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PURPOSE

The main purpose of investigating a marine accident is to identify the factors causing
the accident, with the aim of improving the safety of lives of persbrand
passengers &ea, preventingimilar accidents in the future and enhancing safety of
navigation. It is nothe purposeo apportion liability, nor to apportion blame to

anyone or any party.

NOTE

This marine accident is investigated in accordarwith the Bylaw on the
Investigation of Marine Accidents, which came into force after being published in
the Official Gazette with reference number 26040 on 31st December 2005 and the
Bylaw on the Investigation of Marine Accidents and Incidents which ¢atadorce

after being published at the Official Gazette N0.29056 on 10th July 2014 and which
revoked the former Bylaw. This report is not written with apportionment of liability

in mind and is not intended to be used in court of law. it d e ate identidy &and
analyze the relevant safety issues pertaining to the specific accident, and to make

recommendations aimed at preventing similar accidents in the future.
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SUMMARY

Picture 1*: Location of the accident

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

Turkish registered dry cargo vessel G¥ KBEI
LADY AZIZA collided in 2,5 miles east of Italy / Ravenna port entry on 28.12.2014 at

08: 37:58. As a result o fle LADY AZIZA éxperiended n , G¥
minor damage.

G¥KBEL wunl oaded halKs koefn dbearruint ep ocratr goof fTruornk e
Italy and dropped anchor on 27.12.2014 at the anchoring area of Ravenna port to unload
the remaining the cargo of 1500 tons. G¥ KB
pilot embarkation statioby heaving upanchor on 28.12.2014 at about 08:01. Meanwhile,
completing the unloading of its cargo at Ravenna port, LADY AZIZA started the port
leaving maoeuvers upon the boarding of the harbor pilot. The harbor pilot left from vessel

at 08:22, the ship started towigate towards Nogaro port of Italy.

! https://en.wikipedia.org/wiki/Adriatic_Sea



As a result of collision of LADYAZIZA with stem post to portsidef hold number 1 of
G¥KBEL at 08:37:58 to 2,5 mil ELsstareechits leak o f
and sank Having aminor damage in the acciderntADY AZIZA was berthed back to

Ravenna port in the scope of the started inquest.

6 of the 11 victim personnel ¢iie G ¥ K B Bvkere rescued as a result of search and rescue
activities carried out by Italian authorities, but oneh&nlost his life beforageaching the

coast. The remaining 5 accident victims were lost in the sea. While the corpses of 4 of
these accident victims were found at Italian coasts in different times, 1 accident victim is

still missing.



PART 17 FINDING S OF THE ACCIDENT

1.1 SHIPS and ACCIDENT INFORMATION

1.1.1 G¥KBEL Shipbs I nformation

Name of Ship :M/'V G¥KBEL
Flag : Turkish

Built At/ On :Bal é Rwkey/ 2011
Port of Registry :Kstanbul

Type of Ship : Dry Cargo Ship

Owner of Ship ¥ .¢C et i rDenizgilig Transportvdic.L t d .
Gross Tonnage : 2126

Net Tonnage 11143

DWT : 3335

IMO No : 9605712

Call sign : TCZY4

Overall length : 87.00 m.

Width :12.30 m.

Depth :6.85 m.

Draft :5.46 m.

Main Engine : SKL/ 864 kw

Number of Crew 111

Previous Port : Salerno / ITALY
Destination Port : Ravenna / ITALY
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111 LADYAZ K Z A Sriformatimrs

Name of Ship
Flag
Built At/ On

Port of Registry
Type of Ship
Owner of Ship

Gross Tonnage

Net Tonnage
DWT

IMO No

Call sign

Overall length
Width

Depth

Main Engine
Number of Crew
Previous Port

Destination Port

:M/'V LADY AZKZA
: Belize

: Germany/ 1991

: Belize

: Dry Cargo Ship

: KHM SHIPPING CO.LTD.
: 3828

: 2016

: 4452

: 8917716

: V3UL

:97.34 m.

:16.00 m.

:8m.

: WARTSILA VASA /2960 kw
e

: Ravenna / ITALY
: Nogard ITALY



Picture 3:M/V LADYAZ K Z A

1.1.3 Accident Information

Date and Hour : 28 December 201408:37:58(GMT +1)
Location of Accident . ITALY/ 2,5 Miles East of Ravenna Port Entry
Coordinates of Accident : 44 2954 . 180mpP 29j20. 57 nj E
Location

Death / Loss 5/ 1 ( G¥KBEL)

Pollution : NONE

1.1.4 Weather and Sea Conditions

At the time of the accident, the wind was blowing at the region from west, northwest with

a force of 11 m/s (Beaufort: 10)8,8) and wave height was 4 meters. Tvemather is

foggy and there was rain mixed with snow. Visibility was restricted. Sea water temperature
was +9 degrees and air temperature was +1.3 degrees. In addition, there was a flow of

about 3nautical miles out of Ravenna port from North to South.



The condition of wvisibility prior to the ac
starting the port leave mesuver. The fog continued alongside the channel and after the

di sembar kation of the harbor piloA.o6 in the

Picture 4:Visibility Condition of LADY AZIZA According to Log Records



1.2 Course of Events Leadingo Accident

1.2.1 Before the Accident

G¥KBEL I3@06mnsdarifef r om Kskenderun port to Sale
Italy and started to Salerno port on 13.12.2014. It unloaded half ofatgo at Salerno

port and left forRavenna port to unload the remaining 1500 tons. The master declared
Notice of Readiness on 27.12.2014 at 09:20 that the ship was ready to berth andsinload

cargo and then dropped anchor to the anchoring 44800 7 . 5408 284 5. 10 nj E)

of Ravenna port.

I n G¥KBEL, watch change was made e8002at8. 12 . 2
04:00 between the crew and at 04:10 between second officer and chief officétilothe
Stationcalled the ship at abo6:30 and announced that they would take the ship to the
port at about 08:00. While prepauwupabchooons we |
the second officer was also called to the bridge. When the second officer came to the
bridge, the master and elfii officer were at the bridge and the crew was making
preparations at the forecastle to heapeanchor. The forecastle was not visible from the

bridge from time to time as the weather was rainy mixed with snow and foggy.

Meanwhile, the second engineehavwas on 04:008:00 watch, called the oiler B, at
about 06:15 to the engine room to help in preparing the engine to tloeuan The oiler

B went down to the engine room and conducted the routine checks upon the instruction of
the second engineer artfieh paralleled the generators. The main engine started following

the arrival of the chief engineer to the engine room at about 07:00.

On the other hand, LADY AZIZA started to prepare at 06:30 to leave Ravenna port. The
harbor pilot who would guide theighfor the maroeuver of leaving Ravenna port and exit

2 Barite mineral has a specific gravity which varies betwe8%,6 and %82 0 of t he worl ddés ba
production is used in boring sector



out of thebreakwatemboarded at 07:20 and then about one hour navigation in the channel

was started.

During radio call between theilot Statonand t he mast e rPilob$tatidB¥ KBE L ,
shared thenformation of another ship leaving the port and asked the master to ingave

the anchor up to 2 shacklend wait for further notices from them. Thereupon, the master
gave instructions to the crew waiting at the forecastle to get 5sb8kles against he
possibility of anchor dragging due to the storm effective in the region. The crew raised 5
shackls from the sea with no difficulty and started to wait with the 3kdhckleat
theanchor windlass. While the notice of acceptance was awaited, the shg s&ad the

crew to the forecastle not to cause them to be influenced from the sprinkles of the sea due
to the storm and sent the officers to the bridge to the dining hall to take their breakfast. He
asked his breakfast to the bridge. The second offiest Wwack to the bridge as soon as
finished his breakfast and the chief officer followed withif Binutes. ThéPilot Station

called the ship about half an hour after the last communication and asked them toimheave

the anchor and proceed to the pilotbamkation station.

Heaving anchor, G¥KBEL started to navigate
about 08:01. Meanwhile, while two of the crew heaving the anchor at the forecastle
prepared to let both anchors go against the possibility of usingge tire the port
maroeuvers, another seaman returned to stern of the ship to prepare the pilot ladder. When

the crews at the forecastle were taking out the ropes for the preparation of berthing
maroeuver, the chief officer ordered them to go back to accaatan. The crew

returned to their accommodation from the portside due to the reason that the sprinkles

formed by the waves arrived from the starboard.

Meanwhile, LADY AZIZA completed its navigation in the channel and the pilot
disembarked at 08:20 The pilot informed the master of LADY AZIZA before he
disembarked that two ships were proceeding towards to pilot embarkation station.
Following the disembarkation of the pilot, LADY AZIZA went out of the port breakwater
at 08:24:12.

% Deck Log Book Records of the Ship



Figure 2: Radar Image from VDR Records of LADY AZIZA

Navigating towards to pilot embarkation st eé
heading of the ship just before the console which contains the navigation instruments at the
portside of the bridge andt the same time, follows the position of ship from the laptop
computer in front of him. The chief officer monitors the movement of the other ships in the

radar and the second officer was at steering. There was no additional person for watch at

the bridep.

4 meter high waves formed by the storm are acting from starboard stern quarter of the ship
in the region where 6 force wind as per Buford Wind Scale is effective. Poor visibility due
to the reason that the region got rain mixed with snow and was fogdg the already

difficult navigation more difficult.

1.2.2 The Accident

A pilot who provided guidance service to another ship which was departing the port called
G¥KBEL at 08:23:20 from VHF which was proc
course286 towards topilot embarkation station The pi | ot told G¥KB
(dragged) towards the South, there was two more ships were departing the port and asked
the master to pass these ships red to red (port to port) and change his course more towards
st arboard. Thereupon, G¥KBEL changed its <co

to proceed with courses varying between 293 and 297.

1C



LADY AZI ZA was noticed first by the crew of
forecastle line of the portsidedar as a radar echo which darted in and out. This echo was

considered by the chief officer as that it might belong to a pilot boat.

B VDR Explorer - Configuration (FILE: IMO_8917716_Incidentlvee] — T—
File View Tools Options Mode Monitor Windows Help Ownship Details =
= | e | | | B || @ | vesselinto: [Vessel name - | LeD azize
A Description Data e
R (= MMST 312310000
07:32:00 || Track... I« »l | + Goto e At track end:
. e AEEEE MO no. 8917716
| [sos «|| o6:14:38 277122014 | ] (1| [ [PM] [stop E LADY AZIZA
Track 1 1Day, 14Hours,35Mn,34 [ Callion VAL
b Conning | £55 Serial Stetus | fig VDR Status | 415 LAT A°296.26°N
. - gl | Lon 12°20°42.78"
AlS Display — nm —_ Bearing : 86.3° 50G 12. 2060t
Scale: Range : 1.53nm coG 92.0°
HDG 80.0°
AU / " ROT 720.0%jmin R
/0.400nm Status 5: Moored
Type 70: Cargo ships: All ships of this type
Destination RAVENNA
| is Target Details - MMSI 271042598 (Ship) (=]
Description Data o

MMSI 271042598

MO na. 9605712

Name GOKBEL

Callsign TCZY4

LAT 44°29'98.83° N
LON 12°27'59.39"E
506 4.00knt

coG 282.0°

HDG 298.0°

ROT 0.0%fmin R
Status 0: Under way using engine
Type .-
Destination RAVENNA/ ITALY
ETA 27/DEC 03:00
Length 87m

Beam 13m

Settings Device 1: GPS

B — Draught 4.3m
Vet =
Callsign Range | Iﬂl VendorID (Class B °CS7)  ----

Altitude (Aircraft) I il
«

Figure 3: Positionsof Both Ships at 08.32 (VDRIS)

The chief officer piloted the displayed echo from the radar, ifilshtfrom the automatic
identification system that the echo bel ong:s
bearing, and again came to the portside radar to evaluate the condition of the crossing of

his ship. As stated by the second officer, seeing blo#ht ships was proceeding in a

collision course the chief officer informed the master about the critical condition and

called LADY AZIZA through VHFDSC wireless telephone device (VA u t coul dné
get a response to his calls.

*Theredos ndt exist a record in the VHF voice records ot
stated to be made. However, VHF talks with the ships navigating in the vicinity of the accident scene
following the accident are not present too. In thisecdsis assessed that the VHF channel on which
G¥KBEL <called LADY AZI ZA and the channel used by t|
same and the talks over this channel are not recorded.

11



Precollision incidentswee entered to bridge I og book re
chief officer at the forecastle at 08:35 noticed the master at the bridge that there was a ship
at the fore and the ship master turned the

Picture 5 Deck LogBook Record of LADY AZIZA

Upon observing on the radar that LADY AZIZA was coming on with a speed of 12
nautical mile at the collisiorcourse t he master of G¥KBEL gave
command to avoid the collision. When it started to take its coursartmsard at 08:36:12,

its course was 289. Meanwhile, tRéot Stationca |l | ed G¥KBEL andandasked
speed and G¥KBEL r espondceudse297hThdreupon, tleilctpeed v
Statongave full ahead command t od GhipkBBdek ofand C
G¥KBEL coul dndét obtain the wished turning
and went to the helm and turned it hard to starboard and tried to warn the other ship with

an audio sign with the hotnBut the coursehanges were natufficient to avoid the
collision and the ships collided at 08: 37:5
was 326 and speed 3,9 nautical miles and LADY AZIZA course was 089 and speed 12,3

nautical miles.

® Statement of thpersonnel

12
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Figure 7: Courses and Speeds of the Ships at thedht of Collision (VDRIS)

At the collision location where visibility was very low due to fog, the lights of LADY

AZl ZA could only be seen by the personnel
Immediately after the collision, the master and chieiceffstated from VHF Channel 11

( Rav e n n RilotBt@ation cédnsmunication channel) at 08:36:41 that a ship collided
them and made help me call (MAYDAY) from VHF Channel 16 at 08:38#@anwhile,

the second officer called for help over InmaiGatlevice When the second officer went

down to his cabin to get the document bag of the ship upon the directive of the master, he
saw that the ship started to listwards portside. As soon as he got back to the bridge, the
second officer put on one of the lifecets present at the bridge against the danger of

sinking of the ship.

"There is a discrepancy between the time record¥éiBtchannel 16 and the times recorded at VDR and
VHF channel 11. +2 minutes are added to the time recorded at VHF Channel 16 in order to synchronize the
hours.



In the meantime, the engine room personnel who met the request of full ahead from the
bridge about 5 seconds before the collision fell down with the impact of collision. At the

same mment, the power of the ship was interrupted and emergency lighting stepped in
immediately afterwards. When oiler B stood up, the chief engineer directed him to check

the generators. The chief engineer and the other engine room personnel observed that
steamwas coming out of the main engine and the chief engineer promptly stopped the
auxiliary engines and the main engine. The engine room personnel thought that the ship
collided the dock during berthing maeuver but they went out from the engine room to

unde st and what happened. While the personnel
any incident of flooding.

The crew who were waiting the instruction of port berthing oeamer at the mess room

fell from the seats to the floor of the hall with a sevewenp at the moment of collision.

The shocked crew-2 minutes after the collision went out to portside door entrance to
understand what happened. At that moment, the engine room personnel joined them. The
personnel at the portside door entrance gangwaythsatanother ship had collided their

ship from the aft corner of the portside hold number 2. According to the observation of a
seaman, forecastle of the LADY AZIZA entered about320 cm i nto G¥KBEL.
about 1 minute following the arrival of the pemsa e | of G¥KBEL at the g
personnel of colliding LADY AZIZA came to the forecastle to check the damage to their

ship. After checking the damage, the personnel of LADY AZIZA left the forecastle and

then LADY AZIZA moved astern and was sepadatef r om G¥ KBEL .

The crew going to the bridgeushed to their cabins upon hearing the loud call of a
personnel coming down the bridge Afwe are
jackets and immersion suits and went up to the bridge. Onlpensennel first went to the

muster point, then to the bridge when he saw no one there. The chief engineer was the last
one to go up the bridge. When the chief engineer saw the other ship, the other ship was
separated from G¥KBEL aadiktancehoté 10@ metes betwaeenp r o X
the ships. The ship master expressed the
collided, apparently we are sinkingo. Il n a

collected his life jacket and agaimtgback up to the bridge. All 11 personnel on board
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gathered at the bridge, put on their life jackets and started to wait the instructions of the
master. Meanwhile, VHF talks of the chief officer and the ship master continued. When the
master instructed ehcrew to lower the life rafts to the sea in the scope of preparation of
abandoning the ship, the first floor of the accommodation of the ship waedand the

ship started to lisportside. When the crew went to lower the life raft at the portside, a
wave took that life raft away. When they went to the starboard to lower the starboard life
raft, athough they were able to unfasterhe r ope of the | ife raft
life raft to the sea due thié¢ reason that the ship was Iéte portsile and they returned to

the bridge.

Meanwhile, LADY AZIZA provided contact with thPilot Stationat 08:41:23 and gave
information that they collided with another ship due to fog. Then, the following dialogues
were realized between tiielot StationandLADY AZIZA,

08:43:43 LADY AZIZA Yes, Another vessel needs to rescue, another vessel n
rescue

08:43:58 PILOT Are you able to proceed back to tR#ot Stationto pick up
the Pilot?

08:44:05 LADY AZIZA But during fog, | cannot proceed but other \ee$s é

LADY AZIZA called théPilot Stationa t 08: 50: 36 and 08:5

response to its call.

08:51:18 LADY AZIZA Yes | ask you few rear other vessel rescue and safe ther

08:51:19 PILOT Yes captain also for you maintain the calm. All sleevices
at you full speed at owner

08:51:27 LADY AZIZA Ok ok but other vessel is sinking better them

08:51:29 PILOT Of course captain we are approaching to them

08:56:45 L ADY A Z Ravenna Pilot, LADY AZIZA, is Tug going out for ot
vessel

08:56:49 PILOT Yes four tug coming out at full speed
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G¥ KBEL p the last ecbetatt with thBilot Stationover VHF at 08:51:10 and with
the Ravenna MaritimeAuthority at 0853:23. Calls from the Port Au
at 08:57:43 were not replied.

1.2.3 Abandon Ship

The master of G¥KBEL gave the instruction
deck log book as the sinking time of the ship and gave the abaedbm@mmand -3

minutes after this instruction. The ship master wanted the second officer to get the deck log
book and the bag which contained the passports and seaman books of the personnel. When
the ship master ordered to abandon from starboard bridgethe ship which was rapidly

going down from the stern, the sea water had a distance3omgters to reach the
starboard bridge wing. The personnel going on the starboard bridge wing altogether started
to jump into the sea when the sea was 2 meters thenstarboard bridge wing. Although

the ship crew had the immersion suit with them when they went to the bridge, they
abandoned the ship without putting them on either because of there was no time left or in
the panic of that moment. A certain sequenceneddollowed in the abandonment and the

last three personnel who abandoned the ship are the master, seaman and second officer,
respectivel y. Last abandoning the ship, th

and jumped into the sea from the lggdwving when the distance to the sea was 1 meter.

The accident victims had difficulty to move in the water and maintain their consciousness
due to the reason that the weather and sea water was cold. A great part of the accident
victims who abandoned ttship gathered around a life buoy in a distance of approximately

50 meters to the sinking ship (Chief Engineer, Chief Officer, Seaman A, Oiler A, Second
Engineer, Seaman B). Oiler B was just out of this circle, Seaman C and Cook near the
unopened life raftthe second officer rather separate from the others. The master was last

seen by Oiler B nearby the ship, but then disappeared.

89 There is a discrepandetween the time recorded\&tF channel 16 and the times recorded at VDR and
VHF channel 11. +2 minutes are added to the time recorded at VHF Channel 16 in order to synchronize the
hours.
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Cook and
Seamen C

O Seven Crew

O Second Officer

O Master

Figure 8'% Positions of the Accident Victims after the Accident

Compared to the Ship

The second dicer who had seen the ship master 2 times in short time intervals after

jumping into the se

a tried to

reach

t he

gat

to waves and wind. In his terms, he was backed by the waves and started to wait to be

rescwed.

Oiler B crossed the master that he was nearby the ship immediately after jumping into the

sea. He saw seaman C and cook holding to the life raft in a little while. Oiler B tried to go

near these personnel first, but later on he saw a great pale gbersonnel holding

altogether to a life buoy in approximately 50 meters distance, he started to swim towards

them while swimming towards the other personnel, he heard the help call of the chief

engineer swayed with the waves and wind. He reached t@tio@d engineer who stayed

on his back on water and delivered him near the other personnel by holding from his

clothes. It is stated in the interview made with the chief engineer that the life jackets of all

the personnel gathered around the life buoy wepured. When oiler B and second

engineer reached to the gathered ship crew, only the fore of ship was seen. Oiler B asked

the chief officer the distance to the land and upon getting the reply that it was too far to

1 Drawn According to Statements of The Accident Victims.
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swim, he started to wait with them bstayed out of the circle. While the dense fog
effective in the region continued, seeing that seaman C inflated the life raft abel®@00
meters ahead of them, the chief engineer asked seaman B to lead everyone to the life raft

by holding the rope of thie buoy.

Indicating that he could reach the painter line of the inflatable life raft at approximately 1

hour after the ship sank, seaman C first tried to activate the inflating system by pulling the
painter line of the life raft-3 times but he coulint succeed. When he colu
inflating system of the life raft, he climbed on the life raft and attempted to activate the
system of inflating the life raft towards the inside of water. His effort continued for about

1,5 hours, as he expressemd at last he succeeded to inflate the life raft. While the
seaman tried to activate the inflating system of the life raft, his life jacket got out in some
time. When the I|Iife raft was inflated, the

succed.

Meanwhile, seeing that seaman C inflated the life raft, the gathered personnel shouted but
they coul dnot get any reply. Oil er B start
although at some stage his foot was tangled to a thin life buoy, gedtio swim by

freeing his foot. Oiler B swam approximately 3080 meters and reached the life raft and

succeeded to get into it.

Then oiler B helped the cook who asked for help and succeeded to take him in the life raft
with body and one foot in (%90Pne foot of the cook was left outside due to the reason

that his foot was tangled to the thin life buoy. Oiler B tried to free the foot of the head cook
from the rope but he couldnét succeed. The
the life raft. Meanwhile, visibility increased to 150 meters. 3 persons going on the life

raft were tired such much that they coul dn
because they were left in the cold water for a time period of about 2 hours and they

coninuously swallowed water and vomited in the sea.

1.2.4 Search and Rescue Operation

I n order to rescue the crew of G¥KBEL, pil

Sirotti (Picture 8) and the tugboats named Eduardo Primo(Picture 9), Eduardo Junior
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(Picture 10), Francesco Paolo (Picture 11) departed from Ravenna port. The assigned 3
tugboats and 1 mooring boat departed from the port at about betweer08&85and

exited from the breakwater at about 09:00. Since the pilot boat Eba participatimg in t
search and r es c uelhedyanatia tdentficatiod $ydtemd($) scita v e

search and rescue operations could not be followed fromTthee Voyage Data
Recordel(VDR) records of LADY AZIZA

Picture 8: TERZO SIROTTI

Picture 10: FRANCESCO PAOLO

Picture 11:EDUARDO PRKMO
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Figure 9: Tugboatsand Mooring Boat Exiting Ravenna Breakwater (VBFS)

The following communications between the pilot boat Eba whichriéieched the accident

scene and thRavenna Maritime\uthority'",

Pilot Boat 09:01:23 | am at the pilot boat in the region, visibility maximum 10 meters.
Pilot Boat  09:06:51 The ship sank except fore.

Ravenna Maritiméuthority 09:06:58Can you rescue ecrew?

Pilot Boat  09:07:03 | can see no one.

Pilot Boat  09:08:23 Final status: visibility 10 meters, waves 2 meters, stern of the ship

under water.

! Communicationbetwee pilot boatand Ravenna MaritimeAuthority via VHF channell1
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Picture 12: Arrival of pilot Boat Eba at The Accident Scene

Pilot boat Eba first found the second officer among the accident victims in the sea and
rescued him. The second officer guessed the time of beitigeisea as 25 minutes and

recognized that this time was about 1,5 hours when he looked at his watch.

3 tugboats and 1 mooring boat which participated in the search and rescue operation
arrived at the incident scene at about 09:20 and started thé searcescue by reducing

their speeds?
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Figure 10: Tugboatsand Mooring Boat Arriving at the Incidence Scene (VAIR)

12\/DR Records of LADY AZIZA
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After rescuing the second officer from the sea, the pilot boat searched the other accident
victims for about 30 minutes. Whehe pilot boat found 6 accident victims gathered in the

sea, it threw life buoy to them. Seaman B caught the life buoy and they went ngiéotthe

boat, one hand on the life buoy which the personnel collectively held and the other hand on

the thrown lie buoy. As expressed by the chief engineer, the condition of oiler A and
second engineer was bad when the pilot boe
accident victims held on the ropes of the pilot boat at the portside. The personnel of the

pilot boat first took seaman B, and then the chief engineer and oiler A to the pilot boat
respectively. The personnel of the pilot boat first tried to take the accident victims on board

who cooperated with them with their hands and feet. The chief engineer anansBa

went down together to the lower deck of the pilot boat and wrapped to an existing nylon
cover. Then the chief engineer fainted. On the other hand, oiler A lost his life in the arms

of the second officer before going to the coast. As stated by tsiemud the pilot boat,

despite their efforts to take out the other accident victims from the sea afterwards, the
personnel who didnot have | ife jJjackets sar
coul dndét appear agai n. RavendaMarBirBe ARtioritand he pi |
gave the information that they had taken from the sea 4 persons in bad conditions, the
accident victims suffered hypother mia, t he)
rough sea. In the meantime, the pilot boab a&scaped from sinking. Then the personnel of

the pilot boat tried to transfer the accident victims to the approaching Eduardo Primo and
Francesco Paolo tugboat s, but they coul dno
boat and headed towards thertp&Vhen the tugboats entered from breakwater the time
wasl12:37.

Mooring boat Terzo Sirotti found seaman C, oiler B and cook abcdblfinutes after
they got on the life raft. The oiler who adjusted the timing between the mooring boat and
life raft moving on the waves jumped to the mooring boat. The mooring boat tried to get

seaman C for a time but was not successful.

Accident victim seaman C was rescued by the tugboat personnel and taken on the tugboat.

As stated by seaman C, the tugboat personmal td rescue the head cook for 45 minutes
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and left to go to the coast when the accident victim started to doze off. While search and
rescue activities continued in the region, mooring boat Terzo Sirotti entered from the
breakwater at 13:36 accompanied bguirdo Junior tugboat which participated in the

search and rescue activities

In addition, Vos Hestia (Picture 13) and levoli Black (Picture 14), offshore supply vessels
(Picture 15), participated in the search and rescue works at about 11:50, Wote(Pxtu

personnel carrier, which left the breakwater at about 12:10, Francesco Paolo tugboat which

left the breakwater at about 14:08, offshore supply vessel Puma Primo which left the
breakwateat about 14:23.

e Picture 14:Offshore Supply Vessels

Picture 13:Offshore uIy Vessels vosT EVOLI BLACK

HESTIA

Picture 16:Offshore Supply Vessels
PUMA PRIMO

From the ships participating in the search and rescue works, offshppty vessel Vos
Hestia terminated the search and rescue activities of the first day by entering from the
breakwater at 16:03, personnel carrier Wolf at 16:28, Francesco Paolo tugboat at 17:38,
Puma Primo at 19:17, offshore supply vessel levoli Blagbatt 22:00.
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5 crew members of G¥KBEL who were saved al.
Chief Engineer, Seaman B, Seaman C, Oiler B) and 1 crew member who lost his life on the
pilot boat after saved alive (Oiler A) were taken to the hospitah wie ambulances

waiting at the port. The accident victims who were treated in time periods varying between

1 to 5 days were discharged from the hospital and sent to Turkey after their treatment was

completed.

Picture 17: The Accident Victims to Picture 18: The Accident Victims
TakenThe Coast Taken to The Coast

Taken to The Coast Taken to The Coast

Of the personnel of G¥KBEL | ost laseamanfAe s e a,
were found aboutl20 miles off the Ravenna port while the cook was found off Ancona

port (160 miles south of Ravenna port). The corpse of the lost second engineer was found

on May 24, 2015 at a coast nearby Ancona port. No information abothigfeofficer lost

in the accident was obtained by the date of completion of the accident report.
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1.3 DAMAGE

1.3.1 Damage to G¥KBEL and Environment al Po

While the deck and accommodation of G¥KBEL
close theaft quarter of the portside hold numl&rit was damaged in the board at a section

near to the engine room bulkhead under the water level at portside hold number 2.

Picture22 Wr eck Removal of G¥KBEL

Picture 22: TakingG ¥ K B E L of theSea
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The ship started flooding due to the damages and it sank due to loss of stability. None of
the ship personnel was injured during the collision. However, after the abandonment, one

of the ship personnel was lost and & of four were found in the sea. One of six
accident victims who were rescued alive from the accident lost his life after being saved.
After the collision, any environment al p o

reported.

1.3.2 Damage to LADY AZIZA and Pollution

Two very close breakdowns happened on the forecastle over waterline of LADY AZIZA.
None of the personnel of the ship was injured in the collision. After the collision, any

environmental pollution originating from LADY AZIZA was not repatte

RN Y @8 20 S0 S0 a0 e s,

Picture 23:Damage on LADY AZIZA Aft€ollision
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1.4 G¥KBEL

1.4.1 Safety Management Certificate (SMC) and Documentation of Compliance
(DOC) of G¥KBEL

Safety Management Certificate was issued by Turkish Lloyd on 29.(2.204 t Kstanbu
Turkey. Interim survey is scheduled for SMC certificate between second and third

anniversaries.

A technical norcompliance was not encountered in the report of technical audit performed
by DPA®at G¥KBEL on 20.11.2014.

1.4.2Key Personneb f G¥ KBEL

1.4.2.1 Master

Master was 42 years old and had a certificate of competency qualified him as master in the
ships up to 3000 GRT (Standards of Training, Certification and Watchkefeping
Seafarers 1l/2). He had been a master since 2009.ddetlve master of 5 different ships
before G¥KBEL which4y@0i PWTbetHwesn aBb68 at
master on 19.11.2014.

1.4.2.2 Chief Officer

First officer was 59 years old and had a certificate of competency qualified as first officer

in the ships up to 3000 GRT (Standards of Training, Certification and Watchkdeping
Seafarers 11/ 2. He served in G¥KBEL as fir:
at G¥KBEL as first officer on 09.09.2014.

1.4.2.3 The Second Officer

The seond officer was 22 years old and had a certificate of competency qualified as
second officer in the ships up to 3000 GRT (Standards of Training, Certification and

Watchkeepindor Seafarers 11/2. The first ship which the second officer served is

13 DPA :Designated Person Ashore
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G ¥ K B E Ler schiodl probations and attended the ship 39 days before the accident
(19.11.2014).

1.4.3 Watchkeeping Routine

Watchkeeping routine alters to watchkeeping arrangements in port following the anchoring
of G¥KBEL. Anchor wat c lomea jushasée nadgation watichedh wa't

against the possibility of stormy weather and anchor dragging of the ship.
Navigation watch;

24:0004:00 and 12:006:00 Watchkeeping Officer + Seaman

04:00:08:00 and 16:0@0:00 Chief Officer + Seaman

20:0024:00 and)8:00-12:00 Ship Master + Seaman

1.4.4 Instructions for Navigation Watch

I n handbook of Safe Management System of ¢

Kti ., the instructions concerning Aitkri dge
7.1. 1, ANavigation in Heavy Weathero under
Visibilityd under sub title 7.1.5 of part 7
Master instructions of G¥KBEL c ogsiblesincei ng t |

the ship has sunk.

1.4.5 Charts, Radars, AIS Device and VDR

British Admiralty nautical charts are used in the ship and 1445 Ravenna port chart and
1467 Ravenna Port approach chart was available on boare @kist 2 X Band ARPA
radars at starboard and portside of the bridge. The personnel expressed that both radars

were operated in Nortblp position at the moment of accident. The chief officer was

4 Automatic Radar Plotting Aid
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operating the portside radar to avoid collisions and deternthe existence of the

surrounding ships.

The second officer put thecation where the harbor pilot would embark and disembark

the shipon the chart together with itSlobal Positioning Systerf(GPS).Since GPS and

radars are interconnected, tbeationwhere the harbor pilot would embark and disembark

the ship may also be seen on the radar screencdimsef ol | owed i n G¥KBEL
d o e s n OElectran& ehart display and information systé@eCDIS) is further followed

by the ship master on the lap top computer used at the bridge and to which the chart
program is downloaded besides the navigation charts used in the ship

There exists AIS device on the ship and it was tested on 07.08.2014 antedted to be

in good condition.

Bridge conversation, main engine commands, radar information and the information from

the other related devices on the ship are recorded in Voyage Data Recorder (VDR)
according to International Convention for the Safetyité At Sea, 1974 (SOLAS 74) part

V which amended by A.861(20) of IMO enforced on July 1, 2002. According to the A.861

(20), the cruise ships and ships other than the cruise ships over 3000 tons and more which

are built on July 1, 2002 and later shallrcgr VDR. G¥KBEL was not r .
VDR because it was 2126 GT.

1.4.6 Life Saving Equipment and Their Arrangement On Board

19 | mmersion suit, 19 | ife jackets and 2
personal life saving equipment was chetks the authorized firm on 08.08.2014 and a

certificate was issued upon determining that they were in good condition.

The life rafts on board are produced in May 2008. The life rafts were examined / tested by

the authorized maintenance firm on 08.08428hd a document of compliance was issued.

According to Internationabafety Management Cod8) documents, it is understood
that the personal life saving equipment and the life rafts and rigging of the life rafts on

board were checked in monthly pettoby the chief officer. Personal life saving equipment
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and the life rafts and rigging of the life rafts were checked last on 04.11.2014 and they
were determined to be in good condition and this was entered to ISM documents.

Rescue boat davit was testen 21.11.2014 and it was determined suitable for use as the
result of the performed test and a certificate was issued. The materials within was checked
on 12.11.2014 and the engine and lowering mechanisms were checked on 24.11.2014 and
entered to ISM docuemnts. The location of the Rescue Boat, Life Rafts and Personal Life

Saving Equipment on board of G¥KBEL are sho

LIFE RAFT (Capacity 20 Persons)
CAN SALI (20 Kisilik)

A
% 2
B
SRl
RESCUE BOAT . "
(For 5 Sitting and 1 Lying) P T ” ¢
KURTARMA BOTU : "m

(5 Kisi Oturabilir, 1Kisi Yatabilir)

o BT
LIFE RAFT (Capacity 20 Persons)

CAN SALI (20 Kisilik)

Figurell:Locati on of Rescue Boat and Life Rafts
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Figure 12: Location of Personal Life Saving Egume nt on G¥KBEL

1.4.7Drills ;

It is understood from ISM records thdtills were conducted as planned within 2014
calendar year. Accordi ng t dills wSevicondustedo r d s ,
within two months previous to the sinking of the shipsFmuster drill was conducted on
19.11.2014at10601: 30 upon the replacement-7)olh %90 ¢
the drill, the personnel was gathered in the personnel hall, their muster cards are checked,
place of the life rafts was pointed, thescae boat was operated by lowering to the sea and

taking back to its place.

The second AAbandonment 0 muster dri || was
personnel on 21.11.2014 at 13:18:45 as planned in 2014 calendar year. In the drill, the
personel gathered in the muster point upon the given alarm, the materials and muster
cards which the personnel shall bring along during the abandonment, the rescue boat was

operated by lowering to the sea and taking back to its place (ANBJEX
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1.5 LADY AZIZ A

Master, chief officer and second officer of LADY AZIZA are of Syrian nationality. In the
ship berthed at Ravenna port after the accident for investigation, all personnel except the
master left the ship. The request for performing an investigation in LARIZA berthed

in a private dock in Ravenna port of Italy and interviewing the ship master was forwarded
to Ravenna Maritime AuthorityThe authorities forwarded this request to the attorney of
the ship, but this r eque sns, the mfermaiidn relateccte pt e d .
LADY AZIZA ship has become limited to the primary information obtained after the
accident by the Italian Accident Investigation Unit.

W fgscscneenc
i '"m.!||r|||||||l|||um.,...1.

Picture 24:LADY AZIZA Berthed in A Private Dock in Ravenna Port

1.5.1 Safety Mamagement Certificate (SMC) and Documentation of Compliance

(DOC)

Interim Safety Management Certificate (ISMC) of the ship was issued on 18.10.2014 by
Dromon Bureau of Shipping in Rotterdam / Netherlands. As the result of the audit
conducted in the ship oh7.10.2014 by Dromon Bureau of Shipping; it was determined
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A

t hat the crew didnot have | abor contracts

(I SM) and 3 mont hso t i-complawee.s gi ven to cl ose

1.5.2 Navigation Watch Routine

It is seerfrom the records of the seaman rest hours that the watch order of the personnel of
LADY AZIZA varied according to if the ship master keeps navigation watch. The watch

order established after ' bf December was as follows.

December 11' December 18
24:00-06:00 and 12:0A.8:00 Chief Officer
06:00:12:00 and 18:0@4:00 Second officer

Decemberl9 December 23

24:0004:00 and 12:006:00 Second officer
04:0008:00 and 16:0@0:00 Chief Officer
08:0012:00 and 20:0@4:00 Master

December 24
24:00:06:00and 12:0018:00 Second officer
06:00-12:00 and 18:0@4:00 Chief Officer

December 25
24:00-10:00 Second officer
06:00-12:00 Chief Officer

December 2627
07:0016:00 Second officer
07:0016:00 Chief Officer
08:0017:00 Master

December 28
07:0016:00Second officer



1.5.3 Navigation Charts, Radars, AlS Device and VDR

Paper nautical chartsBitish Admiralty (BA) Nautical Char}3 are used in the ship. It is
understood from the photos taken in the ship after th&lemcthat chart no BA 204
(Sedmovrace to Trieste and Ravenna to Venezia) was used in the ship.

Picture 25:BA 204 Navigation Chart Used in LADY AZIZA

There were 2 radars at starboard and portside of the censabfathie bridge of LADY
AZlI ZA. These radars are X band and S band,

feature (feature of plotting a selected target / following the target).

1
A

Picture 26:View fromtheBridge of LADY AZIZA
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According b VDR records of LADY AZIZA, one of the radars is operated in course above
position. Again according to VDR records,
of LADY AZIZA from 08:32:41. In this meantime, there was 1,44 miles distance between
G ¥ K B E ld LADY AZIZA. Starting from this point, it is understood that the range of
one of the radars of LADY AZIZA was adjusted to 1.5 miles.

UTC TIME 07:32:41 HEADING
a0° 50° 0% 70°
UTC DATE 28122014 . 80°

90
QUALITY IND. GPS ° 57°

VD:.2 345678 07:32:42

=Y

Figure 13: Radar Viewof LADYA Z K @BR-AIS)

There was AIS device on the ship and it was tested on 071882 documented to be in

good condition.

3828 GT LADY AZIZA had VDR in accordance #.861(20) of IMO which is enforced

on July 1, 2002 After the accident, VDR records of LADY AZIZA were taken and the
photos of VDR units were taken. It is seen in thwtps that VDR device of LADY
AZIZA gave error warning and VDR battery expiry date passed. But it was observed from
VDR records taken from the ship that VDR records were healthily kept before and after the

accident.
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Foll batters 118

i + prezent

PURGE ERROR
AVE
G-MULTIPLE SAVES
Y-ONE SAVE LEFT
R-DISK FULL

PRESS BOTH

E3COLLISION PRESS BOTH SAVE BUTTCQ‘

Picture 27:VDR Panel of LADYAZIZA

(S)VDR SURVEYED BY

0 ) - . . . TE- i Lt
Phone: +32-3-320 99 60 Fax + 32-3-320996
e-mail: service belgium@imtechmarnne com

APT tested by | » AR Devis
APT DATE | 2é€ 7 ¢ 2272

LI

BATTERY X
EXPIRY DATE :
BEACON [[ca/2=74

EXPIRY DATE

Picture 28:VDR Battery of LADY AZIZA
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PART 27 ANALYSIS

2.1
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its anchor and started at 08:01 to kbeation wherehe pilot would embark. It changed its

course at 08:25 from 285 to 295 by observing the advice of the pilot at 08:22:20 who

guided another ship exiting the pamd continued to proceed towards the port entrance

until 08:36:06 in the course range of 282300. When it startechareuveringat 08:36:12

to avoi

d

col

sion Wwi

t h

miles. Itscoursewas 310 and speed 4ndutical miles at 08:37:41 when it warned LADY

AZl ZA

Wi

t h

t he

s hrsepvias 326 and speed MEutical imbdes at o u

08:37:58 when it collided with LADY AZIZA.

Figure 14:CourseFo | | owe d

When thecoursef o | |

owed

by

by

Position DT: 28

| MMSL: 271042598
* Name: GOKBEL

Dec

2014 07:01:45 UTC

44730 .5000N

i
1

+
4

G¥KBEL

447300000}
{

|
{

. i
44°29 4000

G ¥ KlBe&ving wgeinchor to the gomént ad m

colliding with LADY AZIZA is examinal, two changes are seen in its course. First one is

taking itscourseto 10 degrees starboard by observing the adviidbe pilot who guided

another ship exiting the port and the second is taking its course to 37 degrees starboard in

the scope of the maauver of avoiding collision with LADY AZIZAB u t

when

startedthe mameuver of avoiding collision, there was distance of Opa@itical mile

3¢

t

he

LADY AZI| Z Adauticalour s e

G¥KBE



bet ween the ships. This distance has not b
maroeuver of avoiding allision. As a matter of fact, the collision has occurred in 1 minute

46 seconds following the start miaroeuver of avoiding collision

W VDR Explorer - Configuration (FILE: IMO_8917716 Incidentlvee) e - T B —E5
File View Tools Options Mode Monitor Windows Help
| -3 | | ¢ | i | | | | [X] | Wessel info: |Vessa| name v| LADY AZIZA
2871272014 Ownship Details @
(W] o] | (][] [ 3] [oom ]| 5003
zn 50:13 -
Description Data i
Track1  1Day,14Hours,35Min,34  [«] Iwm'”—'l 06:14:38 27/12{2014 IEI M) (] M) |ston MMST 312310000
IMO no. 8917716
& Corring z?ﬁ Serial Status nﬁg VDR Status | A5 Name LADY AZIZA
AIS Display _——1000nm —_ Bearing : Callsign W3UL
Scale: g Range : LAT 44°29'55,38°N
LoN 12°21'43.92°E 3
1.000nm e AT 506 12.80knt [
/0.200nm ; oG 93.0%
HDG 88.0°
ROT 0.0%fmin R
Status 5: Moored
Type 70: Cargo ships: All ships of this type
Ais Target Details - MMSI 271042598 (Ship) @ I
Description Data i
MMSI 271042593
IMO no. 9605712
Name GOKBEL
Callsign TCZY4
LAT 44°29'52.97°N
LON 12%27'36.52"E
50G 4, 10knt
CoG 280.3% =
HDG 289.0°
ROT -720.0%/min R
Status 0: Under way using engine
Type ----
T 0.800 nm — Destination RAVENNA/ ITALY
g ETA 27/DEC 09:00
- i Length 87m
T 1.000 nm —— Beai 13m
Device 1: GP3
abel MMSI Mame Callsign Range Bearing 98 Targets e Draught 4.3m
I O A N sy
AS u _ VendorID (Class 8 "CS")  ----
Altitude (Aircraft) —--- -
] T 3
4 Close
Connected to: FILE: IMO_8917716_Incidentl,

Figure 15: Position of Each Ship Opposite to the Other at 08:3§MR2R-AIS)
2.1.1 Assessment of Collision Danger

Pior to the collision, while the ship mast e
same time he follows the position of the ship from the lap top computer in front of him.

The chief officer follows on the portside radar the movements of the shipkein
surroundings and the second officer was at the helm. There is not a further watchkeeper on

the bridge. LADY AZIZA was first determined at about 08:32 on the portside radar and
piloted on the radar and it is learned from AIS device that the echo bdmnigsDY

AZIZA.
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Existence of the collision danger is noticed by the chief officer to the ship master and, at

the same time, an announcement is made to LADY AZIZA over VHF. Not getting a
response from LADY AZI ZA, G¥ KB EdLat 08:86alR.t s t o
Ship master couldndét obtain the wished turr
and went to the rudder and turned it hard to starboard and tried to warn the other ship with

the shipdbs horn.

The expressiodso ( b ) . Pr o p e madeu of eradas bgaipment b fitted and
operational, including longange scanning to obtain early warning of risk of collision and
radar plotting or equivalent sweihcudedini ¢ ob
International Regulation for Premting Collision in Sea (COLREGS) under section |
(Conduct of vessel in any condition of visibility) regulatioh Risk of collision,
expression® (@). Any action to avoid collision shall be taken in accordance with the Rules

of this Part and shall, ifite circumstances of the case admit, be positive, made in ample
time and with due regard t o undeeregoldiegneBr vanc e
Action to avoid collision, expressiorf§d). A vessel which detects by radar alone the
presence of anotheregsel shall determine if a clegearters situation is developing

and/ or ri sk of collision exists. | f 0so, s |
undersection Il (Conduct of vessels in restricted visibility) regulation 19. Conduct of

vessel in estricted visibility,

When G¥KBEL recognized LADY AZI ZA at 08: 37
exists a distance of 1,62 miles between the ships. Examiningpthieeand speed of the

ship 15 minutes before collision (Table 1), it is seen that theoeuaer of avoiding

collision is started at 08:36:12.
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TABLE 1: COURSES, SPEEDS OF BOTH SHIPS AND THE DISTANCE
BETWEEN THEM 15 MINUTES BEFORE THE COLLISION *°

LADY AZIZA GY¥KBEL DISTANCE
HOUR BETWEEN
SHIPS
COURSE | SPEED| COURSE | SPEED

08:25:32 | 090 9,0 292 4,2 3,21
08:25:36 | 091 9,7 292 4,2 3,2
08:25:50 | 088 9,5 294 4,3 3,15
08:25:55 | 087 9,5 294 4,3 3,13
08:25:58 | 085 9,3 293 4,2 3,11
08:26:06 | 083 9,6 293 4,2 3,09
08:26:10 | 082 9,4 292 4,2 3,07
08:26:12 | 081 9,5 292 4,2 3,06
08:26:16 | 080 9,5 292 4,2 3,05
08:26:24 | 079 9,8 291 4,4 3,02
08:26:28 | 080 9,8 291 4,3 3,00
08:26:36 | 081 9,9 291 4,3 2,97
08:26:45 | 082 9,6 294 4,2 2,94
08:26:48 | 083 10,6 | 295 4,6 2,92
08:26:56 | 084 10,8 [295 4,6 2,89
08:27:04 | 083 10,7 [294 4,2 2,86
08:27:07 | 084 11,0 [293 4,4 2,84
08:27:10 | 083 11,0 [293 4,4 2,83
08:27:12 | 082 10,9 |[293 4,4 2,82
08:27:16 | 081 10,7 [293 4,4 2,81
08:27:20 | 080 105 [292 4,2 2,79
08:27:24 | 079 10,7 [ 292 4,2 2,78
08:27:27 | 080 10,7 | 292 4,2 2,77
08:27:28 | 079 10,8 [ 293 4,2 2,75
08:27:36 | 080 10,7 [293 4,2 2,73
08:27:43 [ 082 10,8 [ 295 4,2 2,70
08:27:47 | 083 10,8 [ 296 4,2 2,67
08:27:49 [ 085 10,6 | 296 4,2 2,67
08:27:53 | 087 10,7 | 296 4,2 266
08:27:55 | 089 10,7 [296 4,2 2,65
08:27:58 | 090 104 [296 4,2 2,64
08:28:02 | 093 109 [294 4,1 2,62

*Made According to VDR Records of LADY AZIZA.
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LADY AZIZA G¥KBEL DISTANCE
HOUR BETWEEN
SHIPS
COURSE | SPEED| COURSE | SPEED
08:28:03 [ 095 10,7 [ 294 4,1 2,60
08:28:09 [ 098 11,2 [ 293 4,1 2,59
08:28:13 [ 100 10,7 [ 293 4,1 2,58
08:28:22 [ 099 94 294 4,0 2,54
08:28:26 | 097 11,7 [ 294 4,0 2,53
08:28:28 [ 096 100 [ 294 4,0 2,52
08:28:30 [ 095 10,9 [ 297 4,3 2,51
08:28:34 [ 092 102 [ 297 4,3 2,49
08:28:40 | 089 9,9 298 3,8 2,47
08:28:44 | 088 105 | 298 3,8 2,45
08:28:50 | 087 102 [ 297 4,1 2,43
08:29:00 [ 088 10,6 | 296 3,9 2,38
08:29:10 [ 089 10,7 | 296 4,0 2,35
08:29:19 [ 090 10,8 [ 297 3,9 2,31
08:29:39 | 091 10,7 | 298 3,8 2,23
08:29:41 [ 090 11,1 [ 298 3,8 2,22
08:29:45 [ 091 11,4 [ 298 3,8 2,21
08:29:58 [ 092 112 [297 3,8 2,16
08:30:00 [ 091 11,2 [297 3,8 2,15
08:30:02 | 092 112 [ 297 3,8 2,13
08:30:06 | 093 11,7 [ 297 3,8 2,13
08:30:15 | 094 116 [ 297 3,8 2,09
08:30:27 | 093 11,1 [ 299 3,8 2,04
08:30:37 | 091 12,1 [298 3,8 2,00
08:30:43 | 090 11,6 [297 3,8 1,97
08:30:45 [ 089 119 [2,97 3,8 1,96
08:30:47 | 088 11,9 [297 3,8 1,96
08:30:49 | 087 116 [ 297 3,8 1,94
08:30:53 | 085 11,4 [ 297 3,8 1,92
08:30:57 | 084 11,9 [297 3,8 1,91
08:31:03 [ 082 11,9 [298 4 1,88
08:31:05 | 081 11,8 [ 298 4 187
08:31:19 | 082 11,9 [297 4 1,81
08:31:20 | 083 114 [ 297 4 1,80
08:31:28 | 085 124 [ 297 4 1,77
08:31:30 [ 086 11,7 [ 297 3,9 1,76
08:31:43 [ 085 11,8 [ 296 4 1,70
08:31:49 | 084 127 [297 3,9 1,68
08:31:53 | 083 11,8 | 297 3,9 1,66




LADY AZIZA G¥KBEL DISTANCE
HOUR BETWEEN
SHIPS
COURSE | SPEED| COURSE | SPEED
08:31:59 [ 081 12,4 [ 298 4 1,63
08:32:01 [ 080 122 [ 298 4 1,62
08:32:03 [ 079 122 [298 4 1,62
08:32:05 | 078 120 [ 298 4 1,61
08:32:07 | 077 120 [ 298 4 1,59
08:32:09 [075 121 [ 298 4 1,59
08:32:11 [ 074 11,9 [298 4 1,58
08:32:13 [ 072 120 [298 4 1,57
08:32:17 [ 070 11,7 [ 298 4 1,56
08:32:27 | 065 113 [ 297 4 1,52
08:32:29 [ 063 11,4 [ 296 4 1,50
08:32:31 [ 062 11,7 [ 296 4 1,49
08:32:32 [ 061 11,7 [ 296 4 1,49
08:32:37 | 060 111 [ 296 4 1,48
08:32:39 | 058 111|296 4,2 1,46
08:32:45 [ 057 10,9 [ 296 4,2 1,44
08:32:49 [ 056 112 [297 4,1 1,42
08:32:59 [ 057 113 [297 4,0 1,38
08:33:02 | 058 11,0 [297 4 1,37
08:33:27 | 057 115 [ 296 4,1 1,27
08:33:33 [ 058 114 [295 4,1 1,25
08:33:39 | 059 116 [ 297 4,0 1,22
08:33:41 | 060 116 [ 297 4 1,21
08:33:45 | 061 116 | 297 4 1,21
08:33:51 | 064 11,7 | 298 4,2 1,18
08:33:55 | 065 11,8 [ 298 4,2 1,17
08:33:57 | 066 116 | 298 4,2 1,16
08:33:59 | 068 116 | 299 4,2 1,14
08:34:03 | 070 11,7 | 299 4,2 1,13
08:34:05 | 071 11,8 [ 299 4,2 1,13
08:34:11 [073 11,9 [299 4,2 1,10
08:34:12 [ 074 121 [ 299 4,1 1,09
08:34:14 | 075 123 [ 299 4,1 1,08
08:34:19 | 076 11,4 [ 300 4,1 1,06
08:34:21 | 077 124|300 4.1 1,05
08:34:25 [078 11,6 | 300 4,1 1,04
08:34:26 | 079 11,8 [ 300 4,1 1,03
08:34:28 | 080 11,8 [ 298 4,0 1,02
08:34:33 | 081 11,6 | 298 4,0 1,01
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LADY AZIZA G¥KBEL DISTANCE
HOUR BETWEEN
SHIPS
COURSE | SPEED| COURSE | SPEED
08:34:36 082 12,2 298 4.0 1,00
08:34:40 084 12,1 295 4.0 0,98
08:34:44 085 12,1 295 4.0 0,96
08:34:48 086 12,1 296 4.0 0,93
08:34:54 087 12,3 296 40 0,92
08:35:05 088 12,9 297 41 0,86
08:35:22 087 12,6 297 3,9 0,78
08:35:35 088 12,7 297 41 0,73
08:35:36 087 12,0 297 4.1 0,73
08:35:43 088 12,7 296 4.1 0,69
08:35:46 087 12,4 296 4,1 0,69
08:35:55 088 11,9 295 4.1 0,64
08:36:02 087 12,7 292 4.1 0,60
08:36:04 088 12,7 292 4.1 0,60
08:36:06 087 12,6 292 4.1 0,59
08:36:12 088 12,4 289 4,1 0,56
08:36:16 087 12,5 289 4,1 0,55
08:36:19 087 12,4 291 4,2 0,52
08:36:29 088 13,2 294 40 0,48
08:36:40 088 12,2 297 4.4 0,42
08:36:50 088 12,1 299 4.0 0,38
08:37:19 088 12,4 301 4.1 0,25
08:37:28 088 12,5 304 4.1 0,20
08:37:39 088 12,2 310 44 0,16
08:37:41 | o088 13,1 310 4,4 0,15
Horn
314
08:37:46 088 12,6 Second 4.3 0,12
Horn
08:37:49 088 13,3 318 3,9 0,10
08:37:52 088 12,0 321 4.4 0,09
08:37:56 088 12,7 325 3,8 0,08
08:37:58 | 089 124 |32 3.9 0,07
collision
08:38:01 087 12,0 320 4.2 0,05




Since G¥KBEL couldnot use i1its both radars
navigation safety as specified in COLREGS/Rule 7 ande R, it was not able to
recognize LADY AZIZA in a sufficient time before collision. When it determined LADY

AZIZA definitely and realized the masuver of avoiding collision, this maauver was

not sufficient to avoid collision since it was not made isuéicient time as specified in
COLREGS/ Rul e 8. This condition shows that
the rules stated in COLREGS/Rule 7, Rule 8 and Rule 19.

2.2 Actions of LADY AZIZA Prior to Collision

Completing the discharge of its load Ravenna port, LADY AZIZA started departure
maroeuver upon the boarding of the pilot at 07:20 and disembarked the pilot at 08:10
before exiting the breakwaterhe pilot informed the master of LADY AZIZA before he
embarked that two ships were progressingaias the location where the pilot would
embark/disembark the shipeed of LADY AZIZA was 8,Gautical miles and course 090

at 08:24:13 while exiting the breakwater. It continued on courses varying in a range off
079090 until 08:28 after exiting the goits course was 100 at 08:28:13, 089 at 08:28:40
and 080 at 08:32:01. Taking its course rapidly to portside after 08:32:01, the navigation
course of the ship was 0% 08:32:39. Starting to altets courseagain to starboard,
LADY AZIZA reached to couse 080 at 08:34:28 and 088 at 08:35:05. The course of
LADY AZIZA which progressed in a range of 0889 until collision time 08:37:58 was

089 just before the collision.

073456 073756 2{,,11‘,‘23 TRA408

Seg:12.7 SogA2?. sy 032
TH28. Cogiie -

Cogan Cog:92 ‘ Cogi158

5T SR f/ 074710
¢ oS - Sog2.7
i : THZT
b i ot i Cogist
> ooy Sy e i
i { R i 07:80:43
| [ Y S0g3.1
R i T™: 20
3 H ¢ i
ix

Figure 16: CourseFollowed by LADY AZIZA

46



In the examination of theoursefollowed by LADY AZIZA after it left the breakwater, it
i's assessed that It coul dnot recogni ze un
G¥KBEL progr essi oogrsei nWhtehne ictolrleicsogomi zed G¥

late to make the collision avoiding na@auver.

According to the deck logbook records of LADY AZIZA, it is stated that the chief officer
positioned on the forecastle informed the bridge at 08:35 about a ship in front of them and
the master turned the rudder hard to starboard to avoid collidiene Ts a distance of 0,91
miles between two ships which progress on the collisanseat 08:35. It is clear that the
collision can be avoided in case LADY AZIZA turns its rudder hard to starboard.
However, there was no change in the speed and naggatinseof LADY AZIZA from

08:35 to the moment of collision. This situation clearly puts forth that LADY AZIZA
hasnodt +aatatbmardo avoid collision as indicated in the logbook.

W VDR Explorer - Configuration (FILE: IMO_8917716_Incidentl.vee) —
File View Tools Options Mede Moniter Windows Help Ownship Details (5]
|2 0% | EAEN | B | % | @ | veselinte: [Vesselname | Laov azea
281202014 N Description Data
07:35:00 | | E] Track... l4 | »] - Gotp | | 1O DL ey MMST 312310000
. 158 ZEEEE MOno. 817716
—|ls ~| | os:14:38 277122014 | [ [ 1] [ Stoy - Name LADY AZIZA

Track 1 1Day,14Hours,35Min,34  [«] lm—/ 112 L) L] 2 Calsign v
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Figure 17: Position of Each Ship Opposite to the Other at 08\B5R-AIS)

LADY AZI ZAbs course was 056 at 08:32:49 w
meanti me, the echo of G ¥ K B ladjustedtraalar sceedn ot 0 b e

47



LADY AZIZA after 08:32:42. LADY AZIZA returned again to course 080 at 08:34:28 and

to course 087 at 08:34:54. LADY AZIZA made a 31 degrees change in its course towards
starboard about 4 minutes before the collision. It is thought that LADY AZIZA performed
such course change not to go out obucht he ©po
course change was made by not taking into c

towards it in the portds approach channel

This situation shows that electronic navigation aids (radar or AIS) were not used and an
effectivelook outwas not made akere were not a sufficient number of personnel on the
bridge of LADY AZIZA.

E

vD: |l 2

345678

07:32:42

B

Figure 18:G¥ KBEL&s | mage on RadduYbRAS)r een of LA

On the other hand, it is clear that, changing the course to 24 degrees portside within a time
of 3 minutesabout 4 minutes before the collision, then changing it 31 degrees to starboard,
shall mi sl ead G¥KBEL which determines the
and which may assess if it forms a danger of collision and attempts to perform the

maroeuver regired to avoid the collision.
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2.2.1 Assessment of Collision Danger and Loeasut

It is seen in the photos taken from the bridge of LADY AZIZA after the accident that it has

two radars and both were in operating condition. The section related to seaotogteor

was left empty in deck logbook records. However, it is observed from the photos taken at

the incident scene after the accident that visibility is close to zero. Since an interview
couldndt be made with the mastersemébntheADY A
bridge coul dnot be clarified. In the inter
stated that he informed the ship master t
navigating towards the port entrance that the bridge devices were running ainipthe s
master was left alone on the bridge when he was leaving the bridge. In addition, the
sections about who were the watchman and person at the rudder at that moment were left
empty in deck logbook records of LADY AZIZA. Again according to the logbookrd=s;o

the existence of G¥KBEL and it formed a da
notice to the bridge of chief officer present at the forecastle. On the other hand, when VDR
records of LADY AZIZA were listened, not hearing anything else on thegénwmkfore the
collision except the sounds from VHFO&6s sup

alone on the bridge.

Picture 29° Visibility at the Collision Region

18 \w\ww.ravennaedintorni.it
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The expressioné Every vessel shall at all times maintain a properkloat by sight and

hearing as well as by all available means appropriate in the prevailing circumstances and
conditions so as to make a full appaai s al
included in International Regulation for Preventi@gllision in Sea (COLREGS) under
section | (Conduct of vessel in any condition of visibility) regulation 5. Lowl
expression® 0 Ewely vessel shall use all available means appropriate to the prevailing
circumstances and conditions to determine skrof collision exists. If there is any doubt

such risk shall be deemed to exist. (b) Proper use shall be made of radar equipment if fitted
and operational, including lorgange scanning to obtain early warning of risk of collision

and radar plotting or eqi val ent systemati c obsOetinderat i on
regulation7. Risk of collision, expressio§d). A vessel which detects by radar alone the
presence of another vessel shall determine if a ajoseters situation is developing
and/orriskof col Il i sion exists. | f so, shuadershall
section Il (Conduct of vessels in restricted visibility) regulation 19. Conduct of vessel in

restricted visibility,

Al t hough it i snot seen pons Wi lok-ait diiecta theL ADY
reason that the visibility in the region w
fulfill the condition ofsight and hearing loe&ut specified in COLREGS/Rule 5.

As specified in COLREGS/Rule 5, Rule 7 and Ru$%e LADY AZIZA should use both

radars functionally to provide the navigation safety, and to make the necessary manoeuvers

to avoid a probable collision condition by duly performing the observation of objects

which echoes are seen on the radar screenwBt) thecoursefollowed by and speed of

LADY AZIZA in the last 15 minutes (Table 1) are examined, it is understood that the ship
couldndét detect the existence of G¥KBEL an
moment of collision. This situationhso w s t hat LADY Azl zZA did
requirements of the rules specified in COLREGS/Rule 5, Rule 7 andLRule
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2.3 Sound and Attention Getting Signs Requi
Events of Limited Visibility.

The expression§ln or near an aea of restricted visibility, whether by day or night, the

signals prescribed in this Rule shall be used as follows:

(@). A powerdriven vessel making way through the water shall sound at intervals of not
more than 2 minut e&éaredandueled pnder thetitlégoend sigmndlsacs t é .
be used in restricted visibilitgf Rule 35 anddIbnecessary to attract the attention of
another vessel any vessel may make light or sound signals that cannot be mistaken for any
signal authorized elsewhere in thelales, or may direct the beam of her searchlight in

the direction of the danger, i n &andehthea way
title Signals to be used to attract attent@ihRule 36, Part IH Conduct of vessels in
restricted visibilityof COLREGS

When VDR records of LADY AZIZA are examined, it is seen that the collision was
realized at 08:37:58. Two whistles are heard at 08:37:41 and 08:37:46 just before the
collision of the ships. These aonllisiorsihthiss ar e
respect, it is understood that Dboth ships
35 and which they should give under limited visibility conditions.

The sound signals expressed in Rule 36 under the title Attention Getting Svgsais/en
by G¥KBEL just before the collision. But [
AZIZA perceive the sound signal, assess the presence of danger of collision and be able to

make the maweuver required to avoid collision.

On the other hand,isi seen that the pilot who guided
AZIZA about the sound signal to be given in limited visibility.

51



2.4 Use of AI'S in G¥KBEL and LADY AZI ZA

Automatic Identification System (AIS) is developed by using the developments in
telecommunication technology in order to increase navigation safety and prevent sea
accidents. Use of AIS device is made compulsory from December 31, 2004 in all

internationally trading 300 GT or over ships.

By means of AIS, the ships may determine the dsrans, identities, locations, and most
important, the course and speeds of the surrounding ships in any visibility and weather
condition. By this means, by facilitating the ships to assess very early the presence of the

danger of collision of ships, AlSatributes very much to the navigation safety of ships.

There exists AI'S device both in LADY AZI ZA
of ficer of G¥KBEL, Al'S device was used to

was detected on the radar. Althougethe wasndét any i nformati on
LADY AZI ZA, it may be assessed that it di
G¥KBEL until t he moment of collision.

0(a).Every vessel shall use all available means appropriate to the prevailing
crcumstances and conditions t o isdeeptessedmn ne i 1
COLREGS/ Rul e 7. Whil e, of the colliding shi
all which is one of the best tools to detect the presence of danger of collisionted limi
visibility conditions, G¥KBEL wused it ver.y
exhibit behaviors suitable to COLREGS/Rule 7.

2.5 Speed of G¥KBEL and LADY AZIlI ZA

Sea current off Ravenna port isdirectional, from north to south and fromusio to north.
While, in general, the speed of current reaches 3 miles from north to south, the current is
weak from south to north. In majority, fog may form in winter months, between

SeptembeMarch!’ In addition, in the discussion between the Ravenna ititae

7 http://www.poseidonshipping.it/portsinfo-16-ravenna.html
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Authority personnel, it was expressed that a 3 miles current was present from north to
south in the accident date

The expEeryseasselrshalbab all times proceed at a safe speed so that she can

take proper and effective action to avoid main and be stopped within a distance
appropriate to the prevailing circumstances and conditors. i1 s i ncl uded unc
Safe Speed in Rule 6 of COLREGS. Again in the same rule, the factors which shall be

considered by the ships when determinirgghfe speed is specified and the factors:
(a). By all vessels:
(1). the state of visibility;

(iii). the mareuverability of the vessel with special reference to stopping distance and

turning ability in the prevailing conditions;

(v). the state of windsea and current, and the proximity of navigational hazards;
(b). Additionally, by vessels with operational radar:

(iii). the effect on radar detection of the sea state, weather and other sources of

interference;

are those which are related with theident.

Again, the epressiold 6)(If necessary to avoid collision or allow more time to assess the
situation, a vessel shall slacken her speed or take all way off by stopping or reversing her
means of p&odboipsulisn mlnuded u rAdoa Collisidnén Rule &of e Ac't
COLREGS.

While LADY AZIZA exited the breakwater, its speed was 8&utical miles. LADY
AZIZA started to increase its speed after it exited the breakwater and its speed was 12,4
nautical mile at the moment of collision. AY AZIl ZA di dn6t recogni z

the moment of collision also didnot decr ea
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AZIZA should determine its navigation speed according to the visibility and weather
conditions in the region where the visibilitprditions were very low, its progress in

normal navigation speed shows that it ignored the matters expressed in Rule 6 and Rule 8.

G¥KBEL r e ac h emautieal nsle adterlebaviad ugtglanchor and progressed in

an average speed ohdutical mile until the moment of accident to the location where the

pilot would embark on board. It had a speed of Ra@tical mils at the moment of
collision. When the speed of G¥KBEL was ex
seen that i $spebdtdavddthecdlison.ge i t

When the way gone aftéreaving upits anchor and progressed in an average speed of 4
nautical mils t owards the port entrance by G¥KBE
entered on the chart, it is seen that the ship teVieowards south. This situation shows
G¥KBEL determined its speed by considering
which are specified in the definition of Safe Speed in COLREGS/Rule 6 but the effect of

the direction and speed of current in thgioa, included in the above factors, on the ship

couldndét be assessed very well

2.6 Abandonment of G¥KBELOA6S Personnel

A short time after the collision of G¥KBEL
engine room personnel except the chief engitaak their life jackets and immersion suits

and went to the bridge. Only one of the sh
point, but not seeing anyone there, he also went to the bridge. Being the last one who went

to the bridge, the chief engger was aware of the seriousness of the situation and, taking

his life jacket from his cabin, he again went to the bridge. All 11 personnel on board were
gathered on the bridge and put on their life jackets. Although all the ship personnel brought
withthem t he i mmer si on suits, they didnot pu
sufficient time or in the panic of that moment. The personnel assigned by the master to

| ower the | ife rafts couldnot do this at
ports de | i fe raft and coul dnodt lisledbtovportsidga amde st ar
they returned to the bridge.

Y



The master ordered to abandon from starboard bridge wing and all the personnel went to
the starboard bridge wing. The ship personaeiped into the sea with their life jackets
when the sea had a distance e8 Ineters to reach the starboard bridge wing 6 of the
personnel who abandoned the ship were gathered and the others started taresitifiog

aroundthe ship in a scattered way.

When theDrills related with the abandonment are examined in the ISM records kept at the
company, it i's found that t wo AAbandonment
months before the sinking of the ship. The first muster drill was realized oh.2@1%

upon the %90 replacement of the shipbs p¢
21/11/2014 within 2014 Annual Plan Dfills.

It is found from the records ddrills that the matters concerning abandonment were
regularly fulfilled and no failure wasxperienced. But, the failures experienced within the

time period passed from the decision of abandonment to rescuing the personnel after
abandonment showtkat theabandonment operation coul dnot

thedrills. The detected failas are as follows:

1. A general alarm was not given following the moment of collision.
2. The shipods personnel gat hered on t he
determined muster station point.

3. Any one of the personnel who raidnguidoned
4. The personnel who abandoned the ship
equipment such as EPIRB, GMDSS hand held radios and SART which should be

taken along during abandonment, but their personal properties.

5. They coul dndt s ubigvate alifesavng enéaasnrdscue boath e s
and life raft).

6. The personnel got apart in the sea after they abandoned the ship and they
coul dndét succeed to stay together.

7. The personnel coul dndét take on their I

that their life jackets were torn out on them.)



In the framework of the matters detected above, it is found that the training given in the
ship concerning survival in the sea were not successful andrillee were not made
sufficiently efevetheiradbjecive.and di dndét achi

Another important matter which attracts attention on the subject of abandonment is that the
depth of sea where the ship sank was 11,9 meters. When the ship flooded and started to
sink, its stern sank, but its forecastle was left orewfdr a long time and then the ship

sank completely. The accident victim perso
boat or life raft because of quick sinking of the ship and weather conditions. When the ship
started to flood and an important portiof the superstructure was flooded, the personnel

tried to survive by jumping into the sea. In this case, it is assessed that the accident victims
who had no chance to abandon the ship in dry conditions with their personal life saving
equipment might inease their chance of surviving by not abandoning the ship until the

last moment by considering the temperature of the sea water and depth of sea.

Picture 30:G¥ KB E L

2.7 Help of LADY AZI ZA to the Personnel of

LADY AZIZA and GY¥KPREHEAchHEMMZM®EAO0 (B7nR5E)
nautical miles to the east of the breakwater. LADY AZIZA providedchtaxt at 08:41:23
with RavennaPilot Stationand stated that they had collided with another ship due to fog
and the other ship needed help. Not beihie @0 understand the seriousness of the
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circumstance in the first stage, the person in charge aPitbe Stationasked LADY

AZIZA if they could return and take on board a pilot and drop anchor &d¢hton where

the pilot would embark/disembark thehip. In reply, LADY AZIZA notified that it

woul dndt proceed and asked the rescue and s
stated to thePilot Stationa t 08:51:27 that G¥KBEL had su
precedence Rila St@GakBreaéd L ADY AZIZA that a pilot boat and 4
tugboats were proceeding towards G¥KBEL at

G¥KBEL was | ost from AI'S screen of LADY AZI

there was a distance of 0,54 miles between the ships.

@
]
&

®
08:37:58 GOKBEL &UADY AZIZA

Figure 19: Collision Location of Ships

After the collision, LADY AZI ZA separated ¢
two ships increased to 1 cable about 7 minutes aftecdhision. LADY AZIZA waited
about 1,52 miles away from the collision location until it enteteé port, directed to the

port at about 16:20, entered the breakwater at 15:49 and berthed at the dock at 17:20.
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16:40/ LADY AZIZA

08:37:58 GOKBEL &LADY:AZIZA CATISMAMEVKI|

09:02:28 GOKBEL AlSiden KAYBOLDU

09:02:28 LADY AZIZA

16:20/LAD Y AZIZA

10:00/LADY/ AZIZA
UCBUD LDV (Vs | ey LABYY A2
12:00/LADY/AZIZA

Figure 20:L ADY AsLbusséFollowing The Collision

The ex pkTdhe master of a hip at sea which is in a position to be algeotade

assistance, on receiving information from any source that persons are in distress at sea, is
bound to proceed with all speed to their assistance, if possible informing them or the
search and rescue servi 66 t badndectheesdbdittei p i s
number one of title Danger Messages: Liabilities and Procedures in Rule 33, Part V of
SOLAS.

Foll owing the <collision of two ships, G¥ K
damage while two small ruptures were formed above thervatel of LADY AZIZA

which woul dnoét influence 1its buoyancy. The
forecastle of the ship after the collision and immediately after this, the ship separated from
G¥KBEL. G¥KBELOS personnel alsaftedthencelliont he st
G¥KBEL was | ost in AlI'S screen of LADY AZI Z

there was a distance of 0,54 miles between two ships.

Although LADY AZIZA grasped the urgency of the condition in the VHF conversati

between LADYAZIZA and the Pilot Statiof ol | owi ng the collision,
attempt to save the lives of the personnel who abandoned their ship which was going to
sink. In the examinations made on all VHF conversations between the pilot and LADY
AZIZA, it is found that thePilot Statonc o ul dndét wunderstand the wur
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at the beginning. As a matter of fact, kot Stationd i dndét r equest LADY A
G¥KBELOGS cr ew.

The reason why LADY AZI ZA di dnot theRibtp may
Stationto return tothe location where the pilot would embark and drop anchor by taking
pil ot i nforming LADY AZI ZA that all what

the port, and heavy weather and low visibility conditions.

But it is assessed that, if LADY AZIZA had started the rescue works for the accident
victim personnel in accordance with the related items of SOLAS convention, a great part

or all of the personnel could be saved. Du
seach and rescue activities, the search and rescue teams in the port arrived at the incident
scene in about 23 minutes and might be able to save the first accident victim from the sea
approximately one and half hours after the moment of accident. One otdluerd

victims who were saved alive by the search and rescue teams lost his life due to
hypothermia on the pilot boat which rescued him. The other 5 rescued accident victims
were treated in the hospital between 1 to 5 days due to health problems oggirat
hypothermia.

As known, hypothermia starts to form as a result of normal body temperature dropping
from 37AC to 35AC as a result of exposure
water was +9AC while air hiswaeetenperaiureethewa s +
human body produces heat by trembling and tries to keep the body temperature in normal

l evel. But when heat protection couldnodot I
and the accident victim incurs hypothermia. Whenlbdy temperature drops under 30

degrees, death occurs after some time depending on the resistance of the bodies of accident

victims.

Although there were too much variables, survival durations of an accident victim who

doesndét have hemib(Tgble ? foeddférantovater ;emperatgresy
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Table 2% Unprotected Resistance Durations Within Water

Water (Uc) When | |WhenDeath Shall Occur
Temper at|consciousness Shall
Occur
0 15 Minutes
10 1545 Minutes Maximum 1,5 Hours
15 30-60 Minutes Maximum 3 Hours
20 2-4 Hours Maximum 6 Hours
25 3-7 Hours Maximum 12 Hours

The above table shows how much is time important for the survival of accident victims in
the search and rescue operations especially in low sea water temgetansidering that

the pilot boat which was assigned to rescue the accident victims arrived at the region after
23 minutes and saved the first accident victim about one and half hours later, it is a reality
that delay in the process of search and mesmperation which is carried out to save the
personnel incurring hypothermia in a sea water temperature of +9 degrees reduces the

chance of survival of the persons in the sea.

On the other side, the personnel of eG¥KBEL
more due to the reason that the weather was foggy and visibility was low. This
circumstance is assessed to influence more adversely the psychology of the personnel of
G¥KBEL who were waiting to be rescued. LAD"
from a dstance and inform the authorities about the developments, lower life rafts to save

the accident victims, somewhat protect the accident victims from the influence of storm by
downwind positioning, throw life jacket or life buoy when required and assigteiueh

and rescue teams on the subject of the positions of the accident victims.

Al t hough the Guiding Station didnot reques:
G¥KBEL , LADY AZI ZA acted contrary to SOLA:
concerning blping people in the sea by not participating in the search and rescue works of

the accident victim personnel of G¥KBEL w h

'8 personal Life Saving Techniques In The Sea, ANKARA 2007
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2.8 Help of the Other Shi

ps

Around

t

(0]

Per so

There exist other shiparound the collided ships which are navigating and on anchor. The

ship called MSC MIA SUMMER which is navigating to enter Ravenna port is at a distance

of 1.93nautical miles from the incident scene. MSC ELONORA has exited from Ravenna

port under LADY AZ4ZA and is only 1,5%autical miles away from the collision location.

From the other ships close to the collision location, NORGAS CATHINKA is on anchor at

south west 1,28 miles and FT ODIN 1,86 miles away.
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Figure 21: The Other Shipéround TheMomern of Collision, 08:37:5§VDR-AIS)

MSC ELONORA which was proceeding to course 089 and MSC MIA SUMMER which

was proceeding to course 283 before the collision quickly changedctheses to their
starboards after the collision. MSC ELONORA started togatei to course 139 and MSC

MIA SUMMER to course329 5 minutes after the collision (08:43:04).
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Figure 22: Positions of MSC ELONARA and MSC MIA SUMMER at 08:43:04¢VDR

AIS).

When MSC ELONORA passed only 0,66 mile by the collided ships at 08:5M8C
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MIA SUMMER was directed to anchor area of Ravenna port.
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Figure 23: Positions of MSC ELONARA and MSC MIA SUMMER After

Collision(VDRAIS).
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Figure 24: Posi ti ons of Ot her Ships Just Bef c
(09:02:27)

Then, when MSC MIA BMMER dropped anchor at about 09:20 in the anchor area of
RAVENNA port, MSC ELONORA continued navigating towards VENICE port. FT
ODIN and NORGAS CATHINKA protected their position on anchor.

The expr2dkesmastan of @ &hip in distress or the skaand rescue service
concerned, after consultation, so far as may be possible, with the masters of ships which
answer the distress alert, has the right to requisition one or more of those ships as the
master of the ship in distress or the search and resendce considers best able to render
assistance, and it shall be the duty of the master or masters of the ship or ships
requisitioned to comply with the requisition by continuing to proceed with all speed to the
assistance of persons in distresg@sdncluded under the sub title number 2 of title Danger
Messages: Liabilities and Procedures in Part V, Rule 33 of SOLAS.

It is understood, according to VHF and VDR records, thaRédnenna Maritimé\uthority

andPilot Statond i dn &6t make a or¢aeidaton to thdseé shipsrwhidhn evére
very close to G¥KBEL to save the accident
sent away synchronously from the region. This may be made with the thought of carrying

out the help or not causing other accideint the dense fog. But the vessels assigned by
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Ravenna Maritime Authorityand Pilot Stationt o s ave the personnel o]
only arrive at the incident scene approximately 23 minutes after the collision due to the
storm in the region. It is thoughtwhereas, that the other ships navigating nearby the
collision location might reach the collision location in a much shorter time, therefore,
assigning duties to the other ships in the rescue operation as expressed in FLXS

Rule 33 would provideraadvantage to the accident victims

2.9 Entrance and Exit Planning for Ravenna Port

Another important matter concerning the occurred accident is the visibility and sea
conditions in the region where the accident occurred. It is assessed that bothaships
difficulties when detecting another ship on their radars due to 4 meters high waves formed

on the sea surface due to the effective storm in the region. As a matter of fact, the chief

of ficer of G¥KBEL recogni zed L ADtdnsanztheZz A | a't
radar to detect the ship movements in the surroundings. On the other hand, LADY AZIZA

di dndt recognize G¥KBEL wuntil the moment o
both ships might detect another ship on its radar much earlier andh@&keecessary

precautions to avoid collision.

Personnel of G¥KBEL saved alive from the ac
from the bridge when anchor was raised and
the moment of accident. On the otlhand, it was indicated in the deck logbook records of

LADY AZIZA concerning the visibility that a dense fog started after starting departure
maroeuver and the fog continued along the channel and after the pilot disembarked.
Again, when the pilot boat wti participated in the rescue works reached the accident

region, it stated that visibility was maximum 10 meters in the region.

While two ships simultaneously exited the port under these limited visibility and stormy
seaconditions, Ravenna Maritime Auhity made plans for the entrance of two ships to

the port. It is assessed that making such planning without the existence of a system such as
VTS with which immediate monitoring of the movements and safe passage of the ships

entering and exiting the pozan be provided shall lead to collision or similar risks.
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It is stated in thenformation taken from the Ravenna MaritirAethority concerning the

subject that fog was formed due to the reason that the sea water temperature was +9
degrees and air terapature at the sea surface was 1,3 degrees, planning was made for ship
entrances and exits as tRavenna MaritimeAuthority had no information about the
existence of such dense fog. On the other
providedgul ance service to the shiRagennaMariimeng t h
Authority on the subject of planning the entrance and exit of the ships to and from the port

although they saw that the visibility conditions were such limited.

There is informabn about Ravenna port in NP 47 (Admiralty Sailing Directions NP47
Mediterranean Pilot) which gives general information to ships about the world ports and
which is among the publications which should be present in ships and it is expressed that
there exist dense fog at the port between September and March. On the other hand, the
information of sea conditions is given immediately in the weather reports. In addition,
information may be taken on the subject of visibility and meteorological condition reports
from the pilots which provide guidance service to ships until out of the breakwater and also
information may be got from the ships on anchor waiting the instructiof&aeénna
Maritime Authority to enter the port.

Planning for the entrance and exit of #t@ps without having definite information about

the visibility conditions by the port aut hoc
has formed a weakness from the point of the port. It is assessed, although ignoring the
visibility conditonsawt of the port isndt a direct caus

the indirect factors which affect the occurrence of the accident.

2.10 VTS and Sea Traffic Separation Scheme

Purpose of VTS systems is to regulate sea traffic in sea watdrasstraits, channels and
ports where sea traffic is intensive, provide navigation safety and protect the marine
environment. There doesndt exist a Vessel
in which the instantaneous actions of the ships @eafollowed. Entrance and exit of the

ships to and from the port are planned by the Rartenna MaritimeAuthority. Since



Il nstantaneous ship traffic flow candt be f
ships observe the Traffic Separation Schemegulated for Ravenna port area or
international rules for the entrance and exit of the ships to and from the port. In addition, it

is understood from the last two VHF conversation which took place minutes before the
accident between the pilot aftlot StationandG¥ KBEL at s@t t her e doesn
warning and response system for the probable dangerous situations which may occur in the
entrance and exit of the ships to and from the port, the harbor pilots direct the ships with

their own knowledge anexperience.

In the first VHF talk, the pilot who provided guidance service on board of another ship
called G¥KBEL at 08:23:20 from VHF, said tFh
were two more ships exiting from the port and asked thetslppss these ships port to

port (red to red) and change its course m
started to change its course towards starboard and madeige287 to 295 at 08:25. On

the other hand, the second VHF talk was realized onlynuteiand 17 seconds before the

collision. In this conversation, theilot Statona s ked G¥KBEL i ts cour s
G¥KBEL stated i tcsursa2f7e Ehdreupos, thBilpt Statiangale full

ahead command to the ship and G¥KBEL approv

In the first of these talks, the pilot on board of another ship clearly detected the location of
G¥KBEL by wusing the radar [/ electronic navi
to G¥KBEL <concerning its navi gadvicedhat.thel t IS
master of G¥KBEL had an opinion thahte his ¢
pilot warned him against probable dangerous situations. On the other hand, in the last
conversation between thilot Stationand G¥ KBEL, t hgeingheguiliogn i n ¢
station mad e assessments as per t he I nf ot
i nstructions to G¥KBEL to increase its spec
affect the decision making process of the ship master who thiakdhi¢hwas monitored

based on the previous VHF talk and who makesamavers to avoid collision.

Ships might be monitored instantaneously and sea traffic might be controlled and

coordinated more healthily only with VTS system at about 2 miles off Raymrhahere
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visibility was almost zero. Realization of the coordination of sea traffic with the facilities

of another ship or upon the information taken from ships in the absence of such a system
may lead to weaknesses in the provision of navigation safetya matter of fact, a
navigation assistance service couldnodét be
in a dangerous manner and which could detect the existence of the other ship only by using
their radars.

As known, t he baveaany liability aisirg franmsnatidnal oréinternational
law on the subject of installation of VTS system. The coastal states decide to install a VTS
system by considering the traffic intensity of the marine space or environmental*factors
Installationof VTS system at Ravenna port by assessing the impacts of negative visibility,
weather and sea conditions which are specifically effective along the winter months may
be useful for the purpose of increasing the navigation safety, decreasing accidemd risk a

contributing to the preservation of marine environment.

In the talks made ilRavenna Maritime Authorityn the scope of accident investigations,

another matter expressed by the Port Authority concerning the occurrence of the accident

was thattherewas t r af fi ¢ separation scheme at the

™~

di dndot observe this traffic separation sche

separation scheme and the drawings concerning the occurrence of accident is shown in the

Figure.

191MO Resolution A857(20)

67



—az
. TaE
S i1

1
\

E
!
&%
vy
f
|

Figure 25: Chart

When the mentioned chart is examined, it is seen that the chart belongs to the coastal state.
In both ships, the charts prepared by Britain hydrographic office were being used. When
Ravenna approach chg&dmiralty Chart 1467Approaches to Ravenna) which should be
used for the region where the accident occurred is examined (Publication Date of Chart:
18.06.2015), it is observed that the mentioned traffic separation scheme is not present in
this chart. In this respect, the atbent is assessed as per the charts used in the ships.
Accordingl vy, G¥KBEL took its course to it
while it was navigating the outer boundary of portside of the mentioned region. The ships
collided at a place nedo the portside central line in the port entrance direction of the

mentioned region.
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Figure 26: Section from chart no BA 1467
2.11 Departure Time of Pilot from LADY AZIZA

The time at which the pilot who guided LADY AZIZA left the

to deck logbook records. But, it is seen according to VDR records of LADY AZIZA that

LADY AZI ZA didndét compl ete

It is observed in the continuation of VDR records that the navigapeed of the ship
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ship was rded as 08:10

the channel

pass

decreased from 8 knots to 7,2 knots and immediately after that, it was 9,50 at 08:25:31 and

the speed of ship continued to increase. In this case, it is assessed that the pilot

disembarked when the speed of ship was low and when thevakifn the breakwater.

Therefore, it is thought that the disembarkation time of the pilot was incorrectly written in

the logbook records.
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Figure 27: Radar Image of LADY AZIZA (VDR)

On the other hand, when Ravenna port approach chart (BA isléXamined, it is seen
that the location where the harbor pilot would go on /leave the ship is out of the
breakwater. There is a distance of figtical miles between the breakwater and location
where the harbor pilot would go on /leave the ship. Is thise, the harbor pilot left LADY
AZIZA early.

As known, pilots guide the ships which depart from the port until the location where the
pilot would leave the ship and guide the ships which shall berth from the location where
the pilot would disembarkhe ship to the dock/wharf. Under normal conditions, providing

the pilot to embark the ship which shall get the service as early as possible and disembark
as late as possible is a positive criterion which shall be preferred from the point of the
scope and féciency of the service. However, its feasibility and necessity differs

according to the location and conditions.

Disembarkation LADY AZIZA of the pilot in the accident date before arriving at the
location pointed out on the chart where the harbott pWould leave the ship due to the
reason that the visibility is was limited and sea was stormy may be a preferred selection
from the point of selsafety of the pilot. But there is a distance afaltical milebetween

the location where the ships collidadd the location determined on the chart to realize the
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transfer of pilot to the ships. It is assessed that disembarkation of the harbor pilot 1 mile
before the disembarkation | ocation deter mi
piloting application bliged to ensure the safe navigation of the ships which enter and exit

to and from Ravenna port
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Figure 28: Demonstration of the Accident Scene émel Location Where the harbor pilot
would embarked/disembarked the Stripchart noBA 1467
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PART 37 CONCLUSIONS

Safety matters concerning the occurrence of the accident are listed below:

31Probable negative impact of the visibi
very well analyzed when the planning of ships which shall bertimtbdepart

from Ravenna port at the accident date.

3.2 The pilot who guided LADY AZIZA left the ship befothe location where the

harbor pilot embarkation/disembarkation pointed on the chart

3.3 Limited visibility and storm effective in the region influendbe occurrence of

the accident.

34 G¥KBEL and LADY AZI ZA didndét give whi st
Sound signals to be used in restricted visibilityCOLREGS / Rule 35 and
which they should give during navigation.

35LADY AZIlI ZA di d nféactors which & shdutdrbeat ih eind to
determine the navigation speed of a ship under the title Safe Speed in
COLREGS/Rule 6.

36 G¥KBEL observed the factors which it s
navigation speed of a ship under the title Safe Spe@DLREGS/Rule 6 to a
great extent, but coul dndt assess well

was among the most important factors.

37LADY AZI ZA coul dnot determine the exi:
G¥KBEL wuntil t he mo iteealettron fnavigatioh kidss i o n
(Radar and AIS) as indicated under the title Risk of Collision in Rule 7 and
Conduct of vessel in restricted visibility Rule 19 of COLREGS

38 G¥KBEL didnot use its radars and exi st

provide navigation safety as indicateader the title Risk of Collision in Rule 7
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and Conduct of vessel in restricted visibility Rule 19 of COLREGSIt
coul dnot r eeaulviezre ttoheavmand col |l i sion in
LADY AZIZA in time.

39 Since G¥KBEL coul dnodt make course chan:
ti me as i ndi cat ed i n COLREGS/ Rul e 8,

sufficient to avoid collision.

3.10Al t hough it i1 s seen according to |ISM r .
drills were regularly performed, the failures experienced in the abandonment of
the ship after the accident shows that
assigned to them on thewuster cards and were not familiar with the

abandonment procedures.

311ILADY AZI ZA di dnot participate in the
accident victim personnel o f t he sank
provisions of SOLAS Part V, Rule 33.

3.12 RavennaViaritime Authority / Pilot Stationd i dn6t make any hel p
organi zation to other ships very <c¢l ose

V, Rule 33 for the rescue of accident victims in the sea.

3.13A system in which the ships are instantaneoudipvied and information and
navigation assistance services to the ships under danger is not present in
Ravenna port to make a sea traffic organization under limited visibility

conditions

314Whi |l e one of 6 personnel savedcthsl i ve f
life due to Hypothermia, the other 5 accident victims were treated in the

hospital for 1 to 5 days due to health problems originating from hypothermia.
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PART 47 RECOMMENDATIONS

It is recommended to:

4.1 Ravenna Maritime Authority

4.1.1 To consider the installation of a Local Vessel Traffic System (VTSL) together
with the introduction of a traffic separation scheme in the Port of Ravenna, to control
and coordinate the sea traffic for the purpose of increasing safety of navigation, an

thus decreasing risk of collision, especially in limited visibility conditions,

4.12 To consideras far as practicable, to organize other ships in the vicinity to help
and rescue the victims in the case of an accident at sea around the Port of Ravenna

4.1.3 To consider sea conditions, especially the visibility conditions out of the port,

when entrance and exit of ships to and from the port is pl&hned

4.2 RavennaPilot Station

4.2.1 To observe that during the pilotage service given to shipsriegtinto or
departing from the Port of Ravenna, pilots embark to / disembark from the ships at the

designated points as shown on the chart as far as practicable.
4.3 Turkish Lloyd
4.3.1 To attach importance to provide the ship personnel understdrapply ISM

rules very well in the certification of the ships in its class on the subject of Safety

Management Certificate (SMC),

20 Comment from DIGIFEMA of Italy for this recommendation is as follofwdlor mal |'y this is ca
accordance with Article 69 of the Italian Code of Navigation, maybe that in this case it was not put into effect
due to the limited time ofiatr vent i on or because other ships were to

2L Comment from DIGIFEMA of Italy for this recommendation is as follofwAs per nati onal and
international rules, in Italy generbl it is left to the responsibility of the ship's captainho is aware of his

shi pds manoeuvtodecidp whethqr @ bniet / iexit froenghe ports. Only in exceptional cases,

the port traffic could be temporary prohibited by the Maritime Auor i t y . 0
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4. 4 M/ V G¥KBEL Ship/ Owner/ Operator
(¥. ¢cetinkaya Denizcilik Transport ve TKC

441 To give refreshment/comprehensive training to the masters and officers
employed in its fleet on the subject of understanding Bridge Resource Management
(BRM) techniques and COLREGS andobying in ships,

4.4.2 To ensure that the drills to be made in accordance with ISM are made efficiently

in the ships of its fleet,

4.5M/V LADY AZIZA /Owner/ Operator (KHM SHIPPING CO.LTD.)

4.5.1To give refreshment training to the masters and officers emplaoyigsifieet on
the subject of understanding COLREGS and applying in ships,

4.5.2To give a comprehensive training to the masters and officers employed in its
fleet on the subject of helping the ships which need help in accordance with
International rules (SOLAS)

4.6 Directorate General of Maritime and Inland Waters Regulation

4.6.1 To be sensitive on the matter that abandonment drills are effectively performed

in the surveys, certification and audits performed in the scope of ISM code.

Content of thisReport may not be used for the purpose of accusing the persons or

sharing responsibility among the parties.
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Jr EMNIYETLI YONETIM SISTEMI / SAFETY MANAGEMENT SYSTEM
e GEMIDE BULUNAN HARITALISTESI ) e
| Yayinlayan / Issued by | Onaylayan / Approved by Tarih / Date Yayin/Issue | Sayfa/Page |
!Y.K.ID.P.A. | Genel Miidiir / Gen. Mngr. 01.02.2013 ORIJINAL 1of1
GEMIiDE BULUNAN HARITA LiSTESI
SON GUNCELLENME TARIHI : 07 ARALIK 2c\b, GEMI: MV GOKBEL
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ANNEX-2 : Control Cetificates of Life Jackets andnmersion Suits

VESSEL NAME

IMO

INSPECTION REPORT

e ar

: 9605712

GROSS TONNAGE :2126

The below mentioned “IMMERSION SUIT“checked and tested with
pressured air and hereby certificated to be in accordance with
MANUFACTURER and (MSC/Circ. 1114 air test) requirements. Those

products are in good condition.

“FOR 19 Pcs.OF IMMERSION SUIT’S”

: M/V GOKBEL

Inspection Date: 08.08.2014
Inspection Service: ISTANBUL [~

Inspection No :SL/78/30/14/0563
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The above mentioned “LIFE JACKET “checked and hereby certificated
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ANNEX-3: Certificates Thatife Rafts and Materials Within Are Examined and

Found Suitable

ember of'

INFLATABLE SAFETY AND ’ w2 W
SURVIVAL EQUIPNENT ar'n LJ’LMIL 2193636

TRADE ASSOCIATION LIMITED wo
ISSETTA FORM NO 97

CERTIFICATE OF RE-INSPECTION

elow fias been surveved. controlied and tested n complinnce With requirements trom:
Fand i accordance with IMO resolution A.761 (18)

Tos ix 1o certify that the rait detiled
Other and the m

Inflatable Liferaft

Identification: Tepe
RFED Surviva Mk 1V DI.

Date of Manu e,
Muy-2008

l Max Stowage height

al Rubber 18m

Cylinders: Serial Noo Contents CO2 Latest hyd. test
10303024 Ill.l(u(lk;; : 0.360kg Jul-2013
Equipment: Unit Tvpe Expiry
Salus A SUS6G101000S3 Aug-2015
HRU teat: HAMMAR 149518 Aug-2015
Radar Reficctor: KR-1 75012
RFD Nov-2017
Se Date of Manofacture
nsor [ 24024 [ 2013 j
Tests: Nap-test Gas iilation 1est Floor seam test Load test davit launched
Yes/No No Tes/No No Yes/No No ’ Yes/No Yes
L Aug-2013 | 1orest Tes: [tacuren Aug20m4
\'.s:'mcnl:(m' Date of inspection. | 8 ‘tation name and No. Date sssued e ship:
08-Aug-2014 ‘(lubb Altanlar Yangin Sondurmne Guy Sis Ve Head Office 03-Aug-2014

N

authority 1D Ng

Remarks/modification

Avcording to SOLAS regulation, this iilatuble lifer, aftrequires servicg within 12 months from the da e of inspection {uboves.
Su an \llm

Flagstate of ship: Turkey 1
’ 20T

INMO No 9605712

Z
1";5“%“’«\

International call TCZY4
of shiip: GOKBEL el
Ship owner: OMER CETINKAYA DENIZCILIK

side, England, CH4} Y? 7

Beauton Roud, Birke

survitecgroup.com

Survitee Group Linuted - Registered Oit
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ALTANLAR
CANSALI BAKIM TABLOSU
LIFERAFT SURVEY WORK STATEMENT

GEMI ADI(SHIPS NaMi GOKBEL RPT NO.: 2193636
ARMATORT (OWNER OF SHI OMER CETINKA YA DENIZCILIK TARIH (DATE} 08-Ang-2014
CANSALIMARKASH (RAFT BRAND) RFD

) RFD Surviva MK IV DI, EMERGENCY PACK: Solas A
SERINO. (SERIAL NG ¢ 3086610100055 PARETLEME (PACKED IN: CONT.
KISI ADEDI( § 20 PAINTER LINE 28 MTR
IMAL TARIH iDATE OF MAN,) * May-2008

DI§ KABUK TAMIRLERI (CONTAINER : BAG RE?AKS)

[rastirmovara LADET

CANSALI GOVDE BAKIMLARI iMaIN BODY TESTS;

BASLAMA BASING BITTS 7 T ISTFARK AC ]
i ON PRESSURE i TEMP VAR OPEN L
1081 10:00 157mmiig 11:00 157mmbg | 210mmIig 170mmHg |
lU’)'L‘!{
ALT 10:00 157mmHg | 11:00 137mmHg 205mmHg 165mmHg
LOWER
YER 10:00 1SmmHg 11:00 ISmmHg
FLOOR
ARCH L [

GOVDE TAMIRLERI (MAIN BODY REPAIRS)

.

CANOPY TAMIRLERT (CaNopy REPAIRS}

-

€O, TUPU TESTLERI (GAS CYLINDER 15575
1. TUP NO. (1 CYLINDER NO ¢ 10303024 Jul-2013
2. TUP NO. (2 CYLINDER NO J:

EMERGENCY PACK BAKIMLARI {EMERGENCY PACK CHANGES)
PARASUT FISEGI (PARACIITE RGCKETS: 4r Lot no:1023 AGACAK (C
EL MAYTABI (HANDFLARES; 6r Lot no:2114004 OLTA SETI(FISHING TAC
DUMAN ISARET] (SMOKE SIGNALS) 2r Lot no:3014004 BULANTI TABLLTI

{ OPENER;

ICKNESS TABLETS) 1201

EL LAMBASIE(HANDLAMP) SU TANLIYE KABI (RA] _
EL LAMBASIAMPUL( (BULB) SUNGER (SPONGE) i
EL LAMBASI PiLi (BATTERIES) dr YASAM BILGI KARTI(SSURVIVAL INSTRUCTIONS

DUDUK (WHISTLE) KURTARMA ISARETLERI KARTI (SIGNALLING INY

ISARET AYNASI(HELICGRAPH) CAKT{FLOATNIG KNIFE)

FOR REPAIR KIT) 1r

PEKSIMET {FOGD RATIONS) & 20r Lot no:1.11402 YAPISTIRICH (G
DENIZ DEMIRI (DROGUE) ILAC KUTUSU LEMESI (FIRST AID KIT) Ir Lot no:18154
MAKAS SETI (SCISSOR SET) MERHEM (OINTMENT)

KUSMA TORBASI {SEASICKNESS BAGS) AGRI KESICI (PAIN KILLER} : |
KURTARMA HALKASI(QUOIT W. LINE) ORSUENLI SU(LIIUID ONYGEN) ) |
KUREK (PADDLES) TENTURDIYOT 0D |

DENIZ PILL{LIFERAFT BATTERY) 1r Lot no:005086 HRUTESTI (11RU T
SU {WATER) SGOML 60r Lot no:338
SUBARDAGI (DRINKING CUP)
ISISAL ELBISE (T.p A

ORJINAL SERTIFikA 1

\G1TEST

KAPATMA MALZEMELER] (CLOSING MATERIALS;
[i¢ TORBALAMA 1 ADET

8C
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