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PURPOSE 

 

This marine accident is investigated in accordance with the Bylaw on the Investigation of 

Marine Accidents and Incidents which came into force after being published at the Official 

Gazette No.29056 on 10th July 2014.  

 

Investigation procedures and principles are further applied by considering Resolutions of 

International Maritime Organization concerning International Standards and 

Recommended Applications for Safety Investigations Directed to MSC 255(84) (Accident 

Investigation Code) and Resolution A.1075(28) Sea Accidents or Incidents, and European 

Union Directive 2009/18/EC. 

 

Purpose of the Marine Accident Investigation is to provide the improvement of the 

legislation and applications directed to the safety of life, goods and environment by 

achieving the real reasons which cause the occurrence of marine accidents, and thereby, to 

to avoid a repeat occurrence  and  to provide the mitigation of negative impacts and 

consequences following the accident. 

 

Marine accident investigation shall be inadmissible in any judicial and administrative 

proceedings whose purpose or one of whose purposes is to attribute or apportion liability 

or blame 
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SYNOPSIS 

           

         Figure 1 : Scene of the Accident 

All times in the report are local times (GMT+1). 

The general cargo vessel named ESPERANZA flagged Cook Islands and the Ro-Ro ferry 

named EZİNE flagged Turkey collided at a distance of 0,56 miles from the Çanakkale 

Ferry Pier-Pier at 00:17 in 03.04.2016. Material damage occurred in both vessels as a 

result of the collision, however, no fatality, serious injury or environmental pollution 

happened. 

ESPERANZA discharged her cargo timber, which had loaded at Tripoli port of Lebanon, 

bunkered at El Arish port of Egypt and sailed to Constanza port of Romania at 00:20 in 

31.03.2016 in ballast. The vessel entered the Çanakkale Strait at 22:30 in 02.04.2016.  

EZİNE ferry departed from Eceabat Pier-Pier at 00:04 with the passengers and vehicles 

inside to cruise from Eceabat to Çanakkale.  

The two vessels collided as a result that the bulb of ESPERANZA vessel touched the flag 

board of the vessel called EZİNE in the northbound traffic lane of traffic separation of 

Çanakkale Strait in the offshore of Çanakkale Ferry Pier at 00:17 in 02.04.2016. After the 

collision, the vessels called EZİNE and ESPERANZA were damaged, yet no death or 

serious injury happened. After the accident, EZİNE vessel went on her voyage and 

disembarked her passengers and vehicles safely in Çanakkale Ferry Pier, and the vessel 

called ESPERANZA anchored in Eceabat Poyraz Bay by Çanakkale Vessel Traffic 

Services. 
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SECTION 1- FACTUAL INFORMATION  

1.1 Vessel’s and Accident Information 

 

1.1.1 ESPERANZA  

 

Ship’s Name     : ESPERANZA 

Flag      : Cook Islands   

Port of Registry    : Avatiu  

Type of Ship     : General Cargo 

Owner of Ship     : Esperanza Navigation   

Construction Year and Place   : 1984 / Germany  

Gross and Net Tonnage   : 3120 / 1753 

DWT      : 4944 

IMO No     : 8410354 

Call Sign     : E5U2740 

Classification     : Maritime Lloyd 

Length overall and Width   : 88,6 / 15,45 m. 

Depth      : 8,3 m.  

Main Engine     : 1495 Kw ( Deutz)  

Sea Speed     : 10,0 Knot  

Number of Personnel    : 12 

Port of Departure    : El Arish / Egypt 

Port of Arrival     : Constanza / Romania 

http://tureng.com/tr/turkce-ingilizce/constanza
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1.1.2 EZİNE  

 

Ship’s Name     : Ezine 

Flag      : Turkish 

Port of Registry    : İstanbul  

Type of Ship     : Ferry 

Owner of Ship     : Çanakkale Local Authority 

Construction Year  and  Place  : 1981 / İstanbul  

Gross and Net Tonnage   : 1047,48 / 361,69 

IMO No     : 7709033 

Call Sign     : TC5474 

Classification     : Turkish Lloyd 

Length overall and Width   : 67,24 / 20,0 m. 

Depth      : 4,1 m.  

Main Engine     : 2X700 Bhp (Deutz)  

Sea Speed     : 12 kts 

Number of Personnel    : 6 

Port of Departure    : Eceabat  

Port of Arrival     : Çanakkale  
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1.1.3 Accident Information 

Date and Time : 03 April 2016 / 00:17 

Place of Accident : 0.56 Miles off the  Çanakkale Ferry Pier / Çanakkale Strait 

Location of Accident : 40
º
 09'.5 N / 026

º
 23'.6 E 

Injuries/Fatalities/Missing : None. 

 

 

Damage  :There was a serious damage of 3 meters in main Pier of 

EZİNE ferry, bending and rupture in the bulwarks between 

head-stern bridge and bridge- wings. 

 

Furthermore, front side of the bus being inside the ferry 

during the accident was damaged. 

 

A hole of 30 cm and slight deformation occurred in the bulb 

of ESPERANZA vessel and small scale crushes happened in 

the structural components of fore peak tank. 

 

Pollution : None 

 

1.2 Environmental Conditions  

 

It was clarified that wind was blowing in 4-5 beaufort strength from northeast, in clear 

weather and the sight was very well the day when the accident occurred. 

1.3 Narrative 

 

The general cargo vessel named ESPERANZA bunkered from El Arish port of Egypt 

following the discharged of timber on Tripoli port of Lebanon. She departed at 00:20 in 

31.03.2016 for Constanza / Romania voyage after bunkering. The vessel was at abeam 

Kumkale Lighthouse at 22:30 in 02.04.2016 and preferred to pass Çanakkale Strait without 

pilot. And EZİNE ferry departed from Çanakkale Ferry Pier at 23:04 for Çanakkale-
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Eceabat voyage which was at 23:00 she berthed Eceabat Ferry Pier at 23:25 and it began to 

board in both passengers and vehicles to sail from Eceabat to Çanakkale after disembarked 

her passengers. After passenger and vehicle disembarkation was completed, the crew in 

charge on the quay informed the ferry captain with walkie talkie that he could sail. Then, 

the ropes were taken into the vessel by the crew according to the captain’s order, and 

subsequently, the ferry captain closed the ramp by remote control on the bridge and 

departed from Eceabat Ferry Pier at 00:04. Following the departure of the ferryboat, the 

crew taking the ropes into the vessel before departure and to be helmsman during the 

voyage mounted on the bridge on seaside, took the machine control from land-side bridge 

into the sea-side bridge and ferry departed to sail to Çanakkale Ferry Pier. After the control 

of the ferryboat was taken by the helmsman to the sea-side bridge, the captain left the 

bridge where he was present and he came and took the control from the helmsman by 

passing from the crossover located between the two bridges.  

 

The ferryboat sailed on her regular route after her departure from the quay, and her speed 

is gradually increased and reached to 10.1 knots approximately three and a half minutes 

after departure ( Figure 2). In the meanwhile, there is a distance of about 2.2 nautical miles 

between EZİNE and ESPERANZA. The captain of EZİNE clarified that he saw 

ESPERANZA vessel for the first time about 6-7 minutes before the collision. 

 

            

           Figure 2: At 00:11:14 VTS Screenshot 
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         Figure 3: At 00:14:45 VTS Screenshot 

 

While EZİNE was sailing at a speed of 12.0 knots, 135˚degrees and 7 route at 00:14:45, 

ESPERANZA was sailing at 7,9 knot speed, 009˚ degree in northbound traffic lane (Figure 

3). At that moment, there is a distance of about 0.82 nautical miles between the two 

vessels. The speed of EZİNE was 12 knot at 00:16:06, and the distance between the two 

vessels decreased to 0,41 nautical miles rapidly (Figure 4). 

 

 

          Figure 4: At 00:16:06 VTS Screenshot 
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When it became 00:16:30, the speed of EZİNE increased a little more due to a strong 

current whose speed was southbound and reached to 12,2 knot, the route did not change 

and the distance between the two vessels decreased to 0,28 nautical miles (Figure 5). In the 

meantime, ESPERANZA vessel was sailing to Çanakkale Strait exit in 8,1 knot speed to 

005˚ route. 

 

 

          Figure 5: At 00:16:30 VTS Screenshot 

 

As the master of EZİNE was getting closer to ESPERANZA and came to turning position 

of ESPERANZA, he deemed that she would turn to her stern by altering her course to the 

quay, thus his vessel could clear of ESPERANZA’s fore. For this reason, he did not feel it 

was necessary to alter her course to starboard or give way to ESPERANZA by reducing 

her speed. Meanwhile, the captain of ESPERANZA who had crossed many times the 

Çanakkale Strait before, so who knows the presence of marine vehicles carrying 

passengers between two shores mutually went on his way by deemed that the ferryboat 

which was getting closer would reduce her speed after a while and allow his pass. No 



 

8 
 

significant change happened in the speed of EZİNE at 00:17:02, but it increased a little 

more due to the southbound strong current and it reached to 12,3 knot (Figure 6). 

 

 
 

         Figure  6: At00:17:02 VTS Screenshot 

 

The distance between the vessels decreased to 0,1 nautical miles in the meanwhile. While 

EZİNE was proceeding, the captain of ESPERANZA expected EZİNE to slow down or to 

alter her course to starboard and pass the other vessel's stern. For this reason, no 

manoeuvre was done for prevent any collision possibility, nevertheless, no warning was 

made for EZİNE through either a sound (whistle) or light (aldis). ESPERANZA and 

EZİNE having no manoeuvre chance to prevent the collision ay more at 00:17:25 collided 

in northbound traffic lane of Çanakkale Strait traffic separation. 
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        Figure 7: At 00:17:25 VTS Screenshot 

 

 

ESPERANZA, of the vessels turning to their own starboards with the strength of the 

collision started to mount by passing EZİNE's stern. The master of ESPERANZA called 

Çanakkale Vessel Traffic Services (VTS) from the VHF Channel 12 after the accident and 

reported that they collided with a ferryboat in Çanakkale offshore. The VTS operator who 

suddenly realized from the monitor that the collided vessel was EZİNE made a call to her 

quickly from VHF. The master of EZİNE replied the call and stated that there was no 

serious circumstance and he was about to come alongside.  

In the meantime, the VTS operator realizing that ESPERANZA was sliding to sandbar, 

that is to her own starboard called quickly ESPERANZA and asked her to stay on her own 

traffic lane and not to get closer to the starboard. Meanwhile, the VTS operator asked 

ESPERANZA whether her engine was active or not, and the master of ESPERANZA 

reported that it was active. Later on, VTS operator called Rescue-4 towboat bound to 

General Directorate of Coastal Safety and delivered it to the site of the accident in case of 

any dangerous situation may take place. After a certain period, he called ESPERANZA 

again and gave her instructions about anchoring in Eceabat Poyraz Bay. While EZİNE 

could berthed Çanakkale Pier with her own means after collision, ESPERANZA anchored 

in Eceabat Poyraz Bay so as to make a survey. 
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1.4 EZİNE 

1.4.1 Other Informations 

 

EZİNE was built in 1981 at Haliç Shipyard in Istanbul. The vessel has a load capacity of 

557 in summertime and 227 in wintertime and 62 automobiles. There are 2 bridges on the 

vessel's head-to-stern line (Figure 8), and the transportation between the two bridges is 

ensured through the walkway (Figure 9). The helm and control panels of the machine are 

not located in the same console, but they are built each as a console free of one another.  

 

 

 
 

         Figure 8: EZİNE’s Bridge  
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         Figure  9: Walkway between Two Bridges in EZİNE  

 

Instead of the helms that were settled at the first construction phase of the ferryboat, 

joysticks for each machine were mounted on steering console later. There are 2 pitch 

controlled 700 bhp KHD Deutz model machines in the ferryboat. While cruising with 

double machines it is sailed with double machines on a single shaft, both machines are 

activated and used over separate shafts during manoeuvre. Navigation zone that is allowed 

in Sea Worthiness Certificate of the Vessel is Çanakkale port navigation zone, the vessel is 

manned with totally 5 personnel comprising at least 1 captain, 1 chief engineer, 2 deck 

ratings and 1 engine rating, according to Minimum Safe Manning Certificate. 

 

1.4.2 GESTAŞ Marine Transportation Corp.  

Based on the resolution taken in extraordinary general assembly which was held in 2006 of 

the company established in 1982, some changes were made regarding its objective and 

activities, and marine transportation activities of passengers and vehicles were initiated by 

changing the title of the company. Marine transportation activities of passengers and 

vehicles in Çanakkale Strait and Islands that were made by Turkish Maritime Corporation 

previously were handed over Çanakkale Private Provincial Administration as of the date 

15.08.2006 within the framework of High Council for Privatization resolution with number 

WALKWAY 
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2000/60 and dated 24.07.2006. Subsequently, all kinds of usage and operation rights of the 

movables and immovable as well as rights were assigned to GESTAŞ Marine 

Transportation Corp. with the resolution taken by the Çanakkale Provincial Assembly. 

GESTAŞ still gives services in and around Çanakkale with 2 vessels under its possession 

and 14 in the possession of several public and private institutions/organizations totally 16 

vessels.  

1.4.3 Personnel in Key Position   

The ferry captain is 56 years old, and he has a competency in coastal voyages up to 1250 

GT as a captain. He has approximately 38 years of maritime experience. He has been 

working as a captain since 1999 in the Straits and İzmit Gulf in similar vessels. He has 

been serving in several lines in EZİNE vessel under GESTAŞ Company, and in 

Çanakkale-Eceabat line for the last 2.5 years. He participated in Local Marine Traffic 

Guide Introductory Training Seminar of 5 days which was arranged in İTÜ Maritime 

Faculty in May 2013. He has the training certificates of using automatic radar plotting 

devices (ARPA) as well as radar observation to be valid as of 30.11.2012. 

A/B was serving as a helmsman during the accident is 39 years old and has deck boatswain 

qualification. He has maritime experience of 16 years. He has been working for 10 years in 

GESTAŞ, 4 years in Çanakkale-Eceabat line and totally 3 years in EZİNE ferryboat. 

 

1.4.4 Working and Watching Arrangements on Bridge 

 

As a matter of Minimum Safe Manning Certificate; the vessel should be manned with 1 

captain, 2 deck ratings, 1 radio officer (as a matter of the regulation; in case where there is 

short-range radio operator competency at least in 2 deck crew within VHF coverage area, 

there is no need for a radio officer additionally), 1 chief engineer, 1 engine rating, and 

totally 6 personnel was present during the accident (1 captain, 2 seamen, 1 chief engineer, 

2 oilers).  

All crew on the ferryboat works in an order as 6 days work and 6 days rest. The shift is 

changed at 07:00 once in 6 days. 3 ferryboats are serving in the same line. One of them 

serves respectively till 07:00 morning from midnight once in 3 days , and the other 2 
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ferryboats stay in the pier.  And  the ferryboat’s crew who worked whole night rest 

between 07:00 and 14:00. Thus, totally 44 trips that are carried out within the day in 

Çanakkale-Eceabat-Çanakkale line are distributed among 3 ferryboats (Annex-1). 

Since the ferry captain resides in Istanbul, he takes his watch from Istanbul to Çanakkale 

by bus before every shift. The shift on board is usually done at about 7:00 am. The ferry 

captain departed from Istanbul on the night of 02.03.2016 and reached to Çanakkale at 

about 6:00 am on a bus journey of about 5 hours, At 07:00 PM, he took his watch and 

started to work. The ferry departing from Çanakkale to Eceabat at 07:00, reached Eceabat 

at 07:30, disembarked the passengers and vehicles and tied to pier up until 09:00. The ferry 

departed from Çanakkale and tied up in Eceabat until 15:00 following the disembarkation 

of vehicles and passengers at 10:30. From 15:00 until midnight, she sailed non-stop  one 

time per hour. 

The two A/B in charge in the ferry work, one to keep the watch, the other to rest taking 

into consideration the working and resting periods of A/Bs, the A/B  engaged in helmsman 

during navigation, he coordinates the embarkation of vehicles at the port. The A/B  who 

unmoors and takes the ropes into the vessel before departure, subsequently performs his 

helmsman duty. During the berthing manoeuvre, he descends to the deck and gives the 

ropes. Meanwhile the other A/B will be rested except in extraordinary conditions  

1.4.5 Safety Management System (EYS-SMS) and Its Applications 

 

The SMC (Safety Management Certificate) was arranged by Çanakkale Port Authority on 

10.07.2015  

DOC (Document of Compliance) certificate was arranged by Çanakkale Port Authority on 

29.06.2015.  

It is understood that collision drill was done in February within the scope of Safety 

Administration System (SMS) applications. The actions to be taken by the captain are 

listed under the Intervention Instruction in Case of Collision (Document No: TL.Te.18), 

1.0 Application subtitle, in GESTAŞ Safety Management System manual, and, it is 

instructed to use the "Conflict Control List" of LS.EM.A05. 
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1.4.6 Bridge Navigational Aids 

 

A GPS device is not located as required by our national legislation, but she has an AIS 

Class B device.  On both bridges there are Fruno FR-1500 Mark 3 Series X-band radar 

with 15 inch monitor size (Figure 10).  

 

 

 
 

         Figure 10: Radar in EZİNE  

 

 

 

Even though ARPA is not necessary in the vessel as required by the regulations, existing 

radar has ARPA features.  However, plotting menu of the radar cannot be activated since 

lack of GPS device and impossibility of gyro-compass connection (Figure 11). 

Consequently, EPA (Electronic Plotting Aid) and ATA (Automatic Tracking Aid) features 

cannot be used. 



 

15 
 

 
 

         Figure 11: Compass in EZİNE  

 

1.5 ESPERANZA 

1.5.1 Personnel in Key Position 

 

The ship master is 64 years old and he is Syrian. He has an Oceangoing Master 

Competency (STCW II/2) with 25 years of experience . He has been working as a master 

since 1997 and he has been working in ESPERANZA for 2.5 years totally except short 

holidays.  

The chief officer is 44 years old and he is Syrian. He has an Oceangoing Master 

Competency (STCW II/2) with  40 years of experience He stated that he works in ships 

either as a master or as a chief officer He embarked the vessel about 2 weeks before the 

accident. 

The helmsman has an A/B Competency. He is 17 years old and Syrian. He has totally 10-

11 month of experience, and he has been working in ESPERANZA  for about 5 months. 
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1.5.2 Safety Management System (EYS-SMS) and Its Applications 

The SMC for the vessel was issued in 02.06.2014 by the organization authorized by Cook 

Islands. Also DOC certificate was issued in 01.06.2014 by the organization authorized by 

Cook Islands. Last annual survey was carried out at 02.11.2015. 

1.5.3 Watching Arrangements on Bridge  

The vessel was manned appropriately in compliance with Minimum Safe Manning 

Certificate It was stated that master, chief officer and helmsman were on duty during 

collision on bridge.(Figure 12). 

 

 
 

         Figure 12: ESPERANZA’s Bridge 
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1.6 Damage Condition 

1.6.1 Damage on EZİNE 

After the collision, there was a serious damage of 3 meters in all structural components of 

the starboard side main deck ,in front of the exit ladder to the passenger hall /Figure 13), 

bending and rupture in the bulwarks between wings and head-stern bridge (Figure 14). 

 

                    

Figure 13: Damage on the Main (Vessel) Deck of EZİNE  

 

 

          Figure 14: Damage on the Wings of EZİNE  
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1.6.2 Damage on ESPERANZA 

After the collision, a hole of 30 cm and slight deformation occurred in the bulb  and very 

small crushes happened in the structural components of fore peak tank (Figure 15).  

 

 
          

          Figure 15: Damage on the Bulb of ESPERANZA 

 

1.7 Impact of the Current in Çanakkale Strait  

It is stated in article 17, paragraph B entitled Influence of Current on Navigation of 

Çanakkale and Gallipoli Harbor Directorates, Local Marine Traffic Guide that the current 

was from north to the south generally excluding the currents grew out of upper currents 

and strong winds in Çanakkale Strait, there was more risk of collision with an incoming 

vessel by entering counter traffic lane or running aground as the speed of the vessel would 

increase due to the fact that the current and vessel were in the same direction, furthermore; 

the vessels under the influence of the current coming from the stern or quarter would be 

driven to the counter traffic lane unavoidably due to the fact that they would try to 

overcome the current by rotating with a higher steering angle and accelerating while their 
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prows were turning. It is appreciated in this collision that southbound current had no direct 

impact on the collision in Çanakkale Strait. 

1.8 National and International Regulations Arranging Marine Traffic in Çanakkale 

Strait 

1.8.1  Marine Traffic Regulations for the Turkish Straits and Implementation 

Instructions 

The straits and Marmara Region inured with the publication of the Regulations about 

Straits and Marine Traffic Level of Marmara Region in Official Gazette with number 

21815 and dated 11.01.1994. Marine Traffic Separation Schemes (TAD) were firstly 

established in the Straits and Marmara Region with the regulations, and reporting 

obligation was introduced for the vessels bigger than 20 meters of length that will enter 

Turkish straits. The TAD under consideration was approved by International Maritime 

Organization (IMO) in 1995. 

The Maritime Traffic Regulations for the Turkish Straits inured with the publication in 

Official Journal with number 23515 and dated 06.11.1998 and the Regulation of Straits 

and Marine Traffic Level of Marmara Region were abolished. It is stated that it will be 

highly recommended by the traffic control center to the non-transit vessels in Turkish 

straits under the article 27 of the Marine Traffic Regulations for the Turkish Straits entitled 

Holding Pilot with regard to holding a pilot for life, property, navigation and 

environmental safety. However, the vessels that come and go to a port in the Turkish 

Straits Zone and the vessels that encounter accidents and breakdowns during their passage 

from the strait will anchor in the points stated in article 23, and the vessels under way will 

have to bring a pilot. 

In article 42 of the related Legislation entitled Local Marine Traffic, it is pointed out that 

liner ferries and other vessels navigating between quays passing mutually in contravention 

between two shores of Çanakkale Strait would pass traffic separation lines from the 

shortest way; they would get out of the routes of vessels navigating from Aegean to 

Marmara and from Marmara to Aegean and they would not give foul to these vessels, but 

if there was any risk of collision, the vessels would take the necessary precautions in 



 

20 
 

accordance with the related provisions of International Regulations for Preventing 

Collision at Sea of 1972. 

 

1.8.2 Local Marine Traffic Guide of Çanakkale and Gallipoli Harbor Directorates 

In order to increase maritime and navigation safety within administrative borders of 

Çanakkale and Gelibolu Harbor Directorates, arranging local marine traffic in those zones, 

determining the rules in relation to manoeuvre, navigation, life, property and environment 

safety, informing and training people using those tools within the framework of related 

national and international regulations in terms of vessels within the scope of local marine 

traffic  “Local Marine Traffic Guide of Çanakkale and Gallipoli Harbor Directorates” was 

published and inured in the Official Gazette with number 11452 and dated 14.04.2011. The 

decree is; “..while crossing over they should pass from the shortest way with a nearest 

angle to the perpendicular within Traffic Separation Order in accordance with rule 10 of 

Regulations for Preventing Collision at Sea (COLREG), they should not give foul to the 

vessels crossing Çanakkale Strait during transition” in paragraph 4 of article 24 of the 

Guide entitled Rules for the Vessels Using Local Marine Traffic, while the decree of 

paragraph 7 is “they should not pass from the bows of the vessels crossing Çanakkale 

Strait unless it is compulsory; they should pass at least 5 cable length distance from the 

bow of the vessel passing in transit by informing Çanakkale Vessel Traffic Service Center 

in case of any compulsory, the transitions should be from the poop of the vessel as much as 

possible and they should not close more than 0.5 cable length to the boards and poops of 

the vessels crossing Çanakkale Strait”, and the decree of paragraph 35 “every moment the 

... are navigating should keep the radar open, they should also do radar look-out as well as 

sight watch”. 

 

Reference is made to the article 13 entitled Captains of  Passenger Vessels Navigating 

Regularly in Local Traffic in article 22 of the Seamen Regulations of the Guide. It is 

indicated in article 13 of Seamen’s Regulations that seamen that navigate regularly in local 

traffic among the quays within Turkish Straits, İzmit and İzmir Bays and who will serve as 

master in all kinds of vessels having a capacity of a hundred and more passengers should 
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meet the maritime service, internship and training conditions that are indicated below, 

based on their qualification certificates. 

It is stated as maritime service and internship condition; seamen that have any one of 

qualification certificates above Limited Master adequacy and qualification documents up 

to the master competency, and who can serve as master by virtue of their acquired right 

pursuant to article 15 of the Regulation should have captaincy internship for a period of 6 

months at least in the vessels serving in regular lines, 

As training condition; 1) They should participate in at least 5 days introductory seminars 

regarding “Local Traffic Guide” for the regions prepared and inured by the Administration 

by satisfying other conditions stated in sub-clause (a) of this article, 

2) It is necessary that they submit their seminar participation certificates to the port 

authority. 

1.9 1972 International Regulations for Preventing Collisions at Sea 

Under the title Rule 5/Look-out, Regulations, Section I-Conduct Of Vessels In Any 

Condition Of Visibility;  

“Every vessel shall at all times maintain a proper look-out by sight and hearing as well as 

by all available means appropriate in the prevailing circumstances and conditions so as to 

make a full appraisal of the situation and of the risk of collision.”  

Under the title Rule 7/Risk of Collision, Regulations, Section I-Conduct Of  Vessels In 

Any Condition Of Visibility; 

 “Proper use shall be made of radar equipment if fitted and operational, including long-

range scanning to obtain early warning of risk of collision and radar plotting or equivalent 

systematic observation of detected objects.” Under the title RULE 16/Action By Give-Way 

Vessel, Regulations, Section II-Conduct Of Vessels In Sight Of One Another “Every vessel 

which is directed to keep out of the way of another vessel shall, so far as possible, take 

early and substantial action to keep well clear.”  

Under the title RULE 17/Action By Stand-On Vessel, Regulations, Section II-Conduct Of 

Vessels In Sight Of One Another; “(a) (i) Where one of two vessels is to keep out of the 

way the other shall keep her course and speed.. (ii) The latter vessel may however take 
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action to avoid collision by her manoeuvre alone, as soon as it becomes apparent to her 

that the vessel required to keep out of the way is not taking appropriate action in 

compliance with these Rules manoeuvre.  

(b) When, from any cause, the vessel required to keep her course and speed finds herself so 

close that collision cannot be avoided by the action of the give-way vessel alone, she shall 

take such action as will best aid to avoid collision.”  

Under the title RULE 34/Manoeuvreing and Warning Signals, Regulations, Section D-

Sound and Light Signals, (d) When vessels in sight of one another are approaching each 

other and from any cause either vessel fails to understand the intentions or actions of the 

other, or is in doubt whether sufficient action is being taken by the other to avoid collision, 

the vessel in doubt shall immediately indicate such doubt by giving at least five short and 

rapid blasts on the whistle. Such signal may be supplemented by a light signal of at least 

five short and rapid flashes.  

are the decrees provided. 

 

1.10 System of Turkish Strait Vessel Traffic Services (TSVTS) 

System of Turkish Strait Vessel Traffic Services was inaugurated in July 1, 2003 and 

initiated its activities operationally in December 30, 2003 to give information, navigation 

aid and traffic organization services to the vessels navigating in Turkish Strait its and other 

users. The current coverage area of the system in 2008 was extended to cover Marmara 

Sea, and there are 2 Vessel Traffic Service Centers within the system. These are located in 

İstinye/İstanbul and Akbaş/Çanakkale. The VTS in Çanakkale Strait consists of 3 sectors. 

These are Gelibolu, Kumkale and Nara sectors including the zone where the accident 

happened. VTS generally provides services to vessels having a height over 20 meters 

transit or non-transit. The vessels within the scope of local traffic and the ones having a 

height less than 20 meters are identified as passive participants. These vessels do not report 

actively. Consequently, VTS cannot manage the traffic of such vessels except for 

emergencies. 
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1.11 Local Marine Traffic 

In section 6 of Local Marine Traffic Guide of Çanakkale and Gallipoli Harbor Directorates 

entitled Local Traffic; it is pointed out that, according to voyage schedules, ferryboats 

making scheduled sails within the zone indicated in “Local Traffic Guide”, liner ferries, 

small passenger boats sail 250 times approximately, 25 of which in daily average contain 

dangerous load transportation sailings of road vehicles loaded with LPG and LNG by sea, 

furthermore, when taking into consideration the vessels organizing unscheduled voyages 

like yachts, fishing boats, agency motors, public boats, tugs, vessels belonging to civil 

society organizations, vessels making underwater and survey operations sail approximately 

over 90 times per day, it is stated that it can be mentioned about a local traffic in 

Çanakkale Strait over 340 on average. 

1.12 Similar Accidents 

1.12.1 Sultanahmet-Tanais Dream 

A marine accident happened within traffic separation scheme in Istanbul Strait off 

Sarayburnu in December 18, 2014 as a result of the collision of the ferry named 

Sultanahmet navigating in Harem-Sirkeci line and dry cargo vessel named Tanais Dream 

crossing from north to south. As a consequence of the investigation regarding the 

mentioned accident, the most important findings out of the ones causing the accident are 

stressed that; the ferry named Sultanahmet did not keep watch efficiently, did not benefit 

from her radar, the seaman who was in charge of look-out was not on the bridge in the 

event of the accident, he acted contradictorily to the regulations regarding the prohibition 

of not to get close to the board and poop of the vessels crossing the strait more than 0.5 

cable length. 

 

 

 

 

 

 



 

24 
 

SECTION 2 - ANALYSIS 

2.1 Collision 

According to the data obtained after the collision, it was detected that EZİNE and 

ESPERANZA neither did alter their course’s and reduce their speed’s nor did they warn 

each other by sounding or flashing before the collision. This situation caused to investigate 

whether the two vessels detected each other before collision or not; if they had detected, to 

investigate also the reasons of the actions that were taken caused the accident. 

During the interview with the master of EZİNE, he stated that he realized ESPERANZA 6-

7 minutes ago before the collision, followed her by eyes constantly, he would turn towards 

the quays he came to the turning point of ESPERANZA and he did not make any change in 

route and speed before the collision as he consequently would pass from the bow of 

ESPERANZA. 

Article 16 “Every vessel which is directed to keep out of the way of another vessel shall, so 

far as possible, take early and substantial action to keep well clear.” of Regulations for 

Preventing Collision at Sea, article 42 “...they should keep out of the routes of vessels 

navigating from Aegean to Marmara and from Marmara to Aegean and they should not 

give foul to these vessels” of Marine Traffic Regulations for the Turkish Straits. However, 

if there is a possibility of collision, the vessels shall take the necessary precautions in 

accordance with the related provisions of International Regulations for Preventing 

Collision at Sea.” Paragraph 4 of article 24 of Local Marine Traffic Guide of Çanakkale 

and Gallipoli Harbor Directorates indicates that “while crossing over they should pass from 

the shortest way with a nearest angle to the perpendicular within Traffic Separation Order, 

they should not give foul to the vessels during transition.” and according to paragraph 7, 

“they should not pass from the bows of the vessels crossing Çanakkale Strait; in 

compulsory cases they should inform VTS and pass at least 5 cable length distance from 

the bow of the vessel...” provisions were provided, but even if EZİNE  realized 

ESPERANZA, she did not change her speed and route and she tried to pass from the bow 

of ESPERANZA vessel. This situation shows that EZİNE did not act in accordance with 

article 16 of Regulations for Preventing Collision at Sea, article 42 of the Marine Traffic 
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Regulations for the Turkish Straits and the rules stated in paragraph 4 and 7 of article 24 of 

Local Marine Traffic Guide of Çanakkale and Gallipoli Harbor Directorates. 

Conversely, the captain of EZİNE expressed the collision moment in his report after the 

accident that “after passing ...traffic separation zone safely we realized the vessel called 

ESPERANZA coming closer to us swiftly in collision route from starboard side while we 

were activating the clutches to prepare the vessel for manoeuvre 20-25 meters before the 

collision, until that moment ESPERANZA did not warn us neither by sound or light (aldis) 

from VHF...” It could not be comprehended that a captain working in the same line for 

long years expected a vessel to manoeuvre the very last moment or warn by sound or light 

without manoeuvreing to prevent the collision even if he had known that he should have 

given the way to the other vessel. This situation is evaluated as the captain perceived that 

he was out of the traffic separation with the bearing he took from the environment instead 

of determining the location with a map and radar ingenuity due to the fact that the captain 

does constantly similar manoeuvre in the same line. Therefore, it is appraised that he did 

not behave sensitively as he was supposed to while following up ESPERANZA for which 

he began to prepare for an early manoeuvre and which he realized before as he had seen 

himself out of traffic separation. 

The master of ESPERANZA pointed out that he crossed Çanakkale and Istanbul Straits 

many times, local ferries and small boats passed close to the transit vessels, but he 

witnessed that they passed off transit vessel’s poop, so did not warn the master of EZİNE 

and did not manoeuvre till the last-minute. That EZİNE states there was nothing left to do 

much as she did not stop like other ferry and voyager motors but continued her way cannot 

be a reasonable cause for the accident happened. As a matter of fact, even if she has the 

rights of way, she shall do the best move to prevent the collision in accordance with (b) 

Regulations for Preventing Collision at Sea “...When, from any cause, the vessel required 

to keep her course and speed finds herself so close that collision cannot be avoided by the 

action of the give-way vessel alone, she shall take such action as will best aid to avoid 

collision.” and according to 34 (d) rule, “...When vessels in sight of one another are 

approaching each other and from any cause either vessel fails to understand the intentions 

or actions of the other, or is in doubt whether sufficient action is being taken by the other 

to avoid collision, the vessel in doubt shall immediately indicate such doubt by giving at 
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least five short and rapid blasts on the whistle. Such signal may be supplemented by a light 

signal of at least five short and rapid flashes...” ESPERANZA did not move to prevent the 

collision, while she was supposed to, or she did not by sound and light. This circumstance 

shows that ESPERANZA did not act according to the rules stated in article 17, paragraph 

(b),and article 34, paragraph (d) of the Regulations for Preventing Collision at Sea. 

Similarly, master of Tanais Dream stated that Sultanahmet did not give him the way in 

Sultanahmet-Tanais Dream accident taken place in Istanbul Strait in December of 2014.  

2.2 Fatigue 

The fatigue is defined in International Maritime Organization (IMO) MSC/Circ.813 and 

MEPC/Circ.330 numbered circular as; decrease in physical and/or mental capacity as a 

result of physical, mental or emotional endeavor that may deteriorate nearly all physical 

capabilities like durability, speed, reaction time, coordination, decision making or balance. 

Despite the fact it has been proved scientifically that the accidents in all modes of 

transportation derive from a considerable amount of fatigue, it is unfortunately not possible 

to make an objective measurement of fatigue. In the research conducted after marine 

accidents such as aground, collision, etc. happening in cases where the captain or officers 

fall asleep during their watch on the bridge, fatigue can be seen as one of the root causes 

leading to accident. 

As we do not have any evidence that master of EZİNE was asleep during the accident, it is 

difficult to mention that fatigue is the root cause of the accident. Nevertheless, it is 

considered that the bus which has an uncomfortable and jerky ambience will not provide a 

complete rest, even if it is considered that master of EZİNE resides in Istanbul and departs 

from his house to the bus terminal at midnight in order to take the morning watch, 

subsequently reaches to Çanakkale around 06:00 in the morning and he has slept in the bus 

during his journey. 

Master of EZİNE took his watch at 07:00 in the morning and commenced working and 

continued till 10:30. He did not have a chance to rest during this period. He had a 

timeframe of 4 hours and 30 minutes in which he could take a rest from 10:30 till the next 

voyage at 15:00. He commenced again to work at 15:00 and continued till the hour when 

the accident happened without taking any rest. Thus, it can be seen that master could only 
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have a rest of 4 hours and 30 minutes within a period of over 17 hours by the hour when 

the accident happened, conversely, he had to work for a period of 12 hours and 47 minutes 

totally in two periods. Despite the fact that, we do not have a subjective evidence with 

regard to the fact that the captain was tired, it can be considered that he was suffered by the 

distraction and inattentiveness that fatigue possibly caused, so he could have made wrong 

assessments before the collision when taken into consideration the mentioned working 

hours.  

2.3 Look-out 

According to the statistics of 2015, the Çanakkale Strait on which 118 vessels cross on 

average within a day and 26 out of these vessels are tankers is a channel which is very 

dangerous for the vessels with the currents which may rise up to 6 knots from time to time, 

their sandbars and sharp turns in addition to this vessel traffic. Under these circumstances, 

all vessels sailing in Çanakkale Strait should make proper look-out in terms of navigation, 

life, property and environment safety.  

Although the decree in rule 5 of the Regulations for Preventing Collision at Sea “Every 

vessel shall at all times maintain a proper look-out by sight and hearing as well as by all 

available means appropriate in the prevailing circumstances and conditions so as to make 

a full appraisal of the situation and of the risk of collision””, master of EZİNE is supposed 

that he did not or could not make proper look-out due to the possible fatigue or he 

perceived that he was out of the lane and prepare his vessel for berthing supposing himself 

to be within manoeuvre zone.  

2.3.1 Radar Usage 

Master of EZINE cannot benefit from ARPA properties of the radar as it should be, since 

the ferry compass is not linked to the radar.  The ferry captain pointed out that he followed 

up the vessels by using variable range marker of radar (VRM) and distance circles in order 

to detect the presence of collision danger and stated that he did not use the estimated 

bearing line (EBL). Under these circumstances, it is pretty difficult to mention that the 

master of the vessel could do an effective radar plotting before using the bearing marker. 

The radar plotting which is done without bearing marker will not let us detect the 

possibility of collision preliminarily. Because the most important data in detection of 



 

28 
 

collision possibility is to monitor whether the bearing changes or not with the decrease of 

target distance. 

The decree “Proper use shall be made of radar equipment if fitted and operational, 

including long-range scanning to obtain early warning of risk of collision and radar 

plotting or equivalent systematic observation of detected objects.” has taken a place in the 

7th rule of Regulations for Preventing Collision at Sea, and it is considered that the master 

of EZİNE could not benefit adequately from the features of the radar in the direction of 

above-mentioned provision.  

2.4 Manning and Working Hours 

EZİNE should be manned with totally 5 crew comprising at least 1 captain, 1 chief 

engineer, 2 deck rating and 1 engine rating, according to Minimum Safe Manning 

Certificate. However, totally 6 crew on work in the vessel as she is manned with 2 engine 

rating instead of 1.  

The A/Bs in charge have a rest in order, without extraordinary circumstances one of them 

is constantly on duty. It is considered the tempo would cause fatigue as it is necessary for 

the A/Bs to give and take the rope during berthing and departure manoeuvres, coordinate 

the regular placement of vehicles to the deck, fulfill the duty of helmsman during 

navigation and they have to be in a continuous motion. Under these circumstances, it is 

possible that they experience disruptions while fulfilling their helmsman duty due to the 

fact that they have to satisfy their personal needs occasionally besides this heavy tempo.  

On the other hand taking into consideration that all crew on the ferry work in an order as 6 

days for watching and 6 days for recovery, it is considered that working continuously for 6 

days would increase the fatigue of the personnel generally. 

According to the Directive on Manning of Vessels, the number and the competency of 

seafarers to be manned with the vessels is determined by the classification of the vessels in 

terms of voyage zone, gross tonnage, main engine power and other voyage areas except for 

the port voyage area. However, it is considered that it would be beneficial to take into 

account the workload, vessel traffic, type of work, working and resting periods while 

manning. 
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2.5 Monitoring of Local Traffic 

The System of Turkish Strait’s Vessel Traffic Services (TSVTS) were established in order 

to arrange the marine traffic of Istanbul and Çanakkale Straits and Marmara Sea. While 

TSVTS specifically focuses on arranging transit or non-transit vessel traffic, it does not 

interfere with local traffic except for emergencies. However, there are more than 340 daily 

local traffic movements in Çanakkale Strait, while this number is 1700 in Bosphorus. An 

accident that may be experienced on local traffic of Turkish Straits where hundreds of 

thousands passengers are carried can lead to loss of life and damage that cannot be 

compensated (engine breakdown, fire and collision, etc.) under such heavy marine traffic. 

Within the last one and a half years, three marine accidents have occurred in the Turkish 

Straits and in the Gulf of İzmit after the collision of ferries and cargo vessels.. It is 

considered that it will be beneficial to monitor the local traffic and take it under control in 

order to prevent the possible future accidents. 

2.6 Training 

 

Even though the master of EZİNE has got the certificate of using automatic radar plotting 

devices (ARPA) with a valid radar look-out and plotting certificate, he stated that he 

followed up the vessels by using variable range marker (VRM), but not use the estimated 

bearing line (EBL)in order to obtain the risk of collision. Under this circumstance, the 

captain doesn’t have enough knowledge and skills to make a proper radar look-out  and 

plotting  

When the curriculum of the introductory training seminar of local maritime traffic guide 

that the captains working in local traffic have to take is investigated, it is detected that no 

examination is made for evaluating the training that the participants take at the end of the 

seminar However, it is believed that it will enhance the attention of the participants 

regarding the curriculum and allow the training they have received to be evaluated if the 

captains participating in such trainings are applied both written and practical examinations 

after trainings Accordingly, it is considered that it will make a positive effect on marine 

safety if those who pass the examinations successfully after the trainings given are certified 

and allowed to work as a master in local traffic. Again within this framework, it is 
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considered that re-applying both such trainings and subsequently examinations in certain 

periods will contribute positively to this issue. 

2.7 Safety Management System (EYS-SMS) and Its Applications 

The Collision Control List which consists of 2 pages and which first page is shown in 

Figure 16 was filled in after the accident by the master of ferry. 

 

        Figure 16: Collision Control List 

 

It was stated in the investigation carried out on Collision Control List that there is the 

provision in article 8 of the list “constant listening should be ensured in VHF channel 16 

and the coordination with the other vessel should be ensured”, a signal was marked 

indicating that the provisions of the mentioned article were fulfilled by the ferry captain 
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and information was given to the sector (Vessel Traffic Services) from VHF channel 12.  

However, the master of EZİNE was called by VTS operator, and master answering the call 

stated that there was no serious case and he was about to berthing. This circumstance 

caused the impression that some information included in the list was not filled after the 

ferry was  berthed.  

On the other hand, the decree is “when a vessel detects cases or accidents like collision, 

grounding, damage, malfunction or engine failure, leakage or shifting and damages on 

keel or vessel structure that may influence the safety of the vessel, vessel traffic services 

authority should be informed.” in clause (a) of the sub-article no.4 of article 7 entitled 

Captain's Responsibilities of the Regulations with regard to Establishment and Operation 

of Vessel Traffic Services Systems, and it shows that the master of EZİNE did not act 

accordingly with related provisions of the mentioned regulation that he could only inform 

about the situation when he was called by VHF, while was supposed to call and give 

information to VTS. 

Again in this context, the A/B, with respect to have trainings and seminars within the 

framework of emergency situations, let the vehicles parked near the aft ramp without 

taking instructions from the captain after the collision, besides the master of EZİNE did not 

announce about the accident, his intention and actions to be taken to the passengers after 

the collision, demonstrate that collision drills were not carried out properly on board. 

Unannounced internal audit was carried out on board by DPA on 22.03.2016, the deck and 

engine departments were supervised, and it was seen that the result of the inspection was 

stated as “successful, there is deficiency-incompatibility” and totally 5 deficiencies-

incompatibilities were detected. In this inspection, it was stated by DPA whether the 

master obeyed the Regulations for Preventing Collisions at Sea and local traffic rules or 

not.  

Although it is thought that it may be difficult to determine whether the compliance of the 

crew with the navigation methods is the standard due to the presence of the auditor during 

the internal audit, it is supposed that the navigation methods of ferry captains could be 

evaluated through a camera system which can record audio and video which will be 

installed on the bridge for instance. Within this context, the records to be taken by the 
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company will be monitored by the company officers and detected deficiencies should be 

corrected in a short period. It is considered that the master and deck ratings who are aware 

of being continuously monitored will abstain from any action that may jeopardize safety 

navigation. 
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SECTION 3 - CONCLUSIONS 

It has been detected; 

 

3.1 That EZİNE did not take early and substantial action to avoid the collision with  

ESPERANZA as it was stated under the title of Action by give-way Vessel in Rule 16 

of the Regulations for Preventing Collisions at Sea, 

 

3.2  that EZİNE did not act in accordance with article 42 of the Marine Traffic Regulations 

for the Turkish Straits and the rules stated in paragraph 4 and 7 of article 24 of Local 

Marine Traffic Guide of Çanakkale and Gallipoli Harbor Authorities 

  

3.3 That EZİNE did not maintain a proper look-out due to the fact that the captain 

supposed his ship was entered in manoeuvre zone and was passed out of separation or 

inattentiveness based on possible fatigue as it was pointed out under the title of Look-

out in rule 5 of Regulations for Preventing Collision at Sea,  

 

3.4 That EZİNE did not maintain a proper radar look-out and plotting to ensure the 

navigation safety as it was pointed out under the Risk of Collision title in rule 7 of 

Regulations for Preventing Collision at Sea, 

 

3.5 That ESPERANZA did not take any action to avoid the collision with EZİNE and did 

not make an apparent manoeuvre with the rule indicated in (ii) paragraph b under the 

title of Action by Stand-On Vessel  in Rule 17 of the Regulations for Preventing 

Collision at Sea, 

 

3.6 That ESPERANZA did not act according to the rules stated in article 34, paragraph (d) 

of the Regulations for Preventing Collision at Sea by not using sound and light signal 

to warn EZİNE, 

 

3.7  However EZİNE vessel was manned with an adequate number of seafarers as stated 

according to Minimum Safe Manning Certificate, that 2 A/B’s are not sufficient for 

safe work on 24 hours basis, 

 

3.8 That collision drills were not carried out according to the required standards in EZİNE 

vessel. 
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SECTION 4 - RECOMMENDATIONS 

 

4.1 To Directorate General of Maritime and Inland Waters Regulation 

 

It is recommended; 

 

4.1.1 To make a regulation at least 3 deck ratings are recruited in each shift to enhance 

the safety of navigation in Minimum Safe Manning Certificate for the ferries in 

Çanakkale-Eceabat line,  

4.1.2 To make a post-training examination with regard to the local marine traffic guide 

and to make sure that successful ones are allowed to work in local marine traffic 

4.2 To EZİNE /Owner/Operator           

  (GESTAŞ marine Transportation Corp.) 

 

It is recommended; 

 

4.2.1 To ensure renovation training to all captains and officers working in fleet 

respecting the Regulations for Preventing Collision at Sea, Maritime Traffic 

Regulations for the Turkish Straits and Local Marine Traffic Guide of Çanakkale 

and Gallipoli Harbor Authorities  

 

4.2.2 To establish a new working order that will modify working hours and enhance 

recreation hours of all crew for the ferries particularly in Çanakkale-Eceabat line, 

 

4.2.3 To ensure all drills particularly collision drills in EZİNE to be carried out properly,  

 

4.2.4 To publish directives for using radar equipment properly to obtain early warning of 

collision risk  
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4.3 To ESPERANZA /Owner/Operator   

      (ESPERANZA Navigation) 

 

It is recommended; 

 

4.3.1 To ensure renovation training to all captains and officers working in her fleet 

respecting the Regulations for Preventing Collision at Sea 

 

SECTION 5 - ACTIONS TAKEN AFTER THE ACCIDENT 

 

5.1 Directorate General of Maritime and Inland Waters Regulation  

 

5.1.1 The installation of Local Traffic Control Centre has been initiated and the project is 

planned to be completed within the year 2017 in order to enhance safety navigation 

and maritime security within Administrative Site of Istanbul Port Authority 

primarily in Istanbul (later to be expanded locally) to monitor instantly the vessels 

be a part of local traffic  

 

5.2       GESTAŞ Marine Transportation Corp. 

 

5.2.1  The bridge, deck, all passenger halls of Ezine and the other 4 sister ferries were 

installed with soundless video recording camera system  as of May 2016. 

 

5.2.2 Ezine and the other 4 sister ferries were installed with GPS Chartplotter (device 

with a capacity of showing electronic maps, Figure 17 and Figure 18) including 

Çanakkale Strait map as of July 2016.  
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         Figure17: Chartplotter 

 

 

Figure 18: Chartplotter 

  

5.2.3 Three circulars (S.047, S.48 and S.49) regarding Responsibility (rule 2) and Look-out 

(rule 5) of Rules of Local Maritime Traffic and Regulations for Preventing Collision at Sea 

were published in relation to the accident by the related company after the accident.  
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Annex-1: Ferry’s Order List in April 

 

 

 


