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(Serbest Ceviri)

20.10.2017

Ingiltere Deniz Kazalarini Sorusturma Subesi
KAZA RAPORU

Genel Yik Gemisi
Daroja
ve Yakit Barci

Erin Wood

arasinda iskocya’da Peterhead’in 4 deniz mili Glineydogusunda 29 Agustos
2015 tarihinde meydana gelen ¢atisma ile ilgili inceleme raporu.
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OZET

29 Agustos 2015 saat 16:58’de Kibris bandirali “Daroja” isimli yiik gemisi ve Saint Kitts ve Nevis
bandirali “Erin Wood” yakit barci, Iskogya’da Peterhead’in 4 deniz mili Giineydogusunda ¢atist1. Drajo
gemisi kazay1 az hasarla atlatirken Erin Wood gemisi tekne govdesindeki yarilma sebebiyle su almaya
bagladi ve yakit sizdirarak deniz kirliligine sebep oldu.

Kazanin meydana geldigi sirada her iki gemideki vardiyaci da gozciiliik yapmiyordu ve bu sebeple de
catisma riskinden bihaberdi. Rutin ve siiregelen seyir giizergahi; dikkatsizlik, yetersiz gozetim, Daroja
gemisindeki seyir vardiyasindan sorumlu 1.zabit’in “Erin Wood” yakit barcin1 gorsel olarak, radar ya
da Otomotik Tamimlama Sistemi (AIS) ile tespit edebilme imkanlarin1 degerlendirememesine sebep
oldu. Erin Wood yakit barcinda ise her daim kopriiiistiinde bir gorevli bulunmuyordu. Bar¢ Kaptan
diger geminin varligindan haberdardi ancak durumu tam anlamiyla degerlendiremedi ve kendisinden
daha biiyiik olan geminin neta gececegini farz etti.

Daha dnceki Deniz Kazalarini Inceleme Raporlarinda oldugu gibi bu kazada da ana faktdr kdpriiiistiinde
yalniz vardiya tutulmasiydi. Bu rapor, risk tanimlamasinda ve yonetiminde yalniz vardiya tutma
konusuna vurgu yapmaktadir.

Ayrica, bu inceleme Erin Wood’un operasyonel ve isletim konusundaki biiyiik giivenlik eksikliklerini
ortaya c¢ikartmaktadir. Miirettebat kiigiik bir tankerin operasyonel olarak yiiriitiilmesinde gerekli
yeterlilige sahip degildi ve etkin bir emniyet yonetimi sistemleri yoktu.

Bu giivenli olmayan durum, Erin Wood’ isleticisi firmanin sektérde tecriibesiz olusu ve ticari kazang
kaygisinin denizde giivenlik ilkelerinin Oniine geg¢mis olmasindan kaynaklanmaktaydi. Bayrak
Devleti’nin ilk kayit iglemlerinin etkili bir bi¢imde ger¢eklestirmemesi ve Erin Wood’un Liman Devleti
Kontrolleri Rejimi altinda denetlenmemis olusu, operasyonel kaynakli risklerin Bayrak ve Kiy1
Devletleri tarafinca belirlenememesine sebep olmustur.

Daroja gemisinin isletici firmast United Shipping Companies Bankrug GmbH & Co.KG, emniyet
yonetimi sistemlerini gézden gecirdigi ve kopriiiistii vardiya tutma standartlarini gelistirmek adina ciddi
yeniliklerde bulundugu gériilmistiir. Erin Wood yakit barci isleticisi firma Northern Oils Limited, bu
olay sonrasi deniz yoluyla yaptig1 yakit tasimaciligini gegici siireyle durdurmus, her iki firmaya da seyir
ve vardiya tutma standartlarini iyilestirmeleri, Bayrak Devleti (Saint Kitts ve Nevis) *ne de bayragi altina
alacaklar1 gemilerin ilk kayit iglemlerinde, potansiyel risk degerlendirmelerini iyilestirmeleri yoniinde
giivenlik onerileri sunulmustur.
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1.2 OLAY
1.2.1 Catisma oncesi Olaylar

28 Agustos 2015 saat 21:30°da yakit barct “Erin Wood” Shields/ Ingiltere’ den yola ¢ikt1 ve Scrabster/
Iskogya’ya dogru seyrine basladi. Bar¢ 130 m3 gaz yag (DMA) yiikliiydii ve bir bar¢ kaptani birde
giiverteci miirettebat1 vardi. Saat 01:00 (29 Agustos 2015)’da barg otopilotta saatte 9.5 deniz mili siiratle
ilerlerken, bar¢ kaptam1 kopriilistii vardiyasimi giliverteci miirettebatina teslim etti ve kamarasina
dinlenmeye ¢ekildi. Saat 08:30 da kopriiiistiine gelerek vardiyay: giiverte personelinden teslim ald1 ve
giiverteci personel kopriiiistii terk ederek istirahate ¢ekildi.

29 Agustos 2015 saat 15:10°da genel yiik gemisi “Daroja” Aberdeen/iskocya’dan yola ¢ikt1 ve Shetland
Adalar1 Lerwick’de seferine bagladi (Resim 1).Aberdeen Limanindan neta olunduktan sonra Daroja
gemisi kaptani, hizi saatte 14.5 deniz mili’ne ¢ikardi ve vardiyay1 2.Zabite teslim ederek kopriiiistiinden
ayrildi. Saat 15:38’de 2.Zabit, otopilot rotastm1 035%¢ degistirdi (Resim 2). Saat 16:00°da, Darajo
1.Zabiti kopriitistiine geldi ve kisa bir vardiya devir tesliminden sonra 2.Zabit’ten vardiyayi teslim ald1.
Kopriiiistiinde yalniz kalir kalmaz ekipmanlarin ayarlamalarini kontrol etti ve gorsel olarak ufku kontrol
etti. Saat 16:20’de 1.Zabit kdpriiiistiiniin sancak tarafindaki harita masasina gitti ve Aberdeen’den
yapilan yiikleme ile ilgili evrak isleri {izerinde ¢alismaya koyuldu.

Saat 16:20°de, Erin Wood barci kaptani, Elektronik Harita Sistemi {izerinde birka¢ AIS hedefi tespit etti
ve hedeflerin en yakin yaklagsma noktalar1 (CPA) mesafesinin tespiti i¢in sorguya aldi. Buna gore de
belirlenen hedeflerden gemiye en yakin yaklasma mesafenin 1 deniz mili oldugunu gordii. Saat 16:25’de
Erin Wood kaptani, otopilot kontrollii rotayr 350° e aldi1 (Resim 2) ve sonrasinda kopriiiistiinden
ayrilarak ki¢ giiverteye yoneldi. Bu sirada daha biiyiik bir geminin ki¢ taraftan yaklagsmakta oldugunu
gordii ve geminin kendisinden neta gececegini farz etti, sonrasinda da takibi yapilmasi gerekli bir durum
olarak géormedi. Kamarasindan diz {istii bilgisayarini alarak kopriiiistiine ¢ikti. Yaklasik 10 dk. sonra
miirettebat salonuna giderek giiverte personeline seyir planlamasi hakkinda brifing verdi.

16:46°da, Drajo gemisi 1.Zabiti kopriiiistii ichat telefonunu cevapladi. Devamindaki 4 dakikalik
goriisme sonrasi kopriiiistiiniin sancak tarafina yoneldi ve oradaki koltuga oturdu (Resim 3). Ayn
zamanlarda Erin Wood barci kaptan1 da kopriiiistii iskele tarafindaki koltuga oturdu (Resim 4).

1.2.2 Catisma

Saat 16:58’de Daroja gemisi, Erin Wood barcinin iskele tarafina bas bodoslamadan garpti (Resim 5).
Catismayla Yakit barci Darajo gemisinin bas omuzlugunun altindan bordasina dogru siiriiklendi. Erin
Wood barci kaptani, teknesini ayirmak i¢in hemen diimeni oto pilottan ¢ikararak iskele alabandaya
cevirdi ve makine telgrafini tam yol ileriye aldi. Erin Wood barci saniyeler igerisinde 90° sancaga yatt:
ve deniz suyu agik olan su sizdirmaz kaportalardan yasam mahalli, makine dairesi ve kopriiiistiine
dolmaya bagladi. Barg kaptani, su almakta olan kopriiiistiinden agik olan pencereden ¢ikarak kurtuldu.
Ayn1 anda miirettebat salonunda olan giiverte personeli tamamen sular altinda kaldi.

13
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1.Zabitin evrak islerini
yaptigi sancak tarafa
bakan harita masasi

Resim 3: Daroja gemisi 1.Zabiti’nin sancak tarafta otururken ( canlandirma)

Resim 4: Catisma 6ncesi Erin Wood barci kaptani, kopriiiistii iskele tarafta otururken (canlandirma)


serkan.inal
Daktilo Metni
16


"Erin Wood" Barci serbest
kaldi ve dogruldu

/° 16:58 - CATISMA, Erin Wood
"Erin Wood", Daroja'nin & / Barci Daroja Gemisi bordasina
iskele bordasina bitisik dogru suriklendi ve sancaga
olarak dondu ve iskelesine 4 d,_(?gf.,l{,x,fft'-
dogru bayilmaya baslad.. 3 :

4

Canlandirma amachdir olceklendirilmemistir.

Resim 5: Catisma ani ve sonrasi sematik diagrami

15 saniye sonrasinda Erin Wood serbest kaldi ve dogrularak Daroja gemisi pruvasinin tersine
istikamette geminin iskelesine dogru gecti (Resim 5). Bar¢ kaptani kendisini kopriitistiic miyar
giivertesine tutunur vaziyette buldu. Miirettebat salonuna dolan su Giiverte personelini disar1 dogru att1.
Alabora olan teknenin tekrar dogrulmasiyla ayni su yine agik olan kaportalardan tekneyi terk etmeye
bagladi. Salona dolan suyun disar1 attig1 giiverte personeli, giiverte kiipestesine tutunarak denize
diismekten kurtuldu ve gemi dogruldugunda kiipesteden tirmanarak barcin st giivertesine ¢ikmay1
basardi.

1.2.3 Catisma sonrasi olaylar

Catigma gercgeklestikten sonra Daroja 1.Zabiti, sira dig1 bir ses duydu. Kopriiiistiinde oturdugu
sandalyesinden kalkarak pruvaya ve sancak tarafa bakti. Goriiniirde bir sey yoktu. Sonrasinda iskele
kirlangica dogru gittiginde Erin Wood’un bordaya bitisik geminin iskelesine dogru gectigini gordii.
Daroja gemisi kaptani da ¢arpmanin etkisiyle olusan giiriiltiiyli duydu ve ne oldugunu 6grenmek igin
kopriiistiinii aradi. Telefonu 1.Zabit cevapladi ve kaptana acilen kopriiiistiine gelmesi gerektigini
bildirdi. Kaptan kopriiiistiine geldiginde saat 17:01°di. Kaptan, VHF Kanal 16’dan Erin Wood yakit
barcini ¢agirdi fakat bir yanit alamadi. Daroja gemisi kaptani da siiratini diisiirtirdii, gemiyi Erin Wood’a
dogru cevirdi ve denize indirmek {izere kurtarma botunun hazirlanmasi emrini verdi.

Erin Wood yakit barci Daroja gemisi bordasindan neta olduktan sonra tekrar suya oturdu ve 4 numaral
iskele balast tankina dolan deniz suyu sebebiyle teknesi iskele tarafa dogru yatmaya basladi. Kaptan
bunun iizerine geminin batacagi ya da alabora olabilecegini diigiinerek kopriiiistii miyar giivertesindeki
can salini denize atti. Buradan giiverte personelinin yardimiyla ana giiverteye gegerek acil durumda
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kullanilmak tizere can salinin ¢imasini sancak omuzluktaki kog¢ boynuzuna volda etti ve sisirme tipiinii
patlatti. Giiverte personeli yasam mahallinden iki can yelegi getirdi ve kaptanla birlikte her ikisi de can
yelekleri giydiler.

Erin Wood yakit barci kaptani i¢in teknesinin su aldigi asikardi ve Peterhead Limani Gemi Trafik
Hizmetleri Istasyonunu VHF’den ¢agirarak gemisinin batmakta oldugunu belirterek acil yardim
cagrisinda bulundu.

Peterhead Limani Gemi Trafik Hizmetleri Istasyonu cagriya hemen Aberdeen SAHIL Giivenlik
Komutanligina iletti. Bunun iizerine Peterhead RNLI can filikasinin suya indirilmesi emrini verdi ve

yakinda bulunan petrol platformu destek gemisi Grampian Talisman yardim i¢in kaza bolgesine sevk
edildi.

Daroja Hizli Can Kurtarma Botu saat 17:10’da suya indirildi ve bot Erin Wood’a dogru yol aldi. Erin
Wood’ a ulasildiginda, kaptan1 gemide kendisiyle birlikte bir giiverte personelinin bulundugunu ve her
ikisinin de saglik durumlarinin iyi oldugu, yardima ihtiyaglari olmadiklari bilgisini verdi. Sahil Giivenlik
Komutanligina ¢agri yaparak artik durumlarinin acili yetinin ortadan kalktigin1 ancak makine
dairelerinin bir kisminin su aldig1 bilgisini verdi. Sonrasinda da Erin Wood barci miirettebati, acil durum
su tahliye pompasi ile makine dairesindeki suyun tahliyesine bagladi. Bu islem onceleri sorunsuz isledi
ancak sonrasinda pompaya sikisan istiipiilerin tikamasi sonucu, pompa emme islevini yitirdi.

Peterhead RNLI can filikasi da saat 17:32’de olay mahaline ulast1 ve filikadaki iki miirettrebat, yeni bir
su tahliye pompasi ile birlikte Erin Wood barcina ¢ikti. Tahliye islemine yeni pompayla devam edildi
(Resim 6).

Daroja Gemisi

Resim 6: Erin Wood barcinin ¢atigma sonrasi yakit sizintisinin Peterhead can filikasindan goriintimii.
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Makine dairesindeki suyun biiyiik bir kismu tahliye edildikten sonra Erin Wood barci kaptani, dikkatini

barcin iskeleye dogru bayilmis olmasina verdi. Ki¢ pik tankindan 8 ton, ayrica denizden de 3 ton olmak

iizere toplamda 11 ton deniz suyu, 4 No.lu sancak balast tankina alinarak geminin dengesi (upright)

saglandi (Resim 7).
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Saat 18:30’da Aberdeen Sahil Giivenlik Komutanlhigi Daroja gemisini Peterhead’a ilerlemesi ve
yanagmasi talimatini verdi. Daroja gemisi 19:45’de Peterhead’e vardi. 18:42’de ise “Ocean Endeavour”
balik¢1 teknesi kaza bolgesine intikal etti ve Erin Wood’u yedege alma islemlerine basladi. Grampian
Talisman can sali miirettebati ile 19:41°de Erin Wood yaninda duruyordu. Erin Wood yakit barcit Ocean
Endeavour yedeginde ve can filikasi nezaretinde Peterhead’ e saat 22:30°da yanasti (Resim 8).
Peterhead’e yanasma sonrasi Daroja ve Erin Wood’a da yerel polis ekipleri ¢ikt1. Daroja gemisi Kaptani
ve 1.Zabiti ile Erin Wood barcinin her iki miirettebat1 da alkol testine tabi tutuldu ve sonuglar negatifti.
Erin Wood yakit barcindan sizan yakitin yayilmasini dnlemek i¢in barcin ¢evresi bariyer ile ¢evrildi.

RNLI

Resim 8: Ocean Endeavour balik¢1 gemisinin Erin Wood barcini yedeklerken Peterhead Can

filikasindan alinan goriintiisti

SONUC
KAZAYA DIREKT OLARAK ETKI EDEN GUVENLIK ZAAFLARI
1) Catisma, Daroja ve Erin Wood gemilerinin her ikisinde de etkin bir gozciiliikk yapilmadig i¢in

meydana geldi.

2) Daroja gemisi 1.zabiti, Erin Wood barcini fark etmeye yonelik bir¢ok firsati degerlendiremedi.
Halinden memnun bir sekilde vardiyasini siirdiirdi.
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3)

4)

5)

6)

7)

8)

Daroja gemisinde vardiya tutma standartlarindaki yetersizlik sistematik bir hal almisti. Bunun
genel sebebi geminin siirekli ayni rota giizergdhinda c¢alisiyor olmasi ve kaptanin eksik
yonlendirme ve rehberlik becerilerinden kaynaklanryordu.

Erin Wood barc1 kaptani, diger geminin varligindan haberdar olmasina ragmen etkin bir sekilde
icinde bulunulan durumu degerlendirememis ve daha biiyilk olan diger geminin kendi
gemisinden neta gegecegini varsaymisti.

Kopriiiistiinde yalniz vardiya tutma eylemi her iki gemi i¢in de alisilagelmis bir olaydi. Bu
durumun dogurabilecegi riskler goz ardi edildi.

Erin Wood barci mirettebatinin hayatlart ciddi tehlikeye girmisti. Kaptanin su dolan
kopriilistiinden kagmasi, giiverte personelinin kiipesteye tutunmay1 basararak denize diismekten
kurtulmas1 muhtemelen her ikisinin de hayatlarim kurtarmisti.

Eger iist giiverteki su sizdirmaz kaportalar kapali olsaydi Erin Wood barcinin kopriiiistii, yasam
mabhalli ve makine dairesine su dolmayacakti

Erin Wood miirettebati, kiigiik bir tankerin operasyonel olarak yiiriitilmesinde gerekli
yeterlilige sahip degildi ve etkin bir emniyet yonetimi sistemleri yoktu.

Ceviren: Serkan INAL

Kisa Mesafe Deniz Tagimaciligt Uzmani
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Report on the investigation of the collision between
the general cargo ship

Daroja

ACCIDENT REPORT

and the oil bunker barge
Erin Wood
4 nautical miles south-east of Peterhead, Scotland

on 29 August 2015
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SYNOPSIS

At 1658 on 29 August 2015, the Cyprus registered cargo ship Daroja and the St Kitts

and Nevis registered oil bunker barge Erin Wood collided 4 nautical miles south-east of
Peterhead, Scotland. Minor damage was caused to Daroja but damage to Erin Wood
iIncluded breaches of the hull, resulting in flooding of the vessel and pollution from leaking
fuel cargo.

At the time of the accident, both vessels were manned by watchkeepers not keeping

a lookout and therefore unaware of the risk of collision. On board Daroja, the chief
officer, who was the officer of the watch, missed opportunities to detect Erin Wood by
visual, radar and automatic identification system means. This happened because he
had become complacent through distraction, inattentiveness, the repetitive nature of the
vessel's schedule and insufficient supervision. On board Erin Wood, the bridge was not
continuously manned and, although the skipper was aware of the presence of another
vessel, the situation was not effectively assessed and an assumption was made that a
larger ship would keep clear.

Lone watchkeeping was a causal factor on board both vessels and, similar to previous
MAIB investigations, this report highlights the importance of identifying and managing risks
when a sole watchkeeper is the only lookout.

This investigation has also identified significant safety shortcomings in the management
and operation of Erin Wood. The vessel’'s crew did not have the competence necessary
to operate a small tanker and there was not an effective safety management system. This
unsafe situation arose because Erin Wood’s managing company lacked experience in the
industry sector and prioritised commercial gain ahead of safety at sea. Risks associated
with Erin Wood'’s operations also went undetected by the flag and coastal states. This
happened because the Flag State’s process of initial registration was not sufficiently
thorough and because Erin Wood was not inspected under the Port State Control regime.

United Shipping Companies Barnkrug GmbH & Co.KG, Daroja’s managing company,

has reviewed its safety management system and made a series of changes to improve
bridge watchkeeping standards. Northern Qils Limited, Erin Wood’s managing company,
has temporarily ceased transportation of fuel products by sea. Nevertheless, safety
recommendations have been made to both managing companies intended to improve
standards of navigation and watchkeeping. A safety recommendation has also been made
to the St Kitts and Nevis International Ship Registry intended to improve its assessment of
potential risks during the process of initial registration of vessels being taken onto its flag.
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1.2

1.2.1

1.2.2

NARRATIVE

Events prior to the collision

At 2130 on 28 August 2015, the oil bunker barge Erin Wood sailed from North
Shields, England and commenced passage to Scrabster, Scotland (Figure 1). The
vessel was loaded with 130m? of marine gas oil and was manned by its skipper and
a deckhand. At 0100 (29 August 2015), with the vessel proceeding on autopilot at a
passage speed of 9.5kt, the skipper handed the bridge watch over to the deckhand
and went to his cabin to rest. The skipper returned to the bridge at about 0830 and
took back control of the watch; the deckhand then left the bridge and went to rest.

At 1510 on 29 August 2015, the general cargo vessel Daroja sailed from Aberdeen,
Scotland and commenced passage to Lerwick in the Shetland Islands (Figure 1).
Once clear of Aberdeen Harbour, with the passage speed set at 14.5kt, Daroja’s
master handed the watch over to the second officer, then left the bridge. At 1538,
the second officer altered Daroja’s autopilot controlled heading to 034° (Figure 2).
At 1600, Daroja’s chief officer arrived on the bridge and, following a short handover
brief from the second officer, took over the watch. Once alone on the bridge, the
chief officer checked the bridge equipment settings and looked out of the windows
to scan the horizon. At about 1620, the chief officer went to the chart table on the
starboard side of the bridge and began working on paperwork relating to the cargo
loaded in Aberdeen.

At about 1620, Erin Wood'’s skipper observed several automatic identification system
(AIS) shipping tracks on the vessel’s electronic chart system (ECS) display. The
skipper interrogated the tracks to establish the closest point of approach (CPA) for
each of them, and noted that the nearest CPA was predicted to be 1 nautical mile
(nm). At 1625, Erin Wood's skipper adjusted his autopilot controlled heading to 350°
(Figure 2); he then left the bridge and went to the stern deck to urinate into the sea.
While on deck, the skipper noticed a larger vessel approaching from astern. He
assumed the vessel would keep clear and made no attempt to assess it further. The
skipper then collected his tablet computer from his cabin and returned to the bridge.
About 10 minutes later, he went to the mess room and briefed the deckhand on the
Intended passage plan.

At 1646, the chief officer on board Daroja answered a call on the bridge internal
telephone. Following a 4-minute discussion, the chief officer went to the starboard
side of the bridge and sat in the bridge chair (Figure 3). At about the same time,
Erin Wood's skipper returned to the bridge and sat down in the chair on the port side
(Figure 4).

The collision

At 1658, Daroja’s bulbous bow struck Erin Wood'’s port side (Figure 5). The bunker
barge became lodged under Daroja’s bow and started being driven sideways; in

an attempt to break his vessel free, Erin Wood's skipper immediately deselected

the autopilot, applied maximum port rudder and put the engine to full ahead.

Within seconds, Erin Wood heeled over 90° to starboard and seawater rushed

into its bridge, accommodation areas and engine room through the vessel’'s open
weathertight doors. The skipper escaped from the flooded bridge through an open
window; meanwhile, the deckhand, who was in the mess room, was fully submerged
In seawater.


serkan.inal
Daktilo Metni

serkan.inal
Daktilo Metni
24


Reproduced from Admiralty Chart BA 0002 by permission of the Controller of HMSO and the UK Hydrographlc Office.
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Starboard facing chart
table where chief officer
conducted paperwork |-

Figure 3: Reconstruction of the chief officer of Daroja sitting in the chair on the
starboard side of the bridge prior to collision

Figure 4: Reconstruction of the skipper of Erin Wood sitting in
the chair on the port side of the bridge prior to collision
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Figure 5: Schematic diagram of the collision sequence

After about 15 seconds, Erin Wood broke free, rolled back upright and passed down
Daroja’s port side on an opposing heading (Figure 5). As Erin Wood came upright,
the skipper found himself clinging to the bridge roof. The deckhand was washed out
of the mess room and over the ship’s side as the floodwater rushed back out though
the open door. The deckhand grabbed hold of the top edge of the bulwark to prevent
himself being swept completely overboard. When the rush subsided, the deckhand
was able to climb back over the bulwark onto the vessel’'s upper deck.

1.2.3 Actions following the collision

When the collision happened, Daroja’s chief officer heard an unusual noise and
stood up from the bridge chair and looked out ahead and to starboard. With nothing
in sight, he then went to the port bridge wing, where he saw Erin Wood passing
close down the port side. The master, who was in his cabin, had also heard the
noise and phoned the bridge to find out what it was. The chief officer answered the
phone and asked the master to come to the bridge immediately. The master arrived
on the bridge at 1701 and called Erin Wood on very high frequency (VHF) radio
channel 16, but there was no response. Daroja’s master also reduced the vessel’s
speed, turned back towards Erin Wood and ordered the fast rescue boat (FRB) to be
prepared for launch.

Once clear of Daroja, Erin Wood settled low in the water and started listing to port
as seawater flooded into No.4 port water ballast tank (WBT). The skipper, concerned
that the vessel might sink or capsize, released the liferaft from the bridge roof and
threw it over the side. He then climbed down to the deck and, with the assistance of
the deckhand, inflated the liferaft and secured its painter to a cleat on the starboard
quarter ready for immmediate use. The deckhand then fetched two lifejackets from the
accommodation space and both he and the skipper donned them.
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It was apparent to Erin Wood's skipper that the vessel was taking on water so, at
1704, he called Peterhead Harbour vessel traffic service (VTS) using VHF radio
and stated that his vessel was sinking and help was urgently required. Peterhead
VTS immediately relayed this information to Aberdeen Coastguard, who ordered
the launch of the Peterhead RNLI" lifeboat and also tasked the oil rig support vessel
Grampian Talisman, which was nearby, to proceed to the scene.

Daroja’s FRB was launched at 1710 and proceeded directly to Erin Wood. The
skipper of Erin Wood told the FRB coxswain that there were two crew on his vessel,
both were safe and that no assistance was required. Shortly thereafter, Erin Wood's
skipper informed the coastguard that he assessed the vessel was no longer in
iImmediate danger but that its engine room was partially flooded. Erin Wood's crew
then used an emergency salvage pump to start pumping floodwater out of the
engine room; this was initially successful but the suction soon became blocked by
rags.

The Peterhead RNLI lifeboat arrived at 1732 (Figure 6) and transferred two
crewmen and a salvage pump onto Erin Wood. The RNLI salvage pump was used
to assist the crew of Erin Wood in their efforts to pump out the floodwater from the

Image courtesy of the RNLI

Daroja standing by Erin Wood

Evidence of fuel oil pollution

Figure 6: Erin Wood after the collision as seen from the Peterhead Iifebat, ncluding evidence of
fuel cargo pollution

' Royal National Lifeboat Institution
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engine room and accommodation space. Once the majority of the floodwater had
been pumped out of the engine room, Erin Wood's skipper turned his attention to
addressing the vessel’s list to port. This was corrected by pumping 11t of seawater

into No.4 starboard WBT: 8t from the after peak tank and 3t from the sea (Figure 7).
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1.3

At 1830, Aberdeen Coastguard released Daroja from the scene but directed it to
proceed alongside in Peterhead, where it arrived at 1945. The fishing vessel Ocean
Endeavour arrived on scene at 1842 and started preparing to take Erin Wood in tow.
Grampian Talisman was stood down by the lifeboat coxswain at 1941. Escorted by

the lifeboat and under tow by Ocean Endeavour (Figure 8), Erin Wood berthed in
Peterhead at about 2230.

Image courtesy of the RNLI

Figure 8: Fishing vessel Ocean Endeavour with Erin Wood in tow, taken from the
Peterhead lifeboat

After arriving in Peterhead, both Daroja and Erin Wood were attended by local
Police. The master and chief officer of Daroja and both crewmen from Erin Wood
were breathalysed, all with negative results. An environmental containment boom
was rigged around Erin Wood to prevent the spread of fuel leaking from the vessel.

ENVIRONMENTAL CONDITIONS

The environmental conditions in the vicinity of the accident were:
e Wind: south-westerly, 4 to 6kt

e \Weather: overcast

e Sea state: smooth with approximate swell height of 0.5m

e Visibility: good

31


serkan.inal
Daktilo Metni

serkan.inal
Daktilo Metni

serkan.inal
Daktilo Metni
31


32

SECTION 3 — CONCLUSIONS

3.1

SAFETY ISSUES DIRECTLY CONTRIBUTING TO THE ACCIDENT THAT
HAVE BEEN ADDRESSED OR RESULTED IN RECOMMENDATIONS

Daroja and Erin Wood collided because a proper lookout was not being kept on
either vessel. [2.2]

On board Darogja, the chief officer, who was the OOW, missed multiple opportunities
to detect Erin Wood, this happened because he had become complacent about his
watchkeeping duties and allowed himself to become distracted. [2.4]

Complacency and poor watchkeeping practices were systemic on board Daroja. This
was largely due to the repetitive nature of its trading route and a lack of mentorship
and direction from the vessel's master. [2.4]

Although Erin Wood's skipper was aware of the presence of another vessel, he did

not effectively assess the situation and assumed a larger vessel would keep clear.
[2.5]

Lone watchkeeping was a normal practice in both vessels and the risks associated
with this had not been properly assessed. [2.6]

The lives of Erin Wood'’s crew were placed in significant danger. The skipper’s
presence of mind to escape from the flooded bridge, and the deckhand managing to
hold on to the bulwark to prevent being washed completely overboard, are actions
that probably saved their lives. [2.3]

The flooding of Erin Wood's bridge, accommodation spaces and engine room would
have been prevented if the upper deck weathertight doors had been shut. [2.3]

Erin Wood’s crew did not have the competence necessary to operate a small
coastal tanker; the vessel was also not provided with an effective safety
management system. [2.8]
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ISTANBUL & MARMARA, AEGEAN, MEDITERRANEAN, BLACKSEA REGIONS

CHAMBER OF SHIPPING

ISTANBUL VE MARMARA, EGE, AKDENIZ, KARADEN|Z BOLGELERI

DENIZ TiCARET ODASI

istanbul

Sayi

Our Reference : 2 4 66 02.062017
Konu

Subject : Kruvaziyer Yolcu Gemisi Kaza Inceleme Raporu Hk.

Sirkiiler No: 389 /2017
Tlgi: ingiltere Deniz Kazalarim Sorugturma Subesi’nin Haziran 2016 tarihli 12/2016 sayili raporu.

Ingiltere Deniz Kazalarim Sorusturma Subesi’nin kaza inceleme raporunda, Bahama
bandirali Hamburg isimli yolcu gemisinin, Iskogya’da Sound of Mull, New Rock samandirasi
yakinlarinda, haritada markalanmis olan kayaliklarda karaya oturmasi hadisesi ile ilgili olarak
kazanin meydana gelmesindeki sebepler ve Snlenmesine yonelik tedbirleri igeren detayli bir rapor
hazirlanmig olup, raporun Odamizda yapilan Tiirkge gevirisi (Ek- 1) ve ilgi yazi (Ek- 2) ilisikte
sunulmaktadir.

Bilgilerinizi arz ve rica ederiz.
Sa rimizla

Ny
Genel Sekreter

EKLER:
EK-1: Ilgi yaz: Tiirkge gevirisi (16 sayfa)
EK-2: Ilgi yaz1 Ingilizce (15 sayfa)

DAGITIM:

Geregi: Bilgi:
-Tiim Uyelerimiz (Web Sayfasinda) -Ulastirma, Denizcilik ve Haberlesme Bakanlig
-Tiirk Armatorler Birligi Deniz Ticareti Genel Miidiirliigii

-S.S. Gemi Armatérleri Mot. Tag. Koop. -Ulastirma, Denizcilik ve Haberlesme Bakanhigi
-Vapur Donatanlart ve Acenteleri Dernegi Deniz ve Igsular Diizenleme Genel Miidiirliigii
-Meslek Komitesi Bagkanlari -Yonetim Kurulu Bagkan ve Uyeleri

-IMEAK DTO Subeler -Piri Reis Universitesi

-UND

-KOSDER

-ROFED

-TURK LOYDU

-Gemi Yakit ikmalciler Dernegi

-Gemi Miihendisleri Odasi

-Gemi Makineleri Isletme Miihendisleri Odasi

-Adalar Yolcu ve Yiik Tas. Koop.

-S.S. Bogazi¢i Yolcu ve Tur. Den. Mot.Tas.Koop

-S.S. Deniz Tankerleri Akaryakit Tag. Koop.

-S.S. Istanbul Kartal Maltepe Bostanci Adalar Yiik
Tas. Ve Gemi Serv. Den. Motorlu. Tas. Koop.

-S.S. Kartal Deniz Yolcu Yiik ve Tur. Mot. Tas. Koop.

Ayrintili Bilgi: Serkan INAL  Telefon: +90 212 252 01 30/157 e-mail: serkan.inal@denizticaretodasi.org.tr

Meclis-i Mebusan Caddesi No:22 34427 Findskii—1STANBUL / TURKIYE | KALITE YONETIM SISTEM]

Tel: +90212 25201 30 (PBX} Fax: +00 212293 79 35
www denizticaretodasi.org.tr e-mail: iletisim@denizticaretodasi.org.tr
www.chamberofshipping.orgtr  e-mail: contact@chamberofshipping.org.tr

TURKAR

<
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T LM I30ALC 1y



serkan.inal
Daktilo Metni
37


38

ISTANGUL & MARMARA, ACGEAN, MEOITERRANEAN, BLAGKSEA REGIONS

CHAMBER OF SHIPPING

ISTANBUL VE MARMARA, EGE, AK DENZ, KARADENIZ BOLGELERI

DENIZ TICARET ODASI

-S.S. Mavi Marmara Deniz Yolcu ve Tur. Mot. Tas. Koop.
-S.S. Turizm ve Yolcu Deniz Tastyicilar Koop.

-S.S. Avrasya Deniz Tas. Tur. Hiz. ins. San. ve Tic. A.S.
-Beyden Deniz Ulasim Hizmetyleri Tic. Ltd. St.

-Teknomar Denizcilik ve Deniz Araglan Isletme ve Tic. A.S.
-IDOA.S

-Tiirk Armatrleri Isverenler Sendikasi

-Gemi Sahibi Firmalar

-Denizcilik Egitimi Veren Kuruluslar
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(Serbest Ceviri)

02.06.2017

Ingiltere Deniz Kazalarini Sorusturma Subesi
KAZA RAPORU

Hamburg

Yolcu Gemisinin Karaya Oturma inceleme
Raporu

11 Mayis 2015
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OZET

11 Mayis 2015 saat 1328:21° de Bahama bandirali Hamburg isimli yolcu gemisi, Iskogya’da
Sound of Mull, New Rock samandiras: yakinlarinda, haritada markalanmis olan kayaliklarda
karaya oturdu. Iskele pervanede ve gemi teknesinde dikkate deger lgiide hasar meydana geldi.
Saft ve diimen yelpazesi hizmet dis1 kaldi. Kaza neticesinde herhangi bir kisi yaralanmadi ve
gemi Tobermory’ e olan seferine devam etti.

Yapilan inceleme sonucunda su sonuglar elde edildi;

-Gemi varisinda Tobermory Korfezine giris yapamadi ve buna ragmen mevcut seyir planinda
(passage plan) degisiklik ya da diizeltme yoluna gidilmedigi goriildii.

-Yetersiz kopriitistii takim isbirligi ve seyir uygulamalari, gemiyi tehlikeye siiriikledi ve karaya
oturmasina sebebiyet verdi.

-Yiiksek ses ve titresimle meydana gelen oturma sonucunda dahi, kopriiiistii personeli izlenmesi
gereken prosediirler; hasar tespit ve kontrol listelerini isleme koymadi. Miirettebat ve yolcularin
toplanma istasyonlarina yonelmelerini saglayacak herhangi bir ikaz ya da anons yapilmadi.

Meydana gelen kazadan, ne gemi igletmesinin ne de kiy1 makamlarmin haberi vardi.

Tobermory Korfezine varildiginda gemi kaptani diisiincesizce
hareket ederek planlanan korfezin giineyindeki mevki yerine,
hemen girisinde demir atmaya niyet etti. Az daha Hamburg
gemisinin ikinci kez karaya oturmasma sebep olacak bu
davranig, gemi demirinin taramasi sonucunda kaptani
demirleme niyetinden vazgecirdi. Gemi, kaza neticesinde
maruz kaldig1 hasar boyutu bilinmeksizin dalgiglar tarafindan
hasar tespit sérveyi yapilmak tizere Belfast’a varmak igin tekrar
acik denize c¢ikarildi. Yapilan sorvey neticesinde gemi 3 ay
stireligine tamir olmak tizere hizmet dis1 kaldu.
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OLAYIN ARKAPLANI

4 Mayis 2015, saat 19:42°de, Bahama bandirali Kruvaziyer yolcu gemisi “Hamburg”
Almanya’nin Bremerhaven limanindan ayrilarak Ingiltere’nin Londra limanina dogru yola
cikt1.

Resim 1: Kruvaziyer yolcu gemisinin planlanan rotasi

6 Mayis saat 13:28’de bir balikg1 ag1, geminin sancak pervanesine dolastiginda “Hamburg”
gemisi, Thames nehri agzindaki “Sunk” pilot istasyonuna yanagmaktaydi. Bu olay sonucunda
gemi planladigi Londra limami varisini iptal ederek pervaneye dolasan balik¢1 aginin
cikartilmast i¢in Southampton limanina rotasini ¢evirdi ve burada dalgiglar tarafindan
pervaneye dolasan aglar temizlendi. Sonrasinda da “Hamburg” gemisi planlanan seferine
devam etti.

1.3 OLAY
1.3.1 Dublin’ den Tobermory Limanina

10 Mayis saat 16:00°de Hamburg gemisi Irlanda’nin Dublin Limanindan Iskogya’nin
Tobermory Limanina gitmek iizere hareket etti. Geminin ertesi giin saat 13:30’da Tobermory
limanina varmasi planlaniyordu.

Hamburg gemisi kaptam1 Birlesik Krallik Meteoroloji Dairesinin, Irlanda Denizi igin yaptig1
firtina uyarisindan haberdardi. Sert havanin giineybatidan esmesi ve ertesi giin 6gleden sonra
siddetini arttirmas1 bekleniyordu. Kaptan miimkiin olan en yiiksek hizla Tobermory’ e dogru
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ilerleme karar1 aldi. Boylelikle hava kotlilesmeden Tobermory Koyu’na varip, demir atarak
yaklasan kotii havadan korunacakti.

Saat 17:34’de Kaptan Tobermory Limanina, tahmini varig saatini (ETA) 12:00 yerel saat
olarak degistigini ve varigtan 2 saat dncesinde demir yerinin uygunlugu bilgisi i¢in yeniden
iletisime gegilecegini bildiren bir e-posta mesaji1 génderdi.

Ertesi giin, 11 Mayis saat 07:00°da kopriitistiine ¢ikt1 ve her zamanki iskele radar tarafindaki
yerini ald1 (Resim 2). Vardiyada gorevli zabit ayn1 zamanda geminin emniyet zabitiydi ve o da
Elektronik Harita Goriintiileme Sistemini (ECDIS) de gorebildigi sancak radar yaninda yerini
almisti. Gozciiliikk yapan vardiyaci usta gemici ve stajyer kendisine destek oluyordu. Hamburg
gemisi yalpa kanatlar1 agik giineybatili 6lii denizlerle seyrine devam ediyordu. Gemi Kaptani
1y1 bir gece uykusu sonrasinda tam olarak dinlenmisti.

- —_ T — k' . A'- " 'A'; =<

Resim 2: Hamburg gemisi kopriiiistii

Saat 08:00, Emniyet Zabiti, seyir vardiyasini 8-12 vardiyasinda gérev alacak olan 2.Zabit’e
ETA’smin 12:00, gemi kumandasinin Kaptan’da oldugunu soyleyerek teslim etti ve
kopriiistiinden ayrildi. Saat 08:20°de Kaptan makine odasindaki gorevli zabite varisa 2 saat
kaldig1 hazirlik raporunu verdi ve Gliverte 2.Zabiti bu saati kopriilisti Manevra Kayit Defteri
(Bell Book)’ne kaydetti. Gemi Kaptan1 Tobermory Limani’ndan 6ncesinde gondermis oldugu
e-postaya karsin bir cevap alamayinca, saat 08.40°da telefon ile iletisim kurmay1 denemeye
basladi. Saat 08.58’de Liman Denizcilik Miidiirii telefon ¢agrisin1 cevapladi ve kaptana
Tobermory Koy’unda halihazirda Hebridean Princess ve Sea Explorer 1 isimli iki geminin
demirli oldugu, Hamburg’un girisi i¢in bu gemilerin ayrilmasini beklemesi gerektigini bildirdi.
Saat 09:33’de Tobermory Limani demirdeki Hebridean Princess’in 12:15°de Koy’dan
ayrilmasinin beklendigini belirten bir e-posta gonderdi.
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Hamburg gemisi saat 10:36’da “Ardmore Point” e yaklast1 (Resim 3). Kaptan Tobermory’e
dogru yoluna devam ederek “Sound of Mull” bolgesinin Kuzeyinde drift! yapmaya karar verdi
ve bu niyetini gorevli vardiya zabitine bildirdi ancak seyir planlamasinda (Passage Plan) bir

amburg gemisi saat 10:36 mevkii jg¢

Skn't'*‘.‘.,'-i':‘"\f EXERCISE AREA

\ Planlanan rota

T { o
Qft 20008 D08 S008 S00R 10000 %% = i ——

Resim 3: BA 2392 No’lu haritada Hamburg gemisinin Saat 10:36 mevkii

Hamburg gemisi “Sound of Mull” a dogru seyrine devam ederken sancak ve iskele demirler
fundaya hazir hale getirildi. Saat 10:45°de Kopriiiistii “kirmizi hal durumuna?”’ gegti ve makine
kontrol odasini bilgilendirildi. 11:00°de Kruvaziyer Yolcu gemisi Tobermory Limanindan
gelecek direktifleri beklerken Mingary Koyu’nun giineybatisinda drift yapmaktaydi. Yalpa
kanatlar1 kapali, diimen elde (manuel) makine hazir, konumda tutuluyordu.

1.3.2 Karaya Oturmaya Sebep Olan Olaylar.

Saat 12:00°dan kisa siire sonrasinda Hebridean Princes Tobermory Koyu’ndan ayrild:. Ikinci
kruvaziyer yolcu gemisi “ Sea Explorer 1”” Koy *da demirli olarak kalmaya devam ediyordu.

Ayni zamanda Hamburg giineybatili rotasinda halen “Sound of Moul” un kuzeyinde drift
yapmaya devam ediyordu. Orta seviyede 6lii deniz, giineybatili 6-7 siddetinde saatte 40 deniz

! Drift: akinti/riizgar gibi faktorlerle siiriiklenme. Hamburg gemisi belirli araliklarla gemiye yol vererek mevkisini muhafaza
etmeye calistyordu.

2 Kirmiz1 Hal Durumu: Képriiiistii ve Makine Kontrol Odast ile iletisim acil bir durum ihtiva etmiyor ise durdurulacak.
Kopriitistii ve Makine Kontrol Odasinda Kaptan izni olmadik¢a gorevli personel disinda biri bulunmayacak.
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mili hizla esen bir riizgar vardi. Hamburg gemisi makine telgrafi genel olarak “stop”
pozisyonundaydi ancak periyodik araliklarla mevkiini muhafaza etmek igin yol veriliyordu.

2. Zabit, 12-4 seyir vardiyasin1 gorevli zabite teslim etti ve usta gemici de degisti, buna ragmen
kaptan ve stajyer kopriiiistiinde kalmaya devam etti. Sabah boyunca seyir vardiyalar1 digindaki
zamanlarda Staff Kaptan ve Emniyet Zabiti degisik sebeplerle kopriitistiinii birkag kez ziyaret
etti. Ancak ikisi de Tobermory’a yaklagsmada seyir vardiyasi gérevi almadi. Saat 12:20°de
8-12 vardiyasinda gorevli aymi zamanda Seyir Zabiti olan 2. Zabit, Tobermory’den
Stornoway’e yapilacak olan bir sonraki seferin seyir planin1 hazirlamak tizere kopriiiistiine

geldi.

Kopriiiistiinde gorevli vardiya zabiti, sancak radar ekranini 3 deniz mili mesafeli, nisbi hareket
modunda, 12 dakikalik hakiki vektor ayarlarina aldi. Ayrica radar goriintiisiinii geminin
pruvasinda yaklasik 5 deniz millik mesafede, daha fazla hedef goérebilmek i¢in merkezli
pozisyondan g¢ikartarak, gemi pozisyonunu radar ekraninda merkezin gerisine aldu.

Gorevli Kopriitistii Vardiya Zabiti ve Stajyer uzun araliklarla ve diizensiz olarak kagit haritada
mevki plotlamas1 yapiyorlardi.

Saat 12:45, Sea Explorer I’in Vardiyadan Sorumlu Zabiti “Hamburg” gemisini Kanal 16’dan
cagird1 ve gemi kaptanina “Sea Explorer I’ in Tobermory Koyu’ndan 13:00’dan daha dncesinde
ayrilamayacaklarini bildirdi. Hamburg Kaptan1 Koy ’da 6lii denizler olup olmadigini sordu ve
olmadigi yanitim1 aldi. Kaptan, daha kii¢iikk olan Kruvaziyer yolcu gemisinin Tobermory
Koy’undan neta olmasmin hemen ardindan Koy’a dogru ilerlemek igin, kdopriiiisti
vardiyasindaki gorevli zabite “Sea Explorer 1 gemisini radar ekraninda izlemesi yoniinde
talimat verdi.

Saat 12:49’da gorevli kopriilistii zabiti kendisine talimat verildigi iizere “Sea Explorer 17
gemisinin demirini vira ettigini kaptana bildirdi. Hamburg gemisinin pruvasi 165° gosteriyor
yere gore 1.11 deniz mili siiratle 105°rotasina ilerliyordu.

Hamburg kaptani, usta gemiciye diimeni ele (manuel) alarak sancak alabandaya almasini
emretti. Boylelikle gemi agir bir sekilde sancaga dogru donmeye bagladi. Saat 13:10°da
basiistii demir atma ekibi Koy’da demir atmaya hazirlik i¢in irgat basinda hazir bulunmak
iizere gorev yerlerine cagrildi. Daha sonrasinda kaptan makineye yol vermeye basladiginda
gemi yere gore 1.3 deniz mili siiratle 200° rotasina bas tutuyordu ve ayni zamanda “Sea
Explorer 1” gemisi de Koy’da iizerinde yolla hareketine baglamist.

Saat 13:18’de Sea Explorer Tobermory Koy’ undan neta oldu ve kuzeyli rotasinda “Sound of
Mull” a dogru ilerliyordu. Hamburg gemisi pruvasi 200°, 3.4 deniz mili siiratle yere gére (cog)
182° rotasinda ilerliyordu. Hamburg kaptani serdiimene “195° ¢ de viya” emri verdi. Saat
13:20°’de makine telgrafin1 “yarimyol ileri” pozisyonuna aldi. Hamburg gemisi bdylelikle
pruva 195° rotasinda 3.7 deniz mili siiratle yere gore 181° rotasinda viya ilerliyordu.


serkan.inal
Daktilo Metni
44


GPS 2 {| RANGE NM
SPEED A EERECW ki RINGS OFF
SPEED 4 HEEEE¥E kit

GyroHDG MM deg 330 % &

———————————| LONG PULSE » ' FIC mm |
TRACKPILOT OFF | p . / AR STC ]
NEXTHDG ---.- deg|| CD PR > $o 000

SET RAD IS NM | OFFCENT - s TUNE ]
NEXTRAD [-_ -- NM =

——————— muax Hamb
LAT E%éxz[mm s : Heading: 200.6°
LON _ (Tt | 300 , 1 COG: 182.4°T

PAST POS _ OFF
VECTOR T IS¥2M nin
TRAIL g :

TCPA EVE nin|
CPA NS NM |

IS DUBLIN-T|| 270

TARGET

TCPA I min
CPA ! NM |

SPEED | kt
COURSE ll deg

RANGE HEEWE! NM | CP ON
BEARING FEEMWM deg| CHL ON

| VRM : i . MARKER TRUE
>0 : = 140 EEEWEES NM

TRUE DATA | GRS NM
| JETNEN deg
SEEM 1 CENT

| EMEN deg TRUE - ‘ ST O 06 35 535 1|
EBM 2 OFF B0 vy T LON [ RKRAER]

Resim 4: “Hamburg” ve “Sea Explorer 1” gemilerinin Saat 13:18’deki mevkilerini gdsteren
radar goriintiisii.

Saat 13:21°de Kopriilistii Gorevli Zabiti ve stajyer Hamburg gemisinin mevkiini harita
iizerinde plotladi. Stajyer harita iizerinde plotladigi mevkinin kopriiiistii gérevli zabitinin
plotladigi mevkiinden biraz uzakta oldugunu gordii. Kendi plotladigi mevkiiye gore Hamburg
gemisi “New Rocks” sigliklarina daha yakin goriiniiyordu. Kopriilistii gérevli zabitine
danigmadan kendi mevkinin hatali oldugunu diisiinerek, kendi plotladigi mevkii haritadan sildi.
Saat 13:23’de gorevli zabit sancak radar goriintii mesafesini 1.5 deniz miline diisiirdii.

Saat 13:24°de “New Rocks” samandiras1 Hamburg gemisinin iskele bas omuzlugundaydi.
Kruvaziyer yolcu gemisinin pruvasi 193° gosteriyordu. Sea Explorer 1 gemisiyle en yakin
yaklasma mesafesi (CPA) 0.03 deniz mili, en yakin yaklagsma mesafesine olan siire (TCPA)
7 dakika goziikiiyordu. Sea Explorer 1 gemisi kopriiiistii gérevli zabiti, Hamburg gemisini VHF
‘den tekrar ¢agirarak yesil — yesil’ e gecis yapmalari i¢cin mutabik kald.
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Resim 6: Radar ekranin Hamburg gemisinin saat 13:23” deki mevkii
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Hemen ardindan Saat 13:24’de “Nahlin” isimli bir yat, Giineybati’dan Kuzeybatili rotasinda
New Rock samandirasina dogru yaklagmaktaydi. Ayni1 zamanda dokme yiik gemisi “Yeoman
Bridge” de Kuzeybati’dan New Rocks samandirasina yaklasiyordu. Ayni anda “Nahlin ve
“Yeoman Bridge” Hamburg gemisine VHF kanal 16’dan ¢agri yapti ve Hamburg gemisi
kopriitistli vardiyasindaki gorevli zabit cagriya cevap verdi. Telsiz goriismelerine iligkin

kayitlar asagidaki tabloda goriilmektedir.

Zaman | VHF kanali | Cagiran Diyalog
istasyon
13:23:40 16 Sea Explorer 1 Yolcu gemisi Hamburg burasi Sea Explorer.
13:23:45 16 Hamburg Sea Explorer, Hamburg sifir alti
16 Sea Explorer 1 Sifir alti
13:23:50 16 Yeoman Bridge Hamburg, Yeoman Bridge.
06 Hamburg Sea Explorer. Burasi Hamburg, devam edin.
13:23:55 06 Sea Explorer 1 Yesil yesile.
06 Hamburg Tamam, yesil yesile.
06 Sea Explorer 1 16’ya geri.
13:24:05 16 Nahlin Yolcu gemisi Hamburg, Burasi Nahlin, onalti.
16 Yeoman Bridge ...Ah...Yeoman Bridge sifir alti.
13:24:10 16 Hamburg Hamburg yolcu gemisini kim ¢agiriyor ?
16 Yeoman Bridge .. D6kme yiik gemisi .... [konugma anlasilamiyor].
16 Nabhlin .. onalti. Sifir altiya gecebilir miyiz ?
16 Yeoman Bridge Yeoman Bridge sancak bag omuzlugunuzda.
Tamam..
13:24:20 | 16 Hamburg Hamburg yolcu gemisiyle kim konusuyor ? sifir
alti lutfen...sifir alti.
13:24:25 16 Yeoman Bridge Sifir alti.
16 Nahlin Sifir alti.
13:24:30 06 Hamburg Doékme yik gemisi, yolcu gemisi Hamburg.
Devam edin...

Yeoman Bridge  |[konusma anlasilamiyor...] sancak tarafinizda. Size
yavaslamanizi ve sizi pruvanizdan ge¢gmeme izin
vermenizi éneriyorum.

13:24:35 06 Hamburg Tamam, tamam. Sen hizini dislreceksin. Dogru
mu ?

13:24:40 | 06 Yeoman Bridge | Dusdr, Hizini disglr. Ben tam yol ileri pruvandan
gececegim. [konugma anlagiimiyor...]sancak
taraf.

47


serkan.inal
Daktilo Metni
47


48

13:24:50 | 06 Nahlin S1§ su nedeniyle arkandan gegemem.

13:25:00 06 Hamburg Tamam. Biz hizimizi disuriyoruz tamam.
13:25:05 | 06 Nahlin Tamam senin éniinden gegecegdim ve siratimi
artiracagim.

1.3.3 Karaya Oturma

VHF goriismesi sonrast Hamburg New Rock sigliklarini iskele bas omuzlugunda birakarak
pruvasi 195°rotasinda devam etti. Hamburg gemisi kaptani hizini1 diisiirerek diger 3 geminin
pruvasindan gegmesine izin verdi.
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Resim 7 : Hamburg gemisinin saat 13:21 ve 13:28 araligindaki nisbi hareketi.

Hamburg gemisi ile diger lic gemi arasinda en yakin yaklasma 0.2 deniz milinden azdi. Gemi
Kaptant mevcut trafik yogunlugu ile mesguldii ancak Hamburg gemisinin New Rock
samandirasina yaklastiginin farkindaydi. Saat 13:28’de, Emniyet Zabiti tekrar kopriilistiine
geldi ve Kaptan ondan New Rocks samandirasindan neta olundugunu gorsel olarak takip
etmesini istedi. Emniyet Zabiti iskele kirlangiga giderek samandiranin kerterizini aldi ve
13:28:21°de kopriilistiine geri dondii. Hamburg gemisi yere gore 6.4 deniz mili siiratle New
Rocks samandirasinin Kuzeydogusunda iskele ki¢c omuzlugundan, karaya oturdu.

1.3.4. Karaya Oturmanin Hemen Sonrasi

Hamburg gemisi biiylik bir sarsintiyla karaya oturdu. Gemi Kaptani hemen geminin kig tarafini
sigliklardan kurtarmak i¢in iskele alabanda emrini verdi ve sonrasinda geminin tekrar giineyli
rotaya alinmasin1 emretti. Hamburg gemisinin iskele ve sancak ana makineleri otomatik olarak
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bosa ¢ikt1 ve iskele ana makine durdu. Bazi seyir sistemlerinde meydana gelen gegici elektrik
kesintisi sebebiyle Preferential (6ncelikli) Tripler ve Acil Durum Jeneratorii otomatik olarak
devreye girdi ve seyir cihazlar1 da dahil bir¢ok sistemi geri yiikledi. Gii¢ kesilmesinden dolay1
Koprtiiistii ve Makine Kontrol Odasinda alarmlar ¢aliyordu. Bazi cihazlar otomatik olarak,
bazilar1 da elektrik kesintisinden dolay1 kapanmisti. Kopriiiistii Ekibi radar ve ECDIS’1 yeniden
baglattt ve kaptan tekrar gemiyi giivenli sulara ¢ikartmak i¢in iskele alabanda emrini verdi.
Genel alarm ve miirettebat alarmlar1 calinmadi.

Sonrasinda Kaptan, staff kaptan ve emniyet zabitinin, yeke dairesi, camasirhane, bas-kig
pervane kompartmanlari gibi i¢ alanlarda her hangi bir sizint1 olup olmadigina dair gorsel olarak
hasar tespiti yapmalarini istedi. Kaptanin bu alanlarin kontrol edilmesi talimatin1 verdigi halde
Acil Durum Kontrol Listelerinden, Karaya Oturma ve Haberlesme Kontrol listesi kullanilmadi.
Carkgibasi, Makine Kontrol Odasindaki i¢ hat telefonunu kullanarak kaptana iskele ana
makinenin durdugunu bildirdi. Ayrica iskele pervanede bir sorun oldugu ve kullanilmamasi
gerektigini belirtti. Kaptan sonrasinda geminin Tobermory’e tek makineyle ilerleyecegini ve
olasi bir si1zinttya kars1 dip tanklarin dl¢iilmesi talimatini verdi. Oturma sonrasi tanklarda ve i¢
alanlarda yapilan kontroller herhangi bir s1zint1 yasanmadigini gosteriyordu.

Saat 13:32°de gemi kaptani, kruvaziyer yolcu gemisi miidiiriine Almanca olarak gemi i¢i genel
anons sisteminden her seyin yolunda oldugu ve geminin yoluna devam edecegi yoniinde
yolcular1 bilgilendirmesini emretti.

1.3.5 Tobermory’e Varis

Saat 13:46’da Hamburg gemisi Tobermory Koy’u girisinde pruvasi 209.5° gosterir sekilde 4.5
deniz mili siiratle ilerliyordu. Riizgar glineybat1 yoniinden esmeye devam ediyordu fakat etkisi
korunakli koy’da biraz daha az hissediliyordu. Kaptan Koy’da bir¢ok kiigiik teknenin bagh
oldugunu gordii. Sikisik bir alana dogru ilerlemek istemedi ve planlanan Tobermory Limani
giineybat1 demir mevkii yerine Koy un girisinde demirlemeye karar verdi. Demir atma hazirlig
icin geminin siiratini diislirmeye devam etti.

Tobermory Limani miidiir yardimcist sisme bot icerisinde Hamburg gemisinin sancak bas
omuzluguna yakin bir mesafedeydi ve Kruvaziyer Yolcu gemisinin durdugunu gorerek Saat
13:47°de VHF kanal 16’dan gemiye ¢agr1 yapt1 ancak bir cevap alamadi.

Saat 13:51°de Hamburg kaptani, sancak demirin 5.kilit giivertede olacak sekilde funda
edilmesi emretti. Bu esnada pruva 224 ° ve harita derinligi 61 metreyi gosteriyordu. Demir
funda edildiginde gemi makinesi tornistanda gemi riizgarla birlikte kiga dogru yavasca hareket
ediyordu.

“Hamburg” gemisi Koy girisi dogu yonii boyunca salindi. Saat 13:54’de Kopriiiistii Gorevli
Zabiti, kaptana geminin iskele tarafinda siglik su kesimi oldugu yoniinde bilgi verdi.

Tobermory Limant VHF’den Hamburg’u yeniden cagird1 bu kez gorevli zabit karsilik verdi.
Tobermory Limani gorevlisi ,geminin Koy’a dogru daha fazla ilerleyip ilerlemeyecegini sordu
ve Kopriiiistiinde Gorevli Vardiya Zabitinden ilerlemeyecegi yanitim1 aldi. Bunun iizerine
Liman gorevlisi (Tobermory Limani Denizcilik Midiir Yardimcis1) Koy’un iclerine dogru
ilerlerlerse daha korunakli olacaklarini belirtti ancak bu cagrisina cevap alamadi. Daha
sonrasinda da Hamburg gemisi ile Tobermory Limani arasinda bagka bir telsiz goriismesi
olmadi.
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Saat 14:01°de Hamburg gemisinin 5 kilidi sudaydi. Kopriiistii Gorevli Vardiya Zabiti sancak
radar ekraninda degisken mesafe isaretleyicisini (Variable Range Marker —-VRM) 1.5
gominaya (0.15 nm) ayarladi ve gemi pozisyonunu izlemeye basladi. Saat 14:05°de kaptana

geminin ki¢ taraflarindaki Calve Adasina dogru, saatte 0.5 deniz mili siiratle hareket ettigi
bilgisini verdi. Bunun iizerine Kaptan demirleme operasyonun iptal etme karar1 aldi ve demirin
vira edilmesi emrini verdi. Kaptanin niyeti Hambur gemisini Kuzeye dondiirmeden Once
Koy’un disina geri geri bir sekilde almakti. Geminin tornistan giiciinii artirdi ve Ada neta olunca
da gemiyi dondiirdii. Gemi tornistanda Tobermory koyundan ¢ikarken demir halen vira
ediliyordu. Hamburg gemisi Calve Adasindan 0.1 deniz mili agiktan gecti. Saat 14:22° de ise
Demir Logada raporu verildi.

1.3.6. Bilgilendirme

Saat 14:24°de Hamburg Kuzeybatili rotasinda Sound of Mull’u gegiyordu. Tobermory
Koy’undan ¢ikar ¢ikmaz, Kaptan V.Ships ‘mn kiyr yetkilisine ulasarak Karaya oturma
konusunda bilgi vermeyi denedi. Saat 14:28°de V.Ship ofisine ulasabildi ancak ne kiy1 yetkilisi
ne de filo miidiiriiyle goriisemedi. Hamburg Cruise SA “daki kiraci firmanin teknik danigmanina
telefon acgildi. Bu telefon goriismesi sirasinda geminin, sualti kontrolii i¢in Belfast /Kuzey
Irlanda ‘ya ilerlemesi konusunda karar aldi. Saat 15:05° de Hamburg Cruise SA, Teknik
Danigmani , V.Ship’ i kaza ile ilgili olarak bilgilendirdi. Ne Kaptan, Ne Hamburg Cruise SA,
ne de V.Ship, Ingiltere Sahil Giivenlik Komutanligina, Tobermory Limanma ya da Birlesik
Devletler Deniz Kazalar1 Inceleme Biirosundan herhangi birine kazay1 rapor etti.

Saat 18:20°de bir gemi personelinin annesinin, Dublin Deniz Arama Kurtarma Koordinasyon
Merkezini aramasi sonucu alarma gegti. Anne, oglu ile telefonda meydana gelen kaza hakkinda
konusurken, iletisimin aniden kopmas1 sonucunda daha koétiisiinden endiselenerek hemen Sahil
Giivenlik ile iletisime ge¢ti. Hamburg’un yeni destinasyonunun farkinda olan Dublin Deniz
Arama Kurtarma Koordinasyon Merkezi, Belfast Deniz Arama Kurtarma Koordinasyon
Merkezi (MRCC)’ni geminin karaya oturmus olma ihtimaline kars1 uyardi. Bunun iizerine
Belfast MRCC, Hamburg gemisiyle iletisime gegerek, geminin giiniin erken saatlerinde karaya
oturdugunu o6grendi. Kaptan ayrica geminin kaza sonrasinda iki pervanesinden birinin
calisamaz durumda oldugunu ancak herhangi bir yardima ihtiya¢c duymadigini belirtti.

Tek bir pervane saftinin calisir durumda olmasi ve kotiilesen hava kosullar neticesinde
Hamburg gemisi Belfast’ a ulasmakta zorlaniyordu. Kaptan, Irlanda Denizinde firtinanin etkisi
gegene kadar 6lii denizlere ve firtinanin yarattigi dalgalara karsi rota tutarak mevkiini korumaya
calistyordu.
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Resim 8: Hamburg gemisinin saat 13:45 ve 13:54 araligindaki mevki ve rota izi.
HASAR

12 May1s ¢ da Saat 18:24°de Hamburg Belfast’a vardi. Geminin Sualt1 sérveyi tamamlandi.
Sorvey neticesinde meydana gelen hasarin 6nemli boyutta olabilecegi ancak sudaki kisitli bir
goriisle yapilan degerlendirmenin hasarin tam anlamiyla hangi boyutta oldugunun
belirlenmesine imkan vermedigi diisiiniilerek Geminin Klas Kurulusu (DNV GL) ve V.Ships
ve Hamburg Cruise SA temsilcileri, geminin Belfast’da Tersaneye alinmasina karar verdi.
Havuzda geminin iskele pervanesi, saft1 ve iskele sevk yardimci sistemlerinde biiyiikk hasar
oldugu goriildii( Resim: 9)

13 Mayis, (Det Norske Veritas Germanischer - DNV GL) Loyd sorvey6riit Hamburg gemisinin
gecici tamir islemleri i¢in Belfast’da kalacagini bildirdi. Bunun sonucunda Yolcu gemisinin
seferi iptal edildi ve ayn1 giin yolcular tahliye edildi. Hamburg gemisi Belfast’daki tersanede
30 Mayis’a kadar kaldi. Sonrasinda da asil tamir islemlerini gergeklestirmek tek seferlik
emniyet sertifikasiyla Bremerhaven’a dogru yola ¢ikti. Hamburg gemisi 10 Agustos 2015
tarthinde hizmetine geri dondii.
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Resim 9 : Tekne ve pervane hasar1 fotograflari.

ANALIZ

11

1.2

HEDEF

Bu analizin amaci kazaya gétiiren sebepleri ortaya ¢ikararak, gelecekte benzer
durumlarin meydana gelmesini 6nleyici tedbirler ile ilgili tavsiyelerde
bulunmaktir.

OZET

Hamburg gemisi New Rocks samandirasina emniyetli olmayan bir yonden
yaklastiginin farkinda degildi ve sigliklarda karaya oturdu.

Seyir uygulamalarindaki farkindalik yetersizligi ve kopriiistiindeki zabitlerin
neredeyse hi¢ olmayan ekip ¢alismasi en biiyiik eksiklikti. A¢ikga belli oldugu gibi,
kaza sonrasi kaptanin yasadigi stres onun yanlis kararlar almasina sebep olmus ve
karaya oturma sonrasinda alinmasi gereken 6nlemler ve yapilmasi gerekenler uygun
bir bigimde yapilmamuistir. Sonug olarak gemi bir hasar tespit ¢calismasi yapilmadan;
liman, Sahil Giivenlik Komutanligi veya sirkete herhangi bir bilgilendirme
verilmeden Tobermory Koyu’nda demirleme karar1 almistir.

SEYIR YONETIMi

Acik deliller gostermektedir ki Hamburg gemisi, seyirin icra edilmesine yonelik
gerekli 6zen ve dikkati gosterememistir. Ozellikle de;

e Tobermory Koy’u i¢in Sefer planlamasi, ECDIS ve kagit haritada detaydan uzak
bir sekilde yapilmistir. Neta hatlar1 belirlenmemis, seyre emniyetli olmayan
alanlar taranmamis, doniis mevkileri ve demir emniyetli salma daireleri, acil
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durum demir mevkileri markalanmamustir. Ayrica kagit harita tizerinde doniis
seferi asamasinda da kullanilmak tizere halen iki yonli rota bilgileri yazili
bulunmaktaydi. ECDIS seyir plani tizerindeki giincellemeler de yapilmamusti.

e Hamburg gemisinin Tobermory Limanina varisinin gecikecegi kesinlestiginde
emniyetli alan igerisinde mevcut konumdan liman girisine kadar izlenecek olan
yeni rota i¢in sefer planinda bir diizeltme yapilmadi.

e Stajyerin harita lizerindeki uygulamalarinin her a¢idan standart alt1 ve uygunsuz
oldugu su gotirmezdi ancak Gorevli Kopriilisti Zabitinin de onu
gozlemlememesi sonucunda gemi pozisyonu, izledigi rota gibi kullanish bilgiler
dogru bir bicimde degerlendirilememis ve gemiyi tehlikeye gdotiirecek olan
kosullar engellenememistir.

e Planlanmis demir mevkiinde demir atmama karar1 alindiginda baska bir
alternatif demir mevkii planlamak gibi bir ¢aba ig¢ine girilmemis. Sonucta da
uygun olmayan sayida kilit kaloma edilerek, demir tarayinca da yanagsmadan
vazgecilmistir.

Bu eksikliklerin 2 ana nedeni oldugu goriilmektedir. Birincisi, geminin tam
fonksiyonel bir Elektronik Harita Sistemiyle donatilmis olmasi halinde bu sistem
daha dikkate alinabilirdi. ECDIS fizerinde gerekli giincelleme ve planlamalarin
yapilmamis olusu sebebiyle islevselligi yitirmisti. Ancak geminin an ve an
pozisyonunun eckranda sergileme kolayligi sagladigindan ECDIS  Gorevli
Kopriilistii Vardiya Zabiti i¢in takip edilmesi kolay bir seyir yardimcisi olarak kagit
harita yerine tercih edilmesi tahmini zor bir durum degildi. Nitekim sirket talimati
da Oncelikli seyir metodu kagit haritalarin dikkate alinmasi yoniindeydi. Onayli
olmayan, gerekli ayarlamalar yapilmamis ECDIS cihazi Seyir amagh
kullanilmamaliydi. Gorevli Kopriiiistii Vardiya Zabitinin planlanan rotasindan
ciktig1 ya da tehlikeye dogru ilerledigi hallerde ECDIS tarafindan uyarilmasini
saglayan fonksiyonlar aktive edilmemisti. Daha o6tesinde Gemide ECDIS
cthazindaki emniyet fonksiyonlarinin kullanilmasi yoniinde kesin bir talimat
olmasma ragmen bu sadece onayli sistemler igin gegerliydi. Sistemin onayh
olmamasina ragmen ECDIS iizerinde Gorevli Kopriiiistli Zabitine emniyetli seyir
icin tiim bilgileri saglayacak sekilde diizenlenmesi gerekirdi.

Hamburg gemisinin  Gorevli Kopriitistii  Vardiya Zabitinin  ECDIS  (uyar1
fonksiyonlar1 ayarlanmamis) cihazini dikkate almasindan dolayi, stajyer tarafindan
kagit haritada plotlanan mevkilerin  kontroliine yeteri kadar 6nem vermemesi
kacgiilmazdi. Stajyer heniiz egitimini yeni tamamlamisti ancak harita islerindeki
bilgi yetersizligi hatir1 sayilir 6l¢iide goktu. Karaya oturmanin meydana gelmesinden
7 dk oncesinde stajyer ve Gorevli Kopriilistii Vardiya Zabiti gemi pozisyonunu kagit
haritada plotladi. Buna ragmen her iki mevki de yanlisti. Stajyerin kagit haritada
plotladigi mevki ilk asamada dogruydu ve geminin tehlikeye dogru ilerledigi
goriiliiyordu. Ancak maalesef, Gorevli Kopriiiistii Vardiya Zabitine aykir: diismekten
¢ekindigi icin plotladig1i mevkiiyi sesSizce haritadan sildi ve boylelikle sadece
Vardiya Zabiti’nin yanlis plotladigi mevkii haritada kalmis oldu. Vardiya Zabiti
stajyeri gozlemlemedigi i¢in de bu durumun farkina varamadi.

Dogrusu, stajyerin kullanish bilgilerle kopriitistii ekibine destek verecek ve kendisini
takimin bir pargasi olarak hissettirecek motivasyonun saglanmasina yonelik
cesaretlendirilmesiydi.
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Ikinci ve en 6nemlisi olarak, Hamburg gemisi kaptani, vardiya zabitlerinden yiiksek
standartlarda bir seyir becerisi talep etmedi. Stajyer disinda, Kopriiiistii vardiyacilari
iyi egitimli ve tecriibeliydi, kendilerinden uygun standartlarda seyir gereklilikleri
yerine getirmeleri beklenirdi. Gemi standart rotasinda seyir ederken Tobermory
koyunda demirlemesi gerektiginde planlama asamasinda yetersiz kalindi. Bunun
sonucunda da planda kisa siirede degisiklige gidilmesi gerekliligi, kopriilistii
ekibinde zaten zayif olan seyir uygulamalariyla geminin karaya oturmasina sebep
oldu. Uygun olmayan bir sefer planlamasini kabul etmek ve onaylamak, ECDIS in
efektif bir sekilde kullanilip kullanilmadigini, kagit seyir haritalarindaki islemlerin
standartlarin1 denetleme eksikligiyle kaptan, zabitlerine seyir standartlarina yeterli
onemi vermediginin sinyallerini veriyordu bu davranislariyla da onlar tizerindeki
liderligini kaybetmis oluyordu.

Ceviren: Serkan INAL
Kisa Mesafe Deniz Tasimaciligi Uzmani
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MAIB

MARINE ACCIDENT INVESTIGATION BRANCH
ACCIDENT REPORT

Report on the investigation of the grounding of the cruise ship
Hamburg
in the Sound of Mull, Scotland 11 May 2015
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SYNOPSIS

At 1328:21 on 11 May 2015, the Bahamas registered passenger vessel Hamburg
grounded on charted rocks near the New Rocks buoy in the Sound of Mull,
Scotland. The accident caused considerable raking damage to the hull and
rendered the port propeller, shaft and rudder unserviceable. There were no injuries
and the vessel continued on its passage to Tobermory.

The investigation found that, having been unable to
enter Tobermory Bay on arrival, the passage plan was
not re-evaluated or amended. Combined with poor
bridge team management and navigational practices,
this resulted in the vessel running into danger and
grounding. Despite the loud noise and vibration
resulting from the grounding, the bridge team did not
initiate the post-grounding checklist, no musters were
held and neither the vessel's managers nor any shore
authorities were notified of the accident.

Upon arrival at Tobermory Bay, the master made an
ill-considered and poorly executed attempt at
anchoring just within the bay's entrance instead of the
planned position in the south of the bay. This had to be aborted to avoid a second
grounding when Hamburg dragged its anchor. The passenger vessel was then
taken back out to the open sea with unknown damage to its structure, before
diverting to Belfast where a dive survey revealed the extent of the damage. The
vessel was withdrawn from service for 3 months for repairs.
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BACKGROUND

On 4 May 2015 at 1942, the Bahamas registered passenger ship Hamburg left Bremerhaven,
Germany bound for London, England. The cruise ship was scheduled to complete a cruise
around England, Ireland and Scotland (Figure 1).

Figure 1: Planned cruise route

At 1328 on 6 May, Hamburg was approaching the Sunk pilot station in the Thames estuary,
when a fishing net became entangled around its starboard propeller. As a result, the scheduled
London port call was cancelled and the cruise ship diverted to Southampton, where divers
removed the net. Hamburg then continued on its original schedule.

1.3 NARRATIVE
1.3.1 Dublin towards Tobermory

On 10 May at 1600 Hamburg departed Dublin, Ireland bound for Tobermory, Scotland. The
vessel was scheduled to make its maiden call into Tobermory the following day at 1330.

Hamburg's master was aware that the United Kingdom's Meteorological Office had issued a
gale warning for the Irish Sea area. The inclement weather was expected to run from the south-
west and worsen after 1200 the following day. The master decided to proceed to Tobermory at
the best possible speed so as to be at anchor in the shelter of Tobermory Bay before the weather
deteriorated.
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At 1734 the master sent an email to the Tobermory Harbour Association (THA) informing them
of his decision and Hamburg's amended estimated time of arrival (ETA) of 1200. The email
also confirmed that the master would contact the THA 2 hours before arrival so that he could
verify the conditions in the anchorage.

The following day, 11 May, the master arrived on the bridge at 0700 and took up his usual
position by the port radar (Figure 2). The safety officer, who was the officer of the watch
(OOW), was stationed at the starboard radar where he could also see the ECDIS. He was
assisted by the cadet and the duty able seaman (AB), who was the lookout. With its stabiliser
fins deployed, Hamburg had maintained a steady passage in the south-westerly swell and the
master was fully rested after a good night's sleep.

o

ECDISE

Figure 2: Photograph of Hamburg's bridge

At 0800, the safety officer handed the navigational watch over to the second officer appointed
to the 8-12 watch. The safety officer advised him that the vessel's ETA was 1200 and that the
master had the conn; he then left the bridge. At 0820, the master gave 2 hours' notice of arrival
to the duty engineer in the engine room and the second officer recorded this in the bridge bell
book .

The master had not received a response from the THA to his email, and shortly after 0840 he
began to try to make contact by telephone. At 0858 the THA marine manager answered the
telephone and advised the master that there were two smaller cruise ships, Hebridean Princess
and Sea Explorer 1, already anchored in Tobermory Bay and that Hamburg would have to wait
for these vessels to leave.

At 1036 Hamburg approached Ardmore Point (Figure 3). The master decided that Hamburg
would continue towards Tobermory and then drift in the northern part of the Sound of Mull. He
advised the OOW of his intentions but did not amend the passage plan.
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Figure 3: Extract of chart BA 2392 showing Hamburg's position at 1036

As Hamburg proceeded into the Sound of Mull, the port and starboard anchors were cleared of
their lashings and made ready for use. At 1045 the bridge team put into effect ‘condition red'2
and the engine control room and reception desk were advised accordingly. By 1100 the cruise
ship was drifting in an area to the southwest of Mingary Bay, awaiting further information from
the THA marine manager. The stabiliser fins were stowed, the engines were on standby3 and
the steering was in manual control.

1.3.2 Events leading up to the grounding

Shortly after 1200, Hebridean Princess departed from Tobermory Bay. The second cruise ship,
Sea Explorer 1, remained at anchor in the bay.

At the same time, Hamburg was on a south-easterly heading and still drifting in the north of the
Sound of Mull. There was a moderate swell and the wind was south-westerly force 6 to 7
gusting up to 40kts at times. Hamburg's engine controls were periodically adjusted to maintain
the vessel's position, but generally they were set to stop.

Although the second officer appointed to the 12-4 watch had taken over as the OOW and the
duty AB had also changed, the master and cadet remained on the bridge. In the course of their
non-navigational duties, the staff captain and safety officer had visited the bridge for various
reasons throughout the morning. Neither had been appointed navigational duties for the arrival
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at Tobermory. At 1220 the second officer appointed to the 8-12 watch, in his role as the vessel's
navigating officer, also returned to the bridge to prepare the passage plan for Hamburg's next
scheduled voyage from Tobermory to Stornoway.

The OOW had set the starboard radar display to the 3nm range scale with relative motion and
12-minute true vectors. He had also set the radar display off-centre to extend the forward range
to approximately 5nm. Both the OOW and the cadet were irregularly and infrequently plotting
the vessel's position on the paper chart.

At 1245, Sea Explorer I's OOW called Hamburg via very high frequency (VHF) radio channel
16. The officer informed Hamburg's master that Sea Explorer | would depart Tobermory Bay
no sooner than 1300. Hamburg's master asked Sea Explorer I's OOW if there was a swell in
Tobermory Bay, and received the reply that there was not.

The master then instructed the OOW to monitor Sea Explorer | on the radar so that Hamburg
could proceed as soon as the smaller cruise ship cleared Tobermory Bay. Accordingly, at
1248:57 the OOW informed the master that Sea Explorer | was raising its anchor. Hamburg's
heading was 165° with a course over the ground (COG) of 105° and a speed over the ground
(SOG) of 1.11kts.

Hamburg's master ordered the AB to take the wheel and set the rudder to hard-to- starboard.
The cruise ship began a slow swing to starboard. At 1310, the anchor party was called to station
in readiness for anchoring in the Bay. The master then began to adjust the engine controls, and
at 1312 Hamburg was heading 200.5° with a SOG of 1.29kts. At the same time, Sea Explorer I
was underway in the bay.

By 1318 Sea Explorer | had cleared Tobermory Bay and was on a northerly heading through
the Sound of Mull. Hamburg was on a heading of 200.6° with a cOg of 182.4° and a SOG of
3.41kts (Figure 4). Hamburg's master then ordered the AB to steer 195°. By 1320 the master
had set the engine control to 'half ahead' and Hamburg was steady on 195° with a COG of 181°
and a SOG of 3.72kts.
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Figure 4: Radar display showing the positions of Hamburg and Sea Explorer 1 at 1318

At 1321 both the OOW and the cadet plotted Hamburg's position on the chart (Figure 5). The
cadet saw that his plotted position was some distance away from the OOW's position but closer
to the New Rocks shoal. Without consulting the OOW, the cadet assumed his own position was
incorrect and removed it from the chart using an eraser. At 1322:55 the OOW reduced the
starboard radar display to the 1.5nm setting (Figure 6).

At 1323:30 the News Rocks buoy was on Hamburg's port bow. The cruise ship was on a heading
of 193° and had a closest point of approach (CPA) with Sea Explorer I of 0.03nm with a time
to CPA of approximately 7 minutes. Sea Explorer I's OOW again called Hamburg on the VHF
radio and agreed with the OOW that the vessels would pass green-to-green .
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Figure 6: Radar display showing Hamburg's position at 1322:55

Shortly afterwards, at 1324, motor yacht Nahlin was on a north-westerly course and
approaching the New Rocks buoy from the south-east. At the same time the bulk carrier
Yeoman Bridge was approaching the New Rocks buoy from the north-west (Figure 7).
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Simultaneously, officers on board both Nahlin and Yeoman Bridge called Hamburg on VHF
radio channel 16 and Hamburg's OOW replied. A transcript of the resulting VHF conversation

is at Table 1 below.

Time VHF Caller Dialogue

Channel
13:23:40 | 16 Sea Explorer 1 | Cruise vessel Hamburg this is Sea Explorer.
13:23:45 | 16 Hamburg Sea Explorer, Hamburg zero six.

16 Sea Explorer 1 | Zero six

13:23:50 | 16 Yeoman Bridge | Motor vessel Hamburg, Yeoman Bridge.

06 Hamburg Sea Explorer. This is Hamburg, go ahead

13:23:55 | 06 Sea Explorer 1 | Green to green.

06 Hamburg Okay, green to green.
06 Sea Explorer 1 | Back to sixteen.
13:24:05 | 16 Nahlin Cruise ship Hamburg, this is Nahlin sixteen.
16 Yeoman Bridge | ...Ah...Yeoman Bridge zero six.
13:24:10 | 16 Hamburg Who calling passenger vessel Hamburg?
16 Yeoman Bridge | .. bulk carrier .... [Unintelligible].
16 Nahlin .. Sixteen. Can we go zero Six?
16 Yeoman Bridge | Yeoman Bridge on your starboard bow over

13:24:20 | 16 Hamburg Who speak with passenger vessel Hamburg
zero six please. Zero six.

13:24:25 | 16 Yeoman Bridge | Zero Six.

16 Nahlin Zero Six.

13:24:30 | 06 Hamburg So bulk carrier passenger vessel Hamburg, go
ahead.

Yeoman Bridge [[Unintelligible] on your starboard side. |
suggest that you slow down and let me through
ahead of you.

13:24:35 | 06 Hamburg Okay, okay. You go down in speed, is
correct?

13:24:40 | 06 Yeoman Bridge | Reduce. Reduce your speed. | proceed full
speed ahead of your ship [Unintelligible]
starboard side.

13:24:50 | 06 Nahlin .. | can't go behind you because of the
shallow water.

13:25:00 | 06 Hamburg Okay we reduce speed. Okay.

13:25:05 | 06 Nahlin Okay I'm going to go in front of you and |

will pick up speed.
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Figure 7: Extract of chart BA 2392 showing Hamburg's track and relative headings between 1321 and 1328
1.3.3 The grounding

After the VHF conversation, Hamburg continued on a heading of 195° with the New Rocks
shoal on its port bow. The master reduced the vessel's speed to allow the other three vessels to
pass ahead. Table 2 shows Hamburg's COG, heading and SOG between 1325 and 1328 while
the vessel's track and relative headings are shown in Figure 7.

The expected CPAs between the three vessels and Hamburg remained very close at less than
0.2nm. The master was preoccupied with the traffic situation but he was also aware that
Hamburg was approaching the New Rocks buoy. At 1328, the safety officer arrived on the
bridge again and the master asked him to visually check the vessel's position off the New Rocks
buoy. The safety officer went onto the port bridge wing to take a bearing of the buoy's position
and, at 1328:21, as he returned to the bridge, Hamburg's port quarter grounded to the north-east
of the New Rocks buoy with a SOG of 6.37kts.

1.3.4 Actions immediately after the grounding

Hamburg shook violently as it grounded, but it did not become fast on the rocky shoal. The
master immediately ordered the helm hard to port to swing the vessel's stern clear of the shoal;
he then ordered a southerly course again. Hamburg's port and starboard main engines
automatically declutched and the port main engine stopped. A switchboard preferential trip also
activated, resulting in the temporary loss of electrical power to some navigational systems. The
emergency generator started automatically, restoring electrical power to many systems,
including the navigational equipment. Multiple alarms sounded both on the bridge and in the
engine room control room as various equipment shut down, either automatically or as a result
of power loss. The bridge team restarted the radars and the ECDIS as the master again ordered
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the helm hard-to-port in an attempt to regain safe water. The general alarm and crew alert were
not sounded.

Following instructions from the master, the staff captain and safety officer conducted a visual
inspection of the internal spaces including the steering gear, laundries, and bow thruster
compartments to determine if there was any water ingress. Although the master issued
instructions for spaces to be checked, the Grounding Incident and Communications checklists
were not used.

The chief engineer, who was in the engine room, used the internal sound-powered telephone to
inform the master that the port main engine had shut down. He also stated that there appeared
to be a problem with the port propeller and that it should not be used. The master then confirmed
that the vessel would proceed into Tobermory on one engine and instructed the chief engineer
to monitor the bottom tank soundings. The checks on the tanks and spaces indicated that there
was no water ingress.

At 1332, on the master's order, the cruise director made a public address (PA) announcement,
in German, to the passengers informing them that all was well and that the cruise would
continue.

1.3.5 Arrival in Tobermory

At 1345:37 Hamburg was at the entrance to Tobermory Bay (Figure 9) heading 209.5° with a
SOG of 4.5kts. The wind continued from a south-westerly direction but its strength had
decreased slightly in the sheltered bay. The master saw that there were many small boats on
moorings in the bay and, unwilling to continue into the congested area, he decided to anchor in
the bay entrance rather than in the planned position at the THA designated anchorage to the
south-west. The master continued to reduce Hamburg's speed in preparation for anchoring.

The THA deputy marine manager, who was in a RIB situated a short distance off Hamburg's
starboard bow, saw that the cruise ship had stopped. At 1347 she attempted to hail Hamburg on
VHF channel 16, but received no response.

By 1351:29 Hamburg's master had ordered the starboard anchor to be let go to 5 shackles on
deck . The cruise ship was on a heading of 223.9° and the charted depth of water was 61m. As
the anchor was deployed, Hamburg was slowly moved astern using its engine and assisted by
the wind. The cruise ship travelled in an easterly direction across the bay entrance and, at
1353:40, the OOW advised the master that there was a shallow patch of water on the vessel's
port side (Figure 9).

At 1354, the THA deputy marine manager again hailed Hamburg on the VHF radio. When the
OOW replied, she asked if the cruise ship was going to proceed further into the bay. The OOW
told her that Hamburg would not. The deputy marine manager then stated that there was more
shelter further inside Tobermory Bay. Hamburg's bridge team did not respond to this message
and there was no further communication between the cruise ship and the THA.

By 1401, Hamburg had 5 shackles of anchor cable deployed. The OOW set the variable range
marker on the starboard radar display to 0.15nm to monitor the vessel's position and, at 1405,
he informed the master that Hamburg was moving astern towards Calve Island8 at a SOG of
approximately 0.5kt. The master decided to abort the anchoring operation and ordered the
recovery of the anchor. The master, intending to move Hamburg backwards out of the bay
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before turning the vessel to the north, increased its astern power and turned the vessel to clear
the island. The cruise ship moved astern out of Tobermory as its anchor was being recovered,
passing less than 0.1nm off Calve Island (Figure 10). The anchor was reported as home9 at
1422,

1.3.6 Notification

At 1424, Hamburg was on a north-westerly heading to transit the Sound of Mull. Immediately
upon departure from Tobermory Bay, the master attempted to contact V.Ships' Leisure SAM,
Monaco (V.Ships) designated person ashore (DPA10), to notify him of the grounding. At 1428,
having spoken to V.Ships' office, but having failed to reach either the DPA or the back-up
contact (V.Ships' Fleet Manager), the master telephoned the bareboat charterer's technical
consultant at Hamburg Cruise SA (HCSA). During this telephone call it was agreed that the
vessel would proceed to Belfast, Northern Ireland for an underwater inspection. V.Ships was
informed of the accident by HCSA's technical consultant at 1505. Neither the master, HCSA
nor V.Ships reported the incident to the UK coastguard, the THA or the UK Marine Accident
Investigation Branch (MAIB).

At 1820, the Dublin Maritime Rescue Co-ordination Centre (MRCC) was alerted to the accident
when the concerned mother of a crew member telephoned them. She had been having a
telephone conversation with the crew member about the accident when mobile phone contact
was suddenly lost. Fearing the worst, she contacted the coastguard. Dublin MRCC, which was
aware of Hamburg's new destination port, warned Belfast MRCC that the passenger vessel
might have been involved in a grounding. Belfast MRCC then contacted Hamburg and, in
conversation with the master, established that the vessel had grounded earlier in the day. The
master also confirmed that Hamburg was proceeding using one of its two propeller shafts since
one had been rendered unserviceable by the grounding, but stated that he was content with the
situation and was not in need of assistance.

In the worsening weather conditions overnight and with only one working propeller shaft,
Hamburg struggled to make progress to Belfast and the master chose to heave-tol11 in the Irish
Sea and wait for the gale force winds to abate before continuing on passage for Belfast.

-
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Figure 8: Extract of chart BA 2392 showing Hamburg's position and track between 1345 and 1353:40
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DAMAGE

At 1824 on 12 May Hamburg arrived at Belfast and an underwater inspection was completed.
This indicated that the damage attributed to the grounding appeared to be substantial but, due
to the poor water visibility, the exact extent of damage could not be ascertained. The surveyor
from the vessel's classification society, Det Norske Veritas Germanischer Lloyd (DNV GL),
and representatives from V.Ships and HCSA agreed that the cruise ship needed to be dry docked
in Belfast. Later that day, the cruise ship entered the dry dock, where significant damage to the
port propeller, port propeller shaft, port propulsion auxiliary equipment, port rudder/rudder
stock and hull were identified (Figure 9).

On 13 May, the DNV GL surveyor directed that Hamburg should remain in Belfast for
temporary repairs. Consequently, the remainder of the cruise was cancelled and passengers
were repatriated from the vessel that day. Hamburg remained in dry dock at Belfast until 30
May, when the cruise ship sailed under a single voyage safety certificate to Bremerhaven for
permanent repairs. Hamburg returned to service on 10 August 2015.
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SECTION 2 - ANALYSIS
1.1 AIM

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

1.2 SUMMARY

Hamburg grounded on the charted New Rocks shoal because the bridge team did not recognise
that their vessel was approaching the New Rocks buoy from an unsafe direction. Contributing
to this lack of awareness were significant shortcomings in the conduct of navigation on board
Hamburg, which were compounded by almost non-existent teamwork between the officers on
the bridge. While the master was evidently under a degree of stress following the grounding,
appropriate post-grounding actions were not taken. Consequently, an attempt was made to
anchor the vessel in Tobermory Bay before a full assessment of the damage had been conducted
and before any of the port, coastal state or company had been informed of the accident.

1.3 CONDUCT OF NAVIGATION

There is significant evidence that insufficient attention was being paid to the conduct of
navigation on Hamburg. Specifically:

. The passage plan to Tobermory lacked detail, either in the ECDIS or on the paper chart.
Clearance lines, no-go areas, abort points, wheel-over positions and an adequate anchorage
safety swinging circle were not marked on the paper chart, and the safety settings on the ECDIS
were not updated for the passage.

. When it was clear that Hamburg's arrival at Tobermory would be delayed, no attempt
was made to amend the passage plan to delineate a safe area within which the vessel would
operate until it continued its approach to port, or to define a safe navigation track from the
holding area to the harbour entrance.

. The cadet's chart work was unconventional and substandard in many respects, but his
activities were not being monitored by the OOW with the consequence that useful information
about the vessel's position, heading and proximity to dangers were not being assimilated by the
bridge team.

. Once the decision not to anchor the vessel in the designated anchorage in Tobermory
Bay had been made, no effort was made to plan an alternative anchorage before it was
attempted, with the result that insufficient cable was deployed, the vessel dragged its anchor,
and the visit was aborted.

Two main reasons for these shortcomings have been identified. In the first instance, the
company's declaration that the primary method of navigation was by paper chart, when the
vessel was equipped with a fully functional ECDIS, needed more consideration. The ECDIS
was well placed for easy reference by the OOW, and it provided an instantaneous pictorial
representation of the vessel's location. It was therefore foreseeable that the OOWSs would refer
to the ECDIS display instead of the paper chart. However, as the ECDIS was not approved and
should not have been used for navigational purposes, the warnings and cautions intended to
alert the OOW to deviations from the planned track or that the vessel was approaching danger
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had not been activated. Further, although there were precise onboard instructions about the use
of the safety features on the ECDIS, they were designated for approved systems only.
Regardless of its approval status, it would have been appropriate to ensure that the system was
set up to provide the OOWs with all the information required for safe navigation.

By relying on the ECDIS, the OOWSs on board Hamburg inevitably paid little attention to the
fixing and chart work conducted by the cadet. The cadet had only recently completed training,
but his standard of chart work had already deteriorated significantly. Seven minutes before the
grounding, both the OOW and the cadet plotted the vessel's position on the chart. Despite both
plotted positions being incorrect, the cadet's fix did at least indicate that the vessel was running
into danger. Unfortunately he did not feel empowered to challenge the OOW and chose to
silently erase his own position, leaving the OOW's incorrect position on the chart (Figure 5).
As the OOW was not monitoring the cadet's chart work, the occurrence went unremarked.
Proper attention to the cadet's activities would have helped motivate him to perform
appropriately, and would have empowered him to contribute useful information derived from
fixing to the bridge team.

Secondly, and most significantly, Hamburg's master did not demand an appropriately high
standard of navigation from his officers. With the exception of the cadet, all Hamburg's bridge
watchkeepers were suitably trained and experienced, and they would likely have delivered an
appropriate standard of service had it been demanded of them. However, while the standard
achieved permitted the vessel to fulfil its itinerary, insufficient consideration was given at the
planning stage to the constraints of Tobermory Bay as an anchorage. Consequently, once the
plan needed to be changed at short notice, the weaknesses in the bridge team's navigational
practices set the conditions for the grounding to occur. By accepting and approving inadequate
passage plans and by not checking that either the ECDIS was being used effectively or that the
chart work was to an acceptable standard, the master was signalling to his officers that he was
not concerned about the standards of navigation on board, and they took their lead from him.
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s

Oil:lReference % 1 654

Konu .

Subject : Zamaninda Donils Yapmayan Geminin Karaya Oturmasi ile Ilgili Kaza Raporu Hk.

Sirkiiler No: 325 /2016

Tlgi: Ingiltere Deniz Kazalarini Arastirma Biirosu ( MAIB)’nun Nisan 2016 tarihli bila
say1l1 raporu.

Ingiltere Deniz Kazalarim Arastirma Biirosu (Marine Accident Investigation Branch —
MAIB)’nun gerekli doniis manevrasim geciktiren bir geminin karaya oturmasiyla sonuglanan
kazasina iligkin, olayin detaylar: ile incelendigi ve kazanin meydana gelmemesi i¢in alinmasi
gereken tedbirlerin belirtildigi raporun, Odamizda yapilan ozet Tiirkge cevirisi Ek’te (Ek-1)
sunulmustur.

Bilgilerinizi arz ve rica ederiz.
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O LAY 1 (Serbest ceviri)

Vaktinde Doniis Yap — Hattinda Kal!

Hikaye

Safrali bir tanker sighik ve kumluk alanlara yakin  haritalandirnilmis ve samandiralarla
markalanmis bir bolgede kiyr seyri yapmaktadir. Giindiiz ve goriisiin 1yi oldugu, yogun bir trafigin
olmadigi bolgede, Kuzeyli yone giiclii bir akinti mevcuttur. Kaptan, gorevli seyir zabitine siglik
bolgelerden gecis yaparken mevki plotlama siiresinin 5 dakika olmasi direktifini vermistir. Kopriitistii
vardiyasindaki Gorevli Zabit, ayn1 zamanda da seyir zabitidir.

Kopriitistiinde yalniz olarak seyre ¢itkmadan hemen dncesinde teslim alinan ve seferin ileriki
asamalarinda kullanilicak olan haritalar diizeltmekle mesguldiir. Gemi Kuzeyli rotasinda seyrine devam
ederken kopriitistiinde, radar ekraninda izlenmesi gereken plotlanmis yeni kuzeybatili rota hattinin 5
gomina gilineyinde kalmasi sonucu giivenlik koridoru smirmin gegildigi uyarisini veren sesli uyari
duyulmustur. Kopriiiistiindeki gorevli Zabit doniis mevkine gelindiginden habersizdir ve boyle bir sesli
uyari beklememektdir. Buna rahmen geminin mevkisini plotlayarak harita diizeltme isine geri doner. ilk
duyulan sesli ikazin ardindan 11 dakika ge¢mesinin ardindan birkez daha kopriiiistiinde duyulan alarm
geminin bu kez radar ekraninda plotlanmis olan giivenlik koridoru sinirinida 5 gomina gegmis oldugunu
ikaz etmektedir. Tkinci alarm duyuldugunda Vardiya Zabiti yeni rota igin doniis noktasini kagirdiginin
farkina vararak iskele yoniinde rota degisikligine gitmistir. Bu degisiklikle bat1 istikametinde seyrine
devam ederek planlanan rota hattina girme niyetindedir. Ancak doniis manevrasini tamamladiktan 12
dakika gecene kadar gemi pozisyonu plotlamamistir. Bu da geminin gergekte olmasi gereken rota
izinden halen epeyce sancak tarafta oldugunu géstermektedir. Vardiya Zabiti bu sapmaya karsilik sadece
39 “lik bir iskele yoniinde rota degisikligiyle gidermeyi diisiinmiistiir.

15 dakika sonrasinda Vardiya Zabiti gemi mevkisini jurnale dogru kaydetmesine ragmen
haritaya ger¢ekte olmasi gereken pozisyonun 1 deniz mili glineyinde olarak yanlhs plotlamistir. Bu
hata geminin, olmasi gerektigi rota izine dogru ilerledigi izlenimi vermistir. Sonucunda da gemi
sigliklara oturmustur.
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Olaydan Cikarilan Dersler

1. Kopriiiistii vardiyasindaki gorevli zabitin ilk ve éncelikli gorevi geminin giivenligidir.
Olaydaki Vardiya Zabitinin, yeni teslim alinms seyir haritalarim bir an once
diizeltmelerinin yapilarak seyre hazir hale getirilmesini istemesi anlayisla karsilanabilir.
Ancak, bu islem gorevli zabitin biiyiik o6lciide dikkatini dagitarak, kritik bir noktada
icinde bulunulan durumun tehlikelerinin farkina varamamasina ve neticesinde de
geminin sighga oturmasina sebep olmustur. Gorevli Vardiya Zabiti olas1 tehlikelerin
farkinda olmayisinin yam sira oncelikli gorevi olan gemi ve seyir giivenligini ikincil plana
atarak harita diizeltme islemleri ile mesgul olmus, kendisi bu gorevi icra ederken seyir
giivenligini saglamak iizere baska bir zabitin gecici olarak gorevi devralmasi icin yardim
talep etmemistir.

2. Kopriiiistii Yonetim Sistemi bir takim calismasidir. Gemi kaptam tarafindan gemide
yeterli nitelige sahip kopriiiisti vardiya zabitlerinden herhangi birinin harita
diizeltmelerinden sorumlu zabitin yapmasi gereken diizeltmeler ve seyir planlamasi ile
ilgili isleri yapmasina olanak saglamak i¢in gecici bir siireligine atanmasina imkan
saglamahdir. Ayrica kaptanin sighk bélgelere yakin seyir yapilirken gemi mevkinin 5
dakika arahklarla plotlanmasi talimati tek basina etkin ve yeterli bir énlem degildir.
Mevcut seyir riskleri goz oniine alinarak eldeki makul tiitm imkanlar kullamlarak gozcii
atanmasi ve tek bir yonteme bagh kalmayarak samandira vb. seyir yardimcilarindan
referans alinarak, radar paralel index yontemi kullamlarak geminin mevki yakindan
takip edilmelidir. Bolgedeki seyir tehlikeleri goz oniinde bulundurularak, seyrin giivenli
bir sekilde icrasini teminen, Kaptanin durumu yakindan gézlemlemesi icin kopriiiistiinde
bulunmasi gerekmektedir.

3. Gorevli Vardiya Zabiti, seyir vardiyasim teslim alirken i¢inde bulunulan seyir kosullarim
ve riskleri gozden gegirerek buna gore tedbir almahdir. S6z konusu olayda vardiyay1
teslim alan zabit, giiclii gelgit akintilarimin etkisini hesaplamams boylelikle akintinin
geminin rotasindan diismesine sebep olacagi sonucunu degerlendirememistir. Akintinin
etkisi bilinseydi buna gore karsit bir rota belirlenerek akintinin gemi rotasi iizerindeki
etkisini azaltarak geminin istenilen rota izi iizerinde kalmasi saglanabilirdi. Tek bir
mevki belirleme yontemine bagh kalmadan samandira vb. seyir yardimcilarindan
yararlamilarak ve radarda paralel index yontemi kullanilarak geminin mevkisi yakindan
takip edilmeliydi.

Ceviren: Serkan INAL
Kisa Mesafeli Deniz Tasimaciligi Uzmani
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CASE1

E¥~2

Turn on Time — Stay on Your Line!

Narrative

A tanker in ballast was on coastal passage

but navigating near well charted and buoyed
sandbanks; visibility was good in daylight,
traffic was light but there was a strong
northerly tidal stream. The master had directed
the OOW to fix at 5-minute intervals when
passing in close proximity to the sandbanks.
The OOW, who was also the navigator, was
alone on the bridge and correcting charts that
had been delivered to the vessel just before
sailing and were required later in the passage.
When on a northerly heading (Figure 1), the
radar alarm sounded on the bridge as the vessel
crossed the safety corridor, 5 cables south of
the new north-westerly heading. The OOW
was not expecting the alarm and was unaware
of the approaching turn; nevertheless, he
plotted a fix then returned to working on the
chart corrections.

Eleven minutes after the first radar alarm, it
sounded again, this time to indicate that the
vessel was exiting the 5 cable safety corridor

plotted on the radar (also Figure 1). When
this alarm sounded the OOW realised that

he had missed the turn to the new course, so
applied port helm and steadied on a westerly
heading with the intention of regaining the
planned track. The OOW did not fix the ships
position until 12 minutes after the turn was
complete; this showed that the vessel was still
significantly to starboard of the planned track
so the OOW made a correction of a further 3°
to port.

Fifteen minutes later, the OOW correctly
recorded a fix in the bridge logbook but
incorrectly plotted it 1 mile south of the
vessel’s actual position. This error led him
to assess that the vessel was regaining track;
however, a few minutes later, the strong
northerly tidal stream caused the vessel to
ground on a sandbank.

79


serkan.inal
Daktilo Metni
79


CASE1

The Lessons

1. The first duty of the OOW is the safety passing the sandbanks was not effective
oftheship.Itisunderstandable thatthe mitigation of the navigational risk that
OOW, as theship’s navigator,had astrong had been identified. It would have been
desire to correct the newly delivered charts more appropriate for the lookout to close
as soon as possible. However, this proved a upandforthevessel’smastertohavebeen
very significant distraction and the OOW on the bridge to monitor the navigation.

lost situational awareness at a crucial point
inthe passageleading to the grounding. 3. When the OOW took over the watch,

Withoutrealisingtheimmediatedanger hedid not calculatethe anticipated tidal
ahead, healso did not call for help. stream,sowasunawareofits effect. This

proved critical as the heading adjustments

2. Bridgemanagementisaboutteamwork; made were insufficient to counter the

there were sufficient qualified bridge tide’s effect. Other measures could have
watchkeepers on board for the master to been taken to closely monitor the track
have temporarily relieved the OOW so he of thevessel,such as radar parallelindex
could finish the corrections and complete linesand close observation oftheavailable
the passage plan. The master’s direction visual cluessuch asthebuoys.

to use a S-minute fixing interval when

Radar alaom ~ 5 cabies north of new course

Radar alarm - § cables south of new course

o 05 1 2 Nautical Miles M/

Y T Y

\

Figure 1: Analysis of perceived route
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ISTANBUL VE MARMARA, EGE, AKDENIZ, KARADENIZ BOLGELERI

DENIZ TICARET ODASI

ISTANBUL & MARMARA, AEGEAN, MEDITERRANEAN, BLACKSEA REGIONS

CHAMBER OF SHIPPING

Istanbul : 24.02.2016
Sayi -

Our Reference : 7 9

Konu

Subject : Kanala Giris ve Cikis Yapan Gemiler Arasindaki Catigma (MAIB) Kaza Raporu Hk.

Sirkiiler No: 74572016

ilgi: ingiltere Deniz Kazalarini Arastirma Biirosu ( MAIB)' nun Aralik 2015 tarihli bila sayili
raporu.

Ingiltere Deniz Kazalarim1 Arastirma Biirosu (Marine Accident Investigation Branch —
MAIB)’nun Jebel Ali Limam yaklagim kanalina giris yapmak lizere seyir yapan Alexandra 1 gemisi ile
kanaldan ¢ikis yapmakta olan Ever Smart gemileri arasinda meydana gelen catismayla sonuglanan
kazaya iliskin, olayin detaylar ile incelendigi ve ¢atigjmanin meydana gelmemesi igin alinmasi
gereken tedbirlerin belirtildigi raporun, Odamizda yapilan ozet Tirkge cevirisi Ek’te (Ek-1)

sunulmustur.
Bilgilerinizi arz ve rica ederiz.
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Konteyner Gemisi Ever Smart iie

Alexandra 1 Tankeri arasindaki

Catisma inceleme Raporu

Jebel Ali, Birlesik Arap Emirlikleri

11 Subat 2015
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KAZA RAPORU
Catismaya surukleyen olaylar

11 Subat 2015 aksam saatlerinde Birlesik Devletlere kayitli Konteyner gemisi “ EVER
Smart” Birlesik Arap Emirlikleri Jebel Ali Limanina yanasmisti. Saat 21:28’de geminin 3.zabiti
VHF Telsiz telefonu Kanal 69 Uzerinden Jebel Ali Liman Kontrol ile iletisime gegerek, yuk
operasyonunun 20 dakikaya tamamlanacagi bilgisini verdi. Gorevli Gemi Trafik Operatori
(GTO) cagriy1 onayladi. Geminin bir sonraki Limani, Pilot indirme/bindirme donanimi ve
limandan ayrilis sirasinda kullanilacak romorkor sayisi gibi konularda bilgi alis verisinde
bulunuldu.

Saat 22:00 sularinda Kanal giris istikametinde ilerleyen Marshall Adalar’na Kayith 113973.5
ton Kondens 2 yuklu Alexandra 1 Tankeri, pilot almak icin tahsis edilmis demir mevkiine demir
atti. Bu esnada Gemi Trafik Kontrol istasyonu gérevlisi Tankeri telsiz ile ¢agirarak pilot alma
islemleri igin talimatlar verdi

Gemi Trafik Operatérii Alexandra 1, Kilavuz Kaptan yaklasik 23:15'te

(GTO) 1 No.lu samandira mevkiinde gemiye ¢ikacaktir.

Alexandra 1 (Kaptan) Jebel Ali Liman Kontrol burasi Alexandra 1. Su an
demirledik, demirleme saati 22:00.

GTO Alexandra 1, Jebel Ali Liman Kontrol 23:15de 1 No.lu

samandira mevkiinde olmaniz gerekil.

Alexandra 1 (master) Anlasildi. 23:15de 1 No.lu samandirada ‘ Stkran’

Tablo 1 — 22:00 Ali Jebel Liman Kontrol ve Alexandra 1 gemisi arasindaki VHF Telsiz gérusmeleri

Saat 22:06’ da Ever Smart yuk operasyonunu tamamladi. Kilavuz Kaptan gemiye sonrasinda
da kopruustune ciktigr sirada 3.zabit kalkis hazirliklari kapsaminda gemi makinesini test
ediyordu. Kisa bir slre sonra Kaptan da koprulstine geldi. Geminin manevra
karakteristiklerinin yazili oldugu Pilot karti kilavuz kaptana verilmisti. Sonrasinda Kaptan ve
Pilot, kalkis manevrasi planini gézden gegirdi. Gorusme Kilavuz Kaptanin belirlenmis pilot
ayrilma mevkiinde ayrilmasi igin gerekli hazirliklarin yapilmasini da igeriyordu. Goérisme
tamamlandiginda Kilavuz Kaptan tarafindan Jebel Ali Liman Kontroline telsiz ¢cagrisi yapilarak
Ever Smart gemisinin seyri igin izin alindi.

22:30’da Ever Smart gemisi, 3 romorkor egliginde limandan ayrildi.

22:42’de rdmorkorler mola edildi ve dimen, serdimen (Usta Gemici) tarafindan ele alinarak
gemi ana kanala dogru seyrine basladi.

22:48 Alexandra 1 gemisi Kaptani, Jebel Ali Liman Kontrole geminin demirini aldigini ve
Uzerinde yol oldugu bilgisini iletti. Gemi Trafik Operatériinden

(GTO): “ 1 No.lu samandiraya dogru ilerleyin ve bu kanaldan (vhf telsiz kanal 69) dinlemeye
devam edin” cevabi alindi.

t Aksi belirtiimedikge bu raporda gegen tim VHF telsiz gérismeleri Kanal 69'dan yapiimistir

2Kondens — Hafif yakit, disiik yogunlukta gaz bilesenleriyle karisik sivi halde, hidrokarbon karisimi - normal sicaklik
degerlerinde ve basingta sivi haldedir.
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3 dakika sonrasinda Alexandra 1 gemisi makine telgrafini “ yarim yol ileri’’ ye aldi ve
samandiralarla markalanmis kanalin girisine dogru yoneldi. Tanker , seyir fenerlerine ek olarak
, tehlikeli madde tasidigini beliten her yonden gorulebilir kirmizi ¢akar fener gosteriyordu.
Alexandra 1 gemisinin Kaptani, kopruustinde, 3.Zabit ve serdumen (Usta Gemici) ile birlikte
dumen elde seyrine devam ediyordu.

22:53 Gemi Trafik Kontrol Istasyonu, Ever Smart gemisinin Kilavuz Kaptanini telsiz ile, kanala
girig yapacak iki gemi konusunda uyardi. Gemi Trafik Operatori ayrica Kilavuz Kaptana,
kanala giris yapmakta olan gemilerden Alexandra 1 ‘e ¢ikip, gemiyi varacagi limana kadar
goturmesi talimatini verdi.

Kilavuz Kaptan, Gemi Trafik Operatorinin talimatini onayladi ve Ever Smart gemisinin 1 no.lu
samandiradan neta olana kadar gemiye eslik edecegini bildirdi.(Tablo 2)

[pilotun ismi]Burasi Jebel Ali Liman Kontrol. C samandirasina bir
Gemi Trafik gemi yaklasiyor. 6 No.lu samandira tarafindaki Ikinci gemi —
Operatérii (GTO) Viking Emerald.

Pilot Jebel Ali Liman Kontrol ben [pilotun ismi]. C samandirasina
yaklasmakta olan gemiyle iskele — iskeleye. 6 No.lu samandira
mevkiindeki gemi Viking Emerald.

GTO Jebel Ali Liman Kontrol [pilotun ismi] Liitfen Alexandra 1’ gemisine
¢cikiniz. Drafti 14m’dir. 9A samandira mevkiinde ¢ikisi saglayin.

Pilot Anlagildi 9 A, Ever Smart 1 No.lu samandiraya ilerleyecek.

Tablo 2 —22:53 Ali Jebel Liman Kontrol ve Alexandra 1 gemisi arasindaki VHF Telsiz gérismeleri

Gemi Trafik istasyonu Operatorii derhal Alexandra 1 ile telsizle irtibata gecerek
gemilerine g¢ikacak olan Kilavuz Kaptanin, Ever Smart gemisinde oldugunu bildirdi ve
Konteyner gemisinin 1 No.lu samandiradan neta olur olmaz kendilerinin (Alexandra 1)
giris yapacag@i konusunda yetki verdi (Tablo 3).

Gemi Trafik Operatérii Alexandra 1, Jebel Ali Liman Kontrol. Kaptan, geminize ¢ikig
(GTO) yapacak olan Kilavuz Kaptan kanaldan ¢ikis yapmakta olan
Ever Smart gemisinde. Su an 12 No.lu samandirayi gegiyor.
Ever smart 1 No.lu samandiraya devam edecek. Siiratleri iyi.
Ever Smart Kanaldan neta olunca siz giris yapacaksiniz.

Alexandra 1 Anlagildi Efendim,1 No.lu samandiraya 1 deniz mili
(Kaptan) yaklasryorum. Sonrasinda diger gemi kanaldan ayrilana kadar
bekleyecegim. Tesekklirler.

Tablo 3 — 22:56 Ali Jebel Liman Kontrol ve Alexandra 1 gemisi arasindaki VHF Telsiz gérigmeleri

23:02 Ever Smart kanala giris yapan Trinityborg gemisini ve 7 dakika sonrasinda da
Viking Emerald araba gemisini gecger, yere gore saatte 12 deniz mili (knot) suratle
ilerlemektedir.

23:12’de Alexandra 1 gemisi kaptani radarinda Ever Smart'in 8 No.lu samandiray! gectigini
gorur ve secilen hedefin takip ve goézlemesini saglayabilecegi Otomatik Radar Pilotlama
Yardimcisi (ARPA) cihazi Uzerinde pilotlar. Kaptan Ever Smart gemisinin bir sire daha
kanaldan ¢ikis yapamayacagini fark ederek ve olmasi gerektiginden erken kanalin agzinda
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olmaktan endige ederek 23:14’de makinelerini “ pek agir yol ileri” den “stop” a alir. Boylelikle
dogu istikametinde 1 No.lu samandiraya 1.3 deniz mili mesafede suriklenmeye baslar.

Saat 23:19'da Alexandra 1 gemisi Kaptani, Jebel Ali Liman Kontrolle telsiz baglantisi kurarak
pilot garmihinin donatilmasi igin gereklilikler konusunda mutabakata varildi. Bu esnada Tanker
1 No.lu samandiradan 1.1 deniz mili mesafededir ve yere goére (COG)126 ° rotasina saatte 2.2
deniz mili suratle ilerlemektedir.

Saat 23:28'de Alexandra 1’in makine telgrafi “ pek agir yol ileri ” ye alinmisti. Bir dakika
sonrasinda “Zakheer Bravo” romorkoru Jebel Ali Liman KontrolUyle telsiz Gzerinden irtibata
gecerek pilot alma mevkiisinden gegis icin izin ister. ROmorkor ve g¢ektigi deniz araci 1 No.lu
samandiraya 1.3 deniz mili mesafedeydi ve Jumeirah tan Jebel Ali'nin dogusuna dogru gegis
yapiyordu. Gemi Trafik Operatort Romorkor kaptanina “ Bekleyen buyuk Tankeri gorebiliyor
musun?”’diye sordu ve Rémorkdr Kaptanindan goérebildigi yanitini aldi. Bu yanitin sonrasinda
Romorkdr Kaptanina gordigu tankerin 1 deniz mili kig tarafindan gegmesi talimatini verdi.

Alexandra 1 Kaptani bu telsiz gérusmesinin bir bolumunu duyarak Jebel Ali Liman Kontrolinin
Ever Smart ile gortstigunu farzetti. Bu yanilginin sonucunda da Ever Smart gemisinin kendi
gemisinin ki¢ tarafindan gecmesi icin kanaldan ¢ikis yaparken rotasini iskeleye dogru almasi
gerektigini dusundu.

23:31°de Ever Smart gemisi 3 No.lu samandiraya yaklasirken Pilot ve Kaptan, Pilotun gemiden
ayrilma igslemleri (izerinde goériistiyorlardi. 23:32°de makine telgrafi “ stop” a alindi. Bu esnada
Tanker, kanal girisinden 7.7 gomina mesafede 100° rotasindaydi ve Uzerinde saatte 1.8 deniz
mili surat vardi.

Pilot Kaptan benim ayrilma vaktim geldi. Siz sadece kanali takip edin.

Kaptan (Ever Smart) Sizce kendi basima gidebilir miyim?

Pilot Evet, evet. Sadece su var. Su gelen Tanker.

Kaptan Tamam, tamam.

Pilot Gelen gemi bekliyecek.... Her neyse zaten ben daha éncesinde
oraya gidecegim.... Tamam mi Kaptan ?

Master Evet,evet.

Tablo 4 - Kilavuz Kaptan ile Ever Smart Kaptani arasinda 23:31’ de gegen telsiz gérismesi

Alexandra 1 Ever Smart'in koépruustinden gorllebiliyordu. Ayrica radar ekraninda da
goérindyordu ancak Otomatik Radar Pilotlama Yardimcisi (ARPA) cihazi Uzerinde
pilotlanmamisti. Saat 23:34’'te Alexandra 1 ‘ in makine telgrafi tekrar “ pek agir yol ileri’ ye
alindi. Ayni zamanda Kilavuz Kaptan, Ever Smart'in Kaptanina hizini saatte 10 deniz miline
indirmesini ve yere gore (COG) 314° rotasina ilerlemesi talimatini verdi. Ayrica gemi kaptanina,
samandirall kanalin bati girisinde, kanala giris yapmak icin bir tankerin beklemekte oldugunu
hatirlatti.

Alexandra 1 gemisi bu esnada , 1 No.lu samandiradan 7 gomina mesafedeydi. Kilavuz Kaptan,
3.Zabit esliginde kopruustunu terketti. Kaptan serdumene 319° rotasina dumen tutmasi emrini
verdi ve iskele radari Kuzey-Yukari moduna aldi. Gozle, Tankerin konteyner gemisinin 1.5
gomina iskele tarafindan gececegini kestirdi.

Saat 23:37’de Ever Smart, 2 No.lu samandiralarin arasindan gegti. Uzerinde Kilavuz Kaptanla
birlikte pilot botu, konteyner gemisinin iskele tarafindan neta olarak, Alexandra 1 gemisine
dogru ilerledi. Ever Smart gemisi kaptani, pilot gemiden ayrilir ayrilmaz geminin hizini arttirdi.
Ayni zamanda Alexandra 1’in kaptani, pilot botuyla telsizle irtibata gecerek pilot carmihinin
sancak taraftan donatildigi bilgisini verdi.
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Catisma

Saat 23:40, Alexandra 1 Kaptani, makine telgrafini “pek agir yol ileri’’ den ‘“agir yol
ileri”’ ye aldi. Tanker dogu istikametinde, saatte 2 deniz mili sirat yapiyordu. Yaklasik
30 saniye sonra, Ever Smart 11 deniz mili suratle 1 No.lu samandiralar arasindan gegis
yapti. Konteyner gemisi 3.Zabiti bu esnada kdpruustine geri dondl ve kaptanin direktifi
Uzerine makine telgrafini pervaneye dakikada 80 devir (RPM) yaptiracak sekilde “ tam
yol ileri ” ye aldi. Sonrasinda da gemi Jurnalini doldurmak Uzere gerekli bilgileri
toplamaya basladi. Bu esnada Alexandra 1 gemisinin serdimeni 319° rotasina dimen
tutuyordu.

Alexandra 1 gemisinin Kaptani Ever Smart'in 1 No.lu samandiralardan gegis yaptigini
gordi ve bekledigi gibi iskeleye rota degistirmedigini farketti. Saat 2341:28'de
Alexandra 1 gemisi Kaptani Jebel Ali Liman Kontroluyle telsizle irtibata gecti.

2341:28 Alexandra 1 Jebel Ali Liman Konrol burasi Alexandra 1. Cevap verin.
(Kaptan) Konteyner gemisi rotasini degistirmiyor. Catisma olacak.
Gemi Trafik Ona soyledim. 1 No.lu samandradan neta olduktan sonra
Operatori sizin kanala giris yapacadinizi sGyledim.
Alexandra 1 Simdi bize ¢arpacak.
(Kaptan)

Tablo 5 — Gemi Trafik Operatoru ile Alexandra 1 gemisi kaptani arasinda gegen telsiz gériismesi.

Gemi Trafik Operatori hemen Ever Smart gemisini ¢agirdi. Kilavuz Kaptan bu esnada
halen pilot botunda Alexandra 1 gemisine dogru yol almaktaydi. Pilot botundaki Kilavuz
Kaptan ve Alexandra 1 gemisinin Kaptani telsiz gorigsmesine mudahil oldu.

2341:48 Gemi Trafik Ever Smart burasi Jebel Ali Liman Kontrol
2341:52 Ever Smart Jebel Ali Liman Kontrol burasi Ever Smart.
(3.Zabit) Glinaydin..
2341:55 GTO Neta olmak igin sancaga alir misiniz Liitfen?
Kanala giris yapmak lizere olan bir tanker var.
2341:56 Pilot Ever Smart, Sancak alabanda! Sancak
alabanda! Sancak alabanda!
2342 Alexandra 1 Sancak ******** Alagbanda, Sancak ALABANDA !
(Kaptan) SANCAK ALABANDA!

Table 6 — 23:41’de Jebel Ali Liman Kontrol, Ever Smart, Kilavuz Kaptan ve Alexandra 1 arasinda gegen telsiz
gorusmesi.

[13

Bu telsiz konusmasi esnasinda Alexandra 1 gemisinin makineleri “ tornistan ” da
caligsmaktaydi ve tUm guverte ve yasam mahallinin dis ¢ephe igiklari yakilmisti.

2342:12'de Ever Smart gemisinin Kaptani “ Tamam, sancak alabanda” dedi
sonrasinda “Bu da ne?” diye bagirdi. 3 saniye sonrasinda Ever Smart ve Alexandra 1
gemisi bas omuzluk yonunden cgatistilar. Gemiler bu esnada 1 No.lu samandiradan 4
gomina mesafedeydiler.
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Catisma sonrasi yasananlar.

Alexandra 1

Alexandra 1 gemisi Kaptani hemen Jebel Ali Liman kontrollyle telsizle irtibat kurarak
gatismayi rapor etti ve

“ Talimatlarinizi takip etmiyor. Ki¢ tarafimdan ge¢gmesini soylemistiniz” dedi.

Alexandra 1 gemisi makinesi tornistanda calismaya devam ediyordu. Genel Alarm
aktive edilmedi fakat tankerin tum zabitleri kdpruustine ¢ikarak murettebati kontrol etti
ve higbirinin kayip ya da yarali olmadigini teyid etti. Sefer Bilgi Kaydedicisi ( Voyage
Data Recorder -VDR ) bilgileri kaydedildi.

23:48'de Alexandra 1 ve Ever Smart gemileri birbirinden ayrildi ve Tanker Kaptani
makine telgrafini “ stop” a aldi. 1.zabit ve Bas Muhendis, gemi hasar tespiti
arastirmasina giristiklerinde, bas pik (peak) tankinda su sizintisi oldugunu farkettiler.

Ever Smart

Catismanin hemen sonrasinda Ever Smart gemisinin 3.Zabiti de telsiz vasitasiyla Jebel
Ali Liman Kontroluyle irtibata gegerek kaza meydana geldigi bilgisini verdi. Konteyner
gemisinin makine telgrafi “ stop’ a alindi ve acil durum alarmi verildi. Murettebat
toplanma istasyonlarinda toplandi. 1.Zabit ile Bas Muhendis hasar tespit calismalarina
basladi. 3.Zabit Alexandra 1 gemisiyle telsiz baglantisi kurmayi denedi ancak Kaptan
da 3.Zabit de tankerin ismini bilmiyordu. Tanker ile ilgili bilgiye Jebel Ali Liman Kontrol
Uzerinden ulasilabildi. Sefer Bilgi Kaydedicisi (VDR) icerisindeki bilgiler kaydedildi.

ANALIZ
Amag

Analizin sebebi, kazanin meydana gelmesine neden olan faktorleri belirleyerek benzeri
talinsiz kazalarin bir daha yasanmamasi igin engelleyici tedbirlerin alinmasini
saglamaktir.

Catisma

Ever Smart ve Alexandra 1 gemileri arasinda meydana gelen bu ¢atismanin temelinde
her iki gemi kaptaninin, birbirlerini nasil gegecekleri konusunda farkli bakis agilarina
sahip olmalaridir. Tanker (Alexandra 1) Kaptaninin, konteyner gemisinin iskeleye dogru
rotasini degistirerek kendi gemisinin ki¢ tarafindan gecis yapacagini farz etmesi, Ever
Smart gemisinin 1 No.lu samandiraya yaklastiginda, kendisinin yavasca ileri yol alarak
kanala giris yapmasinda bir sakinca olmayacagini disinmesine sebep oldu. Konteyner
gemisi Kaptani agisindan ise her halikarda Tanker kendisi c¢ikis yapana kadar
bekleyecekti ve boylelikle de iskele tarafindan gecgebilecekti. Bu dusunceyle pilot
gemiden ayrilir ayrilmaz ayni rotada ilerleyerek hizini arttirdi. Sonug¢ olarak her iki
geminin hareketi de birbirlerine kargi ayni kerterizde kalmalarina sebep oldu.
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Ever Smart'in kanaldan c¢ikis yapmasinin ardindan 1 dakika igerisinde Alexandra 1
gemisinin Kaptani Ever Smart dan bekledigi rota degisikligini yapmadiginin farkina
vardil. Fark eder etmez de ¢atismayi Onleyici yonde harekete gecmeyi denedi. Ancak
Ever Smart Kaptani Alexandra 1 ‘in hareketlerini gézlemlemiyordu. Bundan dolayi da
catismanin saniyeler oncesinde telsizle uyarilincaya kadar tankere o denli yaklasmis
oldugunun farkinda degildi. Farkina vardiginda ise efektif bir sekilde ¢catismayi onleyici
yonde harekete gecmek igcin cok gecti. Maalesef Alexandra 1 gemisinin catismayi
onlemek icin makine telgrafini tornistana almasi da sonucu degistirmedi.

Alexandra 1 gemisi Kaptaninin yetersiz bilgi iceren telsiz gérUsmesine olan guveni ve
Ever Smart gemisi Kaptaninin Alexandra 1 gemisinin hareketlerini takip etmeyerek etkin
bir gozculuk yapilmamasi konusundaki eksikligi, kazanin meydana gelmesindeki ana
sebeplerdi. Bununla birlikte Alexandra 1 ve Ever Smart gemisinin planlama, efekitif
haberlesme, koordinasyon ve gemi c¢evresindeki hareketliligin etkin bir gekilde
gozlemlenmemesi konularindaki hatali davraniglar, kazanin olmasina katki saglayan
diger 6nemli etkenlerdi. Jebel Ali Gemi Trafik Kontrol Istasyonu, pilotajdaki énlemlerin
alinmasi ve gemilerin takibi konusundaki iglerligi efektif olarak yerine getiremiyordu.

Gemilerin Bakis Acisindan

Alexandra

Deniz Trafik Operatért Alexandra 1 gemisine saat 23.15’de 1.Nolu samandirada olmasi
yonunde talimat verdi. Ayrica Konteyner gemisinin kanaldan ¢ikis yapmasinin ardindan
kendilerinin giris yapacagi yetkisini verdi. Alexandra 1 gemisinin kaptaninin vardiya
degisim talimatlarinda belirttigi Uzere, kilavuz kaptan bekleme esnasinda 1 No.lu
samandiradan 1.5 deniz mili mesafede beklenecegdi not edilmisti. Bu konuyla ilgili Gemi
Trafik Operatorinden bir talimat verilmemigsti. Kaptanin 1 No.lu samandiradan 1.3 deniz
mili mesafede durmasi genel uygulama prensiplerince bu karari almis oldugunu
gOsteriyor. Ancak bu noktada Ever Smart gemisi 25 dakikanin Gzerinde bir slirede
sadece 8 No.lu samandirayr ge¢cmisti. Bu slregte Alexandra 1 gemisi Ever Smart’in
kanaldan ¢ikis yapmasini beklerken Uzerindeki pek agir yol ve suruklenmenin etkisiyle
kanalin girisine daha da yaklagsmisti. Alexandra 1 gemisinin dogu yonundeki hareketini
kontrol etmeye yonelik bir girisimde bulunulmadi.

Birbirlerinin niyetlerinden haberdar olundugu surece, Alexandra 1’in kanalin girigine
yaklasmis olmasinin bir tehlikesi yoktu. Ta ki Tanker Kaptaninin Gemi Trafik
Operatorunun Romorkorle (Zakheer Bravo) yaptigi telsiz gorugmesinin, romorkor yerine
Ever Smart ile Gemi Trafik Operatoru arasinda gegtigi dustncesine kapilmasina kadar.
Bu gorisme esnasinda Gemi Trafik Operatoria, Romorkor'e Tankerin ki¢ tarafindan
gecgmesi talimati vermisti. Ancak gorugmenin Ever Smart’la yapilmis oldugunu dusunen
Alexandra 1’in Kaptaninin, goérismenin gercekte romorkdrle yapiimis olmasindan
bihaber olarak, Ever Smart dan bu yonde bir manevra yapmasi konusunda bir beklenti
icine girmesine sebep oldu. Alexandra 1, saat 23:29'a kadar kanalin kuzeybatisinda
kald1 ve kanalin giris sinirini gegcmedi. Ancak sonrasinda Alexandra 1 gemisi Kaptani,
Ever Smart'in kanaldan ayrilirken tankerin ki¢ tarafindan gegmesi icin rotasini iskeleye
degistirmesi gerektigini degerlendirerek, yavasca ileri yonde hareket ederek kanalin
girisine dogru yol almaya basladi. Bu davranig muhtemelen yaklasan pilot botunun
yanasmasini saglamak ve Ever Smart’a bekledigi manevrasini yapmak i¢in daha genis
bir alan vermeye yonelikti. Tanker Kaptani, Ever Smart gemisinin rota degistirmek gibi
bir niyetinin olmadiginin farkinda degildi. Ayrica yavas ilerleyerek ve kismen manevra
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kabiliyetini kaybetmis bir halde samandiralarla markalanmig kanalin girisini 4 gomina
kadar gegmis oldugunu degerlendiremedi.

Ever Smart

Kilavuz Kaptan, Ever Smart gemisi Uzerindeyken Kaptana gemiden ayrilacagi bilgisini
verdiginde Kaptanin, Pilota sorusu; “ Sence tek basima ilerleyebilir miyim ?”
seklindeydi.

Bu soru, pilotun Ever Smart gemisinin kanaldan ayrilincaya kadar gemide kalmayacak
olusuna kaptanin biraz sasirmis oldugunun bir gostergesiydi. Ancak yine de Kilavuz
Kaptanin ayrilmasina itiraz etmedi.

Ever Smart gemisi belirlendidi sekilde kanal igerisinde ilerlerken ve kanal ¢ikisina 1.3
deniz mili mesafede, Alexandra 1 gemisi bas omuzlugundan 2.9 deniz mili mesafedeydi
ve Tanker Ever Smartin ¢ikisini engellemiyor gibi gdziikiiyordu. Ustelik Kilavuz Kaptan,
Ever Smart Kaptanina, kendilerinin kanaldan ¢ikisi tamamlanincaya kadar tankerin
kanala girig yapmayacagi, bekleyecegi yonunde bilgi vermisti. Bundan dolayi Ever
Smart Kaptaninin Tankerin kendisinin iskele tarafindan gececek olmasini disinmesi
kabul edilebilirdi. Ne Kaptan ne de Pilot, higbir zaman Alexandra 1 gemisini konteyner
gemisinin sancak tarafinda birakacak rota degisikligi secenegi Uzerinde gorigsmedi.

Ceviren: Kisa Mesafeli Deniz Tagimaciligi (KMDT)Uzmani — Serkan INAL


serkan.inal
Daktilo Metni
96


L6

- ~

Kilavuz Kaptan Alma Mevkii

Kisa donem

demirleme mevkii

1 No.lu
Samandira

m " -

i
|

E Depths
B fsco Note)
1

Yaklasma
Kanali

W - I =S

-

wi e = (87 s usedinon

~ tass weter (6-7m) rep
~ @ -~ ¥\
-
- =
= [ P—
o Werks m orogress .. - 5
2012 -
Cove Noter el
T = - . =
" et = o
B 4 »
25 - %
= %
.
¥ M 2
P e
¢ . B
3 Depths —— .

(s00 Notes ,
Works i prsiprase
ba o

% (vee Hotal

\\~ / -

L

& 3
& D
i « §
¥ ¢
f
i -
w N
®
” :
"
R -
o
s .,
-
S
- 2 “ 8
S o v b
. ) =

UNITED ARAB EMIRATES

/ JEBEL ALI
MINA’ JABAL *ALI)
| N

, AND
| APPROACHES

O

Figiir 1: BA 3739 deniz haritasi Jebel Ali limani liman sinirlarini ve kisa donem demirleme boélgesini gosteriyor.


serkan.inal
Daktilo Metni
97


86

Ty -

- -

Alexandra 1 N\
Ever Smart
S5
Nautical Miles
: ; : ; :
10.000 0.300 0.600 0.900 1.200

Figlir 2: Gemilerin 23:37’deki konumlarini gdsteriyor.
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Figiir 6: Alexandra 1 gemisinin bas omuzluktan aldigi hasar.
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Report on the investigation of the collision
between the container ship Ever Smart
and the oil tanker Alexandra 1
Jebel Ali, United Arab Emirates

11 February 2015
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Image courtesy of www.shipspotting.com
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1.2.1

NARRATIVE

Events leading up to the collision

During the evening of 11 February 2015, the United Kingdom (UK) registered
container ship Ever Smart was alongside in Jebel Ali, United Arab Emirates
(UAE). At 2128, the vessel’s third officer contacted Jebel Ali port control by

very high frequency (VHF) radio channel 69! and advised that cargo operations
would be completed in 20 minutes. The duty vessel traffic service officer (VTSO)
acknowledged the call. Details of the vessel’'s next port of call, pilot boarding
arrangements and the number of tugs to be used for departure were exchanged.

At 2200, the inbound Marshall Islands registered oil tanker Alexandra 1, loaded
with 113973.5t of condensate?, anchored in the short-term anchorage off Jebel
Ali (Figure 1) to wait for a pilot. At the same time, the VTSO called the tanker and
passed instructions for the pilot's embarkation (Table 1).

VTSO Alexandra 1 the pilot will board at about 2315 by buoy No1

Alexandra 1 (master) | Jebel Ali Port control this is Alexandra 1. We are now an-
chored, 2200.

VTSO Alexandra 1 this is Jebel Ali Port control. 2315 at buoy
No1

Alexandra 1 (master) | Roger. 2315 buoy No1. Shokran

Table 1 — VHF radio exchange between Jebel Ali port control and Alexandra 1 at 2200

At 2206, Ever Smart finished cargo operations. A pilot embarked and went to
the bridge where the third officer was testing the vessel’'s engine in readiness for
departure. The third officer and the pilot were soon joined on the bridge by the
master.

The pilot was given the vessel’s pilot card, which detailed its manoeuvring
characteristics. The master and pilot then discussed the departure plan. The
discussion included the arrangements for the pilot's disembarkation in the
designated pilot boarding area (Figure 1). On completion, the pilot called Jebel Al
port control and was given permission for Ever Smart to sail.

At 2230, Ever Smart was pulled off its berth by three harbour tugs. At 2242, the tugs
were released and the vessel was manoeuvred towards the main channel. Hand
steering was selected; an able seaman (AB) was at the helm.

At 2248 Alexandra 1’'s master reported to Jebel Ali port control that the tanker had
weighed anchor and was underway. The VTSO replied:

“Proceed to buoy No1. Keep watch all of the time”.
Three minutes later, Alexandra 1's engine telegraph was set to ‘half ahead’” and

the tanker moved towards the entrance to the buoyed channel (Figure 1). The
tanker was displaying navigation lights appropriate to its length and a local signal,

' Unless otherwise stated, all VHF communications referred to in this report were on channel 69.
2 Condensate — a light oil that is a low-density mixture of hydrocarbon liquids having gaseous components which

remain as liquid under normal temperatures and pressures.
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a flashing red light at the masthead, to indicate it was carrying a dangerous cargo.
Alexandra 1's master was accompanied on the bridge by the third officer and an AB.
The vessel was in ‘hand steering’; the AB was at the helm.

At 2253, the VTSO informed Ever Smart’s pilot via VHF radio of two inbound
vessels. He also asked him to board Alexandra 1 and pilot the tanker to its allocated
berth. The pilot acknowledged the VTSO's request and advised that Ever Smart
would remain in the channel until clear of the No1 buoys (Table 2).

VTSO [pilot’'s name] this is Jebel Ali port control. One vessel approaching C
buoy. Second vessel by buoy 6 — Viking Emerald.

Pilot Jebel Ali port control this is [pilot’'s name]. One vessel inbound
approaching C buoy. Port to port. Second vessel by buoy 6 —
Viking Emerald.

VTSSO Jebel Ali port control [pilot’s name] Please board
Alexandra 1. Draught 14m. Board to 9A.

Pilot 9A okay. My ship Ever Smart will continue to buoy No1.
Table 2 — VHF radio exchange between Jebel Ali port control and the pilot at 2253

The VTSO then immediately called Alexandra 1 and he advised that the tanker’s
pilot was on board Ever Smart. He also authorised the tanker to enter the channel
as soon as the container ship was clear of the No1 buoys (Table 3).

VTSO Alexandra 1 Jebel Ali port. Captain, your pilot is on the outbound
Ever Smart, passing buoy 12 and the Ever Smart will continue to
buoy No1. They will be doing a good speed. Once Ever Smart is
clear then you can enter the channel.

Alexandra 1 | Roger, sir, copy that. Coming close 1Tnm to buoy No1. Will wait until
(Master) other vessel leave the channel thank you.

Table 3 — VHF radio exchange between Jebel Ali port control and Alexandra 1 at 2256

At 2302 Ever Smart passed the inbound cargo vessel Trinityborg. Seven minutes
later, the container ship passed the inbound car carrier Viking Emerald (Figure 2).
Ever Smart was making good a speed over the ground (SOG)?® of 12 knots (kts).

At 2312, Alexandra 1's master saw by radar that Ever Smart was passing No8
buoys. He selected the container ship's radar target using the automatic radar
plotting aid (ARPA), which enabled him to monitor its progress. The master realised
that Ever Smart would not be clear of the channel for some time and at 2314 he set
the engine telegraph from ‘dead slow ahead’ to ‘stop’. The tanker was drifting on an
easterly heading 1.3nm from No1 buoys and the master was frustrated at being off
the channel entrance earlier than was necessary.

At 2319, Alexandra 1's master called Jebel Ali port control and confirmed the
requirements for the pilot ladder. By now, the tanker was 1.058nm from No1 buoys,
making good a course over the ground of 126° at 2.2kits.

At 2328, Alexandra 1's engine telegraph was set to ‘dead slow ahead’. One minute
later, the tug Zakheer Bravo called Jebel Ali port control by VHF radio and requested
permission to cross the pilot embarkation area. The tug and its tow were 1.3nm to

* All speeds are SOG unless otherwise stated.
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Figure 2: VTS radar showing Ever Smart's position at 2309

the west of No1 buoys (Figure 3) and were on passage to Jumeirah to the east of
Jebel Ali. The VTSO asked the tug’s skipper “can you see the big tanker waiting?”
The tug’s skipper advised that he could and the VTSO instructed him to “cross 17nm
astern of the tanker”.

Alexandra 1's master heard part of this radio exchange and assumed that Jebel Ali
port control was talking to Ever Smart. The master assessed that in order to pass
astern of his vessel, Ever Smart would alter course to port on clearing the channel.

At 2331, as Ever Smart was approaching No3 buoys, the pilot and the master
discussed the pilot’s disembarkation (Table 4). At 2332, Alexandra 1's engine
telegraph was set to ‘stop’. The tanker was 7.7 cables from the channel entrance at a
speed of 1.8kts and maintaining a heading of 100°.
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Pilot So captain, the time has come for me to go. Just follow the channel
Master Do you think | can go myself?

Pilot Yes, yes. There is this coming now. There is just the one ship. Only this
tanker

Master Yes, yes

Pilot It's coming. It will wait.... Anyway | go there before ....okay captain

Master Yes, yes

Table 4 — Conversation between the pilot and Ever Smart’s master at 2331

Image courtesy of Jebel Ali Port

No 1 buoys
25 Im Bravo

Figure 3: VTS radar showing Zakheer Bravo and Alexandra 1 at 2329

Alexandra 1 was visible from Ever Smart's bridge. The tanker was also on the radar
displays but it was not acquired as an ARPA target (Figure 4).

At 2334 Alexandra 1's engine telegraph was again set to ‘dead slow ahead’. At about
the same time, the pilot advised Ever Smart’s master to reduce speed to 10kts and
to maintain a course over the ground of 314°. He also reminded the master of the
tanker waiting to the west of the entrance to the buoyed channel; Alexandra 1 was
0.7nm from the No1 buoys. The pilot then left the bridge, accompanied by the third
officer. The master ordered the helmsman to steer 319° and adjusted the port radar
display (Figure 5) to ‘north-up’ (Figure 6). By eye, he estimated that the tanker
would pass down the container ship’s port side at a distance of 1.5 cables.
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At 2337, as Ever Smart passed between the No2 buoys (Figure 7), the pilot launch

with the pilot on board cleared the container vessel’s port side and headed towards
Alexandra 1. Ever Smart’'s master immediately increased the vessel's engine speed.
At the same time, Alexandra 1's master confirmed to the pilot launch via VHF radio

that the pilot ladder was rigged on the tanker’s starboard side.

1.2.2 The collision

At 2340, Alexandra 1's master moved the engine telegraph from ‘dead slow ahead’
to ‘'slow ahead’; the tanker's speed was about 2kts and it remained on an easterly
heading. Approximately 30 seconds later, Ever Smart passed between the No1
buoys at a speed of 11kts (Figure 8). The container ship’s third officer returned to
the bridge and, on instruction from the master, he rang ‘full away’ with an engine
setting of 80rpm. He then started to collect information required to fill in the deck log.
The helmsman continued to steer 319°.
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Alexandra 1

Zakheer Bravo

Figure 6: Ever Smart — port radar display at 2334

Alexandra 1's master saw Ever Smart pass between the No1 buoys and became
concerned that the container ship had not altered course to port as he had
expected. At 2341:28, Alexandra 1's master called Jebel Ali port control on the VHF

radio (Table 5).

2341:.28 | Alexandra 1 (Master)

VTSO

Jebel Ali port control this is Alexandra 1 come
in. Container not changing course. This is
collision

| told him. Are they clear of buoy No1 then you
will be entering the channel | said

Alexandra 1 (Master)

He’s going to collision to me now!

Table 5 — VHF radio exchange between Alexandra 1 and Jebel Ali port control at 2341
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The VTSO immediately called Ever Smart. The pilot, who was still on board the pilot
launch and Alexandra 1's master also intervened (Table 6).

2341:48 | VISO Ever Smart this is Jebel Ali port

2341:52 | Ever Smart (third officer) | Jebel Ali port this is Ever Smart. Good morning ...

2341:55 VTISO Are you clearing to starboard please? We have
the tanker there coming to enter the channel...
[overspoken]

2341:55 Pilot Ever Smart, Hard to starboard! Hard to starboard!
Hard to starboard!

2342 Alexandra 1 (master) Hard to ******* starboard Hard to starboard. Ever
Smart hard to starboard.

Table 6 — VHF radio exchange between Jebel Ali port control, Ever Smart, the pilot and
Alexandra 1 at 2341 (continued)

During these VHF transmissions, Alexandra 1's engine telegraph was set to 'full
astern’; the tanker’s deck lights and external accommodation lights were also
switched on. At 2342:12, Ever Smart's master ordered 'OK hard to starboard’. He
then exclaimed “what’s that?” Three seconds later, at 2342:19, Ever Smart and
Alexandra 1 collided bow to bow (Figures 9, 10 and 11). The vessels were 4 cables
from the No1 buoys.

Figure 9: Ever Smart — port radar display at 2342:07
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Figure 11: Ever Smart and Alexandra 1 shortly after the collision
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Figure 12: Alexandra 1's damaged bow
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SECTION 2 — ANALYSIS

2.1

2.2

2.3

AlM

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

THE COLLISION

The collision between Ever Smart and Alexandra 1 stemmed from the vessels’
masters having differing perceptions of how the vessels would pass each other.
The tanker's master assumed that the container ship would alter to port on leaving
the buoyed channel and pass astern. Consequently, as Ever Smart neared the

No1 buoys, he thought it safe to manoeuvre Alexandra 1 slowly ahead across the
channel entrance. The container ship’'s master, however, assumed that the tanker
was stationary and would pass down his port side. Therefore, after the pilot had
disembarked, he remained on the same heading and increased speed. The actions
of both masters put their vessels on a steady bearing (Figure 8).

Within 1 minute of Ever Smart leaving the channel, Alexandra 1's master noticed
that the container ship had not altered course as he had expected. He then acted
immediately to try and prevent a collision. However, Ever Smart’'s master was not
monitoring Alexandra 1. Therefore, he was not aware of its proximity until alerted by
VHF calls seconds before the collision. By then, it was too late for him to take any
effective avoiding action. Unfortunately, the setting of ‘full astern’ on board Alexandra
1 was also too late to prevent the collision (Figures 10 and 11).

The reliance of Alexandra 1's master on scanty VHF information and the failure of
Ever Smart’s master to keep a proper lookout and monitor Alexandra 1's movement
were pivotal to this accident. However, it is also evident that a lack of an agreed plan
and effective communication, co-ordination and monitoring were significant factors,
which contributed to the flaws in Ever Smart's and Alexandra 1's masters’ situational
awareness. On this occasion, the precautions of pilotage and VTS in Jebel Ali,
which should have been able to manage and de-conflict the vessels’ movements,
were ineffective.

VESSEL PERSPECTIVES

2.31 Alexandra 1

The VTSO instructed Alexandra 1 to be at No1 buoys at 2315 (Table 1). The VTSO
also authorised the master to enter the channel as soon as the container ship was
clear (Table 3). It is evident from Alexandra 1's master's handover notes (paragraph
1.5.2) that he was used to having to remain at least 1.5nm from the No1 buoys when
waiting for a pilot in Jebel Ali. Consequently, although on this occasion the VTSO
did not instruct Alexandra 1 to wait a specific distance from the buoys, the master’s
decision to stop the vessel's engine 1.3nm from the channel at 2314 indicates that
he was following usual practice.
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2.3.2

2.4

However, at this point, Ever Smart had only just passed No8 buoys and, over the
following 25 minutes, while Alexandra 1 waited for the container ship to clear the
channel, the tanker closed the channel entrance due to a combination of ‘dead slow
ahead’ engine movements and drift. No attempt was made to check Alexandra 1's
movement to the east.

By itself, Alexandra 1's proximity to the channel entrance was not hazardous
providing the masters of both vessels were aware of the other’s intentions. As soon
as the tanker’'s master mistook the VTSOQO's instruction to ‘pass astern of the tanker’
as an instruction to Ever Smart rather than Zakheer Bravo, his perception of how the
vessels would pass differed dramatically from that of Ever Smart’'s master.

Until 2329, Alexandra 1 had remained to the north-west of the channel and had

not crossed the line of the channel’s entrance (Figures 3, 4 and 6). However, after
Alexandra 1's master assessed that Ever Smart would need to alter course to port
on leaving the channel in order to pass astern, he manoeuvred the tanker slowly
ahead. This was probably done to give Ever Smart more sea room and to enable the
approaching pilot boat to come alongside. The tanker’'s master was not aware that
the container ship’'s master did not intend to alter course. He also did not appreciate
the danger of straddling the slow moving and relatively un-manoeuvrable Alexandra
1 across the line of the buoyed channel just 4 cables from its entrance.

Ever Smart

When the pilot informed Ever Smart’'s master that he would be disembarking, the
master’s question ‘do you think | can go myself?’ (Table 5) indicated that he was a
little surprised that the pilot was not staying on board until the containership had left
the channel. Nonetheless, he did not challenge the pilot’s departure.

At the time, Ever Smart was following the channel as intended, and it was only
1.3nm from the channel end. Alexandra 1 was 2.9nm off the container ship’s port
bow and the tanker was not impeding Ever Smart's passage to seaward. Moreover,
the pilot had informed the master that the tanker would wait for Ever Smart to clear
the channel. Therefore, it was reasonable for the master to assume that the tanker
would pass down the container ship’s port side. At no time did the master or pilot
discuss the option of altering course to leave Alexandra 1 on the container vessel’s
starboard side.

VHF COMMUNICATIONS WATCH

In busy port areas, the clarity and accuracy of VHF traffic is essential. However, the
lack of discipline on VHF radio is a common problem in some regions. Constant
‘chatter’ resulting in exchanges being over-spoken is a regular occurrence.
Consequently, the possibility of missing transmissions or parts of transmissions is
Increased.

In this case, the port's working channel, VHF channel 69, was very busy and
Alexandra 1's master did not hear the full exchange between port control and the

tug Zakheer Bravo. As a result, although the master correctly assumed that the
‘tanker’ referred to in the exchange was Alexandra 1, he clearly did not know the
name of the vessel the VTSO was talking to. In such circumstances, it would have
been appropriate for the master to clarify the situation with either port control or Ever
Smart rather than taking action on the basis of incomplete information.
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Our Reference: 413 F
Konu Trafik Ayirim Diizeninde Seyir Yapan
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* iki Geminin Catiyjma Kaza Raporu Hk.
Sirkiiler No: 75¢ 2015
flgi: ingiltere Deniz Kazalarin1 Aragtirma Biirosu ( MAIB)’nun Ekim 2015 tarihli bila say1h

raporu.

ingiltere Deniz Kazalarini Arastirma Biirosu (Marine Accident Investigation Branch —
MAIB)’nun Trafik Ayirim Diizeninde seyir yapan iki geminin ¢atismasi ile sonuglanan kazaya iliskin,
olayin detaylari ile incelendigi ve ¢atigmanin meydana gelmemesi i¢in alinmasi gereken tedbirlerin
siralandig raporunun Tiirkge gevirisi Ek’te (Ek-1) sunulmustur.
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Kural 13* — Bazilarina gore ugursuzluk

*“Bir tekneye yetisen diger herhangi bir tekne (Denizde Catismay: Onleme Tiiziigii
(COLREG- Convention on the International Regulations for Preventing Collisions at Sea
,Boliim B. Kisim I ve Kisum Il deki mevcut hiikiimlerine bakilmaksizin) yetigilen teknenin

”»

yolundan cikacaktir
Aciklama

Trafik Ayirim Diizeni igerisnde ayni yonde
seyir etmekte olan Genel (Karisik) Yiik
gemisi ile LPG Tankerinin ¢atistig1 olayda,
catisma esnasinda goriis mesafesinin 3 deniz
mili oldugu, hafif sis goriildigl, riizgarin
hafif deniz durumunun hafif dalgali oldugu,
Iki gemide de gozcii gorevlendirilmedigi
kaydedilmistir.

Genel (Karisik) yiikk gemisinin Kaptan1 22
deniz mili siliratle 231° rotasma seyir
etmektedir. Geminin yogun is temposundan
dolay1, gecen 20 saat icerisinde Kaptan’in
dinlenememis oldugu belirtilmektedir. Gemi
kaptan1 09:37 sularinda radarda 6.5 deniz mili
mesafede pruvada bir hedef tespit etmistir.
Hedef gemi detaylart AIS ekraninda
goriintiilenmektedir ve X-Band Radar ile
entegre calisabilmesine karsin radarda bu
fonksiyonun sec¢ilmedigi tespit edilmistir.
Kaptan radardaki hedeflerin  gosterilme
opsiyonunu gercek vektdr ve gercek iz olarak
ayarlamistir.

Radar ekraninda secilen hedef gemi, balasth
durumda 228° rotasina 8 deniz mili (knot)
siiratle seyir yapan LPG tankeridir. Olay
esnasinda vardiyadan sorumlu seyir zabiti
kopriitistinde  yalnizdir.  Gorevli  zabit
09:43°de genel yiik gemisini radarinda
gormiis, AIS ekraninda yetisen gemi olarak
ve en yakin yaklasma mesafesi (CPA)
sangaga 0.3 deniz mili mesafede olarak tespit
etmistir.

Cayro pusula ripiterindeki @  bir arizadan
dolayr, LPG tankerindeki radarm ARPA
fonksiyonu ¢alismamaktadir. Kiy1r sularinda
seyir yaparken gdzcili bulundurulmasi esasina
tabi olarak Liman Devleti Denetcisi ve Klas
Kurulusu tarafindan geminin seyrine izin
verilmistir.

Saat 09:50°’de LPG Tankerinde gorevli zabit,
bir balik¢1t teknesinin, geminin iskele kig
omuzlugundan gecisini kolaylastirmak igin

rotasinda sancaga dogru 5° ‘lik bir degisiklige
gitmistir. Saat 10:00’da AIS alicisindan hedef
geminin mesafesini 3 deniz mili , CPA ise 0
deniz mili olarak tespit etmistir. Vardiya zabiti
genel yik gemisini gorsel olarak dogrulamadigi
halde Denizde Catismay1r Onleme Tiiziigii
(COLREG) Kural 13’ e gore yetisilen gemi
oldugunu ve genel yiik gemisinin yetisen gemi
olarak kendisinin yolundan neta bulunacagina
giivenmistir.

Saat 10:12’de o sirada yasam mahallinin
disinda olan tanker kaptani, genel yiik
gemisinin pupa istikametine c¢ok yakin ve
catisma  rotasinda  oldugunu  gorerek
kopriiistiine kosmus ve diimeni iskele
alabandaya basmistir. Geminin rotas1t 233°
rotasindan 194°rotasina donmiis ve catisma
gergeklesmistir.

Genel (Karisik) yik gemisinde ise olay
esnasinda gemi kaptam1 ile  Dbirlikte
kopriiistinde iki misafir bulunmaktadir.
10:08’de  2.Zabit gemi  marketinden
getirilecek siparisleri almak igin kdpriiiistiine
gelmis ve kisa bir gérlisme sonrasinda 10:13°
de kopriistiinii terketmistir. Bir dakika
sonrasinda ise Kaptan bagirarak: ‘‘Pruvaya
bakin - Carpacagiz’’ demistir.

Genel (Karisik) yik gemisinin iskele bag
omuzlugu LPG Tankerinin sancak kig
omuzluguna carpmustir. Her iki gemi
teknesinde su seviyesinin iizerinde yarik
olusmustur. Gemiler olay sonrast kontrol ve
tamir icin Kiy1 Devleti tarafindan en yakin
siginma limanina yonlendirilmiglerdir.

Genel (Karisik) yiik gemisi bir hafta sonrasinda
tamir edilerek hizmete ge¢mis, LPG tankerinin
tamiri ise bir ayda tamamlanmistir. Kiyi
Devleti Yetkilileri genel yiik gemisi
kaptanmi, Denizde Catismayr Onleme
Kurallarini ihlal ettigi gerekgesiyle 2400 $
para cezasina mahkum etmistir.
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Catismadan az énce
Kaptanin calistigi yer

Catisma sonrasi meydana gelen hasar

Figur 1: Catisma sonrasi gemilerde olusan hasar.
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Her iki geminin c¢atismanin
éncesinde ve sonrasindaki rota
izlerini gostermektedir.

1 Nautical Miles
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\
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10:14:09

Tanker

Canlandirmada 10:14’de catisma
esnasinda gemilerin nisbi
mevKkileri gosterilmektedir.
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Resim 2: Canlandirma
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Cikarilan Dersler

1. Her iki gemide de Catismayr Onleme Kopriiiistiinede sadece yetkili personelin

Tuzigi’'nde belirtildigi gibi uygun bir
gozcilik yapilmadigi igin  gatisma
kagimlmaz olmustur. Her zaman iginde
bulunan kosullarin gerektirdigi etkin bir
gozculugun sirdiriliiyor oldugundan
emin olunmahdir.

Her iki gemide de goézci
gérevlendirilmemis olmasimin yanisira
Kopraustiinde vardiyadan  sorumlu
zabitin hedefi ilk fark ettigi andan
itibaren hareketlerini takip etmeyip
catisma riski degerlendirmesini g6z ardi
ettigi goralmektedir. Sis oldugu saptanan
bolgede seyir yaparken her daim etkin
bir goézcilugun devamini saglamak igin
ekstra gézci atanmasi o6nem arz
etmektedir.

Yilkk gemisinin kaptamm muhtemelen
yogun ve wuzun c¢aliyma saatlerinin
etkisiyle asir1 yorgunluk hissetmekteydi
ve catismanin hemen  oOncesinde
kopriiiistiindeki operasyon dis1 Kisilerin
varhgindan dolay1 dikkati dagilmisti.

bulunmasi icin her zaman girislerin
kontrol altinda tutulmasi gereklidir.
Ozelliklede Trafik Ayirim Diizeni gibi
yogun trafik icerisinde seyir edilmesi
gereken durumlarda.

. Genel yuk gemisi kaptaninin
kopraustiinde periyodik olarak
dolagmamasi, Pruvada guverte
kreynlerinin  yarattigi  kér  sektér

sebebiyle ¢ok ge¢ olana kadar tankeri
farkedememesine  sebep  olmustur.
Kopraustiinde periyodik olarak
dolagarak, geminin gevresindeki tum
olup bitenden haberdar olmak ve bu
olayda oldugu gibi kér noktalarin ardina
gizlenmis olasi tehlikelerin  erken
farkedilmesi  acisindan  énemlidir.
Ayrnica kopriistiunde hareket ederek
yapilan etkin bir gézculuk her daim sizi
hazir ve uyanik tutmaya yardimc
olacaktir.

Resim 3: Genel yik gemisinin — 10:07’deki ARPA radar ekrani gorantasa.
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Radar pozisyonundan Pruvadaki
kor sektor goranami

Dumen tarafindan kor sektér

Resim 4: Genel yuk gemisinin dimen ve radar pozisyonundan Kér Sektér Gorasu

Geviren : Serkan INAL - Kisa Mesafe Deniz Tagimaciligt Uzmani
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*“any vessel overtaking any other shall keep out of the way of the vessel being overtaken”

Narrative

A general cargo vessel and an LPG tanker
were in collision while proceeding in the same
direction of a TSS. The visibility was about
3nm, with fog patches, the wind was light and
the sea state was slight. No lookout was posted
on either vessel.

The master was the OOW of the geared,
general cargo vessel, which was on a course
of 231°, speed 22kn*and, due to the vessel’s
busy schedule, he had not taken much rest

in the previous 20 hours. At 0937 the master
acquired a radar target directly ahead of the
vessel, range 6.5nm. The target vessel’s details
were displayed on the AIS receiver but the
option to display the target’s information

on the X-band radar, which was fitted with
ARPA, was not taken. The master had elected
to show radar targets with true vectors and
true trails.

The target vessel was the LPG tanker, which
was in ballast and was on a course of 228°,
speed 8.0kn. The tanker’s OOW was the third
officer and he was alone on the bridge. At 0943
the OOW detected the general cargo vessel on
radar and noted on the AIS receiver that it was
overtaking and its CPA would be 0.3nm to
starboard.

The ARPA functionality on the LPG tanker’s
radar was not working as there was a known
gyro compass repeater fault. The vessel had
received approval from port state inspectors
and its Classification Society to make its
voyage, subject to the posting of a lookout
when “manocuvring in coastal waters”.

At 0950 the OOW on the LPG tanker made a
5° alteration of course to starboard to avoid a
small fishing vessel that passed down its

1 1SO 80000-3 2006, knot (symbol kn): 1 nautical mile per hour

port side. At 1000 the OOW noticed on the
AIS receiver that the general cargo vessel

was 3.0nm astern with a CPA of zero. The
OOW could not see the general cargo vessel
visually, but as it was overtaking the tanker he
was confident it would keep out of the way in
accordance with Rule 13 of the COLREGS.

At 1012 the tanker’s master, who happened to
be outside the vessel’s accommodation, looked
up and saw the general cargo vessel very close
astern and on a collision course. He ran to

the bridge and put the helm hard-a-port. The
tanker began to swing to port and its heading
had changed from 233° to 194° when the
collision occurred.

On the general cargo vessel two guests were
on the bridge with the master and they were
joined at 1008 by the second officer, who
arrived to take orders for goods from the
bonded store. At 1013, after a light-hearted
conversation, the second officer left the bridge,
and a minute later the master exclaimed “Oh
look ahead —we're going tohit”.

The general cargo vessel’s port bow collided
with the LPG tanker’s starboard quarter and
the hulls of both vessels were breached above
their respective waterlines. Both vessels were
directed by the coastal state to a nearby port of
refuge for inspection and repairs.

The general cargo vessel was repaired and
resumed normal service a week later while
repairs to the LPG tanker lasted a month. The
coastal state authorities prosecuted the master
of the general cargo vessel for COLREG
offences, and he was fined $2,400.

CASE1

Rule 13* — Unlucky For Some
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Area in which the
master was working

Collision damage

Figure 1: Damage to both vessels
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Figure 2: Reconstruction
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The Lessons

1. Thecollisionoccurred because neither

134

OOW was keeping a proper lookout
asrequiredbythe COLREGS. Always
ensurethataproperlookoutismaintained
at all times, using all appropriate means.

No dedicated lookoutswere posted on
either vessel and neither OOW monitored
the other vessel after the initial detection
inordertomakeanappraisal of the risk of
collision. It is prudent to post dedicated
lookoutswhentherearefog patchesin
thevicinitytoensureaproper lookoutis
maintainedatall times.

The cargo vessel’s master was probably
fatigued due to the cumulative effects of
hishoursofwork. Hewasalsodistracted

4.

by the presence of various non-operational
personnel on the bridge immediately
prior tothecollision. Access to the bridge
shouldbecontrolledatall times, especially
whenavessel is navigating inareas of high
trafficdensitysuchasaTsSS.

Bytailingtomovearoundthebridge
periodically, the master of the cargo vessel
did notseethe tanker visually until it

was too late to avoid collision because of
blind sectors ahead created by deck cranes.
Always move around the bridge when
keepingwatchtoensurethattargetvessels
are not hidden in blind sectors. Moving
around the bridge will also keep you
stimulated and alert!

Figure 3:General cargo vessel - ARPA radar display at 1007
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Blind sectors from helm position

Figure 4: General cargo vessel bridge showing blind sectors from radar and helm positions
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ISTANBUL VE MARMARA, EGE, AKDENiZ, KARADENIZ BOLGELERI

DENiIZ TICARET ODASI

ISTANBUL & MARMARA, AEGEAN, MEDITERRANEAN, BLACKSEA REGIONS

CHAMBER OF SHIPPING

istanbul 03.08.2015

Sayi . .

Our Reference: 3215

gggjict _MAIB Giivenlik Biilteni — MV ZARGA Gemisinde Manevrada Meydana Gelen Ciddi

Yaralanma Hk.
Sirkiiler No: 592/ 2015
Sayin Uyemiz,
ilgi: Uluslararasi Deniz Ticaret Odasi’'ndan (ICS) alinan 23.07.2015 tarih ve MC(15)39
sayili yazi.

ilgi yazida, ingiltere Deniz Kazalarini Aragtirma Burosu’nun (Marine Accident Investigation
Branch -MAIB), “M/V Zarga” gemisinin yanasma manevrasi esnasinda, bas taraftaki gorevli
giiverte zabitinin, halat kopmasi sonucu meydana gelen kamgi etkisiyle ciddi bir sekilde
basindan yaralanmasini konu alan kaza raporu ve olayin meydana gelmemesi igin alinmasi
gereken tedbirlere iliskin bilgilere yer verilmektedir. ilgi yazi Giivenlik Bilteninin Odamizda
yapilan 6zet Tiirkce cevirisi (Ek-1) ile ilgi yazi ve Eki MAIB Raporu (Ek-2) ilisikte sunulmaktadir.

Bilgilerinizi arz ve rica ederiz.

urat TUNCER
Genel Sekreter

EKLER:

Ek-1: ilgi yaz1 Ekinin Ozet Tiirkge gevirisi.

Ek-2: Ilgi yaz1 ve Eki MAIB Giivenlik Biilteni.

DAGITIM:
Geregi: Bilgi:
- Tiim Uyelerimiz (WEB) - YK Bagkan ve Uyeleri
-Tiirk Armatorler Birligi - Piri Reis Universitesi
-S/S Gemi Armatorleri ve Motorlu Tas. Koop.
-UND
- RODER
- KOSDER
- ROFED
- S.S. Deniz Tankerleri Akaryakit Tas. Koop.
- Tirk Uzakyol Gemi Kaptanlari Dernegi
- 15,16,17,18,19,20, 21, 22 23, 24, 25, 27,28
29,30 Meslek Komitesi Baskanlari
- Tium Gemi Sahipleri

) Meclisi Mebusan Caddesi No: 22 34427 Findikli - ISTANBUL / TURKIYE _
Tel :+90 212 252 01 30 (Pbx) Fax :+49021229379 35 £
www.denizticaretodasi.org.tr e-mail : iletisim@denizticaretodasi.org.tr
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EK -1
MAIB (Deniz Kazalarini Arastirma Biirosu)

GUVENLIK
BULTENI

DENIZ KAZALARI INCELEME BOLUMU

SB1/2015 Temmuz 2015

Gemide Palamar Halati Kopmasi Sonucu Giiverte Zaibiti’nin Yaralanmasi
Zarga
2 Mart 2015 Gliney Hook LNG Terminali , Milford Haven
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Olayin Arka Plani

Zarga (Figur 1) isimli LNG Tankerinin gliverte zabiti, Gliney Hook LNG, Milford terminaline yanasma
esnasinda, kopan bir halatin basina ¢arpmasi sonucu yaralanmistir Bas tarafta yanasma manevrasindan
sorumlu olan zabit, helikopterle gemiden alinarak acil ameliyat i¢in saglik kurulusuna nakledilmistir.

Zarga gemisi kazanin meydana gelmesinden 40 dakika 6nce, geminin tiim halatlarla rihtima baglandigini
rapor ederek bagl rémorkori mola etmistir. Sonrasinda esen gligli riizgar neticesinde gemi rihtimdan
acmaya baslamistir. Mirettebat bu esnada halatlara badernalari vyerlestirmektedir (Figur 2).
Romorkorler halihazirda mola edilmisken (hemen geri ¢agirilmasi gerekirken), rihtimdan agan Zara
gemisini tekrar yanastirmak icin gemi kaptani, bas taraf manevrasindan sorumlu giverte zabitine bas
spring halatini vira etmesi direktifini vermistir.

Sorumlu Vardiya Zabiti, iskele bas omuzluktaki (panama halat logasi) kurtagzindaki bas sprink halatinin
arkasina gecmis, (Figiir 2 ve 3) diger mirettebat ise sorumlu giverte zabitinden aldigi komutlari halat
vingi operatoriine iletmek icin onun ilerisinde pozisyon almistir. Ving operatorii bas spring halatini vira
etmek icin tesebbliste bulundugunda asir ylikten dolayi defalarca halat kagirmis ve durmustur. Yaklasik
olarak 10 dakika kadar sonra halatin catirdamaya basladigi duyulmus ve akabinde halat aniden
kopmustur. Halatin kopmasiyla, bas omuzluktaki kurtagzindan halatin kopan kismina kadar olan tarafi
kirbag etkisi yaratarak Gorevli Glverte Zabitinin basina ¢carpmis ve kurtagzindan geri denize dismustir.

PANAMA LOGCASI BAS SPRING HALATLARI

i

Figiire 2: iskele bas omuzluk kurtagzi

!Baderna: Halatin asinabilecek yerine sarilan bez, halat sargisi
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Figur 3: Bas taraf manevra ekibi Sorumlu Giverte Zabiti, iskele bas omuzluk panama

locasi yakininda resimdeki gibi pozisyon almistir.

Gorevli giiverte zabitinin
direktiflerini ving operatoriine ileten
mirettebat.

Bas tarafda manevradan
sorumlu gorevli giiverte
zabiti

iskele bas omuzluk-
panama logas! yeri

Gorevli vardiya zabitinin
ving operatoriinii
irektiflerini ileten
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OLAYDAN CIKARILAN DERSLER

e Ultra yiiksek molekiiler agirlikli polietilen halat ve gelik halatlara eklenen sentetik halatlarin elastiki
oluslarindan dolay1 halat kirbag etkisini muazzam bir sekilde arttiracagi bilinmelidir.

- Halatin uzama pay1 halatin uzunlugu ile baglantilidir. Kamg1 halatinin uzunlugu esneme payini
artiracak ayni zamanda agir yiik altindaki bir halatin tizerindeki gerilimi yiikseltecektir.

« Armatdr / Isletmeci kullanilan halatlarm amacina uygun yerlerde kullanilacagindan emin
olmali, halatin kopma sonucu olusturacagi kamgi etkisinin tehlikeli oldugu daima dikkate
alinmalidir.

« Manevra gerceklestiren miirettebat farkli yap1 ve gesitlerdeki halatlarin kopmasi sonucu
yaratacagi kamgi etkisine karsi tedbirli ve uyanik olmali, iizerinde yiik olan halatlarin her zaman
tehlikeli oldugu akildan ¢ikarilmamalidir.

+ Isletmeci ve Gemi Kaptani, kendi gemilerinde kamgr etkisi yaratacak riskli bolgeleri belirleyerek
gerekli tedbirleri almali ve personelinin bu konuda diizenli araliklarla bilgilendirilmesini
saglamalidir.

+ Zarga gemisinin bas spring halatinin kopmast ile ilgili inceleme ve sorusturmanin devam ediyor
olmasina bakilmaksizin s6z konusu halatin kullanilmasina devam edilmesinden siiphe edildigi
takdirde Isletmeci detayli bir inceleme icin halatin {ireticisinden bilgi talep etmelidir.

« Rihtimdan geminin agmasina sebep olabilecek kuvvetli riizgar estigi durumlarda ekstra halatlar
verilmeli, tek bir halata kumanda ederek gemi rihtima yanastirilmaya ¢aligilmamali, geminin kendi
imkanlariyla rihtimdan agmasi engellenemiyorsa romorkor destegi istenmelidir.

Ceviren: Serkan INAL
Kisa Mesafe Deniz Tasimaciligi Uzmani
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L B3  SAFETY BULLETIN

SB1/2015 Jul_y 2015

Extracts from

The United Kingdom
Merchant Shipping
(Accident Reporting and
Investigation) Regulations
2012

Regulation 5:

“The sole objective of a safety
investigation into an accident
under these Regulations

shall be the prevention of
future accidents through the
sspapainmentohiscaes Mooring line failure resulting in serious injury to a
and circumstances. It shall
not be the purpose of such

an investigation to determine dECK Offlcer on board

liability nor, except so far
as is necessary to achieve Zarga

its objective, to apportion

blame.” alongside South Hook LNG terminal,

Regulation 16(1): .
“The Chief Inspector Mllfo rd Haven

may at any time make

recommendations as to how on 2 March 2015

future accidents may be
prevented.”

Press Enquiries:

020 7944 4312/3176

Out of hours:
020 7944 4292

Public Enquiries:
0300 330 3000

NOTE

This bulletin is not written with
litigation in mind and, pursuant to
Regulation 14(14) of the Merchant
Shipping (Accident Reporting

and Investigation) Regulations
2012, shall be inadmissible in

any judicial proceedings whose
purpose, or one of whose
purposes is to attribute or
apportion liability or blame.

© Crown copyright, 2015

See htip://www.nationalarchives.
gov.uk/doc/open-government-
licence for details.

All bulletins can be found on our
website:
https://www.gov.uk/government/
organisations/marine-accident-
investigation-branch

For all enquiries:

Email: maib@dft.gsi.gov.uk
Tel: 023 8039 5500
Fax: 023 8023 2459
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MAIB SAFETY BULLETIN 1/2015

This document, containing safety lessons, has been produced for marine safety purposes only, on the
basis of information available to date.

The Merchant Shipping (Accident Reporting and Investigation) Regulations 2012 provide for the
Chief Inspector of Marine Accidents to make recommendations at any time during the course of an
iInvestigation if, in his opinion, it is necessary or desirable to do so.

In co-operation with the Republic of the Marshall Islands, the Marine Accident Investigation Branch
(MAIB) is carrying out an investigation into a mooring line failure, resulting in the serious injury to a deck
officer on board the Marshall Islands flagged Liquefied Natural Gas (LNG) carrier Zarga at the South
Hook LNG terminal, Milford Haven on 2 March 2015.

The MAIB will publish a full report on completion of the investigation.

;ﬁﬁa;kl_ .

Steve Clinch

Chief Inspector of Marine Accidents

This bulletin is not written with litigation in mind and, pursuant to Regulation 14(14) of the Merchant
Shipping (Accident Reporting and Investigation) Regulations 2012, shall not be admissible in any judicial
proceedings whose purpose, or one of whose purposes, is to apportion liability or blame.

This bulletin is also available on our website: www.gov.uk/maib

Press Enquiries: 020 7944 4312/3176; Out of hours: 020 7944 4292

Public Enquiries: 0300 330 3000
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BACKGROUND

On 2 March 2015, a deck officer on board the LNG tanker, Zarga (Figure 1), suffered severe head
injuries when he was struck by a mooring line that parted during a berthing operation at the South Hook
LNG terminal, Milford Haven. The officer, who was in charge of the vessel's forward mooring party, was
airlifted to a specialist head injuries trauma unit for emergency surgery.

Zarga was declared all fast alongside about 40 minutes prior to the accident and the attending tugs were
let go. The vessel subsequently moved out of position in the gusty wind conditions during which time the
mooring teams were fitting chafing guards to the lines (Figure 2). As the tugs had already been released,
the master instructed the officer in charge (OIC) of the forward mooring party to tension the forward
spring lines to warp Zarga back into the correct position.

The OIC positioned himself aft of the forward springs’ port-shoulder roller fairlead (Figures 2 and 3), and
positioned a second crewman forward of him in order to relay his orders to the winch operator. As the
winch operator attempted to heave in on the springs, the winch repeatedly stalled and rendered’. After
about 10 minutes, one of the spring lines began to rattle and creak, and then suddenly parted (Figure 4).
The section of the line between the break and the port-shoulder roller fairlead struck the OIC on his head
as it whipped back before going overboard through the fairlead.

Roller Forward spring
fairleads lines

Chafing
guards

Figure 2: Port-shoulder roller fairlead

' Slipping under load
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MOORING LINES AND WINCHES

The 5-year old mooring lines fitted to the vessel were 44mm diameter sheathed ultra-high modulus
polyethylene (UHMPE) with a length of 275m and a minimum breaking load (MBL) when new of 1371.

The outboard ends of the UHMPE spring lines were fitted with 22m long Euroflex (polyester/polyolefin)
tails, which had an MBL of 190t. The section of the UHMPE spring line in use between the winch and the
connection with the Euroflex tail was about 68m long. The split drum type mooring winch had a 30.6 tonne-
force (tf) winding pull, rendered at a load of 34tf and operated at 15m/minute.

INITIAL FINDINGS

Elongation and snap-back

The amount a mooring line stretches depends on the elasticity of the material(s) used in its manufacture
and the length under load. Elongation of the line introduces stored energy that, if suddenly released
under load when the line parts, can cause the failed ends to recoil back towards their anchor points at
high speed; this is referred to as snap-back.

Both wire and high modulus synthetic mooring lines have low elasticity and, consequently, are
considered to have very little snap-back when they fail, and this is often considered to be an advantage
over other types of synthetic line. However, although capable of handling high dynamic loads, low
elasticity can make high modulus synthetic mooring lines prone to failure under peak dynamic loading.

On board Zarga, 11m tails were originally fitted to reduce peak dynamic loading, but these were replaced
with 22m tails after peak dynamic loads were experienced that had led to a series of line failures.
However, the 22m tails had much greater elasticity and this, and the routeing of the line, introduced

a significant snap-back hazard to the outer section of the failed UHMPE mooring line. The danger of
snap-back was identified in the vessel's risk assessments, but snap-back zones had not been marked on
Zarga’'s mooring decks. Because UHMPE mooring lines were fitted, the perception among members of
the crew was that, in the event of a mooring line failure under load, the ends of a parted line would simply
fall to the deck. In this case, the inboard section of the failed line recoiled a short distance towards the
base of the winch.

Post-accident tests

Following the accident, the MAIB commissioned a series of tests and trials designed to measure the
elongation and snap-back characteristics of the mooring lines used on board Zarga. When sections of
the UHMPE rope were loaded to the point of failure the average maximum elongation was about 2%
and minimal snap-back was observed. When the trial was repeated with the Eurofiex tail> attached the
elongation was significantly increased. Similar to the accident, it was the UHMPE section of the line that
parted, and the failed end that was attached to the tail snapped back over 15m in less than 1 second.
The other end of the UHMPE rope did not snap back.

Short video clips of these trials can be found on the MAIB website at https://www.gov.uk/maib-reports/
safety-warning-issued-after-mooring-line-failure-on-board-Ing-tanker-zarga-resulted-in-serious-injury-to-
a-deck-officer.

The causes and contributing factors of Zarga's mooring line failure are subject to an ongoing
iInvestigation and will be discussed in a full investigation report.

2 The 22m tail was shortened to 15m to allow it to be accommodated within the test machine
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Figure 3: Forward mooring party OIC
at port-shoulder roller fairlead

Second crewman

Note: position was
further forward as
per figure 4

=
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OIC forward mooring
party

Pointing to the location of the S
port shoulder roller fairlead

! Location of rope T
failure

B Second
™ crewman
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L winch

Figure 4: Po side forward mooring deck
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SAFETY LESSONS

When connecting synthetic tails to UHMPE, HMPE and wire mooring lines, the energy introduced
due to the elasticity of the tails can significantly increase the snap-back hazard.

Elongation is proportional to the length of tail. Increasing the length of the tail will increase the
amount of elongation and hence the amount of energy that can be stored in the line when under
load.

Ship owners/operators should ensure that the type of lines and tails used for mooring lines are
suitable for the task and that the dangers of snap-back are fully considered.

Mooring teams should be aware of the potential for snap-back in all types of mooring line, and the
probable areas on the mooring deck that are not safe when lines are under load.

Mooring lines led around roller pedestals and fairleads can lead to potentially complex snap-back
zones. Ship operators and masters should conduct their own risk assessments to ensure potential
snap-back zones are identified, and are reviewed at regular intervals.

Notwithstanding the ongoing investigation into the nature of the failure of Zarga's spring line, where

doubt exists on the continued use of a mooring line, the vessel operator should obtain guidance
from the rope manufacturer on the conduct of detailed line inspections.

Issued July 2015
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M/V Swanland Adh Bir Genel Kargo Gemisinin Batmasi Sonucunda Alti Miirettebat
Hayatim Kaybetti

Swanland adli bir genel kargo gemisinin kaptani ve bes miirettebati, geminin karanlikta ve firtinali deniz
sartlarinda yapisal bir hata sonucunda 17 dakika i¢inde feci sekilde batmasiyla hayatini kaybetmistir.

Vardiyadan sorumlu tiglincii zabit, kamaralarinda uyumakta olan miirettebati ikaz etmek i¢in genel
alarm zilini ¢almis ve gemi kaptan1 VHF(Very High Frequency) Kanal 16 tizerinden) bir uluslararasi
radyo imdat ¢agris1 (“Mayday” mesaji) yayinlamakta hi¢ zaman kaybetmemis ancak Sayisal Se¢meli
Aramay1 (Digital Selective Calling - DSC) kullanmamustir. Yapilan “Mayday” cagrisinin igerigi
yetersiz oldugundan, Kaptan sonraki 4 dakika i¢inde Sahil Glivenlik Operatérii tarafindan geminin yiikii,
hasar1 ve can sallar ile ilgili daha fazla detay1 saglamaya tesvik edilmistir.

Miirettebat giivertede toplanip dalma elbiselerini giymistir. Bu kiyafetlerin bazilarinin can yelegiyle
giyilmesi gereken, bazilarinin ise kendiliginden yiizer 6zellikli oldugu goriilmistiir. Bununla birlikte,
olay sirasinda geminin asgisi hi¢ goriilmemis ve diger miirettebatin bir kismi da degerli esyalarini
toplamak amaciyla kamaralarina geri gitmis ve donmemislerdir.

Kaptan, geminin borda yiiksekligi azaldigi i¢in geminin battiginin farkina varmis ve miirettebata can
salin1 suya indirmek tizere hazirlamalarin1 emretmistir. Yaklasik ayn1 zamanda, ti¢iincii zabit iki arama
ve kurtarma radyo vericisini (Seach and Rescue Transponders — SART) yanina almigtir. Ancak, dalma
elbisesi ile birlesik olan eldivenlerin modeli nedeniyle, SART lar1 elle aktif hale getirememis bu amagla
dislerini kullanmak zorunda kalmustir.

Mirettebattan dort kisi iskele kirlangigta bulunan can salini (liferaft) suya indirmek tizere hazirlanirken,
bir dalganin altinda kalmislardir. Ugiincii zabit ve usta gemici (able seamen) bir siire sonra yiizeye
¢ikmis ve hemen yanlarindaki gigirilmis can salina tirmanmiglardir.
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Can salinin i¢ aydinlatma lambasi kisa siirede sonmiis ve hayatta kalanlar da dalma elbisesi eldiveninin
neden oldugu hareket kisitliligi sebebiyle zor durumda kalmislardir.

Swanland ‘in batmasindan yaklasik bir saat sonra, bir kurtarma helikopteri olay yerine gelmis ve can
salinda bulunan kazazedelerin yerini tespit etmistir. Diger kazazedeler goriilmedigi i¢in, helikopter salda
bekleyen iiciincii zabit ve usta gemiciyi vingle almistir. Saatler sonra cesedi bulunan birinci zabitin ise
dalma elbisesi giydigi fakat can yelegi giymedigi ve suda boguldugu tespit edilmistir. Kaptan ve geri
kalan dort miirettebat ise bulunamamaistir.

SOLAS (Uluslararas1 Denizde Can Giivenligi Sozlesmesi) gerekliliklerinin can kurtarma araglarinin
(Life-Saving Appliances LSA) ve gemiyi terk talimlerinin 6nemine vurgu yapmasina ragmen, Swanland
olaymda oldugu tiirden can kayiplari ne yazik ki devam etmektedir. Gemi sahipleri, gemi isletmeleri ve
miirettebatin bu kazadan cikarilan dersleri dikkate almalar1 gerekmektedir. Ozellikle:

e Tiim miirettebatin yoklama igin toplanma (mustering) prosediirleri hakkinda tam olarak
bilgilendirilmesinin ve dalma elbiselerini (immersion suit) ve can yeleklerini diizenli ve
gercekei gemiyi terk talimi ile giyebilmelerini saglamalidir.

e Tehlike mesajlari, onerilen uluslararasi ¢agri formatinda iletilmelidir . Bunun yaninda DSC
araciligiyla hizlica ve dogru bir sekilde gergeklestirilebilir ¢agrilar igin, cihaz mevki bilgisini
otomatik olarak aliyor ise baglantili oldugu konum belirleyicisi ile tizerindeki mevkinin kontrol
edilmesi, baglantida bir sorun varsa ya da konum bilgisi elle giriliyor ise acil durumda konum
girilmesine imkan olamayacagi hesaba alinarak sik sik giincellenmesi saglanmalidir. VHF
Telsiz Telefon iizerinden yapilan Sesli Tehlike Cagrisi prosediirlerinin kullaniminin tercih
edildigi durumlarda, Uluslararasi Tehlike Cagr1 formatina uygun bir formatta bilgi verebilmeye
imkan taniyan talimatname niteliginde animsatici bir not (aide-mémoire) ‘un cihaza yakin bir
konumda her an kullanima hazir tutulmasi kolay ve masrafsiz bir segenektir.

e Gemide pek ¢ok degisik tiirden dalma elbisesi ve can yeleginin bulunmasi, potansiyel olarak
ekipmanmn yanlis ya da yeterince hizli olmayan sekilde giyilmesi riskini artirmaktadir
(yardimsiz bir sekilde max. 2 dk igerisinde giyilebilmeli). Bir gemide bulunan tiim dalma
elbiselerinin ayni tip olmasi, karigikliga mahal vermemek agisindan daha uygun olacaktir.
(6rnegin hepsi suya batmayacak sekilde yapilmis olmali ya da hepsi uygun bir can yelegiyle
giyilmeli; fakat iki modelin bir karisimi olmamalidir) Bu durum, ¢ok ¢esitli kiyafet ve can
yelegini bulunduran biiytik filolarda iyi bir planlamayla ¢oziilebilmektedir.

e Can kurtarma araglarmin (LSA) SOLAS standartlarina uygunlugu kontrol edilmeli, performans
standartlarin1 karsiladigi yerlerde bile donanimin her bir maddesinin uygunlugu durumunun
takip edilmesi gerekmektedir.

e “Acil Durum Can Filikas: Istasyonlarinda Toplanma Alarm1” verildiginde bir daha kamaraya
doniilmeyecek sekilde hazir donanmus bir vaziyette panik yapmadan ivedilikle toplanma
istasyonlarina gidilmeli, acil durum role cetvelinde belirtilen malzemeler disinda kisisel esyalar
alinmamalidir. Sonrasinda gemiyi terk igin Kaptan ya da vekilinin sozlii emri/ anonsu
beklenmelidir.

Ceviren: Selin YELESER
Dis iliskiler Birimi Yetkilisi
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