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1. Facts
On 1 June 2013 at ca 22:00 the vessel Twinkle Island of the Marshall Islands flag on its
way from the Port Północny in Gdańsk to Hamburg with a full cargo of coal hit the bottom in
the position of = 54°56.0'N = 017°42.5'E – east of the entrance into the traffic separation
scheme at the TSS Slupska Bank.
In result of the vessel’s rubbing against the seabed, the outer shell of the hull was torn and
the seawater leaked into the forepeak and the double bottom ballast tank no 1 on the starboard
side.
After conducting surveys of other ballast and fuel tanks of the vessel and ascertaining that
there was no other damage, the captain - after consulting the shipowner - turned the ship back
into the port of Gdańsk.
The ship arrived at the Gdańsk roadstead next day and anchored at 10:40 in the northeastern corner of the anchorage No. 4.
Detailed inspection of the vessel's hull in its underwater part revealed serious damage of
the bottom, including a tear, several meters long, numerous cracks and dents in metal plates.
After completing necessary repairs of the hull plating and obtaining from the class (NKK)
a confirmation of the class, on 30 June 2013 Twinkle Island resumed her trip to Hamburg.

2. General Information
2.1. Ship Particulars
Vessel’s name:

Twinkle Island

Flag:

Marshall Islands

Owner:

Paulownia Shipping Inc., Panama

Operator:

Temm Maritime Co.Ltd.,
Kobe, Japan

Classification society:

Nippon Kaiji Kyokai (NKK), Japan

Vessel’s type:

bulk carrier

Call signal:

V7YG2

IMO number:

9512367

Gross tonnage (GT):

43013

Year of build:

2012

Power:

9710 kW (SG Mitsui MAN B&W)
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Width:

32,26 m

Length overall:

228,99 m

Hull material:

steel

Minimum crew:

17 men

Type of VDR recorder:

Furuno VR-3016

Photograph 1. Twinkle Island

2.2. Voyage Particulars
Ports en route:

Gdańsk – Port Północny

Port of destination:

Hamburg, Germany

Type of navigation:

unlimited

Cargo information (quantity and type):

76 998,10 t (coal)

Manning (number and nationality):

23 Filipinos

Passenger information (number and nationality):

no passengers

2.3.

Marine Accident Information

Kind:

serious marine casualty

Date and time of event:

22.09.2013 at 22:00 LT (20:00 UTC)
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Geographical area of the accident:

South Baltic Sea – east of the TSS
Slupska Bank

Nature of the water region:

coastal waters, territorial sea

Weather during the incident:

wind N 3ºB, sea state 3,
visibility very good, water temp. of 10ºC,
air temp. of 15ºC

Operational status of the vessel during the event:

loaded vessel – full cargo of coal

Effects of the accident to the vessel:

damage to the bottom plating of the
vessel’s hull in her bow part on starboard
and port side

2.4.

Shore Services and Rescue Action Information

The accident caused the necessity to employ the repair gang to repair damaged plating of
the hull. The accident has not required rescue operations.

3. Circumstances of the Marine Accident
On 1 June 2013 at 15:00 Twinkle Island, after loading approximately 77 thousand tons of
coal, unberthed from the coal wharf in the Port Północny in Gdańsk. The vessel was almost
even keel.1 The draught at the bow was 14.33 m and at the stern it was 14.32 m. After leaving
Gdańsk, the vessel was heading for Hamburg. The captain chose the same way he had come
to Gdańsk - along the Polish coast, using the traffic separation scheme TSS Słupska Bank
introduced in 2010 and located between the coastline (from Łeba to Jarosławiec) and the
Słupska Bank.
The itinerary, according to the voyage plan prepared by the second officer and approved
by the captain, was marked out on a current, corrected Admiralty chart no 2369. The vessel
was not equipped with the ECDIS.

1

The draught survey shows that the vessel demonstrated some sagging.
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Photograph 2. Admiralty chart no 2369 with marked out courses of Twinkle Island
to the TSS Slupska Bank and back to the roadstead of Gdańsk
After passing the Stilo lighthouse, just before 22:00 Polish time, the vessel moving at a
speed of 12.2 knots had contact with the seabed at the position where the depth, according to
the chart, should be sufficient for safe navigation of the vessel such as Twinkle Island. In this
position the vessel was entering the shallows marked with the 20 m isobaths.

Photograph 3. A section of the Admiralty chart no 2369. Planned course of the vessel from
Rozewie to the entrance into the TSS Slupska Bank
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The crew felt slight vibrations of the vessel, and at ca 22:01:46 the water ingress alarm
located on the bridge indicated the presence of water in the forepeak. On the captain’s order
the crew conducted the sounding of ballast tanks at the bow, which showed that the forepeak
and the double bottom ballast tank no 1 on the starboard side, were full of water.
In order to pump out water from flooded tanks the captain ordered to start ballast pumps.
Then he ordered to monitor possible leakage of oil pollution overboard and to check other
bottom tanks for damage.
After the captain ascertained that there was no other damage, he led the vessel out of the
western fairway of the TSS (for vessels going westward) into deep water, and then - after
consulting the operator – directed the vessel back to Gdańsk.

Photograph 4. Twinkle Island’s itinerary registered by Słupsk Traffic on the basis of the AIS
signal of the vessel
Twinkle Island arrived at the roadstead of the port of Gdańsk on 2 June 2013. In the
morning and at 10:40 she dropped anchor at the position of φ = 54 ° 27.80'N, λ = 018 °
51.11'E in the north-eastern corner of the anchorage no 4. After the accident, the vessel was
trimmed by the bow and her draught at anchor was 15.5 m at the bow and 14.3 m at the stern.
On the same day, divers hired by the ship’s operator, supervised by a representative of the
Japanese classification society NKK, conducted a visual inspection of the underwater part of
the hull.
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Photograph 5. Twinkle Island at anchor at the roadstead of he port of Gdańsk
The visual inspection revealed the following damage to the plating and the construction of
tanks:
longitudinal tear of 13.5 m x 0.3 m of the flat part of the forepeak plating and the
bottom ballast tank no 1 on the starboard side running from frames no 260 to 243 at a
distance of 1 m from the centre line;
dents in the metal plating running further in the tear to the ballast tank no 4;
traces of smaller dents in the metal plating along the entire keel;
cracks of bottom hull plates on the port side between frames no 251 and 253 of the
size of 1100 mm x 1000 mm;
very deformed transverse bulkheads of the watertight division between the forepeak
and double bottom ballast tanks no 1 on the starboard side and no 1 on the port side,
visible through the hole formed in result of the tear.
The ship remained at anchor at the Gdańsk roadstead until 30 June 2013 when the
temporary repair of damage was completed. The tear and cracks of the forepeak and the
ballast tank no 1 on the starboard side were covered with steel plates (the so called pads) with
additional reinforcements welded under water.
Upon completion of temporary repairs, on 30 June 2013 the vessel was inspected by a
representative of the Japanese class NKK and obtained conditional temporary permission to
travel to the discharge port of Hamburg, and then directly to the place of repair, but only until
30 August 2013.
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4. Analysis and Comments about Factors Causing the Incident with regards to Results
and Expert Opinions
In accordance with recommendations of the SOLAS Convention, the captain of the vessel
is obliged to prepare the voyage plan from the wharf of the port of departure to the wharf of
the port of destination.2
The voyage plan should include, among others, the information about the prevailing
unfavourable hydro meteorological conditions (external interference), such as: the highest sea,
currents, winds, lowering the water level, etc. Internal adverse conditions that should be taken
into account pertain to the difficulty of assessing draught (e.g. caused by the sag of the hull),
lack of information on weather forecasts, etc.
Under the Convention, marking out the route involves the process of laying down the
courses on nautical charts in the appropriate scale, updated to recent amendments announced
in the Notices to Mariners.
All navigational hazards found near the indicated course, such as critical depths, wrecks
and other seabed obstructions should be marked on the charts. The courses should run at a
safe distance from the obstructions to navigation.
The plan should also consider and indicate shallows where the vessel should reduce speed
to achieve a safe level of water under the keel.
Figure 1 presents the value of the under keel clearance and the required depth of water to
keep the static draught.

Poprawki na wahania
poziomu morza

T
HW

Poprawki na błędy oceny
zanurzenia statku

Z

Zapas

wody pod
(

S

D

stępką
)
Poprawki na
głębokości

błędy oceny

Figure 1. Under keel clearance value for the required depth and draught of the vessel’s
wave induced motion
2

Regulation 34 of the SOLAS Convention and IMO guidelines of the Resolution A.893(21) Guidelines for
voyage planning.
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where:
HW – required safe, planned depth of water on the route of the vessel [m]
Z – planned under keel clearance [m]
T – static draught [m]
Σ Z S – sum of corrections of the static clearance
Σ Z D – sum of corrections of the dynamic clearance
Total under keel clearance is defined by the following relationship3:
Zc

ZS

where:

ZD 

2
S

2
D

[m]

S

– sum of average errors of evaluation of static corrections

D

– sum of average errors of evaluation of dynamic corrections

Since the standard errors of static and dynamic corrections were not defined due to the
lack of data (among others, the lack of documentation on stability of the vessel), the
total clearance is:
Zc = Z = Σ Z S + Σ Z D

[m]

For a bulk carrier like Twinkle Island, moving at depths less than 20 m, static and
dynamic corrections of the draught should be, in theory, calculated according to the diagram
presented in the tables below:
1) The sum of corrections of the static clearance:
1. Errors in determining the depth of water
2. Siltation (shoal) since the last survey

0.2 m
-

3. Errors in determining the level (state) of water4

0.2 m

4. Errors in assessing the draught of the vessel

0.1 m

5. Navigational reserve (no data between soundings)

1.0 m

6. Listing correction (no data)

Sum of corrections Σ ZS

1.5 m

3

M. Jurdziński, Ocena zapasu wody pod stępką w żegludze morskiej. (The Evaluation of Under Keel Clearance
in Sea Navigation) Fundacja Rozwoju AM in Gdynia, 2007, 3rd edition.
4
The nearest (to the place of accident) water-level station of the Institute of Meteorology and Water
Management is Władysławowo (φ=54°47’48’’N; λ =18°25’07’’E). Water level in Władysławowo on 1 June
2013 at 20:00 UTC (22 LT) was 498 cm. Zero ordinate of the water-level gauge in Władysławowo is – 5.08 Kr.
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2) The sum of corrections of the dynamic clearance:
1. Squat correction ZD1 for VS = 12.2 kn
(acc. to Barrass formula) with a trim by the head5

1.32 m

2. Sea correction ZD2 6
(good sea conditions were accepted → Hf ≤ 1 m)
Sum of corrections Σ ZD

0.50 m
1.82 m

Total under keel clearance planned for good hydro meteorological conditions7 prevailing in
the vicinity of the accident on that day should equal:
Z = Σ ZS + Σ ZD = 1.5 m + 1.82 m = 3.32 m
At the height of wave lower than 1.0 m the minimum depth on the route of the vessel should
equal:
HW = T + Z = 14.32 m + 3.2 m = 17.64 m
When planning the voyage, the Twinkle Island’s crew identified the under keel clearance
in particular stages of the voyage and the size of squat at different speed and loading
conditions. According to the calculation of squat of the moving vessel, prepared by the second
officer and approved by the master, at a speed of ca 12 knots and the trim by the bow, the
vessel could have squatted at the bow to the depth of 1.37 m (= ZD1s).8
The crew identified only the dynamic correction ZD1. They identified neither static
corrections nor the sea corrections (ZD2). The depth of water that was predicted for the vessel
by the second officer equalled HW = T + ZD1s = 14.32 m + 1.37 m = 15.69 m. Hence the
voyage plan foresaw “a minimum echo sounder depth”9 of 16-18 m in the navigation area
from Rozewie to the entrance into the traffic separation scheme TSS Slupska Bank.

5

ZD1 – squat correction according to Barrass formula:
2
S [m]
100
V

Z

D1

where: - block coefficient for a given draught (for Twinkle Island at the draught of ca 14 m, the coefficient =
0,899); VS – speed of the vessel in knots.
6
RD2 – heave correction (acc. To the British Admiralty): ZD2 = 0,5 Hf [m]; where: Hf = the heigth of wave in
meters.
7
For stormy weather (bad sea conditions →Hf = 4m) Z = 4,87 m. The required depth on the route should be: H W
= 14.32 m + 4.87 m = 19.19 m.
8
Data from the documents of the vessel: Passage Plan and Calculated Squat by the Bow prepared before the exit
of the vessel from the port of Gdańsk and information gathered when hearing the crew.
9
In the itinerary it was defined as a „min. echo Sounder depth”. Normally, in the itinerary the under keel
clearance (UKC) is given, but the echo sounder Furuno FE-700 installed on Twinkle Island could show both the
UKC and the level of water from the seabed to the load waterline i.e. total depth of water under the keel and the
draught of the vessel.
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The course of the vessel laid down by the second officer on the Admiralty chart no 2369,
did not go through the water regions shallower than 20 m (photograph 3). This means that
despite the fact that the crew calculated only the bare minimum under keel clearance, usually
taken into account in practice10 and did not make full theoretical calculations of both types of
corrections (static and dynamic, which allow in this case to determine the minimum depth of
17.64 m, which is almost two meters more than the depth calculated in the voyage plan), the
laid down course was a safe one for a vessel with a draught like Twinkle Island at the time of
exit from the port of Gdansk.
No one could require from the crew and the captain to predict that the navigation chart,
which was on the bridge, could be of little accuracy in terms of bathymetric measurements
made in the Polish zone of responsibility by the hydrographic services and to add an
additional 1 m of under keel clearance as a navigation reserve for errors in surveys or the lack
of data between the surveys (as it results from theoretical assumptions shown in the table on
p. 11).

4.1. Human Factors
The Twinkle Island’s crew had not made any mistakes that could have contributed to the
accident. The Commission found that the captain had chosen the transition from Gdańsk to
the Danish Straits on the southern, not the northern (deeper) side of Bornholm, as he had
known the way from previous trips from Northern Europe to the Baltic Sea. He gained
experience in his earlier passages to other ports of southern and south-eastern part of the
Baltic Sea by TSS Slupska Bank.
The captain of Twinkle Island did not use the assistance of a sea pilot in leading the vessel
from the port of Gdańsk to the Straits, because he had no such obligation - but he intended to
take the pilot when passing the Great Belt, after reaching Gedser. 11

4.2. Organizational Factors
The Commission divided the organizational factors that influenced the accident into two
groups. The first group includes the fact that the shallows encountered by Twinkle Island
were not indicated on navigation charts as a consequence of their not being detected during
10

Typical practical calculation taking into regard only the squatting from the Barrass formula.
The vessel had a draught of over 13 m and according to IMO recommendations (Res. A.620(15)) she should
use the pilot’s assistance when passing through the Danish Straits. The captain had no obligation to use the pilot
when going through the Baltic Sea.
11
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the last sounding of the water region east of the Slupska Bank conducted in 1993 before the
accident, due to organization and methods of measuring sea depths which were used at that
time.
The second group of organizational factors defined by the Commission includes improper
organization of hydrographic surveys after the introduction of the new TSS Slupska Bank in
2010. In the two consecutive years, sounding was focused mainly on the western side of the
TSS, with relatively large depths (40 m and deeper). Shallower water regions on the eastern
side of the TSS system, with numerous shallows, wrecks and obstructions were left
uncontrolled, although it was them that required more attention and it was necessary to double
check the depth with a new method which was in usage at that time and would in a 100%
allow to detect the shallows which obstructed Twinkle Island. Low frequency of conducting
hydrographic works was also a serious organizational drawback. Hydrographic services of
maritime offices have not even once carried out depth measurements12 in that area, whereas
hydrographic vessels of the Polish Navy proceeded to sea in order to carry out sounding on
the CAT I13 routes only once in 2011, four times in 2012, and again only once in 2013 before
the accident.

4.3. Influence of External Factors on the Accident
The Commission has not identified any negative impact of external factors on the
occurrence of the accident. When the accident happened the weather was very good. The sea
was calm, the heave rather small (Hf less than 1 m), and the visibility was good.

5. Description of Examination Findings Including the Identification of Safety Issues
and Conclusions

According to SOLAS Regulation V/34.2.1 the voyage plan should specify the route,
which takes into account the ships’ routeing systems. When planning the voyage, the captain
of Twinkle Island took this guideline into account and ordered to lay down the courses on the
12

Last depth measurements in the area of the Słupska Bank was performed by the Gdynia Maritime Office
service in July 2008.
13
HELCOM routes are divided into three categories: CAT I, CAT II, and CAT III. This division results from a
character of the route. CAT I – covers routes forming major shipping routes on the Baltic Sea, CAT II – covers
entrance routes to ports and local routes, CAT III – covers the remaining marine areas of the Republic of Poland.
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way from Gdańsk to Hamburg via the TSS Supska Bank. However he could not have
predicted that the water region at the entrance to the traffic separation scheme have been
surveyed inadequately.
According to preliminary findings of the Commission the vessel suffered damage of the
hull after making contact with an obstacle or shallows in the position of φ = 54° 56.023'N, λ =
017° 42.530'E which was marked neither on the British Admiralty chart no 2369 nor on the
Polish chart no 252 issued by the Hydrographic Office of the Polish Navy (BHMW).

Photograph 6. Section of the Admiralty
chart no 2369
(scale 1:200000) - June 2013

Photograph 7. Section of the HOPN
chart no 252
(scale 1:250000) - June 2013

The Commission found that the main factor that contributed to the maritime accident was
the lack of marking of the shallows around the isobath of 20 m on navigation charts.
Accordingly, on 11 June 2013 the Commission sent a warning about a possible danger (so
called an early alert) to the Director of the Maritime Office in Gdynia, which is a competent
territorial authority for the waters where the accident took place.
In the alert, the Commission recommended to make immediately the surveys within a
radius of 0.5 nm from the indicated position. If any underwater obstacles or depths not
matching the depths indicated on the map are detected, they should be appropriately marked
out and announced in the Notices to Mariners issued by HOPN, and publicized in a customary
manner in shipping.
The Director of the Maritime Office submitted information about the Twinkle Island’s
accident to the Hydrographic Office of the Polish Navy which is a state marine hydrographic
service (according to the plan of cooperation between the Maritime Office in Gdynia and
HOPN14). On 16 June 2013 the hydrographic vessel of the Polish Navy, ORP Arctowski,

14

Point 7 of the „2013 Cooperation Plan between the Maritime Office in Gdynia and the Hydrographic Office of
the Polish Navy” developed under §4 of the Order of the Ministry of Transport, Construction and Maritime
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made measurements of the sea depth in the place indicated by the Commission in the early
alert. As a result, four shallows were detected, including the largest one, Twinkle Island had
rubbed against, of the depth of 14.2 m in the position of φ = 54°56.022'N, λ = 017°42.501'E.
Information about the detected shallows were announced in the Notices to Mariners no 26 of
28 June 2013, and the appropriate corrections were made on Polish charts issued by HOPN
and English charts published by the UK Hydrographic Office.

Photograph 8. Section of the HOPN chart
no 252 (June 2014) with marked out
shallows encountered by Twinkle Island

Photograph 9. Section of the Admiralty
chart no 2369 (June 2014) with marked out
shallows encountered by Twinkle Island

As one can see on the above photographs, navigation charts have not been corrected in a
uniform way. The Admiralty chart shows wrecks in the shallows, which, in fact, do not exist
on the bottom of the sea in that water region.
Polish hydrographic services had not detected the ill-fated shallows on the Polish
territorial sea15, because the sea bottom sounding method which was applied during the last
sounding in that region, in 1992-1993, was based on measuring the depth on profiles - parallel
lines spaced at a specific distance, every 500 m, in this case. With this method of sounding the
objects and shallow areas found between the lines could not be detected and presented on
charts. Polish navigation charts in the following scale: 1:250000 (no 252), 1:150000 (no 152)
and 1:50000 (no 53) developed on the basis of bathymetric data from that period, did not
Economy of 20 August 1999 related to the cooperation of maritime offices with the Polish Navy and Border
Guard (The Journal of Law 75, item 850).
15
It is mostly about the Hydrographic Office of the Polish Navy. Hydrographic services at the disposal of the
directors of maritime offices deal mainly with hydrographic surveys in internal water regions, fairways and
ports. On territorial sea and in the exclusive economic zone the hydrographic services of the maritime offices
carry on surveys in special cases, resulting from the necessity of obtaining necessary data for the safety of
navigation. Hydrographic surveys in the coastal waters are carried out by hydrographic services of maritime
offices to monitor coastlines under the act of 28 March 2003 on the Coastline Protection Program (the Journal of
Law no 67, item. 621).
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show the shallows encountered by the Twinkle Island. Similarly, the British Admiralty chart
based on the HOPN data in the scale of 1: 200000 (no 2369), which was used by the vessel,
did not present the shallows in question. However in view of the sounding method used at that
time, no reservations should be made about the quality of HOPN service for improperly
prepared charts for navigation.
It was not until the adoption by Poland of the obligations resulting from the Copenhagen
Declaration of 200116 to develop a plan of systematic soundings of major shipping routes to
ensure safe navigation in accordance with the standard S-44 of the International Hydrographic
Organization (IHO)17 which forced a change in the method of hydrographic surveys in the
Polish maritime areas, in the regions most frequented by ships18 (including those to the south
of the Slupska Bank). The imposed IHO standard S-44 assumes that at depths to 100 m
soundings should cover full sea floor and should not be made by means of line spacing. This
applies to all waters covered by the plan of systematic hydrographic surveys proposed by
Poland and recommended by the Helsinki Commission (HELCOM).

16

Declaration on the Safety of Navigation and Emergency Capacity in the Baltic Sea Area (HELCOM
Copenhagen Declaration) – signed on 10 September 2001 in Copenhagen.
17
IHO Standards for Hydrographic Surveys (S-44). Recent standards (sounding norms) were published by IHO
in February 2008. In general, these norms assume four categories of measurement related to types of water
regions for which there have been precisely defined such elements, as for example: precision of bathymetric
measurements, ability to discover underwater objects, line spacing. The following categories are distinguished:
special, 1a, 1b, and 2. Special category refers to water regions where the under keel clearance is vital. 1a
category covers regions with depths below 100 m where the under keel clearance is not so vital as in a special
category but there may be some anxiety about safe navigation of vessels. Therefore the water region including
the TSS Slupska Bank should be regarded as a special category. In both categories the sounding norms provide
for the necessity to do full sea floor search.
18
Depth measurements on these routes are carried out by the hydrographic service of HOPN. HOPN is a
member of the Baltic Sea Hydrographic Commission (BSHC).
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Photograph 10. The map of planned soundings (HELCOM route) on Polish water regions
The method of full sea floor searching as applied to carry out soundings in 2008-2010 for
a new traffic separation scheme (TSS) Slupska Bank being prepared for navigation.

Photograph 11. Areas of surveys carried out by the hydrographic units of the Polish Navy
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At the section of the chart of the South Baltic Sea shown on the photograph no 11 two
sections are marked with dark green (western section and a part of the eastern one) of the
traffic separation scheme Slupska Bank in the belt of soundings conducted in 2010 and 2012,
by hydrographic vessels of the Hydrographic Support Squadron of the Polish Navy.
When preparing to introduce a new TSS scheme, the maritime administration
commissioned hydrographic services to carry out detailed, multibeam surveys. However it
commissioned them only within the TSS scheme, omitting entrance water regions from the
east and from the west. Only a few months after the TSS Slupska Bank was made operational
for vessels (the scheme started to operate on 1 December 2010), the first surveys were made
in the areas immediately adjacent to the TSS - first from the west (in March 2011) and then after a year and a half (in September 2012) from the east (the water region from the entrance
to the system up to the port of Łeba).
From January 2013 until the day of the Twinkle Island’s accident no soundings were carried
out in the area to the east of the traffic separation scheme (TSS) Slupska Bank.

Photograph 12. Areas of surveys carried out by the hydrographic units of the Polish Navy
east of the TSS Slupska Bank
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In addition to the location of the shallows encountered by Twinkle Island, in 2013
hydrographic vessels of the Polish Navy conducted measurements of depth on CAT I shipping
routes only 4 times, and in 2014 only 3 times.
The Commission found that the reason for so uncommon measurements (to which Poland
committed itself in the Copenhagen Declaration) conducted by the hydrographic services of
the Polish Navy, was inadequate use by HOPN of vessels designed for that purpose. These
vessels are under the supervision of the commander of the 3rd Flotilla - not the head of the
Hydrographic Office of the Polish Navy. Therefore HOPN has limited possibilities of using
them for hydrographic works because it is not able to make decisions how they should be
used – despite the fact it legally fulfils the tasks of the state marine hydrographic service.19
The accident of Twinkle Island, under the flag of the Marshall Islands, on Polish territorial
waters could have been avoided if Polish hydrographic vessels were used to carry out surveys
more often than just a few days a year, and were not waiting for repairs (postponed due to the
lack of financing) but systematically, according to international obligations, carried out
surveys, which they have been designed and equipped for.

6. Safety Recommendations
The purpose of traffic separation schemes (TSS) at sea is to organize the traffic of vessels
and improve safety of navigation. Vessels that decide to use TSS, have limited freedom of
choosing a route. As early as back at sea they have to adjust their courses in order to enter the
appropriate traffic line. This causes channeling of the shipping routes back at sea many miles
before the TSS.
The introduction of a new TSS Slupska Bank by the maritime services without prior
ordering to carry out detailed surveys of approach basins from the eastern and western sides
by hydrographic services, has created a threat to the safety of navigation, especially for
vessels with deep draught, exposing them to the risk of damage to the hull.
The State Commission for the Investigation of Marine Accidents considered reasonable
issuing safety recommendations, forming the proposal of actions which may contribute to
prevention of similar accidents like the one of the Twinkle Island, in future to the following
bodies.

19

Art. 3 of the act of 17 November 1994 on the change of the act of marine areas of the Republic of Poland (the
Journal of Law of 1995 no 7, item 31).
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6.1. Maritime Administration
The Commission has recommended to carry out as soon as possible detailed multibeam
hydrographic surveys using full sea floor search of the belt of water used for navigation by
sea-going vessels from TSS Slupska Bank to the east towards the ports of the Gulf of Gdańsk.
The Commission has recommended to intensify the activities associated with the initiative to
appoint a new safe track of TSS Slupska Bank, to carry out appropriate surveys and to prepare
relevant documents to be submitted to IMO.
The Commission has recommended to consider the possibility of determining and
marking out on nautical charts a “recommended track with maximum recommended draught”
- for vessels with deep draught going from the area of the Gulf of Gdańsk along the Polish
coast in a westerly direction to the Danish Straits - from exit from the traffic separation
schemes in the Gulf (e.g. from the latitude of φ = 54°45.0'N, after leaving the VTS Zatoka
controlled area) to the TSS Slupska Bank and from the TSS Slupska Bank to the TSS
Adlergrund, along the entire route or some (selected) sections of the route which had been
checked in terms of bathymetric conditions.
The Commission has recommended to local units of the maritime administration, through
the Port Captains of Gdańsk and Gdynia and shipping agents, to advise captains of vessels
with deep draught, departing from these ports and heading for the Danish Straits, to use the
assistance of sea pilots.
Moreover, the Commission has drawn the attention of the minister responsible for the
maritime economy to determine with the Minister of National Defense the priorities in
conducting surveys of the main shipping routes to Polish ports (including ports of the Gulf of
Gdańsk and the external port in Świnoujście prepared for handling LNG, among others) and
to increase the use of hydrographic units of the Polish Navy to carry out bathymetric surveys
of Polish marine areas for the safety of navigation.

6.2. Hydrographic Office of the Polish Navy (BHMW)
The Commission has recommended to apply to the United Kingdom Hydrographic Office
to correct the Admiralty chart no 2369 and to remove the marking of wrecks in the vicinity of
shallows of the depth of 14.2 m detected in June 2013 in the entrance area to the TSS Slupska
Bank from the eastern side at a level of Stilo lighthouse.
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The Commission has appreciated the initiative taken by the hydrographic service, after the
accident of Twinkle Island, of active measures associated with surveying the depth on the
shipping route from the ports of the Gulf of Gdańsk to the Danish Straits running to the south
of the Slupska Bank, and in particular the fact of accomplishing the survey works to the west
of the TSS Slupska Bank towards the traffic separation scheme TSS Adlergrund (east of
Rügen). At the same time, the Commission has recommended to prepare, in cooperation with
the maritime administration, a detailed plan of survey works, including a schedule specifying
dates (months and years) and water basins where such works shall be conducted for the
remaining water regions of the Republic of Poland. The activities carried out in accordance
with such schedule would ensure the fulfilment of international obligations for Poland arising
from the Copenhagen Declaration and would improve the safety of navigation in these areas.
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The executive body of the Helsinki Convention on the Protection of the Marine Environment of the Baltic Sea
Area (1992).
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