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PURPOSE 

 

 

This marine accident was 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) Marine Accidents or Incidents, and European Union Directive 

2009/18/EC. 

 

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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ABBREVIATIONS  

 

GMT   : Greenwich Mean Time 

GTH   : Vessel Traffic Services 

OTS   : Automatic Identification System (AIS) 

AAKKM  : The Main Search and Rescue Coordination Center (MSRCC) 

EPIRB   : Emergency Position Indicating Radio Beacon 

ECDIS   : Electronic Chart & Display Information System 

DWT   : Deadweight Tonnage 

ROC   : Restricted Operator's Certificate 

ISG   : Occupational Health and Safety 

IMO   : International Maritime Organization 

SOLAS   : International Convention for the Safety of Life at Sea 

[4.   : Port Clearance Certificate (PCC) 

AK   : Search and Rescue 

NT   : Net Tonnage 

KEGM   : Directorate General of Coastal Safety 

P&I Insurance  : It is a type of insurance that is named as protection and indemnity 

insurance, and covers the responsibilities of the boat / vessel owners towards third parties, the 

environment, and their own personnel and even towards the cargo, if any. 
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SUMMARY  

 

Figure 1: Location of the Accident  

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

The Turkish flagged vessel named BĶLAL BAL, which was carrying the 3150 MT scale 

(oxide layer) cargo loaded at the port of Gemlik to unload it in the Black Sea port of Ereĵli, 

sank at the date of 01 November 2017 at 03.52 while navigating off the coast of ķile, Black 

Sea. As a result of the search and rescue operations initiated, the dead body of 7 of the 9 

personnel who was onboard was removed from the vessel and the other two personnel could 

not be reached.  

The factors causing the accident are determined as follows, respectively; that the vessel 

departed from the last port of loading as overload, that there was no personnel onboard which 

have the qualification and competence specified in the minimum safe manning certificate of 

the vessel, and the changes in the tensions flowing/spreading through the vessel's body due 

to structural changes made in the ship not in the Administrationôs1 knowledge. In addition, 

the misstatement of some certificates and measurement reports which are the subject to the 

                                                           
1 Administration: Ministry of Transport and Infrastructure  
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vessel's seaworthiness drew attention as being another factor causing the accident. 

Therefore, the fact that the operator prioritizes commercial concerns and the lack of safety 

management culture of the ship and the operator are the main reasons causing the accident. 

SECTION 1 ï FINDINGS  

1.1 Information on the Vessel, Navigation and Accident 

Name of the Vessel  : BĶLAL BAL     

Flag    : Turkish 

Classification Society  : Bulgarian Register of Shipping / Phoenix Register of Shipping 

IMO Number   : 7358664 

Type    : Dry Cargo 

Place and Year of Build : Denmark ï 1974 

Gross Tonnage  : 1863 

Length Overall  : 78.5 meters 

Main Engine and Power : B&W Alpha  ï 2000 bhp 

 

Port of Departure  : Gemlik/Turkey  

Port of Arrival   : Black Sea Ereĵli /Turkey 

Cargo Information  : 3150 MT Scale 

Number of Personnel  : 10 in Port Clearance Certificate and 9 onboard 

Type of Navigation  : Coastal Navigation 

 

Date/Time of the Accident : 01.11.2017 / 03:52 

Type of the Accident  : Very Serious marine accident 
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Location of the Accident : Off the coast of ķile, Ķstanbul / Black Sea 

Injured/Dead/Missing  : 7 dead, 2 missing 

Damage : Sunk 

Pollution   : None 

 

Figure 2: The Vessel Named BİLAL BAL  

1.2 Environmental Conditions 

In the time of an accident, the vessel BĶLAL BAL was navigating (at) 7 nautical miles 

northeast of ķile / Black Sea. According to the weather and sea forecast received from the 

General Directorate of Meteorology, in the period time between 23.00-05.00 for that day in 

the region, it was reported that the weather was partly cloudy, the wind was blowing at 4-6 

force from west-northwest and wave height was between 1.5-2.5 meters and the vision was 

clear. In addition, according to the report received from the vessel named HALĶM SAVAķ, 
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which was navigating in the region at the time of the accident, it was learned that heavy 

swells2 were coming from the north-west. 

1.3 Course of Events in the Accident 

The vessel named BĶLAL BAL was berthed safely, as empty, to the dock No. 6 of Port of 

Gemlik on the date of 26.10.2017 at 21:15. No adverse event was reported by the ship or 

port. Preparations for the loading operation were completed and the Scale cargo in bulk, 

known as iron sand, was started to be loaded to the vessel at 22:00. The cargo, which was 

transported in bulk by trucks from the factory, was poured into the portable pool at the port, 

and from there, it was loaded by pouring into the hold of the vessel from a certain height via 

a rubber-wheeled crane. 

The loading operation was completed as of 16:30 on the date of 27.10.2017 and no adverse 

events were reported during loading. According to the total weighbridge tonnage of the 

vessel, 3088.72 MT scale was loaded. In addition, it was noted in the bill of lading 3 that the 

cargo is wet. (Annex - 1) Following the completion of the port operations after the 

completion of the loading, the pilot boarded the ship for the departure maneuver and the 

vessel departed from the port at 17:55 to go to the Black Sea port of Ereĵli.  

The ship made contact with Ķstanbul VTS for crossing the Bosphorus passage and dropped 

anchor off Ķstanbul/Kartal for supply at 00:25 on the date of 28.10.2017. The supply 

operations was started on the same day at 15:52, and the ship completed the operations on 

the date of 31.10.2017 at 19:32 and informed the Ķstanbul VTS that she is ready for crossing 

the Bosphorus.  

Personnel changes were made, not in the relevant port authorityôs knowledge, onboard the 

ship that stayed at the anchorage for approximately 4 days. In addition, maintenance and 

handling procedures were carried out in order to eliminate the deficiencies arose from the 

P&I insurance survey carried out in the port of Ambarlē, but it was not possible to find out 

what kind of maintenance and handling procedures were carried out since there were no 

survivors from the ship's personnel. According to the AIS data, she departed from the Kartal 

anchorage on the date of 31.10.2017 at 20:19, started to cross the Bosphorus at 21:39, 

                                                           
2 Swells: Continuing dead waves in the sea after a storm 
3 Bill of lading: Receipt of cargo delivered to a ship 
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completed crossing the Bosphorus, and entered the Black Sea at 00:00. The last AIS data 

from the vessel was received at 02:58 on the date of 01.11.2017 when she was off the coast 

of ķile. (Annex ï 3) Afterwards, an EPIRB signal was received from the vessel by MSRCC 

via Cospas-Sarsat4 system at 03:52 at the coordinates of 41Ü 17,04Ë N ï 029Ü 42,5Ë E. As a 

result of the contacts with the ships navigating in the region, it was understood that the vessel 

can no longer be detected by ECDIS (Electronic Chart & Display Information System) and 

Radar and thus the ship sank. 

 

Figure 3: Last Position Received from the Vessel via AIS 

1.4 Events Occurred and Rescue Operations at the Aftermath of the Accident  

As a result of the coordination established by the MSRCC immediately after the accident, 3 

rescue boats subject to the Directorate General of Coastal Safety, one SAR purpose 

helicopter, 2 rescue boats and one SAR plane subject to the Coast Guard Command were 

sent to the scene of incident and search and rescue operations was started. As a result of the 

operations carried out throughout the day, deck materials such as 1 lifeboat, 1 life raft, 

lifebuoys, rope and barrel belonging to the sunken ship were identified and no contact with 

the vessel personnel was provided. 

                                                           
4 Cospas Sarsat : Satellite Aided search and rescue system 
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On the date of 02.11.2017, the underwater and surface SAR vessel belongs to the Naval 

Forces Command determined the position of the sunken ship at 80 meters deep and 7 nautical 

miles northeast of the port of ķile, and the research for the victim personnel was started 

within the ship. In addition, two search and rescue boats and one helicopter belongs to the 

Coast Guard Command and three fast rescue boats and one search and rescue vessel belongs 

to the Directorate General of Coastal Safety continued to research throughout the day but no 

determination was made. (Figure 4, 5, 6, 7) 

 

 

Figure 4: Underwater and Surface Research Vessel Belongs to the Naval Forces Command 

 

Figure 5: SAR boat Belongs to the Coast Guard Command 
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Figure 6: SAR vessel Belongs to the Directorate General of Coastal Safety 

 

Figure 7: Fast Rescue Boat Belongs to the Directorate General of Coastal Safety 

On the date of 03.11.2017, research continued on the sea surface and within the ship, and as 

a result of the research carried out throughout the day, the dead bodies of 3 personnel were 

removed from the ship by ROV5. (Figure ï 8) 

As a result of the collapse and damage in the accommodation space of the vessel in 

consequence of the sinking of the vessel, entrances to the accommodation space was blocked 

                                                           
5 ROV: (Remote Operating Vehicle) A propeller device that can go any desired location underwater and used 
by an operator on a boat or from shore without the need of a dive team or a diver 
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and thus divers could not enter the ship for a long time and the survivors could not be 

reached. 

As a result of works carried out in the following weather working days, 4 more personnel's 

dead bodies were removed from the ship on the date of 07.11.2017. Two missing personnel 

could not be reached. 

 

Figure 8: An Image of Search and Rescue Operations carried out with ROV 

1.5 History of the Ship  

The building of BILAL BAL was completed in Frederikshavn/Denmark in 1974 and it sailed 

for the first time under the Dutch flag on the date of 28/08/1975. The ship was built on a 

system with two hatches and two hatchways as equipped with a tweendeck6. It is equipped 

with one B&W Alpha 16V23H-VD main engine with 1492 Kw, and 4 generators in total, 

which are 3 Mercedes generator in the engine room and 1 harbor generator under the 

head/bow. The vessel's tonnage was changed by doing modifications on the tweendeck in 

1991. The DWT that was 3040 was updated to 3237 DWT.  

                                                           
6 Tweendeck: Known as tweendeck, the decks and the division between decks especially in dry cargo ships 
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Since there are 3 cranes on board, the crane No. 2 was dismantled within the framework of 

Rigging Plan7 approved by the classification society T¿rk Loydu. The crane No. 1 and 3 of 

the vessel were found to be dismantled not in the knowledge of administration and the 

classification society and no data regarding the time/date of dismantling was found in the 

records of the ship. 

A Certificate of Seaworthiness (Annex - 2) was issued for the ship in accordance with the 

Coastal navigation on the date of 01.02.2011. The change of the navigation zore was carried 

out at the request of the owner due to the load connection, not due to a detected deficiency.  

It was determined that the vessel BĶLAL BAL, went aground at the southeast of B¿y¿kada 

on the date of 28/07/2017 while navigating in the Sea of Marmara, the administrative units 

was not informed of this incident, the accident became known as a result of the notice by the 

Coast Guard Command to the administration. After the accident, an underwater survey was 

carried out on the vessel by a private company at the port of Samsun, and a report was 

submitted to the Samsun Port Authority that the ship's hull/bottom and propeller were not 

damaged. As the accident was not reported to the Administration, a procedure was applied 

by the Port Authority and the navigation was allowed.  

1.6 Survey-Inspection Carried Out Onboard and Certification Procedures  

Since the Certificate of Seaworthiness of the vessel was issued according to the coastal 

navigation zone on the date of 18/01/2011, the vessel subjected to PSC (Port State Control) 

control after this date. 

Deficiencies were determined in the inspections carried out on the dates of 24/08/2011 and 

14/09/2011 by the classification society T¿rk Loydu during the coastal navigation of the 

vessel, since the deficiencies were not solved afterwards, the classification agreement was 

first suspended and then the agreement was canceled on the date of 02/04/2012.  

The ship was launched at the YAķARSAN shipyard in Yalova for land and shaft surveys 

between the dates of 13/08/2011 and 28/09/2011. Metal sheet measurements were taken 

between the dates of 15/08/2011-24/09/2011 by an organization authorized by T¿rk Loydu, 

the classification society of the ship at that time, and the metal sheets that needed to be 

                                                           
7 Rigging Plan: Plan of ship's rigging/cargo lifting equipment 
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changed were replaced. After the shipyard process, the vessel was subjected to a land survey 

on the date of 21/09/2011 and a sea survey on the date of 03/10/2011, and the Certificate of 

Seaworthiness dated 04/10/2011 (Annex ï 5) was issued. In the next 4-year period, the 

Samsun Port Authority conducted sea surveys on the vessel and visa procedures was applied 

regarding the related COS.  

This time, the vessel was taken to the shipyard dock at the Ķnebolu shipyard and metal sheet 

measurements were taken and metal sheet replacements were carried out by an institution 

authorized by the Administration. Based on the ship's shaft and land surveys dated 

27/05/2015 and the ship's sea survey dated 28/05/2015 carried out at the port of Ķnebolu, a 

Certificate of Seaworthiness (Annex ï 6) was issued regarding the Coastal Navigation on 

the date of 03/06/2015. A sea survey was conducted at the port of ¦nye on the date of 

27/08/2016 and the current COS was visaed/endorsed. Due to revision of total fuel tank 

capacity and change of operator, COS (Annex ï 7) was renewed by Ķstanbul Port Authority 

on the date of 26/09/2016. 

The final land survey of the vessel was visaed on the date of 14/08/2017 and the sea survey 

was visaed on the date of 18/08/2017 by the ¦nye Port Authority after the process at the 

¦nye Shipyard on the date of 17/08/2017. 

A "Watercraft Liability Policy" with 1-year validity was signed on the date of 22/09/2017 

between the ship's owner and T¿rk P&I, and considering the deficiencies detected as a result 

of P&I condition survey carried out at the port of Ambarlē on the date of 26/10/2017, a 

supplementary policy was issued as of the date the policy was signed. The owner was 

allowed until 15/11/2017 to eliminate any deficiencies detected. (Annex ï 8) 

On the other hand, according to the documents obtained regarding the accident, the owner 

has an agreement with Bulgarian Register of Shipping (Annex ï 3) between the dates of 

12/10/2017 and 02/11/2017 and Phoenix Register of Shipping (Annex ï 4) between the dates 

of 22/06/2017 and 21/11/2017. 

1.7 Key Personnel  

The shipmaster is 69 years old. It was found that he has all the certificates that are required 

by STCW Code and that his certificates are valid. His name is included in the of the 
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personnel list subject to Port Clearance Certificate (PCC) and he was not onboard the vessel 

during the accident.  

The chief engineer is 49 years old. It was found that he has all the certificates that are required 

by STCW Code and that his certificates are valid. His name is included in the of the 

personnel list subject to Port Clearance Certificate (PCC) and he was not onboard the vessel 

during the accident. 

Able Seaman (Owner) is 60 years old. He is a primary school graduate. He has the Able 

seaman competence/certificate. It was found that he has all the certificates that are required 

by STCW Code and that his certificates are valid. He is one of the partners of the ship's 

company and also works as a able seaman onboard.  

Able Seaman (son of the Owner) is 33 years old. He has the Able seaman 

competence/certificate. It was found that his name is not included in the personnel list subject 

to Port Clearance Certificate (PCC) and he was onboard the vessel during the accident. The 

owner at the last departure introduced him to the authorities as the shipmaster from the port. 
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SECTION 2 ï ANALYSIS  

Note: The data, records and statements obtained while evaluating the factors that caused 

the accident were taken into consideration. 

2.1 Loading-Unloading Operations  

2.1.1 Loading Operations prior to Gemlik Loading  

Considering the ship's operations at the other ports of loading before the last port of loading, 

the data obtained are as follows; 

Date of PCC Port of Loading Port of 

Discharge 

Type of Cargo Amount of 

Cargo (M/T) 

04.10.2017 Ķnebolu Gemlik Chrome ore 3040 

11.10.2017 Krdnz. (Black 

Sea) Ereĵli 

¦nye Slag 3000 

18.10.2017 Samsun Tekirdaĵ Clinker 3150 

24.10.2017 Mudanya Ambarlē Chrome ore 3150 

 

The tonnage of the vessel BĶLAL BAL was changed by doing modifications on the 

tweendeck in 1991. The summer load limit, which was 3040 DWT previously, was detected 

as 3237 DWT and a new tonnage certificate was issued. After this process, the crane No. 2 

among the 3 cranes specified in ñCrane Arrangement Planò (Annex ï 9) was dismantled 

within the framework of ñRigging Planò, and the other 2 cranes were found to be dismantled 

without any notification. No tonnage changes was made for the vessel based on these 

circumstances, and thus it is not known how much impact this has on the vessel's loading 

capacity. 

As a result of the loading completed at the port of Ķnebolu dated 04.10.2017 specified in the 

above table, it was determined that the vessel was subject to administrative sanctions since 

she was overload at the port of Gemlik that is the port of discharge of the vessel. In parallel 

with this situation, it can be considered that the vessel loaded more than her capacity in 

loading at Samsun dated 18.10.2017 and loading at Mudanya dated 24.10.2017.  

2.1.2 Evaluation of Loading Capacity of the Ship 

The last loading on the vessel named BĶLAL BAL was carried out on the date of 27.10.2017 

at the port of Gemlik. The vessel was loaded with 3088.7 M/T scale according to the customs 

tonnage and the total tonnage was noted as 3150 tons in the PCC. During the departure of 
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the vessel from the port of Gemlik, it was determined that the draft values were reported to 

the pilot as 5.40 meters at the bow and 6.15 meters at the stern. The average of the read drafts 

at the bow and the stern of the vessel gives us the average departure draft of the vessel, and 

this value was calculated roughly as 5.77 meters. On the other hand, the summer freeboard 

value is 1290 mm according to the ship's load line certificate. According to the ship's tonnage 

certificate, the moulded depth is 7 meters. The difference between the ship's moulded depth 

and the summer freeboard value gives us the maximum summer draft of the ship, and this 

value is detected as 5.71 meters. According to the calculation methods stated above, it is 

seen that the average departure draft value of the ship is 5.77 meters and therefore exceeds 

the maximum summer loading limit that is 5.71 meters.  

Within the framework of the data stated above, it is considered that the vessel loaded at the 

port of Gemlik more than the loading capacity and departed from the port as "overload".  

As a matter of fact, according to the images in Figure 9 and Figure 10 regarding the 

departure of the vessel from the last port of loading, the loading limit marks cannot be seen 

since the vessel is overload. 

On the other hand, when examining the information on draft provided in the Navigation Plan 

report submitted to the VTS (draft at the bow is 4.6 meters - draft at the stern is 4.9 meters), 

it is important that it indicates that the competent personnel of the vessel are not aware of 

the draft values of the vessel. 
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Figure 9 : An Image of the Ship's Departure from the Last Port of Loading 

 

Figure 10 : A Zoomed Image of the Ship's Departure from the Last Port of Loading 

The structural damage to the vessel, failure or loss of the stability of the vessel during the 

navigation due to loading more than load capacity and the uneven load distribution are 

among the most serious dangers encountered when loading and carrying solid bulk cargoes.  

According to the data identified above, it was evaluated that the vessel departed from the 

last port of loading as ñoverload", this situation directly affected the resistances spread 

through the vessel's constitution during the navigation and was among the factors causing 

the accident. 

2.1.3 Safe Loading Operations 

The shipmaster is responsible for the safe loading and unloading of the bulk carrier which is 

under his control. On the other hand, the terminal representative is appointed and responsible 

for notifying the shipmaster or the administration without delay about any deficiencies 

detected on the bulk carrier which may endanger the safe loading and unloading of solid 

bulk cargoes.  
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In addition, in the provision under Article 1090 of the Turkish Commercial Code No. 6102; 

ñThe shipmaster must ensure before setting sail that the vessel is seaworthy (suitable for sea 

and road) and that the documents of the vessel, seafarers and cargo are on boardò 

and in the provision of Article 1091 titled Paying Attention to Whether the Ship is Suitable 

for Loading and Unloading of the same law; 

(1) The shipmaster must ensure that the loading and unloading are carried out in 

accordance with the rules applicable in maritime although the loading and unloading 

vehicles are suitable for their intended use and that the stowing is carried out by private 

stowers. 

(2) In accordance with the rules applicable in maritime, the shipmaster must pay attention 

to ensure that the vessel is not overloaded, that the vessel has the necessary saffron and that 

the vessel holds are equipped suitable to admit and protect the goods to be transported. 

The duties and responsibilities of the shipmaster in terms of cargo operations regarding the 

worthiness/suitability are defined. 

In this context, since the stability calculation and loading plan regarding the loading of the 

ship was prepared, the effect of the load on the ship's longitudinal strength of the forces 

affecting the ship's structure could not be calculated. Therefore, the effect of the loading 

operations sequences carried out at the last port on the ship's structure could not be evaluated. 

2.2 The Manning of the BĶLAL BAL  

A 5-year Minimum Safe Manning Certificate was issued to the vessel named BĶLAL BAL 

on the date of 01/06/2015. (Annex ï 10) The minimum number of personnel with the vessel 

shall be manned according to the Minimum Safe Manning Certificate was determined taking 

into account the principles of Coastal navigation zone. The ROC certificate which the Chief 

Officer has, meets the criteria to have a radio officer for the aforementioned zone.  

According to the list of personnel submitted to the port authority, the competencies of the 

ship's personnel are in compliance with the aforementioned zone and tonnage class of the 

ship. However, it was determined after the accident that the shipmaster, the chief engineer 
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and an oiler were not onboard, which indicates that the personnel with the number and 

competence in accordance with the Minimum Safe Manning Certificate was not onboard.  

It was understood that the vessel sailed without the shipmaster, chief engineer and second 

engineer during the departure from the port, and a seaman with an able seaman competence 

was introduced to the authorities as the shipmaster. It was found that during the 4-day period 

of time in which the vessel stayed at the Kartal anchorage, the second engineer joined the 

ship and that an oiler left the ship claiming his wife's discomfort. These changes were made 

not in the Administration's knowledge.  

Moreover, it was understood that the relevant port authority issued the port clearance 

certificate evaluating the compliance of the personnel onboard with the Minimum Safe 

Manning certificate in terms of number and competence based on the list of personnel 

declared by the representative of the owner. That the list of personnel submitted to the 

relevant port authority differs from the personnel available onboard and the weakness of the 

owner or the representative of the owner in terms of navigation safety and their obligations 

draws attention. 

Contracting Governments regulate the manning with the following provision of SOLAS ȭ74 

/ Chapter V / Rule 14, as applied: 

ñContracting Governments undertake, each for its national ships, to maintain, or, if it is 

necessary, to adopt, measures for the purpose of ensuring that, from the point of view of 

safety of life at sea, all ships shall be sufficiently and efficiently manned.ò 

In addition, IMO Assembly8 Resolution A.1047 (27) sets out the rules that should be used 

in applying the principles of minimum safe management to ensure the safe operation and 

safety of ships, and the protection of the marine environment. The purpose of these rules is 

basically to focus primarily on manning of a ship in an adequate, effective and efficient 

manner. 

In the light of the aforementioned situations, it is considered that the most important factor 

causing the accident is the fact that no competent personnel was onboard which is capable 

of evaluating the risks related to the ship's suitability to sea and road (seaworthiness) in the 

                                                           
8 IMO Meclisi: Organizasyonun en yüksek yönetim organı. Tüm üye devletlerden oluşur. 
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period of time from departure of the vessel named BĶLAL BAL from the last part to the 

sinking of the vessel. On the other hand, the failure to use any life-saving equipment 

following the sinking of the vessel navigating with incompetent personnel with insufficient 

number is considered to be another factor causing the loss of lives of all personnel. 

2.3 Inspection and Certification Procedures 

SOLAS Chapter I/Part B/Rule (Regulation) 6 titled Inspection and Survey contains the 

following provisions; 

(a) The inspection and survey of ships, so far as regards the enforcement of the 

provisions of the present regulations and the granting of exemptions therefrom, 

shall be carried out by officers of the Administration. The Administration may, 

however, entrust the inspections and surveys either to surveyors nominated for the 

purpose or to organizations recognized by it. 

(c) When a nominated surveyor or recognized organization determines that the 

condition of the ship or its equipment does not correspond substantially with the 

particulars of the certificate or is such that the ship is not fit to proceed to sea 

without danger to the ship, or persons on board, such surveyor or organization 

shall immediately ensure that corrective action is taken and shall in due course 

notify the Administration. If such corrective action is not taken the relevant 

certificate should be withdrawn and the Administration shall be notified 

immediately; and, if the ship is in the port of another Party, the appropriate 

authorities of the port State shall also be notified immediately. When an officer of 

the Administration, a nominated surveyor or a recognized organization has 

notified the appropriate authorities of the port State, the Government of the port 

State concerned shall give such officer, surveyor or organization any necessary 

assistance to carry out their obligations under this regulation. When applicable, 

the Government of the port State concerned shall ensure that the ship shall not sail 

until it can proceed to sea, or leave port for the purpose of proceeding to the 

appropriate repair yard, without danger to the ship or persons on board. 

(d) In every case, the Administration shall fully guarantee the completeness and 

efficiency of the inspection and survey, and shall undertake to ensure the necessary 

arrangements to satisfy this obligation. 
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As can be understood from the above-mentioned provisions, the Administration may 

nominate its own surveyor or assign it to a recognized organization to inspect or survey the 

seaworthiness of a ship. These provisions are mandatory for ships navigating in international 

waters, but are recommended by the IMO to the Administrations for ships navigating in 

national waters. 

2.3.1 Inspections Carried Out by the Flag State 

A Certificate of Seaworthiness was issued on the date of 01.02.2011 upon the request of the 

owner of the vessel named BĶLAL BAL by defining the Coastal navigation zone. Since then, 

the vessel navigated in national waters and between national ports. Since the ships navigating 

in the national navigation zone are not obliged to work with any classification society, all 

inspections and surveys of the vessel were carried out by the surveyors nominated by the 

Administration. 

A ñRenewal Surveyò was carried out on 27-28.05.2015 by a surveyor nominated by the 

Administration in the port of Ķnebolu and a Certificate of Seaworthiness was issued which 

is valid until 27.05.2020, provided that the annual inspections shall be carried out on time.  

Afterwards, an annual survey was carried out on the date of 27.08.2016 in the port of ¦nye 

and the Certificate of Seaworthiness was issued. Afterwards, an intermediate survey was 

carried out between the dates of 14-17.08.2017 at the port of ¦nye and a Certificate of 

Seaworthiness was issued.  

The measurement of the steel plates, one of the criteria subject to the above mentioned 

surveys, in which the steel plates thickness values are determined, was carried out by an 

organization authorized by the Administration prior to the renewal survey in 2015. After the 

accident, it was determined that the steel plates thickness report among the documents 

obtained did not belong to the vessel named BĶLAL BAL. Moreover, it was found out that 

the certificate of authority of the organizations carrying out the annual inspections of fire 

extinguishers and personal life-saving equipment and the tests of life rafts expired and thus 

distorted documents were submitted to the Administration during the annual and 

intermediate surveys conducted in 2016 and 2017. 
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It was evaluated that the above-mentioned inconveniences could not be detected during the 

renewal, annual and intermediate surveys carried out between 2015-2017, that the surveyors 

of the administration were misguided since the declaration of the submitted documents was 

based on, that the owner and the operator ignored the principles of safe management and 

thus these situations were effective in the process leading to the loss of the ship. 

2.3.2 Inspections Carried Out by the Classification Societies 

SOLAS Chapter I/Part B/Rule 6 states that the Administration shall carry out the inspection 

and certification procedures either by its own nominated surveyor or by a recognized 

organization. This rule only applies to the vessels engaged in international navigation, but it 

is a recommendation for the vessels engaged in national navigation. 

The owner of the ship declared to the Administration in 2011 that the vessel shall navigate 

in national waters and asked for the issuance of a Certificate of Seaworthiness. During this 

period, it was determined that the deficiencies were detected in the inspections carried out 

by the classification society Turkish Lloyd, with which the owner was cooperated, that the 

agreement with the society was suspended and then canceled since the deficiencies were not 

remedied in the following period.  

The vessel continued to navigate in national waters without an agreement with any 

classification society until 2017. A temporary agreement with a validity of 6 months was 

signed with a classification society on 21 June 2017. (Annex ï 5) Moreover, a temporary 

agreement with a validity of 6 months was also signed with another classification society on 

8 September 2017.      

As can be seen from the agreement in Annex ï 4, the ship was given time until the next 

scheduled docking date for carrying out a classification-survey. It was determined that both 

classification societies are not among the societies recognized by the Administration. 

The ship's current classification agreement was canceled in 2011 probably due to conditional 

reasons, and moreover, it continued to navigate in national waters for a long time without 

cooperating with any classification society. During this period, failure to establish a 

sufficient control mechanism on the ship, especially conditionally, is considered to be 

effective in the process leading to the loss of the ship.  
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2.3.3 Other Inspections 

After the intermediate survey carried out by the surveyor of the Administration at ¦nye 

Shipyard between the dates of 14-17 August 2017, the vessel was subjected to a condition 

survey by the T¿rk P&I insurance on the date of 26 October 2017 in the port of Ambarlē. As 

a result of the survey, 15 significant deficiencies (Annex ï 11) were detected on the ship and 

a supplementary policy (Annex ï 8) was issued by giving time to the owner until 15 

November 2017 in order to eliminate these deficiencies.  
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Figure 11 : Interior View of Hold No. 1 of BİLAL BAL 
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When some of the images of the ship's holds are examined which are obtained as a result of 

the relevant survey, it was seen that the side curtains at the portside and starboard side are 

covered with sheet metal up to the stringer9 level inside the hold No. 1. (Figure ï 11) 

However, when the other deficiencies are examined, it is noted that there are deficiencies in 

the ship's life-saving gear and equipment, that the curtain between the two holds lost its 

imperviousness, that there are deformations and damages in the metal sheets at the hatch 

floor and that the bilge well of the hold No. 1 was blocked. 

It was found that especially the metal sheet coating process on the side curtains at the portside 

and starboard side in the hold No. 1 was probably carried out after the last intermediate 

survey and this was not reported to the Administration. It was considered that this metal 

sheet coating process would have a direct effect on the vessel's DWT and NT and the tensions 

previously spread through the vessel's body would lose its homogeneous distribution due to 

the reinforced structure, this would one of the factors causing the accident. 

2.4 Safe Management System Applications 

It is known that about 90 percent of ship accidents are caused by employees or by ñhuman 

errors". In order to increase the ship's safe operation and safe navigation standards, IMO has 

adopted the Safe Management System Code to be applied on the ships subject to SOLAS. 

The principles of the Safe Management System specify the methods of operation of the ship 

for its intended use with the compliance of the ship's equipment, materials and other 

elements, crew and operating procedures, with the provisions of national legislation and the 

international conventions on marine pollution caused by ships and on the maritime safety.  

The Safe Management System Code is not mandatory for the ships not subject to SOLAS, 

but it is strongly recommended by IMO. As the Flag State, the Regulation on the Application 

of the International Safe Management Code to Turkish Flagged Ships and Their Operators 

was issued in 2006 in order to adapt the relevant Code for the vessels with Turkish flag. This 

regulation covers the operators of passenger ships engaged in national navigation with line 

permit and the operators of national vessels engaged in national navigation carrying 

dangerous cargo. It is known that the dry cargo ships, especially working in coastal 

                                                           
9 Stringer: Longitudinal main connections, beams, longitudinal belt, retaining profiles on the inner surfaces 
of the vessel's broadside 
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navigation line, and their operators does not apply this since the implementation of the 

relevant Code is an advice for ships engaged in national navigation and their operators. 

This situation is considered to lead to a lack of implementation of safe management 

principles on such ships. Therefore, the failure to establish an effective control mechanism 

on the seaworthiness of ships in terms of Safe Management Principles is considered as 

another effective factor in the process leading to the loss of the ship. 

2.5 Safety Culture 

As a result of the studies conducted on the effect of Safety Culture and human factor on the 

OHS, the common characteristics of the companies indicating that they have this culture are 

listed as follows:  

¶ Culture of openness: not covering up mistakes, sharing them with employees 

¶ Culture of justice: not blaming but seeking and appreciating the truth but doing what 

is necessary if there is a negligence 

¶ Culture of reporting: writing down all kinds of events and creating a business OHS 

memory 

¶ Culture of learning: analyzing events and taking lessons from them 

¶ Culture of informing: transferring the acquired knowledge to new ones and future 

generations 

It is clear that there are many subdivisions under these general categories, and these factors 

are in a dynamic relationship with sociocultural factors. In this context, it is vital that OHS 

is placed among the priorities of a business as much as productivity and quality and the 

spread of the phenomenon which is called a safety culture. 

Experts working under the conditions of our country have to use pragmatic methods rather 

than the methods mentioned above. However, in the business life, the safety culture is 

formed by the administrations and at this point; it seems like an eternal dream to wait for the 

social/communal OHS culture to be created on its own in order to reduce accidents. 

The rules that enable the formation of a safety culture in a society are inspections and 

sanctions. In our country, inspections for the health and safety of employees are carried out 

within the scope of the Occupational Health and Safety Law No. 6331. To make a 
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comparison, we see that Law No. 6331 is almost identical to the countries in which the safety 

culture of the employee's responsibility clause is characterized. 

However, it should be noted immediately that even if the most advanced laws in the field of 

occupational health and safety are introduced, the culture and awareness of occupational 

health and safety is important. No matter how advanced the legal regulations are and the big 

the administrative fines are, occupational accidents shall be unavoidable if workers and 

employers cannot establish the culture and awareness of occupational health and safety in 

order to make workplaces safe. Therefore, the Law should be evaluated as the first and most 

important stage of the formation of the occupational health and safety culture and awareness 

level and the importance of addressing the issue at this level should be indicated. All 

deficiencies in the law and its implementation phase should be considered and taken into 

consideration, but this important first step in the field of occupational health and safety 

should also be attached the value it deserves. 

Considering the above-mentioned issues, we can easily say that the commercial concerns 

prevent the concept of safe management, and thus the problems experienced until the sinking 

process of the vessel named BĶLAL BAL are caused. In addition, it can be considered that 

the difficulties experienced in implementing the legislation are one of the effective factors 

leading to the accident. 
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SECTION 3 ï CONCLUSIONS  

Note: The conclusions specified below should in no case be taken as an element of 

blaming or liability assumption. In addition, no evaluation based on any priority or 

importance was made during the sorting.  

3.1 Swells that were found to be effective in the area at the time of the accident had an 

impact on the resistances spread through the vessel's constitution. 

 

3.2 Since the vessel departed from the last port of loading as ñoverload", the resistances 

spread through the vessel's constitution were affected during the navigation. This 

may have caused structural damage to the vesselôs constitution. 

 

3.3 Due to the lack of clear data on the vessel's hold load distribution at the departure of 

the vessel from the last port, no assessment of the load distribution's impact on the 

loss of the vessel could be made.  

 

3.4 The vessel was not manned with competent crew with sufficient number at the 

departure from the last port and this affected the safe navigation of the vessel.  

 

3.5 The failure to use any life-saving gear and equipment following the sinking of the 

vessel navigating with incompetent crew with insufficient number caused the loss of 

lives of all personnel. 

 

3.6 Distorted documents was submitted to the Administration during the renewal, annual 

and intermediate surveys carried out between 2015-2017. 

 

3.7 While the vessel was being operated in the national navigation zone between 2011-

2017, the vessel was operated either not under the supervision of a classification 

society or under the supervision of a classification societies nominated by the 

Administration. This led to a weakness in the application of national rules in terms 

of the ship's seaworthiness and structural integrity. 
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3.8 As a result of condition survey carried out by P&I insurance surveyor, it was detected 

that the side curtains of the hold No. 1 at the portside and starboard side are covered 

with sheet metal not in the Administrationôs knowledge. This process had a direct 

effect on the vessel's DWT and NT and affected the homogeneous distribution of the 

tensions spread through the vessel's body. 

 

3.9 As a result of condition survey carried out by P&I surveyor, it was detected that the 

curtain between the ship's holds No. 1 and 2 lost its imperviousness, that the one of 

the bilge wells of the hold was blocked that there are damages in the metal sheets at 

the floor from place to place. 

 

3.10 Although it is just recommended, the principles of the International Safe 

Management Code were ignored by both the ship and the operator. 

 

3.11 The fact that the operators of such vessels engaged in national navigation do not 

have to apply the International Safe Management Code has revealed the fact that the 

ship and its operator cannot be effectively inspected in terms of safe management 

principles. 

 

3.12 Although effective legislative provisions on OHS were introduced, it was once again 

put forth that the failure to establish a safety culture and awareness due to commercial 

concerns and pressures in such business causes accidents. 
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SECTION 4 ï ACTION S TAKEN  

4.1 As a result of the investigations carried out after the accident by the Directorate 

General of Maritime and Inland Waters Regulation, which is one of the maritime 

units of the Ministry of Transport and Infrastructure, a regulation was made with a 

circular letter especially for the more effective inspection of the vessels engaged in 

national navigation in order to prevent such accidents.  

 

4.2 The shipmaster, the chief engineer and a oiler, who were on the list of personnel 

submitted to the Administration but were understood not to be onboard during the 

accident, were sent to the Seamen's Disciplinary Commission and the seamen 

competencies/certificates of the shipmaster and the chief engineer were canceled. 
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SECTION 5 ï RECOMMENDATIONS  

It is recommended that:  

Maritime Administr ation 

015/03-18 To consider requirement of  implementation of the International Safe 

Management Code on all Turkish flagged ships with greater than 500 GRT 

engaged in national navigation,  

 

016/03-18 To establish a verification and sharing mechanism between the organizations 

the Administration, in order to ensure the accuracy of documents such as the 

certificates of the life-saving equipment and the condition report of steel plates, 

which are subject to the seaworthiness of ships,  

 

017/03-18 To implement a regulation regarding that the masters of the ship engaged in 

national navigation should submit a calculation indicating the compliance of 

the loading operations with the relevant stability criteria to the port authority in 

order to issue a port clearance certificate, 

 

 

Classification Societies and Maritime Administration   

018/03-18 To establish a verification and sharing mechanism between P&I and the 

Administration in order to ensure that the reports obtained as a result of the 

condition survey conducted by P&I are taken into account to the maximum 

extent during the certification procedures regarding the seaworthiness of the 

ships, 

 

Ministry of Family, Labor and Social Services 

019/03-18 To develop a cooperation with the relevant Maritime Administration in order 

to effectively inspect the fulfillment of the safe management obligations, 

especially on the vessels engaged in national waters to prevent similar 

accidents,  
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Chamber of Shipping 

020/03-18 To encourage the owners of the Non-SOLAS ships , in order to cooperate with 

classification societies recognized by the Administration, 

 

021/03-18 To review the employment policy of the ship owners for the standards of 

qualification, competence and experience based on the level of responsibility 

of the ship's crew to be employed, especially on the ships engaged in national 

waters, 
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