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EX-1

Graig Rotterdam isimli dékme yiik gemisinde ( Serbest Ceviri)
Misir'in iskenderiye Limaninda,
Yiik tahliyesi esnasinda meydana gelen 6liimldi kaza raporu.

18 Aralik 2016

OzET

Graig Rotterdam gemisi (Resim 1) 18 Aralik 2017 tarihinde Misir’in iskenderiye Limani’'nda tahliye
yapiyordu. Yerel saatle 11.09 (UTC! +2)’'da Geminin reisi Qin Zhigang, uzerinde ayakta durdugu gemi
guvertesindeki yukli kereste yigininin ¢dkmesiyle gemiye aborda olmus barcin idzerine digstd.
Miirettebatin tiim ilk yardim miidahalelerine ragmen hayatini kaybetti.

ingiltere Deniz Kazalarini inceleme Biirosu (Maritime Accident investigation Bureau) yaptigi
incelemelerde; yetersiz yukleyici uygulamalarninin, muhtemelen uygun bir sekilde baglanmamig yukiin
¢bkmesine katkida bulundugu ve reisin de ditsmesini dnleyici herhangi bir tedbir almamis oldugu
sonucuna vardi.

Graig Ship Managemet Limited, kereste yiikiinin yiklenmesi, taginmasi ve bosaltiimasi iglemlerinde
emniyeti arttirici tedbirleri hayata gecirmesi yoniinde, gemi kiracisi firma Norlat Shipping Limited ise
gemi kaptanina kereste yiikiiniin giivenli bir sekilde tasinmasina ydnelik istenilen gerekli bilgileri
saglamasi konularinda uyarildi.

Resim 1 : Graig Rotterdam

1 Es Glidimli Evrensel Zaman (UTC)



OLAYLA iLGiLi BILGILER

YUKLEME

Graig Rotterdam dékme yiik gemisi, Misir’in iskenderiye Limani’nda bosaltiimak iizere, Finlandiya’nin
Rahja ve Oulu limanlarindan paketli kereste yukledi.

Kiraci firma Norlat Shipping Limited AS tarafindan gérevlendirilen yiik emini (supercargo?), ylikleme
operasyonuna nezaret ederek, 1.Zabite yiikleme, istif ve gemi dengesinin saglanmasi ile ilgili
gerekliliklerin yerine getirilmesi yoniinde rehberlik etti.

Gliverte yiikii, ambar kapaklarinin Gistinde dort ve gliverte Gizerinde alti paket olmak lzere yigili sekilde
istiflenmigti. Yiik emini talimatlan dogrultusunda, gemi kiracisinin sagladigi zincirler ve liftin uskurlanyla
(Resim 2) mirettebat tarafindan yiik iistiinden baglanarak® emniyete alindu.

Gemi mirettebati yasam mahallinden bas kasaraya gegis icin kendi insa ettikleri tahta merdivenleri
kullaniyordu. Bas tarafa sadece yuk glivertesinin Gzerinden yiirlinerek gegilebiliyordu.

Resim 2: Graig Rotterdam gemisinin tizerinden baglanmis gliverte tstii kereste yiiku ile seyirde.

2 Yiik emini Rus uyrukluydu , 1995’den bu yana kiraci firmanin ¢alisaniydi. 2011 yilindan beri Yiik emini olarak
gorev yapiyordu ve éncesinde sadece kereste yiikii tagiyan gemilerde kaptanhk yapmisti.

3 Yukaridan baglama, en dis tarafta istiflenmis yiik ile gemi glivertesi /ambar kapagi arasinda siirtinmeyi arttiran

dikey basing uygulayarak siirtinme yaratan bir metotdur. Zincirler, istifli olan yiikiin lizerinden gegirilerek

glivertedeki mapalara baglanir. Liftin uskurlariyla da gerektiginde zincirin bosu alinir.



SEYiR

iskenderiye yolunda hava sartlari iyiydi ve miirettebat her giin giiverte yukuniin baglantilarini kontrol
ediyor, gerektiginde liftin uskurlan sikarak baglarin bosunu aliyordu. 12 Aralik’ ta Graig Rotterdam
gemisi iskenderiye limani agiklarina geldi ve dig demir sahasinda demir atti.

YUK TAHLIYESi

16 Aralik’ta Graig Rotterdam gemisi i¢ demir mevkiine gegerek, yiik tahliyesi hazirliklan i¢in orada
demirledi.

1.Zabit “Kereste Yiikii Operasyonlart” adli kontrol listesini tamamlayarak “Kereste Yiikleri Yiikleme ve
Bosaltma” adli genel risk degerlendirmesine ekledi. Sonrasinda da giiverte zabitleri ve miirettebatla
yuk operasyonlari ile ilgili bir brifing gergeklestirdi. Ayrica tahliye amiri ile yiik bogaltma plani Gizerinde
gorusildi ancak bu gériismelerde emniyetli galigma sistemlerine yer verilmedi. Mirettebat gliverte
yiik baglantilarini ¢6zdii ve saat 14.00’de demirli olan gemiye aborda olmug barca tahliye bagladi®.

Kiralama sozlesmesinde istendigi gibi gemi kreynlerinin kullanimlarini da igeren tiim tahliye
operasyonlari her yoniiyle kiyi tahliye ekibi (stevedores) tarafindan yiriitiliilyordu. Tahliye islemlerinin
15 giinde tamamlanmasi planlanmisti ve 17 Aralik’ta da devam edildi.

KAZA

18 Aralik sabahi 1.zabit; 3.zabit, reis ve iki gorevli mirettebatla bir yik operasyonu brifingi
gerceklestirdi. Ayrica tahliye ekibi amiri ile de bosaltma plani ve mevcut tahliye edilen yiik miktan
hakkinda gorustii. Graig Rotterdam’in sancaginda iki barg vardi ve bir bargta iskele bas omuzluk
tarafinda bulunuyordu.

Barglar giiverte yikiu paketlerine ilistirilmis halatlarla baglanmisti (Resim 3). 2 ve 3 nolu ambar
kapaklarinin tizerindeki giiverte yiikl, geminin iki kreyni ile sancak taraftaki iki barca yukleniyordu.

1.Zabit yiik islemleri ofisinde saat 11.09’da, kapali devre kamera sistemi monitériinde geminin iskele
tarafindaki bir miktar yiikiin cokmis oldugunu gérdi. Ne oldugunu 6grenmek igin El telsizinden birkag
kez reisi cagirdi ancak cevap alamadi. Sonrasinda da 3.zabiti ¢agirdi ve giiverteye giderek ne olduguna
bakmasi ydniinde talimat verdi. Gemi kaptani telsiz gérigmelerini duydu ve kdpriilstine gikarak yiik
operasyonunun durmasini emretti.

Tahliye ekibi (stevedors) 3. Zabite, giiverte tzerindeki yiik yigini ¢oktiiglinde reisin ¢éken yiikun
Uzerinde oldugu ve yiikle birlikte onunda diistugi bilgisini verdi. 3. Zabitte bu mesaji kaptan ve 1.zabite
telsiz yoluyla iletti. Kaptan miirettebati gemi gevresi su hattinda arama baglatmasi i¢in harekete gegirdi
ve sahil ekiplerinden yardim talep etti.

11.35’ de gemi mirettebatindan 10 kisi, iskele tarafta bagl olan barga transfer edildi. Murettebat,
barcin Gzerine dusen keresteleri elleriyle kaldirarak reise ulasti. Kalp masaji ve suni solunum baslatildi
ve reis sahile gotirulmek tzere sedyeye alindi. 13.30’da gemi acentesi, reisin hayatini kaybettigi
bilgisini verdi.*®

4 iskenderiye’ de Kereste yiiklii gemilerin yiiklerini barglara tahliye etmeleri ve barglarinda yiikii rnhtima
ulagtirmalari siradan bir uygulamaydi.

5 Kapali devre kamera sistemi. Graig Rotterdam’da biri geminin iskele biri de sancak tarafini gozetleyen iki
kapali devre kamera bulunuyordu.



Graig Rotterdam

Graig Rotterdam gemisi, 2012 yilinda Cin’de inga edilmis, ingiltere bandirali bir dékme yiik gemisiydi.
Gemi tek giiverteli, 5 ambarli ve 4 kreynliydi. Graig Ship Management Limited sahipliginde ve
isletiminde genis bir ¢esitlilige sahip dokme yiik tagimasinda uluslararast alanda ticari faaliyetlerde
kullaniliyordu. Geminin “Yiik istif Emniyeti Kilavuzu” nda kereste ve giiverte iistii kereste yiiklerinin
tasinmasina yonelik detaylara yer veriliyordu. Gemide giiverte kereste yiiklerinin uygun bir sekilde
emniyete alinmasina olanak saglayan babadalyalar® yoktu.

Yiik istif emniyet kilavuzu, ingiltere Denizcilik
ve Sahil Givenlik Ajansi (Maritime and
Coastguard Agency — MCA) tarafindan, 2012
yilinin  Ekim ayinda onay almisti. Gemi,
kazanin meydana geldigi varng limanina
g7 — ulagmak icin seyir dncesi hazirliklarini, kereste
i e | e yikinin  ylukleme islemleri  emniyet

" kilavuzundaki gerekliliklere uygun olarak
gergeklestirmisti.

Mirettebat

Graig Rotterdam gemisinde 20 miirettebat
bulunuyordu ve hepsi Cin uyrukluydu. Tim
mirettebat gorevlerine iligkin STCW yeterlilik
belgelerine sahipti. Ayrica c¢alisma ve
dinlenme saatleri agisindan Konvansiyon’ un
gerekliliklerini karsiliyorlardi. Gemi Kaptani
36 yasindaydi ve Graig Rotterdam gemisi inga
edildiginden bu vyana gemide gobrev
yapiyordu. 2012 yili Aralik ayinda 1.zabitlik
gorevinden kaptanliga terfi etmigti.

1.zabitin ise Graig Rotterdam gemisindeki ilk
kontratiydi ve ilk kez 1.zabitlik pozisyonunda
gorev yapiyordu. Oncesinde ayni firmanin
kardes gemisi Graig Cardiff de c¢alismisti.
Kereste ylki tagimasinda bir tecriibesi yoktu.
Kazanin meydana geldigi anda yik tahliye
islemlerini yik islemleri ofisinden
denetliyordu.

Resim 3: Gliverte (izeri ylik paketlerine bagh barg.

Reis 46 yasindaydi. Graig Ship Managemet Limited’ teki ilk kontrati ve Graig Rotterdam gemisindeki ilk
seyriydi. Gemiye 19 Ekim 2016 tarihinde katilmisti. Kaza aninda glivertede devriye geziyor, gemide
tahliye esnasinda bir hasar gelip gelmediginin kontroliinii yapiyordu. Tulum, emniyetli tip bot giymis
ve baret takmisti.

® Babadalyalar soketlere, giiverte ambar kapaklarina, gliverteye ya da ambar agizlarina sabitlenmis genellikle
celikten yapiimis dikme desteklerdir. Giiverte Ustl kereste yiklerinin saglama alinmasi icin kullanilir. Daha
kugik boyuttaki gemilerde babadalyalar keresteden olabilir.



YUK

Graig Rotterdam gemisi 12,479 pakette 45,775m*‘ liik kereste tasiyordu. Her bir paketin agirhg
yaklagik 2 ton geliyordu. Keresteler metal bantlarla sabitlenmis ve yiikleme éncesinde yiik sapani ile
donatilmisti. Paketlerin iist ve kenarlari koruyucu plastik ile kaplanmist. Yiik, iskenderun’daki 24 aliciya
ulagtinlmak Gzere hazirlanmig ve yiikleme esnasinda her paket alicisina gére sprey boya ile
isaretlenerek istif yerleri yiik planina kaydedilmigti. Tahliye esnasinda, ahcinin yiikiine ulasmak icin
sikhikla yiiklerin yeri degistiriliyordu.

YUK KAYMASI

1 no’lu ambar kapag lizerindeki paketli kereste yigininin iskele tarafindaki yaklasik 20 paketin bir kismi
denize, geri kalani da Graig Rotterdam gemisinin iskele bas omuziugunda aborda olmus barcin iizerine
digti. (Resim 4) Olay esnasinda bargta miirettebat bulunmuyordu, sadece éncesinde yiiklenmis olan
kereste yiikii vardi.

Resim 4: Yiikiin kayarak iskele barcin {izerine diigme aninin hemen sonrasi

Sirket Talimatlar:

Graig Ship Management Limited, Uluslararasi Emniyet Yonetimi (ISM) Kodu tarafindan uygulanmasi
istenen Emniyetli Yonetim Sistemine (SMS) gore isletiliyordu. Emniyetli Yénetim Sistemleri, “Kereste
yuklerinin yiiklenmesi ve tahliyesi” adiyla kapsamh bir risk degerlendirmesi iceriyordu. Kereste
yukinin dizgiin bir sekilde istiflenmemesinden kaynaklanan tehlikelerin belirlenmesine y&nelik
kontrol tedbirlerine yer veriliyordu. “ Sadece tecriibeli ve yetkili mirettebat gemide gérev yapmali,
Yiikleme/tahliye operasyonlari dncesinde personele egitim verilmeli” ifadesi yer aliyordu. Ancak risk



degerlendirmesinde, tahliye esnasinda ne yik yigininin {zerinden diisme ne de ytik kaymasi sonucu
olusabilecek diisme riskleri tanimlanmamusti.

SMS’de Kuru Yiik Operasyonlari Talimatlari agagidaki maddeleri icermekteydi;

6. Kiitiik ve Kereste Yiikii Operasyonlari Kontrol listesi...
Kiitiik ve kereste yukiiniin taginmasi miirettebat tarafindan bilinmesi 6nem arz eden kendine 6zgi bazi
riskler barindirmaktadir.

...Risk degerlendirmesi her bir yiik tipi igin tehlikeleri ve kontrol tedbirlerini icermelidir.

6.24 IMO Kurallar geregince giiverte tistii yapilarindan bag giiverte mahalllerine emniyetli bir sekilde
gegisin saglanmasi icin kedi kopriileri kurulmaldir.

6.3 Sirket prosediirlerine gore Yiik Operasyonu Brifingleri, personel emniyeti ve acil durumlarda
izlenmesi gereken hareket tarzlarinin belirlenmesine dikkat ¢ekilmesi agisindan bir firsat olarak
degerlendirilmelidir.

6.3.1 Yiikleci/tahliyeci operasyonu biiyuk bir lgiide yerel birimlerce yapiimakta, buna ragmen gemi
mirettebatina kigisel emniyetini riske atacak durumlara kargi uyanik olmasi gerektigi hatirlatiimalidir.

6.3.3 Tum miirettebat emniyetsiz bir isin durdurulmasina kargi sorumlu oldugunu bilmelidir.

6.3.5 Bilhassa gemi boyunca maksimum misade edilen geniglik ve yiikseklikte yik istiflendiginde,
personelin diisme olasiligina karsi is emniyet kemeri kullanmasi gerekmekte, ne durumda olursa olsun
tahliye islemi merkez hatti cevresinden yapilmahdir.

Bu yiiklerin olusturdugu tehlike goz ardi edilmemeli, alinan dnemler abartii bulunmamalidir. Tim
personel bu operasyonlarin tehlikelerine karsi uyanik olmali ve olasi zararlarin 6niine gegmek adina
gerekli tertip ve diizeni almaldir.

6.6 Kereste Yiikii Operasyonlarinda gorev alacak personelin segiminde, miimkiin oldugunca ise uygun
nitelikte tecriibeli olma kriteri gdzetilmelidir.

iskenderiye’deki tahliye islemleri baglamadan énce 1.zabit tarafindan, Kereste Yiikii Operasyonlar”
bashkli SMS kontrol listesi dolduruldu ve gemi kaptani tarafindan onaylandi. Kontrol listesinde yiik
yiginlarina erisiminin ve yiikii emniyete almak icin baglama operasyonlannin neye gore yapilacagi
konusunda bir kaynak refere edilmiyordu ancak SMS’ in baska bir yerinde risk degerlendirmesinin
tamamlanmasina yénelik bir kilavuza atifta bulunuluyordu.

1.Zabit, “Kereste Yiikii Yiikleme ve Bosaltma” genel risk degerlendirme formunun bir kopyasini kontrol
listesine ilistirdi fakat risk degerlendirmesini tamamlamad.

Uluslararasi Denizcilik Orgiitii (IMO)“Giivertede Kereste Yiikii Tasiyan Gemiler Hakkinda Emniyetli
Uygulamalar (TDC) Kodu.

IMO TDC 2011 Kodu’nda yer alan hiikiimler 24 metre ve iizeri kereste ylikii tagiyan gemiler igin tafsiye
edilmektedir.

Finlandiya’daki yiikleme operasyonuna nezaret eden yik emini, daha 6nce hi¢c kereste yiki
yiklenmemis olan Graig Rotterdam gemisinin 1.Zabitine, TDC 2011 Kodu’nun bir kopyasint verdi.
Kodun amaci; giiverte kereste yukiiniin denize diiserek kaybinin 6nlenmesinin yanisira seyir boyunca
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miimkiin oldugu Olglide gemiye hasar, miirettebata zarar gelmesinden kaginilmasi igin yukin uygun
bir bicimde yiiklendigi, istiflendigi ve emniyete alindigindan emin olunmasini saglamakti.

Kod, gonderici tarafindan gemi kaptanina ya da temsilcisine her parsel yiik i¢cin mimkiin oldugunca
asagida siniflandirilan bilgilerin iletilmesini gerekli gormekteydi.

° glverteye yliklenecek olan toplam yiik miktari,

. yikiin élgiileri,

. balya sayisi,

o yukin ozgul agirhgi,

o yuk istif faktori ;

o Yukiin enine mukavemet giicii ( Paketli yikiin, genigliginin %10’undan fazla deforma olmayana
kadar metre bagina enine zorlamalara karsi mukavemet degeridir)

o yiik paket értilerinin tiirli ve kaymaz tip olup olmadigi,

o eger paketler 6rtiiliiyse, ortiileri de igeren siirtinme katsayilan

Kod’da yiikiin seyire hazir hale getirilmesi icin emniyete alinmasiyla ilgili maddeler;

2.10.12 Geminin Kod tarafindan istenilen ve kereste yiik emniyet talimatnamesinde belirtildigi lizere
ytikiin yapisina, boyuna ve karakterine uygun babadalyalarla donatilmasi gerekmektedir.

7.1 Enine mukavement gilici sinirli, boyuna istiflenmis kitik ve bigilmis keresteler, en az istif
yukseklikleri kadar babadalyalarla desteklenmelidir.

Kod’da seyir esnasinda yilk mahallerine erisimle ilgili maddeler;

‘A.3.14 Eger uygun bir gecis saglanamiyorsa ylk giivertesi lizerinde saglam, puntelli bir kedi yolu
olusturulmalidir.

2.8.9 Kedi kdpriisiine alternatif olarak mirettebatin kereste yiiklii gliverte lstiinde galigmasina imkan
saglayacak, is emniyet kemerinin kancasinin takilabilecegi, tercihen bir tel halattan yapilma bir can
halati diizenegi kurulmalidir ve bu can halati miimkiin oldugunca gemi merkez hatti hizasinda giiverte
kereste yikiniin yaklagik 2 metre Gzerinden gegecek sekilde donatilmalidir.

Kod’da yiik tahlivesi ile ilgili maddeler;

‘A5.6 Tahliye islemlerinde gorevli personel gemi ve liman gerekliliklerine gore baret, emniyetli is
ayakkabusi, eldiven gibi uygun kisisel koruyucu kiyafetleri giymelidir.

A.5.7 Yik {izerinde ¢alisilirken emniyet kemeri kuganiimali ve kancasi uygun bir yere ilistirilmelidir.
A.5.9 istiflenen yiikiin Ustiine erisim ve yiikiin arasindan giivenli bir gegisin saglanmasi gerekmektedir.
Miirettebat ve yiikleme/bosaltma iscilerinin is Saglig1 ve Givenligi

Armatoriin istihdam ettigi miirettebat digindakilerin korunmasi ile ilgili Denizcilere Rehberlik Notu
(MGN) 492, is Saghgi ve Giivenligi kisminda sunlara yer verilmektedir.

Ticari Deniz Tagimaciligl ve Balikgt Gemileri Yénetmeligi 1997 (is Saghg ve Giivenligi) kapsaminda
¢aliganlardan sadece is verenin sorumlu olmadig), her ¢alisanin gemi lizerindeki yiiriitiilen islerle ilgili
¢alisanlar ve iscilerin glivenliginin saglanmasina kargin sorumlu oldugu belirtilmektedir. Sirket, gemide
¢alisan bilgi alis veriginde bulunan isciler, mirettebat ve gecici siirede gemideki ylk ilgililerinin hepsinin
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is saglig1 ve giivenliginin kordinasyonunun saglanmasindan sorumludur. isciler, yik ilgilileri tarafindan
emniyetli bir sekilde operasyonlarin siirdiiriilmesine yardimci olmak adina tiim ilgili konular rapor
etmelidir.

Ticari Deniz Tagimaciligi ve Balikgi Gemileri Yonetmeligi 1997 (is Sagligt ve Giivenligi) Yonetmeliginin
Kural 21(1) de yer aldgi Gizere;

Yénetmeligin uygulama kapsamindaki gemilerde, gemiye ¢ikan her iscinin kendi ig saghgi ve guvenligi
ile ilgili kosullara 6zen gostermesi gerektigi Glclide kendi icra ettigi gorevin etkileyebilecegi diger

¢alisanlara karst da ayni 6zeni gdstermelidir.

Yiikleyici/Tahliyeci Uygulamalar

Uluslararasi Galisma Orgiitii (ILO) ‘niin “Limanlarda is Saghgi ve Giivenligi “ Uygulama Kodu (2005)
Bolim 2.1.4’de belirtildigi lGizere;

Yuk ilgilileri, isciler ve hizmet saglayicilari yiiriittiikleri faaliyetlerden zarar gérebilecek herkesin saghgini
ve emniyetini saglayacak tedbirleri almak adina, liman sahasindaki liman otoritesi ve diger kuruluglarla
ishirligi icerisinde hareket etmelidir.

Bilhassa;

- Tim galisan ya da destek saglayan iscilerin, liman sahasinda kendilerinden yapilmasi istenilen
isleri gergeklestirmeye yetkin nitelikte ve uygun egitimli oldugundan,

- Tuam bu kisilerin diizgiin bir sekilde denetlendiginden,

- Kullanilan ya da saglanan tiim demirbas ve ekipmanlar; saglam bir malzemeden imal edilmis,
uygun sekilde bakim tutumu yapilmis bir sekilde emniyetli durumda oldugundan,

- Galsanlarin, yiirGttiikleri aktivitelerden dolayi etkilenebilecek kisileri bilgilendirdiginden,

I

Liman Otoritesi, diger ¢alisan ve kurulusglar arasinda isbirliginin saglandigindan,

emin olunmasi gerekmektedir.

Kazanin ardindan Deniz Kaza Arastirma Biirosu ve Graig Ship Management Limited yetkilileri gelinceye
kadar ylk tahliye islemleri durduruldu. Tahliyenin tekrar baglatilmasina izin verilmesinin ardindan,
tahliyecinin agsagida belirtilen hatali uygulamalari gézlemlendi ve bu eksikliklere sonrasinda ilgili yerlere

iletilmek lizere gemi kaptaninin protesto mektubunda yer verildi.

- Yikin kaldinlmast igin digiimli yik sapanlar (Resim 5) ve kanca olarak harbisiz kilitlerin
(Resim 6) kullanildig,

- Glverte yik yiginlarininin kenarlarindan yiirind g,

- Tabhliye islerinde gorevli mirettebat disi personelin Kisisel Koruyucu Ekipmanlari giymedigi,
(Resim 7)

- Paketli yliklerin denize ve giiverteye dislirildigl (Resim 7),



Resim 5 : Dugiumli yik sapani

Resim 6: Yiik kancasi olarak kullanilan harbisiz kilit

Guverte yik yiginlarina baglanmis barg (Resim 7,8 ve 9)
Giliverte yiginlan lizerindeyken sigara igilmesi,

Barctan gemiye tirmanarak ve kreynle kaltirilarak erisim saglandigl,
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Resim 8 : Yuk viginina ilistirilmis palamar halati



Giiverte ytilderine
baglanarak aborda olan
barglar

Resim 9: Bas taraftaki yiikiin borda disina tagsmasi
ANALIZ
Kazaya Genel Bakis

Kismen ¢okmiis yiikiin Gizerinde duran reis giiverte kereste yukiiniin ¢cékmesiyle gemiye aborda olmusg
barcin ustiine diistii. Kazanin meydana geldigi anda yiik, geminin sancak tarafindaki barca yakin olan
yerden tahliye ediliyordu. Olayin nasil meydana geldigine iliskin kaza yeri gevresindeki sahil
¢alisanlarindan bilgi alinamadi.

Tanik olarak birinin bulunmayigindan dolay! da olayin nasil meydana geldigine dair kesin bir bilgiye
ulagilamadi. Buna ragmen muhtemelen kazaya tahliye isgilerinin hatali uygulamalari ve reisin diismeye
karst herhangi bir 6nlem almayisi sebep oldu.

Giiverte Yiikiiniin Emniyete Alinma Donanimlari

Guverte yukiiniin, Sirket Emniyet Talimatnamesine gore, uygun mukavemet giicline sahip paketlenmis
halde oldugu ve boylelikle de babadalyalara gerek duymayacagi farz edilerek, seyire hazir olacak
sekilde istiflendi. Sonug olarak tahliye islemleri baglamadan 6nce yiik baglarinin ¢6ziilmesinin ardindan
kereste yikiinil yerinde tutmak igin metal paket bantlarinin giicii ve slirtiinme etkisinden baska geriye
bir kuvvet kalmamisti. Ylkiin, seyir esnasinda {stten enine dogrultuda tel halatla emniyete alinmis
halde istiflenmisken herhangi bir denge problemi yoktu. Ancak baglar ¢ozilduglinde; gemi
hareketlerine, ylkin yer degistiriimesine, gemide aborda olan barglarin giiverte yiiklerine baglanmasi,
panyol tahtalannmin gikariimasiyla yikin sabitlenmesine karsi etkiler artti ve yOk dengesini olumsuz
yonde etkiledi. Bunun bir kaniti da sdz konusu etkilerden dolayi bas taraftaki ylikiin borda digina
tagmasiydi (Resim 9). Paketli kereste yukiiniin sertligi, enine mukavemet gilicii, gtiverte yukuniin
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dengesinin stabil olmasi igin biiylik 6nem tasimaktadir ve giivenlik sisteminin dizayn edilmesinde
dikkate alinmalidir. Graig Rotterdam gemisi kaptani, Finlandiya’daki yiikleme Oncesinde, paketli
yuklerin mukavemet giicii hakkinda bilgilendirilmemisti.

TDC Kod’ da belirtildigi Gzere babadalyalar, belirli bir limite kadar paketli kereste yiiklerinin emniyete
alinmasinda ilave bir destek saglamaktadir. Graig Rotterdam gemisine yiiklenen yiiklerin mukavemet
giicleri bildirilmediginden, seyir esnasinda yiikiin babadalyalarla desteklenmesini gerektirecek yetersiz
mukavemete sahip olmadiklarina dair de bir kanit yoktu.

Buna karsin babadalyalar donatilsaydi, Graig Rotterdam gemisinin Misir'in iskenderiye Limaninda yiiz
ylze kaldigi olaydaki gibi bir durumla karsi karsiya kalinmaz, tahliye igin yikin emniyet baglarinin
¢bzlilmesi sonrasinda ¢ékmesinden kaginilabilirdi. Ote yandan kazanin meydana geldigi anda ayni
terminalde paketli kereste yuiki tahliyesi yapan iki gemi daha vardi ve her ikisi de celik babadalyalarla
donatiimisti (Resim 10).

1'I '. >-| 113
T~ ‘ Q :::'H”l;;lum]
" i .E
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Resim 10 : Ayni demir sahasinda paketli kereste yiikii tahliyesi yapan, gelik babadalya donanimli bir gemi.

Paketli kereste yiklerinin biiylk bir cogunlugu koruyucu plastik bir ortiiyle kaplanmistir. Plastik
oOrtiilere yliksek siirtinme ylizeyine sahip olmast igin alagimlar eklenebilir. Bu értiniin maliyetini arttirir
ancak yiikiin daha emniyetli bir sekilde taginmasina katki saglar. Graig Rotterdam gemisi kaptanina
Finlandiya’daki ylkleme operasyonu baslamadan evvel, yikiin bu tir strtinmeye karsi dayanikh
malzemeden yapilmis értiler ile kaplanip kaplanmadigi ile ilgili bir bilgi de verilmemisti.

Tahliye islemlerinin Gézetim ve Kontrolii

Gemi Kira Kontratinda yukan tahliyesinin sahil calisanlari tarafindan yapilacagi belirtilmisti. Ancak bu
gemi isleticisinin tahliye operasyonlari suiresince hem gemi miirettebatinin hem de tahliyede gérevli
sahil galisanlarinin is saghgi ve giivenligi ile ilgili sorumluluklarindan azletmiyordu.

Kazanin meydana geldigi giin, Gemi 1.Zabiti ile Sahil calisanlari sefi bir araya geldiklerinde gemi
mirettebati tarafindan 6ncesinde gézlemlenen tahliyeci operasyonlarindaki eksiklikler dile getirilmedi.
Boylelikle de kusurlu uygulamalarin devamina izin verilmis oldu. Uluslararasi Calisma Orgitii (ILO)’niin
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Limanlarda is saghig1 ve Giivenligi Uygulamalari Kodu’ nda , yiikleme/tahliye iscileriile diger calisanlarin
ishirliginin desteklenmesi gerektigi ifade edilmektedir.

Birlesik Krallik bandirali gemi miirettebatindan istenen kabul edilebilir seviyedeki dnlemler Birlegik
Krallik limanlar digindaki sahil ¢alisaniarinin uygulamalariyla biiyiik oranda farklilik gésterebilir.
iskenderiye Limaninda Graig Rotterdam gemisinde olan olaydaki gibi bir durumda, gemi isleticisinin
istenilen yiksek standartlardaki emniyet uygulamalarini hayata gegirmesi zor olabilir ancak bu gemi
kaptaninin s6z konusu riskleri mamkiin oldugunca kabul edilebilir seviyelere diisirmek adina gerekli
girisimlerde bulunarak endigelerini direkt olarak tahliyeci operasyonlarini icra edenlere ve protesto
mektubuyla gemi kiracisi firmaya iletmesinden, ayrica miirettebatini da s6z konusu risklere karsi izole
etmesinden alikoyamaz. Sirketin Dékme Yiik Operasyonlari Emniyet Yonetimim Sisteminde belirtildigi
Uzere Kaptan, kabul edilemez riskler karsisinda tahliyeci/yiikleyici ¢alisanlarinin kusurlu uygulamalar
giderici 6nlemler almamakta israrci olmalari halinde, yiik operasyonlarinin durduruimasi se¢enegini de
dikkate almakta slipheye diismemelidir.

Tahliye rastgele olarak yapiliyordu. Tabhliye igin segilen yiikler, yik alicisi tarafindan belirleniyordu.
Barglara yiiklenecek olan alicmin yiikiine ulasabilmek igin paketler sikhkla kaldirilip yerleri
degistiriliyordu. Hatta bazen barca yuklenen paketlerin de tekrar gemiye geri yiiklendigine sahit
olunmugtu. Daha diizglin ve disiplinli bir tahliye operasyonu icra edilseydi yiikiin dengesini bozabilecek
etkenler azaltilabilirdi.

Kaptan nihayet emniyet ile ilgili endiselerini protesto mektubunda belirtti, ancak kazanin meydana
geldigi anin sonrasina kadar gerekli yerlere iletmedi. Graig Ship Management Limited, Emniyetli
Yonetim Sistemi Talimatlan yiikleyici/tahliyeci operasyonlarinda miirettebatin kigisel emniyetlerini
saglamak adina temkinli bulunmalari gerektigine dikkat ¢ekilmekteydi.

Buna ragmen mirettebat, sahil tahliyeci ¢alisanlarinin tahliye islemlerinin emniyetli bir sekilde
uygulanmasina yonelik, proaktif bir miidahalede bulunmalari gereken durumlarda sessiz kaldilar.

Kiraci, gemiye kereste ylikleme operasyonlarina eslik edecek , gozetim ve denetim igin bir yitk emini
atamisti. Ancak tahliye islemlerine eslik edecek herhangi bir yilk emini atanmamigti ve bu da gemi
miirettebati ve sahil is¢ileri arasindaki Gnemli bir bagin kurulamamasina sebep olmustu.

Giiverte Yiikiiniin Emniyeti

Graig Ship Management Limited’ in Emniyetli Yonetim Sisteminde (SMS) Kereste yiiklerinin yikleme
ve tahliyesi baglikli risk degerlendirmesinde tahliye esnasinda ne yiik yigininin izerinden diigme ne de
yik kaymasi sonucu olusabilecek diisme riskleri tanimlanmamisti. Kereste Yiikii Operasyonlari baglikli
SMS Kontrol listesinde kereste yiikl yi§inlarina erisim ve yiikiin baglanarak emniyete alinmasi ile ilgili
bir referans gosterilmiyordu. Seyir esnasinda gliverte yiklerinin {istiinden yagam mahallerine ve bas
kasaraya gecisin saglanmasi i¢in kedi kdprilerinin kurulmasi istenmekteydi. Buna ragmen miirettebat
sadece hazirladigi ahsap merdivenlerle erigimi sagliyordu. TDC Kodu’ nda belirtildigi Uzere kedi
kopriilerine alternatif olarak can halati donanimi tertip edilmemisti. Bir bagka SMS talimati olarak da
personelin is emniyet kemeri giymesi ve yukiin merkez hatti {izerinden tahliyesinin saglanmasi
gerekliydi. TDC Kod’da belirtilenin aksine is kemerinin takilacagi bir emniyet halati donanimi
kurulmamigti. Daha 6tesinde SMS talimatinda, yikiin merkez hattinin yakinindan tahliye edilmek
yerine baska bélgelerden tahliyesinin yapilmasinin  kaginitmaz olabilecegi durumlar hesaba
katilmamisti. Geminin dizayni geregi, seyir halinde miirettebatin, tahliye esnasinda da hem miirettebat
hem de tahliye iscilerinin sik sik gliverte ylkuniin Gzerinden gegmesi gerekiyordu. Herhangi bir kenar
korumasi, diismeyi Onleyici bir donanim( emniyet ag1 vb.) olmamasi biiylk bir risk yaratiyordu. Bu
risklerin TDC Kodu ve SMS Kuru Yuk Operasyonlari Talimatnamesinde belirtiimesine ragmen
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mirettebat uygun bir kedi kopristniin kurulmasi ya da is emniyet kemerinin donatilmasi
gerekliliklerine kayitsiz kaldi. Genel risk degerlendirmesinde, tahliye operasyonlari esnasinda diisme
riski belirtilmemis, 1.Zabit tarafindan gergeklestirilen brifinglerde de bahse konu riskler ele alinmamus,
karsilik getirilmemisti.

Bu noksanliklara katki saglayan da, gemide SMS Kuru Yiik Operasyonlart Talimatnamesi, “Kereste
Yuktiniin Yukleme ve Tahliyesi” baglkh risk degerlendirmesinde belirtilenlere ragmen gemi kaptani ve
1. Zabitin daha 6ncesinde kereste yiikiinlin taginmasi ile ilgili tecriibelerinin yetersiz olusuydu.

Gemi mirettebati aktif bir gekilde tahliye islemleriyle iliskili degilken sik sik yiik alanlarina giris
saghyordu. Yukiin kaydigi anda Reisin glivertedeki rolii, yiikleme operasyonlarinda gemiye herhangi bir
hasar olugup olusmadigini gézlemlemek ve giivertede emniyet devriyesi yapmakti. Tahliye
operasyonlarinda bizzat gorevli degildi. Gemi miirettebati tarafindan kisisel koruyucu ekipmanlar
giyilmisti ancak yukiin ¢ékmesi ya da yiiksekten diisme risklerine kargin bir koruma saglanmamuigti.

SONUC

-Kazanin tam anlamiyla nasil gergeklestigine dahil kesin bir bilgi mevcut degildi. Muhtemelen, tahliye
isgilerinin hatali uygulamalari kazanin meydana gelmesine katki sagladi ve sonug olarak reis dismeye
kargi herhangi bir dniem almamisti.

- Yik baglarinin ¢dziilmesiyle; gemi hareketlerine, yikiin yer degistirilmesine, gemiye aborda olan
barglarin giiverte yliklerine baglanmasi, panyol tahtalarinin gikaniimasiyla yiikiin sabitlenmesine karsi
etkiler artti, tiim bu etkenlerle birlikte tahliye operasyonlarinin uzun bir siire almasiyla da yik dengesi
olumsuz yonde etkilendi.

-Babadalyalarin kullanimi, ylUkin baglan c¢ozildiiglinde yiikiin kaymasini engellenmesine yardimci
olabilirdi.

-Gemi kaptani yukleme dncesi yik ile ilgili mukavemet giicii ve plastik &rtiilerini stirtlinme kars
dayanikligi hakkinda bilgilendirilseydi yiikiin daha giivenli ve dengeli bir sekilde yiklenmesi icin bu
bilgileri degerlendirmeye alabilirdi.

-Gemi mirettebat tarafindan dncesinde gozlemlenen tahliyeci operasyonlarindaki eksiklikler, tahliye
operasyonlan gefine bildirilmedi. Boylelikle de kusurlu uygulamalann devamina izin verilmis oldu.
Miirettebat, sahil tahliyeci calisanlarinin tahliye islemlerinin emniyetli bir sekilde uygulanmasina
yonelik, proaktif bir miidahalede bulunmalari gereken bir durumda sessiz kald:.

-Kirac, gemiye kereste yiikleme operasyonlarinin eslik edecek, gézetim ve denetim igin bir yiik emini
atamisti. Ancak tahliye islemlerine eslik edecek herhangi bir yiik emini atanmamisti ve bu da gemi
mirettebati ve sahil isgileri arasindaki 6nemli bir bagin kurulamamasina sebep olmustu.

-Herhangi bir kenar korumasi, is emniyet kemeri ve diigmeyi Gnleyici bir donanim(can halati, emniyet
ag1 vb.) olmamasi biiyiik bir risk yaratiyordu

-Gemi Mirettebati yiik alanlan ile yasam mahalli arasinda gegisin kedi kopriileri ile yapilmasi ve ig
emniyet kemeri giyilmesi, bunun yapilmadigi taktirde ise olusabilecek riskleri dikkate almadi. Bu
noksanliklara katki saglayan da, gemide SMS degerlendirmesinde belirtilenlere ragmen gemi kaptani
ve 1. Zabitin daha oncesinde kereste yukunun taginmasi ile ilgili tecriibelerinin yetersiz olusuydu.
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EYLEM

Graig Ship Management Limited kaza sonrasi, asagida belirtilen bir dizi eylem gerceklestirdi.

Sirket filosuna, kazanin incelemesi sonrasi emniyet ile ilgili konulara dikkat ceken, yik
operasyonlarinin baslatilmasi oncesinde tahliyeci/ yiikleyici c¢alisanlanyla mutabakata
varilmasi gereken konulari da ele alan bir sirkiiler dagitimi yapildi.

Sirketin “ Kereste Yiikii Yiikkleme ve Tahliyesi” baglkli SMS risk degerlendirmesi, 6nlem alinmasi
gereken emniyetsiz tahliyeci/yiikleyici uygulamalarina karsin gemi kaptani yiik operasyonunu
hemen durduracak, sirketi ve kiraciyi bilgilendirecek seklinde diizeltildi

Sirketin 2017 yili Uzerinde duracagi emniyet uygulamalan, “ yik operasyonlari” olarak
belirlendi.

TAVSIYELER

Graig Ship Managemet Limited, kereste yukiiniin taginmasi ile ilgili Emniyet Yonetim Sistemlerini

gug¢lendirerek, uygun bir hale getirmek igin degistirdi.

Buna gore;

Gemi miirettebati ya da tahliye/ylikleme iscilerinin yiikiin (izerinden diismesi riskine kargin can
halati ya da is emniyet kemerinin takilacagi baska bir donanim bulundurulacak,

Miimkin oldugu yerde tasinan yiik tipi ile ilgili tecribesi olan kaptan ve 1.zabit atanacak,
Gemi mirettebatinin, yiik operasyonlan esnasinda operasyonlarin emniyetli bir sekilde
surdiiriilmesine yonelik proaktif olarak girisimde bulunacaktt.

Norlat Shipping Limited A.S.;

Uluslararasi Denizcilik Orgitii (IMO)“Giivertede Kereste Yiikii Tagiyan Gemiler Hakkinda Emniyetli
Uygulamalar (TDC) Kodu’nda belirtilen sekliyle yiik ile ilgili tiim bilgiler, yiikleme 6ncesi gemi kaptani
ya da temsilcisine iletildiginden emin olunacak.

Emniyet tavsiyeleri yapici olmali, higbir sekilde haddini asan bir suglamaya doniismemelidir.

Ceviren: Serkan INAL

KMDT Uzmani
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EX-Z,

VERY SERIOUS MARINE CASUALTY

Extract from The

United Kingdom
Merchant Shipping
{Accident Reporting and
Investigation) Regulations
2012 — Regulation 5:

“The sole objective of the
investigation of an accident
under the Merchant Shipping
(Accident Reporting and
Investigation) Regulations
2012 shall be the prevention
of future accidents through
the ascertainment of its
causes and circumstances.
It shall not be the purpose

of an such investigation

to determine liability nor,
except so far as is necessary
to achieve its objective, to
apportion blame.”

NOTE

This report 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.
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N AL B3 ACCIDENT REPORT

MARINE ACCIDENT INVESTIGATION BRANCH

NOVEMBER 2017

REPORT NO 25/2017

Fatal accident during cargo discharge of the bulk carrier
Graig Rotterdam

Alexandria Port, Egypt

18 December 2016

SUMMARY

On 18 December 2016, Graig Rotterdam (Figure 1) was discharging cargo at
anchor in Alexandria Port, Egypt. At 1109 (UTC'+2), the bosun, Qin Zhigang, fell
overboard and into a barge that was secured alongside after the timber deck
cargo stack on which he was standing partially collapsed. Although the ship’s crew
provided first-aid following the accident, the bosun later died of his injuries.

The MAIB investigation concluded that poor stevedoring practices probably
contributed to the unsecured cargo stack collapsing and that no measures were in
place to prevent the bosun from falling overboard.

Graig Ship Management Limited has been recommended to take action designed
to enhance safe working practices during the loading, carriage and discharge

of timber cargoes. The vessel's charterer, Norlat Shipping Limited AS, has been
recommended to ensure masters are provided with the required information
needed to safely transport timber deck cargo.

" Universal Co-ordinated Time.



FACTUAL INFORMATION

Cargo loading

The bulk carrier Graig Rotterdam loaded a cargo of packaged sawn timber in the Finish ports of Rahja
and Oulu for discharge in Alexandria, Egypt. This was the first time a timber cargo had been carried on
board the ship.

A supercargo?, appointed by the charterer, Norlat Shipping Limited AS, attended the ship, supervised
the loading, and provided guidance to the chief officer on cargo loading and securing, and ship stability
requirements.

The deck cargo was stacked four packages high on top of the hatch covers and six high on deck.
Following the supercargo’s instruction, the ship’s crew secured the deck cargo by means of top-over
lashings?® using chains and turnbuckles supplied by the charterer (Figure 2).

The ship’s crew constructed wooden ladders at the forward and after ends of the deck cargo stack to
afford access between the accommodation superstructure and the forecastle. Access forward was only
possible by walking on top of the deck cargo.

[2=

' Figure 2: Graig Rotterdam at sea with timber‘deck cargo secured by iop-ovef_lashingé

2 The supercargo was a Russian national who had been employed by the charterer since 1995. He had worked as a
supercargo since 2011 and had previously served as master on ships exclusively carrying sawn timber cargo.

3 A top-over lashing is a frictional method of lashing that applies vertical pressure, increasing the friction force between the
outer stows of deck cargo and the ship's deck/hatch cover. Chains are secured to eyes on each side of the deck and passed
over the top of the longitudinally stowed cargo. The chains are then joined using turnbuckles that can be tightened as
required.




Passage

The weather on passage to Alexandria was good and the ship’s crew checked the deck cargo lashings
daily, tightening the turnbuckles as required.

On 12 December, Graig Rotterdam arrived off Alexandria and was anchored in the outer anchorage,
awaiting instructions.

Cargo discharge

On 16 December, Graig Rotterdam was anchored in the inner anchorage in preparation for cargo
discharge.

The chief officer completed a checklist entitled ‘“Timber Cargo Operations’ and attached to it a generic
risk assessment entitled ‘Loading and Un-loading of Timber Cargoes’. He then conducted a cargo
operations briefing with the deck officers and crew. He also met with the stevedore foreman. They
discussed the discharge plan but did not discuss safe systems of work.

The ship’s crew removed the deck cargo lashings and, at 1400, cargo discharge commenced into barges
secured alongside the anchored ship*. All aspects of the cargo discharge, including operation of the
ship’s cranes, were carried out by shore stevedores as required by the charter party.

Cargo discharge was scheduled to last 15 days and continued on 17 December.
The accident

On the morning of 18 December, the chief officer carried out a cargo operations briefing with the third
officer (3/0), the bosun and two other duty crew. He also met with the stevedore foreman and discussed
the cargo discharge plan for the day and how much cargo had already been discharged.

Two barges were located on Graig Rotterdam’s starboard side, and one barge was positioned on its port
side forward. The barges were secured with mooring ropes attached to the deck cargo packages (Figure
3). Deck cargo was being discharged from the stacks on top of numbers 2 and 3 hatch covers into the
two barges located on the ship’s starboard side using two of the ship’s cranes.

At 1109, the chief officer, who was in the cargo office, saw on a CCTV® monitor a partial cargo collapse
from the port side of the ship. He called the bosun several times on his radio to enquire what had
happened. There was no response. He then called the 3/0 and instructed him to go on deck and to see
what had happened. The master, who had heard the radio calls, went to the bridge and ordered cargo
operations to stop.

The stevedores informed the 3/0 that the bosun had been standing on top of the deck cargo stack that
had collapsed, and that he had fallen with the cargo. The 3/0 relayed this message to the master and
chief officer by radio. The master alerted the crew, who began a search of the water around the ship, and
requested shore assistance.

At 1135, 10 of the ship’s crew transferred to the barge that was secured on the port side. They manually
lifted timber that had fallen into the barge during the cargo collapse until they located the bosun. CPRs
was commenced and the bosun was placed in a stretcher before being transferred ashore by launch.

At 1330, the ship’s agent advised the master that the bosun had died.

¢ It was the usual practice in Alexandria for ships carrying timber cargo to discharge their cargo into barges, and for the
barges to transport the cargo to the quay.

5 Closed circuit television camera. Graig Rotterdam had two CCTV cameras: one monitoring the port side of the ship and the
other monitoring the starboard side.

8 Cardio-Pulmonary Resuscitation.



Mooring ropes
attached to deck cargo

Graig Rotterdam

Graig Rotterdam was a UK registered bulk
carrier, built in China in 2012. The ship had
a single deck with five cargo holds and four
cargo cranes. It was owned and managed
by Graig Ship Management Limited, Cardiff.
Graig Rotterdam traded worldwide, carrying
a wide variety of bulk cargoes.

The ship’s cargo securing manual (CSM)
detailed the requirements for the carriage of
timber and timber deck cargoes. The ship
was not fitted to accommodate uprights’
and did not carry lashings appropriate for
securing timber deck cargo.

The CSM had been approved by the UK
Maritime and Coastguard Agency (MCA)
in October 2012, and the timber deck
cargo loaded on the ship at the time of the
accident had been secured for passage in
accordance with the CSM'’s requirements.

Crew

Graig Rotterdam had 20 crew, all Chinese
nationals. All crew held the STCWs
certificates of competency required for

their positions on board. They also met the
Convention’s requirements concerning hours
of work and rest.

The master was 36 years old and had been
assigned to Graig Rotterdam since it was
built, initially as chief officer prior to being
promoted to master in December 2012.

He had no previous experience of carrying
timber deck cargo.

The chief officer was 35 years old. He had been employed by Graig Ship Management Limited since
2012 and this was his first contract as chief officer. It was his first contract on Graig Rotterdam although
he had sailed on its sister ship, Graig Cardiff. The chief officer, who also had no previous experience of
carrying timber deck cargo, was supervising cargo discharge operations from the cargo office at the time

of the accident.

The bosun, Qin Zhigang, was 46 years old. It was his first contract with Graig Ship Management Limited
and his first trip on Graig Rotterdam. He had joined the ship on 19 October 2016. At the time of the
accident, he was conducting security rounds and monitoring operations for any damage caused to the
ship. He was wearing a boiler suit, safety boots and a safety helmet.

7 Uprights are vertical supports, normally made of steel, placed in sockets or secured to the deck, hatch cover or hatch
coaming of a ship at the side of a deck cargo stack used to contain and secure the stack. On smaller ships, uprights can be

made from timber.

8 International Convention on Standards of Training, Certification and Watchkeeping for Seafarers 1978, as amended.



The cargo

Graig Rotterdam was carrying 45,775m? of sawn timber in 12,479 individual packages, each package
weighing approximately 2 tonnes. The timber was held together with metal bands and each package
was pre-rigged with cargo slings before loading. The top and sides of each package were covered with a
plastic protective coating.

The cargo was destined for 24 cargo receivers in Alexandria. Each receiver’s packages were marked
with identifying spray paint when loaded, with their stowage locations recorded on the supercargo’s cargo
plan. During discharge, packages were frequently repositioned to enable access to individual receivers’
packages.

The cargo collapse
Approximately 20 packages of timber fell from the port side of the stack on top of number 1 hatch cover.
Some of the packages fell into the water and the remainder fell into the barge that was secured on Graig

Rotterdam’s port side forward (Figure 4).

The barge was unmanned at the time of the accident and already contained some packages.

Figure 4: Port side cargo barge, immediately after cargo collapse

Company instructions

Graig Ship Management Limited operated a Safety Management System (SMS) as required by the
International Safety Management (ISM) Code.



The SMS included a generic risk assessment entitled ‘Loading and Un-loading of Timber Cargoes’. With
regard to an identified hazard of timber not being stowed correctly, control measures included ‘Only
experienced and qualified crew to work on board and Familiarisation training given prior to operations’
[sic]. The risk assessment identified neither the risk of falling from the top of a deck cargo stack nor the
risk of falling as a result of a deck cargo stack collapse during discharge operations.

The SMS Dry Cargo Operations Manual included the following:

‘6 Refer fo Log & Timber Cargo Operations Checklist...

...The carriage of logs and timber products presents unique risks, the importance of which
must be appreciated by all crew...

...A risk assessment for each type of cargo should be undertaken to identify hazards and
ensure control measures...

6.2.4 Catwalks should be installed on top of deck cargo for safe access from superstructure to
fore decks as per IMO regulations. ..

6.3  As per company procedures, the Cargo Operations Briefing shall be used as an
opportunity to highlight areas of personal safety and actions in the event of an
emergency...

6.3.1 Although stevedore operations are largely controlled locally, the ship’s crew are reminded
to remain vigilant to risk to personal safety...

6.3.3 ...All crew are reminded of the duty to stop unsafe work.

6.3.5 To prevent personnel falling, particularly when the cargo is stowed to the full allowed width
and height of the vessel, a safety harness can be used to sling the cargo. In any case, the
cargo should be discharged from around the centerline...

The dangers posed by these products cannot be overemphasised and we require that
all personnel on-board are aware of the dangers and steps are in place to avoid any
hazardous occurrences.

6.6 Officers and crew on board vessels carrying timber cargoes shall be selected where
possible in accordance with the Company’s recruitment and selection criteria to ensure
suitably experienced crew are employed onboard. [sic]

The SMS checklist entitied ‘Timber Cargo Operations’ was completed by the chief officer and verified

by the master prior to cargo discharge operations commencing in Alexandria. The checklist made

no reference to accessing the timber deck cargo stacks or cargo securing lashings, but it did refer to
completing a risk assessment, for which guidance was provided elsewhere in the SMS. The chief officer
attached a copy of the generic risk assessment entitled ‘Loading and Un-loading of Timber Cargoes’ to
the checklist, but a further risk assessment was not completed.

IMO Code of Safe Practice for Ships Carrying Timber Deck Cargoes

The provisions contained in the IMO Code of Safe Practice for Ships Carrying Timber Deck Cargoes
(TDC Code) 2011 are recommended for all vessels of 24m or more in length, engaged in the carriage
of timber deck cargoes. The supercargo, who supervised the loading in Finland, provided a copy of the
Code to the chief officer as Graig Rotterdam had not previously carried a timber cargo. The purpose of



the Code is to ensure that timber deck cargoes are loaded, stowed and secured to prevent, as far as
practicable, throughout the voyage, damage or hazard to the ship and persons on board as well as loss

of cargo overboard.

The Code states the following information as applicable for each parcel of cargo should be provided by
the shipper and collected by the master or his representative:

° ‘total amount of cargo intended as deck cargo;

o typical dimensions of the cargo;

° number of bundles;

. density of the cargo;

o stowage factor of the cargo;

° racking strength for packaged cargo;

° type of cover of packages and whether non-slip type;

s

relevant coefficients of friction including covers of sawn wooden packages if applicable.

With regard to cargo securing for passage, the Code states:

‘2.10.12 Uprights should be fitted when required by this Code and as prescribed in the ship’s
cargo securing manual in accordance with the nature, height or character of the timber deck

cargo.

7.1 Longitudinally stowed round wood, loose sawn wood and sawn wood packages with
limited racking strength should be supported by uprights at least as high as the stow.’

With regard to cargo access while on passage, the Code states:

‘A.3.14 If there is no convenient passage on or below the deck of the ship, a sturdy catwalk
with strong railings should be provided above the deck cargo...

2.8.9 As an alternative [to a catwalk] a lifeline, preferably a wire rope, may be erected above
the timber deck cargo such that a crew member equipped with a fall protection system can
hook onto it and work about the timber deck cargo. The lifeline should be:

.1 erected about 2m above the timber deck cargo as near as practicable to the centreline
of the ship...’

With regard to cargo discharge, the Code states:

‘A5.6 Personnel involved in the discharge process should be dressed with appropriate
clothing, i.e., hardhats, proper footwear, gloves, etc., according to the ship’s and harbour

requirements.

A.5.7 While working on the cargo there should be provisions to attach a safety harness.

A.5.9 Safe access should be available to the top of, and across the cargo stow.’



Health and safety of crew and stevedores

Marine Guidance Note (MGN) 492 (M+F), Health and Safety at Work: Protecting those not employed by
the ship owner, which is published by the MCA, states:

‘It is not only the employer who has a duty of care towards their workers under the Merchant
Shipping and Fishing Vessels (Health and Safety at Work) Regulations 1997...

Each employer has a duty of care both to workers and to others on board who are affected by
their business.

The Company has a duty to coordinate health and safety for all workers and others on
board, by working with and sharing information with other employers, including contractors
temporarily on board ship.

Workers should take care for, and report any concerns about, the safety of contractors
operations in the same way as they would for ship’s crew.’

Regulation 21(1) of The Merchant Shipping and Fishing Vessels (Health and Safety at Work) Regulations
1997 states:

‘It shall be the duty of every worker aboard a ship to which these Regulations apply -

a to take reasonable care for the health and safety of himself and of any other person
aboard ship who may be affected by his acts or omissions’...

Stevedoring practices

The International Labour Organization's (ILO) code of practice ‘Safety and health in ports’ (2005)
contains advice on operations in port. Section 2.1.4 states:

‘Contractors and labour or service providers should cooperate with port authorities and other
bodies working in port areas to protect the safety and health of all persons who may be
affected by their activities. In particular, they should ensure that:

- all workers they employ or supply are appropriately trained and competent to perform the work
they are required to do in port areas;

- all such persons are appropriately supervised;

- all plant and equipment that they supply or use is of sound construction and properly maintained
in a safe condition;

- they supply such information as is necessary to others who may be affected by their activities;
- they cooperate with the port authority, other employers and any other relevant bodies.’
Cargo discharge operations ceased following the accident until the arrival of MAIB inspectors and
representatives of Graig Ship Management Limited. Once approval had been granted to re-commence

cargo discharge, the following poor stevedoring practices were observed, many of which were later
raised by the master in a letter of protest addressed to all involved parties:

e Knotted cargo slings (Figure 5) and open shackles being used as hooks (Figure 6) to lift
cargo.

o Walking on the edge of deck cargo stacks (Figure 7).



Figure 5: Knotted cargo slings

Figure 6: Open shackles used as cargo hooks
Personal protective equipment (PPE) not being worn (Figure 7).
Cargo packages being dropped onto the deck or into the water (Figure 7).
Barges being secured to deck cargo stacks (Figures 7, 8 and 9).
Smoking while on the deck cargo stacks.

Climbing and being lifted by crane from barges to the ship.



Barge secured to [ :
deck cargo stack i~

Mooring rope
secured to dunnage
and cargo sling

Figure 8: Barge mooring rope attached to
deck cargo stack
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Cargo 'bowing out'

Barges secured to
deck cargo stack

Figure 9: Cargo 'bowing out' in fore part of vessel

ANALYSIS
Accident overview

The bosun fell overboard and into a barge that was secured alongside, after the timber deck cargo stack
on which he was standing partially collapsed. At the time of the accident, cargo was being discharged
from an adjacent stack into barges on the starboard side of the ship. Shore stevedores who were working
in the vicinity were not available for interview.

In the absence of witness evidence, it has not been possible to establish with certainty how the accident
occurred. However, poor stevedoring practices probably contributed to the unsecured cargo stack
collapsing, and no measures were in place to prevent the bosun falling overboard.

Deck cargo securing arrangements

The deck cargo had been secured for passage in accordance with the ship’s CSM, which assumed the
packages had sufficient racking strength so as not to require the use of uprights. Consequently, when all
cargo lashings were removed prior to commencing cargo discharge, nothing other than friction and the
strength of the metal banded package construction was left to hold the timber deck cargo in place. While
the stability of the deck cargo stow when secured with top-over lashings on passage was sufficient,

the stability of the stow once the lashings had been removed was insufficient to counter the effects of
ship movement, cargo repositioning, dunnage displacement, barges securing to deck cargo stacks, and
cargo discharge operations over a prolonged period. In this regard, there was evidence that the cargo
was ‘bowing out’ after the securing lashings had been removed, particularly in the fore part of the vessel
(Figure 9).

The rigidity of timber packages is of great importance for the stability of the deck cargo and the racking
strength of the timber packages should be taken into consideration when securing systems are designed.
Graig Rotterdam’s master was not advised of the cargo package racking strength prior to the cargo being
loaded in Finland.

1



Uprights provide an additional means of securing timber deck cargo packages with limited racking
strength for passage, in accordance with the TDC Code. There is no evidence that the cargo packages
carried on Graig Rotterdam had insufficient racking strength so as to require them to be supported by
uprights while on passage. However, provision of uprights would have helped prevent a deck cargo stack
from collapsing once the securing lashings had been removed in circumstances such as those faced

by Graig Rotterdam in Alexandria Port, Egypt. There were two other ships discharging packaged timber
cargoes to the same terminal in Alexandria at the time of the accident. Both ships were fitted with steel
uprights (Figure 10).

Figure 10: A vessel, with steel uprights, discharging a timber deck cargo at the same anchorage

The majority of the timber packages had protective plastic covers. High friction coatings can be
incorporated into plastic covers and, although this makes the covering more expensive, it provides a
means of improving the safe transport of these cargoes. Graig Rotterdam’s master was not advised if the
plastic covers incorporated any friction resistance prior to the cargo being loaded in Finland.

Oversight and control of cargo discharge

The charter party instructed that the cargo was to be discharged by shore stevedores, yet this did not
absolve the ship’s management from its duty of care towards the health and safety of both the ship’s
crew and the shore stevedores throughout the cargo discharge. While the chief officer met with the
stevedore foreman on the day of the accident, poor stevedoring practices that had previously been
witnessed by the ship’s crew were not discussed and so were allowed to continue.

Shore stevedore co-operation with other parties is promoted in the ILO’s code of practice ‘Safety and
health in ports'.

What constitutes a reasonable level of care required to be performed by the crew of a UK registered ship
may differ significantly from that exercised by shore stevedores in a non-UK port. In such circumstances,
as in the case of Graig Rotterdam and Alexandria Port, it may be difficult for the ship's management to
establish an agreed working practice with the shore stevedores that reflects as high a level of safety

as it would wish. However, it should not prevent the master from attempting to reduce risks to as low

as reasonably practicable by expressing his concerns both directly to the shore stevedores and in the
form of a letter of protest to the charterer. It should also not prevent him from isolating the ship's crew
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from the identified risks. If the stevedore working practices do not change as a resulit, the master should
consider ceasing cargo operations and, in the case of unacceptable risks, should not hesitate to do so,
as instructed in the company’s SMS Dry Cargo Operations Manual.

The discharge method was random. Cargo packages were selected for discharge by the cargo receiver.
Packages were often lifted and repositioned on board while searching for a cargo receiver’s individual
package, prior to it being loaded onto the barge. Cargo packages were also witnessed being lifted from
the barges and put back on board. A more uniform and disciplined discharge would have reduced the
possibility of destabilising the cargo.

Although the master’s concerns were eventually expressed by means of a letter of protest, they were

not raised until after the accident. Graig Ship Management Limited’s SMS instructions drew attention

to stevedore operations and the need for the ship’s crew to remain vigilant to risk to personal safety.
However, they were silent on the need to proactively engage with shore stevedores for the purpose of
maintaining and developing a safe system of work during cargo operations. While a supercargo had
been appointed by the charterer to supervise the loading of the timber cargo, a supercargo had not been
appointed to supervise its discharge, and so a valuable point of liaison between the ship’s crew and the
shore stevedores was unavailable.

Safety on the deck cargo

Graig Ship Management Limited’s SMS risk assessment entitled ‘Loading and Un-loading of Timber
Cargoes’ identified neither the risk of falling from the top of a deck cargo stack nor the risk of falling as a
result of a deck cargo stack collapse.

The SMS checklist entitled ‘Timber Cargo Operations’ made no reference to accessing timber deck
cargo stacks or cargo securing lashings. However, an SMS instruction required catwalks to be installed
on top of deck cargo for safe access from the accommodation superstructure to the forecastle while
the ship was on passage. Although the ship’s crew constructed wooden ladders to access the top of
the deck cargo from both the accommodation superstructure and the forecastle, a catwalk was not
constructed and, contrary to the provisions of the TDC Code, no alternative to a catwalk, such as a
lifeline, was provided.

A further SMS instruction required personnel to wear a safety harness when slinging cargo and
that cargo should be discharged from around the centreline. However, without provision of a lifeline,
there were no readily available means for attaching a safety harness, contrary to TDC Code advice.
Furthermore, the SMS instruction took no account of the fact that deck cargo wouid inevitably be
discharged from locations other than those close to the ship’s centreline.

The design of the ship was such that the crew had to pass over the top of the deck cargo frequently
when the vessel was at sea, and both the crew and stevedores had to access the top of the deck cargo
stacks during cargo discharge operations. Without edge protection or any means of fall arrest, the risk of
falling from the top of a deck cargo stack, or as a result of a deck cargo stack collapse, was significant.
While the risk was recognised in the TDC Code and the SMS Dry Cargo Operations Manual, the ship’s
crew did not consider the level of risk while on passage to be sufficient to warrant installation of a
catwalk or for safety harnesses to be worn. Further, the risk of falling during cargo discharge operations
did not feature in the generic risk assessment, and it was not identified and addressed in either a risk
assessment or at the cargo operations briefing conducted by the chief officer. A contributing factor to
these omissions is likely to have been both the master's and chief officer’s lack of previous experience
of carrying timber deck cargo, despite this being a stated aspiration in Graig Ship Management Limited’s
SMS Dry Cargo Operations Manual, and a stated requirement in its generic risk assessment entitled
‘Loading and Un-loading of Timber Cargoes’.

While the ship’s crew were not actively engaged in the cargo discharge, they frequently accessed the
cargo stacks. The bosun’s role on deck at the time of the deck cargo stack collapse was to carry out
security rounds and to monitor operations for any damage caused to the ship. He played no part in the
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actual cargo discharge. While the ship’s crew were equipped with and wore PPE, the PPE provided no
defence in the event of a fall from height or collapse of the stack. The bosun perceived little risk from
accessing the cargo stack. Had the actual level of risk been recognised, a safer means of conducting his
task could have been considered.

CONCLUSIONS

It has not been possibie to establish with certainty how the accident occurred. However, poor
stevedoring practices probably contributed to the unsecured cargo stack collapsing, and no
measures were in place to prevent the bosun from falling overboard as a result.

With the deck cargo lashings removed, the cargo packages stowed on deck had insufficient
stability to counter the effects of ship movement, cargo repositioning, dunnage displacement,
barges securing to deck cargo stacks, and cargo discharge operations over a prolonged period.

The use of uprights would have helped prevent a deck cargo stack from collapsing once the
securing lashings had been removed.

Prior fo loading, the master was not advised of either the deck cargo package racking strength or
the frictional resistance of its plastic covering. Such information would have enabled him to make a
more informed assessment of the deck cargo stack’s stability and security.

Poor stevedoring practices that had previously been witnessed by the ship’s crew were not
discussed with the stevedores’ foreman and so were allowed to continue. Graig Ship Management
Limited's SMS instructions were silent on the need to proactively engage with shore stevedores for
the purpose of maintaining a safe system of work during cargo operations.

A supercargo had not been appointed to supervise the cargo discharge operation, and so a
valuable point of liaison between the ship’s crew and the shore stevedores was unavailable.

Without the provision of a lifeline, there were no readily availabie means for attaching a safety
harness. Without edge protection or any means of fall arrest, the risk of falling from the top of a
deck cargo stack, or as a result of a deck cargo stack collapse, was significant.

The ship’s crew did not consider the level of risk while on passage to warrant the need for a
catwalk to be installed or for safety harnesses to be worn. This lack of recognition extended to the
increased risk of falling during cargo discharge operations. A contributing factor to these omissions
is likely to have been both the master’s and chief officer’s lack of previous experience of carrying
timber deck cargo, despite this being a stated aspiration in the company’s SMS.

ACTION TAKEN

Graig Ship Management Limited has taken a number of actions, including the following:

14

A fleet circular has been distributed highlighting safety issues identified from its internal
investigation of the accident, including a need to agree all tasks with the stevedore foreman before
starting cargo operations.

3

The company’s SMS generic risk assessment entitied ‘Loading and Un-loading of Timber Cargoes
has been amended to include a hazard of unsafe stevedore working, with a control measure
requiring the master to cease operations immediately and to notify the company and charterer.

A company safety focus for 2017 has been designated ‘cargo operations’.




RECOMMENDATIONS
Graig Ship Management Limited is recommended to:

20171149 Reinforce and, as appropriate, modify its Safety Management System with respect to the
carriage of timber cargoes to ensure:

° A lifeline or other means for attaching a safety harness is available to counter the
risk of ship’s crew or shore stevedores falling from the top of a deck cargo stack or
as a result of a deck cargo stack collapse.

° Where possible, appoint a master or chief officer with experience of the cargo type
being carried.

e Ship’s crew proactively engage with shore stevedores for the purpose of maintaining
a safe system of work during cargo operations.

Norlat Shipping Limited AS is recommended to:
2017/150 Ensure that all cargo information, as required by the IMO Code of Safe Practice for Ships

Carrying Timber Deck Cargoes, is provided to the master or his representative prior to
loading cargo for all ships that it charters to carry timber deck cargo.

ations shall in no case create a presumption of blame or liability




SHIP PARTICULARS

Name

Flag

Classification society
IMO number/fishing numbers
Type

Registered owner
Manager(s)

Year of build
Construction

Length overall
Registered length
Gross tonnage
Minimum safe manning

Authorised cargo

VOYAGE PARTICULARS
Port of departure

Port of arrival
Type of voyage
Cargo information

Manning

MARINE CASUALTY INFORMATION

Date and time

Type of marine casualty or incident
Location of incident

Place on board

Injuries/fatalities
Damage/environmental impact
Ship operation

Voyage segment

External & internal environment

Persons on board
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Graig Rotterdam

UK

DNV GL

9602186

Bulk carrier

Graig Rotterdam Shipping Limited
Graig Ship Management Limited
2012

Steel

179.95m

176.75m

24187

15

Buik cargo

Not applicable

Not applicable
International

Packaged sawn timber
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18 December 2016, 1109 (UTC+2)
Very Serious Marine Casualty
Alexandria Port, Egypt

Main deck, port side forward

One fatality

Minor damage to ship structure
Cargo discharge

At anchor

Sea state: smooth, moderate breeze
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