay Sir, that’'s understood. But you are drifting uncontrolled through
the traffic separation scheme in the wrong direction. — Okay Sir, thank you. You can ???? them. Over.

1135

NORDIC, GBT — GBT for the NORDIC — The NORDIC, GBT — Just for information, the chopper is now
above us. We can only just hold our course here for now. — You have the chopper with you or are you
picking up the people and taking them over? Is that settled now? — Yes, the chopper is here and trying
to pick up people now. | am maintaining my course and speed here for now. — Yes okay, all right. And
that they can go over and board later, is that arranged? — Well, | hope so. — All right. Okay. | had
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already issued an order to him earlier, but he didn't understand that, either. — Well, well, well. He does
not want that because of the cost. But it does not matter, | will let you know as soon as the chopper
operation has finished. — Yes, wonderful, thank you very much! — Okay, have a good watch.

1154

NORDIC, NORDIC, GBT — NORDIC receiving. — Yes, hello, is there any news? — GBT, NORDIC, the
situation is as follows. We will be sailing into the River Jade shortly. We cannot get the people off the
boat here and will try to get the BT off the boat at the Jade estuary. — Yes, okay. Many thanks.

1155

GBT again for the NORDIC please. — Yes, NORDIC, GBT receiving. — Yes, we cannot get the people
off the boat here. We have abandoned the chopper operation here for the time being. We are going to
the River Jade now and want to try again, somewhere in the Jade estuary. — All right. Okay. Have you
already seen any improvement in the weather? — No, not in terms of the swell. We cannot keep the ship
steady enough for the chopper to pick people up here safely. — Yes, okay. All right. Many thanks for the
information. — Yes, the wind has decreased somewhat, but the swell is — no chance here. — Yes, okay.
Many thanks.

1157

GA for NORDIC. —-- Yes, this is GA — This is NORDIC. Good noon. So we will drive to a better place
for pick up our boarding team. So we will send the boarding team by helicopter in approximately 3,5
hours. —- Did you copy? —- Ahhh Sir, ahhhh, what you ??? — So we will go to a better place for picking
up our boarding team by the helicopter and then we will send the boarding team per helicopter to you in
approximately 3 hours, 3 hours. —-- Sir no need ahhh. Now | go for another anchor go another anchor
and my engine now good. — Okay, that is understood. — Thank you very much.

1201

GA for NORDIC - Yes Sir this is GA. Go ahead please. — Sir, another question to you. Can you send
YOUR crew to put our towing connection heaving line to your stern? — Ahhhh ??? Sir. And now the
weather decrease, we no need no need a. We we are ahhhh go for a ??? anchor. Okay. And our our
ahhh main engine ahhh good order. ??? decrease ???7? over.

1207

GA GA this is GBT — GBT go ahead please. — Yes, GA. This is GBT acting as shipping police.
INSTRUCTION: You have to take a towing line from the tug boat NORDIC by your own crew at the
stern. You have to take a towing line for secure your vessel. — Sir, you mean the tug help me. | give him
a towing line? — The tug will give you a towing line at the stern. He will give you a towing line and you
have to take this towing line and made fast on your vessel. And then the tug will give assistance to you
that you are not come closer to the coast. — Okay Sir. Thank you, thank you. Sir.

1209

NORDIC, NORDIC, GBT — NORDIC receiving — Yes, have you heard? | have just instructed him to
accept your lines. — Yes, we heard. — Yes, he said thank you and that he will do that. Please get back to
me if he does not. Right away! — Okay, understood. He said he was going to do that. Good. All right. We
will let you know if he fails to.

1209

Ahhh the tug, the tug GA. --------- NORDIC NORDIC GA - Yes Sir NORDIC. — NORDIC you give me
towing line ahead or astern? — Yes okay, you are ready too or you must prepare your deck? — Okay,
okay. —- GA please give me an information if you are ready to take our towing line. — Ahhh Ah Sir, if |
ready | call you. Sir. — GA if you are ready, you will call us. — Yes Sir, we want moving ahhhhh from the

forecastle is pronounced very quickly and could be understood as such only after listening to it multiple
times.) — Call us, when you are ready. Thank you. — Okay Sir. And ahhhh our ship’s line or your tug
line? — Our tug line. — Okay Sir, your tug line okay | prepare for heaving line messenger. Over. — Yes -

1224

NORDIC NORDIC GA calling. Over. --- NORDIC NORDIC GA calling. Over. --- Tugboat direct aft us
calling. How do you read me, over. — This is NORDIC. Go ahead Sir. — Good afternoon Sir. Now we are
preparing a single line ready. Please proceed you to the forecastle port bow. Over. ---- NORDIC GA —
GA for the NORDIC. Is it right, you say you are ready to get our towing connection on your port bow? —
Right Sir, port bow. We want keep your towing line from the forecastle ? Sir. Over. — Okay that's copied.
Wait! — Thank you very much.

1226

GA for the NORDIC. So we will prepare our vessel now and we will come closer to your port side and
then we will send a throwing line to your forecastle —---- NORDIC NORDIC will send a throwing line to
your vessel. ------ GA for NORDIC ---- Yes | hear GA. Go ahead please. — We will prepare our vessel
now and then will come closer to your port bow and then we will shoot a line to your vessel. We will
shoot a line to your vessel. — Okay Sir. Now we are sending the single line to you. Then take the
message from your ahhh tug boat? Over. —--------- No Sir, we will shoot a line to your bow, we will shoot
a line to your forecastle —--- And on this line are our towing line. — Okay Sir. Okay. Roger — Okay,
standby on this channel. — Okay, standby on channel 06

1230

NORDIC this is GA. ------- NORDIC NORDIC GA calling. Over. ----- NORDIC NORDIC this is GA calling.
Over. — This is NORDIC. Go ahead Sir. — Yes, proceeding to my port bow. We are prepare already. —
That's understood, so we will prepare the throwing device and then well will come closer to your port
bow. — Okay, thank you very much.
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1234

GA for NORDIC. --- Yes Sir, go ahead please. — When we start our run we will shoot a small, a very
small line to you. On this line are a messenger line, another small line and then will follow our towing
line. It's a Dyneema-Line with a diameter of 80 mm. You have to use more than one bollard for this line,
please use more than one bollard of your bow. --- Do you have understand? —- Okay Sir, okay Sir. ---
You have understand. Please use more than one bollard with our Dyneema-Line. --- Okay Sir. Ahhhh
thank you.

1236

NORDIC NORDIC GA calling. Over. — This is NORDIC. Go ahead Sir. — Good afternoon again. Please
coming. We are ??? dangerous. Over. — That's well understood. So we just need five minutes ago. —
Okay, thank you Sir, need a five minutes.

1237

GA for NORDIC - Yes Sir, this is GA. Go ahead please. — We turn now and start our first run. — Okay,
thank you Sir. | am waiting for you.

1241

GA for NORDIC. — Go ahead please — This is NORDIC. Please DON'T use your engine. Please DON'T
use your engine. — Okay | stop my engine, | stop my engine. — Okay, Thank you. ------- Yes okay Sir,
now are already yet it is stopped. Sir. — Okay, thanks, fine. — Your welcome Sir.

1242

NORDIC NORDIC --- This is GA calling. Over. — This is NORDIC. Go ahead. — Yes Sir you ??? from
port side, from port bow, because starboard bow ??? starboard anchor chain. Over. — Yes we, yes we
know about. We have to shoot with the wind. We shoot with the wind. And then we go to your port bow.
— Okay, thank you Sir.

1247

GA GA NORDIC. — NORDIC. Go ahead please. — Please stop your engine. Please stop your engine. —
Okay Sir, okay Sir, | now stop engine. — Yes, please stop your engine. — Thank you, Sir.

1248

GA for NORDIC. -------- Ahhh ---- This is NORDIC again. So, when we pass your bow we will shoot the
line from our port side, from our port side to you. — Okay, you shoot your line from your port side to our
ship. Thank you Sir.

1249

GA for NORDIC. STOP your engine! — Yes Sir we are already stopping engine Sir.

1259

NORDIC NORDIC GA calling. Over. --------- NORDIC GA calling. Over. ---------- NORDIC NORDIC GA
calling. Over. —- NORDIC. Go ahead, Sir. — Yes Sir, now you are ready starboard, ready? — Yes, we
will shoot now from our starboard side. But we will come a little bit closer to you — Okay, okay Sir, you
from the starboard bow, okay. ---- We stay on your port bow. We ahhh we stay on this side, we stay on
this side. But we will shoot from our starboard side. — Okay Sir. Okay. ??? | come little this side, this
side for you Sir. ------- Yes we will stay on this side. — Okay Sir. You will us from starboard bow sending
a ???. Okay.

1306

NORDIC NORDIC GA. Please beware starboard side anchor chain, please. Please be careful for
starboard side anchor chain. Over. — Everything is fine. We can see both both shackles. We can see
both shackles. — Okay Sir. Your starboard side anchor chain you ... please be careful. — Yes, we are
careful.

1309

GA for NORDIC. — Yes Sir. Go ahead please. — We try to shoot now to your starboard side. We try to
shoot now to your starboard side. — Okay Sir. We ahhhh starboard pick up. — Yes.

1310

Our shooting line is on your deck! Our throwing line is on your deck!

1311

GA for NORDIC. ------- Go ahead please. — Our throwing line is on your deck. You can use it and you
can cut it. No problem. If you have the line you can the other part of the line you can cut. — But hold the
line on your deck. — Okay Sir, your line on my deck, okay ??? to ahhh starboard — But you have to
heave now. You have to heave now the throwing line. And stop, please stop your engine! —------- Yes, |
stop my engine.

1312

GA STOP YOUR ENGINE!! — Yes Sir. | stop the engine, yes Sir | stop the engine. ---- It is too

much ??? now. —--- Ahhhh you can go to my port side, because starboard side more dangerous
because of anchor chain. Over. — We can see. But if you have our line, if you have our line on your
deck, then we cross your bow and go to the port side. We see your shackles. No problem for us. If you
don’t use your engine and your rudder. — Okay Sir, now no using the engine, okay. — Okay, and then
you have to heave our line. — Okay. — For the yellow one you have to use by hand. The yellow one you
have to use by hand. And then will come our messenger line. And you can use your spill. — Okay. --------
Did you copy? —- Okay Sir. The yellow color | use by hand and the messenger use the ahhhhhh ?.
Over. — The winch or your spill. No problem. But the yellow one you have to use by hand. — Yes Sir,
yellow color use by hand and the messenger use by the ??. Copy that. — Alright. Thanks.

1315

GA for NORDIC. — NORDIC GA. Go ahead please. — People are standing on the forecastle and
nothing, nothing else. They have to heave the line! — Okay.

1316

There is Messenger broken, Messenger broken. —- NORDIC this Messenger broken Sir. — Yes we have
seen. We start another try. — Okay. Thank you. — Now no Sir, be careful | am want use my engine. Now
we drifting to the shallow water Sir. | use ahhh five minutes. Okay? — Standby. Wait. — Okay. Thank you
S — Yes okay, you can use your engine. But if we start the next one you have to stop.

1318

GA for NORDIC. -------- Go ahead please Sir. Now ahhh | could near five minutes | start ??? my

shallow water. Over. Sir. — Okay, that’s copied so far. But for the next one: Your guys on the forecastle
have to heave the messenger line very quickly and the orange one you can use by your winch. But if
you have a long, long messenger line in the water, the line will broken again. — Okay Sir. Roger.
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1328

GA for NORDIC. - Yes, go ahead please. — Yes, so we pass your bow now. And then we want turn over
starboard side and then we will shoot again the throwing line to your port bow. So we come closer from
your port side. We try to come closer from your port side. — Okay Sir you want throwing from my port
side. —-- And please give the advice to your crew on the forecastle you have to heaving the throwing
line very quickly. Yes? — Okay Sir. | quickly heave the single line. — Okay. Thank you. — You are
welcome.

1334

GA for NORDIC. Please stop your engine and don'’t use your rudder! Please stop your engine! — Yes
Sir, wait a moment please. Now | just ahhhhh | just ahhhh | just my course Sir. ??? you ??? for ???
okay Sir. — Wait a moment please — Please, please on this heading, please stay on this heading. —
Okay Sir. Ahhhh. This heading. — Okay so we come closer from your port side. ---- Okay Sir.

1340

NORDIC MELLUM (The call remains unanswered.)

1342

NORDIC NORDIC please slack, slack your line. — Slack please. ------ NORDIC NORDIC the line break.
The line break.

1343

NORDIC NORDIC GA calling. Now broken again Sir. ------ NORDIC receiving. Go ahead Sir. --- GA for
NORDIC --- Yes Sir. Go ahead please. Now broken again. — The line is broken again? — Yes Sir. The
line is broken again Sir. — Okay, copy. — Stand by — Okay Sir. We wish you, wish you again Sir. ----
Okay | will try a look and | give him a call. — Yes Sir. Give me line more.

1346

NORDIC NORDIC GA calling. Over. ---- NORDIC NORDIC GA calling. Over. — | read you — Do you
prepare shooting again Sir? — We prepare our next throwing device and then we will shoot again. —
Okay Sir. Thank you very much. Please use more stronger that before. Over. — Yes we use a stronger
line. Yes we try to use a stronger line. But we want to come a little bit closer to you. Then it is easier for
you. — Okay, thank you. ----- Don’t worry at ca. approximately 2 NM to the 10 Meter line. 2 NM to the 10
Meter line. Everything good. — Okay 2 NM to ahhhh. 2?7 .

1349

GA for NORDIC. — Yes NORDIC. This is GA. — Please stop your engine. If you use your engine, it is not
possible for us to see how your heading is moving. — Okay, okay | stop engine.

1353

GA PLC-Line is on deck. — On your starboard side.

1354

NORDIC NORDIC GBT --------- (The call remains unanswered and is not repeated.)

1400

MELLUM, GBT — GBT, MELLUM receiving. — Yes, hello, yes, as just discussed on the phone. Channel
6 — Channel 6. Thank you.

1402

NORDIC NORDIC. Can you slack your line? Can you slack your line? --- You can use the line by your
winch. —- The messenger line too short Sir. The messenger line can you give me more messenger
line? — Yes we send you more messenger line. If you have messenger line on board we will send a little
bit more. — Okay, please send you more for us Sir. ??2???7.

1403

We try to give a little bit more. We try to give a little bit more and give a little bit forward. ------- NORDIC
NORDIC your messenger broken. Sir. ------ NORDIC NORDIC GA. Your messenger is broken, Sir. —
The messenger is broken again? — Yes Sir your messenger, your messenger broken. | think ??? what
happen no where broken. | think your your your ship side broken. — On our ship side the line is broken.
—Yes Sir. ---------- Okay, copy.

1405

Okay Sir, how are reaching you next time, Sir? — Okay Sir, that's copy so far. So our next one will on
your stern. | say again: On your stern. — But DON'T USE your engine. It is very dangerous for us. —
Okay Sir. You want from my stern sending a messenger? — We will send our messenger line at your
stern and we will towing you on your stern. — We will establish the towing connection astern. — Okay Sir,
you want connecting at stern. Other use taking from astern then | pushing to our forecastle? -------- We
will shoot again from astern from our tug to your ship. On the astern from your starboard side. — Okay,
but you ahh from my astern connecting. So | hopeful remove for weather. | think a more better from the
forecastle | think so Sir. -------- I have nothing understand. Can you say again please? — Yes Sir. You
want connecting from my stern. But we use you connect from my stern how | want to move forward.
How to do, Sir? You, you cannot pushing. — We can we cannot push. We cannot push. We want make
you fast astern. We want to make fast astern. — Yes Sir. You make fast him astern. Hopeful moving you.
Okay Sir. Okay. —- But if we start our run | give you a call. — Okay Sir. | prepare from astern. --- Okay, |
prepare the deck for you. Sir. ---- That's okay, you want prepare the deck.

1408

NORDIC, MELLUM. — MELLUM, hello. NORDIC receiving. — Yes, hello. We have just heard that. The
communication is difficult. One more question to clarify. Does he still have both anchors dropped? — He
has both anchors dropped. They are both on the starboard side, too. We do not know for sure if they are
twisted. — Yes, all right. And he cannot slip them? — | do not think he wants to. — Yes, all right. Then |
now basically know. We will stay here on standby for now. If there is anything we can do to help, we are
standing by here on 6. — All right, standing by on 6. Yes, we have now made three attempts to sail
ahead to port. It is not possible. They are too slow, as well. That is why we are now trying to make fast
at the stern. — All right. Good luck. — Yes, thank you.

1423

GA for NORDIC. ------ NORDIC this is GA. — This is NORDIC. So we start our next run. The next run on
your stern. On your stern. We coming from your starboard side. We coming from your starboard side. —
-- Ahhh now you have ahhh to me another line? — Yes, we use another line. — Ahhhh how much ??? ? —
-- NORDIC, your line on my stern? — We come from your starboard side. We come from your starboard
side and passing you and shoot and then we will connect on your stern. We will connect on your stern. -
------- Sir you want the line on my stern. How can you tug me to forward? — This line is a little bit
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stronger as the last one. ----- Ahhh Sir, | think your line tight on my stern. Ahhh, can you help me to
forward? — Yes, this line on your stern we can hold you on position. --------- Ahhh Okay, okay Sir.

1426 | Ahhh Sir. Ahhh the line tight to stern or ahhhhhhh the starboard side? --------- Yes Sir, we will pass you

on your starboard side. In this course we come closer to you. Then we shoot to your starboard side.
And then you get the messenger line. With the messenger line you go please astern and then make fast
astern. ----- And please DON'T use your engine! DON'T use your engine! ----- Ahhhhh Sir, Ahhhh |
tighten ahhhh tighten your line to stern or ahhhh starboard side or port side? --— That’s up to you. You
can use the bollard if you want.

1428

So we will shoot now on your starboard side. We will shoot on your starboard side with the yellow line
and the stronger messenger line. — Okay Sir. Thank you. ----- —We ??7? you very quickly.

1430

Ahhh NORDIC NORDIC GA. ------ Yes Sir the shoot is failed. Shoot is failed. — We prepare another.
We will stay on this position. We will try another shoot. —- But for this time, DON'T USE YOUR ENGINE
please. Please don’t use your engine.

1431

NORDIC NORDIC ----- NORDIC NORDIC GA ------ NORDIC GA ------ NORDIC will stay on this position
and will try another shoot. --- Okay Sir, | want to ahhh tighten your line to my port side, port side number
7 hold, number 7 hold port side. Can you to port side? — Your port shoulder, yes.

1432

GA for NORDIC --- Yes Sir we want make fast on my port side number 7 at hatch coaming. Over. — We
see, we see your line throwing device. If you want you can try to shoot with your line. You can try to
shoot. — Okay Sir, now we ??7? shoot ahhh single line to you. — Try to shoot — We will catch it. — Okay.

1433

NORDIC please go for my port side. We want make fast on number 7 port side. Over. Number 7 hatch
coaming port side. Over. — Yes you can shoot to us. You can shoot to us. And then we will go to the port
side. But you have to shoot with the wind, with the wind. — Okay, Sir. —-- Wait a moment please. — We
try to catch the line. — Okay.

1434

Okay Sir, we have your line on deck. ------ Okay, ahhh we need slack we need slack please. — Slack.

1435

Ahhh Sir. Please keep your line away from your propeller. — GA for NORDIC, on your starboard side, on
your starboard side is a messenger line from us. Try to use this one. — Okay, okay.

1437

NORDIC NORDIC GA ---- This is NORDIC. Go ahead Sir. — Ahhh Sir ahhh can we tighten your line to
my ahhh starboard side number 7 hold starboard side? — Yes, you have a messenger line from us. On
your starboard side. You can use this one. — Okay Sir, okay Sir thank you Sir. — But bring this line
astern. —------ And if it is possible please do a little bit faster.

1439

GA for NORDIC --- NORDIC your messenger already is broken again Sir. — No the is not broken. The is
making fast on your starboard side. Your deck’s man has it make fast on your starboard side. You can
use this messenger line and bring it on your stern. And then you can hold this line or heaving this line.
On this messenger line is our jager line, our bigger one messenger line. — Okay Sir.

1440

GA TAKE THE LINE FROM YOUR PORT SIDE, ah STARBORD SIDE THE SMALL LINE TO THE
STERNIII — ??? Yes starboard side. Only broken this line.

1441

GA for NORDIC. — Yes this GA. Go ahead please. — What is with YOUR throwing device? You gone,
one guy goes astern with the yellow box. Why don'’t use it? — | want ahhhh | want ahhhh make fast my
ahhhh 7 number 7 hatch, Sir. There is easy for our using the main engine, Sir. There you or or or you
have clear my stern. | think a more better from a starboard side number 7. Okay now we heave we take
on board the single line to now. — Okay, we, we want to try another shoot from our port side to you and
then if that fail you can use your, your throwing device. — Okay Sir, okay. | am waiting.

1443

NORDIC NORDIC. Now we are drifting to the shallow water. | want use my main engine. Give me 5
minutes. Okay? ---- NORDIC NORDIC now we are drifting to the shallow water. | want use my main
engine. Give me 5 minutes. Okay Sir? — You can’t you can’'t use you can’t use your engine at this
moment. We stay astern of you. Please use your yellow line and throwing device. The yellow box. Use
it! And we will catch it! — Okay --------- But DON'T use your engine! DON'T use your engine! — Yes
unfortunately now we drifting to the shallow water now. Very dangerous for me. Sir. — But if you use
your engine it's very dangerous for both. — Okay, now quickly make fast, then | can use my engine.

1444

NORDIC you wait a moment please. | use my engine 5 minutes. Okay? ------------ Don’t use your
engine! You can use your engine if we, if we go to another, if we go to another side. —- First you shoot.
Shoot with your throwing device. — And after that you can use your engine. --- Now we we we ahhhhh
now we we ahhhhh aground Sir! Wish with ahh using engine 5 minutes. Okay? — The line is, the line is
on your deck! The line is on your deck. Don’t use your engine! —------ Okay Sir. | no use my engine.
Okay.

1446

GLORY for NORDIC - Yes Sir. Go ahead please. — Fast the line astern, astern not on the bow!!! — Ahhh
astern no good. Forward on my starboard side, okay Sir. --- Not forward, not forward!!! — On the ahhhh
number 7, number 7 hatch hatch number 7 ahhhh hatch cover. Okay. This is ahhh main deck. Okay this
is ahhhhh main deck. --- Okay, you go on your starboard shoulder. Yes? — Yes Sir. | ??? okay. — Make
fast on your starboard shoulder. Okay. Understand. — Okay Sir, okay. — Please slack, please, from here.

1449

May Day-Tug. May Day-Tug please keep your line away from your propeller. Keep your line away from
your propeller. — Yes, about the orange line, you have to go to your — to your fairlead or ??? or
whatever you have there. And then you can use your spill. — The orange rope is a messenger line. On
this messenger line we will send the towing line. ------ — GLORY did you copy that?
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1449

MELLUM, F., do you copy? — Yes, J., receiving. — Look, we now have it at the leading edge of the
bridge, they are putting it in the hawsehole. We just cannot seem to tell them what to do. Or they do not
understand. They are now going through a hawsehole at the leading edge of the bridge. And then on a
bollard. Assuming this works, | will hold him in the wind for now and then you would have to somehow
make an aft connection or maybe even at the bow. — Well, | have already said, well, with us at the
moment, we have this low working deck, it is really perilous to send someone down there on deck now,
especially with the heavy swell. That is not something | really want to do. — Well, okay, | just wanted to
say that we, we have to see, if | can actually get a line over here, then | will be happy for now. And then
we will have to see if we can somehow hold him before he runs aground. — Yes, precisely, we are going
to move a little closer shortly. | do not understand why he is not slipping his anchors, or at least one for
now. Maybe he can even hoist in the second one. But if he slips the anchor, and he has engine power,
then he could actually sail into the wind like that. — Yes, as you see, we cannot even get them to
understand what to do with the lines. — Yes, | got that. Very difficult.

1452

GA for NORDIC - Yes, go ahead please. — Okay, on the ??? orange line will come another line. That's
not the towing line. You have to use this one also by your spill. — Okay, we use the spill. And you, you
will give another t(hr)owing line? — Yes, may be. The next one is grey, is grey, it's a, it's a DYNEEMA.
The next one is a small DYNEEMA, and then will get you will get a big DYNEEMA. — Okay, | ahhhhh we

use one line more heaving up. Yes. — Okay.

1454

NORDIC, MELLUM — NORDIC receiving, hello. — Yes, hello again, question, | noticed when the GA was
sailing under engine power, she was able to hold steady and did not move closer to the shallow water.
Would it not make sense to restore that condition, that he re-starts the engine and then holds steady
until the other BT is there? It is supposed to be here in half an hour, three-quarters of an hour. — Yes,
we can try that shortly. We are going to try to establish our towing connection first. Our Dynaflex is
already over there. They still have to haul in a good, about 80 metres of line, and then our Dyneema line
will be over there. Then we will have him for now. Then we can at least hold him a little. And then we
can make it long and sail with them for a bit. Then he can use his engine again, too. But we are a little to
the side of his stern now. And if he uses his engine now, then we will drift away. — Yes, all right, sounds
good. Okay. — Yes, all right, we will be in touch shortly. Bye.

1458

STOP YOUR ENGINE! STOP YOUR ENGINE! —-- Yes, | stop engine. Now only half a mile to shallow
water. — No, stop your engine! You moving to us! — And you get the towing line in your propeller. — Okay
Sir, now engine is stopped Sir.

1459

Sir, DON'T USE your engine till the towing connection is established. — Don’t use your engine. — Roger

dangerous. Now we shipping to shallow water Sir. — Okay, Roger, no don’t use the engine.

1500

So what is the safe work limit of this bollard? ------------ GA for NORDIC — NORDIC thank you very
much. Now all they made fast. ---- Okay, now | want using my main engine Sir. Now we are shipping to
the ground nearly ground. — DON'T use your engine. We have to make long. We have make long with
our towing line. And when the towing is line is long and tide, then you can use the engine. But not this
time! And what is the safe work limit of your bollard? — Okay, don’t use the engine. Okay Sir. ------ Okay,
what is the safe working limit of your bollard? — Okay, you make your bollard for me Sir. Now we ship
here to the, ship here to the shallow water. ----- Sir, we want to hold you, we want to hold you on
position. But what is the max, the safe work limit on this bollard? — Okay Sir. You hold on my position
now. You. Okay, thank you Sir. —--- Sir, can you please look, what is the safe working limit on this
bollard? ---- Now we can use my propeller? --- No, don’t use your engine! Don’t use your engine! We
need the safe working limit on this poller, on the bollard, on this bollard, if you connect our towing line.
How is the safe working limit on this bollard? — Okay.

1503

Sir, it's enough space. There are a half mile to the 10-Meter-Line. Please what is the safe working limit
on your poller, this poller where you put the towing line? — Okay ??????????? — Okay Sir. ------ How
many tons we can tow on this poller, how many tons we can tow on this bollard? --------- Okay Sir, wait a
moment please. — We use a knife(???) okay. — Okay.

1504

Okay Sir, now already cut. (???) ---- Sorry? — Now already, now can use my engine Sir? —What is your
safe working limit for your bollard? — It is 8-6-6 "k" "n". ------ 8-6-6 "k" "n" ----- 8-0- tons. Is it correct? —
Ahhhh --- ah 6 tons ahhhhh 8 hundred 6-6- Kilo November. Over. ---------------- Please repeat.

1505

Now Sir, can | use my engine? ----- Hallo Sir ahhhh can use my engine Sir? ---- Please say again, what
is the safe working limit of your bollard— Bollard 8 hundred 66 Sir ahhh "k" "n". ----- new kilo new. — 66
kilo newton. Is that correct? — 8-66 kilo new. — 8 hundred 66 kilo new ----- 8 hundred 66 kilo newton —
Yes, Sir. Roger -------- This is the bollard ????? Sir. ---- This ahhhhh --------- 29?9?7777 - My bollard
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1508

NORDIC NORDIC now | am using my engine. Sir. — We want remove from dangerous shallow water.
Over. — Please say again. — | want using my main engine now we drifting we drifting to shallow water.
We want use the main engine. And remove full ahead. Over. ---------- Don’t use your engine! — GA for
NORDIC - Yes Sir, go ahead please. — Sir, your rudder please hard port, hard to port and — Okay hard
to port — Slow engine and hard to port. — Okay, hard to port. And ahhhh using engine? --- You can use
your engine. Don’t use the anchor, just your engine and your rudder. — Hard to port and slow ahead. —
Okay hard a port, slow ahead.

1510

Now we are hard port and main engine slow ahead. ------ Yes Sir, we want to try to put your stern into
the wind. And then we will hold you on this position. And don’t drift more to the 10-Meter-Line. — It's safe
Sir. Everything is safe. — Okay, thank you Sir. ---- Please pull me more far from the shallow water. Okay
Sir. — You are safe, you are safe, no problem. — Thank you very much, Sir.

1513

MELLUM, NORDIC — NORDIC, MELLUM - Yes, we have made a towing connection. Now made fast
with Dyneema line and almost 400 metres of cable. Trying to hold him here for now. Trying to pull him
into a position where we can hold him securely now and then we can see. — Yes, all right, 400 metres of
cable and Dyneema probably? — Yes, exactly, Dyneema, but unfortunately without chafing protection. —
Yes, the hawsehole is at the leading edge of the bridge? — Yes, the hawsehole is at the leading edge of
the bridge, starboard shoulder. — All right, good, we will keep our fingers crossed, we will then have
achieved something. Keep up the good work, we will keep our fingers crossed. — Yes, all right. We will
be in touch if there is anything new to report.

1516

NORDIC, MELLUM

1517

NORDIC, MELLUM — MELLUM, NORDIC receiving. — Yes, NORDIC, MELLUM, for information, |
passed everything on to the CCME and the BT will be here at the scene in about an hour. (A radio call
is made immediately after between two uninvolved traffic participants rendering a possible answer by
the NORDIC inaudible.)

1518

GA for NORDIC ----- NORDIC go ahead please. — Yes Sir, please stop your engine. — Okay, stop my
engine. — Okay, thank you.

1527

NORDIC NORDIC GA --- NORDIC receiving --- GA for NORDIC — Yes, NORDIC. Can | use my engine?
— You can use your engine. You can use your engine. But we want, we will your stern into the wind, we
want to try to get your stern into the wind. And then we will pull you slowly, very slowly out of the shallow
water. — But astern, astern. — Okay Sir. Thank you. |, my engine is ahhh ahhh astern. Thank you Sir.

1528

GA for NORDIC ---- Go ahead please. — Please don’t use your engine. Don’t use your engine please. —
So we will we will put you, we will pull you. — Okay Sir, thank you, okay | don’t, | stop my engine. —
Thank you. — Thank you Sir.

1528

Our task is to hold you on position. We bring you out of the shallow water and then we hold you on this
position. (Immediately before this message from the NORDIC, an uninvolved vessel transmits a radio
message in English. Consequently, it is not clear whether the message from the NORDIC is an answer
to the previous radio message erroneously attributed to the GA or whether there actually was a request
from the GA, which the other radio message in question drowned out in the VDR recording.)

1529

shallow water Sir. — Yes Sir, we are pulling you out of the shallow water. But it needs a little bit time. It
needs a little bit time. So don’t worry, it's enough water and we will put you up. — Okay Sir. Now | can
use my engine slow ahead? — No, no. Don’t use your engine. Don’t use your engine. — Alright Sir, don’t
use the engine.

1530

NORDIC, MELLUM — NORDIC - Yes, what position does he have his rudder in now? — | hope he has it
midships. — Yes, maybe ask again, well, we still have it at something like hard to port or half to port or
whatever it was — Yes, we will have another look right away. — Yes. (The rudder position is midships in
the VDR at this point.)

1530

No, everything is all right, he can stay like that. As long as he does not use his engine and work against
us, everything is okay. — Yes, all right. Can you not give a little back? — Yes, we are trying to position
ourselves right now. We only have 4 to 5 metres of water beneath our keel and some pretty decent
breakers are rolling in here. — Yes, all right. | do not want to interfere. — All good. No problem.

1531

GA for NORDIC ----- Yes Sir, go ahead please. — Sir, can you use your engine please dead slow
ahead? — Okay, dead slow ahead. ---------- GA NORDIC Did you copy? — Yes Sir, dead slow ahead Sir,
now. — Dead slow ASTERN! Dead slow ASTERN! — Okay, dead slow astern. — Okay, thank you. —
Okay, Sir. -

1532

MELLUM, NORDIC — We are receiving. — Yes, we will give it a try. He is now slowly going astern with
engine. Maybe we will then be able to get him around faster. — Yes, | was listening. — Yes, all right.

1536

GA GA GBT Channel 0-6 — GBT go ahead please. — GA GBT. Good afternoon. Do you have one VHF,
can you change over one VHF to channel 8-0 and standby on 0-6? — You want me standby 0-6? —
Standby 0-6 and change one VHF to 8-0 please. | call you on 8-0 then. —- Ahh Sir, Ahhhhh what you
mean, please say again. — GA GBT | want YOU TO CHANGE ONE VHF TO CHANNEL 8-0. Over. —
Yes Sir, | standby 8-0. Another VHF standby 8-0. --- Alright, | call you on 8-0 now. --- Okay Sir, thank
you.
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1537

GA GA GBT — 8-0 — Yes, | standby this channel. Good afternoon Sir. — Good afternoon GA. Right now
seems to be good. | have to give you an instruction now. Please listen! Are you ready? — Yes Sir, go
please. — First question. Am | talking to the captain? — Okay Sir. — Yes Sir, go ahead please. — Yes,
okay, Captain of the GA this is GBT channel 8-0. Well right now you are towed by vessel NORDIC. This
is an emergency tug. But for further work | give you the instruction to take three tugs with bollard pull of
8-0 tons. | repeat: | give you instruction to take three tugs with 8-0 tons of bollard pull. Two tugs forward
and one aft. Did you copy my instruction? Over. — Okay Sir, two tugs forward, one tug aft. — But my
engine in good ahhh, my engine in good order. Sir. — Never mind. You have to take these tugs anyway.
So please arrange with your agent that you have to take three tugs of 8-0 tons of bollard pull. — Okay, |
??? 8-0 tons bollard. But this morning time | asked my agent, Sir. He speak no tug available for me.
Over. — Yes, well there are tugs already on the way. There will be tugs already on the way. So it’s just
for later in the afternoon and in the evening when the tugs are there. You have to take three tugs! | give
you this instruction now. And if you do NOT take them, we will give you further instruction and we will do
that on your expense. Alright? — Okay Sir. We arrange three tugs. Two forward, one aft. And 8-0 tons
bollard. Over. — Yes, okay. So please arrange that with your agent. One tug, so far | know, is already on
the way. It is called BUGSIER 9. | repeat the name of tug: BUGSIER 9. It's the first tug. And please
arrange that with your agent. — Okay Sir. One tug is BUG 9 and already underway. And another we
arrange order from my agent. Over. — Yes, please arrange with your agent that you have to take three
tugs. Over. — Okay, ahhh we ahhhh order another three tugs from my agent. And one tug already
underway. — Yes, that’s correct. — Okay, thank you, Sir. — Three tugs, okay, standby on channel 0-6, 1-6
and 8-0 please. — Okay, standby 0-6, 1-6 and 8-0.

1546

F., MELLUM, we have broken off. — Yes, J., connection broken. Understood. — Shit, it was working okay
all the time, and then snap. — Yes, then | would suggest, then tell him to slip his anchors now and then
sail seaward at full power. — Yes, | agree.

1547

GA for NORDIC ---- NORDIC this is GA. — Yes, our connection is broken and advice you slip your
anchors and coming out from the shallow waters with your engine. — Okay, | using my engine now.

1548

GA GA GBT 8-0. — Yes. Go ahead. — Yes, so far | know, the connection is broken. So slip your anchor.
Instruction: Slip your anchor and move out of shallow area by yourself. Engine is running? — My engine
running. Thank you Sir. — Okay, so slip your anchor! Let go! — Slack my anchor? — Yes, slip it, drop i,
everything away! — Okay Sir.

1549

GA Coastguard-Vessel MELLUM ----------- Yes Sir, this is GA. — Yes, GA Coastguard-Vessel MELLUM,;
| advise you to slip both anchors now, to slip both anchors! Let both anchors go and proceed with
engine power against the sea! — Okay, slack both anchor.

1602

GA MELLUM

1603

GA MELLUM — Ahh ------ Ahh who calling GA? — GA Coastguard-Vessel MELLUM how is the situation,
is one anchor slipped or both anchor are slipped? — Both anchor slacked, both anchor slacked. — Not
only slack, you have to slip them. You have to drop them away. Let them go. — Ahh let them go? — Yes
let them completely go and then proceed with engine power to NW. — Ahhh. If | let them go my ship shift
to the shallow water. — Yes, but you have engine power. You can use engine to get away from the
shallow water.

1604

Ahhh Sir, maybe now | ahhh the rudder ahhh because the ??? ahhhh no answer now. ---- Say again
please | did not understand. ----------- Ahhh Sir, | think ahhhh think ahhhh

1607

GA GA GBT --- This is GA. Come in please. — GA Question: Are your anchors slipped away? Over. —
Not yet, but | am now not under control. My rudder, my rudder is make trouble. No working. — Repeat
information: Your rudder is not working, make trouble. Okay, thanks for information, but try to slip away
your anchors. Cut offl And let me know any news. — It's critical Sir. | am very needs anchor, needs
anchor now.

1612

GA GA GBT - GBT go ahead. — GA please give me information what about your engine? Is engine
running? -- Yes my engine no problem, but my rudder my rudder no answer now. Ahh ??? ahhhhh

RUDDER is not working. No control. Is that correct? — Yes Sir, yes Sir now ahhhh starboard 30 my
ahhhh rudder starboard 30 no answer. — Okay. Question: Do you have a bow thruster? Is it working?
Over. — Ahhh Sir. What? — Your bow thruster. Over. --- Ahhh | haven’'t no bow thruster. — No bow
thruster. Okay. So you still have engine, engine is okay, is running and rudder is out of control. Correct?
— Yes, Sir. — Okay, so what about the anchor? Are they still connected or you already slipped them?
Over. — Ahh Sir, anchor now ahhhh because no no rudder, because rudder no answer | can’t slack, |
can'’t it drop, give away the anchor, because if | give away the anchor to the shallow water more quickly.
—-- Received Information: You did not slip anchor, because of rudder did not under control and you try
to keep position with anchor. Correct? — Yes, Sir. — Okay, thank you. Standby 8-0 and 0-6. — Okay, 8-0
and 0-6- ; Sir, another two tug, what time coming? — | can’t tell you anything about that. Just try to move
NW. If this possible, try to move NW with your engine. Over. — Okay Sir, | try my best. Thank you Sir. —
Information: Right now still high water, | repeat: right now still high water. You still have a little bit time.
But you have to move out of shallow water, if possible. Over. — Okay Sir, now high water, | try my best,
try my best. — Ja, okay. Good watch! — Thank you Sir.
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1627

Has no towing connection, no nothing! Look at how close we are to the shore! What are we going to do
now? Wait, we have got to get the next ones down. — | didn't understand you. — Do you understand? —
| cannot understand you — All right, that was only for down here, all good. —

(Radio call between BT members using personal transceivers.)

1631

No towing connection, no nothing!

1632

LET GO, LET GO!

1633

The NORDIC for the MELLUM — MELLUM, NORDIC receiving — You are being called on aeronautical
radio — Okay, just a second.

1637

Oh ha! Hallo Guys! Looks good... You are okay? — Okay, okay, Sir. ----- Well, we are now going to
make an announcement here. Now what can we do for you? What's the problem? What can we do for
you? | see no ??? on the bottom. ???? — You, you are coastguard? — Coastguard? Not, not really! We
are rescue, only rescue for you. — Tugboat ??? Tugboat ??? — Tug boat Tug boat. Yes. We have a tug
boat here. — Only one tug, tug boat? — Tug boat Tug boat — Only one tug? — Well, we now have to get in

now over agent are arranged. Two tug boat. — You have speed over ground a ??? — You have
dangerous running out. — Dangerous yes — Okay, go ahead, okay. Let's go. The rudder is — ? —
Starboard, Starboard full. — Where is the anchor on the bottom? Or two anchors? - Yes, two

(Further discussions then ongoing on the bridge between members of the BT in German and between
the BT and GA's master in English. The recording quality is poor and does not permit a reliable
analysis.)

1641

NORDIC, NORDIC for GA. — NORDIC, NORDIC for GA, GA.

1642

GA from the MELLUM. The NORDIC is on channel 6 as working channel. — 6, all right. Thank you. —
NORDIC, NORDIC for GA.

1642

GA, MELLUM

1643

This is GA. Come in please. —- GA MELLUM --- Pardon Sir. — Yes, could | talk to the boarding team
please? — Yes, we are receiving. — This is the GA BT, hello! — Yes, hello, this is MELLUM. You just
called the NORDIC. | was just trying to relay. But they should be on 6, too. — NORDIC, MELLUM —
NORDIC receiving on 6 — Yes, do you want to talk to the BT directly? — Yes, all right. — NORDIC for the
BT — Yes, one after the other, the BT for the NORDIC — Yes, the BT is now on the radio. — Well, we are
on board now and want to ask what we should do next? — Yes, well we should definitely tie-up. The
latest information up until now was to tie-up at the stern. But | do not know how to get there. We will
have to approach and have a look. — Yes, the problem is just here, we have the two anchors forward on
the bottom and they are not holding, they are slipping. And if we tie-up at the stern, how does that help
us? That we then turn him, or how is it supposed to look? — Yes, unfortunately we had him from the side
hawsehole because the team did not realise or understand that we intended to tie-up at the stern. We
could then have held him in the sea. But now the BT could make fast aft through the central hawsehole.
— Okay, the only problem is that we have been told the towing connection is already in place when we
get there and we should just cut off the anchors. Well, now we do not have any equipment, either. No
throwing device or anything. We will have to deal with it somehow. — Okay, did they, yes, we have
already used up a lot, we now have two ready. And yes, do they not have any burner tackle there? —
Yes, hard to say, we have only just arrived. We will have to ask again. In any case, we will have to go
aft here first and have a look at the situation, what the best way is to do it there. — Yes, all right. We are
coming there any minute, we are almost ready with a new line, etcetera. And then we will take a look at
it. — Question, what kind of line are we getting? Dyneema, or what? — First the rocket line, then the
heavy messenger line and attached to that is the Dyneema line. — All right, okay. We will come aft first.
— Yes, all right.

1645

PIROL, PIROL, MELLUM (Unsuccessful attempt by the MELLUM to contact PIROL (Federal Police
helicopter) on VHF marine radio.)

1646

NORDIC, MELLUM— MELLUM, NORDIC - Yes, hello again. | just spoke to the CCME again. They are
putting the helicopter on standby now, so that it is available to us. If we still need a line throwing device
or projectile, we still have plenty on board. We could provide that, of course. — We have new lines on
deck and we will see if we can move aft now. — Yes, as | said, if you still need a line throwing device or
projectiles to make the next connection, we can help you out, we still have plenty on board. — Yes, all
understood. Thank you!

1647

We are now sailing ahead at one knot. | have no idea why we do not cast off the anchor now. We are
sailing ahead. (Discussion among the BT.)
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1648

The MELLUM, the MELLUM, from PIROL.

(Call from the NORDIC to the MELLUM. The MELLUM had apparently been called by the Federal
Police helicopter on VHF aeronautical radio before. The MELLUM failed to respond and because the
NORDIC overheard the unsuccessful call, she informed the MELLUM of the helicopter's call.)*®

1650

MELLUM, MELLUM from PIROL on channel 16 — PIROL, MELLUM on 16 — Yes, you called PIROL.
Can | relay anything? — Yes, there was a request that PIROL fly to Helgoland, refuel and then remain on
standby. It came from the CCME, from the CMT. — Yes, that was relayed, they are already heading for
Helgoland. — All right, thanks!

(The NORDIC is evidently acting as a relay station between the helicopter on aeronautical radio and the
MELLUM on marine radio.)

1650

BT for the NORDIC. — The BT, BT for the NORDIC — Receiving — Yes, hello, this is the NORDIC. What
other equipment do you need? What can the Super Puma (type designation of the Federal Police
helicopter) bring over to you? — He has the engine on full ahead, both anchors ??? and holding steady
with hard-over rudder position and we are....... (No recording.) — Okay, we have understood all that. The
guestion is what equipment you still need from our BT?

1651

BT again for the NORDIC — (15 seconds of interference) — No, the helicopter will be coming back again.
The helicopter is coming back again and would collect some equipment from us, from the three BT
packs. The question is what else you need? What you already have and what other equipment you
need from us. — (Then interference/range of the BT transceiver too short? At any event, no answer from
the BT can be heard in the VTS recordings or GA's VDR.) — All right, good, we will pack then, get three
bags ready here for the lads. Then you will virtually get our equipment and have what you might need
over there. — (Interference, presumably the BT's answer.) — Yes, all right, we are standing by on 6.

1656

anchor 9 shackles — And starboard? — Starboard side 7 on deck — 7 on deck? — Yes. — (Discussion on
the bridge of the distressed vessel between the BT and ship's command of the GA recorded by the GA's
VDR.)

1656

MELLUM, F., are you receiving? — NORDIC, MELLUM - Yes, hello F., J. here. Look, we just need to
clear this with the CCME. Because the BT does not have any equipment and they are supposed to pick
up the packs here. We have to do that before we have the line connection. Otherwise they will not be
able to get it. Would it be possible for you to pack a small bag for safety's sake, for line and projectiles
for the line throwing device? — Yes, just line throwing device and projectiles or anything else? — We
really only need lines and projectiles. Yes, so the projectiles with the lines. — Yes, we will get a bag
ready. Yes, | will see how much we have left. And otherwise, the line throwing device alone is not
needed? — No, we have two of our own. Then all's well. Now we are just, because we tried so many
times to get the line over, we are a bit short now. We now have two clear attempts and we might still
have the option of setting up three emergency solutions. But that seems a little risky to me. There is not
much water left. — Yes, all right, we will prepare a bag of PLC projectiles and let you know when it is
ready. — Yes, all right, when the chopper flies the bags over, it can set down the bag here, too. — Yes,
precisely. — All right. Thank you!

1700

Your company? — My company? — Yes. — We are ARGE, ARGE that is not a company. It's not a

(Discussion on the bridge of the distressed vessel between the BT and ship's command of the GA
recorded by the GA's VDR.)

1701

The company is ARGE KUSTENSCHUTZ, you know, this is the name for the company, ARGE
KUSTENSCHUTZ. | spell A-G — K-U-S-T-E-N-S-C-H-U-T-Z (Repeated several times.)

(Continuation of discussion on the bridge of the distressed vessel between the BT and ship's command
of the GA recorded by the GA's VDR.)

1703

The steering gear's transmission — presumably cannot take the load — so what do we do now? —
NORDIC — central hawsehole — line over — and then....... (Discussion among the BT on the GA's
bridge; remainder of discussion cannot be analysed because of poor recording quality; BT evidently
preparing for the operation on deck and leaves the bridge at about 1708. After that, no more calls from
the BT were recorded by the bridge microphones.)

45 Note: The Federal Police helicopter has various communication options. On the day of the accident
one of them failed, notably the VHF marine radio system. The crew of the helicopter therefore used
VHF aeronautical radio for communication with the NORDIC after this had been agreed upon
previously by mobile phone. The MELLUM was not aware of this fact. She concentrated on VHF
marine traffic in the usual manner and was therefore evidently (temporarily) not receiving on the
aeronautical radio channel used by the helicopter.
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1704

The BT on GA for NORDIC

1704

NORDIC, MELLUM

1705

The BT for NORDIC

1705

BT, MELLUM

1706

BT GA for NORDIC

1707

MELLUM for NORDIC — NORDIC, MELLUM - Yes, the BT called us? — The BT called once. Yes. — The
BT for NORDIC (The BT's call is not contained in the recordings of the VTS or the GA's VDR.)

1707

NORDIC, MELLUM — NORDIC receiving. — Yes, if he catches you again in a minute, have they already
seen what the problem is with the steering gear or rudder? Or can they even confirm that? — No, they
just told us that they wanted to see what was going on. But | cannot reach them right now. — Yes, all
right. Yes, at the moment he is actually making good headway, toward WNW back into a deeper area.
That looks pretty good. — Yes, precisely. — Yes, the chopper is now taking the BT's bags across and
then we will see if we can perhaps still catch your bag. Just to be on the safe side. — Yes, all right. He is
with you now, yes? — Yes, precisely. Then thank you for now. — Yes.

(It is clear from the call that it is evidently difficult to reach the BT on VHF radio at present.)

1709

BT GA, BT GA for the NORDIC.

1711

GA for the NORDIC. — Yes, receiving. — Yes, this is the NORDIC again. We are sending you our three
BT packs now. The helicopter is bringing them over to the distressed vessel now. — Yes, the three
boarding packs. — | think they have all the equipment you need, including burner tackle. — All right. —
And what is the situation with the distressed vessel's rudder? — Yes, that had all dropped out before and
then they had new again [sic]. So, we assume that, just when going down, it did not work again. | do not
know. — Okay, | get that for now. Standby on this channel. —--------- Okay, | asked again. Rudder is not
working, is out of order. — Okay, rudder is out of order. All right, we have got that so far. — Yes.

1716

NORDIC, BT - Yes, the BT for NORDIC. — Yes, is he now flying three times with the packs? — No, he
only has one more flight. He will have to take both packs now and bring them over — Okay, both packs
now. Okay.

1716

Yes, F. (MELLUM), he might not pick up the pack from you then. — Yes, understood.

1718

NORDIC NORDIC GA calling. Over. ----- NORDIC NORDIC GA calling. Over. — NORDIC receiving.
NORDIC go ahead Sir. — Yes Sir, please come ahhh connecting on my stern. ----- Please coming on the
connecting on my stern. Sir. Now we are right to the shallow water. Over. — NORDIC that’s copy so far.
We want to establish the connection on your stern. — Yes Sir, | want to connecting on my stern. Sir.

1719

BT for the NORDIC — The BT for the NORDIC — Yes, BT receiving. — We have now put the burner
tackle in a pack. Another pack is coming. — One pack, yes, all right.

1725

NORDIC for the BT — Yes, we are receiving. — We now have the pack at the back on the aft deck. —
What should we do next? — Yes, well, | will probably have some problems with the draught here. The
waves are still a good four metres, if not more. | will have to see how close | can get now. If not, we will
have to come up with something else. — All right, have a go, then let me know, yes? — Yes! — You can
see us here.

1726

NORDIC again for BT — Yes, we are receiving. — You are passing over line, yes? So you are shooting a
line? — Yes, we are shooting a line. But keep your device at the ready, too. We do not have many more
chances. — Right, we will do it like that. All right! — Yes.

1732

(From this point on, various different alarms relating to both steering systems are recorded in the alarm
log of the GA's VDR, which indicates the total failure of the system. This was probably caused by
mechanical damage to the rudder blade or its support system as a result of temporarily grounding.)

1734

The BT for the NORDIC — Yes, BT receiving. — Do you have the impression that he is already aground?
— Yes, yes, he is swinging, yes, yes. — (Another indication that the GA is already sporadically grounding
at this point.)

1736

NORDIC, BT — He tells me he still has 1.90 metres beneath the keel. — Okay, all right. Aft then, yes.
Where does he have the echo sounder? That would also be interesting. — Okay, wait.

1737

The BT for NORDIC — Yes, BT receiving. — What is the position of the rudder? — Yes, standby. Well, the
echo sounder is under the bridge, so to speak, i.e. aft. — Yes, all right. — Then there is the question of
whether he might be able to sail out a little? — Well, he has no rudder. — Okay — Yes.

1738

The BT again for the NORDIC — Yes, receiving. — Yes, instruction from the CCME. He is to start with his
engine again and once more head northward. So, he has to try to move out at least a good half mile to
mile under his own steam, otherwise we cannot get to him. — | will tell him, try to explain it to him. — Yes,
all right. — This can only go wrong. That is how it is. — Yes, | know, | have already spoken to him. — | will
tell him. — Yes.

1740

NORDIC, BT — BT for the NORDIC, receiving. — Yes, well, the chief mate here, he does not understand
a thing. Can you contact the master above, he says. You should contact the master above on the bridge
directly and tell him to sail ahead. — Okay, all right. — Yes, thank you. (During the previous call between
the NORDIC and BT, the BT was on the distressed vessel's aft manoeuvring station. Since it was
apparently not possible for the BT to explain the intentions of the NORDIC to the chief mate, who was
also present on the manoeuvring station, the BT requested that the NORDIC contact the GA's master
directly.)
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1740

GA for the NORDIC. ------------ NORDIC this is GA. — Hallo Sir, you have to use your engine and go
minimum a half mile in northerly direction. Please use your engine and go a half mile in northerly
direction. — Yes Sir, now my engine is full ahead. — This heading, you have to go this heading. — Ahh
Sir, my engine is full ahead. But ahhh my ahhhh rudder cannot answer now steady on starboard 30. -----
- Okay, that's copied. Try to go more to north.

1742

BT for the NORDIC. — BT receiving. — Could one of you please go to the bridge again and explain to the
master that it is also possible to control the rudder by hand amidships? — Yes, | will give a briefing on
the rudder ??7?, yes, will do. — Yes, we all understand you here. All good. We also tried to explain to him
earlier where to put the line... But somehow he must know his ship. So, somehow he must be able to
put the rudder to midships. — | will go there. — All right, thanks. (It follows from the call that at the time in
question neither the master of the NORDIC nor the BT knew that the GA's rudder had sustained severe
mechanical damage, meaning it could no longer be operated using the emergency steering.)

1744

NORDIC, BT — NORDIC receiving. — Yes, well, they cannot even steer from aft. They have no, no
communication. It does not work, he said. — Okay, it does not work. Okay. And with no communication,
nobody can put it to midships at the stern? — No, he cannot do it. So, he cannot get it moving. So, he
cannot steer from aft. — Okay, we have got that now. Well, then he must try to somehow get half a mile
northward because we cannot get to him. — Yes, all right. — Something is going on here. So, he is
turning somehow, yes? — Yes, we see that. He is sailing in a circle right now. We saw that. Only the
small tugs, they come, they come, yes... (At this point, the radio call is interrupted by a call from the
GA's master to the NORDIC. See next line.)

1744

NORDIC, NORDIC, GA — NORDIC, NORDIC, GA — NORDIC receiving — Sir, now you are coming to my
stern? — We can’t get to your stern. There is shallow water. It's not enough water for us. You have to go
a little bit more to north. — Okay, | go a little more to north.

1745

NORDIC, BT — NORDIC — Well, he just said it will not take long until they are lying in the dirt. — Yes, we
can see that. But he is quite a lot further north than he has been. But we cannot get any closer, either,
because our draught is six metres. We now have one more metre of water beneath the keel and the
small tugs, which are coming out, they are coming with a draught of 6.20 metres. — All right, okay.
Good. We will say again that he has to manage it somehow. — Yes, all right.

1746

BT for the NORDIC - Yes, receiving. — So, we are looking at the possibility again of moving to the
forecastle. Because we have much more water there. We are in the process of preparing a 200 metre
line with a balloon, just in case. Maybe you can fish them out somehow. — Yes, well, that would be an
idea, somehow. — We will try to get on your windward side and then we will see if we can throw out a
line of 200 metres with a balloon on it, maybe you can fish it out somehow. — Yes, we will see, all right.
— Yes, all right.

1748

GBT, BUGSIER 9 — Yes, BUGSIER 9. GBT receiving. — Yes, we are now on the River Jade between 7
and 8 and wanted to go through the inshore traffic zone to the NORDIC behind the 7 then after 2-8 . —
Yes, we are waiting for you. Question, are you the only tug? We were told there are three tugs. — Yes,
10 is still on the way and the JADE. — The JADE, and what was the other? — BUGSIER 10. — BUGSIER
10 and JADE, all right. When are they expected to arrive, all three of them? — Oh, well, | need another
hour. And the others — 10 is coming from Hamburg, it will still take a while. — 10 is from Hamburg. Yes,
all right. Okay, we are up to speed. Yes, at the moment he is in a bit of an awkward position, probably
for you, too. Yes, NORDIC is on it, but only has one metre of water under the keel. You will also get
there with a good draught. Well, he has to move a little further north. Otherwise, there is not much you
can do. But we will wait for now until 1900. Maybe something will happen. — Yes, | will go there first. |
will listen in on 6 and then we can take a look.

1748

NORDIC NORDIC GA calling. — Please connect on my forecastle. Okay Sir?

1749

NORDIC NORDIC GA calling. Over. ------ GA for NORDIC - Yes Sir, please connect on my forecastle.
Okay Sir? --- We try our best, but we have shallow water here. So we try our best. — Okay, and if more
better connect on my forecastle. Forecastle more better, Sir. — So please repeat your message. —
Pardon Sir. — Please repeat. — Connect on my forecastle because shallow water on my stern.
Forecastle more better, Sir. — Yes we will try to have a wired connection from your bow. — Okay, |
ahhhhh ahhhhh ahhhh call my crew of forecastle.

1751

NORDIC, BT

1752

NORDIC for the BT — Yes BT, NORDIC receiving. — We have now got about half of it. So, are we trying
to connect at the bow, or what? — No, there is no point. | cannot get any closer. | have less than a metre
here in places, and | do not want to run aground, too. — Yes, so you are taking care of another plan, or
what? — Yes, the two small tugs are incoming. Let us see if they are a little more venturous, because
they are slightly more manoeuvrable. Otherwise, | will stay here for now and put something together.
We have got a 150-metre line here now, which we could tie a balloon to. And | cannot get that close for
now. — All right. — He is drifting closer and closer to the 5-metre line. Well, | cannot reach it anymore. —
Yes, all right.
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1755

NORDIC, GBT — NORDIC receiving. — Yes, NORDIC, GBT. Information, the BUGSIER 9 has contacted
me. She will be with you in about an hour. — Yes, we have that. The 9 will be with us in about an hour.
Thank you for the information.

1800

NORDIC, BT — NORDIC receiving. — Yes, | think we are in the dirt. Yes? — Yes, could well be. — We are
going up to the bridge again now. Or two of us. And we will see what the machinery is doing and
whether we can be of any help, or something. Because | do not believe that they have no idea. — Yes,
according to the navigational chart you are just about on the 5-metre line. Well, possibly over. — Yes,
that is the case. You can tell here, too. — When do you think the other tugs will arrive? — (GBT then calls
all stations and probably drowns out the NORDIC's answer.)

1802

(The BT is back on the bridge. The internal discussions cannot be analysed because of the poor
recording quality.)

1803

Channel 6 for M. — Yes — Yes, he has now stopped the engine, everything. Because, they have here,
they are standing up here on the bridge and praying. They are no longer doing anything else.
(Presumably the BT on the bridge addressed the BT on the deck — and not the MELLUM, as
subsequently assumed by the NORDIC.)

1803

MELLUM, NORDIC — NORDIC, MELLUM - Yes, they just had the discussion with the BT. Correct? —
Say again 