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Foreword

The Hellenic Bureau for Marine Casualties Investigations (HBMCI) was established by Law
4033/2011 (Government Gazette 264/12.22.2011), in the context of implementing EU Directive
2009/18/EC. HBMGQionducts technical investigations into marine casualties or marine incidents
with the sole objective to identify and ascertain the circumstances andriboming factors that
caused themthrough analysis and to draw useful conclusions and lessons le#inaedhay lead, if
necessary, to safety recommendations addressed to parties involvethkeholders interested in a
marine casualty, aiming to prevent or avoid similar future marine accidents.

The conduct of Safety Investigations into marine casualtiesnoidents is independent from
criminal, discipline, administrative or civil proceedings whose purpose is to apportion blame or
determine liability. This investigation report has been produced without taking under consideration
any administrative, disciplary, judicial (civil or criminal) proceedings and with no litigation in mind.

It does not constitute legal advice in any way and should not be construed as such. It seeks to
understand the sequence of events occurred on thie af June 2017 and resultaed the examined
serious marine casualty. Fragmentary or partial disposal of the contents of this report, for other
purposes than those produced may lead to misleading conclusions. The investigation report has
been prepared in accordance with the formatAhnex | of respective Law (Directive 2009/18/EC)
FYR Fft GAYS a&stindahiésS &hetwiNéstat@dsad Zo&at TIMET +3).

Under the above framework HBMCI has been examining the grounding of Bulk Carrier St. Gregory,
which occurred on theth of June 2017, in the South Coast of Peloponnese (Kokkala), in Greece.
¢CKA& NBLER2NI Aad YlFAyfte o0FaSR 2y AYyTF2NXYIGA2Y |
Voyage Data Recorder (VDR)e Hellenic Coast Guard AIS Monitoring systana the interview
process.
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AlIS
ARPA
bfrs
BNWAS
CoC
CoG

COLREGS

DOC

Cc
GMDSS
GOC
GPS

gt

HCG
HDG

Integrated
Marine Data
Environment
(IMDatE)
IMO

ISM

knots
KW

L.T

nm

3/0
2/0
C/O
O(s)OW
SMC
SMS
SOLAS
STCW

uTcC
VDR
VHF
WP

Able seaman

Automatic identification system

Automatic radar plotting aid

Force of wind in beaufbiscale

Bridge Navigational Watch Alarm System

Certificate of Competency

Course Over Ground. The actual path of a vessel with regard t
seabed, measured in degrees. Course may be relative to true 1
(true course) or magnetic north (magnetic course)

International regulations fompreventing collisions at sea, 1972,
amended

Document of Compliance

degrees (of angle)

Global maritime distress and safety system

General OperatorCertificatefor GMDSS

Global positioning system

gross tomage

Hellenic Coast Guard

Heading. The direction in which a vessel is pointed at any (¢
moment. Heading may be relative to true north (true heading)
magnetic north (magnetic heading)

a technical framework that collects and combines data from EM.
maritime applications and other external sources

International Maritime Organization

International ManagementCode for the safe operation of ships ar
for pollution prevention

unit of speed equal to one nautical mile (1.852 km) per hour
Kilowatt

local time

nautical miles

3" Officer

2"0fficer

Chief Officer

Officer(s) on the watch

Safety managemarcertificate

Safety management system

Convention for the Safety of Life at Sea 1974, as amended
International Convention on Standards of Traini@grtification and
Watchkeeping for seafarers

Universal ceordinated time

Voyage Data Recorder

Very high frequency (radio)

Way point




1. Executive Summary

On the Th of June 2017, at approximately @3: (L.T,)the B/C St. Gregory grounded on the rocky
coastline at the South Coast of Peloponnese (KekkB NESOS 0 X Ay 30JB6AIAlONg2 Yy f
n H R&37E.At the time of the marine casualty, weather conditions were reported to be with very
good visillity, wind force ENE-b bfrs,sea wasnoderateand it was still dark.

St. Gregory was emute to Sfax (Tunisia). On thed3of June2017, she had departed from the port

of Chernomorsk in Ukraine, where she had loaded 31.000 t of granulated sulphur in bulk.

The vessel grounded on a bottom of sand and rocks by bow up to frame number 186t af

the grounding, there was damage to the hull with several dents and snae&r the bulkhead
between the FPTK and WBT 1SB. More specifically there were 29 cracks observed in the WBT 1P ¢
1S, the FPTK and the Pipetunnel. None of the crew wagdhamd no pollution was reported.

Following thecasualty the owners contacted a Salvagempany to undertake vesselrefloating

and removal and the anpollution response operation as well.

St. Gregory rdloated on 2@h June 2017, after offoading of her cargo and anchored with the
assistance ofwo (02) Salvage Tugy at Gytheio anchorage sea area. Cth 6f September 2017 St.
Gregory was escorted kySalvagerugto Chalkis Shipyard, Greece, in order to undergo permanent
repairs.

The HBMCI launcheaml safety investigation into aforementioned marine accident. The investigation
Team arrived at casualty site on théh&f June 2017. Based on the findings of the investigation
process it was revealed that the OOW (00)04:00) ¢ who was the sole watchdepea ¢ had
become inattentive atapproximately 02:30most probably due to the effects of alcohol
consumption andstoppedY 2 Yy AG2NAYy 3 GKS @SaasStQa LRailArzya
result the vessel maintained steady course and crossed tpenned WP without altering course
before runningaground on the South Coast of Peloponnese. The bridge navigation watch alarm
system (BNWAS), which could have alerted khaster, was not operating properlyThe safety
investigation highlighted additional otributing factors that led to the examined marine casualty as
presented in the Analysis section.

¢ KS @&SmadadetsQTri Bulk Shipping ,Liths taken action to enhance compliance with the
safety management system (SMS)alhfleetvessels, with partular emphasis on control of alcohol
consumption and bridge resource management.

Note:

A This report is mainly based on information and evidence that have been derived from the
interview processand information collected from those individuals involved tire marine
casualty, as well as electronic positioning data provided by the competent authorities of the
| Sttt SYyAO /2Fad3dz2r NR yR {i® DNBXI2NEBRQa +5w RI

A In respect to the above grounds, Commission Regulation (EU) No 1286/2011/Annex/paragraphs
4.2 & 4.3 have been generated in order to properly indentify casual and contributing factors led
to the marine accident.

! Abstract from Com. Regulation 1286H n MM @G/ 2YY2y YS(iK2R2ft23& F2NJ Ay@dSa
AYyOARSyiGa¢ o

4.2 Proper identification of causal factors requires timely and methodical investigation, going beyond the immediate
evidence and looking for underlying conditions, which mayeeote from the site of the marine casualty or
incident, and which may cause other future marine casualties and marine incidents. Marine safety investigations
should therefore in principle serve as a means of identifying not only immediate causal fattalsobconditions
that may be present in the whole operational process. To achieve this, the analysis of the evidence collected shall
be thorough and iterative.

4.31f a gap of information cannot be resolved and is filled in by logical extrapolatioreardmable assumptions, such
extrapolation and assumptions shall be made clear in the wording of the report. A useful tool in this process can be
the identification of all options and their analytical reduction to reach the most likely hypotheses.



2. Factual Information

2.1 Ship particulas

VesseDa Y I YSY
Type of vessel:

Flag:

Port of reqistry:

IMO number:

Call sign:

DOC company

IMO company no. (DOC)
Year built

Shipyard

Classification society:
Length overall:
Breadth overall:

Gross tmnage
Deadweight:

Main Engine max. output:

Hull material:
2.2 Voyage Particulars

Port ofdeparture:
Port ofarrival:
Type of voyage
Cargo information
SafeManning
Manning:

Figure 2 / 1M/V ST GREGORY

—— I o =~

St. Gregory

Bulk Carrier

Bahamas

Nassau

9414759

C6YO5

Tri Bulk Shipping Ltd

5656373

2010

Jiangmen Nanyang Ship Engineering Co. / CHIN/
Bureau Veritas

179.90 m

28.40 m

20,809

31,800t

6,480 kW / 8,810 hp / 131 RPM
Steel

Chernomorsk, Ukraine

Sfax, Tunisia

International

31,000 t of granulated sulphur in bulk
14

19




2.3 Weather data

Wind (directionspeed): ENEg 5/6 bfrs
Sea state: Moderate
Visibility: good
Light/dark: Dark
Current: Unknown

2.4 Marine Casualty information

Type of marine incident : Grounding

IMO Classification: Serious marine casualty

Date, time nc WdzyS wnawmt | (-05118 TM)Q02:43{ (EKTE)
Location South coast of Peloponnese (Kokkala), Greece

Position 0 C c,660lgn HHG7HLY

{ KALIQ&a @2e&l 3S :O0npassage

Place on board: Fore section & bottom- structural damages

Human factor data: Yes

Congquencedo individuals: No injuries

Consequences to environment: No pollution
Consequences to property: Structural damages to vessglfore part and Pipetunnel




3. Narrative

sn the 30" of May 2017, B/C St. Gregory arrived in Chernomorsk (Ukraine) for loading operations.
On the 29 of June 2017 the loading operations were completed and the dayt(03/06/2017) the
vessel departed for Sfax (Tunisia) loaded with 31,000 t of granulated sulphur in bulk. Following her
departure from Chernomorsk, she passed from Bosphorus, Dardanelles and she followed; South
South Easterly courséswardsthe South Gast of Peloponnese arsteno ElafonisauHer intended
voyage plan is shown in beldvwigure 3 /1.

224 00E 30115 2a+00E 2E*00E

24100E N .21 AEE]00E

NB 3 2 NPeTasuatypseala@s t € |y

22; O0E 28] 00E

Figure 3/1Overview2 ¥ { & D

3.1 Descripion of the vessel

St. Gregorywas a 20809 GT B/C built inahgmenNanyangShip Engineering Cbtd shipyard, in
2010.The vesselasregistered in Nassau (Bahamas) and classed by Bureau V8tit@&egoryas

owned by Haryana Shipping Co. Limited 8m4.operated by Tri Bulk Shipping.

The vessel had an overddingth of 179.90 m and a mowd depth of 14.10 m. Cargmuld be
a026SR Ay (GUKS ©@SaasStQa TAGS onp0 OIFNH2 K2f RaA®
Visibility from the wheelhouse was considered to be very good with no equipment installed in a way
to obstruct significantly the view of the @®except than her deck carnes

Propulsive power was provided by one (01) STX MAN B & W diesel engine (type: 6S42MC),
producing a total power of 6.480 KW at 131 RPM.

At the time of the accident her bridge equipment includedicatively Relevant paper chts (the

primary means of navigation), Two (02) global positioning systems (GPS), Two (02yviddaRPA



capabilities(3am and 10cm radar display),BNWASitopilot,9 OK 2 & 2 dzy RS NI Spéed 2 0 J
log, Course recordeFEurthermore, St. Gregory wasg@pped with ECDIS, only for training purpgses
since she was navigating with paper charts as her primary means

3.2 The crew

St. Gregory was operating under a crew complement of 19 seafarers incltiinlylaster, of
Ukraine and Philippine nationalitieshe working language was English

tKS @SaasStQa GKNBS ono0v yI@Aaalraday3a 2 &andSNA I
watches gually, under a 4 Og8 Off watch pattern, while at sea.

The Master aged 57, was an Ukrainian national. He heldUknainian certificate of competency
(STCW 11/2) permitting him to sail as master on ships, of 500 G.T and above, on international
voyages.

He hada sea experiencasa master for 17 years anthis was his firstcontract withthis company.

He had joined SGregory ol 7" of March 2017.

The C/Qaged 36, was an Ukrainian national. He held an Ukrainian certificate of competency (STCW
11/2) permitting him to sail as Chief Mate on ships, of 500 G.T. and more, on international voyages.
He hada sea experiencasa QO for 5 years and had joined St. Gregory2®f of May 2017Hewas
performingthe 04:0008:00 / 16:0620:0000W at sea anwasalsothe Security Officer as well as

the Safety Officer on board St. Gregory.

The 2/Q aged 28, was an Ukrainian natiortlde had an Ukrainian certificate of competency (STCW
[1/1) permitting him to sail aan Officer in charge of a navigation watch on ships, of 500 G.T and
more, on international voyages. He had sailed as 2/O for 4 years and had joined St. Gretjgty on

of March 2017 .He was performingthe 1200-04:00 / 00:00¢ 04:00 00W at sea ahhe was the
navigating Officeat the time of the grounding.

The 3/Q aged 24wasalso an Ukrainian national. He had an Ukrainian certificate of competency
(STCW II/1) permittingim to sail as Officer in charge of a navigation watch on ships, of 500 G.T and
above, on international voyages. He had joined St. Gregorl®hof February 2017.Havas
performingthe 08:00-12:00 / 20:0624:0000W at sea.

3 ABs serving on board St. Gregg were holding STCW 11/4 Certificate of Competency, enabling
them to participate in navigational watches, as lamk watchmen.

3.3 The voyagand Watchkeeping schedule

St. Gregory departed from Chernomorsk (Ukraine) on 3rd of June 2017 with a ca8H®0d t of
granulated sulphur in bulk. The passage plan from Chernomorsk to Sfax was prepared by the 2/0
and signed by the Master and the othertwel®? = | OO2NRAYy 3 (2 O2YLI yeé&Qa
St. Gregory, while at sea, was navigating under a navigdtjettern of three watches performed

by the 3/0 (08061200/20062400), the 2/0 (000@400/12061600) and the C/O (0460800/1600

2000). Each navigational watch also consisted of an A/B as a Look out watch, accordiagatat
International RegulationsyaR @ SSME St Q&

3.3.1¢ KS avatth020:0024:00

The 3/0 was performing the 20:@®4:00 navigational watch. During his watebchanged vessel's

time (from UTC +3 to UTC +2). Therefolap's time was adjusted one (01) hour retard. The 2/0
cameon the wheellouse at approximately 23:50 order to carry out the next watch.

Before leaving the wheelhous#)e 3/0 informed the2/O about the next W.P. (No.-Bigure 3.4/},

Ay 2NRSNJ G2 Ff0SN) 9SaasSt Qa 02 dzNE S dSopegatioR AR Y Q (i
around 00:10 the 3/0O, having handed over the navigational watch to the 2/O left the bratge

went to his cabin toest.



=
332¢KS HkhQ&a HEAOK k nnYnn
The 2/0 was performing the 00:@B1:00 navigational watchOn 7" June 20%, 2/0 came on
wheehouse at approximately 23:50 take over his duties. He was informed by the 3/O about the
next W.P. (No. 8) where the vessel should alter her course according to the voyage plan.

3.3.3¢ KS swatth®04:0008:00

The C/O was perfming the 04:0808:00 navigational watch. Therefore, he was expected to take up

his duties & an OOW at 04:00as usually. However, on the day of thasualty, there was a
mismatchregarding the time C/O had on his personal watch in relation to the vess®ie. More
specifically, the C/O kept on his personal watch the vessel's time as it was prior to its change by the
3/0. Therefore, the ©'s watch time wa$3:30 instead of 02:3@nd as a result of thisyhen his
personalwake alarmwent off at03:30acmrding to his personal watgtne realized that the vessel's

time was still 02:30Therefore, he went back to sleépy R KS RARY Qd 611 S dzLJ i
at 04:0Q

3.4 The grounding

At midnightthe 2/O relieved the 3/O from the navigational watchhe vessel was in autopilot
steering with a HDG of 224Beforeenteringtned { 6 Sy 2 2 F 9f W 2NV W A12REA OR &
b nHo onQ 903 (K Sougs&tazs8Bdnd dlocded wiitla spkeeld of 3NKnaks SoNa
distance of approximately@n.m. before arriving at the next W.P.Np> Ay LI2aAAGAZ2Y 0
E (seeFigure3.4/1). Thiss & GKS SEAG FTNRBY a {dSy2 2F 9f | ¥z
change course again to 25for a distane of 22 n.m to arrive to W.P. NI0. Southof Akrotirio
Tainaro, exiting the SoutBoasts of Peloponnese.

(224°)
(280°)
(2510) k-

W.P.10

0
»

WESTERN APPROACHES
10 THE
AEGEAN SEA

Sl

Figure 3.4 / 1 Theplannedroute according to the Voyage Plahthe casualtyseaarea(the handmade notes by the
OOW are highgihted in red.

' FGSNI 6GKS Hkh lodrsg ® 983 Rt appro8madlg @G0B Enhe wedsel Eontinued with
a steadycourse (sed-igure 3.4/J. Nocourse alteration was madey the 2/O at the planned W.P.



No 9 and eventuallyt approximately 04:13, the 3108 tons bulk carrier impacted with her for
section on the rocky shoal at the coastline of Kokkala, South of Peloponnese and ran aground while
navigating aservice speed, approximately 13.1 knots.

The hit was extremely heavy and awakened the Master and the rest of the crew members.

It is very fortunate that while St. Gregory was approaching the coast line with her bridge
unattended, running close to 13.1 knots she did not encounter any dangerous navigational situation
with another vessel, sailing yacht, trawler or fishing haahich usually avigated at that sea area
during that time of year
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IEigure 3.4 / 2 Theactual course of ST GREGORY (réd line) until her grounding, in relation to the planngtleu
line)

3.5Emergency Response Actions
3.5.1Emergency Response Actiong Bt. Gregory
Immediately after the grounding, the Master woke up and wentlom bridge, where he found only
the 2/0. Shortly after, the C/O and the C/E were also on the bridge. The Master ordered the Chief
Engineer and Chief Officer respectively, to edpand take soundings from all bunker/ballast tanks
and cargo holds bilges and to check for leakages or water ingress as well as to aheekifgnf
marine pollution hadoccurred. In parallel, the Master informed the CompanipPA and reported
the grounding with the information availablat the time. Nevertheless halid not report themarine
accidentto the Authorities, as the groundinwas actually reported by the local Police Department,
approximately one X hour post to its occurrece and it was thdocal Coastguarduthority that
contacted St. Gregory and was finally informed about the groundiNwinjuries or health problems
of crew were reported.

3.5.2Hellenc Coast Guar@Response Actions

The first notification for the marine casualty was hyciviliannear the gounding area, who
informed the bcal Police Department, which in turn informed the local Hellenic Coast Guard
Authority & approximately 06:10 (L.TAt 08.20(L.T.) the local Coast Guard Authorisypersonnel
arrived on scene fromland while at08:45 (L.T.)a patrol boat of the Hellenic Coast Guard,
approached the grounding area. The Master of the vessel was officially instructed by the Coast
Guard Authority, to take all precautionary actions in order to maintain the vessel afboptevent
marine pollution and was urged to make all necessary arrangements for the refloating and removal
of the vessel.



=
3.6 Salvage Operationgefloating
The Owners of St. Gregory caomtted with aSalvageCompany to carry out the refloating and
removal operations.On the same daya team of salvage expertsvho had arrived on scene,
conducted aninspection on board the casualty vessel whilst divers assessed the underwater
situation and damageThe grounding had caused 29 cracks in the WBT 1P & EPTK and the
Pipetunnel. Temporary emergency repairs were carried out on all damaged compartments. In order
the vessel to refloat, her cargo was discharged and was then reloaded to St. Gregory, according to a
plan prepared by the Salvage Operators.
Onthe 6" of September 2017, St. Gregory by own means and escorted3ayvage Tug departed
for Chalkis Shipyard, Greece, in order to undergo permanent repairs.



=
4. Analysis

The analysis of the examined marine casualiyns to identify the factors and causes that
contributed to the marine casualty, taking into account the sequence of events and the collection of
information during thenvestigationprocess.

4.1 The Bridge Teantompositionand the Absence of a Loedut

The Deck Department numbered four (04) Officers including the Master, one (01) Bosun, three (03)
l.aX FYyR 2yS onm0 h{o® I ONQ 2ANGEA VI INNG 2/ 3@ SetayiSifc O &
(Table 4.1 1), the watch keeping schedule at sea was perfedmy R S NJ (i KyS 2dfaErk 2 v
pattern during daytime and nighttime, assigned to the C/O, the 2/O and the 3/O, while an A/B was
forming part of each navigational watch respectively, as a lookout.

Position/rank Watchkeeping hours Non Watch keeping Duties
1 | Master - 08001700
2 C/O 04000800/16062000 09001200
3 2/0 0000:0400/12061600 08001200
4 | 3/0 2000:0000/08001200 13001700
5 AB1 0000:0400/12061600 09001200
6 |AB2 04000800/16062000 08001200
7 |AB3 2000-0000/080G61200 13001700

Table4.1/1:{ G ® DNBI2NRB QA& aKALIWG2FNR ¢l GOK yR 2NJAy3 | NNI

As stated before (par. 3.4)wasverifiedfrom the analysis of the VDR ddtaat, the 2/Oduring his

watchs gl & y20 Y2yAIl29kefarding t the vayage fland Mdase Qlitdraiidid

was @rried out from approximately@37 ({ K A LJQ &vheri 3t Br8gory passed the WP Nausjl

I FG4SNI KSNJ ySEG 2t b2dd G FLILINREAYLF(GStE& nHYoy
carried out to 252 Consequently St Gregory dotued with the same course (283until her
grounding positionAdditionallyduring that time, no sound of a door opening/closing was heard, so

as to conclude that someone has left or entered the bridge. Therefore, he remaiaetive during

the aforementioned period of his navigationalatchand until the vessel ran aground

¢KS NBfS@OIyld LINPGAAAZYA 2F [/ h[w9D{ THQI NIz S
4-1 describe the basic principles for performing a looit watch?

Following the hove, par. 16 of the above mentioned International RegulationSTCW/Part
A/Chapter VIII / Part-4) allows the Master to decide the composition of a sole watch:

GMcd® XGKS 2FFAOSNI Ay OKINBS 2F GKS yI OAded GA 2y
that, on each such occasion:

1. the situation has been carefully assessed and it has been established witinalot tthat it is
safe to do so;

COLREG ~ T H NBNIAANB@m (KFGY 69 OSNE ©0SaaSt -out Bylsight and Hearihgfa (0 A
well as by all available means appropriate in the prevailing circumstances and conditions so as to make a full appraisal
ofthe situationand® G KS NRAa] 2F O2fftAaA2yéd
STCW/Part A/Chapter VIll / PartBa G 6 Sa GKFGY damod ¢KS 2FFAOSNI Ay OKI NI
representative and is primarily responsible at all times for the safe navigation of the ship and for conaptkiige
LYGSNYFGA2y L+t wS3dz FdA2ya F2NJ t NEBOSyGAy3a /2ttAaraz2ya |
AY F2ft26Ay3Ia LI NP mn FYR mp 2F FF2NBYSYyGA2ySR {¢/2 [
all times h compliance with rule 5 of the International Regulations for Preventing Collisions at Sea, 1972, as amended
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, withegard 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 atmtrohazards to safe navigation. 15. The lookout must be able to
give full attention to the keeping of a proper lookout and no other duties shall be undertaken or assigned which could
AYGSNFSNB 6AGK GKEG GFal of



2. full account has been taken of all relevant factors, ingigd but not limited to: State of
weather; ¢ visibility; ¢ traffic density; - proximity of dangers to navigatiorg the attention
necessary when navigating in or near traffic separascmemes; and

3. assistance is immediately available to be summoned ®lhdge when any change in the
situatioy a2 NBIj dzA NB & ¢

Basedon the above, relieving the AfBfrom their lookout watch duties is not allowed under any
circumstances, during night time.

Asit was emerged from the @2 NR& 2 F & ¢ 2 NJof theyABs foidBirgipartkoR theNE £
navigational wech, no dedicated lookout was postedconcerning the hours of darkness, on board

St. Gregory prior to the casualty on th8 @f June 2017. This was also veriffezin the VDR audio
recordingsaccording to which no AB was heard entering the bridge oalspg with the OOWThe
absence of a posted loakut night watch (00:0004:00)had also taken place off" and 5" of June

2017 fFigure4.1 / 1) since the designated BAwas relieved in order to be deployed for deck
operations that were carried out durirthe day time.

TRI BULK SHIPPING LTD. S-04
(MAY 2016 - v0)
Please mark periods of work or rest and Holiday days, as applicable, with an “X” = S5 CmmiEF DBy
Ship's Name: ST. GREGORY Seafarer's Full Name: SEAFARER * e
Month: JUNE Year: 2017 Rank: AB 1
DAYS g g HOURS — (1)12:5',:: (2)ln::rvalls;)ln:7k H(3)w«rk
= not less than more than 14 work [Hours in an
(dd/mmAyy) g 2 0(1]|2|3|4|5|6|7)8;9|10|11[12{13|14/15|16|17|18]19|20|21|22(23 101s in any COMMENTS T etwaeirist 7 days Y
ENTER LAST § WORK HOURS (IF ANY] OF PREVIOUS MONTH —> 2ahes e periods. period
01/06/17 | Thu X[X]|X|X X|X|[X|[X[X]|X]|X 13 Gangway Walch/Work on deck 11
02/06/17 | Fri X|X|X|X X|X|X|X 16 Watch 8
o306n7 |'saf| X XTXTX XXX XXX X XXX 10 gway ing operati 14
04/06/17 | Sun:| x| x| x| x x| X[ X[ x|x[X 14 |Workondeck — 10
05/06/17 | Mon . X[{X]|X|X X[X|X|X[X]|X]|X 13 \Work on deck | 11
06/06/17 [ Tue [ | X[ X|X X X|X|X|X|X 15 Lookouts on Bridge/Work on deck 9
07/06/17 | Wed | | XX x| x| x| x| x| x[x 15 Gangway Watch/Work on deck 9 72
08/06/17 | Thu | | 24 0 61
09/06/17 | Fri | N x| x| x]x X[X|X|[X 16 Gangway Watch/Work on deck 8 61
10/06/17 | Sat:| I X| X[ X|X XXX X|X{X|X 13 Gangway Watch/Work on deck 11 58
11/06/17 | Sun'| | X{X[X]|X X| x| x[x|x 15 Work on deck 9 57
12/06/17 | Mon [ WX x[x]X X[ X[ x[x]x{x[x[x 12 |Work on deck 12 58
13/06/17 | Tue X XXX &\X X X|X| XX 13 Gangway Waltch/Work on deck 11 60
14/06/17 | Wed X X[ X[ X XIX|X|X|X]X 14 Gangway Watch/Work on deck 10 61
150617 | Thu X[ X]x[X A XIXIX XX XXX 12 |Gangway Watch 12 73
16/06/17 | Fri XX XX XIX|XIX[X|X|X 13 Gangway Watch/Wark on deck 11 76
] 24 0 65
S~ 24 0 56
GROUNDING 2 —_—
24 0 33
24 0 23
24 0 1
24 0 0
y 24 Q 0
) 24 [} 0
24 Q 0
24 0 0
24 Q 0
24 Q 0
24 0 0
24 0 0
24 0 0
24 0 0
1. For completion an use in accordance with the pre i by the ¢ authority in ¢ i with the relevant requirements of the Seafarers’ Hours of Work and the Manning of Ships Convention, 1996 (Convention No.180)
& MLC 2006
2. Additional calculations or verifications may be necessary to ensure compliance with the relevant requirements of the Seafarers’ Hours of Work and the Manning of Ships Convention, 1996 {Convention No.180) and the International Convention
on Standards of Training. Certification and hkeeping. 1978, as (STCW C:
PAGE 2 OF 2

Figure 4.1 /1: Workand rest hoursf the 00060400 Look Out ABn board St. Gregorn this form it is obvious that the Look O
watch was not performed by the AB neither on the casualty night (07/06/2017) nor other nights prior tashalty
(04-05/06/2017).

Theapplied practiceo relieve the B from his look out dutieduring night timeremoved a highly
important safety barrier and had notably weakened ta#ectiveness of thenavigational bridge
watch as it is deemed likely th#te presenceof the AB as a loekut on thebridgeon the night of



the marine casualty would have preventdéite 2/O frombeing inactve during his watctand he

would have followed the passage plan and avoided the grounding

Thedisregard to the abovenentioned COLREGS and STCW principal provisions which led to the
absence of the A/B forming part 6fKS H Kk h Q& Y | @éodsidéred 2oyavetontdblitédO K A
to the grounding of St. Gregory.

4.2 St GregoyQ Beck Resources

St Gregory was opating under a crew complemenin excess of the MSMD. Morgexcifically St
GregorD &  Rup&riumerarycrew comprised ofone (01) Bosun and ong01) OS, who were
mainly taskedto perform works on deck. Nonethelgsthe A/Bs, forming parts of navigational
watcheswere actually employed for works on deckherefore as stated ithe previous paragraph
they were relieved from their night watch in order to rest.

The same safety issue hégen identified to similar accidentalready investigated by HBMCI
concerning thegrounding of B/C Ince Inebolu (Inv. Rep. No.: 02/2p&#d C/VYusuf Cepnioglu
(Inv. Rep. No.: 08/201% as well as to another grounding to which the investigation is still ongoing
The aforementioned cases have highlighted that although the Bridge hwatenposition was
manned in accordance with the provisions fposted loolouts, as mentioned in STCW 95 as
amended, yet still failed tonaintain a proper look out. rBvious experience has showhat
although ratingsshould be part of the navigational wétcthey are rarely used for this duty during
daylight. In a relevant Safety studgarried out the Marine Accident Investigation Branch of the UK
(MAIB), specifically concerning the failure to provide a proper lookout, onkeofdasors claimed
was that ratings are generally of little value on the bridge espi¢ when the Master or other
Officers are present and theiemployment on decks O2 Yy 8 A RSNBER Y2NB o0Sy ST,
operation. As a resultBs working during the daytime are usually relidviecom their night bridge
watch in order to rest.This practice is considered to hawentributed to the examined marine
casualty.

4.3 Drug and alcohol policy

Following the marine accident, the 2/O, was subjectecatbreath alcohol test by th@d¢al Coats

Guard Authority, using a portable alcoholmetgproximatelyn T oy K2 dzNE | F T&NJ K
results indicated that the 2/O was found having alcohol in his lbredth concentration (6 mg/I.

In addition to the alcohol test, during the interview @ess, it was stated that the 2/0O was found a

few minutes after the casualty, by crew who reached the bridge, to levalcohol smell in his
breath. Although thespecifictime he had consumed alcohol could not be determined, having in
mind thatthe groundf 3 Q& YIF Ay O2yGNAROdziAYy3a FIOG2NI glita (K
is deduced thain casethe 2/0 had consumed alcohgirior to the casualtyhis performance as an
OOWCcouldhavebeenaffectedandthis factorcould be considered as contribugno the grounding

of the vessel.

Any level of alcohol consumption by crew members has implications for the safety of the vessel, the
crew and any passengesince,even smallquantities of alcohol have shown to sufficiently impair
judgment and increasthe risk of accidents.

To this end and in order to control alcohol consumption on board St. Gregory, relevant SMS
LIN2E OSRdzNEA ¢6SNBE AYyO2NLIRNIISR Ayidz2z GKS @SaasStaQ

8 http://hbmci.gov.gr/js/investigation%20report/final/02014%20INCE%20INEBOLU. pdf
* http://hbmci.gov.grjs/investigation%20report/final/082014%20Y USUF%20CEPNIOGLU. pdf
*https://www.gov.uk/government/uploads/system/uploads/gichment_data/file/377400/Bridge watchkeeping safet

y_study.pdf



http://hbmci.gov.gr/js/investigation%20report/final/02-2014%20INCE%20INEBOLU.pdf
http://hbmci.gov.gr/js/investigation%20report/final/08-2014%20YUSUF%20CEPNIOGLU.pdf
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/377400/Bridge_watchkeeping_safety_study.pdf
https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/377400/Bridge_watchkeeping_safety_study.pdf

1 ditis forbidden hard liquor and/or spirits to be stored or consumedoand) except a minimum
quantity of sealed bottles which to be kept under Master's personal care in bonded store for
Company's representation issues only.

1 06Only ordinary or lesser strength beers and wine may be carried on board, safely stored in
bonded stoe. Issuance of beers and wine is under the direct control and authority of the Master
and is to be distributed and consumed in mess rooms only. It is strictly prohibited to be taken in
ONBg Ol oAyaods

1 dit is forbidden to serve or consume any alcahbkveages in any coastadnd or confined
waters as well as during 24 hours before port arrival and while the vessel is in port or in
FYyOK2NJ) 3S¢

1 dAlcoholic beverages are not to be served or consumed at sea during conditions of reduced
visibility, heavy trafficharrow waters or in any other hazardous conditions or at any time
dadzo 2S00 G2 alaiSNRa RAAONBUAZ2YE

T a!'tf hFFAOSNE YR ONBg INB adznaSOd G2 RNHZA
d0OKSRdzAE SR 2NJ dzy aOKSRdzZtf SR LIKe&aAOlt SEFYAYLl GA:

Additionally, Manila amendments introducesnandatory alcohol limits within STCW Regulation

VIII/1 (Fitness for duty) of 0,05% for blood and 0,25mg/I for bregtith had been incorporated In

GKS @SaasStQa NBfS@Ryl {a{ LINROSRIINB& 0{ a

To take effect of the abovehe las alcohol testwas carried outrandomly among crew members

on 22" of May 2017with negative results From the information collected during the interview

process, itwas emergedi K G R dzNR y Jat t@eSpord & tCheiinomdréki é&ewmembers

brought fram ashorewith their personal effectscertain quantities of alcohalvhich were kept in

their cabins. The above had not been brought under the attention of the Master and the C/O, who

was acting as th&afety andSecurity Officer on board naheir baggagesad beenchecked during

thecrewQa S Yol NJS-ai@ASX yQ al (i, bsindicateldirhi relevant {OK A Q& { S OdzN.

(Instruction SECURITY-CD

The disregard of the above mentioned safety and security procedigesnsidered to have been a

contributing factor leading to the marine casualty.

4.4 Main Navigational Aids

4.4.1 Navigational Charts

Paper charts were the primary means of navigation on board St. Gregory. The navigational Chart
No. 1092 (Western Approaches to the Aegean Sea) vgasl during the night of the marine
accident.

According to thevoyage plai G KS @SaasSt Qa LI aA (hdu iy plstinR GRB2 0 ¢
positions on the chart. In case of navigating through a high risk critical zon€j $1&@ 3p8siticd &
should becheckedevery half houintervals and recorded on the chart.

9EI YAYLFGAZ2Y 2F &KA LXpasitidnd wek® Marke & dvexyihoud, Ex2ept3rém thiek |- G
time period fran 00:20 to 04:13(Figure 4.41/1) during which ro positions were plotted until

vesSf @aunding.¢ I TAy 3 Aydz2 F002dzyd GKIG GKS &AKALIQa
ANRdzy RSR FYyR GKS FILFO0G 0GKFG FNRY (KS @S&easdf Qa
be deducedthati KS Hkn gl & y20 Y2y Koi@nmadt ¢ durdiakcdrding $odheé S O
voyage plan as plotted on the respective chart



Figure 4.41. / 1: Abstractfrom theb | dzi A OF f OKI NIi dzaSR 2y 02 NR {iG® DNB3
The last plotted position (magnified pat¥ G KS OKI NI o ¢l a GKS 2yS yS

4.4.2Radars

As stated St. Gregory was equipped with two radar devices, eBand and one -Band.The "X"

band, providing a higher resolution and a clear image because of its higher (9 Gldenbgqvas

mostly operating during day or night time under good weather conditions, usually at open sea and

at 12nm range scale. The "S" band Radar, operating at 3 GHz, was mostly used during night time or

under restricted visibility due to rain and fog@m coastal passages or congested waters. At the

time of the navigational watch prior to the marine accident, the OOW was operating -BenX

Radar in 12nm range scale.

The installed radars on board St. Gregory were both featuring standard ARPAsditiltiuding the

G Ddzl NR %2 y Guard zofedzi(r@tioh &fgrshthe ability to the operator to customize zones
acting as a shield to the vessel. If utilizing the function and the unit receives radar returns inside the
guard zone or a target enters thguardzone, visual and audible alarare activated to alert the
OOW in order to take actions as appropriate. Ytag noted that guard zones should not in any way
be construed as the sole means for detecting the risk of collision or grounding possb@itiard
i2ySa O2dzZ R 6S Iy FTRRAGAZ2YIFE &l F¥S3dzr NR F2NJ |
grounding. During the interview process it was emerged also verified by the VDR analythiat,
although all duty Officers were aware of3h NJ- dRiHuNiy showever they were not using it.

It is highly suggested that had the 2/O utilized the guard zone feature during his \@atem
additional safety measurehat could have possiblgrevented the casualty.

The omission of the 2/@ set the guard zone utility on the operating Radar is considered to have
been a contributing factor in the marine accident.

4.4.3GPS

The advantages offered in GPS navigation in the marine sector are ext€bBi8aunits enhance the
operation performanc@ ¥ (G KS bl @GA3II G2NE yIYSte o6& LINRJARA
wide range of utilities in several display modes such as plotting the planned effetgivelyand
observing the location of the next way point. It can also automatically mbiditai KS @S&aa St Q
LX 2GGSR NRdziSa o0& aSddAay3a Odzad2YAT SR | dzRAGE S
Once the vessel is running off the preset boundaries, an audible alarm is activated and alerts the



Duty Officer to take immediatecions. Similar feature could be utilized for reaching arriving points
2N gl @LRAYydiad Ly NBIFNR G2 GKS | F2NBYSyilAz2yS
safeguard for vesse safe navigation assisting the OOW by optimizing and facilitatingdhese
monitoring duties.

During the interview process, it was stated that the voyage plan routes were plotted on the GPS
K26SOSN) y2 ahFTF O2dzNBRS FfIFNXYé gl a Odzaidz2YAIl SR
potential drift from the intended pltied route. The above was also verified by the VDR analysis

LG Aa O2yaARSNBR KAIKEe&e LkRraaAioftsS GKFEG AF GKS
sailing off her intended course could had alerted him in order to readjust her course battle o
plotted route.

The 2/O's disregard to utilize the GBS ¥ T O 2 dzisBuggestdd toNdvé lseen a contributing
factor in the marine accident.

4.4.4 Bridge Navigational Watch & Alarm SysteBNWAS

A Bridge Navigational Watch & Alarm SystéBNWAS is required to be fittedon all new and
existing ships,jn accordance with the amendments to SOLAS Chapter V, RegulatioRe49,
MSC.282(86) (adopted on 5 June 20883r 1st July 201Zor vessel®f 3000GTandabove

SOLAS regulation V/19.2.2a80 requires that Bridge Navigational Watch Alarm System (BNWAS)
shall be in operation whenever the ship is under way at sea.

4.4.4.1 BNWASyeneral operation

TheBNWASnNonitors bridge activity and detect8sOWHdisability or incapacitation which couldde

to marine accidents. The system automatically alerts the Master or another qualified Deck Officer if
for any reason the OOW becomes incapable of performing the wateping duties. This purpose is
achieved by a series of indications, sensors and altoratert firsty the OOW In case he is unable

to reset the system during preset timeout period (dormant periodset between 3min to 12min)

the system is then programmed #dert the Master or another qualified Officeoy an alarm

BNWAS unitsnay ato offer an automaticeset function through motion or action sensors fitted on

the bridge. This function may relief the Watchkeeping Officer from the burden of manually resetting
the system before the timeout period is elapsed by detecting the motionctioa of an individual

on the bridge. Additionally, the BNWAS may provide the OOW with a means of calling for
immediate assistance if required.

4.4.4.2 BNWAS performance standards

The performance standards for a BNWAS were outlined in IMO Res. MSI&)128 (vell as by the
technical standards as specified by the International Standards &f 8E€16:2010 (E). IMO
performance standards amongst others, namely provides that the BNWAS should have three modes
of operation:

1 Automatic (Automatically broughhto operation whenever the ships heading or track control
system is activated and inhibited when this system is not activgssjuld not be us€d

1 Manual ON (In operation constantly whenever the ship is underway a{SEd.AS V/19.2.2;3)

1 Manual OFHJoes not operate under any circumstances).

IMO Res. MSC.128 (75) also foresees thatrheans of selecting the Operational Mode and the
duration of the Dormant Period should be security protected so that access to these controls should
be restricted to tle Master only. It is furthermore provided that all items of the equipment, forming

® International Electro technical Commissidviaritime Navigation and Radio communication Equipment and Systems

" See reference in MSC.1/Circ.1474/ 23 May 2IN@TE: The Automatic mode rigt suitable for use on a ship
conforming with regulation SOLAS V/19.2.2.3 which requires the BNWAS to be in operation whenever the ship is
underway at sea".



part of the BNWAS, should be tampgaoof so that no member of the crew may interfere with the
system's operation.

Said technical requirements are incorporated in theC tandards and access to BNWAS from
unauthorized personnel is protected by a password or al&el.

Aforementioned specific technical specifications are considered a safeguard for the Ssteper

and continuous operation according to the respective legal framework in force, highlighting its

contributing importance to the watchkeeping personnel for maintaining a proper and effective
vigilance during bridge watch.

4.443{ G ®© DSBSMASNE Q
St Gregory was fitted with an ANtharine KW810 BNWAS, in compliance with the above mentioned
technial specifications &tandards figures4.4.4.3 /1, 2& 3).
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Figures 4.4.4.3/1&¥¢ { (G ® BNWRS &si@s@ried in its Operational Manual as fitted on board the vessel.

Figures 4.4.4.3/3

The Main Electronics
Unit (MEU) of St.
Gred2NE Qaas. b
found on the day the
HBMCI Investigation
Team boarded the
vessel.

The unit hada key to secure the controls and prevent changes to sg#inrhe unit was installed on
GKS ¢KSStK2dzaSQa I Fi 0dz | KS Initiort détBctork, yal&rin deRed R (i
buttons, watch &ert buttons and sounder beaco®nce the unit was activatedhe BNWAS would
remain dormant for a period of betweed and 12 min (Td). At the end of this duwant period (Td),

the BNWAS woulthitiate a visual indication only on the bridge i.e. the RESET and TEST plad and
BRIDGE ALERT indication wdldgh on and off for 15 seconds. If within this 15 secpadod (T







































