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PURPOSE 

 

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

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

Gazette No.29056 on 10th July 2014. Investigation procedures and principles are further 

applied by considering Resolutions of International Maritime Organization concerning 

International Standards and Recommended Applications for Safety Investigations Directed to 

MSC 255(84) (Accident Investigation Code) and Resolution A.1075(28) Sea Accidents or 

Incidents, and European Union Directive 2009/18/EC.  

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

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

reasons which cause the occurrence of marine accidents, and thereby, to to avoid a repeat 

occurrence and to provide the mitigation of negative impacts and consequences following the 

accident.  

Marine accident investigation shall be inadmissible in any judicial and administrative 

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

blame 
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SUMMARY 

 

Figure 1 : Location of the Accident 

Note: All times in the Report are local times (GMT +3) 

LADY TUNA, a Panamanian flagged vessel that came to make fish harvest from the tuna 

farms in the Ildır Gulf which is under the administrative responsibility of Çeşme Port 

Authority, completed loading her cargo on 18.12.2016 and while she was proceeding to the 

anchorage area for custom clearance formalities, she grounded at the shallow waters at 

13:40 hours in the west of the Ufak Island Lighthouse. 

As a result of the accident, there was material damage in the sections where the fuel tanks 

of the ship were located and the fuel leaked to the sea. Two companies were authorized to 

prevent pollution respectively. As a result of the pollution fighting efforts, approximately 

75 cubic meters of fuel oil was found to leak into the sea. LADY TUNA was salvaged and 

refloated at  22:30 on 27.12.2016. 

After transfer of the cargo and discharging of the fuel, the ship was towed to the Tuzla 

shipyard area for maintenance and repair works. 

After the investigations were completed, it was understood that the speed limitations on the 

voyage plan were not observed and that the navigational hazards were not considered, a 

complete and effective lookout was not performed, and the bridge resource management 

was insufficient. 
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Additionally, it is found out that there are deficiencies in the marking of the shallows 

within the Ildır Bay which is known as a narrow and congested waterway and that the 

navigation instructions given by the Harbour Master were not followed. 

SECTION 1 – FINDINGS 

1.1 Information About The Vessel, Navigation and Accident 

Vessel’s Name  : LADY TUNA     

Flag    : Panama 

Class Society   : NKK  

IMO Number   : 9453438 

Type    : Fish Processing Vessel 

Owner    : WANG TAT Corporation Pte. Ltd. Singapore 

Manager   : SHINKO KAIUN Co.Ltd. Tokyo/Japan 

Place and Year of Build : Kyokuyo Shipyard Co. Shimonoseki/Japonya - 10.12.2007  

Gros Tonnage   : 4538 

LOA    : 120,75 mt 

Main Engine and Power : MAN B&W – 2993 Kw 

 

Last Port of Call  : Ildır Bay/Turkey  

Next Port   : Port Said/Egypt 

Cargo    : 1223 MT Processed Tuna Fish 

Number Of Crew  : 33 
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Type of Sea Passage  : High Seas 

Date/Time of Accident : 18.12.2016 / 13:40 

Type of Accident  : Very Serious Marine Casualty 

Location of Accident  : Ildır Bay / Çeşme-İzmir 

Injured/Fatality/Loss  : None 

Damages : Crushing at the bottom of forepeak tank, Crushing at the 

bottom of No. 1 ballast tank, 30x5 cm tear at the bottom of 

No. 1 centre fuel tank, 40x5 cm tear at the bottom of No. 2 

port and starboard fuel tanks 

Pollution   : Fuel Oil (180) approximately 75,38 cubic metres 

 

 

Figure 2 : MV LADY TUNA 
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1.2 Environmental Conditions 

At the time of the accident, LADY TUNA was en-route in Çeşme/Ildır Bay. The weather 

reported in the region; wind was blowing from the north at 3 Beaufort force, weather was 

partly cloudy, the sea was slightly wavy and the visibility was good. 

1.3 Course of Events In The Acciddent 

LADY TUNA arrived at Ildir Bay on 2nd December 2016 to make tuna fish harvest. That 

fish harvest which started on that day lasted for 15 days to be completed. The vessel started 

to wait for orders for the completion of customs formalities, at the south of the Sagun fish 

farm (38° 24' N - 026° 24.9' E), in order to go to her next port of call, Port Said in Egypt. 

A voyage plan was prepared by the Second Officer for the passage to the anchorage area of 

customs clearance formalities (38 ° 22.9 'K - 026 ° 27' D) (Annex 1). The ship's Master 

ordered the preparation of the engines at 13:18 hours. The Chief Officer was ready at the 

forecastle deck for anchoring maneouver. On the bridge, there were the Master, 2nd 

Officer and 3rd Officer. Master was in front of the radar, Second Officer was at the helm, 

and Third Officer was in charge of the engine controls. (Figure 3) 

 

Figure 3 : Positions of the Crew On The Bridge At The Time Of The Accident 

As of 13:30, anchor was heaved up, engine was given slow speed and vessel was under 

way on the course 180 degrees. 

Engine 

Order 

(3rdOff

. 

Wheel 

Console (2nd 

Off.) 

Radar (Captain) 
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At 13:35 hours, Master saw 3 small fishing vessels on their starboard bow and altered 

course to 170 degrees so as to avoid collision. At this stage, Master could not realise the 

shallow waters on their port side and vessel grounded at 13:36 on the shoal west of Ufak 

Island (38° 23,26' N – 026° 25,42' E)  (Annex 2) while the ship was still under way at a 

speed of 11.7 knots (Figure 4-5) 

Master first ordered to stop engine, followed by a slow astern order in order to refloat and 

move the vessel from the position where she grounded. Upon seeing that the ship was not 

moving, he ordered to stop the engines and finished with the maneouvers. 

 

Figure 4: View of the Vessel After She Grounded on the Shoal 
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Resim 5: View of the Vessel After She Grounded on the Shoal 

1.4 Events at the Aftermath of the Accident 

Master ordered to stop the engines at 13:42. He first called their Agent Link Shipping and 

then their Manager Kaiun Co. Ltd. and gave a report about the accident. 

At 13:55 Chief Officer reported to the Master that there was a fuel leakage from the vessel. 

Master asked the Chief Engineer to take soundings from the fuel tanks and report the 

findings to gimself.  

At 14:00 Second Officer reported to the Master that after his checkings, he found out that 

there weren’t any casualties to the crew. At the same hour, Chief Engineer reported to the 

Master that there was damage at the fuel tanks and there was fuel leakage to the sea. 

Meanwhile 3rd Officer prepared the Emergency Check List for a grounding casualty. 

(Annex 3) 

After the soundings were taken from the tanks, it was determined that there was damage to 

Fore-peak tank, No.1 center ballast tank, No.1 center fuel tank, No.2 port and starboard 

fuel tanks and there was leakage from the fuel tanks to the sea. (Figures 6-7)  
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Figure 6 : The Damaged Parts Of The Ship As Shown On Her Transverse Plan  
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Figure 7 : The Damaged Parts Of The Ship As Shown On Her Longitudinal Plan 
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Figure 8 : Damaged Parts As Recorded By The Diver’s Camera 
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1.5 Pollution Fighting and Salvage Operations 

After the accident, Ship’s Captain reported the pollution to their agent and told them that 

an immediate action/response was necessary. No attempt was made from the ship 

regarding fighting pollution.  

At 15:00 ship’s agent asked the pollution response company “Most”, which is based at 

Ulusoy Port, in the administrative responsibility area of Çeşme Port Authority, to make the 

necessary preparations. At 17: 30, Çeşme Port Authority ordered the ship’s agent to start 

necessary pollution response activities. 

Most Shipping started to encircle the ship farms with barriers at 20:30 and at 22:30 they 

completed the containment of pollution with barriers (Figures 9-10). Two skimmers that 

were placed inside the barriers continued cleaning works all through the night (Figure 11)  

  

Figure 9: Barriers Laid Around The Vessel 
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Resim 10:  Containment Of The Leaking Fuel By Barriers 

 

Figue 11: Skimmer 

As of 12:00 on 19th December 2016, another company “Mare” started to work for a more 

effective pollution response. As of 16:00, the damages at No.1 center ballast tank, No.2 

port and starboard fuel tanks were closed, however the damaged part of No.1 center fuel 

tank could not be reached and repaired, as this part was positioned over the rocks where 

the ship had grounded. 
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In the following days, both of the authorised companies continued their pollution fighting 

efforts both at sea (inside the bay) and at shore-line where the pollution had reached. 

(Figures 12-13) 

 

Figure 12: Pollution On Shore Caused By The Fuel Leakage and Pollution Fighting Activities 

 

Figure 13: Pollution Fighting Activities On Shore and The Collected Waste 



 

15 
 

On 24th December 2016, tanker ship PETROL-1 came alongside LADY TUNA in order to 

discharge the fuel in her damaged parts and discharging operation was completed on 26th 

December 2016 (Figure 14). 

 

Figure 14: MT PETROL 1 Which Was Engaged At Fuel Transfer From LADY TUNA 

Salvage operations were started at 09:00 on 27th December 2016, together with the 

involvement of the officials from the Coastal Safety General Directorate. Operations were 

continued with three tug-boats.LADY TUNA was refloated from her grounding position at 

22:30 on 27th December 2016, she was anchored in the same location and she spent the 

night there. Later on, together with the rise of daylight, ship was anchored close to Mustafa 

Çelebi Island, which is safe from the environmental conditions and she was again encircled 

with a barrier. Against possible emergency situations, it was decided to keep one tug-boat 

at standby to accompany the vessel.  

On 28th December 2016, an underwater survey was carried out under the supervision of 

the class surveyor1 and a planning was made for the temporary closure the accident 

damages. 

                                                           
1 Class surveyor is an autorised person who, on behalf of the Classification Society that he is associated to, 
inspects a ship’s compliance with the relevant maritime safety standards by all respects, determines the 
deficiencies and ensures their rectification.  
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Between 29th December 2016 and 14th January 2017, cleaning of the ship’s side and deck 

were continued weather permitting, and completed. 

Between 03-08 January 2017, ship’s cargo was transferred to her sister ship TUNA 

PRINCESS, which also came to the area. 

Between 12-15 January 2017, ship’s underwater temporary repairs were carried out and 

completed. 

On 20th January 2017, upon permission from the shipowner, Captain and ship’s agent, 

cleaning company stopped their work for the cleaning of the ship’s side and deck. On the 

same day, ship heaved up anchor with the permission of the Harbour Master and was 

started to be towed by two tugboats to Beşiktaş Shipyard at Yalova for the completion of 

her repairs. 

 

Figure 15: Aerial View Of The Marine Pollution 
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Figure 16: Aerial View Of The Pollution On Shore 

 

Figure 17: A Sea Creature Which Was Exposed To Pollution 

1.6 Ship’s Manning and the Key Personnel 

LADY TUNA is required to be manned with 13 crew, according to her Minimum Safe 

Manning Certificate. On the day of the accident, there were 26 crew members on board, 

including the Master. 5 of this crew complement were fish processing workers. Minimum 

safe manning requirement is met with the other 21 crew members. 

Ship’s Captain is 67 years old. He is authorised to work as a Captain at all waters on board 

ships of less than 5000 gross tonnage. He holds all the certificates that he is required to as 
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per STCW Code and these certificates were valid at the time of the accident. Captain 

expressed that he started to work at sea 48 years ago and he had been working as a Captain 

for the last 30 years. He was the Captain of LADY TUNA for the past 6 years and he had 

been on board the vessel since August 2016 for this period of his contract. 

Ship’s 2nd Officer is 42 years old. He was at the helm on the occasion of the accident. He 

holds a proficiency to work as Chief Officer at all waters, without a limitation. He is also 

authorised to work as a Captain at near coastal voyages on ships which are larger than 

3000 gross tonnage and at all waters on ships which are smaller than 3000 gross tonnage. 

He holds all the certificates that he is required to as per STCW Code and these certificates 

were valid at the time of the accident. He has a sea experience of 16 years, 14 of which 

being at this company. He had been working on board this ship for the last 7 months ago. 

Ship’s 3rd Officer is 21 years old. At the time of the accident, he was in charge of the 

engine order telegraph. He is competent to worj as a deck officer at all waters without a 

limitation. He holds all the certificates that he is required to as per STCW Code and these 

certificates were valid at the time of the accident. LADY TUNA was the first ship as he 

served as a deck officer and was on board the ship for a month as 3rd Officer. 

1.7 The Ship and Fish Farms 

LADY TUNA is a Panamanian registered fish processing ship which has a 4538 gross 

tonnage volume and a 2993 KW engine power. She was built in Japan in 2007. She came 

to Ildır Bay for tuna fish harvesting from the fish farms. The planned voyage would be to 

Port Said in Egypt after the completion of the harvest. At the time of the accident, there 

were 1223 tonnes of processed tuna fish on board the vessel. 

Tuna farms are located at Karaburun in Izmir Gulf and these fish farms have an increasing 

degree of importance among the tuna farms operating in the littoral countries of the 

Mediterranean Sea. 

In the middle of May, boats at various ports of the Mediterranean, complete their 

preparations and set sail to the Mediterranean. Service boats carrying divers accompany 

the fishing boats. The boats which are equipped with latest technology equipments detect 

the location of the tuna flocks. Followig this detection, net is thrown to encircle the flock 

and they start to wait the transfer boat as well as the towing boats which move at a 
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maximum speed of 3 nm per hour. Upon arrival of the towing boat, transfer operations 

start. After about 3 hours of intensive work, the captured tuna are transferred to transfer 

pools. The tuna, reaching a certain number in the transfer pool, are transported by tugboats 

to the connecting point in İzmir.  

These activities, which continue until the middle of June, are continuously reported to the 

government and it is ensured that the catch is realized within the Turkish quota. 

 

Hunted fish are transferred to the pools located on the farms, where they are fed and 

fattened. The tuna stay in the feeding pools for 4-5 months and are fed with feeds 

consisting of oily fish such as calamary, sardines, herring and mackerel. Divers monitor the 

pools on a daily basis and control the fish's feeding, water temperature and oxygen levels. 

The development of the tuna is followed by the reports that the divers prepare daily after 

the controls they carry out. 

After reaching a certain size, the tuna in the pools are harvested, processed and frozen   (-

60° C) on board ships which anchor in the vicinity of the fish farms and exported to other 

countries, mainly to Japan, by means of these vessels.2 

 

Figure 18: Tuna Fish 

                                                           
2 http://www.kemalbalikcilik.com/TR/orkinos-baligi-yetistiriciligi 
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Figure 19: Tuna Fish Farms 

1.8 Safety Management System (SMS) 

The company's DoC certificate was issued by NKK on 4th October 2013, in accordance 

with the ship’s approved SMS and in compliance with the ISM Code. The Certificate is 

valid until 6th October 2018. The latest annual audit was conducted by NKK on 6th 

January 2016 in Tokyo. 

Ship’s SMC Certificate was issued on 28th May 2013 by NKK and is valid until 4th June 

2018. An internal audiat was carried out on 10th May 2016 at Yokosuka in Japan and two 

deficiencies were found. The first deficiency was that the SOLAS Training Manual was 

not up to date, the second one was that technical data was not received from the company. 

First deficiency was rectified immediately, whereas some time was given for the 

rectification of the other deficiency. Nevertheless, it was noted that ship’s Safety 

Management System is found to be sufficient. (Annex-4)  
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SECTION 2 – ANALYSIS 

2.1 Look-out 

Rule 5 of International Rules for the Prevention of Collision At Sea states that; 

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

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

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

Additionally, Chapter VIII Part 4-14 of the STCW Code states that; 

A proper look-out shall be maintained at all times in compliance with rule 5 of the 

International Regulations for Preventing Collisions at Sea, 1972 and shall serve the 

purpose of: 

.1 maintaining a continuous state of vigilance by sight and hearing as well as by all other 

available means, with regard to any significant change in the operating environment; 

.2 fully appraising the situation and the risk of collision, stranding and other dangers to 

navigation; and 

.3 detecting ships or aircraft in distress, shipwrecked persons, wrecks, debris and other 

hazards to safe navigation. 

Especially in narrow and congested waters, the presence of a look-out is always essential 

for ensuring a safe navigational watch. It cannot be denied that, under such circumstances, 

the warnings from the look-out to the Captain, regarding the presence of navigational 

hazards and following of such hazards will be effective for the prevention of a possible 

accident.  

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

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

systematic observations of detected objects. 

In the light of the rules that are mentioned above, LADY TUNA’s bridge team did not 

make use of all the suitable instruments that are available to them to carry out a full and 

sustainable look-out. As the 2nd and 3rd Officers were busy with another task and there 

wasn’t a look-out other than the Captain, while the collision preventionmaneouver was 
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being conducted, whether the ship was passing too close to the shoals could not be 

observed by means of marking on the map at close intervals or plotting on the radar. It is 

assessed that this situation is one of the factors that led to the accident. 

2.2 Bridge Team Resource Management 

Bridge Resource Management is the effective management and integration of human and 

technical resources provided to the bridge team for the safe and efficient navigation of the 

ship. Bridge Resource Management principles are an important issue for Masters and 

Officers who keep navigational watch. Optimized Bridge Resource Management protects 

navigational safety by making full use of all the technical advantages of bridge 

navigational equipment, as well as maintaining situational awareness of watchkeepers, as 

well as ensuring proper communication and information exchange at all levels of the 

bridge team. 

More specifically, Bridge Resource Management principles are presented in STCW Code 

Chapter VIII, Part 3 "General Watchkeeping Principles", as well as in Chapter VIII, Part 

4.1, "Principles to Consider During a Bridge Watch". 

These provisions ensure that the Captains take appropriate measures for the regulation and 

management of bridge watches and that watchkeeping officers fulfill their duties 

effectively. As a result, the bridge team will be assisted in their decision making processes 

and any possible mistakes will be avoided and precautions will be taken to prevent 

probable marine casualties or reduce the risk of occurrence. 

Master and deck officers of LADY TUNA had completed the Bridge Resource 

Management training and had been duly qualified as per the revised provisions of the 

STCW Convention. 

The prepared voyage plan and bridge team planning were insufficient for the intended 

voyage. Second Officer being assigned at the helm and Thirrd Officer being assigned at the 

engine order telegraph has left the Captain alone in the sense that he can perform full and 

effective watchkeeping on the bridge. This situation rendered the Captain ineffective to 

carry out an effective radar watch and marking the ship's location on the map in this 

shallow area. For this reason, inadequate bridge resource management is considered to be 

one of the contributing factors in the accident. 
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2.3 Voyage Plan and Safe Speed 

STCW Code Section A-VIII/2 Part 2 "Voyage Planning-General Principles" states: "The 

intended voyage shall be planned in advance taking into consideration all pertinent 

information and any course laid down shall be checked before the voyage commences." 

The following paragraph "Planning prior to each voyage" states: "Prior to each voyage the 

master of every ship shall ensure that the intended route from the port of departure to the 

first port of call is planned using adequate and appropriate charts and other nautical 

publications necessary for the intended voyage, containing accurate, complete and up-to-

date information regarding those navigational limitations and hazards which are of a 

permanent or predictable nature, and which are relevant to the safe navigation of the ship." 

The safe carrying out of a voyage plan is based on a reliable assessment of all information 

about the proposed voyage, the identification of risks and the assessment of the identified 

critical areas. 

It is seen that the section of the course determined in the related voyage plan was 

determined without leaving a safe distance to the relevant shoals in any probable collision 

avoiding situations. It can be assessed that that the reason for this can be, when preparing 

the voyage plan, navigational hazards and shoals were not given enough consideration. 

(Figure 20) 
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Figure 20: Planned Course As Per Voyage Plan And The Actual Course  

According to Rule 6 of the International Regulations for Preventing Collisions at Sea 

(COLREGS), under the title “Safe Speed”; 

Every vessel shall at all times proceed at a safe speed so that she can take proper and 

effective action to avoid collision and be stopped within a distance appropriate to the 

prevailing circumstances and conditions. 

In determining a safe speed the following factors shall be among those taken into account: 

(5). By all vessels: 
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(i) the state of visibility; 

(ii) the traffic density including concentrations of fishing vessels or any other vessels; 

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

turning ability in the prevailing conditions; 

(iv) at night the presence of background light such as from shore lights or from back 

scatter of her own lights; 

(v) the state of wind, sea and current, and the proximity of navigational hazards; 

(vi) the draught in relation to the available depth of water. 

Compliance with Rule 6 is always a critical factor for the safe navigation of ships. It is 

directly related to Rule 5, and compliance with both rules leads the bridge team to reach 

the right decision for a safe voyage in the prevailing conditions as well as in conditions 

which are expected to be encountered with. It is a fact that the safe speed policy ignored 

for commercial purposes may cause the ship to fall into dangerous situations. Determining 

an appropriate speed will surely save time for effective evaluation of data in order to avoid 

collision and navigational hazards. 

As can be seen from the records that are available to the investigators, the vessel reached to 

a speed of 11,6 knots in a very short time period of 7 minutes, which is an evidence that 

she did not proceed at a safe speed that would make it possible to evaluate the curent 

conditions. (Annex-2) Additionally, it is deducted from the records that, according to the 

voyage plan, average speed between the waypoints were planned to be 5 knots, but actually 

this plan had not been followed. (Annex-1) 

In the light of the acquired data, it is evaluated that safe speed rule was ignored by the 

Captain and this attitude was a causative factor in this accident. 
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2.4 Ildır Bay, The Shoal Where the Vessel Grounded and the Customs Control 

Anchorage Area 

 

Figure 21: Ildır Bay 

Ildır Bay can be defined as a navigational area which is known as narrow and congested 

waters. (Figure 21) In addition to the fish farms, shoals attract our attention and 

additionally together with the current fishing boat traffic, the existance of numerous 

navigational hazards are also known. 

According to Rule 18 of International Regulations for Preventing of Collisions at Sea, 

under the title “Responsibilities Between Vessels”; “Except where Rules 9, 10 and 13 

otherwise require: (a) A power-driven vessel underway shall keep out of the way of: (iii) a 

vessel engaged in fishing”. Master of LADY TUNA followed this Rule, altered course to 

port so as to avoid the fishing boats that he saw over his course, but could not avoid 

grounding on the shoal that he failed to consider. It can be evaluated that, the reason that 

the Captain did not prefer to alter course to starboard, which was more convenient to avoid 

an accident is, he did not realise this shoal. 

In such cases, it is known that marking the existing shoals in narrow and congested waters 

with light buoys is an integral factor in establishing safety of navigation. Additionally, it is 

considered that employment of a pilot on board vessels which are not familiar to such 

waters, is going to be suitable for the safety of navigation. 
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According to By-Law for Ports, Article 6 “Anchorage Areas”; “(2) At times of force 

majeure, it is under the authority of the Harbour Master to allow ships to anchor outside 

the anchorage areas, coordinates of which are shown at Annex-1, with regard to the ships’ 

type and tonnage. (3) Harbour Master has the authority to determine a temporary 

anchorage area.” 

As can be understood from the above provisions, ships have the obligation to anchor at 

anchorage areas which are designated by the Administration or which are determined by 

the Harbour Master. It is understood that the arrival place that is stipulated at the voyage 

plan is not an anchorage area which is found appropriate  by the Authority which carries 

out the customs clearance. It is considered that the arrival place which is the customs 

control anchorage area as it is stipulated at the voyage plan, is not suitable for safety of 

navigation and customs clearance should be carried out at Çeşme Port anchorage area or at 

another anchorage area which would be proposed by the Harbour Master.  

Alternatively, it is considered that, according to By-Law for Ports, Article 12 “(1) 

Administration, where it deems necessary; In the framework of the relevant IMO Rules and 

Recommendations, may establish ship routing systems for the regulation of maritime traffic 

inside a port administrative area, for the purpose of enhancing safety of navigation, life, 

property and environment and reducing the risk of accidents”, a marine traffic system may 

be established and a waiting anchorage area can be determined at the same area, for 

customs clearance and other operations. 

2.5 Fatigue 

Upon evaluation of the effect of fatigue over the crew of LADY TUNA; in the light of the 

records acquired from the vessel and the statements of the key personnel, it is seen 

thatfatigue is not an issue amnog the factors that contributed to the accident. Still, 

considering the fact that the Captain is 67 years old, it can be assumed that the exhausting 

effect of the current workload will be more on himself than the rest of the crew. The fact 

that this will affect his situational awareness cannot be put aside. However, concrete 

evidence which will support this theory could not be acquired. 
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SECTION 3 – CONCLUSIONS 

1. It is concluded that the weather conditions prevailing in the region at the time of the 

accident did not contribute to the accident. 

 

2. Bridge team of LADY TUNA did not carry out a full and sustainable look-out. 

While the collision avoidance maneouver was being performed, the existance of 

other navigational hazards were not checked and monitored on the map and on the 

radar.  

 

3. Bridge Resources Management was not applied as per the relevant STCW Code 

standards. The prepared voyage plan and the bridge team management planning 

were insufficient for this voyage. Lack of a second crew member on the bridge in 

addition to the Captain, who is able to perform a look-out duty, rendered the ability 

to carry out a full and sustainable look-out ineffective. 

 

4. While the courses were being planned as per the voyage plan with reference to the 

SMS, attention was not drawn sufficiently to the existance of navigational hazards. 

 

5. It is determined from the existing records that, the vessel was not proceeding at a 

safe speed that would be appropriate to the prevailing conditions surrounding the 

vessel. 

 

6. At Ildır Bay, where big tonnage vessels are navigating such as LADY TUNA, it is 

determined that some shoals, among which the shoal that this vessel had grounded 

is also included and is coming at first place, have not been marked with light buoys. 

 

7. Captain had determined the place of arrival which is stipulated on the voyage plan, 

as the area which is requested by the customs control officials, rather than the area 

that the Harbour Master had guided and instructed. 

 

8. According to the records acquired from the ship and the statement of the relevant 

key personnel, fatigue is not among the contributing factors of the accident. 
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SECTION 4 – ACTIONS TAKEN 

1. With the By-Law dated 8th April 2017 and No. 30032 which amended the Article 

13 Paragraph 1 of the By-Law for Ports, it is made obligatory to take pilots for the 

vessels that come to Fish Farms for harvesting. 

 

2. Çeşme Harbour Master (Port Authority) started to determine and the marking of 

the shoals in the area and works are still underway. 

 

3. Works for the South Aegean Maritime Traffic System are being continued in the 

coordination of the Directorate General for the Regulation of Maritime and Inland 

Waters and the local Port Authorities (Harbour Masters). 

 

4. According to the Port Instructions issued by the Çeşme Port Authority, it is made 

obligatory for the ships to complete their customs clearance at the anchorage area 

which is shown by the Harbour Master or at the coastal facility. 

 

SECTION 5 – RECOMMENDATIONS 

The following Recommendations have been directed to the relevant authorities and 

companies 

5.1 The Ministry of Customs and Trade 

1. To carry out customs clearance activities for ships and other marine crafts at 

anchorage areas or at coastal facilities which are determined by the relevant 

Harbour Masters. 

5.2 Directorate General for the Regulation of Seas and Inland Waters 

1. Taking into account the big tonnage vessels like the vessel in this accident, which 

have to navigate at narrow and congested waters such as Ildır Bay, to make a 

review for the existing shoals and have the ones, which have not been marked 

already, marked with light buoys, so as to enhance safety of navigation, life, 

property and environment and reduce the risk of marine accidents. 
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5.3 Ship Operator SHINKO KAIUN Ltd. Co. 

1. To ensure that on the ships in their fleet or under their management, voyage plans 

for narrow and congested waters are prepared in compliance with the instructions 

of the Port Authority and drawing utmost attention to the existance of navigational 

hazards. 

 

2. To take effective precautions are taken on the ships in their fleet or under their 

management, for the safety of watchkeeping and safety of navigation as per the 

International Regulations for Preventing Collisions at Sea and the STCW 

Convention. 

 

3. To review their Safety Management System, with regard to the technical and 

human resources, including the procedures for watchkeeping and within the scope 

of the requirements of effective Bridge Resources Management. 
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                                                                                                                             ANNEX – 1 
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ANNEX – 2 

MMSI   Lon    Lat     Report Date      SOG        COG    HDG  ROT 
 

374762000  26,4236392974854  38,3882484436035  18.12.2016 10:36:06 11,6999998092651  170,800003051758  169  0 

374762000 26,4235496520996  38,3886795043945  18.12.2016 10:35:58  11,6999998092651  171,800003051758  169  0 

374762000 26,4234294891357  38,3893203735352  18.12.2016 10:35:47  11,6999998092651  171,600006103516  170  0 

374762000  26,4233303070068  38,3898582458496   18.12.2016 10:35:37  11,6000003814697  171    170  0 

374762000 26,4232196807861  38,3903884887695  18.12.2016 10:35:27  11,6000003814697  171,399993896484  170  0 

374762000  26,4231300354004  38,390869140625   18.12.2016 10:35:18  11,5    171,600006103516  170  0 

374762000  26,4230194091797  38,3914489746094  18.12.2016 10:35:06  11,3999996185303  170,699996948242  170  0 

374762000 26,4229297637939  38,3918609619141  18.12.2016 10:34:58  11,3000001907349  171,100006103516  169  0 

374762000  26,4228096008301  38,3924293518066  18.12.2016 10:34:48  11,1999998092651  171,600006103516  169 0 

374762000 26,4227104187012  38,393009185791   18.12.2016 10:34:43  11,1000003814697  171,300003051758  170  0 

374762000  26,4227104187012  38,393009185791   18.12.2016 10:34:37  11,1000003814697  171,300003051758  170  0 

374762000 26,4226093292236   38,3935203552246  18.12.2016 10:34:27  11   170,899993896484  170 0 

374762000  26,4225196838379  38,393970489502   18.12.2016 10:34:18  10,8999996185303  171,699996948242  170  0 

374762000  26,4224090576172  38,39453125   18.12.2016 10:34:06  10,6999998092651  172,100006103516  170 0 

374762000 26,4223499298096  38,3949203491211  18.12.2016 10:33:58  10,6000003814697  171,199996948242  170  0 

374762000  26,4222507476807  38,3954582214355  18.12.2016 10:33:48  10,3999996185303  172,399993896484  170 0 

374762000  26,4221591949463  38,3959884643555  18.12.2016 10:33:37  10,1999998092651  172,100006103516  171  0 

374762000  26,4220695495605  38,3964500427246  18.12.2016 10:33:27  9,89999961853027  171,600006103516  171  0 

374762000  26,421989440918   38,3968696594238  18.12.2016 10:33:18  9,69999980926514  174,199996948242  171  0 

374762000  26,4219207763672  38,3973617553711  18.12.2016 10:33:06  9,39999961853027  172,600006103516   172 0 

374762000  26,4218692779541  38,3977088928223  18.12.2016 10:32:58  9,19999980926514  169,699996948242  173 0 

374762000  26,421760559082   38,3981781005859  18.12.2016 10:32:48  8,89999961853027  162    172  127 

374762000  26,4215793609619  38,398609161377   18.12.2016 10:32:37 8,60000038146973  156,600006103516  167 127 
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MMSI   Lon    Lat     Report Date      SOG        COG    HDG  ROT 

374762000  26,4213790893555  38,3989791870117  18.12.2016 10:32:27  8,30000019073486  151,600006103516  162  127 

374762000  26,4211406707764  38,3993110656738  18.12.2016 10:32:17  7,90000009536743  146,5    158  127 

374762000  26,4208908081055  38,3996200561523  18.12.2016 10:32:06  7,5    141,199996948242  153  127 

374762000  26,4206695556641  38,3998489379883  18.12.2016 10:31:58  7,09999990463257  136,600006103516  149  127 

374762000  26,4203491210938  38,4001083374023  18.12.2016 10:31:48  6,5    128,5    144 127 

374762000  26,4200191497803  38,400318145752   18.12.2016 10:31:37  6,09999990463257  120,300003051758  138  127 

374762000  26,4197101593018  38,4004707336426  18.12.2016 10:31:27  5,69999980926514  113,5    132  127 

374762000  26,4193992614746  38,4005699157715  18.12.2016 10:31:17  5,40000009536743  108    126  127 

374762000  26,4190902709961  38,4006500244141  18.12.2016 10:31:06  5,19999980926514  102,599998474121  120  127 

374762000  26,4188594818115  38,4006996154785  18.12.2016 10:30:58  5,19999980926514  98,5    115  127 

374762000  26,4185199737549  38,4007415771484  18.12.2016 10:30:48  5,09999990463257  92,9000015258789  110  127 

374762000  26,4181804656982  38,400749206543   18.12.2016 10:30:37  4,90000009536743  89    104  127 

374762000  26,4178905487061  38,4007415771484   18.12.2016 10:30:27  4,80000019073486  86,0999984741211  100 127 

374762000  26,417610168457   38,4007301330566  18.12.2016 10:30:17  4,5   84,5    96  127 

374762000  26,417350769043   38,4007110595703  18.12.2016 10:30:06  4,30000019073486  83,8000030517578   93  127 

374762000  26,4171390533447  38,4006881713867  18.12.2016 10:29:58  4,09999990463257  82,3000030517578  90  127 

374762000  26,4168891906738   38,4006690979004  18.12.2016 10:29:48  3,79999995231628  79,9000015258789  88  127 

374762000  26,4166393280029  38,4006385803223  18.12.2016 10:29:37  3,5    77,1999969482422  86  127 

374762000  26,4164390563965   38,4006004333496  18.12.2016 10:29:27  3,09999990463257  75,0999984741211  84  127 

374762000  26,4156608581543  38,4004516601563  18.12.2016 10:26:31  0,100000001490116  235,399993896484  66  0 

374762000  26,4158401489258  38,4004592895508  18.12.2016 10:23:32  0,200000002980232  352,799987792969  33  127 

374762000  26,4157104492188  38,4000205993652  18.12.2016 10:20:31  0,800000011920929  15,5    17  0 

374762000  26,415319442749   38,3992309570313  18.12.2016 10:17:32  1,20000004768372  27,8999996185303  23  0 

374762000  26,4147090911865  38,3986587524414  18.12.2016 10:16:44  0,100000001490116  103    39   0 

374762000  26,4147090911865  38,3986587524414  18.12.2016 10:14:32  0,100000001490116  103    39   0



 

35 
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