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The investigation of a serious marine casualty of m/v Selfoss was conducted 

under the State Marine Accident Investigation Commission Act of 31 August 2012 

(The Journal of Laws item 1068 as amended) as well as norms, standards and 

recommended procedures agreed within the International Maritime Organisation 

(IMO) and binding the Republic of Poland. 

The objective of the investigation of a marine casualty or incident under the 

above-mentioned Act is to ascertain its causes and circumstances to prevent future 

casualties and incidents and improve the state of marine safety. 

The State Marine Accident Investigation Commission does not determine 

liability nor apportion blame to persons involved in the marine casualty or incident. 

This report shall be inadmissible in any judicial or other proceedings whose 

purpose is to attribute blame or liability for the accident referred to in the report 

(Art. 40.2 of the State Marine Accident Investigation Commission Act). 

 

State Marine Accident Investigation Commission 

Plac Stefana Batorego 4, 70-207 Szczecin 

Landline: +48 91 44 03 290 

Mobile: +48 664 987 987 

e-mail: pkbwm@mgm.gov.pl 

www.pkbwm.gov.pl 
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2. Facts 

On 12 July 2017, the vessel Selfoss entered the port of Świnoujście and berthed at 10:00 LT 

port side to the northern part of the Hutników Wharf. On the same day, cargo operations were 

completed at 22:25 LT. 

At. 22:00 LT a pilot entered the bridge of the vessel. There was a routine exchange 

of information between the pilot and the master regarding weather conditions, direction and 

strength of current, maneuvering parameters of the vessel, and the discussion about the 

manoeuvre of unberthing and turning the vessel to the exit. The exit maneuvers started 

at 22:50. The vessel did not use tug boats because it had been exempt from it. The vessel was 

being operated by the master. Chief officer was also present at the bridge. 

The master planned and agreed with the pilot that the vessel would depart using a forward 

spring and then it would turn over the port side towards the fairway, using the incoming 

current in the port channel in favour of the acceleration of hull rotation. Two attempts 

to perform that maneuver failed. A strong, pushing wind caused the vessel to turn to the 

wharf. Due to these unsuccessful attempts, the master informed the pilot about the change 

of plans and his intention to turn the vessel over starboard. At the time of this manoeuver, 

the hull of the vessel was drifting into the harbour along the wharf, being pushed by the wind 

and the current pressing the hull which caused damage to the stern of the vessel and 

the wharf. Then the vessel drifted under the lowered arm of the gantry crane standing in front 

of its bow causing the damage to its own mast holding the radar and communication antennas. 

There was also a threat of collision with a vessel Globia standing in front of its bow. Full 

ahead manoeuvre
1
 with the engine caused that the collision was avoided and the hulls of the 

vessels passed by one another at a very short distance.  

The pilot reported the event to the officer on duty at the harbour master’s office of the port 

of Świnoujście and the vessel, as instructed, berthed starboard at the Górników wharf. 

By the decision of the PSC, the vessel was detained in the port of Świnoujście in order 

to carry out necessary repair of the mast and antennas of navigational equipment that would 

restore its seaworthiness. On 15 July 2017 at 16:00 LT after the repair, Selfoss left 

Świnoujście. 

 

                                                 
1
 Polish abbreviation: CN 

2
 Estuary of a river 
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3. General Information 

3.1. Vessel’s Particulars 

 

Name: Selfoss 

Flag: Faroe Islands 

Owner: Sp/f SelfossLine Eystara Bryggja 

(Faroe Islands) 

   Operator: Eimskip Island ehf, Korngardar 2,  

104 Reykjavik, Iceland  

Classification society:  DNV-GL 

Type:  container vessel 

Call sign: OZ2171 

IMO number: 9433456 

Gross tonnage: 7464 

TEU: 698 

Year of built: 2008 

Power: 7200 kW (MaK 8m 43c) 

Width:  20.60 m 

Length overall: 129.60 m 

Draught:  6.20 m 

Hull material: steel 

Minimum crew: 10 people 
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Photograph 1: M/v „Selfoss” at the Górników wharf in Świnoujście 13 July 2017 

 

3.2. Vouage Particulars 

 

Ports en route: Świnoujście 

Port of destination: Helsingborg (Sweden) 

Type of navigation: deep sea navigation 

Manning: 11 Icelanders 

 

3.3. Accident Information 

 

Kind: serious marine casualty 

Date and time of the event: 12 July 2017 at 22:56 LT  

Geographical position of the event: φ = 53°54'11" N, λ =014°15'05" E 

Geographical area of the event: Świnoujście, Poland 

Nature of the water region: Świna river – port waters 
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Photograph 2: Position of m/v „Selfoss” during the unberthing manoeuvre: 1. m/v „Selfoss”, 

2. Gantry crane with lowered arm, 3. m/v „Globia”(source: Google map with drawn 

silouettes of vessels and the crane) 

Weather during the event: good visibility, wind NNW  6-7° B, 

  Air temperature 16° C 

Operational status of the vessel during the event: unberthing after loading 

Place of the accident on board: mast with radar and communication 

antennas 

Consequences of the accident to people: no consequences 

Consequences of the accident to the vessel: as a result of the impact on the lowered 

arm of the crane the mast was broken, 

as well as radar antennas along with 

waveguides, communication antennas, 

navigation lights, as well as the crane. 

As a result of dragging the vessel along 

the embankment, it got slight dents 

in the aft part and damage to the frames 

and caused minor damage to the wharf. 
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Photograph 3: Broken mast of m/v „Selfoss”, 

damaged navigation lights, antennas of 10 cm and 

3 cm radars 

Photograph 4: Damaged elements 

of the mast of m/v „Selfoss” 

 

  

Photograph 2: Consequences of the contact of the 

vessel with the wharf: 1. Indentation of the port 

side part of the curved stern caused by a contact 

with a mooring bitt, 2.Traces of friction against 

the wharf with the port side part of the curved 

stern 

 

Photograph 3: Damage to the ribs and 

sheathing of the hull in result of the 

contact of the vessel with the wharf 
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Photograph 7: Traces of contact of m/v „Selfoss” at the wharf: 1. Gaps in the wharf, 

2. Mooring pitt with traces of paint from the hull  

3.4.  Shore Services and Rescue Action Information 

Neither any shore units have been engaged nor rescue action conducted. 

 

4. Circumstances of the Accident 

Selfoss has been operating as a liner in the 14-days cycle between the ports of Iceland, 

Denmark, Poland, Sweden and the Faroe Islands. On 12 July 2017 at 10:00 LT it entered the 

port of Świnoujście and moored with port side to the northern part of the Hutników wharf.  

On the same day, cargo operations were completed at 22:25 LT.  

The pilot entered the vessel at 22:00 waiting for the completion of the loading operations. 

After their completion, the master and chief officer came to the bridge. At. 22:33 

a maneuvering alert for the crew was announced. The pilot gave the master information 

on weather conditions (wind direction and strength), as well as the direction and strength 

of current in the port channel
2
. The vessel had an exemption from using port tug boats. 

                                                 
2
 Estuary of a river 
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The master informed the pilot that he himself would be conducting unberthing manoeuvres 

from the wharf and presented to him the plan of exit manoeuvers. The plan was accepted 

by the pilot. 

The master began the unberthing manoeuvre. According to the previously presented plan, he 

intended to tilt the hull of the vessel to the port channel while maintaining the bow 

of the vessel on the forward spring. Considering the activity of the current of 0.9 knots 

entering into the port channel, the master assumed that once the  stern was sufficiently 

deviated to the right while the engine was working slow ahead, the hull would cross 

the stream line of the current, which would speed the vessel’s rotation 180° so that the bow 

would be placed in the direction of the port exit. 

 

Figure 1: The drawing presenting first manoeuvre made by Selfoss shipmaster 

Unfortunately, the manoeuvre failed the first time, and, fearing that the bow would 

touch the wharf, despite the work of the bow thruster pushing it back from the wharf, 
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the vessel‘s hull again took up the position along the wharf. The wind pushing the vessel 

to a large extent hindered the manoeuvre. Despite the unsuccessful manoeuver, the master 

repeated his attempt to turn the vessel over the port side to set it’s bow to the exit. Another 

attempt also failed and the vessel again took up the position along the wharf. Because 

of unsuccessful manoeuvers by port side, the master decided to turn the vessel over starboard 

and he informed the pilot about it. 

 

 

Figure 1: The drawing presenting second manoeuvre made by Selfoss shipmaster 

 

After casting the forward spring, which was the last line given ashore, the master tried 

to tilt the bow of the vessel from the wharf by using the thruster and working backwards with 

the screw (right-handed screw) to the right to the wind and pressing current. The vessel was 

drifting along the wharf brushing the aft part on the concrete edge of the wharf between 

fenders. At the same time, the master made a few chaotic movements with the rudder, also 
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reducing the rudder's blade to the right, so as to prevent further brushing of the vessel’s stern 

against the wharf and one of the mooring pitts. During these manoeuvres, the vessel, which 

was being pushed by the current and the wind, was slowly drifting along the Górników wharf, 

approaching the lowered arm of the gantry crane and the vessel Globia berthing behind 

the crane. 

 

 

Photograph 4: Gantry crane where m/v Selfoss got caught in its arm. The palce of contact 

has been marked. 

 

At 22:56, the aft part of the vessel was found at the height of the gantry crane, and the 

upper part of one of the masts carrying a radar antenna, AIS antenna and navigation light got 

caught more less 6 m below the top of the mast in the lowered arm of the gantry and was 

broken. It caused that the metal bar in the central part of the gantry crane’s arm got twisted 

at a distance of 4.30 m from the end of the arm. 

The vessel was dangerously close to Globia which was berthed in front of it. 

The master took the pilot’s advice to use the full power of the engine immediately and to sail 
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out to the port channel as soon as possible. Thanks to this maneuver, Selfoss moved at a short 

distance
3
 from the hull of Globia without touching it. 

The pilot informed the officer on duty at the Harbour Master's Office in Świnoujście 

about the incident and received permission to moor at the Górników wharf behind the bow 

of Globia. The master continued maneuvering the vessel, and after completing the turnover 

by 180˚ he docked with the starboard to the designated place at the Górników wharf. 

After passing the inspection of the DNV-GL classifier, PSC and the harbour master’s 

office in Świnoujście and temporary repair of damage in accordance with the 

recommendations of the inspectors, the vessel left the port of Świnoujście on 15 July 2017 

at 16:00. 

 

5.  Analysis and Comments about Factors Causing the Accident with Regard 

to Examination Results and Expert Opinions 

  As a result of the investigation, the Commission has determined that the accident was 

caused by the erroneous manoeuvres performed by the master and passive attitude 

of the pilot, who should actively participate in the manoeuvres. 

 

5.1. Human Factors (faults and negligence) 

In the opinion of the Commission, the manoeuvres erroneously performed by the master 

of the vessel resulted from the lack of proper assessment of the meteorological situation and 

from the lack of consideration of high wind pressure in the current loading condition of the 

vessel. 

Northwest wind turning westwards with the force of 10.5 m/s gusting up to 16 m/s was 

pushing the vessel with four layers of containers on board, and the incoming current entering 

the port channel at the speed of 0.9 knots was keeping the hull of the vessel at the berth. 

It was impossible to use more engine power in order to deflect the aft part to cross the axis 

of the current for fear of damaging the bulbous bow in contact with the wharf despite the 

work of the bow thruster pushing the bow off the wharf. Another version of the manoeuvre - 

with the bow to the right in the direction of the channel, without any mooring lines was even 

                                                 
3
 According to the master of the vessel m/v Globia the distance was ca 2 m. 
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more dangerous for the vessel. According to the Commission, it was a mistake of the pilot 

that he had such a passive attitude to the way the master was performing the manoeuvres. 

Especially erroneous were: 

- the acceptance of the manoeuvring plan, 

- lack of response to the ineffective manoeuvring od the master, 

- no offer to use the tug boat in given atmospheric conditions. 

Likewise, the Commission has evaluated the fact accepted by the pilot, that during 

manoeuvres the master and the chief officer were communicating with each other in their 

native language, which caused that the pilot became a mere observer of the situation. 

The negligence on the part of the pilot was to give consent to initiate the manoeuvres 

of the vessel when at the time there was a lowered arm of the gantry crane in front of its bow 

and he had not required from the owner of the wharf to have it lifted up before 

the manoeuvres began. 

 

5.2. Organizational Factors 

The operation manual for the Hutników wharf in the port of Świnoujście in Chapter III 

entitled “Working Technology” in point 3 recalls the safety instructions for the operator 

of gantries and cranes. That instruction, in Chapter V, paragraph D obliges the crane operator 

to set the arm ashore or parallel to the wharf once the work is finished. While in paragraph C 

point 3 it is forbidden to work (drive) bridge cranes with lowered booms except when 

crossing the hold. The arm of the 40 ton crane should be raised once the work on the deck is 

finished or before leaving the vessel. 

In the operation manual for wharfs in the OT Port of Świnoujście there are no procedures 

related to the service of vessels and there are no designated officers responsible for safety 

at the time of berthing and unberthing manoeuvres. 

 

5.3.  Influence of External Factors, Including the Marine-related Ones on the 

Accident  

The Hutników wharf at which the vessel m/v Selfoss was berthed is located in the Świna 

Strait (the Świna River estuary) where the weather conditions affect the direction and power 

of the current in the port channel. Strong wind blowing from the north with a force 

of 10.5 m/s, turning westwards at 21:00 and gusting up to 16 m/s, caused that water in the 
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port channel raised 40 cm above the average level and the incoming current of 0.9 knots 

appeared. That current, taking into account the configuration of the port, turns to the right 

what caused additional pressure on the hull towards the Hutników wharf.  

Failure to include these factors when planning the manoeuvres by the master contributed 

to incorrect course of events. 

 

6. Description of Examination Findings Including the Identification of Safety Issues 

and Conclusions 

Analyzing the sequence of events that led to catching up of the vessel’s mast 

in the lowered gantry crane, the Commission paid attention to mutual relations between 

the crew of the navigation bridge and the pilot during the manoeuvres, taking into account 

the applicable regulations governing the pilotage. 

 

6.1. Master 

The master has repeatedly participated in manoeuvres on the port waters in Świnoujście, 

due to the type of navigation of the vessel and frequent port manoeuvres, undoubtedly he 

knew well the manoeuvring characteristics of the vessel. He also acknowledged that with that 

size of a vessel and its manoeuvrability, a tug boat would not be necessary to enter and leave 

the port and he obtained the exemption of the harbour master of Świnoujście from the 

obligation to use a tug boat
4
. Such exemption is granted to vessels after consultation with the 

pilot station and after analyzing the difficulty assessment resulting from the location of the 

berth. Such exemptions are issued in some advance and do not take into account current 

hydro-meteorological conditions and the traffic. However, this situation is compensated 

by the decision of the duty officer of the harbour master’s office and the VTS service as well 

as the pilot during the manoeuvres of the vessel, who may raise objections to possible security 

threats. 

Masters commanding the so-called feeders operating on permanent and regular routes 

have more confidence in manoeuvring vessels in port waters than masters of large vessels and 

less often calling at the same ports. Therefore, they repeatedly conduct manoeuvres 

themselves using the experience of pilots to a limited extent, and in extreme cases treat the 

                                                 
4
 § 103, point 1 Order No 3 of the Director of the Maritime Authority in Szczecin of 27 July 2013 as amended – 

Port Regulations (Official Journal of the Zachodniopomorskie voivodship of 6 August 2013 item 2932). 
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pilot service as one of many port services, ignoring their duty to take care of the safety of the 

vessel and good seamanship. 

The master of Selfoss seeing the behaviour of the vessel inconsistent with his previous 

experience, which had undoubtedly been influenced by hydro-meteorological conditions, had 

not used the pilot’s knowledge and advice, but merely had been informing him about his 

intentions. 

Moreover, the master when conducting manoeuvres was obliged
5 

to communicate with the 

chief officer in English, not Icelandic, which limited the pilot’s knowledge of the intended 

manoeuvres. 

The Commission has also drawn attention to very stereotypical notes deviating from 

current recommendations included in the program of the “Navigational Watch Command” 

course included in the manual of Safety Management System (SMS) in the chapter entitled 

“Sailing with the pilot”.
6
 There in a piece of information that the crew should cooperate with 

the pilot without explaining the mode of this cooperation, and only accentuating the control 

of the pilot’s work. It is incompatible with the principles of good seamanship the essence 

of which is to use the principles of common sense and to avoid situations that may pose 

a threat to the safety of navigation. 

In the justification of this position, a circular has been attached to Chapter 15 of the Safety 

Management System manual
7
, which confirms the attitude of the operator to treat the pilotage 

in a very instrumental way. 

 

                                                 
5
 IMO Resolution A.960(23), Annex 2 (Recommendation on operational procedures for maritime pilots other 

than deep-sea pilots) art. 2.3, 5.1, 6.2. 
6
 Safety Management System – Chapter 7, SMS file PR004 (9.08.2011), Sailing with the pilot. 

„In spite of the pilots’ duties and responsibilities, their presence on board does not release the master or the 

officer on duty from their duties and responsibilities concerning the safety of the vessel. The master and the pilot 

shall exchange information on the navigation of the vessel, on the local situation and various information about 

the vessel (cargo, draft, engine power, sailing equipment, control panels, manoeuvring details, etc.) The master 

and/or the officer on duty shall work in close co-operation with the pilot and continue to thoroughly monitor and 

confirm the position of the vessel and her navigation. 

Should there be any doubt about the action or intents of the pilot, the officer on duty shall seek explanation from 

the pilot. If still in doubt concerning the matter, he shall immediately notify the master while taking all necessary 

measures before the masters’ arrival”. 
7
 Safety Management System – Chapter 15 (1.11.2011), Safe practices by navigation –circular letter. 

„When navigating with pilot on board it is extremely important that officer on watch keeps on standing watch 

and checks all actions of the pilot. The pilot is not the navigating officer, he is only guide for the passage of the 

pilot area”. 
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6.2. Pilot 

The port pilot is one of the oldest professions in the world.
8
 Over the centuries its role has 

changed due to the economic conditions governing the pilot service. In the early sailing 

period, the knowledge of navigation in piloted waters was decisive, thus protecting the vessel 

from damage and loss of freight. Nowadays, the role of the pilot has grown remarkably and 

they must be specialists with very high qualifications who know not only navigational 

conditions on a designated water region, but are able to handle complicated devices 

for manoeuvring vessels, must protect port infrastructure in critical situations, must know 

local and international regulations related to the pilotage, must know the rules 

of communication with other service providers in the port, as well as the rules of cooperation 

with the crew of the piloted vessel. 

In order to be able to perform these duties correctly, the pilot must undergo periodic 

training resulting from the relevant regulations.
9
 

The Maritime Code
10

 in Article 220 states that pilotage service consists in providing the 

shipmaster with information and advice in navigating the vessel with respect to navigational 

conditions on waters on which the pilot performs his service.  

Transmission and exchange of information between the shipmaster and the pilot during 

the pilotage should be a continuous process, not limited to transfer and exchange of basic 

information when the pilot enters the bridge.
11

 

Moreover, the pilot station regulations
12

 specify basic duties of the pilot, which among 

others are the following: 

a. performing the pilotage with due diligence, 

b. keeping track and updating knowledge about navigational conditions, 

c. getting acquainted before commencing the service with hydro-meteorological 

conditions, 

d. discussing with the shipmaster of the piloted vessel a plan of manoeuvres, selecting 

proper tug boats and using them, and discussing the berthing and unberthing plan, 

                                                 
8
 The eldest note about pilot service comes from 7 century BC 

9
 Order of the Minister of Maritime Ecomony and Inland Navigation of 17 November 2017 on maritime pilotage 

services (Journal of Laws of 2018, item 38) 
10

 Maritime code (Journal of Laws of 2013 item 758) 
11

 IMO Resolution A.960 (23) art. 5.1 
12

§ 6 of the Szczecin Pilot Station Regulations approved on the day of 23 July 2013 By the director of the 

Maritime Office. 
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e. maintaining proper communication during the manoeuvres in the port with wharf 

managers. 

Passive attitude of the pilot during shipmaster’s manoeuvres, lack of communication 

with the owner of the wharf, indicate lack of fulfillment of the role to which the pilot was 

obliged as a part of the navigational bridge crew. 

Despite difficult and worsening hydro-meteorological conditions and the expected 

impact of the incoming current pushing the hull to the wharf, the pilot did not advise the 

master to call for a tug boat, especially after the first unsuccessful attempt to leave the 

wharf. At the same time, he accepted without reservation another and a very risky plan 

of the master of leaving the wharf starboard without any mooring line in unfavorable 

hydro-meteorological conditions, in a strong incoming current and seeing the lowered 

arm of the port gantry crane in front of the bow of the vessel being manoeuvred. 

 

6.3. Obligatory Port Pilotage – relations between Master and Pilot 

The mandatory pilotage is one of few public legal institutions which are focused 

on limiting the risk associated with navigation in ports. Provisions regarding the pilotage 

and the role of the pilot on duty form a complex of issues covering their relations 

with operators, shipmasters and port authorities and they are sometimes interpreted 

differently in different ports of the world. 

Regarding the legal aspect of the relations between the pilot, the master and the bridge 

staff, the IMO Resolution A.920 (23)
 13

 defines the position of the crew members 

of the bridge during the pilotage in the following way: 

- Despite the pilot in charge, his presence on the vessel does not absolve the shipmaster 

or officer responsible for the navigational watch from their duties related to the safety 

of the vessel. It is important that when the pilot gets on board before the pilotage starts, 

the pilot, shipmaster and bridge staff are aware of their roles in ensuring the safe 

passage of the vessel. 

- the master and officers on the bridge and the pilot are jointly responsible for proper 

communication and understanding of mutual roles they play in ensuring the safe passage 

of the vessel in the water region under pilotage. 

                                                 
13

 IMO Resolution A.960(23), Annex 2 (Recommendation on operational procedures for maritime pilots other 

than deep-sea pilots) art. art. 2.1, 2.2, 2,3. 
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- Masters and officers on the bridge are required to support the pilot and ensure that 

their activities are controlled at all times. 

At the same time, the Resolution specifies when the pilot may withdraw from the pilot 

service. Port regulations are similar.
14

 

However, mutual relations between the shipmaster and the pilot performing pilotage 

cannot be fully described by law. The attempts to present this relation in a descriptive 

way include a simplified statement that the shipmaster is responsible for everything, and 

the pilot’s role is limited to giving advice when the shipmaster expects it, to a far-

reaching assessment of the representative of an American group of pilots.
15

 

 

“In order to understand the relation occurring on the bridge between the shipmaster and 

the pilot, it is necessary to distinguish between Power and Authority. You can define 

Power as an ability to act regardless of (regardless of whether it exists) the right to act, 

while Authority can be defined as the right to act regardless of the way or method 

to complete the action. At sea the master has both power over the vessel and his crew 

as well as authority, but when entering the pilotage waters, the authority to manage and 

control the movement of a vessel pass by law onto a pilot. A common denominator 

of their relationship is the fact that the pilot’s authority can be exercised only 

in cooperation with the master’s power consisting in commanding the crew, and the 

master’s power causing the vessel’s movement may only be lawfully carried out 

in cooperation with the pilot’s authority to manage and control the vessel’s movement”. 

In order to be able to put into practice this interdependence not fully defined by law, it is 

necessary to be aware of the people on the bridge (bridge crew), that it is necessary 

to cooperate with each other of the entire bridge crew to which the pilot undoubtedly belongs. 

In order to learn how to properly maintain this cooperation, the “Navigational Watch 

Command”
16

 training courses are conducted using simulators in many training centers in the 

world for officers of merchant vessels and pilots. In the case of some pilot organizations, 

modified programs of training courses in the pilot version have been prepared, which take 

                                                 
14

 § 89 point 1 i point 2 of the Order No 3 of the Director of the Maritime Office in Szczecin of 27 Juy 2013. Port 

Regulations (Official Journal of the Zachodniopomorskie voivodship of 6 August 2013 item 2932) 
15

 Master/Pilot relation vessel, the role of the pilot in risk management – Capt. George A. Quick (for many years 

Vice President of the Pilot Member vessel of the International Organization of Masters, Mates &Pilots of 

Maryland, USA). 
16

 Bridge Team/Resource Management (IMO Model Course 1.22) 
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into account the complexity of issues and the need to train pilots to conduct the pilotage 

in cooperation with the bridge crew. These exercises should be done by pilots every 4 or 5 

years depending on the requirements of maritime administration. 

It is in line with the guidelines contained in the IMO Resolution A.960 (23), which clearly 

indicate that each pilot should be trained as part of the “Navigational Watch Command” 

training course, with particular emphasis on the flow of information during the pilotage.
 17

 

The cooperation of the bridge crew during the exit maneuvers of Selfoss practically did not 

take place, which clearly indicates the deficiencies in the training of both the vessel’s crew 

and the pilot performing the pilotage.  

The insurance companies also pay attention to the need for proper training. The Swedish 

insurance company
18

, analyzing the number of accidents, stated that in 2011, 53% 

of all reported accidents concerned events during the pilotage.
 19

 It was found that the basic 

reason for their occurrence was the lack of cooperation between the bridge crew and the pilot. 

This state has been summarized in the following way: 

- lack of complete exchange of mutual information = lack of a common plan, 

- lack of planning = no possibility of effective monitoring, 

- no monitoring = no intervention in critical situations. 

6.4. Pilots’ Trainings in Poland 

The training programs for candidates for port pilots and periodic trainings aimed 

at renewing their qualifications are included in the Ordinance of the Minister of Maritime 

Economy and Inland Shipping of 17 November 2017 on maritime pilotage.
 20

 These 

programs take in to account the requirements specified in the IMO Resolution A.960 (23) 

in the part entitled “Guidelines on Training, Qualifications and Operational Procedures 

for Pilots other than Deep-sea Pilots” and comply with the requirements of the “Standard 

for Education, Training and Certification for Maritime Pilots (ETCS)”adopted by the 

European Maritime Pilots’ Association (EMPA). 

Both in the training program for candidates and in the diploma renewal program that 

maintains qualifications, there is a requirement to complete a 22-hour training cycle 

                                                 
17

 Art. 5, Annex 1 – Recommendation on Training and Certification of Maritime Pilots other than Deep-Sea 

Pilots, Resolution A.290(23) 
18

 The Swedish Club. 
19

 Navigation Accident and their Causes issued by The Nautical Institute 2015. 
20

 Journal of Laws of 8 January 2018 item 38 
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on the navigation bridge simulator. The exercise program also includes the issue 

of “Cooperation of the Maritime Pilot with the Shipmaster and the Bridge Crew – 

BRM”
21

. Exercises that pilots must perform must take place in training centers that meet 

specific requirements are described in detail in the above-mentioned regulation of the 

Minister of Maritime Economy and Inland Navigation
22

 and the training staff should 

include persons with maritime pilotage experience and have a document confirming 

admission to conduct classes on simulators.
 23

 

Representatives of the Commission, during discussions with representatives of training 

centers, pilot station management and pilots, have noticed that simulator training courses 

aimed at renewing qualifications are not conducted in accordance with the current 

program.
24

 

Some training centers and also pilot stations have the right to conduct such trainings. The 

training in specialized training centers with simulators and being able to provide 

appropriate instructors to conduct the exercises provided for in the program, and at the 

same time to create a team of trainees to implement the program provided for in the 

regulation, does not raise objections of the Commission. However, organizing these 

trainings by pilot stations raises serious reservations. 

According to Article 229, paragraph 1a of the Maritime Code
25

, “a pilot station is 

an organized set of intangible and tangible assets intended for providing pilot services 

by persons possessing the qualifications of a maritime pilot, in a specific part of Polish 

internal sea waters and on roadsteads of seaports (pilot area) or in the territorial sea 

and other parts of the Baltic Sea.” 

The content of the above Article clearly defines the subjective scope of pilot stations. 

However, it has been clearly expanded by the provisions contained in the Safety at Sea 

Act
26

 in Article 107 - Pilot services, point 8, “a pilot station or a training centre 

for maritime pilots shall be acknowledged for training of maritime pilots if their training 

                                                 
21

 Resolution of the Minister of Maritime Economy and Inland Navigation on maritime pilotage, annex 10 – 

Training Program for Maritime Pilot Candidates, annex 14 – Training Program for Maritime Pilots. 
22

 Aa above, annex 21 – Requirements related to Premises and Equipment. 
23

 As above, annex 20 – Minimum Requirements Related to Qualifications of the Training Staff Conducting 

Lectures and Classes. 
24

 In accordance with the resolution of the Minister of Maritime Economy and Inland Navigation on maritime 

pilotage. 
25

 Journal of Laws of 2001 No 138, item 1545 as amended. 
26

 Journal of Laws of 2011 No 228, item 1368 as amended.  
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program, training facilities and staff qualifications ensure proper training of maritime 

pilots.” 

As it is known, the pilot stations do not have simulators and they must “hire” 

the navigational bridge simulator in the training centers with such a device together with 

the operational staff in order to implement a 22 hour exercise program on the simulator 

also covering the issue of “Cooperation of the maritime pilot with the shipmaster and 

bridge crew - BRM.” 

Such organization of trainings on simulators, especially those aimed at renewing 

the pilot’s diploma, causes problems with proper implementation of the obligatory 

program. The Commission is aware of cases of incomplete implementation of the 

simulator training program due to the system of training organization. 

At the same time, the Commission considers that the remark contained in annex 

21 - Requirements Related to Premises and Equipment, of the regulation of the Minister 

of Maritime Economy and Inland Navigation on pilotage, informing that: “real objects 

(reduction models) with equipment, construction and functions allowing for 

accomplishment of classes provided for in the maritime pilot training program are 

equivalent to a simulator” is misleading. 

The value of training courses conducted on reduction models cannot be overestimated, 

but during these trainings it is not possible to complete a full program of exercises 

on navigational bridge simulators. In the programs of training courses proposed by the 

Research and Training Center for Manoeuvring Vessels in Iława, there is no offer 

containing the possibility of training pilots in cooperation with the shipmaster and 

the navigational bridge crew for obvious reasons. 

6.5. OT Port of Świnoujście 

The Hutników wharf where Selfoss was operated is 328.7 m long and it serves 

the purpose of handling coal, ore, aggregate, general cargo and containers in export and 

import operations. 

During lay-time of Selfoss at the same wharf the cargo handling was taking place 

on Globia with the help of two cranes. 40-ton crane was used to deliver loading and 

trimming equipment on deck. After delivering the equipment, the crane was removed 
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from over the vessel beyond its outline, leaving the arm lowered over the water. Leaving 

a 40-ton crane with its arm over the water posed a threat to vessels maneuvering nearby. 

There is a provision in the Port Regulations
27

 stating that “construction and equipment 

of wharfs and marinas should ensure safe mooring, stopping and unmooring of vessels.” 

Technical preparedness of the wharf in the OT Port Świnoujście is assessed on a monthly 

basis and confirmed by the Wharf Preparedness Card.
28

 

The operating instructions for the Hutników wharf of PHŚ Świnoujście of 1995 refers 

to the health and safety instruction for an operator of gantry and other cranes. The 

referenced instruction obliges the crane operator to set the arm above land or parallel 

to the wharf after finishing work.
 29

 At the same time, it contains a clause prohibiting 

to move bridge cranes with a lowered booms except for crossing the hold.
 30

 

The arm of a 40-ton crane that has been damaged should be raised after finished work 

over the deck and before going outside the vessel. 

At the same time, the Commission concluded that there were no control procedures at the 

OT Świnoujście servicing vessels that would specify the duties and responsibilities 

of nominated post holders for safety during each berthing and unberthing operation. 

The operating instructions for the Hutników wharf and safety instructions for crane 

operators are out of date in terms of equipment description and they are not signed 

by the current management of the terminal. 

 

7. Safety Recommendations 

The State Marine Accident Investigation Commission has found it justified to refer safety 

recommendations, which are proposals for actions that may contribute to the prevention 

of similar accidents in the future, to: 

                                                 
27

 § 138 of the Order No 3 of the Director of the Maritime Authority in Szczecin of 27 July 2013 as amended – 

Port Regulations (Official Journal of the Zachodniopomorskie voivodship of 6 August 2013 item 2932). 
28

 Quality Management System of the OT Port of Świnoujście – the Process of Infrastructure Management, point 

IV Wharf Preparedness Card. 
29

 Instruction for crane operators in ports, Szczecin 1995 – Chapter V, section D, point 1. 
30

 As above – Chapter V, section C, point 3. 
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7.1. Minister Competent for Maritime Economy 

It is recommended to carry out an audit of all organizational units authorized to conduct pilot 

trainings. The purpose of the audit should be to eliminate incompatibilities resulting from 

non-compliance with the requirements of applicable regulations as well as to implement 

monitoring of the training process. 

 

7.2. Selfoss Operator 

The Selfoss operator is advised to verify and update the “Navigation with the Pilot” chapter 

in the Safety Management Book so that it corresponds to current international regulations and 

current interpretation resulting from the “Bridge Resource Management” (BRM) program. 

At the same time, the State Marine Accident Investigation Commission has recommended 

to consider referring to this course shipmasters and navigational officers employed on vessels 

of the operator. 

 

7.3. OT Port of Świnoujście  

The Commission has recommended to prepare current instruction for operation 

of the Hutników wharf taking into account current equipment, and new health and safety 

instruction for crane operators, resulting from it. Control procedures specifying duties and 

responsibilities of nominated post holders for safe conduct of berthing and unberthing 

operations should be taken into account. 
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