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Editorial (ED) Nas / JEMS, 2016; 4(4): 269-270

DOI ID: 10.5505/jems.2016.44127

Editorial (ED)

This was a difficult year for Asia and Europe regions. Many martyrs were given for the
sake of democracy. We, as Board of the Chamber and as journal administration, hereby
condemn all organizations those execute murders by manipulating people who are unable
to establish cause-and-effect relationships for themselves. We stubbornly support all
scholars and researchers who strive to prepare articles in this environment. We are with
you once more for the last issue of our journal in 2016. Studies on maritime safety and
marine traffic issues have come into prominence in this issue. In addition, we shared our
research as a technical note with our readers, regarding the performance of our journal.

We have also noted some of the outstanding subjects in our region about the maritime
issues. The first FSRU LNG type vessel has berthed at ETKI LNG Terminal in the western
coast of Turkey in 12.12.2016. The GMC 2016 international conference organized by our
chamber and Istanbul University on 24-25 October 2016 in Turkey has been successfully
completed.

I would like to express my gratitude to authors who sent their valuable studies for
this issue, to our reviewers, to our editorial board, to our section editors, to our foreign
language editors who provide quality publications by following our publication policies
diligently and also to layout editors who spent great efforts in the preparation of this issue.

I wish for a peaceful year for 2017.
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Editérden (ED)

Bu yil Asya ve Avrupa cografyasi agisindan zor bir yildi. Demokrasi adina ¢ok sehitler
verildi. Odamiz ve dergi yonetimi olarak, kendi amaclar1 ugruna sebep sonug iliskisi
kuramayan insanlar1 motive ederek, cinayetler islettiren tiim orgiitleri lanetliyoruz. Bu
ortamda arastirma yapmaya ¢alisan, makale hazirlayan tiim akademisyen ve arastirmacilara
destegimiz inatla devam etmektedir. Dergimizin 2016 yili son sayisinda yine sizlerle
birlikteyiz. Bu sayimizda deniz emniyeti ve deniz trafigi konularinda yapilan ¢alismalar 6n
plana ¢ikmistir. Ayrica bu sayida dergimizin performansi konusunda yaptigimiz arastirmayi
teknik not olarak okurlarimiz ile paylastik.

Dergimizin hazirlandig1 cografyada denizcilik konusunda 6ne ¢ikan konular1 da not
aldik. Tiirkiye’'nin bati sahillerinde yeni kurulan Etki LNG Terminali'ne 12.12.2016 tarihi
itibariyle ilk FSRU gemisi yanasti. Odamiz ve Istanbul Universitesi tarafindan 24-25
Ekim 2016’da Tirkiye’de organize edilen GMC 2016 uluslararasi konferansi basariyla
tamamland.

Bu say1 icin degerli ¢alismalarin1 génderen yazarlarimiza, yayin politikalarimizi
titizlikle takip ederek kaliteli yayinlar ¢cikmasini saglayan basta hakemlerimiz olmak tizere,
bolim editérlerimize, yabanci dil editorlerimize ve yayin kurulumuza, sayimizin yayina
hazirlanmasinda biiylik emekleri olan mizanpaj editorlerimize, tesekkiirlerimi sunuyorum.

2017 yili igin huzurly, ve baris dolu bir yil diliyorum.
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Maritime Domain

!Kenneth U. NNADI, 'Theophilus C. NWOKED]I, Ignatius A. NWOKORO, *Obed C. NDIKOM,
!Godfrey C. EMEGHARA, 'Chinedum ONYEMECHI

Department of Maritime Management, Federal University of Technology, Nigeria; kennethnnadi@
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Abstract

The Gulf of Guinea in the past 14 years witnessed serious challenges of maritime piracy and armed
robbery attacks. The paper analyzed maritime piracy and armed robbery in the Gulf of Guinea region
from 2002 to 2015. Time series data of 14 years on the reported piracy and armed robbery attacks in
the 15 Gulf of Guinea countries and nine coastal zones of Nigeria were obtained from International
Maritime Bureau annual reports. Trend analysis model and analysis of variance (ANOVA) were used
to analyze the data. It was found that there was significant variation in piracy and armed robbery
attacks among the Gulf of Guinea countries, the greatest of attacks occurred in Nigeria. There was also
a significant variation in piracy attacks among the coastal zones of Nigeria with attacks in Lagos ports
and anchorages being highest within the period. There exists decreasing trend of attacks within the

period.
Keywords: Analysis, Maritime, Piracy, Gulf, Guinea.
Gine Korfezi Deniz Sahasr’'ndaki Deniz Haydutlugu ve Silahli Soygunlarin Analizi

Oz

Gine Kérfezi, gectigimiz 14 yilda ciddi sorunlar olan deniz haydutlugu ve silahli soygun saldirilarina sahit
olmustur. Bu calismada Gine Korfezi'nde 2002 ile 2015 yillari arasinda yasanmis deniz haydutlugu ve silahli
soygunlar analiz edilmistir. Gine Korfezi'ndeki 15 iilke ve Nijerya’daki 9 kiy1 bélgesinde deniz haydutlugu
ile silahli soygun saldirilarina ait 14 yillik veriler Uluslararasi Denizcilik Biirosu’nun yillik raporlarindan
elde edilmistir. Verilerin analizinde egilim analiz modeli ile degisken analizi (ANOVA) kullamlmistir. Gine
Kérfezililkeleri arasinda haydutluk ve silahli soygun saldirilart arasinda 6nemli oranda degiskenlik oldugu
bulunmusg, saldirilarin biiyiik cogunlugunun Nijerya'da oldugu gériilmiistiir. Bu stirecte, Nijerya’nin kiyisal
bélgeleri arasinda haydutluk saldirilarinin 6nemli oranda degiskenlik gosterdigi ve Lagos limani ve demir
yerinde saldirilarin en ytiksek seviyede oldugu gériilmektedir. Bu stire zarfinda saldirilar azalma egilimi

gostermektedir.

Anahtar Kelimeler: Analiz, Denizcilik, Deniz Haydutlugu, Kérfez, Gine.
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1. Introduction

It is recognized that maritime piracy
and armed robbery against ships constitute
major threats to maritime security in the
Gulf of Guinea, particularly in the coastal
states of Nigeria [1]. The International
Maritime Bureau (IMB) notes Madsen [2],
defines piracy and armed robbery against
ship as “an act of boarding or attempting
to board any ship with the apparent intent
to commit theft or any other crime and
with the apparent intent or capability to
use force in the furtherance of that act”.
The above definition involves actual or
attempted attacks whether the ship is in
port, at anchorage, or in the high sea. It was
noted that the act of robbery at sea is the
same in the process of the crime whether
committed outside or inside the 12 nautical
miles zone of a nations territorial waters,
the exclusive economic zone and the
internal waters, there exists important legal
distinctions [2]. Robbery at sea committed
inside these waters is considered armed
robbery against ship while only attacks
committed outside of the territorial waters
and outside the jurisdiction of a coastal
state, i.e.in the high sea is considered piracy.

It further defines piracy as any act of
inciting or of intentionally facilitating an
act aimed at forcefully boarding a ship
with apparent intent to commit illegal
acts of violence or detention, or any act
of depression, committed for purposes of
private ends by the crew or passengers of
a pirate boat or aircraft in the high seas.
The above definitions hold distinction
between piracy and armed robbery at sea,
particularly when considering the legal
structure governing the crime itself and the
institutions implicated in response to such
crime in varied geographical locations. In
this study, we use the word piracy to mean
both types of acts (armed robbery and
piracy). This is because, the IMB reports
on which the study is based does not
distinguish between the duo [2, 3, 4].

In a study on Sea Piracy and Security
Challenges of Maritime Business Operators
in Bayelsa State Nigeria, the study notes
that, the African seaways namely; the coast
of the Horn of Africa (HOA) and the Gulf
of Aden (GOA); in the East coast of Africa,
and the Gulf of Guinea (GOG); in the West
coast of Africa, from the year 2007 to date
have become mine fields for sea pirates,
witnessing intense attacks against ships
[5]- This threatens maritime security in
the zones affecting negatively global trade
flows and economic growth in Africa. It
is the opinion of Onuoha [4] that since
2007, African waters overtook waters off
Southeast Asia of Indonesia, Malaysia, and
Singapore; of global maritime piracy with
much of the global attention in African
waters being on Somali maritime piracy.
The Somali pirate attacks, observes [6]
accounts for more than half of the pirate
attacks recorded annually in Africa. This is
seconded by Gulf of Guinea (GOG) attacks.
The Gulf of Guinea attacks are concentrated
more on Nigeria and is rated globally the
second most dangerous after Somali [4,
7]. They expressed concern that the GOG
attacks might get more dangerous and
may have far more negative effects on
global economy and seaborne trade than
the Somali attacks. This is because; the
Gulf of Guinea (GOG) holds great economic
potentials and importance in global
energy supply from fossil fuel fields, they
added. Onuoha [4], on his own part, views
that it would account for 25 percent of
global offshore oil production by 2020 as
compared to 22 percent from the Persian
Gulf.

The Gulf of Guinea (GOG) region is the
part of the Southern part of the Atlantic
Ocean, South West of Africa, formally,
referred to as the Gulf of Biafra [4]. The
region encompasses above a dozen
countries from West and Central African,
namely; Angola, Benin, Cameroun, Central
African Republic, Cote Dvoire, Democratic
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Republic of Congo, Sao Tome and Principe,
Equatorial Guinea, Gabon, Gambia, Ghana,
Guinea, Guinea-Bissau, Liberia, Nigeria,
Republic of Congo, Senegal, and Togo [8].
Anene [8] observes that it is located more
strictly by the intersection of latitudes 00
(equator) and longitude 00 (Greenwich
Meridian). See Figure 1 below:

NIGER DELTA

GULF OF GUINEA |

ATLANTIC OCEAN

imports of manufactured goods, food items
and heavy equipment. This huge economic
potential of the region drives the fear that
piracy in the area if not curtailed, may
derail the growth of economy of the GOG
countries, their global trade partners, and
other parties with strategic interests in the
potentials of the region [9, 4].

Recent researches on the issues of
piracy in the region notes that the majority

Figure 1: Expended MAP of the Gulf of Guinea Region

The GOG is strategic in global energy
supply from crude oil and natural gas
resources. In 2010, more discoveries of
large deposits of fossil fuel in the GOG
were in Ghana's “Jubilee” field, situated
some 60 km offshore and at Siera-leone’s
“Venus oil field” with both stocking above
200 million barrels each. New discoveries
were as well made, off the Coast of Liberia,
thus the region holds potential to make
significant output of energy from fossil
fuel to the global economy in the 21st
century [4]. With 50.4 billion barrels of
proven reserves, 5.4 million barrels of oil
production per day, the GOG is a key hub
of commercial exports of hydrocarbon and

of Gulf of Guinea piracy and insecurity
challenges occurs in the Nigerian Maritime
domain [10]. Nigeria thus, dominates
maritime security issues in the GOG. [5],
supported by [7], identified about nine
coastal zones in the six coastal states of
Lagos, Rivers, Bayelsa, Ondo, Akwa-Ibom,
and Cross River in Nigeria where piracy
attacks are frequent.

Industry observers opine that recent
pirate attacks in the Nigerian maritime
domain take place mostly within Lagos
ports (berths) and Lagos anchorage, Bony
River, Forcados River, Rivers State Coastal
area, Bayelsa Coastal area, Akwa Ibom
Coastal area, Crosss River coastal area,
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Delta State (Warri) Coastal area, and Ondo
Coastal area with majority of the attacks
concentrated in the coastal zones in the
Niger Delta [3, 1]. The figure below gives
the nature of the spread of sea piracy and
armed robbery in the waters of Nigeria.

2. Review of Related Literature
2.1. Conceptual Framework

The United Nations (UN) in Article 101
of the 1982 UN Convention on the Law of
the Sea (UNCLOS) defines piracy as:

(a) Any illegal acts of violence or

T Tseyin® ] ——e 8,
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Figure 2: Nigerian Coastal Zones and Piracy Incidents

The united nation convention on trade
anddevelopment[10]and the International
Maritime Bureau [11] note that, 65 percent
of pirate attacks in the Nigeria maritime
domain of the Gulf of Guinea use guns and
arms mainly to kidnap for ransom purpose
and steal cargoes, cash and valuables.
Piracy in Nigerian maritime domain over
the years was fuelled by illegal oil trading
and oil theft activities which was a much
more organised crime with links to foreign
citizens and organizations than piracy
itself. With the implementation of the
IMO International Ship and Port Facility
Security Code (ISPS code) in Nigeria, a
decline in attacks particularly in the ports
is expected particularly in Lagos ports and
its attendant anchorages.

detention or any act of depredation
committed for private ends by the crew or
the passengers of a private ship or a private
aircraft, and directed:
(1) On the high seas, against another
ship aircraft, or against persons
or property on board such ship or
aircraft.
(2) Against a ship, aircraft, person
or property in a place outside the
jurisdiction of any state.

(b) Any act of voluntary participation in
the operation of a ship or of an aircraft with
knowledge of facts making it a pirate ship
or aircraft.

(c) Any act of inciting or of intentionally
facilitating an  act described in
subparagraphs (a) and (b) above.

TheInternational Maritime Organization
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(IMO) at its 74th Meeting of the Maritime
Safety Committee (MSC), in the draft code of
practice for investigation of crimes of piracy
and armed robbery against ships (MSC/
Circ 984), further defined armed robbery
against ships as any unlawful act of violence
or detention or any act of depredation, or
threat thereof, other than an act of piracy
directed against a ship or against persons
or property on board such ship, within a
state’s jurisdiction over such offences. The
foregoing indicate that, both piracy and
armed robbery against ships constitute the
same offences, the major difference being
the geographic locations in which the acts
are committed; at the high sea or within the
jurisdiction of a state [8, 11].

The ICC International Maritime
Bureau foresaw limitations in information
gathering on maritime piracy, and for
statistical purposes, gave a joint definition
of piracy and armed robbery against ships.
The IMB defined the concept of piracy and
armed robbery against ship as an act of
boarding or attempting to board any ship
with the apparent intent to commit theft
or any other crime and with the apparent
or capability to use force in furtherance of
the act [8]. Since the data collected for this
research is based on IMB reports, this shall
be the working definition of piracy in this
discuss.

2.2. Theoretical Framework
2.2.1. The Routine Activity Theory

Essien and Adongio [5] note that
the basic perspective for analyzing the
substantive issues of piracy is anchored
on the routine activity theory (RAT). The
routine activity theory (RAT) is an offshoot
of the socio-structural theory advanced by
Colhen and Felson. Igbo [12], as reviewed
in Essien and Adongio [5] note that the
routine activity theory explains crime as
a product of the combined result of three
associated elements namely:

1) Potential offenders or persons who

are motivated to commit crimes,

2) Suitable targets; that is the presence
of things that are of economic value and
which can be easily transported,

3) Absence of capable guards or persons
who can prevent a crime from taking place.
[5] Note that the proposition put forward
by RAT explains the factors that prompted
the occurrence of pirate attack in Nigerian
maritime domain and the attendant threat
to maritime security in the Gulf of Guinea.
Principally, the preponderance of suitable
targets (fishing travellers, oil tankers,
commercial non oil carriers, oil installations
of multi-national oil companies, foreign
expatriates for kidnap, etc.) according
to routine activity theory is a motivator,
that has sustained the occurrence of
pirate attacks. Another problem is too
weak maritime security apparatus and
the near unavailability and inadequacy of
competent security personnel/network
to safeguard the maritime domain. There
also exists a large army of unemployed
and underemployed youth seeking for
satisfactory means of economic fulfillment.
These factors have over the years fully
activated and sustained pirate attacks in
Nigeria maritime domain and the gulf of
Guinea [5].

The routine activity theory (RAT)

concerns itself with explicating the
individual motivational factor in crime
causation  which other traditional

sociological theories of crime do not. Its
main preoccupation is to emphasize on how
ordinary or normal lawful conventional,
routine activities of individuals increase the
probability of criminal activity [12].

2.2.2. The Weakness of the Failed States
Theory

Monteclos [1] notes that undoubtedly,
linking politics to crime is important to
understand the causes and purposes
of maritime violence. The Failed State
Theory (FST) advanced by Weber defines
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a failed state as a political body that has
disintegrated to a point where basic
conditions and responsibilities of a
sovereign government no longer function
properly. Likewise, when a state weakens,
and its standard of living declines, it
introduces the possibility of government
collapse which means that, the state has
been rendered ineffective and is no longer
able to enforce its laws uniformly or provide
basic goods and services to its citizens
because of high crime rates, extreme
political corruption, an impenetrable
and ineffective bureaucracy, judicial
ineffectiveness and military interference in
politics, among others. Thus, a failed state is
characterised as having the following;

1) Loss of control of its territory or of
the monopoly of legitimate use of physical
force therein,

2) Erosion of legitimate authority to
make collective decisions,

3) Inability to provide public services
and,

4) Inability to interact with other states
as a full member of the international
community.

Monteclos [1] insists that weakened
or failed states facilitate piracy which
reduces the authority of the state. The
relationship he adds, between piracy and
state control is quite complex. In African
setting, particularly in Nigeria, the failed
state theory is obvious in explaining the
preponderance of pirate attacks in the
maritime domain. The weakness of the
Nigerian state and the backlash is observed
to be a structural colonial legacy and the
State got weaker during the Biafran War
period (1967-1970); and in the recent past
when the Movement for the Emancipation
of the Niger Delta (MEND), made demands
for resource control of the Niger Delta
resources, resulting in militant groups
to springing up in the area to demand for
rather their inheritable portion of the
“national cake” without contesting the

authority of the State. Moreover, the role of
the Nigerian Government towards piracy
in Nigerian waters is quite ambiguous as
opines [13], that some government officials
collude with the pirates and militant
groups to really undermine the authority
of the State with impunity. Security forces
(police, Navy, Army) do not only attack the
militants; they also participate in illegal oil
trading, piracy and kidnappings which is
the core under-current factor ravaging the
Nigerian economy as obvious corruption in
our faces today. The corrupt governors of
the oil-producing states as well use these
gangsters to get rid of opponents, fund their
illicit activities, yet, also fund the dominant
political parties [1]. Monteclos [1] alleged
that “the Nigerian State itself is involved in
maritime piracy as analysis of government
agencies says a lot in this regard, the army,
to start with, often concludes shady deals
with the militants to share the booty and
negotiate a status quo”. The Nigerian Navy
too is corrupt and involved in illegal drug
and oil trading activities. The weakness of
state theory explains why today insiders
in the Navy, Army, Customs, and Port
Authorities still inform pirates and militants
in the locations where boats are and the
real values of their cargo, which over the
years has been the bane of winning the war
against maritime piracy in Nigeria and GOG
at the end.

2.3. Empirical Review
2.3.1. Causal Factors of Maritime Piracy
and Armed Robbery in Nigeria
2.3.1.1. Negligence by the Nigerian
Authorities

Onuoha [14] in their study of the
piracy trend in the GOG are of the opinion
that the State was established to serve
as an instrument for the domination and
exploitation of resources by the colonial
powers in Europe. As a result, the post-
colonial African state has not been able to
refit that warped design which has led to
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the state’s incapacity or unwillingness to
accomplish even the most basic sovereign
duties including establishing security, order
and social cohesion.

It was believed that the Nigerian state
was designed from purely utilitarian point
to suit the economic and political interest
of the colonial masters. Thus the country
seems from independence any real ability to
exercise sovereign rights over her maritime
domain. As a result, the State is lacking
the ability to maximize resources, provide
clear vision for maritime governance and is
almost holistically constrained in capacity
to provide maritime security [14]. As a
result, negligence by the Nigerian state
account for above 50 percent for piracy in
the GOG maritime domain [14].

2.3.1.2. Lack of Legal Framework for
Maritime Security Management

Monteclos [1] is of the view that, the
weak, inadequate and corruptlegal system in
Nigeria is a component contributor to piracy
and armed robbery incidence in Nigerian
maritime domain. According to the Nigerian
Maritime Administration and Safety Agency
(NIMASA) reports as reviewed in Monteclos
[1], very few or no pirates are prosecuted
every year. Onuoha [14], observes that,
ineffective implementation available laws
on piracy and maritime security crimes
have been a problem over the years. This
has correlation to multiple other factors
among which include capacity shortage
and corruption in government, which gives
criminals little or no official disruption to
their activities [14].

Another challenge in maritime security
legal framework in Nigeria and GOG States is
the inability to properly implement treaties
relating to international maritime security.

2.3.1.3. The Militancy Problem in the
Niger Delta

Onuoha [4] supported by Akpobolekemi
[15], in a study on security challenges in

the Nigerian maritime domain, [5] in a
study on sea piracy and security challenges
facing business operators in Bayelsa state,
all affirmed that, a major causal factor of
pirate attacks in Nigerian waters in the
GOG is the perceived economic neglect and
marginalisation of the Niger Delta States
in Nigeria which led to rise of militant
groups coordinated by MEND, championing
the call for resource control. The militant
groups operate by hostage-taking of oil
workers, illegal destruction of oil storages
and production facilities, attacks on oil
vessels, illicit oil trade, kidnapping and
ransom receipts among others. The
Federal Government amnesty programme
of 2009 caused over 15,000 militants to
surrender about 2760 assorted guns, 287,
445 ammunitions of different calibres, 8
gunboats, 763 dynamites, 1090 dynamite
caps, 3,155 magazines and several other
military armorial equipment, such as
dynamite cables, bullet-proof jackets and
jack-knives, yet the programme could
bring to stop, piracy and armed robbery
incidences in the area [4, 5].

2.4. Cost of Piracy in Nigeria Maritime
Domain

Stefan [16] opines that the cost of piracy
in the Nigerian maritime domain comes in
various forms; ranging from cost of military
operations, cost of security equipment
and guards, cost of labour and hazard pay
accruing to seafarers in high risk areas
(HRA), cost of piracy related insurance, cost
of prosecution and imprisonment, cost/
value of stolen cargo, to cost of counter
piracy organization and maritime security
capacity building efforts. The total yearly
cost of piracy in the Nigerian maritime
domain and GOG is estimated to be about
1billion dollars [16].

3. Objectives
The aim of the study is to analyse the
incidence of sea piracy and maritime
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security challenges in the Gulf of Guinea

focusing on the Nigerian maritime domain.

The specific objectives include:

e To establish the level of significance in
variation in the piracy and armed robbery
attacks in the maritime domain of the GOG
countries.

¢ To examine the nature of variation in piracy
and armed robbery attacks in the entire
GOG in the review period.

¢ To estimate the trend of piracy and armed
robbery attacks on ships in the Gulf of
Guinea from 2002 to 2014.

e To determine the level variation in ship
attack incidents among the coastal zones
of Nigeria.

e To ascertain the significance of variation in
yearly reported piracy and armed robbery
attacks in the entire Nigerian maritime
domain.

3.1. Hypotheses

H,,: There is no significant variation in
the piracy and armed robbery attacks in the
maritime domain of the GOG countries.

H,,: There is no significant variation in
yearly piracy and armed robbery attacks in
the GOG in the review period.

H,: There exists an increasing trend in
ship attack incidents in the GOG in the review
period.

H,,: There is no significant variation in
ship attack incidents among the coastal zones
of Nigeria.

H,: There is no significant variation in
yearly reported pirate attacks in the entire
Nigeria maritime domain.

4. Methodology

The research adopted an analytical
approach in which the researcher obtained
a time series data of 15 years running from
2002 to 2015 from ICC International Maritime
Bureau on piracy and armed robbery attacks
in 15 GOG countries including Nigeria. The
symbols X X, ..X, where n = 15, were used
to represent each of the countries involved as

shown on Table 1 below.

Besides piracy and armed robbery attacks
in the coastal zones of the Nigeria maritime
domain, collected from IMB sources, were
analyzed. The data also covered a 14-year
period from 2002 to 2015. The coastal areas
where the attacks occurred in Nigeria are
denoted by c,C,C,---C, where n = 9 were
used to represent each piracy prone coastal
zone in Nigeria.

Trend analysis was also carried out using
the ordinary least square (OLS) method
regression in which the time of attacks ‘X’ in
years was used as the independent variable
and the number of attacks ‘Y’ in the GOG
each year within the period of study used
as the dependent variable. Trend analysis
determines the nature of the attacks over time,
since the attacks are dependent on time to
occur. It determines whether attacks increase
or decrease overtime. Using the ordinary least
square method of regression, the model can
berepresentedas:Y=a, -bx+e

Where Y = piracy attacks, a, = intercept,
b1 = coefficient, e = error term. The analysis
of variance (ANOVA) statistical model was
used to measure the level of variation and
the significance of variations in reported
piracy and armed robbery attacks among
the GOG countries and among the coastal
zones of Nigeria. The ANOVA model uses the
F-statistics to test the significance of the null
hypotheses.

The sets of data collected were analyzed
using analysis of variance (ANOVA). The
hypotheses were tested using F- test.

4.1. Limitation of the Study

The data collected for the study is based on
the international maritime bureau publication
on reported sea piracy and armed robbery
cases within the review period. As a result, the
accuracy of the findings depends, to a large
extent, on the accuracy of the data used for the
research since not all sea piracy and armed
robbery cases in the study area may have been
reported within the review period.
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4.2. Data Presentation

Table 1: Frequency of Piracy and Armed Robbery Attacks on Ships in the Gulf of Guinea Region From
the Year 2002 to 2015

z::;/SGOG 2002 | 2003 | 2004 | 2005 | 2006 | 2007 | 2008 | 2009 | 2010 | 2011 | 2012 | 2013 | 2014 | 2015
ANGOLA=x, | - 3 - - 4 1 2 - - 1 - - 1 -
Benin

Republic - 1 - - - - - 9 - 20 2

=x,

Cameroun= | 2 4 2 1 2 3 5 1 1 -
XS

Congo DR - - 4 3 4 1 2 3 2 1 2
=x,

Equqtorial R R R 1 R R R
Guinea = x;

Ghana = X 5 3 5 3 3 1 7 3 - 2 2 - 4 2
Guinea =x, 2 4 5 1 4 2 - 5 6 5 2 1 - 3
Guinea

Bissau = x; 2 B B B 1 B B B
'_")‘:ry Coast 5 2 4 3 1 3 2 4 1 3 4 2 1
)

Liberia =x,, - 1 2 - - 1 1 - 1 - - - 1 1
Nigeria =x,, 14 39 28 16 12 42 40 29 19 10 21 29 13 12
Senegal 3 8 5 R R R R R
= X12

Sterra 1 3 2 2 - - 1 1 1 1 -
Leone =x,,

The Congo R R R 1 1 3 4 2 6 2
= X14

Togo = x 1 1 - - 1 - 1 2 - 6 11 7 2 -

Source: Adapted from IMB Piracy and Armed Robbery Against Ships Annual Reports 2003, 2004, 2008,
2012, 2015 editions

Table 2: Trend of Piracy and Armed Robbery Attacks in the Gulf of Guinea

Year Time in years = X Number of attacks = Y
2002 1 38
2003 2 64
2004 3 56
2005 4 25
2006 5 32
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Table 2: Trend of Piracy and Armed Robbery Attacks in the Gulf of Guinea (Cont’)

Year Time in years = X Number of attacks = Y
2007 6 52
2008 7 62
2009 8 55
2010 9 38
2011 10 52
2012 11 49
2013 12 44
2014 13 32
2015 14 23
Total 15 years 622

Source: International Maritime Bureau Annual Piracy and Armed Robbery Reports

Table 3: Frequency of Piracy and Armed Robbery Attacks on Ships in Coastal Regions of Nigeria from
2002 to 2015

Year/
Coastal
Region

2002

2003

2004

2005

2006

2007

2008

2009

2010

2011

2012

2013

2014

2015

Lagos Port/
anchorage
=C,

12

21

19

11

18

25

23

11

13

11

10

Ondo State
coastal=C,

Delta
coastal = C,

Bayelsa
State coastal
=C,

10

11

17

Rivers State
coastal = C,

12

18

19

16

28

13

Bonny River
=C,

10

14

18

15

17

23

23

Akwa-Ibom
State coastal
=C,

11

Cross River/
Calabar
River = C,

Forcados
River = C,

Sources: IMB Annual Piracy Reports 2002-2015 Editions. S&I Solutions Data, Available Online at; www.
calabash.com.index
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4.3. Data Analysis and Result

Table 4: Result Output

Summary Count Sum Average Variance
X, 14 12 0.857143 1.67033
X, 14 32 2.285714 31.75824
X, 14 26 1.857143 3.208791
X, 14 22 1.571429 2.263736
X, 14 1 0.071429 0.071429
X, 14 40 2.857143 3.824176
X, 14 40 2.857143 3.978022
X, 14 3 0.214286 0.335165
X, 14 35 25 2.115385
X 14 8 0.571429 0.417582
X, 14 324 23.14286 127.978
X, 14 16 1.142857 6.131868
X, 14 12 0.857143 0.901099
X, 14 19 1.357143 3.478022
X5 14 32 2.285714 11.14286
2002 15 38 2.533333 13.8381
2003 15 64 4.266667 96.92381
2004 15 56 3.733333 49.6381
2005 15 25 1.666667 16.95238
2006 15 32 2.133333 9.980952
2007 15 52 3.466667 114.5524
2008 15 62 4133333 102.1238
2009 15 55 3.666667 55.2381
2010 15 38 2.533333 24.8381
2011 15 52 3.466667 28.98095
2012 15 49 3.266667 31.78095
2013 15 44 2.933333 55.92381
2014 15 32 2.133333 11.8381
2015 15 23 1.533333 9.409524
Anova
‘s,::il:g:: SS Df MS F P-value F crit
Rows 6271.124 14 4479374 33.45089 6.65E-43 1.74646
Columns 153.4286 13 11.8022 0.88136 0.573732 1.774262
Error 2437.143 182 13.39089
Total 8861.695 209
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Table 5: Anova: Two-factor without Replication

Summary Count Sum Average Variance
C, 13 204 15.69231 59.0641
C, 13 3 0.230769 0.192308
C, 13 31 2.384615 6.75641
C, 13 12 0.923077 0.910256
C, 13 86 6.615385 20.25641
C, 13 138 10.61538 63.42308
C, 13 128 9.846154 79.80769
Cy 13 54 4.153846 10.14103
C, 13 17 1.307692 1.397436
2003 9 44 4.888889 19.36111
2004 9 60 6.666667 51
2005 9 44 4.888889 43.86111
2006 9 62 6.888889 50.36111
2007 9 69 7.666667 60
2008 9 63 7 78.75
2009 9 94 10.44444 88.77778
2010 9 105 11.66667 107.5
2011 9 55 6.111111 60.61111
2012 9 13 1.444444 2.027778
2013 9 30 3.333333 11.5
2014 9 31 3.444444 17.52778
2015 9 3 0.333333 0.5
Anova
‘s,::lr:;;; ss df MS F P-value F crit
Rows 2956.427 8 369.5534 19.95569 2.01E-17 2.036319
Columns 1125.59 12 93.79915 5.065105 1.77E-06 1.854409
Error 1777.795 96 18.5187
Total 5859.812 116
Table 6: Summary Output of Trend Analysis of Table 1 by Linear Regression
Regression Statistics
Multiple R 0.301277739
R Square 0.090768276
Adjusted R Square 0.014998965
Standard Error 13.2052132
Observations 14
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Table 6: Summary Output of Trend Analysis of Table 1 by Linear Regression (Cont’)

Anova
Df SS MS F Significance F
Regression 1 208.8967033 208.8967 1.197956 0.295213544
Residual 12 2092.531868 174.3777
Total 13 2301.428571
Coefficients :t;r;?ard t Stat P-value Lower 95% Upper 95% Lower 95.0% | Upper 95.0%
Intercept | 51.61538462 | 7.454589275| 6.923974| 1.6E-05 | 35.37322986 | 67.85753937| 35.37322986| 67.85753937
X =Time| -0.958241758 | 0.87549711 | -1.09451 | 0.295214 | -2.865786094 [ 0.949302578| -2.86578609 | 0.949302578
4.4. Results and Findings from preceding year’s values. The 2002

The result on table 4 showed that the
highest attacks in the GOG occurred in
Nigeria waters, followed by Ghana and
Guinea. A total of 324 attacks occurred in
Nigeria in the last 14 years, with Ghana and
Guinea having reported cases of 40 attacks
each over the same period. This translates
to averages of 21.6 attacks in Nigeria, 2.67
attacks in Ghana and Guinea per annum.
Ivory Coast, Togo, Benin republic, and
Angola had reported attacks of 35, 32,
and 30 respectively in the last 14 years
Equatorial had only one reported attack
over the past 14 years giving her an average
of 0.06 attacks per annum over the period.
The sum of all GOG piracy and armed
robbery attacks against ships over the last
14 years is 608, and about 53% of these
attacks occurred in the waters of Nigeria.
This is in agreement with the results of the
study by Ukeje and Nmvomo [3] who found
that the GOG attacks ranks second in Africa
after the Somali pirates and is concentrated
more in Nigerian waters. The findings of
Onuoha [4] that Nigeria accounts for 55%
of GOG attacks also supports the present
research findings.

The rate of reported annual attacks in
the GOG in the period under review showed
neither consistent increment nor decline

base year had 38 reported attacks against
ships in the GOG which rose to 64 in 2003
before decreasing to 56 in 2004 after which
a minimum of 25 pirate attacks over the 14
years covered were reported in 2005 (See
Table 1).

Test of hypothesis H, by f-test showed
an f-ratio of 33.45 and f-critical of 1.746.
Since 33.45>1.746, (f-ratio is greater
than f-critical), we reject hypothesis H,
and accept the alternate that there is a
significant variation in the reported piracy
and armed robbery attacks in the maritime
domain of the GOG countries in the past 14
years.

Test of hypothesis H, showed an
F-ratio of 0.88, and F-critical of 1.77. Since
0.88<1.77 (F-ratio is less F-critical), we
accept the null hypothesis H, that there is
no significant variation in the yearly piracy
and armed robbery attacks in the GOG in
the review period.

The result of the trend analysis of table
1 using a linear regression showed that,
the quantitative model showing the trend
of piracy and armed robbery attacks in the
GOGisY=51.62 - 0.96x + e. The multiple R
is 0.301. This reflects the existence of about
30.1% degrees of association between time
of attack in years and number of attacks
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within the period. The R square is 0.091,
indicating that; only about 9.1% of variation
in number of attacks is explained by the
independent variable. The gradient of the
function is -0.96. This shows that there
is a decreasing trend in maritime piracy
and armed robbery attacks in the GOG
maritime domain within the period. Thus,
we reject null hypothesis H, to accept the
alternate that there is a decreasing trend in
maritime piracy and armed robbery attacks
in the GOG within the period covered in
the study. This decreasing trend is the
result of the amnesty programme of the
Nigerian government from the year 2009
which engaged the militants believed to
be involved in piracy into meaningful skills
and educational training opportunities and
jobs which in the view of the RAT is a potent
approach to curbing piracy and armed
robbery at sea.

The result of the analysis on Table 5
shows that more piracy and armed robbery
attacks took place in Lagos ports and
anchorages than any other coastal region
of Nigeria with a total of 204 attacks over
the past 14 years. This translates to an
average of 15.6 attacks in Lagos ports and
anchorages per annum over the period.
This is followed by attacks in Rivers state
coastal zone and Bonny River each of 138
and 128 attacks which translate to 10.6
and 9.5 pirate attacks respectively in Rivers
state coastal zone and Bonny River per
annum. The other zones of Bayelsa coastal
zone, Akwa Ibom coastal zone, and Delta
coastal zones ranked third, fourth, and
fifth with a total of 86, 54, and 31 attacks
respectively. Cross River coastal/Calabar
River, Forcados River and Ondo coastal
had a total reported attacks of 17, 12, and
3 respectively. The result shows that Ondo
coastal had the least number of reported
attacks with an annual average of 0.23
attacks. Lagos ranks highest in the reported
attacks on ships over the past 14 years.
Emphasis on counter piracy measures

has been more in the Niger Delta coastal
zones than in Lagos ports and anchorages.
This is probably due to the fact that the
reported attacks on ships in the Niger
Delta coastal zones, when put together is
higher than that of Lagos, and partly due
to the prevalence of oil fields in the Niger
Delta. This is contrary to the findings of
Onuoha [4] and Ukeje and Mvomo [3]
whose studies found that piracy in Nigeria
centre most in the states of the South-South
(Niger Delta). It however supports the work
of Monteclos [1] who notes that a great
number of under-reported attacks against
ships occur in Lagos ports and anchorages.
However, the studies of Monteclos [1],
Ukeje and Mvomo [3] and Onuoha [4] did
not use any scientific method or model to
test the level of significance in the variation
in pirate attacks among the coastal zones
of Nigeria and GOG states as done in this
work. The predominance of sea piracy
and armed robbery in Lagos more than any
other coastal state in Nigeria suggests that
militancy may not in actual be the major
causative agent of sea piracy is Nigerian
waters. The present trend witnesses
the focus of less combative strategies
in Lagos waters than in other states and
this portends danger, suggesting further
the complicity of government officials
in the Ports and waterways, which is an
opinion alleged seriously by Monteclos [1].
Following the non existence of militancy
problem and resource control agitation in
Lagos, there is need for further inquiry into
the casual factors of piracy in Lagos ports
and anchorages.

The incidence of piracy and armed
robbery attacks in the coastal zones of
Nigeria showed neither consistent annual
increases nor consistent decline, from
preceding year values, in the last 14 years.
Total attacks in all coastal zones in Nigeria
amounted to 44 attacks in the year 2002 and
rose to 60 in the year 2003, giving averages
of 4.88 and 6.67 attacks in each of the 9
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coastal areas in those years. It declined to
44 attacks in 2004 before rising again to 62
in 2005, giving averages of 4.88 and 6.89
attacks respectively in the coastal zones.
The inconsistency in increment and decline
continued until the highest attack was
reported in the year 2009 which amounted
to 105 attacks, an average of 11.6 attacks
per coastal zone in that year.

The test of hypothesis H, by F-test shows
an F-ratio of 19.95, and F-critical of 2.036.
Since F-ratio is greater than F-critical,
(19.95>2.03), we reject null hypothesis H,
and accept the alternate to conclude that
there is a significant variation in reported
piracy and armed robbery attacks among
the coastal zones of Nigeria in the last 14
years.

The test of hypothesis H, showed
an F-ratio of 5.06, and F-critical of 1.85.
Since 5.065 is greater than 1.85 (f-ratio >
f-critical), we reject null hypothesis H, and
conclude that there is a significant variation
in the yearly piracy and armed robbery
attacks in Nigerian maritime domain in the
review period.

5. Conclusion

The evidence from the analysis and
findings proved that 53% of all GOG
attacks occurred in Nigeria. This shows
the existence of variation in sea piracy and
armed robbery attacks in the GOG maritime
domain with Nigeria contributing most.
The trend is however seen to be decreasing
according to the findings. Thus to curb the
menace of sea piracy in the GOG greater
combative effort and strategy must focus
on Nigerian waters. Also, 30.3% of pirate
attacks on ships in Nigeria take place in
Lagos ports and anchorages. In line to
the objectives of the research, there exist
variation in sea armed robbery attacks in
Nigerian maritime domain (coastal zones)
with Lagos contributing most. Majority of
sea piracy and armed robbery attacks in
Nigeria occurs in Lagos, yet the fight against

sea piracy and armed robbery in Nigeria is
limited in Lagos or non -existent at all but
concentrated only in the oil bearing coastal
states.

6. Recommendations

The majority of authors reviewed in
this work are in support that piracy and
insecurity in Nigerian maritime domain
is a highly organized crime in which top
public government officials are involved,
thus supporting the argument of the
weakness of failed state theory, the routine
activity theory and the three capability gap
theory.

It is therefore, recommended that for
long term solution to the challenges of
security and maritime piracy in Nigeria
and the GOG, the principles of the routine
activity theory, the weakness of failed state
theory and the three capability gap thesis
must be examined and be applied.

1. Government and private sector
stakeholders must identify potential
offenders, Particularly the high risk areas
of the Nigeria starting with Lagos ports
and anchorages, Rivers state coastal zone,
Bonny River, Bayelsa coastal, Akwa-Ibom
coastal and delta state coastal zones, Cross-
River coastal, Forcados River and Ondon
coastal zones, in order of decreasing rates
of attack and provide them with means
of full employment to discourage them
from piracy and armed robbery and other
related crimes.

2. The weakness of failed state theory
identified incapacity to provide security,
corruption and judicial ineffectiveness as
key characteristics of a failed state which
encourages piracy and armed robbery. It
is recommended that Nigeria must build
and upgrade her naval capacity to provide
security in the water ways, included in
this is capacity to curb corruption among
the Navy, Judiciary and port workers
Particularly in the high risk areas of the
Nigeria starting with Lagos ports and
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anchorages, Rivers state coastal zone,
Bonny River, Bayelsa coastal, Akwa-Ibom
coastal and delta state coastal zones, Cross-
River coastal, Forcados River and Ondon
coastal zones, in order of decreasing rates
of attacks to limit their involvement in
planning pirate attacks in Nigeria, while
funding and implantation of key maritime
security instruments to which the country
signed in each of the major piracy prone
coastal zones is recommended. This will
help the present inter-regional alliances
between the navies of the GOG countries
to yield better fruit.

3. Closure of all legitimacy gaps.

Based on the capability gap thesis
which identified legitimacy gap as one of
the key factors fueling piracy; the Niger
Delta militancy problem and resource
control struggle can best be explained by
the legitimacy gap. By the nature of Nigeria,
there exists multiplicity of ethnic groups
recognised in the Constitution necessitating
the doctrine of Federal character system
which legitimately provided for groups
from all over the country to be properly
and adequately represented in all strata
of Government, in manner and to the
extent provided by the Constitution of the
Federation. Where these legitimate rights
are scuttled by the majority of the ethnic
groups against the minority, the results are
obviously disastrous as has been witnessed
over the years in the Niger Delta of Nigeria
and GOG. All legitimacy gaps must thus
be closed for long term solution to piracy
in the Nigerian maritime domain. Since
the Niger Delta coastal zones (states) in
total account for about 65% of all pirate
attacks over the period and government
concentration of military power to combat
piracy in the region is motivated by its
contribution to government revenue to
oil export operations, it is very important
that the authorities must give attention to
closing all legitimacy gaps that motivate
fuel militancy:.

7. Suggestion for Further Research

It is suggested that a further research
be carried on the causal factors of piracy
and armed robbery in Lagos ports and
anchorages and the cost implications in the
maritime industry. This is very important
since Lagos is not known to be an endemic
zone for militancy and oil theft activities
which are known to be drivers of sea piracy
in the Niger Delta coastal states.
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Oz

Tasimaya konu olan unsurun insan olmasi sebebiyle yolcu gemisi kazalarinin denizcilik sektériinde onemli
bir yeri vardir. CostaConcordia (2012) ve Sewol feribotu (2014) kazalart bunun en yakin érneklerindendir.
Son yillarda kaza ¢alismalarinda insan hatalarinin ve zayif noktalarinin tespit edilmesine odaklanilmigtir.
Ancak literatiirdeki tiim kaza analizi ¢alismalarinda, incelenen her kazada cografi konumun ve gevresel
sartlarin da énemli bir etken faktor oldugu belirtilmektedir. Buna karsin denizcilikte kazalarin cografi
analizinin yapildigi ¢calisma sayist oldukca kisithdir. Bu ¢alismada, 1991-2015 yillart arasinda meydana
gelmis 135 adet yolcu gemisi kazasinin raporlart incelenmistir. Calismada yolcu tasimaciligi sektériintin
durumu ve meydana gelen kazalarin sektére etkisi ortaya konmustur. Ayrica incelenen kazalar ArcMap 10.3
programi ile konumsal olarak analiz edilerek, yolcu gemisi kazalart icin riskli cografi bélgeler belirlenmistir.
Belirlenen riskli bélgeler, literatiirde farkl gemi tipleri iizerinde yapilmis konumsal analiz calismalari ile
karsilastirilarak, yolcu gemisi kazalari ve diger gemi kazalart arasinda konumsal agidan bir iliskinin olup
olmadigi incelenmistir.

Anahtar Kelimeler: Konumsal Analiz, Deniz Kazalari, Yolcu Gemisi Kazalari, CBS.
Evaluation of Passenger Vessel Accidents and Spatial Analysis

Abstract

Passenger vessel accidents have an important place in the maritime sector; because, the subject of passenger
transportation is human. Costa Concordia (2012) and Sewol ferry (2014) accidents are one of the recent
examples of this. In recent years, accident analysis studies have focused on the detection of human error and
weaknesses. However, all of the accident analysis studies in the literature stated that geographic location
and environmental conditions are important contributing factors in every examined accident. However, the
number of studies in which maritime accidents analyzed geographically is very limited amount in maritime
literature. In this study, 135 passenger vessel accident reports were investigated which occurred between the
years 1991-2015. In the study, the status of the passenger transportation sector and the effects of marine
accidents on the sector have been revealed. In addition, by analyzing the accidents spatially with ArcMap 10.3
program, risky geographical regions for passenger vessels have been determined. Determined risky regions
having been compared by using the spatial analysis studies performed on different types of vessels in the
literature It was investigated whether there is a spatial relationship between the passenger vessel accidents
and other type of vessel accidents.

Keywords: Spatial Analysis, Marine Accident, Passenger Vessel Accident, GIS.
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1. Giris

Deniz  tasimaciign  ekonomik  bir
tasimacilik tirddiir ve diger tasimacilik
tlirlerine gore daha ekonomik olmasinin
yan1 sira, hacimli ve agir yiiklerin tek
seferde emniyetli bir sekilde tasinabilmesi
yoniiyle de tasimacilikta tercih sebebidir.
2010-2015 yillar1 arasinda diinya geneli
ekonomik biliylime oram1 ortalamasi
% 2-2,5 civarlarindadir [1]. Aymi yillar
arasinda deniz ticaretindeki biiylime
orani ise % 2,5-3,4'diir. Deniz tasimaciligl
kiiresel kriz donemleri haricinde, diinya
ekonomisine paralel olarak biiyiime
gostermistir. Glinimiizde diinya ticaretinin
hacim olarak % 90’lik kismi deniz yoluyla
tasinmaktadir. 2015 yili Ocak ay1 itibariyle
denizlerde faaliyet gosteren 89.464 gemi
mevcuttur [2]. Yolcu gemileri bu gemilerin
% 8lik kismim1 olusturmaktadir [3].
Deniz ticaret filosundaki bu biiylime gemi
trafiginin yogunlasmasina yol a¢mistir.
Deniz trafigindeki bu yogunlasma deniz
kazalarint da beraberinde getirmistir.
Meydana gelen deniz kazalar1 deniz
ticaretini direkt olarak, diinya ticaretini de
dolayli olarak etkilemektedir. Avrupa Deniz
Emniyet Ajans1 (EMSA) istatistiklerine
gore; Avrupa sularinda 2011-2014 yillar
arasinda is kazalar1 haricinde 6.254
(catma/c¢atisma, karaya oturma, yangin vb.)
kaza meydana gelmistir Meydana gelen
kazalara toplam 10.439 gemi karismistir.
Bu gemilerin 4.620 (% 44) tanesi yiik
gemisi, 2.383 (% 23) tanesi ise yolcu
gemisidir. Ayn1 donemdeki kazalarda
393 kisi hayatim1 kaybetmistir. Hayatini
kaybeden Kkisilerin % 46’s1 yik gemisi
kazalari, % 23’ de yolcu gemisi kazalar
sonucu hayatini kaybetmistir [4]. Bu veriler,
deniz kazalarinin yikici sonuglarii agik¢a
ortaya koymaktadir. Kazalar ve dogurdugu
sonuglar, basta Uluslararasi Denizcilik
Orgiitii (IMO) olmak iizere bircok denizcilik
kurulusunu ve arastirmaciy1 kaza analizine
ve kazalar1 dnlemeye yonelik calismalar
yapmaya yoneltmistir. Boylelikle, 20.yy’'in

ortalarindan itibaren deniz kazalari
odakli bircok calisma ortaya konmustur.
Bu calismalarin biyiik ¢ogunlugu; kuru
yiuk gemileri, konteyner gemileri ve
tanker gemileri izerine yapilmistir Bu
calismalarda kazalari meydana getiren
nedenler ve bu nedenleri 6nlemeye yonelik
aktiviteler ortaya konmaya c¢alisiimistir
[5, 15]. Literatiirde, yiik gemileri ile ilgili
bircok kaza analizi ¢alismasi yer almasina
ragmen, yolcu gemileri ile ilgili yapilmis
kaza analizi ve emniyet degerlendirmesi
calismalari oldukea azdir [16, 19].

Yolcu gemilerinin dizaym1  1990’lh
yillardan  glinimiize blylik degisim
gostermistir. Tasima verimliliginin

arttirllmasi, birim tasima maliyetlerinin
azaltilarak karin maksimize edilmesi icin
gemilerin yolcu kapasitesi 500’den 6.000’e
kadar ¢ikmistir [20]. Dolayisiyla bir yolcu
gemisinde kaza olayr meydana geldigi
zaman kazanin sonuglar1 ¢ok daha yikici
olabilmektedir. Bu durum yolcu gemilerinde
meydana gelen kazalarin biytk Kkitleleri
etkileyen olaylar olarak degerlendirilmesi
gerektiginin ve biitiin denizcilik sektdriini
ilgilendiren 6nemli bir mesele oldugunun
gostergesidir.

2. Cografi Bilgi Sistemleri (CBS)

CBS ozellikle karayollarinda trafik
emniyeti icin ¢cok 6nemli ve kapsamli bir
yonetim aracidir. Karayollarinda meydana
gelen kazalarin analizinde birgok ¢alismada
kullanilmistir [21, 24]. Tehlikeli bolgeler
ve sicak bolgelerin bir harita iizerinde
gorsellestirilmesini ve mekansal analizini
saglar [23]. Cografi bilgi sistemleri coklu
verileri ve farkli kriterleri kullanan
analizlerin sonuglarini incelemede ve
degerlendirmede en etkili yoldur [24]. Kaza
modellerini de iceren bircok calismada
bilimsel amag¢h olarak kullanilmistir.
CBS’nin denizcilik alaninda kullanimi da
cok eski bir ge¢cmise sahip degildir [25].
CBS deniz kazalarinin haritalandirilmasi
ve takibi i¢cin 6nemli bir aractir ve son

290



Ugurlu & Yildiz / JEMS, 2016; 4(4): 289-302

zamanlarda deniz kazalarinin analizinde
popular olarak kullanilmaya baslanmistir
[25, 28]. CBS ile tek bir veri tabani igerisinde
genis miktarda veriyi sorgulamak ve analiz
etmek miumkiindiir [29]. CBS dijital harita
tizerinde ¢oklu kaza verilerinin dagilimini,
siniflandirilmasini ve yorumlamaya agik
hale gelmesini mimkiin kilar [25].

Gemi kazalarimin haritalandirilmasi
ytksek riskli ve riskli kaza alanlarinin
tespiti icin gereklidir. Deniz tasimaciliginda
ytksek riskli ve riskli kaza alanlarinin
tespiti kazalarin Onlenmesi agisindan
biiyiik o6nem tasir. Clinkii muhtemel
kazalarinin riskli deniz kaza alanlarinda
gerceklesebilmesi ihtimali yiiksektir. Deniz
kazalarinin riskli deniz kaza alanlarinda
yogunlasmasi kazalar ve ortak sebepler
arasinda bir iliski oldugunu ortaya koyar
[25]. Ortalamaya kiyasla daha fazla sayida
kazaya sebep olan yerlerin tespiti ve analizi
[30] deniz Kkazalarinin o6nlenmesinde
onemli bir adimdir. Cografi bilgi sitemleri

oturma kazalarinin yogunlastigi riskli deniz
alanlarim1 analiz etmek ve yorumlamak
amaciyla kullanilmistir.

3. Metot

Calismada yolcu gemisi kategorisinde
yer alan gemilerde meydana gelen ¢atma/
catisma ve karaya oturma kazalari igin
kaza analizi ve degerlendirmesi yapilmistir.
Catma/catisma  ve  karaya  oturma
kazalarinin se¢ilmesindeki temel neden, bu
kaza tirlerinin konumsal kisitlamalardan
biiytik olciide etkilenmesidir. Diger kaza
tlrleri diisiiniildiigiinde (yangin, patlama,
denize adam diismesi, gemi ekipman hasari,
is kazasi vb.) bu kazalarin olusumunda
cografi konumun etkisi olduk¢a diistiktir.
Bu calismada Kiiresel Biitiinlesik Emniyet
Bilgi Sistemi (GISIS), Deniz Kaza Arastirma
Birimi (MAIB), EMSA basta olmak tiizere
toplam 35 adet kaza veri tabani taranmis
ve toplam 135 adet kaza raporundan
faydalanilmistir. Calismada incelenen deniz

bu nedenle deniz kazalarinin analizi i¢cin kaza sorusturma Kuruluslarinin listesi

biiyiik 6nem arz eder. Bu ¢calismada da CBS,  Tablo 1’de sunulmustur.

yolcu gemilerinde ¢catma/catisma ve karaya

Tablo 1. Calismada Incelenen Deniz Kaza Sorusturma Kuruluglarinin Listesi
Kurulusun Ad1 Kisaltmasi Merkez Ulke(ler)
Accident Investigation Board Norway AIBN Norveg
American Bureau of Shipping ABS ABD
Australian Transport Safety Bureau ATSB Avustralya
Bahamas Maritime Authority BMA Bahamalar
Federal Bureau of Maritime Casualty Investigation BSU Almanya
Bureau d'enquétessur les événements de mer BEAMER Fransa
Confidential Hazardous Incident Reporting Programme CHIRP Birlesik Krallik
Countryman & McDaniel C&M ABD
Danish Maritime Accident Investigation Board DMAIB Danimarka
Department of Marine Services and Merchant Shipping ADOMS Antik ve Barbuda
Dutch Safety Board DSB Hollanda
European Maritime Safety Agency EMSA Portekiz
Global Integrated Shipping Information System GISIS Birlesik Krallik
International Transportation Safety Association ITSA ABD, gzﬁ:iz’a Isvec,

S
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Tablo 1. Calismada Incelenen Deniz Kaza Sorusturma Kuruluslarinin Listesi (Cont’)

Isle of Man Ship Registry IOMSR Birlesik Krallik
Japan Transport Safety Board JTSB Japonya
Kaza Arastirma ve inceleme Kurulu KAIK Tiirkiye
Marine Accident Investigation Branch MAIB Birlesik Krallik
Marine Accident Investigation Committee Cyprus MAIC Kibris
Marine Accident Investigators’ International Forum MAIF Birlesik Krallik
Marine Casualty Investigation Board MCIB irlanda
Marine Department-Hong Kong MARDEP Cin
Maritime Safety Administration of People’s Republic of China MSA Cin
National Transportation Safety Committee NTSC Endonezya
Marine Accident Investigation Department DIAM Panama
Philippine Coast Guard PCG Filipinler
Safety Investigation Authority SIA Finlandiya
Swedish Accident Investigation Board SHK isveg
Swedish Transport Agency STA isve¢

The Nautical Institute MARS Birlesik Krallik
Transport Accident and Incident Investigation Bureau TAIIB Letonya
Transport Accident Investigation Commission TAIC Yeni Zelanda
Transportation Safety Board of Canada TSB Kanada
United States Coast Guard (Homeport) USCG ABD
United States National Transportation Safety Board NTSB ABD

IMO; denizciligin temel kaynaklarindan
biri olan Denizde Can Emniyeti Uluslararasi
Sozlesmesi'nde (SOLAS) yolcu gemilerini
“12’den fazla yolcu tasiyan gemiler”
olarak tanimlamistir [31]. Bu tanima gore,
calismadaki yolcu gemisi statiisiindeki
gemiler; kurvaziyer gemiler, feribotlar,
RoRo yolcu gemileri (Ropax) ve yliksek
hizli feribotlar (HSC) dan olusmaktadir.
incelenen Kkaza raporlarinin yani sira,
uluslararas1 veri tabanlarindan elde
edilen yillik ve bes yillik genel kaza
istatistikleri incelenerek yolcu gemisi
kazalarinin yillara gore degisimi ortaya
konmustur. Ayrica yolcu gemisi kazalarinin
ekonomik boyutu ve Kkayiplarin sektore
etkileri degerlendirilmistir. Calismadaki
diger oOnemli asama da yolcu gemisi
kazalarinin konumsal analizidir. Konumsal
analiz meydana gelen kazalarin cografi

koordinatlarinin diinya haritas1 tizerinde
islenerek, kaza sayisinin fazla oldugu
riskli deniz alanlarinin belirlenmesini
kapsamaktadir. Konumsal analiz i¢in
ArcMap 10.3 programi kullanilmistir. Bu
program yardimiyla yolcu gemilerinde
meydana gelen catma/catisma ve karaya
oturma kazalarimin siklikla yasandigi
yuksek riskli deniz alanlar1 tespit edilmistir.
Ayrica ¢alismada yolcu gemilerinde
meydana gelen kazlarin siklikla meydana
geldigi deniz alanlar1 literatiirde daha
once yapilmis calismalarla karsilastirilarak
kazalarin benzer yonleri ve farkli yanlari
ortaya konmaya ¢alisiimistir.

4. Yolcu Gemisi Kazalari

S6z konusu insan hayati oldugundan
yolcu gemisi kazalari, her doénemde
denizcilik sektoriinin  biitin taraflar
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(devletler, 6zel tasimacilik sirketleri, klas
kuruluslar1 vb.) i¢cin 6nemli bir giindem

maddesi olmustur. 1979-2013 yillan
arast yolcu gemisi kaza istatistikleri
incelendiginde; 131 yolcu gemisinin

karaya oturdugu, 106 yolcu gemisinin bir
baska gemiyle catistig1 ve toplam 55 yolcu
gemisinin battig1 goriilmektedir. 2005-
2013 yillar1 arasindaki 8 yillik periyotta
448 yolcu gemisi kazasi raporlanmistir, bu
kazalarin 101’i (% 23) yangin ve patlama
kazasi, 79'u (% 18) catma/catisma kazasi,
66’s1 (% 15) karaya oturma kazasi geriye
kalan kazalar da diger Kkategorilerde
meydana gelmistir [32, 33].

EMSA istatistiklerine gore 2011-2014
yillar1 arasinda deniz kazalarinda 393 kisi
hayatini kaybetmistir Bu rakam EMSAya
bildirilen, genellikle Avrupa tilkelerine yakin
denizlerde meydana gelen, EMSA tarafindan
raporlanan kazalar1 icermektedir. Yillara
gore dagilim incelendiginde (Sekil 1);
2014’de 136 kisi hayatim kaybetmistir
ve bu rakam diger yillara kiyasla oldukca
yiliksektir [4]. Bu durum alinan tim
onlemlere ragmen kazalar1 6nlemede yeteri
kadar basarili olunamadiginin gostergesidir.
Hayatim1 kaybeden 393 kisinin % 23’1
(91) yolcu gemisi kazalarinda hayatim
kaybetmistir [4].

Sekil 1'de belirtilen o6liim oranlar:
sadece EMSA tarafindan raporlanan
kazalara aittir. Ancak bu rakamlar, belirtilen
yillar arasinda tiim diinyada meydana
gelen kazalar icermemektedir. Ornegin;
diger bir kaza inceleme kurulusu olan TSB
Kanada’'nin raporlarina gore, 2011-2014
yillar1 arasinda tiim gemi tiplerinde 1.161
kaza meydana gelmis, bu kazalarda 61 kisi
hayatin1 kaybetmistir [34]. Yolcu gemisi
kazalar1 ele alindiginda, bu g¢alismada
incelenen; 2013 yilinin Agustos ayinda
yolcu gemisi St. Thomas of Aquinas ile yiik
gemisi Sulpicio Express arasinda meydana
gelen catisma kazasi sonucunda 120 Kkisi
hayatin1 kaybetmistir. 2012 yilinin Mart
ayinda yolcu gemisi Shariatpur 1 ile bir yiik
gemisi arasinda meydana gelen catisma
kazas1 sonucunda da 147 kisi hayatini
kaybetmistir [4].

Yolcu gemisi kazalarinda felaketin
boyutlarinin ne kadar biiyiik olabilecegini
1987 yili Aralik ayinda meydana gelmis
ancak Titanic kadar popiiler olmadig icin
fazla bilinmeyen, Dofia Paz yolcu gemisinin
tanker gemisi Vector ile catistigi kazaya
bakarakifade etmek miimkiindiir. Bukazada
4.347’i yolcu, 24’0 personel olmak lizere
yaklasik 4.400 kisi hayatini kaybetmistir.
Denizcilik tarihinin en biyiik felaketleri

Sekil 1. 2011-2014 Yillart Arasinda EMSAya Raporlanan Kazalarda Hayatint Kaybeden Kisi Sayist [4]
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arasinda kabul edilen bu kaza yolcu gemisi
kazalarinin 6nemini ve hassasiyetini ortaya
koymaktadir [4].

Kazalar sonucunda meydana gelen
yaralanma istatistikleri incelendiginde;
2011-2014 yillar1 arasinda 3.252 kisi
yaralanmistir. Bu Kkisilerin % 38’i (1.235)
yolcu gemisi kazalarinda yaralanmistir
(Sekil 2). Kaza sonucu yaralanma sayisinin
enyliksek oldugu gemi tipi yolcu gemileridir
[4]- Yolcu gemisi kazalari sonucu yaralanma
ve 6lim oraninin diger gemi tiplerine gore
daha fazla olmasinin sebeplerinden biri de,
diger gemi tiplerinde c¢alisan personelin
egitimli, tecriibeli ve dinamik olmasina

karsin; yolcu gemilerindeki yolcularin
yasl, engelli, ¢ocuk ve acil durumlara
karst  tecriibesiz  Kkisileri  igerisinde
barindirabilmesidir.

Yolcu gemilerinde meydana gelen 6lim
ya da ciddi yaralanmalarla sonuclanan
kazalarin bir diger 6nemli boyutu da maddi
kayiplardir. Bu o6lim ve yaralanmalar
neticesinde; hayat sigortalar;, tedavi
masraflar1 ve tazminatlar i¢in ¢ok yiiksek
rakamlar 6denmektedir. 2012 yilinda
meydana gelen Costa Concordia kazasinin
2 milyar ABD dolarini asan kaza biitgesi bu
hipotezi dogrulamaktadir [35].

5. Yolcu Gemisi Kazalarimin Ekonomik
Boyutu ve Kayiplarin Sektore EtkKisi

Her sektorde oldugu gibi, denizcilikte
de emniyet cok 6nemli ve vazgecilmez bir
kavramdir. Ozellikle yolcu gemilerinde,
yolcularin seyahatlerini yaparken giivende
hissetmeleri, bir sonraki seyahat planlarini
onemli derecede etkilemektedir. Meydana
gelen kazalar dogurdugu koétii sonuglar ile
sadece meydana geldigi gemiyi, personeli
ve yolcular1 degil, geminin sahibi olan
sirket basta olmak tizere, ayni sektordeki
diger firmalar1 da etkilemektedir. Costa
Concordia 2012 ornegiyle bu etkiyi
aciklayabilmek miimkindir. Bilindigi gibi
Costa Concordia gemisi, 13 Ocak 2012
tarihinde, yerel saatle 19:18’de italya'nin
Civitavecchia Limanindan kalkarak,
ftalyanin Savona Limanina dogru sefere
cikmistir. Yerel saatile 21:45’de Giglio Adasi
yakinlarinda mercan kayaliklarina ¢arpmis
ve su almaya baslamis, 23:00 saatinde
ise Giglio Limaninin kuzeyinde bulunan
Punta Gabianara noktasi yakinlarinda yan
yatmistir. Sonug¢ olarak 32 kisi hayatim
kaybetmistir. Gemi mercan kayaliklariyla
ilk temasindan sonra yan yatana kadarki
gecen stlrede siriiklenmisti, bu siire
zarfinda oncelikle Giglio Adasi’nin agigina
dogru hareket etmis 22:10’da su almadan

Sekil 2. 2011-2014 Yillar1 Arasinda EMSAya Raporlanan Kazalarda Yaralanan Kisi Sayist [4]
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dolay1 makinesi ¢okiince geri donmiis ve
adaya dogru siirtiklenip yan yatmistir.
Olaydan sonra yapilan kaza arastirmalari,
gemi kaptaninin adaya planlanandan ¢ok
daha fazla yaklastigini, adaya bu kadar
yakin olmasina ragmen emniyetli hiza
diismedigini ve kopriiistiinde gozciiliigiin

ve seyir emniyetinin ihlal edildigini
ortaya koymustur. Kaptanin mercan
kayaliklarina c¢arptiktan sonra adanin

acigina dogru rota degistirmesi en cok
tartisilan kararlart olmustur. Makinenin
calisir durumda oldugu bu kritik stirenin
daha iyi degerlendirilebilecegine vurgu
yapilmistir. Ayrica; kazadan sonra 50 dakika
siireyle GMDSS geregi olan “distress call”
tehlike cagris1 yapilmamistir. Bu yilizden
bircok kaza arastirmacisi, acil durumun
kaptan tarafindan iyi yonetilemedigini
savunmustur [36]. Bu olay sektorde
sok etkisi yaratmistir Olayin ardindan
gemi sahibi sirket borsada % 1,2 deger
kaybetmistir, ayrica 2012 yilinda hisseleri
% 6,3 diismiistiir. Bunun yani sira sirketin
2015 yili raporuna gore net gelirlerinde
de (2011-2012 yillar1 arasinda) % 20-
30 oraninda dismistiir (Tablo 2). Boyle
bir diisis diinya genelinde kurvaziyer
yolcularin yaklasik % 47’sini tasiyan biiytik
bir firmada olunca kurvaziyer piyasasini da
etkilemistir [37].

Tablodan ¢ikan diger bir sonug ise 2012
yilinda meydana gelen Costa Concordia
kazasinin etkisinin sadece 2012 yihi ve
2013 yih ile smirlh olmamasidir. 2011-
2015 yillar arasinda sirketin gemi sayisi
neredeyse sabittir (99-101 gemi), ancak

sirket, filosunda yaptig1 degisiklikler ile
filonun yillik yolcu tasima kapasitesini
196.000’den 216.000’e g¢ikartmistir [37].
Yolcu tasima kapasitesindeki bu artisa ve
kazadan sonra sirketin tiim c¢abalarina
ragmen, 2015 yili sonunda dahi sirketin
toplam gelirleri ve yillik net geliri 2011
yilindaki degerine ulasamamistir. Bu durum
yolcu gemisi kazalarinin neden oldugu
sektorel etkilerin kisa vadeli olmadiginin
ve toparlanma siirecinin uzun oldugunun
kanitidir. Bunun yani sira gemilerinde kaza
orani diisiik olan firmalar yolcularin tercih
sebebi olmaktadir. Buradan hareketle
yolcularin  emniyet algisinin  sektoriin
gelecegi ile direkt baglantili oldugunu
soyleyebiliriz.

6. CBS Uygulamalar

Bu calismada deniz kaza verilerinin
analizi icin ArcMap 10.3 programinda
noktasal  yogunluk analizi metodu
kullanilmistir. Noktasal yogunluk analizi
metodu, bir alan icerisindeki 6rneklerin
noktasal  dagilimm  belirlemek ve
gozlemlemek amaciyla kullanilir. Bu metot
belirli bir hiicre ya da piksel igerisindeki
noktasalkazasayisinianalizetmeyimiimkiin
kilar. Bu metot deniz tasimaciliginda kaza
analizi kapsaminda 2013 yilinda Ugurlu
vd. tarafindan 585 adet deniz kazas1 [26],
2015 yilinda ise petrol tankeri statiisiindeki
gemilerde meydana gelen 379 adet kaza
iizerinde uygulanmistir [25]. Bu ¢alismada
da ayn1 metot uygulanarak tiim gemi
kazalari, petrol tanker kazalar1 ve yolcu
gemisi kazalar1 arasindaki benzerlikler

Tablo 2. Costa Concordia Gemisi Sahibi Sirketin 2011-2015 Yillari Arast Ekonomik Verileri [37]

2011 2012 2013 2014 2015
Gelirler milyon ABD dolar1 15.793 15.382 15.456 15.884 15.714
Net gelir milyon ABD dolar1 1.912 1.285 1.055 1.216 1.757
Tasinan yolcu sayisi (bin adet) 9.600 9.800 10.100 10.600 10.800
Filo yolcu kapasitesi (adet) 196.000 | 203.000 | 208.000 | 212.000 | 216.000
Gemi adedi 99 100 101 100 99

295



© UCTEA The Chamber of Marine Engineers

Journal of ETA Maritime Science

ve farkliliklar ortaya konulmustur. Sekil
3’de yolcu gemisi kazalarmmin konumsal
verileri yer almaktadir. Sekil 4’te ise yolcu
gemilerinde meydana gelen ¢ok ciddi ve
ciddi kaza boyutundaki 91 adet kazanin
konumsal dagilimi yer almaktadir.
Calismada diinya haritast  10’ar
derecelik poligonlara boliinmis ve yolcu
gemisi kazalarinin yogun oldugu alanlari
belirlemek icin 4 seviye tanimlamasi
yapilmistir. Bu alanlar; ¢ok yiiksek riskli,
ytksek riskli, orta riskli ve az riskli deniz
alanlaridir. Denizalan1 tanimlamalar1 kaza

VI ,, S

alanmnin biytkligine bagh olarak kaza
sayllariyla iliskilendirilmistir. Buna gore;
10 kaza ve lizerinde yogunluga sahip olan
poligonlar ¢ok ytiksek riskli (VHR), 6-9 kaza
arasinda kalan poligonlar yiiksek riskli
(HR), 3-5 kaza arasinda kalan poligonlar
orta riskli (MR) ve 1-3 kaza arasinda kalan
poligonlar diisiik riskli (LR) deniz alanlari
olarak kodlanmistir [25,26]. Calisma
kapsaminda incelenen yolcu gemisi kazalari
Sekil 5a, petrol tankeri kazalar1 Sekil 5b
[25] ve genel gemi kazalari Sekil 5c’de [26]
diinya haritasi iizerinde gosterilmistir.

”T

o . Yoo =
= e
e .
. L
.
.,
.
.
.
=i
- -
.
®e
Sekil 3. Yolcu Gemisi Kazalarinin Konumsal Dagilimi
CUPPER ADVENTURERHANSEATIC QUEST
L] - L] ALANDIA
T
vavERLE S A LISK
QUEEN OF SURREYRIVER ROUGE o oy oy \wm%m =
QUEEN OF ALBE SOOI o ; RED FALCON MONALISA  ADMIRAL NAKHIMOV
ANDREW J, BARBERISATR Rugy TITANIC — coga cmcw*mmﬁs L)
® sunokEA BRia u? Ak OOKCEADA | KOREE Vahxe
HOORDAM SEA DIAMOND STAR DREAM
. SALEM EXPRE SSCOSTA EUROPA
SHARIATPUR 155 HONG MON
MONARCH OF THE SEAS Iwﬂuwtm\f*‘ VENETAN
. DONA PAZ
s:.mmsormum‘.
SROTAL PACIFIC
BAMUGA JAYA
.
ASTOR
.

SKORPIOS 1
L

v Ciddi Kaza
v Cok Ciddi Kaza

SWTENDAM
SUONTE STELLO_ARATERE
SANTA REGMA

Sekil 4. incelenen Kazalarin Kaza Boyutuna Gére Dagilimi (Ciddi ve Cok Ciddi Kaza)

296



Ugurlu & Yildiz / JEMS, 2016; 4(4): 289-302

I

Sekil 5. Riskli Deniz Kaza Alanlari: a) Yolcu Gemisi Kazalari, b) Petrol Tankeri Kazalari [25], c) Genel
Gemi Kazalari [26]
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Yolcu gemileri i¢in; Kuzey Bati Avrupa
(1), Kuzey Avrupa (2) ve Baltik Denizi (18)
bolgeleri gemikazalarinin ¢ok sik gorildigi
¢ok yiiksek riskli deniz alanlaridir. Bunun
yan1 sira, Taiwan-Hongkong kiyilar
(10) ve Kuzey Bati Atlantik (Newyork-
Philadelphia) kiyillar1 (21) ise yolcu
gemisi kazalarinin sik gorildiagi ytksek
riskli deniz alanlaridir (Sekil 5a). Yolcu
tasimaciligl sektorii degerlendirildiginde
bu deniz alanlarinin 6zellikle turizm
amaciyla kurvaziyer gemilerin ugrak
bolgeleri oldugu gorilmektedir. Birgok
kurvaziyer gemisi tarafindan sik sik
ziyaret edilen bu bolgelerin deniz trafigi

acisindan risk olusturan, seyir sirasinda
azami dikkat gostermek ve ekstra 6nlemler
almay1 gerektiren bolgeler oldugunu
soyleyebilmek mimkiindiir. Sekil 5b’de
ve 5c’de gosterilen yiiksek riskli ve riskli
bolgeler gemi tipi ayirmaksizin incelenecek
olursa; Kuzey Bati Avrupa (1), Kuzey Avrupa
(2), Giiney Kore-Japonya kiyilar1 (Bati
yakasi) (11), Bati1 Avrupa (13) ve Meksika
Korfezinin Bati yakasimin (16) yiiksek riskli
ve riskli bdlgeler oldugu goriilmektedir.
Bolgelerin ¢alismanin kapsamina gore
detayl risk yogunlugu bilgileri Tablo 3’de
sunulmustur. Her ii¢ ¢calisma i¢cin de gemi
tipi ayirmaksizin ytksek riskli ve riskli

Tablo 3. Deniz Kaza Alanlarinin Gemi Tipine ve Risk Kategorisine Gére Dagilimi

Poligon Deniz Kaza Alan Yolcu Gemisi | Petrol Tankeri | Gemi Kazalari
Numarasi (1991-2015) (1998-2010) (2007-2011)
1 Kuzey Bat1 Avrupa VHR VHR VHR
2 Kuzey Avrupa VHR VHR VHR
3 Bati Avrupa LR HR HR
4 Karadeniz LR VHR MR
5 Dogu Akdeniz LR VHR MR
6 Arap yarim Adasi - VHR MR
7 Arap Denizi -- HR MR
8 Malezya-Endonezya kiyilar: LR HR LR
9 Singapur kiyilar: - VHR MR
10 Taiwan-Honkong kiyilari HR VHR HR
11 Giiney Kore-Japonya kiyilar1 (Bat1 yakasi) MR VHR VHR
12 3(;uailjlilzfs}:)l(ore-]aponya kiyilar1 (Dogu LR HR VHR
13 Giiney Bat1 Afrika - HR LR
14 Karayip Denizi -- HR LR
15 Meksika Korfezi (Dogu yakasi) -- HR LR
16 Meksika Korfezi (Bat1 yakasi) LR HR HR
17 Botni Kérfezi (Isvec-Finlandiya) MR -- LR
18 Baltik Denizi VHR -- HR
19 Balear Denizi MR LR MR
20 Pasifik Kiyilar1 (Vancouver-Victorya) MR LR LR
21 gﬁ,zl?é f]?,t}i i/i;lantik (Newyork- HR MR MR
22 Yeni Zelanda MR LR LR
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ortak deniz alanlari; Kuzey Bati Avrupa (1)
ve Kuzey Avrupa (2)'dir. Bu bdlgeler her
gemi tipinin sik ugradigi deniz alanlarindan
olan Bristol kanaly, ingiliz Kanali, Baltik
Denizi, Biscay Korfezi ve Kuzey Denizini
icerir.

Kuzey Bati Avrupa’da Ingiliz Kanali,

Bristol Kanali, Isle of Man, Belfast
cevresindeki deniz alanlar1 ve Kuzey
Avrupa’da ise Oresund, Kopenhag,

Skagerrak, Kattegat cevresindeki deniz
alanlar1 yolcu gemisi kazlarinin siklikla
yasandigl  deniz  alanlaridir  Kuzey
Bati Avrupa ve Kuzey Avrupa’da kaza
olusumlarinin benzer o6zellikler tasidigi
gortilmiistix. Bu bolgelerde kazalarin
olusumunda kisith manevra alani, koti
hava sartlari, gelgit, kuvvetli akinti ve
riizgar, yagmur, sis ve yogun trafigin etken
faktorler oldugu gorilmiistiir.

Kuzey Bati  Atlantik  (Newyork-
Philadelphia) ve Baltik Denizi'nde ise
yolcu gemisi kazalar1 daha ¢ok limanlarda
ve kanal gecisleri esnasinda meydana
gelmistir. Calismanin ilging sonuclarindan
biri de, bu bolgelerde riizgar, sis ve buzullar
kaynakli smirlh sayida kaza (1 adet)
oldugunun goriilmesidir.

Taiwan-Honkong Kiyilarinda ise
kazalar dar suyollarinda  meydana
yogunlagsmaktadir. Bu kazalarda sis,
kuvvetli riizgar, agir deniz kosullar1 ve
kuvvetli akint1 etken faktorlerdir.

Bu c¢alismada diger c¢alismalardan
(incelenen iki calisma) farkl olarak; Baltik
Denizinin yolcu gemileri i¢in ¢ok yiiksek
riskli bir denizalan1 olmasina ragmen
petrol tankerleri i¢in risksiz bir alan oldugu
gortilmiistir. Bunun yam sira ilgi cekici
diger sonug ise, Kuzey Bati Atlantik kiyilari
petrol tankeri ve gemi kazalari icin orta
riskli bir denizalani olmasina ragmen, yolcu
gemileri icin yiiksek riskli bir denizalani
oldugu sonucudur. Yolcu gemileri spesifik
gemilerdir. Diger gemilerden farkli olarak
gemi personelinin, ozellikle de geminin
sevk ve idaresinde 6nemli kararlar verecek

olan gemi kaptanlarinin sefer bolgesine ve
gemiye asinalig1bliytik 6nem arz etmektedir.
incelenen 135 yolcu gemisi kazasinin 11
tanesinin bolgeye asinalik eksikligi sonucu
meydana geldigi goriilmiistiir. Bu nedenle,
yolcu gemilerinde gorev alacak olan gemi
kaptanlarinin bolgede uzun siire deneyimi
olan kisilerden secilmesi gerekmektedir.
Ozellikle de yolcu gemisi kazalarinin
cok yiiksek riskli ve yiiksek riskli olarak
yasandigl deniz alanlarinda g¢alisacak olan
gemilere kaptan atamasi yapilirken bu
hususun goz ardi edilmesi kabul edilemez.
Cinkii mevcut riskin géz ardi edilmesi
gemide bulunan binlerce insanin hayatini
tehlikeye atacaktir.

7. Sonug ve Oneriler

Bu calismada incelenen gemi kazalari
yolcu gemileri ile simirhdir Calismada
sadece 15 yilda yolcu gemilerinde meydana
gelen catma, ¢atisma ve karaya oturma
kazalar1 incelenmistir. Calismadaki kaza
verileri raporlanmis Kkazalar ile kisithidir.
Giin gectikce yogunlasan deniz trafigi
kazalar1 da beraberinde getirmistir. Deniz
ticaretinde verimliligin arttirilmasi,
sektorde can ve mal emniyetinin saglanmasi
icin deniz kaza analizi o6nemli bir
gerekliliktir. Yolcu gemisi kazalari ise ¢cogu
zaman 6liim ya da yaralanmay1 beraberinde
getirdigi icin ayr1 bir Oneme sahiptir.
Bu calismada, cesitli kaza kuruluslari
tarafindan yayinlanan deniz kaza raporlari
incelenerek yolcu gemilerindeki c¢atma/
catisma ve karaya oturma kazalarinin
analizi ve degerlendirmesi amag¢lanmistir.
Son on yillik periyotta deniz ticaret
hacminde o6zelliklede yolcu gemisi sayisi
ve hacminde biiytik artislar olmustur.
Gemilerde olusacak olan kaza riskinin
tamamen ortadan kaldirilabilmesi
mimkiin degildir ancak bdlgede uzun
siire  calismis, deneyimli  personel
gorevlendirilerek bu riskleri kontrol altinda
tutabilmek miimkiindiir. Calisma bulgulari
incelendiginde yolcu gemilerinde sefer
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bolgesinin diger gemi tiplerinde oldugu gibi
kazalar1 yakindan etkiledigi goriilmektedir.
Sefer bolgesinin uygun sartlarda bir kaza
etkenine doniismesinin oOniine gecilirse
kazalarin daha aza indirilebilmesi
mimkiin  olacaktir Bunu saglamaya
yonelik olarak; Kopriiiistii takim {yeleri
gemiye gonderilmeden 6nce mutlaka sirket
tarafindan gemiye ve sefer bolgesine asina
olmaya yonelik oryantasyon egimine tabi
tutulmalidir. Sefer bolgesine asina olmayan
kaptan ya da ikinci kaptan atamalarinda
koruyucu sefer uygulamasi (iki kaptan veya
iki ikinci kaptan birlikte) yaptirilmalidir.
Ozellikle de cok yiiksek ve yiiksek riskli
deniz alanlarinda ¢alisacak olan gemilerde
kaptan atamasi yapilirken bu hususun
goz ardi edilmesi diisiiniillemez. EMSA
raporlarina gore 2011-2014 yillar1 arasinda
toplam 393 Kkisi yolcu gemisi kazalarinda
hayatin1 kaybetmistir. Gemilerde meydana
gelen yaralanmalar acisindan  yolcu
gemilerinin %38 ile en ytiksek orana sahip
gemi oldugu diger 6nemli bir sonuctur.
Yolcu gemisi kazalarinda can kaybinin
yan1 sira maddi kayiplarda o6nemli bir
konudur. Yolcu gemileri ytliksek maliyet
gerektiren gemiler olmasindan o6tiird
kazalar sonucunda c¢ok ciddi maddi
kayiplar s6z konusu olabilmektedir. Ayrica
bir kaza sonrasi yolculara ya da yakinlarina
O0denen tazminatlar da oldukca yiiksektir.
Maddi kayiplar sadece tazminatlar ve gemi
hasari ile de sinirli degildir. Meydana gelen
kazalar yolcularin gelecek planlarini da
etkilediginden kazanin meydana geldigi
sirket icin ve kurvaziyer endiistrisi icin
5-6 yilik bir donemde etkili olabildigi
gortilmistir. 5-6 yillik siire ile tasinan
yolcu sayisindaki yillik artisin durmasi,
yavaslamasi veya sadece %1-2 gerilemesi
dahi 36 milyar dolarlik pazarda sektor
gelirlerini derinden etkileyebilmektedir. Bu
calisma sonrasinda konteyner gemilerinde
ve balik¢1 teknelerinde meydana gelen
giincel kaza verilerinin konumsal analizi
yapilarak kazalarin benzer ve farkl

yonlerinin ortaya konmasi gemi kazalarinin
nedenlerinin anlasilmas1 ve Onlenmesi
acisindan 6nemli bir adim olacaktir.
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Oz

Kiiresel tasimaciliktaki 6nemi nedeniyle isletmeler tedarik zincirlerinin 6nemli bir halkasini limanlarda
olusturmaktadir. Bu gelismelere paralel olarak limanlar da bircok lojistik hizmetleri biinyesinde vermeye
baslayarak birer lojistik merkez haline déniismiistiir. Bu kapsamda ortaya ¢ikan yeni bir kavram olan
“Liman Merkezli Lojistik” ile iiriinlerin liman sahasinda veya yakininda antrepolarda depolanmasi,
bu antrepolarda katma degerli hizmetler sunulmas! ve dagitimin limanlardan yapilmasi faaliyetleri
gerceklestirilmektedir. Bu ¢alisma; Liman Merkezli Lojistigin Tiirkiye’de uygulanip uygulanmadigini,
uygulaniyor ise diger tilke uygulamalari ile benzer ve farkli yénlerini tespit etmek amactyla yapilmistir.
Calismada, Ege Bélgesinde yer alan limanlarla ve limanlarin yakin geri sahalardaki antrepolar Liman
Merkezli Lojistik konsepti cercevesinde degerlendirilmistir. Bu calisma ile Tiirkiye’deki limanlar iizerinden
gelen mallarin geleneksel yiik akis sistemine bir alternatif olacagi degerlendirilen LMLnin, Tiirkiye'deki
uygulama durumu ve imkanlari arastirilarak literatiire katki yapilmasi hedeflenmektedir.

Anahtar Kelimeler: Liman Merkezli Lojistik, Liman, Lojistik Hizmetler, Antrepo.

Port Centric Logistics: An Evaluation for Aegean Region

Abstract

It has been noted that due to its importance in the global transportation, some companies have been
establishing important part of their supply chains in the seaports. In line with these changes, seaports
have been changed into logistic centers by starting to give certain logistic services. With a new concept
which came out with these practices and named as the “Port Centric Logistics’, the goods are stored,
value added logistics services are given, and deliveries are made in these centers. This study is done to
determine if “Port Centric Logistics” is being applied in Turkey, and if so, it is to identify the practice
affinities and differences from the ones in other countries. In this study seaport and close by warehouses
in the Aegean region is evaluated in “Port Centric Logistics” concept. This study aims to contribute to
literature by identifying the PCL’s practices and prospects in Turkey which is considered as an alternative
to the traditional way of goods movement.

Keywords: Port Centric Logistics, Port, Logistics Services, Warehouse.
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1. Giris

Liman sistemi sadece ulastirma
sisteminin tamamlayic1 bir unsuru degil,
ayni zamanda Uretim ve lojistik sisteminin
temel alt sistemidir [1]. Tedarik zinciri
icinde limanlarin rolii basit bir aktarma
merkezinden o6nemli bir lojistik diigim
noktasina dogru gelismektedir. Tedarik
zinciri stratejileri kapsaminda limanlar
aktarma  merkezi, dagitm  merkezi
veya lojistik merkez gibi rollere sahip
olabilmektedir. Yasanan bu gelismeler
sonucunda diinyada dnde gelen konteyner
limanlarinda Liman Merkezli Lojistik
(LML) uygulanmaktadir. LML kavramina
ilave olarak literatirde az da olsa
limanda islenmis (port-based), limanda
konumlanmis (port-located) gibi kavramlar
da yer almaktadir LML son yillarda
ozellikle Ingiltere ve Amerika’da liman
yetkilileri tarafindan yogun bir sekilde
tesvik edilmekte ve gelistirilmektedir
[2]. Diinyada LMLye 6rnek olacak énemli
uygulamalar olarak Ingiltere’de Teesport,
London Gateway limanlari ve PD Limanlari
[12, 13, 14], Hutchison limanlar1 [17],
Hollanda Rotterdam Limami [10] ve
Antwerp Limani gosterilebilir.

LML uygulamalar ile ilgili uluslararasi
kaynaklarda bazi calismalarin yapildig:
ve firmalarin LMLye yonelik yatirim
ve yonlendirmelerinin oldugu yapilan
literatiir =~ taramasinda  goriilmektedir.
Ancak Tiirkiye’de LML uygulamalar ile
ilgili bilimsel bir c¢alisma yapilmamistir.
Calismada LMLnin Tiirkiye’de uygulanip
uygulanmadigl, uygulaniyor ise diger
tilkeler ile benzer ve farkli yonlerinin
olup olmadigr arastirilmistir. Bu ¢alisma
ile geleneksel yik akis sistemine bir
alternatif olarak degerlendirilen LMLnin,
Tiirkiye’deki uygulama imkanlari
arastirilarak literatiire katki yapilmasi
hedeflenmektedir. Calismada Tirkiye'nin
Ege Bolgesindeki limanlar ve ‘A’ tipi
glimriikstiz antrepo isletmeleri ile yari
yapilandirilmis goriismeler yapilmistir.

2. Onceki Calismalar

fhtiyaclar1 siirekli degisen ekonomi
ve tasima sistemleri liman sistemleri
lizerinde altyapi, {styaps, ekipman,
verimlilik, organizasyon vb. agisindan baski
olusturmaktadir [3]. Olusan bu baskilar
sonucu limanlarin altyapisi ve lstyapisi ile
orgiit yapisi degismekte ve degisiklikler
sonucunda limanda sunulan hizmet
geliserek artmaktadir. Onceleri yalmzca
gemilerinbarinmasiigintasarlananlimanlar,
sonralar1 hizmet {retim merkezlerine
doniismiislerdir [4, 5]. Limanlar, artan
teknolojik ve lojistik yenilikler nedeniyle
yuk ellecleme ve depolama hizmetlerinin
yani sira cesitli katma degerli hizmetleri
yerine getirmektedir [6]. Son yillarda
tiretimde gozlenen kiiresellesme sayesinde
limanlarin lojistik bir merkez olarak 6nemi
daha da artmis ve bu durum limanlarin
lojistikte katma deger hizmetler yapmasini
zorunlu kilmistir [7].

Liman isletmeleri, ana liman faaliyeti
haricindeki islerden de yiiksek kar marji
elde edebileceklerini ve gemiler icin
rihtim ve diger temel liman hizmetlerinin
saglanmasina ilaveten daha farkli hizmetler
verebileceklerini  diislinmektedir  [8].
Liman sektorii rekabet¢i bir ortamda

ayakta kalabilmek ve hizla degisen
miisteri taleplerine kendilerini adapte
etmek icin, tedarik zincirinin tiimiine

yonelmeye baslamis ve katma degerli
hizmet sunmaya odaklanmistir [9]. Deniz
lojistigi; deniz ulastirmasi, geleneksel
lojistik fonksiyonu (6r.: depolama, antrepo,
dagitim merkezlerinde sunulan hizmetler
gibi) ve bitiinlesik lojistik faaliyetleri
(or. etiketleme, montaj, tamiri iceren
katma degerli hizmetleri) ile ilgilidir
[10]. Diinyanin en 6nemli limanlari olan
Avrupa ve Uzakdogu limanlarinin etrafinda
katma deger lojistik hizmetlerin verildigi
lojistik merkezler dikkat ceker [4]. Bu
tir yapilanmalar Langen [11] tarafindan
“liman kiimesi” olarak adlandirilmistir.
Mangan ve digerleri [8] LMLYyi; dagitim
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ve diger katma degerli lojistik hizmetlerinin
liman sahas1 icinde gergeklestirilmesi
olarak tanmimlamakta ve yaptiklari calismada
LML'nin ithal ytklere yonelik uygulandigini
vurgulanmaktadir. Acciaro ve McKinnon [2]
tarafindan yapilan ¢alismada LMLYyi “ithal
edilen yiikler depolanmakta, elleclenmekte
ve sonrasinda kamyonlarla veya demiryolu
vagonlariyla hinterlanttaki miisterilere
dagitilmaktadir” seklinde aciklamistir.
Baker ve Sleeman [12] ise LMLYyi; “liman
sahasinda veya liman sahasina ¢ok yakin bir
noktada depolama faaliyetleri ve buralarda
verilecek lojistik hizmetler ile tedarik
zincirinin verimliliginin arttirilmasi” olarak
ifade etmektedir. PD limanlarinin ticari
yoneticisi Graham Wall, LML uygulamasina
iliskin [13]; mallarin ithalat noktasina
yakin bolgelerde bosaltildigini, ihtiyac
duyulana kadar giimrikli depolarda
tutuldugunu, sonrasinda dogrudan son
misteriye gonderildigini ifade etmistir.
LML uygulamasini deniz lojistik merkezi
olarakifade eden Nam ve Song [10] LML i¢in
“tasima ve aktarmada ytiikiin kapidan kapiya
tasinmasini saglayan bir diigiim noktasi,
gecici olarak depolama ve smiflandirma
isleviyle ana dagitim merkezi ve bolgesel
ve uluslararast oOlcekte katma degerli
hizmetlerin yaratildigi ve kolaylastirildig:
yerler” ifadesini kullanmistir.

Monios ve Wilmsmeier [14]
calismasinda LMLnin i¢ bolgelerde de
uygulanmasinin miimkiin oldugunu
ifade etmektedir. Mangan ve digerlerinin
tedarik zinciri kapsaminda limanlarin
oynadigl rolleri inceleyen c¢alismasinda
[8]; LML uygulamasi ile firmalarin dagitim
merkezlerinin limanlara kurulmasi, bazi
durumlarda firmalar i¢in arazi maliyetinin
olmamasi ve trafikte sikisikligin
engellenmesine yonelik katki sagladigini
sdylemis, LMLnin Ingiltere’deki limanlar
tarafindan savunuldugunu belirtmistir.
Mangan ve digerleri yine ayni ¢alismasinda,
LML uygulamasi ile ithal konteynerlerin
limanda bosaltilmasi1 sonucu yollarda bos

(geri donen) konteynerlerin bir¢ogunun
azalttigin1 ifade etmis ve bu konuya
ornek olarak Ingiltere’de her 5.000 TEU
konteynerin liman icinde bosaltilmasi
ile toplamda 1,1 milyon km yol tasarrufu
sagladigini belirtmistir [15].

Limanlar LML uygulayarak miisteriler
ile uzun dénemli iliski kurabilmektedir. Bu
hizmetler sonucunda miisteri portféytiniin
genislemesi ile bolgede bulunan diger
limanlara karsi rekabet avantaji elde
edilebilmektedir.

Uriinlerin limanda bulunan dagitim
merkezlerini kullanarak dogrudan
dagitilmasi, sunulan depolama ve katma
degerli hizmetler ile tedarik zincirinin
yeniden diizenlenmesini saglamaktadir.
Yeni tedarik zinciri yapisinda liman
ile dUrinin teslim edildigi noktalar
arasindaki verilen hizmetlerin limanlardan
alinabilmesi sonucunda yiikiin nakliye
ve ellecleme sayillar1  azalmaktadir.
Ayrica limandaki depo ve tesislerin ortak
kullanimindan dolay1 o6lgek ekonomisi
saglanabilmekte ve firmalar igin yer
ve fiyat avantaji elde edilebilmektedir.
Konteynerlerin limanlarda bosaltilmasiyla,
bos konteynerlerin limana geri donts
maliyeti minimize edilmektedir.

Tablo 1. Liman Merkezli Lojistigin Avantajlari

Taraflar Sundugu Avantajlar

- Atil arazilerin degerlendirilmesi
Liman - Miisterileri ile uzun donemli bag
Isletmeleri kurulmasi

- Rekabet avantaji

- Konteyner geri dontis siirelerini

Gemi hatlar: hizlandirmasi

- Daha giiclii bir tedarik zinciri
olusturulabilmesi

Miisteriler . -
- Maliyet avantaji saglamasi
- Diizenli ve hizl bir dagitim
- CO, saliniminin azalmasi
Toplum - Kent ici trafik sikisikliginin

azalmasi

Kaynak: Yazar tarafindan olusturulmustur.
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LML konseptinin daha iyi anlasilmasi
amaciyla Sekil 1’de yer alan LML'nin girdi-
stirec-ciktilar1  olusturulmustur. LML
uygulamasinda liman isletmeleri, gemi
hatlar1 ve liman misterilerinin birlikte
etkilenmesi nedeniyle bu unsurlara da yer
verilmistir.

Modern lojistik merkezler, kapsaml
ve gelismis katma degerli hizmetler
sunmaktadir  [10]. Konsept olarak
bakildiginda lojistik merkezler bir tesise
verilen isimdir, ancak LML bir sisteme
verilen isimdir LML ve geleneksel
lojistik merkezlerde sunulan hizmetlerin

Sekil 1: Liman Merkezli Lojistigin Girdi, Siire¢ ve Ciktilari

Kaynak: Yazar tarafindan olusturulmustur.

Tablo 2: LML ve Geleneksel Lojistik Merkezlerde
Sunulan Hizmetler

Geleneksel
Lojistik Merkez

LML
Uygulamasi

Lojistik
Hizmetler

Depolama ve

Antrepo X X

Dagitim

Gumrik

Yiik toplama

Stok Yonetimi

Montaj

Muayene

Paketleme

Etiketleme

ol Eol Bl Bl Kol Bl Eol Bl Ko

Barkotlama

Tedarik

Siparis yonetimi

R R e e R e o R R

Ellegleme X

Kaynak: Yazar tarafindan olusturulmustur.

karsilastirilmasi Tablo 2’de goriilmektedir.

Tablo 2’de gorildigi gibi lojistik
merkezler ile LML  uygulamasinda
sunulan katma degerli lojistik hizmetler
ortiismektedir.

3. Metodoloji
Bu calismada lojistik ve tedarik zinciri
yonetiminin uygulama ve stratejileri
kapsaminda limanlarin oynadigi rollerin
gelismesi ile ortaya ¢ikan LML kavrami
hakkinda literatiir ve Turkiye’deki LML
uygulamalari arastirilmistir. Diinya
literattiriinde oldukga kisith, Tirkiye'de
ise ele alinmamis bu konu hakkinda
yapilan bu calisma, konu hakkinda temel
bilgiyi vermeyi amaglayan Kkesifsel bir
nitelige sahiptir. Kisitli sayidaki literatiiriin
taramasina ilaveten uygulama alani olarak
limancilik faaliyetlerinin yogun oldugu Ege
bolgesi tercih edilmistir.
Arastirmada  bir

nitel arastirma
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yontemi olan yar1 yapilandirilmis gériisme
yontemi uygulanmistir. Yapilan goriismeler
kayit altina alinmis ve ¢oéziimlenmistir.
Arastirmanin yar1 yapilandirilmis gériisme
ile yapilmas1 ve her bir isletmenin farkl
uygulamalarinin daha iyi anlasilabilmesi
amaciyla, yapilan goriismeler sonucunda
elde edilen veriler betimsel analiz
yontemi ile ¢oziimlenmistir Betimsel
analiz yontemine gore elde edilen veriler,
daha oOnce belirlenen temalara gore
ozetlenmekte =~ ve  yorumlanmaktadir
[18]. Yar1 yapilandirilmis goriisme igin
hazirlanan sorular; literatiir taramasi
sonucu elde edilen bilgiler, gorisiilen
firmalar hakkinda yapilan 6n arastirmalar
ile Tirkiye'nin lojistik yapilanmas1 dikkate
alinarak hazirlanmistir. Sorular oncelikli
olarak sektor uzmanlarinin gorisiine
sunulmustur.  Sonrasinda isletmelerin
faaliyet alanina bagh olarak sorular
ozellestirilmistir.

Tiim isletmeler Ocak-Mart 2016
tarihleri arasinda yerinde ziyaret edilmis,
ilgili yoneticiler ile yiiz yiize gorisilmis
ve hazirlanan sorular dogrudan Kkisilere
yoneltilmistir. Arastirma kapsaminda Ege
Bolgesinde sadece kendi yiiklerine degil
liclinci taraflara hizmet veren 6 liman
isletmesi ile goriismeler yapilmis, bolgenin
LML konusunda mevcut durumu 6ncelikle
tespit edilmeye calisilmistir. Calisma sadece
liman isletmeleriyle sinirli tutulmamis LML
uygulamasina olan benzerliklerinden dolay1
Ege bolgesinde A Tipi Genel Antrepo isleten
bir isletme ve ayrica giimriik mevzuatinin
LML konusunda belirleyici olmasindan
dolay1 bolgede giimriikleme hizmeti veren
bir isletme de ¢calismaya dahil edilmistir.

4. Veri Toplama Siireci ve Elde Edilen
Veriler

Arastirmanin kapsami, Ege bolgesinde
bulunan limanlar ile liman bdlgesinde
“A’ tipi gimrikli genel antrepo isleten
firmanin LML uygulama durumunu,
avantajli  yonlerini ve uygulamanin

kisitlarini icermektedir. Arastirma
kapsaminda Izmir bélgesinde bulunan
6 liman yoneticisi, liman bolgesinde tek
“A” tipi antrepo isletmecisi olan bir firma
ve bir glimrik misaviri ile gortismeler
yapilmistir. Goriisiilen limanlar “Liman-1,
Liman-2, Liman-3, Liman-4 Liman-5
ve Liman-6" olarak adlandirilmistir. 6
liman isletmesine ilaveten 1 A Tipi Genel
Antrepo ve 1 GuUmrik hizmeti veren
isletme ile goriismeler gerceklestirilmistir.
Arastirmanin sonunda, elde edilen bulgular
ile LML hakkinda en ¢ok bilimsel yayinlarin
ve uygulamalarin gorildiigii Ingiltere’deki
uygulamalar karsilastirilmistir.

Calismanin bu bdliminde sirasiyla
glimrik, liman ve antrepo goriismelerinin
detaylar1 agiklanmistir.

4.1. Giimriikleme Hizmeti Veren isletme
ile Yapilan Goriismelerden Elde Edilen
Veriler

Tiirkiye’de uygulanan giimriik mevzuati
geregi ihtisas glmriikleri bulunmaktadir
[19]. Ihtisas glimriigii kapsamindaki mallar
mevzuatla belirlenen Ihtisas Giimriik
Midirligi tarafindan isleme alinmakta ve
bu durum bazimallari¢in LML uygulamasini
engellemektedir. ~ Gimrik  alanindaki
bir diger kisit ise zamandir. Limanlarda
Gecici Depolama Alani (GDA) bulunma
zorunlulugu vardir, bu depolarda mallar en
fazla 45 gilin depolanabilmektedir. Zaman
kisitinin 6ntine gecilebilmesi i¢cin mallar “A”
tipi glimriikli antrepolarda depolanmalidir.
“A” tipi gimriklii antreponun liman icinde
kurulmasi zorunlu degildir, liman disinda
bulunan antrepolarda da mal depolanabilir.

GiimrikMisaviriileyapilangoriismeden
Tiirkiye’deki glimriik mevzuatinda yer alan
ve alicis1 belli olmayan yiiklerin emre (to
order) gonderilebilecegi 6grenilmistir. Bu
uygulamada satilmak iizere yurt disindan
ithal edilen mal, alicisinin belli olmadig:
durumlarda miilkiyet ve sorumluluk
haklarinin alic1 yerine gecen bir isletmeye
verilmesi zorunludur. Gonderici firma
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bu haklar1 devretmek icin Tirkiye'deki
bir “A” tipi glimriikli antrepo isleticisine,
alicist belli olmayan “to order” fatura
diizenlemektedir.

avantajli hale gelmektedir. Ayrica, emre
(to order) gonderimlerde, gonderici tek
seferde ¢ok miktarda mal gonderebildigi
icin navlun maliyetini de disiirmektedir.

| EMRE (TO ORDER) FATURA

“X" MIKTAR MALI AKTARMA TALIMATI

L 4 w
YURT DISI . “N" TiPi YK B FIRMASI
GONDERIC K > ANTREPO > (ALICI)
FIRMA isLeTiC 7 )
»
| P |
|| : i |
i v C FIRMASI
ALICI
I ig: D FIRMASI |
)
| 2 ALiCI T I
:m
| | I

Sekil 2: Liman Merkezli Lojistigin Girdi, Siire¢ ve Ciktilari

Kaynak: Yazar tarafindan olusturulmustur.

“A” tipi gumrikli antrepo isleticisi
glimriik  beyannamesini  diizenleyerek
antreposunda bu mali gdndericinin
istedigi kosullarda depolamakta ve bu
depolarda triine katma degerli hizmetler
sunmaktadir.  Gonderici  firma, asil
miisterisine satis yaptigi zaman satis
yapilan miktar kadar iriin i¢in alic1 adina
fatura kesilmekte ve antrepo isleticisine
de ne kadar mali, hangi kosullarda ve
nereye aktaracagi talimati verilmektedir.
Geriye kalan mallar ise antrepo isleticisi
sorumlulugunda depolanmakta ve satis
yapilmasi durumunda bunlar da parti
parti ithalat islemleri yapilarak tilke i¢ine
alinmaktadir. Bu uygulama, mallarin “A”
tipi gimriiklii antrepolarda depolanmasi,
buralarda katma degerli hizmetlere tabi
tutulabilmesi ve dagitimin burada yapilmasi
nedene ile LML konseptine uygun oldugu
goriilmektedir. Mal antrepoda siiresiz
tutulabildigi ve ¢ekilen miktar kadar
KDV 6dendiginden dolayr bu uygulama

Bunun sonucunda da malin alicilara toplam
maliyeti daha diisiik olmaktadir.

Sonu¢ olarak; LML konsepti geregi,
parti parti mal dagitimi yapilabilmesi i¢in
ithal mallar “A” tipi genel antrepolarda
tutulmahdir.  Aksi  takdirde gimriik
mevzuatl geregi zaman kisiti nedeniyle
LML  uygulanamayacaktir.  Tirkiye’'nin
mevzuatinda ihtisas gimriigii ve limanda
bekleme siiresi gibi bazi kisitlar yer alsa da
genel anlamda mevzuat cercevesinde ¢ogu
yik cesidi icin LML uygulanabilmektedir.

4.2. Liman Hizmeti Veren Isletmeler
ile Yapilan Goriismelerden Elde Edilen
Veriler

Ege bolgesindeki limanlar iizerinde
genellikle mamul veya yart mamul mallar
ithal edilmekte, bitmis {iriin olarak ithal
mal girisi ¢ok az gerceklesmektedir.
Limanlardan dagitim islemi genellikle
ithalatgr firmalar tarafindan organize
edildiginden, liman isletmesinin dagitim
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stirecinde herhangi bir rol almadig ilk
tespitler arasinda yer almaktadir. Ilave
olarak limanlarda temel hizmetin disinda
hizmet sunma istegi oldugu, ancak liman
kullanicilarinin bu yondeki taleplerinin ¢ok
az oldugu tespit edilmistir. Bu siireglere
ilave olarak c¢ogu limanin sadece temel
liman hizmeti vermekle yetindigi, bunun
haricinde yiikleme-bosaltma gibi hizmetler
ile tasima islem ve araclarinin misteriler
tarafindan saglandigi, limanin bu islere
hi¢ girmedigi liman ydneticileri ile yapilan
goriismelerden tespit edilmistir.

Gorusiilen Kisilere limanlarda olmasi
gereken asgari kriterlerin neler olmasi
gerektigi soruldugunda alinan cevaplar
asagidaki gibidir:
¢ Liman sahasinda uygun bir arazi,
¢ Limana ait bir antrepo,

e Yeterli ekipman,

¢ Bilgi teknolojisi,

e Altyapy,

e Siirecleri  yonetebilecek ve
liretebilecek tecriibeli personel.
Yoneticiler tarafindan yeterli alanin

mevcut oldugu ve liman isletmelerinin
gerekli yatirnmi yaptigi slirece her
tirli katma degerli lojistik hizmetleri
verebilecegi belirtilmektedir. Ancak c¢ogu
liman yoOnetiminin miisteriye katma
degerli hizmet sunma yoniinde bir istegi
bulunmamaktadir.

Liman-2 mevcut antreposunu iki katina
cikarmakicinyeniyatirimyaptigive projenin
tamamlanmasiyla toplamda 41 adet kapali
ve yaklasik 62.000 m? acik alandan olusan
“A” tipi genel antrepoya sahip olacaklarini
belirtmistir. Bu yatirimin yan sira depolar
ve Ust yapilarini yiike gore dizayn etme
girisimlerinin de oldugu 6grenilmistir.
Bu yatirimlar ile yakin gelecekte konsept
olarak LML uygulamada bolgede oncii
olacaklar1 degerlendirilmektedir.

Liman-3, sahip olduklar1 antrepolar
miisterilere cazip imkanlar sunarak
limana daha fazla gemi ¢ekmek amaciyla
kullandigim belirtmistir. Ancak,

proje

antrepolarda hicbir katma degerli hizmet
sunmadiklari ve sadece miisterilerine
kiraya verdikleri 6grenilmistir.

Bunlarin haricinde yeterli alan1 ve
“A” tipi antrepolar1 bulunmasina ragmen
mevcut olanaklarim1 degerlendiremeyen
limanlarin da oldugu goriilmistiir.

Diger yandan bazi liman isletmelerinin
LML konseptine uygun faaliyetlerde
bulundugu tespit edilmistir  Ornegin
Liman-1 tarafindan bir iiretim isletmesine
stearik asit ithalati icin bir proje
gelistirilmistir. Liman-1'in gelistirdigi proje
ile bir seferde 25-30 konteyner icinde
gelen stearik asit Liman-1'in antreposuna
bosaltilmakta, burada depolanmakta ve
alic1 isletmenin istedigi miktar ve zamanda,
Big Bag'lere (biiylik cuvallar) yiiklenerek
tek seferde 25 ton olarak karayolundan
sevki yapilmaktadir.

Yiikiin konteyner yerine Big Bag'lar
ile tasmmmasi ile tek seferde tasinan
yik miktarinda yaklasik % 47’lik artis
ve bos konteynerin geri doniis tasima
maliyetlerinde azalma oldugu goérilmistir.
Buna ilave olarak alici isletmenin stok
seviyesi diismiis ve stok maliyetleri
azalmistir. Alici isletme kendi deposunda
kullandig palet maliyetinden kurtulmustur.

Liman-2 antreposunda uzun siireli
depolama hizmeti vermektedir. ithalatc
firmanin sadece ihtiyaci olan mal kadar
cektigiveithal ettigi mal kadar vergi 6dedigi,
boylece giimriik vergisi avantaj elde ettigi ve
bu nedenlerle uzun stireli depolama hizmeti
almayi tercih ettigi belirtilmistir. Ayrica, i¢
nakliye Liman-2 tarafindan yapilmakta ve
buna ilave olarak, talep olmasi durumunda
miisterinin istedigi noktaya dagitim hizmeti
sunulmaktadir. Ornek olarak; gemi ile gelen
ylk antrepoya alinarak misterinin istedigi
kosullarda depolanmis ve yiik daha sonra
[skenderun’a sevk edilmistir. Bu sekilde
miisteriye ellecleme, depolama ve tasima
olarak triin paketi sunulmustur.

Yapilan goérismeler sonucunda LML
konsepti kapsaminda olmasi gereken
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depolama, katma degerli hizmetler
ve dagiim faaliyetlerinin Ege Bolgesi
limanlarindaki uygulama y6ntemleri Tablo
3‘de ozetlenmistir. Dagitim faaliyetlerinde
yer alan “dis kaynak”, limanin dis kaynak
kullanarak dagitim isini organize etmesini
ifade etmektedir.

Rusya’dan gelen bugday antrepolarinda
paketlenerek konteynere yiiklenmis ve
daha sonra ihrag edilmistir.

Liman-2 antrepolarinda depolanan
tahil  vb. mallarin belli araliklarla
sicaklik dlgtimleri yapilmakta, anormal
sicakliga ulastigl tespit edilen mallar icin

Tablo 3: LML Konsepti Kapsaminda Ege Bélgesindeki Limanlarin Uygulama Yontemleri

LIMANLAR DEPOLAMA m:gagﬁfgg L DAGITIM
LIMAN-1 Liman Antreposu Liman + Miisteri Dis kaynak + Miisteri
LIMAN-2 Liman Antreposu Liman + Miisteri Dis kaynak + Miisteri
LIMAN-3 Liman Antreposu Misteri Miisteri
LIMAN-4 Yoktur Liman Miisteri
LIMAN-5 (K;“;?t”l‘ﬁn ﬁ“;gig?;‘;e) Miisteri Miisteri
LIMAN-6 Liman Antreposu Miisteri Miisteri

Kaynak: Yazar tarafindan olusturulmustur.

ihracat
literatiirde

yonli LML  uygulamasina
rastlanilmamis olmasina
ragmen, yapilan arastirmada ihrac
mallarda da uygulandigi goriilmiistir.
Tiirkiye’de lretilen ve petrokimya triini
olan silfiir ve kiikiirt Liman-1'in liman
sahasi disindaki bir deposuna parti parti
bulk olarak getirilerek toplanmakta, birer
ton olarak Big Bag'lerle konteynerlere
yerlestirilerek istenilen miktar ve yerlere
ihra¢ edilmektedir. Bu {riinlerin bulk
olarak gonderilme olanagl olmasinda
ragmen, miktarinin az olmasi nedeniyle
tasima maliyeti olduk¢a arttigindan daha
ekonomik olan bu ydéntemin uygulandigi
liman yoneticisi tarafindan ifade edilmistir.

Tiirkiye ihracatinda o6nemli bir yere
sahip olan ve bolgede faaliyet gdsteren bir
isletmenin LML kapsaminda ihracat yonli
bir talebi oldugu ancak yer kisitindan
ve bu islemi yoOnetebilecek yazilima
ihtivac duyuldugundan liman tarafindan
uygulanamadig1 6grenilmistir.

Liman-2 tarafindan transit yiike yonelik
de LML uygulandig1 tespit edilmistir.

ithalat¢1 onay1 ile depo icinde ellegleme,

havalandirma gibi sicakhigi diisiirecek
islemler yapilabilmektedir. Ayrica
gelen tahil paketlenerek konteynere

doldurulmakta ve ihra¢ edilmektedir.

Liman-4 hi¢ antreposu olmamasina
ragmen depolama alaninda etiketleme,
barkotlama, kolileme veya kolilerin
acilmasi, paletleme ve strecleme gibi
miisteri taleplerinin yerine getirildigi
gorilmiustir.

LML konseptine uygun hizmet alan
firmanin liman ile uzun siireli g¢alismasi
gerektiginden limanlarin is hacminin
artacagl tim liman yoneticileri tarafindan
ifade edilmektedir.

Miisteri acisindan LMLnin faydalarinin
tespiti i¢in liman yoneticilerine yoneltilen
sorulara; maliyet-verimlilik-depolama-
tasima gibi lojistik uygulamalar arasinda
ters yonlii bir iliski olabilecegi, bu
nedenle miisteri taleplerinin proje bazh
degerlendirilmesi gerektigi ifade edilmistir.
Ornegin giivenligi artirmak isteyen bir
miisterinin talepleri yerine getirilirken
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maliyetin de artabilecegi ya da tasima
maliyeti artan bir mal icin stoklama
maliyetinin diisebilecegi buna ilave olarak
bazi konularda dl¢iilemeyen maliyetlerinde
oldugu yoniinde agiklamalar yapilmistir.

LML uygulamasinda proje bazinda elde
edilebilecek faydalar asagidaki gibi ifade
edilmistir:

« Lojistik maliyetler diisebilir,

« Stok maliyeti diisebilir,

¢ Ellecleme icin ilave ekipman ve isgiict

tasarrufunda bulunabilir,

eStok tutulan depolardan avantaj
saglayabilir,
eHasar ve sigorta maliyetlerini
diistrebilir,
oGlmriik vergisinden avantaj
saglayabilir.
Liman  yoneticilerine  misterilerin

LML uygulamalarina giren herhangi bir
taleplerinin olup olmadig1 soruldugunda,
¢ok az talebin geldigi ve bunlardan
bazilarinin uygulandigr bazilarinin ise
uygulanamadigl  6grenilmisti.  Bunlara
ilave olarak; bazi ithalatcilarin ¢alismis
olduklar1 depo ve nakliyecileriyle ayr1 ayri
baglanti kurup, bu siireglerin organize
edilmesinde bir takim sikintilar yasadiklari
icin limandan antrepo talep ettiklerini, bu
tiir talepler nedeniyle de Liman-2’'nin “A”
tipi genel antrepo statiisiinde depo yapma
karari aldig1 6grenilmistir.

Son olarak liman isletmelerine Ege
Bolgesinde LML uygulamasinin 6niindeki
kisitlarin  neler oldugu sorulmus ve
asagidaki ifadelere ulagilmistir:

e Limanlarin alt yapi, st yapr ve

ekipmanlarinin yetersizligi

¢ Ege bolgesindeki yiikiin agirlikli olarak

hammadde ve tahil agirlikli olmasi ile

LML uygulamasini kisitlamasi

o Uriinlerin genellikle fabrikaya, yani tek

bir noktaya dagitim yapilmasi

« thalatc1 isletmelerin limanlara bakis

acisinin kisith olmasi

e f[thalatal firmalarin LML Kkonsepti

kapsamindaki hizmetleri tam olarak

algilayamamasi
e Yetismis insan giictiniin eksikligi.

4.3. A Tipi Genel Antrepo Hizmeti Veren
isletme ile Yapilan Gériismelerden Elde
Edilen Veriler
Bu ¢alismada Geri saha Depolar1 (GSD)
da LML kapsaminda degerlendirilmistir.
Monios ve Wilmsmeier’'in [14] ¢calismasinda
ifade ettigi, i¢ bolgede (liman sahasi disinda
kara alaninda) LML uygulama o6nerisi GSD
ile 6rtiismektedir. Gorismeler sonucu tespit
edilen ve LML ile ortiisen uygulamalar
asagidaki gibidir:
¢ DB Schenker Arkas lojistik firmasinin
Sasali ve  Siitciiler/Kemalpasa’da
antrepo  6zelligi olan  depolari
mevcuttur ve bu depolarda IKEA'ya
lojistik hizmet vermektedir. Konteyner
ile gelen IKEAnin mallar1 limanda
teslim alinarak transit beyanname ile

Sasal’'daki antrepoya aktarilmakta,
burada  konteynerler  bosaltilarak
mallar  depolanmakta ve IKEA

tarafindan istenilen driinler giimriik
islemleri tamamlandiktan sonra parti
parti sevk edilmektedir.

e Schenker lojistik firmasinin bir
baska uygulamasi ise filtre {retimi
yapan Cummins firmasinin kullandig
sa¢ Uriniinin lojistik strecleridir.
Cummins firmasi Ege Serbest Bolgede
(A tipi glimrikli antrepo statiisiinde)
iretim yapmakta ve ihtiya¢ duydugu
sa¢ Urinind yurt disindan temin
etmektedir. Yurt disindaki tedarikgi
firma tarafindan emre siparisle (to
order) Schenker’e gonderilen mallar
Siitciiler’deki  “A”  tipi antrepoda
depolanmakta ve Cummins’in istedigi
miktar mal, yukarida anlatilan “to
order” sistemi dahilinde Cummins’e
gonderilmektedir. Ayrica, Schenker
Cummins firmas1 adina stok takibi
de yapmakta ve stok seviyesi
azaldigindan yurt disindaki tedarikei
bilgilendirilmektedir.
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GSD’lerin  limana  uzak  olmasi
nedeniyle misteriler daha fazla bir ara
nakliye masrafina maruz kalmaktadir.
Bunun yani sira arastirma kapsaminda
gortisiilen Gimrik Misaviri tarafindan;
biiyiik firmalarin bu masrafi goze aldig1 ve
hizmetlerini bu GSD’lerde almak istedigini

belirtilmistir, bu  tercihin  nedenleri
asagidaki gibidir:
e Liman sahasindaki antrepolarin

kapasite olarak yetersiz kalmasi,
e Limanlardaki antrepolarin limana
gemi cekmek amaciyla kullanilma tercihi
nedeniyle depoculuk mantigindan biraz
farkl isletilerek yeterli katma degerli
hizmetlerin verilememesi,
e Liman antrepolarinda
hizmetlerin bircogunun
tarafindan yapilmasi gerekliligi.
Limandan yiikiin alinmasi, antrepoda
depolanmasi, katma degerli lojistik
hizmetlerin sunulmasi ve istenilen noktaya
yikiin dagitiminin yapilmasi islemleri,
bir paket olarak veya miisterinin talep
ettigi lojistik hizmetler parcali olarak
GSD’ler tarafindan sunulmaktadir. Burada
verilen katma degerli hizmetler arasinda
konteyner ylkleme-bosaltma, stok
kontrolii, paletleme, strecleme, ellegme,

saglanan
musteri

ilaclama ve benzeri depo-ici hizmetler
sayllabilir. Diger yandan goriisme yapilan
antrepo isletmesinin ihrag tiriinlere yonelik
de LML yaptig1 6grenilmistir.

“A" tipi genel antrepo isletmesi
miisterilerinin antrepo kullanma nedenleri
su gerekgelere dayandirmistir:

e Antrepoda depolanan mallarin

ihtiyac duyuldugunda istenilen

miktarinin millilestirilerek ithalatinin
yapilmasi nedeniyle vergi avantajindan

faydalanilmasi,

e Depolama siiresi (vergi 6denmeden
malin  istendigi kadar antrepoda
tutulmasi),

e Firmalarin kendi antrepo kapasitesinin
yetersizligi nedeniyle irinleri

antrepoda depolamak istemesi
e Antrepolarda  sunulan
hizmetlerden vergi alinmamasi

diger

5. Arastirmanin Bulgular ve Diinyadaki
LML Uygulamalar ile Karsilastirmalar

Ege Bolgesi liman ve antrepo
isletmelerinin LML uygulayabilme
olanaklar1 LML taniminda yer alan kriterler
cercevesinde Tablo 4’de olusturulmustur.
Tablo 4, yapilan gorismelerin bir o6zeti
niteligindedir.

Tablo 4: Ege Bélgesi Liman ve Antrepo Isletmelerinin LML Uygulayabilme Olanaklari

Limanlar Elleclenen
ve Lojistik egenen Depolama Katma Degerli Hizmetler Dagitim
. Yiik Cesidi
Firmasi
- Konteynerin doldurulmasi
bosaltilmasi,
- Uriiniin uygun sartlarda muhafazasi, | - Istenilen zaman ve
- Konteyner, . : .
. - Liman - llaglama miktarda,
Liman-1 - Ro-Ro . Co i « - . L
. Antreposu - Miisteri istegine gore dagitim icin - Miisterinin talep
- Genel yuk oo
hazirlanmasi. ettigi noktaya.
- Paketleme,
- Koruyucu ambalajlama vb.
- Liman - Konteynerin doldurulmasi ; .
- Istenilen zaman ve
Antreposu bosaltilmasi, .
. - Genel kargo, . e miktarda,
Liman-2 - b - (Limana - Is1 6l¢timii . .
- Dokme yiik. - Miisterinin talep
Yakin - Harmanlama, ettigi noktava
Bolgede) - Havalandirma. & ya.
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Tablo 4: Ege Bélgesi Liman ve Antrepo Isletmelerinin LML Uygulayabilme Olanaklari (Cont’)

. - Konteyner, - Liman - Miisteri tarafindan organize - Misteri .
Liman-3 - Dokme yiik. | Antreposu edilmekte ve yapilmaktadir. tarafindan organize
yuk. P yap ' edilmektedir.
- Etiketleme,
- Barkotlama, - Miisteri
Liman-4 - Konteyner - - Kolileme veya Kolilerin bozulmasi, tarafindan organize
- Paletleme, edilmektedir.
- Stregeleme.
- Liman - Miisteri
. - Konteyner, | Antreposu - Miisteri tarafindan organize ? .
Liman-5 - N . tarafindan organize
- Dokme yiik. | (kapatilma edilmekte ve yapilmaktadir. . -
. edilmektedir.
stirecinde)
.. . . N . . - Mugteri
. - Dokme yiik, | - Liman - Miisteri tarafindan organize .
Liman-6 - Genel Kargo | Antreposu edilmekte ve yapilmaktadir. tarafindan organize
& P yap ' edilmektedir.
- Konteynerin doldurulmasi
- Liman bosaltilmasi,
Limanlardan N ) . | - Stok kontrold, ; .
N . bolgesindeki - Istenilen zaman ve
Bagimsiz “A PR - Paketleme, .
. - Konteyner, A’ tipi miktarda,
Tipi Genel . N - Paletleme . L
- Dokme yiik. | antrepo - Miisterinin talep
Antrepo . .| - Stregleme, i
: . statiistindeki IR ettigi noktaya.
Isletmesi . - Is1 6l¢limii,
terminal
- Havalandirma,
- [laglama vb.
- Konteyner, | - Limana - Konteynerin doldurulmasi - [stenilen zaman ve
GSD - Genel 25.5-78.9 km | bosaltilmas, miktarda,
Kargo, mesafede “A” | - Stok kontrolii, - Miisterinin talep
- Dokme yiik | tipi antrepo - Paketleme, ettigi noktaya.

Kaynak: Yazar tarafindan olusturulmustur.

Diger yandan Tablo 5’de anlasilacag:
gibi Ege Bolgesinde mevcut uygulamalar
biiyiik oranda Ingiltere’deki uygulamalar
ile ortiismektedir. Ancak Ege Bolgesindeki
uygulamalarda iki farkli husus oldugu
gortilmistir. Bu farkhiliklar bazi “A” tipi

antrepolarin limandan ayr1 olarak i¢
bolgelerde kurulmus olan GSD’lerde yer
almasi ve bazi lojistik hizmetlerin miisteri
organizasyonu ile liman antrepolarinda
yapilmasidir.

Tablo 5: Ingiltere ile Ege Bélgesi Uygulamalarinin Karsilastirilmast

LML Kriterleri

Diger Ulkelerin Uygulamalar:

Ege Bolgesindeki Uygulamalar

-Li h
Antrepo Konumu iman sahasinda

- Limanin hemen bitisiginde

- Liman sahasinda
- Limanin hemen bitisiginde
- Limana 25.5-78.9 km. mesafede

Depolama

- Antrepo (Uzun stireli)

- Antrepo (Uzun siireli)

Katma Degerli Hizmetler

- Lojistik faaliyetleri alaninda her
tlrli hizmet sunulabilmektedir.

- Lojistik faaliyetleri alaninda her tiirlii
hizmet sunulabilmektedir.
- Miisteri tarafindan saglanmaktadir.

. - Liman tarafindan
Dagitim

- Lojistik sirketler tarafindan

- Liman tarafindan
- Lojistik sirketler tarafindan
- Miisteri tarafindan

Kaynak: Yazar tarafindan olusturulmustur.
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6. Sonuclar

Uluslararasi ticarette 6nemlibir yeri olan
deniz ulastirmasinin {ilkelerin ekonomik
gelismedeki katkis1 aciktir Bu nedenle
limanlar temel rollerinin yami sira lojistik
faaliyetlerde daha etkin kullanilmalidir.
Limanlarin lojistik siireclerde etkinliginin
artirllmast ekonomi basta olmak iizere
bir¢ok alani etkilemektedir.

Limanlar yillar i¢cinde gelisen 6zellikleri
ile 6nce dagitim merkezi haline gelmis
ve daha sonraki donemlerde verdikleri
hizmetlerle lojistik merkezlere doniismeye
baslamistir. Bu degisimin  nedeni
teknolojik gelisim ve firmalarin tedarik
zinciri yapilarim1 daha ekonomik hale
getirme arayisi sonucunda yasanmigtir.
Bu gelismelerin etkisiyle limanlar gemiye
ve yike vermis oldugu hizmetlere ilave
olarak lojistik hizmetler de iiretmektedir.
Dolayisiyla  limanlar, yiikiin  tasima
modunun degistirildigi, lojistik faaliyetleri
biinyesinde barindirdigi ve yiike katma
deger hizmetlerin sunuldugu tesisler haline
gelmistir.

Uluslararasi ticarete konu olan mallarin
biiyiikcogunlugunundenizyoluile tasinmasi
ve limanlarin denizyolu tasimaciligindaki
onemi nedeniyle, lojistik sirketlerin liman
etrafinda veya limana yakin bir konumda
kuruldugu goriilmektedir. Limanlarin ¢esitli
nedenlerle veremedigi lojistik hizmetler,
limana yakin konumda olan bu lojistik
sirketleri tarafindan verilmektedir.

Limanlarin degisen rolii kapsaminda
yeni uygulama ve Kkavramlar ortaya
cikmaktadir. LML bu kavramlardan biridir
ve liman bolgesinde yiikiin depolanmasi,
yuki katma degerler sunulmasi ve yiik
dagitiminin limanlardan yapilmasi
anlamma  gelmektedir LML  anilan
faaliyetler nedeniyle limanlarin tedarik
zinciri icerisindeki etkinlik ve verimini
arttirmaktadir.

LML uygulamasi ekonomik ve cevresel
stirdiirtilebilirlige  katki  saglamaktadir.
Ayrica limanlarin misteriler ile uzun

donemli iliski kurmasi nedeniyle daha
gilicli ve stirdurilebilir tedarik zinciri
olusturmaktadir.

Arastirma kapsaminda elde edilen
bulgular degerlendirildiginde LML'nin diger
ilke uygulamalarindan saglanan faydalar
ile hemen hemen ortiistiigi goriilmektedir.
Diger yandan Ege Bolgesinde LML
uygulanmasinin dniindeki kisitlarin agagida
yer alan nedenlerden kaynaklandig: tespit
edilmistir:

e Limanlarin olanak ve kabiliyetlerinin

yetersizligi,

o Izmir bélgesine gelen yiik cesitlerinin

LML uygulamasina uygun olmamasi,

e Firmalarin limani bakis agisinin kisith

olmasi,

e Firmalarin LML konseptinde yer alan

uygulamalar1 tam anlayamamasi,

¢ Yetismis insan giicliniin eksikligi.

Liman isletmeleri, lojistik sirketler,
ticari isletmeler ile diger kurum ve
kuruluslar i¢in arastirma sonucunda elde
edilen bulgular dogrultusunda gelistirilen
oneriler asagidaki gibidir:

e Limanlar, gelismis bir depoculuk

hizmeti  sunabilecegi  kapali  ve

acik antrepolar insa etmeli veya
mevcut antrepolarimi bu kapsamda
gelistirmelidir,

e Liman hizmetlerine diger lojistik

hizmetler de dahil edilmelidir,

e Limanlar temel liman hizmetlerine

ilave olarak depolama (antrepoda),

katma degerli lojistik hizmetler ve
dagitim faaliyetlerini igeren miisteri
odakl projeler hazirlamahdir,

e Hazirlanan projeler, elleclemeden

dagitim hizmetine kadar tiim lojistik

faaliyetleri iceren bir lojistik hizmet
paketi olarak miisteriye sunulmalidir,

e Antrepolarini depoculuk kapsaminda

isletemeyecek durumda olan limanlar,

lojistik firmalar ile is ortakligi yaparak
liman antreposunda katma degerli
hizmet sunmahdir,

e Lojistik firmalar1 tarafindan planlanan
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“A” tipi genel antrepolar liman sinirlari
icine ya da yakinina insa edilmelidir,

e Ozellikle kendi depo/antreposu
olmayan ve uluslararasi ticaret yapan
firmalar hem ihracat hem de ithalat

mallar1 icin depolama alani olarak
antrepolari kullanmaldir,
e Ticari isletmeler yeni lojistik

uygulamalarina acik olmali ve lojistik
maliyetleri diisiirecek projeleri dikkate
almalidir,

¢ Lojistik merkez ve GSD’lerde “A” tipi
genel antrepo isleten lojistik firmalari
hizmetlerini liman merkezli sunmalidir,
e Serbest bolgeler ile ihracata yonelik

tretim  bolgeleri liman  smirinda

veya limana c¢ok yakin yerlerde

konuslanmalhdir.

Bu c¢alismanin  Tirkiye'de LML
konusunda yayinlanmis ilk  makale
olmasindan, konu hakkinda daha c¢ok
fazla yol alinmasi gerektigi sonucuna
ulasilmaktadi. ~ Oneri  olarak LML
kapsaminda yapilacak olan  sonraki

arastirmalarda, konteynerize ve o0zellikle
perakende yiklerin daha c¢ok islendigi
Marmara Bolgesi limanlarinin arastirmaya
dahil edilmesi gerekmektedir. [hracat
yonlii yasanan aksakliklarin daha detayli
arastirilmasi, hangi durumlarda, LML hangi

durumlarda geleneksel uygulamalarin
tercih  edilecegine  karar  verilmesi
gerekmektedir.

Kaynakca

[1] Bichou, K. ve Gray R. (2004).

A Logistics And Supply Chain
Management Approach To Port
Performance Measurement. Maritime
Policy&Management. January-
March,31(1):47-67.

[2] Acciaro, M. ve Mckinnon, A. (2013).
Efficient Hinterland Transport
Infrastructure and Services for
Large Container Ports. International
Transpot Forum. Discussion Paper No.
2013-19.

[3]

[4]

[6]

[9]

[10]

[11]

[12]

Millan PC., Pequera, M A. ve
Castanedo, ]. (2014). Essays on Port
Economics: Physica-Verlag.

Esmer, S. (2009). Konteyner
Terminallerinde Lojistik Siireclerin
Optimizasyonu ve Bir Simulasyon
Modeli. (Yayinlanmamis Doktora
Tezi). izmir: Dokuz Eyliil Universitesi
Sosyal Bilimler Enstitiisii.

Tongzon, ], Chang, Y.T. ve Lee, S.Y.
(2009) How Supply Chain Oriented is
The Port Sector?, International Journal
of Production Economics 8:.21-34.
Bayraktutan, Y., Tiylioglu, S.
ve Ozbilgin, M. (2012). Lojistik
Sektoriinde Yogunlasma Analizi ve
Lojistik Gelismislik Endeksi: Kocaeli
Ornegi. Uluslararas1 Alanya Isletme
Fakiltesi Dergisi. 4(3): 61-71.

Esmer, S. (2008). izmir Alsancak
Limam1 Yik Analizi. Dokuz Eyliil
Universitesi Sosyal Bilimler Enstitiisii
Dergisi. 10(4): 113-125.

Mangan, J., Lalwani, C. ve Fynes, B.
(2008). Port Centric Logistics. The
international Journal of Logistics
Management. 19(1): 29-41.

Zeybek, H. (2007) Ulasim Sektoriinde
Intermodalite ve Lojistik Alanindaki
Gelismeler ve Tiirkiye'ye yansimalari.
Gazi Universitesi Sosyal Bilimler
Enstitiisii  Isletme Anabilim Dali
Yayinlanmamis Doktora Tezi.
Nam,H.S., Song D.W. (2011) Defining
Maritime Logistics Hub and Its
implication for Container Port.
Maritime Policy and Management.
38(3): 269-292.

Langen, de, PW. (2002). Clustering and
Performance : The Case of Maritime
Clustering In The Netherlands.
Maritime Policy and Management,
29(3), 209-221.

Baker. P. ve Sleeman. J. (2011). The
Impact of Economic and Supply Chain
Trends on British Warehousing.
Logistics Research Network 2011

315



© UCTEA The Chamber of Marine Engineers

Journal of ETA Maritime Science

[13]

[14]

[15]

[16]

[17]

[18]

[19]

Conference. Southampton. 7-9 Eyliil
2011.

Wall, G. (2007) Heading For The
Coast Is Port-Centric Logistics The
Way Forward?, Logistics & Transport
Focus. 9:42-44.

Monios, J. ve Wilmsmeier, G. (2012)
Port-Centric Logistics, Dry Ports and
Offshore Logistics Hubs: Strategies
To Overcome Double Peripherality?,
Maritime Policy & Management,
39(2): 207-226.

Stitt, L. (2012). Port West Supply
Chain  Proposition, https://ssnrc.
business.uq.edu.au/system/files/
pob_port_west_value_proposition_
final.pdf.Erisim Tarihi:29 Mart 2015.
http://www.pdports.co.uk/en/
portcentric/. Erisim Tarihi: 08 Subat
2015.

Hutchison Port (UK) (2009). Port-
Centric Logistics - Integrated Supply
Chain Solutions, Logistics & Transport
Focus. 11: 52-53.

Yildirim, A. ve Simsek H. (2011).
Sosyal Bilimlerde Nitel Arastirma
Yontemleri. Se¢kin.

ihtisas Giimriik Uygulamasi. (2013).
http://ggm.gtb.gov.tr/gumruk-
idareleri/ihtisas-gumrukleri-
uygulamasi. Erisim Tarihi: 10 Aralik
2015.

316



Review (RE) Oncii et al./ JEMS, 2016; 4(4): 317-332

Received: 29 July 2016 Accepted: 21 November 2016 DOI ID: 10.5505/jems.2016.29591

Review (RE) Corresponding Author: Ali ONCU

Effects of Local Administrations in Maritime Transportation and Coastal
Areas: TRNC Case

Ali ONCU", Giilsiim BEKTAS?, Serdar KUM?

'Inénii Municipality, TRNC; University of Kyrenia, Faculty of Maritime Studies, TRNC, alioncu1988@hotmail.com
2Girne American University, Marine School, TRNC, gulsumbektas@hotmail.com
3{stanbul Technical University, Maritime Faculty, Turkey, kumse@itu.edu.tr

Abstract

Municipalities are the institutions which can identify the regional problems better, as they are the closest
governmental unit to the public. Ensuring the participation of public in the administration, improving life
quality within borders of the municipality, regional public wealth, peace and welfare, meeting the local
requirements in a modernized attitude are among the main duties of them. Activity and service areas of
local administrations have been increased progressively during the recent years. Since the environmental
problems have no limit in their nature, all communities are affected by the increasing regional issues which
can be felt globally. Considering the environmental problems only in the surrounding of TRNC and trying
to solve those by coastal management systems would not be possible. The environmental problems should
be taken into account by the all stakeholders, having integrated coastal management in mind. The priority
should be given to protect the environment and prevent pollution by information sharing with interested
parties. In this study; local administration approaches on marine environment and marine activities are
investigated, and the authority, responsibility and what the local administrations can act on these issues are
searched and finally aimed to provide some recommendations for the existing situation in the TRNC.

Keywords: TRNC, Local Administrations, Environment Policies, Integrated Coast Management, Maritime Transportation.

Yerel Yonetimlerin Deniz Ulastirmasi ve Kiy1 Alanlarindaki Etkileri: KKTC Ornegi

Oz

Belediyeler halka yakin birimler olmasindan ve bélgesel sorunlari en iyi bilmelerinden dolayi, halkin
katihmini saglayabilmesi, belediye sinirlari icinde halkin yasam kalitesinin gelismesi, belde halkinin refahi,
mutlulugu ve esenligi konusunda ortak yerel gereksinimlerin cagdas bir anlayis ve tutum ile ele alinmasi
gibi yerel yonetim gorevleri vardir. Yerel yénetimlerin faaliyet ve hizmet alanlari son yillarda gittikce daha
da artis géstermektedir. Cevre sorunlarinin siir tanimayan ézelligi nedeniyle bélgesel sorunlarin birleserek
kiiresel boyutta cogalarak hissetmemizi sagliyor. Cevre sorunlarini sadece KKTC etrafinda diisiinmek
kiy1 yénetim sistemiyle sorunlart ¢c6zmek miimkiin olamayacaktir. Bunun biitiinlesik kiy1 yontemiyle, tiim
paydaslarla beraber diistiniilmeli ve bilgi paylasimi ile cevre korumast ve gevre kirliligine éncelik verilmelidir.
Bu ¢alismada; yerel yénetimlerin cevre ve denizsel faaliyetler konusunda yaklasimlari incelenmis, yerel
yénetimlerin yetki, sorumluluklart ve yapabilecekleri konusunda arastirma yapilarak KKTC'deki mevcut
durumlar i¢in éneriler sunulmaktadir.

Anahtar Kelimeler: KKTC, Yerel Yonetimler, Yerindelik Kavrami, Biitiinciil Kiy1 Yonetimi, Deniz Isletmeciligi.
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1. Introduction

Cyprus Island is the third largest island
in the Mediterranean Sea, following Sicily
and Sardinia. It is politically divided
into two parts, Turkish Cypriots living in
the Northern and Greek Cypriots living
in the Southern part. Being a member
of the European Union (EU), Southern
Greek Cypriot Administration which
has completed its integration is the
country recognised by the world. On the
other hand, Turkish Cypriot community,
after foundation of Turkish Republic of
Northern Cyprus (TRNC) in 1983, has
been experiencing isolations, left alone
by the EU, whereas most of its citizens are
individually citizens of the EU. Having EU
citizenships individually does not help for
solving the problems of whole community.
Due to non-recognition of the companies
running marine activities in the TRNC, one
of the main difficulties the country faces
is lack of direct trade. It is not possible for
ship owners to invest in their companies
as they are overwhelmed by the economic
conditions. As a result of that, EU funds
cannot be used and the government does
not provide any incentives for the marine
activities and companies hardly take a
step towards better future. There are 28
municipalities in TRNC. Although all areas
in the country are within the borders of a
municipality, there are six municipalities
which can provide all services needed.
Other municipalities are not able to
provide all the services because they are
small scaled. The central government takes
the stage in this case and provides the
services which the municipalities cannot
do. However, this practice contravenes
with the legitimacy concept.

Especially in coastal areas,
local administrations have a lot of
responsibilities. Coastlines are generally
preferred for residential purposes, as
people buy their second houses for
vacation near coastal areas. This makes

those regions attractive. Acceleration of
industrialisation leads new requirements,
so that the natural and ecological balance
in coastal areas are corrupted. A system
will be set up in consultation with
stakeholders, e.g. the local administrations
in the coastal areas, the government, non-
governmental organisations, universities,
to determine long term objectives and
take decisions to maintain the ecological
balance, which may reduce the public
concerns.

These objectives should be opened
to the public consultation by taking legal
actions (regulation, ordinance, legal
decisions, and legislation) and preparing
Energy Information Administration (EIA)
Reports and planning procedures. The
cooperation between the stakeholders led
to coastal area management and integrated
coastline management preventing the
environmental issues in the countries
having Mediterranean coasts. A system
which will bring legitimacy principle to
forefront should be foreseen. Any marine
activity that local administrations have
authority does not exist in the country yet
despite all the efforts in order to activate
the maritime transportation in various
ways in the EU countries and Turkey.

2. Marine Activities and Municipalities
in TRNC

Total coastline length of Cyprus Island
is 782.5 km, while the Northern partis 396
km (50.61%), the Southern part is 307.9
km (39.31%) and British bases area is 78.9
km (10.08%). As it is understood, 67% of
TRNC consists of coastline which is 396
km long. Characteristics of shorelines in
the Mediterranean Sea differ from country
to country. Shorelines are continuously in
change. In the Northern Cyprus coastline,
there is a sensitively balanced habitat of
various living creatures.
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2.1. Harbour Works

Gazimagusa (Famagusta) harbour has
been a busy harbour, for transit cargo
facilities, in history due to its location.
Container transportation has become a
promising activity for future. In case of a
change in TRNC’s political status, these
activities would lead a significant return
in the economy. For an increase in transit
cargo capacity, good infrastructural projects
and investment are required. All harbours
in the country should be improved in
technical and administrative way in order
to be able to compete with the harbours in
the southern Cyprus.

Cruise tourism is not developed in the
country and the biggest factor is that it
does not exist in the international arena.
For the future, it is necessary to prepare
infrastructure in the field of tourism at
harbours. If good infrastructural steps
are taken, the significant income will be
ensured from cruising, especially through
Gazimagusa harbour.

Yacht tourism at harbours and yacht
accommodation capacity in the country are
currently low. However, developing yacht
tourism may pose advantages, in the future,
due to island’s location. It might increase
the interest to the region by organising
more activities. The biggest yacht tourism
investment in TRNC is made in Karpaz
peninsula (Karpazgate Marina, 300 yacht
capacity) and the capacity is quite good.
However, other tourism activities should
being parallel with the activities organised
at Marina.

2.2. Maritime Affairs

Maritime transportation is performed
by 20 small and large companies. The
harbours are in Gazimagusa (city harbour
for cargo ships, Kalecik harbour for fuel,
plaster, and cement), Kyrenia (yacht
harbour and Teknecik filling facility) and
Gemikonagl. Even if it is a small-scaled
activity, container and Ro-Ro transportation

are carried out in Kyrenia and Famagusta
harbours. Besides, there are 6 fishing ports
in the country. Fishing activities have very
small contribution to the economy since
fish stock at coasts is very low apart from
Karpaz peninsula as well as not having
deep sea fishing. As a result of this, the
improvement of fishing is prevented.
Nowadays, the amount of fish production is
approximately 500 tonnes/year [1].

2.3. Local administrations in the TRNC

All residential areas in the country
fall within the borders of municipalities
which are 28 in total. Municipalities are
the institutions which know the regional
problems better than any other authority,
as they are the closest governmental unit
to the public. Ensuring the participation of
public in the administration, improving life
quality within borders of the municipality,
regional public welfare, peace and safety,
meeting the local requirements in a
modernised attitude are among the main
duties of the municipalities.

Local administrations should also have
authority in the places such as harbours,
fishing ports, marinas including coastal
areas falling in their region. Municipalities
should also ensure coordination with the
NGOs (Non-Governmental Organisation),
other public and private institutions, and
try to minimise pressure from the other
parties. Environmental problems are
gradually increasing due to population
increase especially in Kyrenia, irregular
urbanization, consumption, frenzy and
negligent people. The central government
holds the authority of harbours and
shorelines. Lackofcoordinationbetween the
government and local administrations leads
confusion in practice. Committees that have
representatives from local governorates,
NGOs and the central governments should
be established under local administrations.
Municipalities should work in compliance
with the central government in respect of
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planning, implementing, controlling, taking
measures and establishing appropriate
policies according to current conditions. As
aresult, municipalities should be competent
and effective at marinas, harbours, yacht
harbours and shorelines. A Vessel Traffic
Services (VTS) will be useful for this aim

[2].

2.4. Environmental Management
System and Current Status of Local
Administrations

Just like improvements at the practices
followed in environment policies and
protection of natural habitats, there are
some experiences in the improvement of
the management systems. In the way of
EU harmonisation, the most important
model is ISO 14001. In Turkey where it is
mandatory, many companies have been
entitled to receive this certificate, whereas
in TRNC it can be taken on voluntary basis.
So, the standards function on voluntary
principle. ISO 14001 Standard is based on
“Plan-Implement-Control-Take =~ Measure”
methodology. Companies’ objective for
issuing this certificate is to prove their
sensitivity to its customers and gain trust
[3]- As the EU legislation is not in force
in TRNC, current situation about these
standards are not even getting closer to the
desired level. The most important factor is
that the central governments are reluctant
to the compliance. The responsibilities and
obligations of the municipalities can be
defined as legal, technical, administrative,
institutive, economical and human-related
issues.

3. Significance of Marine Habitat and
Protection of Coastal Areas
Environmental management is
regulated under the Environment Law
and the Constitution in the TRNC. Every
citizen has right to live in a safe and
balanced environment. Any natural or
legal person shall not dispose, for any

purpose, liquid, gas, or solid waste to the
dams, streams or lakes, which potentially
threatens public health or marine habitats.
Improving, protecting environment and
preventing pollution are the vital duties of
the Government and natural/legal persons
living in the country [4].

3.1. Environmental Management

It consists of implementing policies
and strategies which are laid out in local,
regional, national and global level for
meeting current and future generations’
needs without causing any impact on the
environment, by using administrative,
technical, legal, political, economic,
sociological and cultural means in order to
ensure sustainable use and improvement of
natural and artificial environment aspects.
Generally, environmental management
aims to protect the nature both in short
and long term, prevent deterioration,
inspect disposal of waste, maintain good
natural cycle, improve natural habitats
[5]- Environmental management process
covers establishment of an organisation
which  will ensure communication,
planning, coordination and inspection both
in public and private sector for protection,
assessment and improvement of natural
resources to give opportunity to living
creatures to live in a safe and balanced
environment [6]. As it can be understood
from the definition, objective of the
environmental management is to find an
answer to the question of how and in what
extent using of natural resources such as
air, water and soil, preserve the ecological
balance.  Environmental = management
which prioritise presence of balance in use
of natural resources may also be linked to
sustainable development [7]. In the world,
where the natural resources stay the same
and population increases, the need of an
environmental management is obvious
[8]. Coastlines are generally preferred for
residential purposes, as people buy their
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second houses for vacation near coastal
areas. Privatisation of natural resources
should be prevented, and those should be
kept under authority of municipalities and
the government. Environmental permits
should not be given to the projects which
have potential impact on the environment.
City Planning permits for coastal areas
should not be issued. Public consultation
and involving NGOs to evaluations of any
project are vital. In addition to global
environmental problems, local and regional
environmental problems also lower life
quality. This presents the need for evaluating
and solving the problems by handling them
locally and considering them globally.
Besides the importance of coordination
among the countries to find solutions
to global environmental issues, regional
and local studies also play an important
role. Pollution is mainly caused by human
activities which lead deterioration and the
environment can neither renew nor recycle
itself. The most significant type of pollution
is “air pollution”, followed by “water
pollution”. Authorities try to minimise
pollution by making studies at legal level.
Another environmental problem is soil
pollution due to the use of soil for wrong
purposes and erosion. Lastly, noise problem
for which some preventive measures are
taken to minimise.
Measuresand projects forenvironmental
protection remain incapable since the
pollution is continuously increasing and
changing itself. For this reason, more
extensive economical, technological,
scientific, legal, social and political projects
should be prepared in coordination
other countries besides making legal
amendments locally. The National Physical
Plan (NPP) has been presented to all NGOs
in the country for consultation. In strategical
objective, natural resources, biological
diversity, preserving historical and
cultural heritage, preventing pollution and
environmental risks are identified. In the

plan, apart from the economic importance
of the environment, policies would be
written down for good management of
ecological values, establishing tourist
attractions, maintaining public health and
high quality living standards. Protection
of natural resources, biological diversity,
historical and cultural heritage, elimination
of pollution risk from the coastal areas and
minimising the impact on the environment
are key objectives of the Plan. According
to TRNC Strategic Plan, it is stated that
for a safe island having ecosystems with
high biological diversity, the ability to
act should be acquired together with
the other countries which have coasts in
the Mediterranean Sea. The Barcelona
Conventionprovidesaframeworkforsetting
environmental standards and objectives
that are agreed to by all the Contracting
Parties, as well as for sharing important
information for management. Just like in
the other Mediterranean Coastal Countries,
natural and cultural values of coastal areas
are under duress due to pollution and
urbanization pressure. Marine and Coastal
Protection Areas should be established and
inspected by all stakeholders in order to
ensure sustainability. All living creatures in
the Mediterranean are threatened because
of marine pollution, fisheries, industrial
facilities, overuse of resources and other
human activities.

3.2. Ecosystems in the Mediterranean
Recently, the sea has become an ideal
disposal area for the wastes generated
as a result of human activities. It seems
that the wastes disappear instantly in the
sea. Tragically, a complex combination of
pollutants exists in the coastal waters [9].
Since territorial and marine habitat differ,
special expertise is needed in examining
marine pollution, varying from one country
to another. Therefore, information exchange
among the countries is also important.
For instance, if any accident occurs in the
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Mediterranean Sea, it affects all coastal
areas in the region, so all relevant countries
should be informed to minimise the impact.
Governments which are participants of
local or world organisations may establish
an environment for protection, research
and sustainable use of marine organisms
and ecosystems; however, they may also
cause conditions which have potential harm
to aforementioned aspects. Existence of big
differences between the industrialised and
developing countries is the most important
political obstacle in front of solving
environmental problems. Marine habitats
are under a great risk due the conflict
between the countries. Reflection of this
can clearly be seen in the Mediterranean,
as the northern coast are surrounded by
industrialised countries of Europe (France,
Spain, Italy, Croatia, Greece, etc.) while
the southern coasts by the developing
countries (Morocco, Algeria, Tunisia, Libya
and Egypt) [10].

3.3. Protection of Coastal Areas

Coast can be described in general as
the point where territory and water meet.
Yet, there are various physical factors and
natural processes that shape the concept
of coast. These cause the coast to have a
dynamic structure, changing constantly.
Coast, which varies widely depending on
meteorological events, may be defined as a
border line where water of the sea, lake and
stream contacts the territory [11]. Coasts
have been the focus points of modernisation
in the history because of unique natural
resources, easy access to international
market and gained sociological importance
in terms of use and settlement purposes.
The coastal areas where settlement,
social and economic activities are intense
encounter some problems. There is a
need of systematic and sustainable coastal
management for protection, improvement
and sustainable use of natural and
environmental resources. It also plays an

important role in national economy of
many countries [12]. In the economies
depending on population, there is a need
for coastal areas and resources related
to those. Problems such as an increase
in destruction of natural resources as a
result of natural disasters (erosion, flood,
and earthquake) and unbalanced overuse
of territorial and water resources in the
regions can be observed. Air pollution,
general environment pollution, noise and
various complexities are the other related
problems. Being aware of the existing
resources being limited, many studies have
been initialised to find long term solutions
to the problems, in which long term
protection of vital elements and areas in the
region are discussed. In the development of
our coastal areas, for maintaining balance
between long term and short term solutions
and understanding objectives, it is needed
to support the system with appropriate and
latest engineering technologies and socio-
economical elements. In consequence,
coastal areas should be improved and
arranged well as soon as possible. Aiming
to maintain balance and preserve the
integrity between nature, environment and
species, pollutants should be identified and
try to eliminate or minimise them by using
Geographical Information Systems (GIS).
Protection of Coastal Areas under TRNC
Constitution (Article 38), coasts at the
possession of the state shall only be used
for public interest. Facilities owned by the
state, vital and for public interest shall only
be established in the area falling within 100
m coastlines for the coastal areas out of
municipality borders and shall be subjected
to fee with intention of national security,
public order, public interest, public health
and protection of environment. Sanctions
and penalties shall apply on ships and other
vessels that cause pollution, infringing
Article 19 of Environment Law which lays
down restrictions and bans, in coastal
areas, territorial waters and harbours
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under authority of Turkish Republic of

Northern Cyprus. Sanctions shall be applied

by Harbours Department if the pollution is

within the borders of interior and exterior
of harbours, and by Coast Guard Command
if the pollution is in territorial waters out of
harbour borders.

The objectives of defining coastal area

management methods are as follows [13];

¢ Identifying mutual effects of coast
use and institutions in a balanced and
planned way.

e Establishing a decision mechanism
and integrated policy which cover
all stakeholders, in order to promote
common and balanced use of natural
resources.

¢ Focusing on common shares in coast
management.

¢ Preparingastatusevaluation, estimating
the future developments and identifying
institutions” performances, strength
and weaknesses for projects. In other
words, SWOT analysis.

e There is a complex combination of
pollutants in the coastal waters. So
that, encouraging implementation of
Environment Information Systems
which reflect changes with presence of
pollutants.

¢ The central government should involve
local administrations, environment
organizations, NGOs in planning and
decision taking processes. Exchanging
information among the stakeholders
via Environmental Impact Assessment
(EIA).

4. Environmental Impact Assessment
Reports

Environmental Impact Assessment
(EIA) shall mean studies for determining
significant and insignificant effects of a
project on the environment, minimising
or preventing the significant impacts
by taking some measures, evaluating
proposal technologies and alternatives

while taking those measures, implementing
and monitoring the projects. Summary
information about EIA reports in Turkey,
European countries and TRNC is explained
in the following parts.

4.1. Environmental Impact Assessment
Report in Turkey

In the Republic of Turkey, EIA is defined
as follows, in Article 4 “Definitions”
under Environmental Impact Assessment
Regulation published on 17 July 2007.
Environmental Impact Assessment shall
mean studies for determining significant
and insignificant effects of a project on the
environment, minimising or preventing
the significant impacts by taking some
measures, evaluating proposal technologies
and alternatives while taking those
measures, implementing and monitoring
the projects. Control measure’ principle
which is among the main principles and
objectives of environmental policies
foreseen to take immediate measures
before acquiring scientific evidence in
case of a project is estimated to have any
significant impact on the environment.
Environmental Impact Assessment is also a
tool for preventing potential impact on the
environment [14].

4.2. Environmental Impact Assessment
in the European Union Countries
Environmental Impact Assessment was
revealed in the USA in 1970s, and then
has was adopted as a binding Regulation
for the EU countries, under Environment
Directive (85/337) in 1985. In Turkey, EIA
implementation came into force in 1983,
with Article 10 of Environment Law (2872).
Europe Environment Agency (AEA) is a key
institution who plays an important role in
the EIA subject. AEAisin charge of providing
safe and independent information about
the environment. It is also an information
resource for public, beside the experts
who work on developing, implementing
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and evaluating policies. Along with the EU
countries, Norway, Iceland, Liechtenstein
and Switzerland, Turkey is also a member
of AEA. The agreement on Participation
of Republic of Turkey in European
Environment Agency and European
Information and Observation Network was
signed in 2000. In the adoption process of
the agreement, it entered into force by the
Law numbered as 4794 on 23/1/2003 at
the Parliament of Turkey.

4.3. Environmental Impact Assessment
in Turkish Republic of Northern Cyprus
An EIA report in the TRNC is evaluated
by the Environment Protection Department
under Ministry of Tourism, Environment
and Culture. Environmental Impact
Assessment shall be carried out for all
project proposals which have potential
significant impact on the environment.
Strategic Environmental Assessment shall
be carried out for all plans and programmes
which have potential significant impact
on the environment, aiming to contribute
for taking environmental aspects into
consideration, by the relevant sector, and to
protect the environment. Until preliminary
scanning is completed for the projects
which are subject to EIA, no permit, licence,
approval or incentive shall be given to
the investor. These rules shall apply for
both public and private sector, including
the government, local administrations
and other public institutions. EIA reports
are evaluated by Environmental Impact
Assessment Commission established under
Environment Protection Department.

4.4. Issues in Coastal Areas

Coastal areas have been always
preferred due to rich natural resources,
cultural and historical values, beside
their unique beauty. In connection
with the great interest, various issues
revealed in these regions. It can be listed
as deterioration caused by touristic

investments, constructional activities in
the regions having natural significance,
marine pollution due to bottom sweep,
bailing and fish farms, pollution due to ship
dismantling facilities and shipyards, water
movement preventive physical and chemical
intervention, excessive, out-of-season and
destructive hunting, any filling and digging
activities, deterioration of natural beauty
due to erosion and accumulations, and
uncontrolled structuring and technical and
social infrastructure deficiencies in the
activities held in coastal areas etc.

Coasts are used for purposes of
settling, trade, industry, resource, tourism,
recreation, waste disposal, food, etc.
However, characteristics of coastal regions
have been deteriorating and treads for
natural balance have been revealed.
Biological, hydro biological, ecological,
climatic and physiological features are
affected. While the coastal areas are
considered as economic development
for the central and local administrations,
generally the main aim is to obtain benefit
in a short period of time. In consequence
of such an approach, deterioration of the
coastal areas in a short while is obvious
[11]. In order to develop an efficient coastal
management in Turkey, common approach
in the administration should be established
by giving responsibilities and duties to local
institutions and organizations, universities,
regional structures and non-governmental
organisations. Sustainable coastal area
management can only be achieved by
active participation of local people and
institutions. This process is considerably
dynamic [15].

4.5. Coastal Policy of the European
Union

The coastal areas which are under effect
of environmental problems have become
one of the issues that are being dealt in
EU countries. The European Union has
carried studies and researches for taking
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specific measures devoted to the coastal
areas. Moreover, in the EU countries there
are many aspects which are dealt together;
natural and cultural inheritance tourism,
pollution and maritime safety, fisheries,
environment natural, agricultural and
touristic places, energy and industry. On
these subjects, the EU has achieved to
maintain a common practice. It is also
important to share information and
recommendations between the countries, in
order to reach good practice on protection
of the coastal areas. The European
Union has not recently carried out any
legal activity specifically related to the
protection of coastal areas [16]. However,
there are some rules in other legislations,
such as; environmental impact evaluation,
accessing information on neighbourhood
problems, quality of drinkable and tap
water, potential risk factors for animal
and public health, marine habitat,
treatment of waste water, purification of
pollution, pollution in streams and lakes,
environmental protection, poultry animals,
preservation of species habitats. Nowadays,
the European Union is making amendments
in the regulations related to coastal and
marine areas [17].

4.6. Integrated and Combined Coastal
Areas Management

Integrated coast management approach
was introduced, in United Nations
Environment and Development Conference
held in Rio, Brazil in 1992, as a tool for
development and sustainability of coasts.
The only difference of integrated coastal
managementisits scope. Previously “coastal
area management” was common; however,
nowadays “coastal zone management”
has become more common expression. So
recently, integrated coastal management
has been the most popular expression
among the others. Issues related to the
coastal areas are handled individually on
coastal area management studies. Various

problems are also raised due to presence of
more than one competent entity depending
on legal and administrative gaps, conflicts
between the relevant authorities, different
educational background of departments’
personnel or lack of information exchange
between the authorities. Marine and coastal
areas should be taken under protection for
two reasons. First, these areas are main
elements for the continuation of living on
earth. Secondly, these areas bear various
opportunities in maintaining continuous
andbalanced development. Inthisapproach,
as itwas stated in the United Nations Marine
Law Agreement, countries with coasts have
all rights and responsibilities for protection
and sustainable use of these areas. Those
countries shall establish an integrated
approach towards conservation of coastal
areas, in terms of regional, national and local
administrative levels and take measures
depending on the current and potential
environmental issues. Until today, although
measures related to protection of sea and
coastal resources have been taken by states
at national, regional or local levels, their
efforts have not maintained fully continuous
and consistent development yet. However,
applied pressure and deformation of
natural qualities are gradually increasing.
So, countries with coasts should use
this integrated approach which aims to
ensure continuity of decision making and
implementation, take advantage of natural
resources at a balanced level and have a
preventive system instead of reparative.
Governments which have coastal areas
should take measures, with support of
international organisations, for maintaining
biological species and protection of
marine habitats. Every country shall also
ensure improvement on data sources
regarding coastal areas and marine habitat,
development of communal and economical
indications, regular environmental
evaluation, techniques for benefiting from
natural resources and activities, exchange of
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information and data with other countries
and access of NGOs to the relevant data.
Study results would be more helpful and
efficient if international cooperation were
maintained, especially for the developing
countries.

Countries should act together to identify
combined coastal management principles
and organise a global conference to share
experiences. Regional, sub-regional or
international organizations which have
global qualifications should support efforts
of countries with coastal areas, especially
developing ones. Rio Conference may be
considered as a critical point for a change
in the United Nations (UN) studies. One of
the documents examined in detail at the
conference was Agenda 21, Section 17.
In that document, it is clearly stated that
sectoral approach for the coastal areas
has not been helpful and sufficient for the
management of interrelated elements in
the field. So, the new proposal is to have
combined management of coastal areas
and marine habitats. Yet, it is now clear
that the sectoral approach is not sufficient
and efficient for complex coastal area
management system. In other words, there
isadirect connection between the economic
benefits and protection of natural habitats.
For this reason, the coastal areas should be
handled together with its all components,
and also policies should be identified
accordingly. Solution proposals focusing on
sectors can also solve problems temporarily.
Itis vital to have a wider approach, including
environmental, communal and economic
factors. Combined management of coastal
areas can be considered as an approach
which would create solution opportunity
for continuous and stable development.

5. Local Administrations and Maritime
Transportation

Local administrations in  TRNC
have restricted activities to maritime
transportation. The following  part

concludes the general situation and gives
brief information about the maritime
transportation in Turkey, EU and finally in
TRNC.

5.1. Maritime Transportation in Turkey
and in the EU

Most of the ships going around the
shores were owned by foreigners during
the Ottoman Period. So, shipping trade
was run by the foreign ship owners. As the
foreigners were holding stream vessels and
carrying out trade activities, the Ottomans
were trapped in period of regression.
Decline of the Ottoman Empire speeded up
during that period. Nevertheless, Aegean
Sea was a popular destination for the
ships. Europeans made co-investments and
continued to be an arbiter in shipping trade,
as aresult of developments in industry. This
big development in trade caused them to
look for a country to market their products
and created a sector in search of cheap food
supply. Most significant development in the
period of regression for the Ottomans was
warships in Europe. While the Ottomans
were busy modernising galleon ships,
Europeans opened the era of stream
vessels. Those vessels contributed to
the development of trade and facilitated
transportation to far harbours. They
dominated the maritime transportation
until the end of the Ottoman period. The
developments in the Europe had not
strengthened Ottomans, but only improved
the harbours where trade activities were
carried out.

By “Law on Coastwise Shipping and
Perform Trade at Harbours and Maritime
Territory” numbered as 815 in 19 April
1926, right of cabotage was given to
Turkish citizens and the ships carrying
Turkish flag. Treaty of Lausanne Trade
Agreement introduced equality for foreign
and Turkish ships, and also gave right of
cabotage journey, fishing and harbour
services to contracting parties carrying
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their national flags. Law on Cabotage was
adopted by performing that right. Use of
harbour services, carrying passengers, and
towing, pilotage (guidance) along Turkish
shoreline and between Turkish harbours
could only be carried out by the ships
holding Turkish flags. Law on Cabotage
was adopted on 1 July 1926 and the date
announced as Cabotage Holiday.

After the foundation of the Turkish
Republic, economic growth in Istanbul
and Izmir revealed the need of steamboats
as the small boats could not meet the
needs of public transportation. Public
transportation in Istanbul was controlled
by the municipality by a specific law.
There were very few people working in
maritime transportation sector. Since it
was post-war period, naval shipyards took
steps forward and had massive shipyards
having capacity of constructing warships
and submarines. In 1945’s, private sector
was holding steam vessels that were far
from technology. Although the country was
surrounded by the sea from three sides,
Turkey missed many good opportunities
due to lack of qualified personnel and
insufficient capacity of private sector.
Harbour and Maritime Affairs Department,
City lines enterprises, State Railways and
Harbours Administration Department were
established under the Ministry of Public
Affairs. Growth in the private sector during
1945 caused an increase in the capacity
of the harbours, and in the modernisation
of maritime sector in general. Capacity of
these investments has been increasing until
today [18]. However, giving authorities to
municipalities on maritime transportation
orinspectionduring Republicperiod wasnot
found appropriate since they did not have
technical capacity. The central government
was trying to hold all the authorities
among it. After 1970s, some duties and
authorities started to be given to the local
administrations due to developments in
industry and technology. In 2004, Law on

Municipality Authorities numbered as 3723
was adopted, and maritime transportation
duties and responsibilities were given
to the municipalities. At the same time,
the municipalities have the right to rent
public transportation tools or hire service
from other institutions [19]. Municipality
Transportation Coordination Centres were
established. However, Law on Maritime
Undersecretariat was adopted, aiming to
enable Undersecretariat to issue permits
for maritime transportation so they had
technical assessment authorities. Herein,
the central government found a way to take
authorities back by establishing such an
Undersecretariat and made municipalities
passive. Moreover, city lines were handed
over to a company established under
Istanbul Municipality. Ownership of docks
was given to municipalities.

The government held management
of maritime activities as a monopoly and
it caused system to function slowly and
many institutions were harmed due to
political pressure. Privatisation showed
rapid increase in Turkey during 1980s.
Privatisation can be interpreted as
handing over production tools partially or
completely to the private sector. Especially,
harbours and docks, marinas and all service
sectors in maritime activities have been
shared with the private sector.

Privatisation of harbours aims to create
motivation by political objectives in order
to decrease financial and administrative
load in the long term while increasing
economic gains from the developed
and improved system [20]. In Turkey,
privatised harbours have taken good steps,
investments increased and container
transportation has become at a good level.
Especially in recent years, Turkey has
showed an acceleration in maritime sector
and found solution as a result of effective
discussion. Procedures, recommendations
and regulations have been prepared and
adopted, with consultation to relevant
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institutions in maritime sector. Important
steps are taken on organisational issues
for more efficient future and a developed
sector. Organisational structure of Ministry
of Public Affairs has been changed and
became Ministry of Public Affairs, Maritime
and Communication. Harbour services have
become very important in Turkey in recent
years. Increasing number of harbours and
quality in service helped harbours to be
preferred for maritime transportation
purposes [21].

Depending on the conditions varying
in the EU countries, privatisation and
derogation methods have been tried at
the harbours. Few infrastructure services
are still under the authority of public
administration; harbour management is
financed by the central government. Most
of the maritime transportation activities
have been handed over to the public sector
in the EU. Exceptionally, harbours in the
United Kingdom have been privatised
with a special status. In other countries,
local administrations do not prefer to run
maritime transportation activities and
hire harbours on long-term contracts, in
other words they prefer privatisation. In
the EU countries, 42% of foreign trade is
carried out by sea. As most of the harbours
in the world are in the Western Europe, the
EU considers harbours strategically and
economically

5.2. Maritime Transportation in the
TRNC

Maritime transportation activities in the
country are performed at two harbours,
via ships carrying both TRNC flag and
other foreign flags. Transportation affairs
are held with various passenger, cargo
and container ships that are registered
in the country. Trade activities at Girne
(Kyrenia) Tourism Harbour are not laid
on the local administrations. On the other
hand, passenger and cargo transportation
are held in Gazimagusa Harbour. While

cargo activities are carried out by the ships
bearing various flags, there is only one
ferry used for passenger transportation
and this ferry is managed by Cyprus
Maritime Transportation Enterprises; in
which 51% share is under public authority.
It is obviously understood that TRNC local
administrations do not perform any activity
in maritime transportation field.

6. Results and Discussion

This study revealed an analysis for
better understanding of marine activities,
municipalities, importance of marine
environment and protection of coastal
areas, local administrations and maritime
transportation in the TRNC, by comparing
it with other countries. It is foreseen that
all the harbours in the country should be
improved administratively and technically
in order to be able to compete with the
harbours in South. Cruising has a promising
futurein case ofapolitical solution; however,
the activities today are not sufficient due to
countries’ condition. Yachting is open to
improvement and should be planned and
run in parallel to other tourism activities.
Fishing sector which creates added value
is not foreseen to have an increase due to
lack of far distant fishing activities. In other
words, it is carried out unprofessionally. In
other maritime transportation activities,
individual  entrepreneurship  became
prominent; however, it is far from the
governments’ support and tries to survive,
since there are many worn ships that
have flag problems. The main problem is
that conditions are not improved in the
country and it seems that there still needs
to be time for a remarkable solution.
Ensuring the participation of public in
the administration, improving life quality
within borders of the municipality, regional
public wealth, peace and welfare, meeting
the local requirements in a modernised
attitude are among the main duties of the
municipalities. The central government
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should be in cooperation with the
municipalities for better implementation
of legislation and regulations. Especially
small scaled municipalities are in need
of financial support by the central
government and this decreases the quality
of services they provide. Administrative
and technical capacity in all municipalities
should be increased. In order to succeed
in environmental management, local
administrations should be involved in the
management activities

Law on Environment, ordinances and
regulations issued under the law has
ensured protection of coastal areas in the
country because every citizen has right
to live in safe and balanced environment.
Short and long term actions should be
taken for preserving environmental
quality and preventing deterioration.
Preparation of the national physical plan
and emergency actions plans are a must.
Similar to the other countries in the
Mediterranean Sea, historical and cultural
values of the country are threatened by
the pollution and urbanisation pressure.
Logically, all resources should be used
for ensuring good conditions. There is a
need of sustainable coastal management
to identify future needs by protecting
natural and environmental resources at
coastal areas. Regarding the preparation
and evaluation of Environmental Impact
Assessment reports, all stakeholders
and NGOs should be involved in order to
reduce number of political decisions. A
constant pressure on the coastal areas
put sustainability in a difficult position.
Policies should be drawn up in cooperation
with the EU countries. All countries should
apply integrated coastal area management
in order to establish coordination when
implementing  decisions for  better
protection. Organisational structure, legal
framework, communal rules, preserving
national resources, compliance and most
importantly ensuring participation are

needed. However, collaborating with
other countries would not be so easy due
to political conditions of TRNC, although
it is a unique island in the middle of the
Mediterranean. An effective harmonisation
process is strongly needed to carry out
organisational tasks with the stakeholders.
Regarding local administrations and
maritime transportation, there is a
slight improvement after the adoption of
Cabotage Law in Turkey; however, after
1945 municipalities handed over harbours,
marinas and maritime services to the
private sector. Privatization has lead an
increase in shipping trade and also caused
a parallel increase in number of harbours
and quality of services. In the TRNC, there
is no local administration which provides
maritime transportation services, whereas
the public has approximately 51% shares of
one enterprise that has one passenger ship.

7. Conclusions

In developed countries, there is a
constant improvement in the technology.
In TRNC, rapidly increasing population,
pollution  caused by  inconvenient
structures in coastal areas, prioritising
individual interests instead of communal,
methods used by the local administrations
for solving environmental problems,
lack of organising and insufficiency of
personnel, and unfavourable conditions
in improving environment policies and
environmental planning have been causing
the deterioration of the environment. Local
administrations’ responsibilities cannot
be underestimated in the framework of
problems. Although there have been some
improvements in complying standards,
the current condition is not satisfactory.
On the other hand, although the local
administrations have been given some
responsibilities in TRNC, it is obvious that
there are still some deficiencies. If the
problems wanted to be solved from the
source, local administrations should set
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up integrated coastal area management
systems and environmental policies. So,
sustainability of desired environmental
management would reach a satisfactory
level for the legitimacy in the country, but
time is needed.

Even if the TRNC would be recognised
internationally, following agreements
and setting up strategies accordingly
would be the first step. In this context,
EU harmonisation studies should show
progress. It is very essential to agree
on authority sharing by discussing
legislations, rules and regulations with
the relevant stakeholders and to establish
cooperation protocol between institutions
and enterprises. National physical plan
should enter into force as soon as possible
and followed by long term plans and
programmes, comparing socio-economical,
ecological and cultural differences between
the regions. Sustainable objectives should
be identified in consultation with relevant
institutions. Decentralisation may facilitate

to determine the source of the problems and
find quick solutions. While implementing
incentives regarding development of
shorelines, the whole coastal area should
not be affected. In order to implement a
safe project on the shoreline, maintain
ecological balance, preserve natural and
cultural heritage, gaps in the legislations
should be filled and the authority conflict
should be solved. Plans for sustainable
progress may be drawn up in coordination,
especially with the NGOs. First of all, an
emergency plan would be drawn up and
distribution of tasks among the relevant
institutions would be decided in case of
an environmental disaster. TRNC will be
obliged to implement necessary rules in the
near future, as the harmonisation to the EU
legislation studies continue.

Due to the political reasons and power
conflicts between local administrations
and central government; decentralization,
financial autonomy, enhancement of
administrative autonomy, improvement of

Table 1: Principles Identified for Local Administrations

Items

Solution Proposals

1- Policy for Local Administrations

Arrangements for the Improvement of Administrative Capacity,
Provision of Efficiency and Enhancement of Qualified Labour Force,
Development of the Effectiveness of the Institutional Capacity and
Institutionalism for Local Administrations

2-Capacity Building and Service
Provision Methods in Local
Administrations

To ensure effectiveness in local services, establishment of quality and
quantity balance on quality basis,
Technical assistance to local administrations

3-Democracy, Representation,
Participation and Transparency in
Local Administrations

To ensure effective participation of citizens in administration,
Enhancement of Democratic Representation of Local Administration
Organs and Improvement of Democracy Awareness

4- Relations between Central
Administration and Local
Administrations

Review of duties, powers, responsibilities and relationship forms,
Main principles as democratization, rule of law and public interest.
Protection of public interest and benefit of society during decision-
making process in local administrations.

5-Inspection and Accountability mechanisms

Effectiveness of internal audit, To establish discretionary inspection

6-Environment Management in
Local Administrations

Dissemination of “Local Environment Action Plan” practices and
Effective Implementation and Inspection of Environmental Impact
Assessment process,

Performance of Legal and Institutional Restructuring for Drafting Local
Environment Action Plans
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income generation capacity, strengthening
of institutionalisation in administration,
public interest targeted service provision,
improvement of political and local efforts
on internal and external dynamics for
development and growth should be
ensured among the local administrations
in TRNC Since the capacity of maritime
sector is small in terms of developed
policies and solution proposals, the peace
process should reach an accomplishment in
TRNC as soon as possible so that all sectors
(public-private) can grow accordingly. The
management of environment and coasts
should be considered together.

This study is limited to the local
administrations in TRNC, and it is aimed
to make wide perspective by comparing
rules and procedures in Turkey and in
EU for better understanding of them.
Furthermore, it is assessed the role of local
administration in TRNC on the maritime
activities and obtained a synthesis by using
similar researches and operations not only
in Turkeybutalsoin EU countries. As aresult
ofthat, itmaybe suggested thatto determine
a specific local administration in TRNC and
to define the best local administration in
EU and to make a benchmarking based on
the maritime transportation systems for
the further studies considering to marine
environment pollution and also protection
of coastal areas. In addition, another issue
may be how local administrations are more
effective in the maritime activities (such as
collecting waste due to marine pollution,
measures to decrease coastal and marine
environment pollutions), and what the
standards and legal aspects of that are.
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Abstract

Port Klang Malaysia is the 13th busiest port in the world, the capacity at the port expected to be able to meet
the demand until 2018. It is one of the busiest ports in the world and also the busiest port in Malaysia. Even
though there are statistics published by Port Klang Authority showing that a lot of ships using this port, this
number is only based on ships that entering Port Klang. Therefore, no study has been done to investigate on
how dense the trafficis in Port Klang, Malaysia the surrounding sea including Strait of Malacca. This paper has
investigated on traffic density over Port Klang Malaysia and its surrounding sea using statistical analysis from
AlS data. As a preliminary study, this study only collected AlS data for 7 days to represent daily traffic weekly.
As a result, an hourly number of vessels, daily number of vessels, vessels classification and sizes and also traffic
paths will be plotted.

Keywords: AlS, Vessel, Traffic Density, Traffic Monitoring, Port Klang Malaysia, Navigation.

AIS Verilerinin istatistiksel Analizi Kullanilarak Klang Limam (Malezya) Deniz Trafik
Yogunlugunun incelenmesi: Bir On Calisma

Oz

Klang Limani (Malezya) diinyanin en yogun 13. limamdir. Liman kapasitesinin 2018 yilina kadar talebi
karsilayabilmesi beklenmektedir. Klang Limani, diinyadaki en yogun limanlardan biri olmakla birlikte
Malezya’daki en yogun limandir. Klang Liman Idaresi tarafindan yaymlanan, bu limani kullanan cok
sayida gemi oldugunu gdsteren istatistikler olsa da, bu say yalnizca Klang Limant’'na giris yapan gemilere
dayanmaktadir. Bu nedenle, Malakka Bogazi dahil olmak iizere Klang Limani cevresindeki deniz trafik
yogunlugunu arastirmak tizere herhangi bir calisma yapilmamistir. Bu calisma, AIS verilerinin istatistiksel
analizini yaparak Klang Limant ve cevresindeki deniz trafik yogunlugunu incelemistir. Bir 6n calisma olarak,
bu calismada giinliik trafigi haftalik olarak temsil etmek icin yalnizca 7 giinliik AIS verisi toplanmistir.Sonug
olarak gemilerin saatlik sayisi, giinliik sayisi, gemilerin siniflandirilmasi, boyutlari ve ayrica trafik yollarinin
haritasi ¢cikarilmis olacaktir.

Anahtar Kelimeler: AlS, Gemi, Trafik Yogunlugu, Trafik Gozetleme, Klang Liman1 Malezya, Seyir
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1. Introduction

Port Klang Malaysia is the major logistic
hub of Malaysia and one of the busiest
ports in South East Asia region. There are
a large number of vessels or cargo ships
transporting using the waterway in Port
Klang Malaysia. Group [1] reported that in
the first half of 2012 Port Klang Malaysia
handled 5 million Twenty-Foot Equivalent
Unit (TEU) of container traffic in total, up to
67% from 4.7 million TEUs during the same
period previous year.

As one of the busiest container port
in South East Asia, Port Klang Malaysia is
actually made up of two separate ports:
West port and North port. In the first half
of 2012, Port Klang Malaysia as a whole,
has 53 berths with a total length of 11.348
meters, including 24 container berths, with
6079 meters in total; 11 break-bulk berths,

ey,

Harda Aces 5 4/\'

laysia

Figure 1: Location of Port Klang, Malaysia

with 1486 meters; seven dry bulk berths,
with 1561 meters; nine liquid berths, with
2086 meters; a passenger berth; and a
bunker berth. The port also offers 219,249
sq meters of storage space, which includes
warehouses covered storage and open yard

space. In 2011 Port Klang Malaysia handled
some 18,117 ships in total, including
12,387 container ships, 2216 tankers, 1690
general cargo ships, 1480 passenger ships
and 411 dry cargo ships. The 2011 figure
was a substantial jump compared to 2010,
when 17910 ships docked at the port,
including 12332 container ships, 2100
tankers, 1586 general cargo ships, 1504
passenger ships and 380 dry cargo ships.
The capacity at the port expected to be
able to meet demand until 2018; however,
port operators are preparing to expand in
anticipation of future growth [1].

As reported by Watagawa [5], many
commercial vessels are using the Strait
of Malacca and Singapore as they are
geographically important and are used
as a gateway. From the year 2006 to 2010
more than 70,000 vessels transit the strait

i
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per year. This high vessel traffic coupled
with the narrowness of the straits results in
navigational hazards. To ensure the safety
of navigation of the strait, monitoring of
vessel traffic is an important application to
consider.
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Itispossible to considervarious methods
of observation by using AIS system and
all information about the ships movement
in certain location of sea area could be
obtained. Data obtained from AIS are
referring to geographical position, courses,
physical parameters of ship as well as kind
of transportation, could be presented in the
figure of a simplified diagram [3].

To identify and locate vessels by
electronically exchanging data with other
nearby ships, AIS was used on ships and
units ashore [2]. To provide accessible, up-
to-date information on vessel activity in
the marine environment, AIS is used and is
becoming increasingly popular with marine
vessels [4]. In this study, traffics density
over Port Klang, Malaysia are investigated
using several variables such as number of
vessels, type of cargo and also traffic path.

2. Related Research of AIS

To indicate the relatively dangerous
shippingarea, by usingtherate of ships’ turn,
speed acceleration and ship encounters are
incorporated into a new index from Ship’s
Automatic Identification System as a novel
visualization model has been proposed to
appraise the maritime traffic situation [2].

AIS data was used in Traffic Separation
Scheme (TSS) of the Strait of Malacca
and Singapore and produce a statistical
include number of vessels, traffic density,
and direction of traffic flow as a method
to estimate the probability of collision
from AIS data was presented to assess the
collision risk [6].

In Traffic Route Measurements, the
investigation is to illustrate the effort of
traffic route measurement by comparison
of various route version and to prognose
the validity of favored route proposals for
expected traffic profile or density in future
[10].

A ships routing system which cover
areas with high maritime traffic density,
sensitive areas and areas dangerous for

shipping and mandatory vessel traffic
services that will seek to address such
issues was approved by IMO International
Maritime Organization. The history of the
present form of marine commercial activity
especially the rise of the use of the container
for the carriage of maritime cargoes was
addressed [8].

3. Problem Statement

Port Klang, Malaysia is known as the
major logistic hub in Malaysia. It is one of
the busiest ports in the world and also
the busiest in Malaysia. Even though there
are statistics published by Port Klang
Authority[13], no study had been done yet
to investigate on how dense the traffics are
in Port Klang, Malaysia and surrounding
sea including Strait of Malacca.

4. Methodology
4.1. EQquipments

To receive the data, AIS receiver and
antenna, AIS decoder and AIS analyzer are
needed. The antenna is to be set up at a
higher place to receive better data coverage
and the data was collected continuously.
This receiver decodes the signal received
by the receiver and sends it back to PC to
be further decoded into readable data. It
was then analyzed using a spreadsheet
program. Data was collected for 7 days
starting 9 February 2015 until 15 February
2015 to represent daily data of a week.

4.2. Data Processing Stages

Using the same method that has been
used by Masnawi[11], the processing
stages involving the loading of AlS files in
the raw data format which are processed
as discrete ‘packages’ of information. AIS
receiver receives the report in ASCII data
packet as a byte stream over serial or
USB lines. By using the National Marine
Electronics Association, NMEA 0183 or
NMEA 2000 data formats which have
been decoded to identify the vessel's
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Maritime Mobile Service Identity (MMSI),
navigation status, rate of turn, speed over
ground, true heading and time stamp. All
the decoded data is saved in a comma
separated values (CSV) file. Due to the size
of the data collected and lack of processing
equipment and computer, all of the CSV file
collected was only analyzed using common
spreadsheet program available.

(i3}

VHF antenna
162 MHz

serial (RS-232) port
navigation software

serial (RS-232) cable
NMEA

dedicated
AlS-receiver

Figure 2: Equipment Setup[14]

5. Result and Analysis

The Automatic identification System
(AIS) is a system that can transmit accurate
data and possible to conduct more
investigation on the actual behavior of the
traffic density. This system allows automatic
exchange of information (ships and coastal)
using very high frequency (VHF) radio
waves. There are 27 message types defined
in International =~ Telecommunication
Union (ITU) and two classes of shipboard
equipment: class A (used mainly by
commercial vessels), while class B (used
mainly by fishing vessels and pleasure craft).
The information contained in AIS message
is decoded by using National Marine
Electronic Association, NMEA 0183 or
NMEA 2000 data formats. These messages
are interpreted to identify the vessel's
Maritime Mobile Service Identify (MMSI),
International Maritime Organization (IMO)
number, ship type, length, breadth, position
fix type and draught [9].

In this study of marine traffic, density
over Port Klang Malaysia as a reference
point for the study area and the AIS message
transmitted by vessels was interpreted,

analyzed and investigated based on the AIS
data recorded for 5 days received by VHF
antenna and AIS receiver station.

5.1. Hourly Number of Vessels

In day 1 as in Figure 3, the data was
collected per hours from 9.00 am until 12.00
pm. From the figure, the statistic shows
fewer numbers of vessels from 9.00 am to
10.00 am. Then, at peak hours from 12.00
pm to 1.00 pm, the number of vessels was
increased to highest. The hourly average
was 87.9, and the median calculated for day
1 was in between 2.00 pm to 3.00 pm.

Figure 4 shows that in day 2. The data
was collected for 24 hours and the statistic
data shows fewer numbers of the vessel
from 7.00 am to 8.00 am and the next lower
number of the vessels from 4.00 pm to 5.00
pm. The peak hours from 9.00 pm to 11.00
pm the number of vessels recorded are 96.
The hourly average for day 2 was 85.18,
and the median calculated for day 2 was in
between 12.00 pm to 1.00 pm.

In day 3 as shown in Figure 5, fewer
number of vessels were recorded from
10.00 am to 11.00 am. Furthermore, at
peak hours from 3.00 pm to 4.00 pm, the
number of vessels was increased to 155.
The hourly average for day 3 was 99.48, and
the median for day 1 was in between 1.00
pm to 2.00 pm.

Figure 6 shows number of vessels
per hour in day 4, less number of vessel
recorded from 9.00 am to 10.00 am, the
peak hours is from 12.00 pm to 3.00 pm,
about 123 vessels was recorded from AIS
data. The hourly average was 99.58, and the
median for day 4 was in between 2.00 pm
to 3.00 pm.

In day 5 as shows in Figure 7, number
of vessels per hour shows less number of
vessel recorded at 9.00 am to 10.00 am, the
peak hoursis from 3.00 pm to 7.00 pm, about
94 vessels was recorded from AIS data. The
hourly average was 96, and the median for
day 5 was in between 2.00 pm to 3.00 pm.
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Figure 4: Number of Vessels per Hour in day 2 (10/2/2015 - Tuesday)

Figure 5: Number of Vessels per Hour in day 3 (11/2/2015 - Wednesday)
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Figure 6: Numbers of Vessels per Hour in day 4 (12/2/2015 - Thursday)

Figure 7: Numbers of Vessels per Hour inday 5 (13/2/2015 - Friday)

Figure 8: Numbers of Vessels per Hour in day 6 (14/2/2015 - Saturday)
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Figure 9: Numbers of Vessels per Hour in day 7 (15/2/2015 - Sunday)

Meanwhile in day 6 as shows in Figure
8, number of vessels per hour shows less
number of vessel recorded at 9.00 am to
10.00 am, the peak hours is at 12.00 pm
and from 9.00 pm to 12.00 pm. About 110
vessels was recorded from AIS data. The
hourly average was 84, and the median for
day 5 was in between 2.00 pm to 3.00 pm.

Figure 9 shows number of vessels
per hour in day 7, less number of vessel
recorded from 7.00 am to 11.00 am, the
peak hours is from 12.00 pm to 3.00 pm,
about 102 vessels was recorded from AIS
data. The hourly average was 93, and the
median for day 4 was in between 2.00 pm
to 3.00 pm.

5.2. Daily Number of Vessels

Figure 10 shows the total number of
vessels recorded in each day. From the
statistic, the highest numbers of a vessel
are 159 in day 3. The second highest are
125 in day four followed by 105 in day 1.
The lowest number of vessels are 94 in a
day. The total number of vessels within 7
days data was 582 and the average for 7
days was 116.4 and this number of vessels
shows how dense the traffic over Port Klang
Malaysia are.

5.3. Vessels Classification and Sizes
Table 1 shows that there are several
type of vessels detected in Port Klang

Malaysia, which are the tanker, cargo,
fishing, high-speed craft tug and other. The
tankers detected in Port Klang Malaysia
are chemical or oil product tanker and
LPG (liquefied petroleum gas) tankers. The
cargo vessels found in Port Klang Malaysia
are general cargo vessels and bulk carriers,
general cargo carries packed items while
bulk carriers carry products in loose
form. Fishing, tug and high-speed craft
are also found in Port Klang Malaysia. The
other vessel found are sailing, dredging or
underwater operations vessels.

Figure 11 shows the average distribution
of vessels. From the AIS data, the highest
percentage of the vessels operated are cargo
vessels. The second highest are the tankers.
Based on the classification and number of
vessel types, it shows that the most of the
traffic that are found in Port Klang Malaysia
are mostly commercial vessels and this
contributes to the congestions.

Figure 12 shows the category of
vessels length as the lengths of vessels
are also important to analyze the marine
traffic density. The recorded length was
categorized into 3, which is small, medium
and large. There are 51 vessels had longer
lengths which is above 150m, 43 vessels
had the length in between 50m to 150m
and least number of vessels had the length
below 50m. From the data analyzed, the
lowest length belongs to fishing vessels
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with 30m length. Cargo vessels can be
either medium or large in length. The length
of vessels relates to the space of waterway
in Port Klang Malaysia. The highest number
of vessel decreased the space of waterway
and increased the traffic density due to
anchoring or docking of vessel in Port Klang
Malaysia.

Table 1: Classification of Vessels Figure 12: Number of Vessels per Length

Type Classification
Chemical or oil product 5.4. Traffics Path Plotting
Tanker tanker/ LPG tanker Using the same method by Masnawi
Bulk carriers / general [11], traffic paths are also plotted for this
Cargo cargo vessels study. Although each plot represents ships
Fishing fishing movements, we were only interested on
High speed craft Pleasure craft th(.é ov.era.ll.path of traffic instead. of the
Tug Towing ships individually. .Fror.n the tra.fflc path
plotted as shown in Figure 13 it shows
Other Sailing / dredging or that there are two significant pathways
underwater operations

for traffic at Port Klang Malaysia. Path A
is the route or waterway for traffic that
entering and exiting Port Klang Malaysia
itself. Meanwhile, path B is the route for
international traffic using Strait of Malacca.
From the traffic plotted, it also shows that
Port Klang, Malaysia and surrounding sea is
a congested waterway.

Figure 10: Total Numbers of Vessels per Day

Figure 13: Traffic Paths Plotted Off Port Klang,

Figure 11: Distributions of Vessels Malaysia
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6. Conclusions and Recommendations

This study has shown that Automatic
Identification System (AIS) data collected
provides a very useful source of information
for marine traffic density studies at Port
Klang Malaysia and its surrounding sea.
In addition, AIS data recorded have been
used to perform statistical analysis and also
visual path analysis of the marine traffic
density at Port Klang Malaysia.

As a suggestion, we would like to
recommend a traffic density study for
whole year over Port Klang, Malaysia and
also covering all traffic of Strait of Malacca
starting from Penang Island, Malaysia to
Johor, Malaysia and also Singapore. By using
this statistical, estimation of pollutions
by the ships and vessel could also be
investigated.
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This article is dealing with a brief qualitative analysis of articles published between the years 2013-2016
in the Journal of ETA Maritime Science (whose owner is UCTEA, The Chamber of Marine Engineers),
which has been indexed by the ULAKBIM TR Dizin, Directory of Open Access Journals (DOA]) and Index-
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shared out.
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0z

Bu ¢alismada ULAKBIM TR Dizin, DOA] ve Index Copernicus’da yer alan ve sahibi TMMOB Gemi
Makineleri Miihendisleri Odasi olan Journal of ETA Maritime Science dergisinde 2012-2016 yillari arast
yaytmlanan makalelerin kisa nitel analizi yapilmistir. Bunun yaninda derginin makale degerlendirme
stireci hakkinda da bilgi verilmistir. Ayrica, bu calismada dergide yayimlanan makalelerin tipleri ve
istatistikleri, dergide yayimlanan makalelerin kategorileri ve istatistikleri ve hakem, yazar ve makale
istatistikleri gibi veriler de paylasilmistir.

Anahtar Kelimeler: JEMS, Dergi Yonetim Stireci, Nitel Analiz.

*The detailed version of the article was presented in “The Second International Conference on Innovation in Marine
Technology and the Future of Maritime Transportation” Bodrum-Mugla, 2016.
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1. Introduction

The Journal of ETA Maritime Science
which has been indexed by the ULAKBIM
TR Dizin, Directory of Open Access Journals
(DOA]) and Index-Copernicus began its
publication life in 2013. The journal aims
to encourage and publish research studies
about the challenges and opportunities
associated with numerous numbers of
understanding in maritime sector. Besides,
JEMS also aims to reach out to relevant
audience by publishing the studies
covering latest scientific and technological
developments. JEMS journal which is
published periodically (4 times annually)
and regularly may also publish special
issues related to the selected topics. Scope
ofthejournal covers national, international

and local studies regarding Marine
Engineering, @ Marine  Transportation
Engineering, Naval Architecture

Engineering, Marine Operations, Logistics,
Logistics Engineering, Maritime History,
Coastal Engineering, Marine Pollution
and Environment, Fishing and Fisheries
Technology, Shipbuilding and Ocean
Engineering. The owner of the journal) is
UCTEA, The Chamber of Marine Engineers
(GEMIMO) and its management process is
carried out by experienced academicians,
effectively. The journal has submission
policy, plagiarism policy advertisement
policy and also has CC (Creative Commons)
license that allows others to share the work
with an acknowledgement of the work’s
authorship and initial publication in this
journal. These policies and their detailed
content can be accessed from official web
page of the journal www.jemsjournal.org.

2. Objective and Scope of the Study

The objective of the study is to examine
articles published in JEMS and also
the following research questions have
been discussed: What are the journal’s
evaluation criteria? What are the types of
published articles and statistics? What are

the categories of the published articles and
statistics? What are the reviewer statistics
and articles statistics? The scope of the
study includes 52 articles published in the
journal between 2013-2016.

3. The Concept of Academic Journal

Scientific journals have motivated
academics and scientists for about 350
years to follow current developments
and to share their research [1]. The
first scientific journal whose name was
Journal des Scavans was published in
1665 and followed by the Philosophical
Transactions of the Royal Society (Osburn,
1984 [2] as cited in Harter and Kim, 1996
[3]). Without losing their main function
from the past, scientific journals have
undergone enormous changes in the last
fifteen years due to advanced technology
and communication facilities [1].

A Journal is a publication that
publishes articles at least twice a year
under a common name. Its each issue has
a number and date and it is also prepared
for a specific purpose [4]. On the other
hand, the scholarly journal is created
to enable people to share the results of
studies conducted in the relevant scientific
areas (Koksoy, 2000 [5] as cited in Kozak,
2003: 151 [6]). If a publication is authored
by experts or academic researchers, it
is regarded as academic or scholarly
publication. The scholarly journal
focuses on original research, research
methodology or theory. Ordinarily,
scholarly journals are aimed for academic
researchers or professional and provide
detailed analysis concentrating on a single
discipline or academic field. The journals
will likely be peer reviewed (refereed)
by external reviewers who are expert on
related issues [7].

A scholarly journal is also named a
scientific journal, as well. It is a periodical
authored by scientific professionals and
experts in such areas. A “peer review”
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journal is a subset within scholarly
journals. The articles submitted to
scholarly journals are reviewed by
researchers in the same discipline to
specify whether the article deserves
publication or not. The evaluation process
of articles assists to ensure that only high-
quality and original articles are published
[8]. The review process also improves
quality of the article. Many researchers
believe that the process develops quality
of their research paper [9].

Allauthors who publishin the scholarly
literature have to cite sources used in the
writing of the article, so readers will find
a section at the end named variously as
bibliography, sources cited, works cited,
or footnotes [8]. There is a special status
of scientific journals for communication
and sharing of information. These types of
journals are the most important resources
of the library, because they include the
most current and newest information
from different disciplines. The scholarly
journal is also important because of their
quick reflection of research results of
natural sciences, engineering and medical
researches [4].

4. Open Access, Open Access Licenses
(Creative Common), Publication Ethics
and Malpractice Statement

Scientific Open Access (0OA) journals
make their content getable online to
everyone and help solve access problems
created by subscription journals. Because
Open Access journal doesn’t charge any
fund for accessing the articles, they count
on other means of funding publication.
Most of the early OA journals were
published by academics largely using
voluntary labor [10]. Open Access is
also a model for publishing scientific
journals that made access possible via
online. The articles of open access journal
can be accessed without constraint. It is
funded by excepting subscriptions [11].

Directory of Open Access Journals (DOA]J)

has a substantial vocation in the context

of accession Open Access Journal. DOA]J
is an online directory that indexes and
provides access to high quality, open

access, peer reviewed journals. 11,367

Open Access Journal and 2,213,098

articles from 136 countries have been

indexed in DOAJ currently [12]. JEMS
is also within indexed journal in DOA]J.

This is important for the recognition of

the journal and it is thought that this is

the crucial step to be indexed in other
important indexes such as Scopus, Web
of Knowledge, etc. JEMS also signed

Budapest Open Access Initiative (BOAI).

According to BOAI [13]; “By “open access”

to peer-reviewed research literature, the

articles free availability on the internet,
permitting any researchers to read, cite,
download, copy, print or link to the full
texts of these articles, or utilized from
them for any other lawful purpose,
without financial, legal, or technical
barriers other than those inseparable
from gaining access to the internet itself.

The authors grant to all beneficiaries a

free access to articles”.

If a journal is Open Access, it should
get Open Access Licenses to allow users
to access, copy and reuse the content
under specified circumstances. The
licenses developed by Creative Commons
(CC) are often used for open access
journal [9]. CC provides different license
types to publishers. 6 types of licenses
are provided by CC and each of them is
created for different purposes.

e CC BY (Attribution) license allows
individuals to distribute and tweak
any research as long as they cite the
original work properly. This is the
most convenient license.

e CC BY-ND (Attribution-NoDerivs)
license allows individuals to make
commercial and non-commercial
distribution as long as they cite the
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original work properly.

e (CC BY-NC-SA (Attribution - Non
Commercial - Share Alike) license
allows individuals to build on
researches  non-commercially  so
long as they cite the researchers and
license their new research under the
exact terms.

e (CC BY-SA (Attribution - Share Alike)
license allows individuals to tweak,
remix and build on researches even
for commercial aims, so long as they
cite the researchers and license their
new research under the exact terms.
The license is used by Wikipedia and
is suggested to researches that benefit
from content such as Wikipedia.

¢ CC BY-NC (Attribution - Non
Commercial) license allows
individuals to build on researches non-
commercially and their new research
has to be non-commercial and also
they don’t have to license their new
research under the exact terms.

¢ (CC BY-NC-ND (Attribution - Non
Commercial - NoDerivs) license
is the most restrictive one in six
main licenses. The license allows
individuals to download researches
and share them with others so long as
cited but cannot be changed and used
for commercial purposes [14].

JEMS is to be licensed under the
Creative Commons Attribution Non
Commercial 4.0 International License (CC
BY-NC 4.0) to protect articles published in
the journal.

JEMS is an independent publication
in terms of academic research and
the editor makes the decision about
its publication policy. The statement
indicates the ethical behavior of the
publisher, the editor, the reviewers and
the authors. The ethics statement for
JEMS is predicated on COPE Code of
Conduct and Best Practice Guidelines for

Journal Editors and COPE Best Practice
Guidelines for Journal Editors available at
www.publicationethics.org[15].

5. The Review Process of JEMS

Beside the scientific quality, thearticles
should be in accordance with scientific
standards and also be easily readable
for enhancing the journal’s impact factor
[16]. The manuscripts submitted to JEMS
are reviewed firstly by layout editors for
compliance with the scope and writing
rules of the journal and also checked
under plagiarism policy. The appropriate
manuscripts are forwarded to the section
editors by means of the subject. The
section editors have to appoint at least
2 reviewers to evaluate the manuscript.
JEMS implements double-blind review
process. Both the reviewer and the author
identities are concealed during double-
blind review process. Authors need to be
sure that their manuscript are prepared
in a way that does not disclose identity of
them. After review process, if there is one
revision or accept and one reject, another
reviewer is appointed by section editor.
Finally, if the manuscript is accepted for
publishing, it is forwarded to the language
editors to proofcheck. After the related
language revision has been carried out,
the manuscript can be published in the
journal. The detailed peer review process
of JEMS can be seen in Figure 1.

6. Findings
6.1. Article Statistics

JEMS published 52 articles within
8 issues between 2013-2016. As seen
in Figure 2, 2013/2 is the year that the
maximum number of in articles published
with a total of 9 articles. All these articles
have been published in Turkish or
English. As seen in Figure 3 in detail, a
total of 40 was published in Turkish and
the remaining was published in English.
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Figure 2. Number of Published Articles by Year

Figure 3. Language of Published Articles by Year
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Categories of manuscripts accepted
for publication are shown in Table 1. The
articles related with the subject of “Marine
Transportation Engineering” are on the
first rank with the number of 18 published
articles. The articles related with the subject
of “Marine Engineering” and “Maritime
Business and Management” are also mainly
published by the journal with the number
of 11 and 9, respectively. Moreover, a total
of 13 manuscripts submitted to the journal
for publishing was rejected and a total of 7
manuscripts was withdrawn by their authors.
Consequently, the total acceptance rate of the

journal is 72%.

Types of manuscripts submitted for
publication are shown in Table 2. The “Original
Research” articles are on the first rank with
the number of 42 published articles. The
“Editorial” and “Review” articles are the other
mainly published manuscripts by the journal
with the number of 6. Moreover, a total of
11 “Original Research” articles and a total of
2 “Review” articles submitted to the journal
for publishing were rejected and a total of 7
“Original Research” articles was withdrawn
by their authors. Consequently, the total
acceptance rate of the journal is 72%.

Table 1. The Categories of Articles Submitted for Publication

Category Published | Rejected | Withdrawn | Acceptance Rate
Marine Transportation Engineering 18 3 4 72%
Marine Engineering 11 1 2 79%
Maritime Business and Management 9 3 0 75%
Logistic 6 4 1 55%
Shipbuilding and Ocean Engineering 3 0 0 100%
Maritime History 2 1 0 66%
Marine Pollution and Environment 1 1 0 50%
Fishing and Fisheries Technology 1 0 0 100%
Naval Architecture Engineering 1 0 0 100%
Coastal Engineering 0 0 0 -
Maritime Law 0 0 0 -
Total 52 13 7 72%
Table 2. The Types of Articles Submitted for Publication

Type Published | Rejected | Withdrawn | Acceptance Rate
Editorial (ED)* 6 0 0 100%
Original Research (AR) 42 11 7 70%
Erratum (ER)* 1 0 0 100%
Review (RE) 6 2 0 85%
Technical Report (RP) 2 0 0 100%
Book Review (BK) 1 0 0 100%
Industrial Perspective 1 0 0 100%
Case Investigation (RP) 0 0 0 0
Academic Perspective 0 0 0 0
Letter to Editor (LE) 0 0 0 0
After Meeting * 1 0 0 100%
Total 60 13 7 72%

*Excluded from the percentage of acceptance rate
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The reasons of manuscript rejection
are divided into reviewers and editors
based. The manuscripts submitted to
the journal are subjected to plagiarism
analysis provided by Ithenticate Plagiarism
Detection Software. If  submitted
manuscripts are not on the acceptable limit,
it will be rejected by the editors. On the
other hand, if the references are not cited
within the phrases and any plagiarism is
detected, such articles are also rejected by
the editors due to journal publication policy.
Another reason for the rejection can be
about data analyzed in the study. The data
in the study submitted to journal should
be up to date. In addition to all these, the
manuscripts should be also in accordance
with the scope of the journal. If the subject
of the manuscript is not appropriate for the
journal, it can be rejected as well.

The most accessed articles of the
journal are shown in Table 3. The data

Table 3. The Most Accessed Articles

were obtained from 15 October 2016. The
article prepared by Talay et al,, 2014 [17]
is the most accessed article and it has been
accessed 616 times until that day so far.
Other studies that were accessed most can
be seen in detail in the related table.

6.2. Reviewer Statistics

The journal has a total of 75 different
reviewers who has carried out a total of 174
reviews so far. The average evaluation time
of all reviewers was determined as 14 days.
The reviewers who are on the top rank as to
average review duration are shown in Table
4 in detailed.

The distribution of the reviewers’
country is shown in Figure 4. As it can be
seen in the related figure, reviewers from
Turkey have made the most contribution
to the article evaluation process. The
administration of the journal tries to
enhance the contribution by reviewers
from different countries.

Article Author Volume/Issue | Access
Analysis of Effects of Methods Applied to Increase the | Talayetal, 2014 21 616
Efficiency on Ships for Reducing CO2 Emissions [17]
Economic Analysis of a Ship Refrigeration System in case of | Bashan and Parlak, 3/2 603
Variable Sea Water Temperature Condition 2015 [21]
Human Error in Grounding Accidents: Case Study for | Yildirim etal,, 2015
. . 3/1 513
Container Ships [18]
Automation of Loading and Discharging Operation System in | Altun etal., 2013
1/2 503
Tankers [19]
Analysis from Statistical Perspective of Deficiencies | Kegeciand Arslan, 21 457
Originated from the Bridge Causing Ship Accidents 2015 [20]
Effect of the Oil Areas on Marine Traffic and Oil Spill Risks at | Basar and Yildirim, 2/2 451
the Black Sea 2014 [22]
Operational Planning in Ports: A Study on the Present State | Kisi etal., 2015 3/1 443
of Turkish Ports [24]
Evaluation of Health and Safety Conditions for Seafarers: An | Kuleyin et al,, 2014 2/1 433
Example in DEU Maritime Faculty [23]
The Obesity Research Among the Students of Dokuz Eyliil | Nas and Oksayan, 2/2 415
University Maritime Faculty 2014 [26]
Cold Ironing Method; An Application of Marport Terminal l[’zeé(fen etal, 2014 2/1 412
Total of First 20 | 8258
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Table 4. The Average Review Duration of Reviewers

Reviewer Number of Reviewed Number of Review Average Review
Article Duration (day)

Soner Esmer 2 1

Baris Kuleyin

Ali Comert

Cimen Karatas Cetin

Gesa Praetorius

Aysu Goger

Ercan Yiiksekyildiz

Ozkan Ugurlu

Yusuf Zorba

Burcu Ozsoy Cicek

Nur Jale Ece

Yal¢in Durmusoglu

Okan Tuna

Gokge Cicek Ceyhun

Volkan Caglar

N e N N N N Y S A N R Y Y N
wls|lw|nv|v|ov]|u|glrlw|lw]lwnw|vo |
||| || |ININ|IN|loaolala|laa]|u N

Mubhsin Kadioglu

-
>

A total 75 Reviewers 174

Figure 4. The Distribution of the Reviewers’ Country

351



© UCTEA The Chamber of Marine Engineers

Journal of ETA Maritime Science

6.3. Author Statistics

The journal has received contribution
from a total of 89 authors so far. Selguk
Nas and Adnan Parlak are the authors that
provide the most contribution to the journal
with 4 published articles. The other authors
who are on the top rank as to contribution
are shown in Table 5 in detailed.

Table 5. The Contribution of Authors

Since its launch in 2013, JEMS has made
a great development in a short time. During
this period, it started to be indexed by
various databases and indexes. The recent
developments have brought national and
international recognition to journal. The
journal is currently covered by a total of 9
indexes and databases such as ULAKBIM TR

Author Institution Nation Number of Article
Selguk Nas Dokuz Eyliil University Turkey 4
Adnan Parlak Yildiz Technical University Turkey 4
Alami Semma 1st Hassan University Morocco 3
Baris Kuleyin Dokuz Eyliil University Turkey 3
Charif Mabrouki 1st Hassan University Morocco 3
Fatimazahra Bentaleb | 1st Hassan University Morocco 3
Durmus Ali Deveci Dokuz Eyliil University Turkey 3
Serdar Kum Istanbul Technical University Turkey 3
Umut Yildirim Eiﬁig:;i; Technical Turkey 3

7. Conclusion

At the beginning of 2000s, many
scientific journals have become accessible
via internet, but it has brought various
problems to be solved including archiving,
copyright and technical ones [1]. At this
point, the indexing of the journal has
been contributed to the solution of these
problems. Taking place in index is also
extremely important for journals in order
to enhance the national and international
recognition. When researchers try to
access any article via internet, it is easy
to access the article published in indexed
journals. Many national and international
indexes are available and they have various
evaluation criteria. In this respect, JEMS
aims to increase the number of index and
database for enhancing the recognition.
In this respect, it has applied for many
databases and indexes (such as EBSCO,
ISI, Proquest, and etc.) and the monitoring
process is still going on.

Dizin, DOAJ, Index-Copernicus, CiteFactor
and etc., but the primary objective of JEMS
is to be indexed by SCOPUS and Web of
Science in the near future. The impact
factor is important for indexing by such
indexes. The administration of JEMS aims
to enhance the impact factor of journal to
achieve the objective.

Especially in the last one year, the
editorial board were very happy to see that
interest of local and foreign researchers
on JEMS were progressively increasing.
“Online accessibility of the journal”
and “commencing to being searched by
international indexes” can be listed as
reasons of this interest. To response to
this interest, administration of the journal
has decided to publish the journal from
biannually to quarterly period (March, June,
September and December). Additionally,
it was decided to give “Best Reviewer”
award for our reviewers which perform an
important and valuable task in the journal.
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The award will be given to four reviewers
which will be determined during the year
considering the criteria of quick, guiding,
supportive and fair evaluation. These
awards will not have any tangible value.

On the other hand, the request has
been made to the service provider for
preservation policy. The preservation
policy provides to preserve and maintain
physical integrity of the material in any
journal or library documents. If the service
is provided for the policy, “Elsevier English
Index” application will be made.
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Guide for Authors

1.

JEMS publishes studies conducted in
English and Turkish.

Text are to be prepared with justified
alignment , without indentation in the
paragraph beginning, in “cambria”
format with 10 point font size and
with 1,0 line- spacing. There must be
initially 6nk and then 3nk line-spacing
between new launching paragraph
and previous paragraph.

Worksheets must be on A4 paper size
and margins should be 4 cm from top,
4 cm from bottom, 4 cm from left and
3,5 cm from right.

‘4,0 cm
| 1 ! 13,5 cm
| —_— ———
40cm| !
e |<— |
4.0 cm 1

The text of abstract should be written
fully justified, in italics and 10 pt. The
section should be also no more than
150 words. The number of keywords
should be between 3-5.

Studies must be submitted online
from the journal's web address
(http://www.jemsjournal.org).
Articles printed or within CD, articles
submitted by mail, fax etc. is not
acceptable.

The main title of article must be written

in Turkish and English respectively for
Turkish studies, in English for English
studies and should be set centered in
12 point-size. Initially 6nk and after
6nk space should be left before the
main title.

The first letter of the primary headings
in the article should be capital letter,
and all headings and sub-headings
should be designed 10 pt, bold and
located to the left with numbering, and
also navy blue color should be used for
sub-headings.

1. OrcaFlex Program
1.1. Axis Team

The table heading should be placed
above the table and the figure heading
should be placed below the figure. 2

nk spaces should be added before the
table heading and figure heading and
also 3 nk space should be added after.
The “table” and the “figure” should
be written as bold and left aligned.
First letters of table, figure and
equation headings should be written
with capital letters. The heading and
the content should be written with
“cambria” font and 10 point size. If
tables, figures and equations in the
study are cited, their references should
be stated. 2 nk spaces should be added
before references and 3 nk spaces
should be added after. If tables and
figures don't fit into a single column,
they should be designed to include
two columns. Tables and figures which
include two columns should be stated
at the top or bottom of the page.

In the article, decimal fractions
should be separated with comma and
numbers should be separated with
dots.

Average age: 28,624

Number of participants: 1.044 people



Table 1. Sample Table

Turkish Male Seafarers BMI < 25,0 BMI 25 - 30 BMI > 30 Number of
(n=131.152) Participants
16-24 Ages Group 74,1% 22,5% 3,4% 34.421
25-44 Ages Group 44,1% 43,3% 12,6% 68.038
45-66 Ages Group 25,6% 51,1% 23,4% 28.693
All Turkish Male Seafarers 47,9 % 39,6 % 12,5% 131.152
Turkish Male Population*1 47,3 % 39,0 % 13,7 %

10. Page numbers, headers and footers Article

should not be added to the study.
These adjustments will be made by the
journal administration.

11. Authors are deemed to have accepted
that they have transferred the
copyright of their studies to the
journal by submitting their studies
to our journal. Submitting a study to
two different journals simultaneously
is not suitable within the frame of
academic ethics.

12. It is required that the studies are
original and have not been published
elsewhere before. If conference and
symposium papers were published
in a booklet, in this case they shall be
published by JEMS on the condition
that the copyright has not been
transferred to the first publishing
place. Information must be given to
the journal editorship about the place
where these kinds of papers were
published before.

13. Citationsin the study should be designed
inbrackets by numbering [1]. References
also should be numbered in brackets as
well. References should be prepared as
per similar examples shown below:

[1] Nas,S.and FiskinR. (2014). Aresearch
on obesity among Turkish seafarers.
International Maritime Health, 2104:
65(4):187-191.

Book

[2] Altunisik, R. (2010). Sosyal bilimlerde
arastirma  yontemleri.  Sakarya:
Sakarya Yayincilik.

Thesis

[3] Atik, O. (2013). Takim liderliginin
mesleki kiiltiir yoniinden incelenmesi:
Gemi kaptanlar: tlizerine bir calisma,
Doktora Tezi, Dokuz Eyliil Universitesi,
Sosyal Bilimler Enstitiisii, [zmir.

Internet

[4] DevletPlanlama Tegkilat1 Miistesarhigi.
(1999). VIIIL. Bes yillik kalkinma plam
hazirlik calismalari. Erisim Tarihi: 5
Mayis 2001, http://plan8.dpt.gov.tr/.

1
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Yazarlama Ac¢iklama

1.

2.

JEMS Tiirkce ve Ingilizce calismalar
yayimlamaktadir.

Hazirlanan  metinler; iki  yana
yaslanmis, paragraf baslarinda girinti
yapmadan, “cambria” formatinda,
10 punto biytkliginde ve 1,0 satir
aralikli yazilmalhdir. Yeni baslanan
paragraflar ile bir onceki paragraf
arasinda donce 6nk sonra 3nk satir
araligi olmalidir.

Calisma sayfalar1 A4 kagit boyutunda
ve iist 4 cm, alt 4 cm, sol 4 cm, sag 3,5
cm olacak sekilde kenar bosluklar
birakilmalidir.

3,5 cm
—_—
4,0 cm !
—— -—— |
4,0 cm 1

Oz béliimiinde calisma ile ilgili kisa
bilgilere ve temel bulgulara yer
verilmelidir. Bu boliim iki tarafa dayals,
italik ve 10 pt ile yazilmali ve ayrica
150 Kkelimeyi geg¢memelidir. Bunun
yaninda anahtar kelimelerin sayisi ise
3-5 arasinda olmalidir.

Calismalar derginin web adresinden
(http://www.jemsjournal.org) online
olarak gonderilmelidir. Basili ya da
CD icerisinde veya posta, faks vb.
yollarla gonderilen yazilar kabul
edilmemektedir.

Makalenin ana  bashg, Tirkge
calismalarda sirasiyla Tiirkce
ve Ingilizce, Ingilizce yazilmis
makalelerde ise Ingilizce olarak

yazilmali ve 12 punto biytkliginde
ortalanmis olarak ayarlanmalidir. Ana
basliktan 6nce 6nk sonra 6nk bosluk
birakilmalidir.

Makalede yer alan birincil basliklarin
ilk harfleri biiyiik olacak sekilde sola
dayali ve numara verilerek 10 punto ile
kalin yazilmahdir. Alt basliklar ise ayni
sekilde 10 punto ile kalin yazilmahdir.
Biitiin basliklarda ve alt basliklarda
lacivert renk kullanilmahdir.

1. OrcaFlex Program
1.1. Axis Team

Tablo bashigi tablonun iistiinde sekil
bashgi seklin altinda yer almalidir.
Tablo baslig1 ve sekil bagligindan dnce
2 nk sonra 3 nk bosluk birakilmali
ve sola dayali olarak sadece “tablo”
ve “sekil” yazis1 kalin olacak sekilde
yazilmalidir. Tablo, sekil ve denklem
baslhklarindaki kelimelerin ilk
harfleri biiyiik yazilmaldir. Bashk ve
icerik “cambria” formatinda, 9 punto
biiytkliginde yazilmalhdir. Calisma
icindeyeralantablo, sekil ve denklemler
alinti  yapilmis  ise  kaynaklari
belirtilmelidir. Kaynaklardan énce 2 nk
sonra 3 nk bosluk birakilmalidir. Tablo
ve sekiller tek siituna (burada ki siitun
ifadesi makale yazimindakini ifade
etmektedir) sigmayacak biiytikliikte
ise iki siitunu da kapsayacak sekilde
verilmelidir. iki siitunu da kapsayan
sekil ve tablolara sayfanin en iistiinde
veya en altinda verilmelidir.



Tablo 1. Ornek Tablo

Turkish Male Seafarers BMI < 25,0 BMI 25 - 30 BMI > 30 Number of
(n=131.152) Participants
16-24 Ages Group 74,1% 22,5% 3,4% 34.421
25-44 Ages Group 44,1% 43,3% 12,6% 68.038
45-66 Ages Group 25,6% 51,1% 23,4% 28.693
All Turkish Male Seafarers 47,9 % 39,6 % 12,5% 131.152
Turkish Male Population*1 47,3 % 39,0 % 13,7 %

9. Makaleicgerisinde ondalikkesirlervirgil Makale

ile sayilar ise nokta ile ayrilmalidir.

Ornek:
Ortalama yas: 28,624
Katilimci sayisi: 1.044 kisi

10. Calismaya sayfa numaralari, alt
bilgi ve st bilgi eklenmemelidir
Bu diizenlemeler dergi yonetimi

tarafindan yapilacaktir.

11. Yazarlar  calismalarini  dergimize
gondererek calismalarina ait telif
hakkini1 dergiye devrettiklerini kabul
etmis sayilirlar. Bir ¢alismanin ayn
anda iki yere birden degerlendirme
amach gonderilmesi akademik etik
cercevesinde uygun degildir.

12. Calismalarin orijinal olmasi, daha 6nce
baska bir yerde yayimlanmamis olmasi
gerekmektedir. Kongre ve sempozyum
bildirileri bir kitap¢ikta yayinlanmig
ise, bu durumda, telif hakk:l ilk
yayinlanan yere devredilmemis olmasi
kaydi ile, JEMS tarafindan yayinlanir. Bu
tip bildirilerin daha 6nce yayinlandigi
yer ile ilgili dergi editorliigiine bilgi
verilmelidir

13. Calisma i¢inde yer alan atiflar parantez
icinde numara verilerek yapilmalidir
[1]. Atiflarda oldugu gibi kaynaklar da
parantez icinde numaralandirilmalidir.
Asagida gosterilen benzer orneklere
gore kaynakca hazirlanmalidir:

[1] Nas,S.and Fiskin R. (2014). A research
on obesity among Turkish seafarers.

International Maritime Health,
2104:65(4):187-191.

Kitap

[2] Altunisik, R. (2010). Sosyal bilimlerde
arastirma yontemleri. Sakarya:
Sakarya Yayincilik.

Tez

[3] Atik, O. (2013). Takim liderliginin
mesleki kiiltiir yoniinden incelenmesi:
Gemi kaptanlar1 lizerine bir calisma,
Doktora Tezi, Dokuz Eyliil Universitesi,
Sosyal Bilimler Enstitiisii, {zmir.

internet

[4] Devlet Planlama Tegkilat
Miistesarlig1(1999). VIII. Bes wyillik
kalkinma plani hazirhik ¢alismalari.
Erisim Tarihi: 5 Mayis 2001,http://
plan8.dpt.gov.tr/

v



JEMS PUBLICATION ETHICS AND
MALPRACTICE STATEMENT

Journal of ETA Maritime Science is an
independent publication with regards to
scientific research and the editor decide its
publication policy. The statement signifies
the ethical behavior of the publisher, the
editor, the reviewers and the authors.
The ethics statement for JEMS is based on
COPE Code of Conduct and Best Practice
Guidelines for Journal Editors and COPE
Best Practice Guidelines for Journal Editors
available at www.publicationethics.org.

A. DUTIES OF PUBLISHER:

Editorial Autonomy

JEMS is committed to ensure the
autonomy of editorial decisions without
influence from anyone or commercial
partners.

Intellectual Property and Copyright

JEMS protects property and copyright
of the articles published in the Journal and
maintains each article’s published version
of record. JEMS provides the integrity and
transparency of each published articles.

Scientific Misconduct

JEMS always takes all appropriate
measures in respect to fraudulent
publication or plagiarism the publisher.

B. DUTIES OF EDITORS:

Decision on Publication and Responsibility

The editor of JEMS keeps under control
everything in the journal and strives to
meet the needs of readers and authors.
The editor also is responsible for deciding
which articles submitted to journal ought
to be published in the journal, and may be
guided by the policies subjected to legal
requirements regarding libel, copyright
infringement and plagiarism. The editor

might discuss with reviewers while making
publication decision. Editor is responsible
for the contents and overall quality of the
publication. Editor ought to provide a fair
and appropriate peer-review process.

Objectivity
Articles that submitted to journal are
always evaluated without any prejudice.

Confidentiality

Any information about a submitted
article must not be disclosed by editor
to anyone other than editorial stuff,
reviewers, and publisher.

Conflicts of Interest and Disclosure

The Editor of JEMS does not allow any
conflicts of interest between the parties
such as authors, reviewers and editors.
Unpublished materials in a submitted
article must not be used by anyone without
the express written assent of the author.

C. DUTIES OF REVIEWERS:

Evaluation

Reviewers evaluate manuscripts
without origin, gender, sexual orientation
or political philosophy of the authors.
Reviewers also ensure a fair blind peer
review of the submitted manuscripts for
evaluation.

Confidentiality

All the information relative to submitted
articles is kept confidential. The reviewers
must not be discussed with others except if
authorized by the editor.

Disclosure and Conflict of Interest

The reviewers have no conflict of
interest with regard to parties such as
authors, funders, editors and etc..

Contribution to editor
Reviewers give helps the editor in



making decisions and may also assist the
author in improving the manuscript.

Objectivity

The objective judgment evaluation
is always done by them. The reviewers
express their views clearly with
appropriate supporting arguments.

Acknowledgement of Sources

Reviewers ought to identify relevant
published study that has not been cited
by the authors. Reviewers also call to the
editor’s attention any substantial similarity
or overlap between the manuscript and
any other published paper of which they
have personal knowledge.

D. DUTIES OF AUTHORS:

Reporting Standards

A submitted manuscript should be
original and the authors ensure that the
manuscript has never been published
previously in any journal. Data of the
research ought to be represented literally
in the article. A manuscript ought to
include adequate detail and references to
allow others to replicate the study.

Originality

The authors who want to submit their
study to the journal must ensure that their
study entirely original and the words and
sentences getting from literature should be
appropriately cited.

Multiple Publications

Authors should not submit the same
study for publishing any other journals.
Simultaneous submission of the same study
to more than one journal is unacceptable
and constitutes unethical behavior.

Acknowledgment of Sources
Convenient acknowledgment of the
study of others has to be given. Authors

ought to cite publications that have been
efficient in determining the study. All of
the sources that used process of the study
should be remarked.

Authorship of a Paper

Authorship of a paper ought to be
limited to those who have made a
noteworthy contribution to study. If
there are others who have participated
process of the research, they should be
listed as contributors. Authorship also
includes a corresponding author who
is in communication with editor of a
journal. The corresponding author should
ensure that all appropriate co-authors are
included on a paper.

Disclosure and Conflicts of Interest

All sources of financial support should
be disclosed. All authors ought to disclose
a meaningful conflict of interest in the
process of forming their study.

Fundamental Errors in Published Works

If authors find out a remarkable error
in their submitted study, they have to
instantly inform it. Authors have a liability
to cooperate with editor to provide
corrections of errors.
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JEMS YAYIN ETiGi VE AYKIRI EYLEM
BEYANI

ETA Denizcilik Bilimi Dergisi, bilimsel
arastirma ile ilgili olarak yayimlanan
bagimsiz bir yayindir ve yayin politikasini
editor belirlemektedir. Bu bildirge dergi
imtiyaz sahibi, editdor, hakemler ve
yazarlarin etik davranislarini icermektedir.
JEMS’in etik beyani, COPE Code of
Conduct and Best Practice Guidelines for
Journal Editors ve COPE Best Practice
Guidelines for Journal Editors esaslarina
dayanmaktadir ve bu kaynaklar www.
publicationethics.org ~ web  adresinde
licretsiz olarak paylasilmaktadir.

A. DERGI IMTiYAZ  SAHIBININ
SORUMLULUKLARI:

Editoryal Bagimsizlik

JEMS, herhangi bir kimse veya ticari
ortaklarimin etkisi olmadan editoryal
kararlarin bagimsizliginin saglanmasini
taahhiit etmektedir.

Fikri Miilkiyet ve Telif Hakki

JEMS, dergide yayimlanan makalelerin
miilkiyet ve telif haklarini korur ve her
makalenin yayimlanmis versiyonunun
kaydinmi saglamaktadir. JEMS, yayimlanmis
her makalenin butiinliigiini ve seffafligini
saglamaktadir.

Bilimsel Suiistimal

JEMS, hileli yayin veya yayinci intihali
ile ilgili olarak daima uygun tedbirleri
almaktadir.

B. EDITORUN SORUMLULUKLARI:

Yayin ve Sorumluluk Karari

JEMS editori, dergideki her seyi kontrol
altinda tutmaktadir ve okuyucularin ile
yazarlarin ihtiyaclarina cevap vermek igin
caba gostermektedir. Editor ayrica,

dergiye gonderilen makalelerden
hangilerinin dergide yayinlanacaginin ve
hangilerinin onur kirici yayin, telif hakki
ihlali ve intihal ile ilgili yasal gerekliliklere
tabi politikalarla karar verilmesinden
sorumludur. Editor, yayin karari verilirken
hakemler ile miizakere edebilir. Editor,
icerik ve genel olarak yayin kalitesinden
sorumludur. Editor adil ve uygun bir hakem
siireci saglamalidir.

Tarafsizlik

Dergiye gonderilen makaleler
daima, herhangi bir 6nyargi olmaksizin
degerlendirilmektedir.

Gizlilik

Dergiye gonderilen bir makale ile ilgili
herhangi bir bilgi, editor tarafindan yayin
kurulu, hakemler ve dergi sahibi disinda
herhangi bir kimseye ifsa edilmemelidir.

Cikar Catismalari ve ifsa Etme

JEMS editorii yazarlar, hakemler ve
editorler gibi taraflar arasindaki herhangi
cikar ¢atismalarina izin vermez. Dergiye
gonderilen bir makaledeki yayimlanmamis
materyaller, yazarin sarih bir yazih
onayl olmadan herhangi biri tarafindan
kullanilmamalidir.

C. HAKEMLERIN SORUMLULUKLARI:

Degerlendirme

Hakemler yazarlarin kokeni,
cinsiyeti, cinsel egilimi veya siyasal
felsefesine bakilmaksizin eserleri
degerlendirmektedirler. Hakemler
ayrica, dergiye gonderilen metinlerin

degerlendirilmesi icin adil bir kor hakemlik
siireci saglamaktadirlar.

Gizlilik

Dergiye gonderilen makalelere iliskin
tlm bilgiler gizli tutulmaktadir. Hakemler,
editor tarafindan yetkilendirilmis olanlar
disinda baskalar1 miizakere etmemelidir.



ifsa Etme ve Cikar Catismasi

Hakemlerin; yazarlar, fon saglayicilar,
editorler vb. gibi taraflar ile menfaat
catismasi bulunmamaktadir.
Editore Destek

Hakemler, karar verme asamasinda
editorlere yardim ederler ve ayrica
metinlerin iyilestirilmesinde yazarlara
yardimci olabilmektedirler.

Tarafsizlik

Objektif bir karar degerlendirmesi,
daima hakemler tarafindan yapilmaktadir.
Hakemler, uygun destekleyici iddialarla,

actk  bir sekilde gorislerini ifade
etmektedirler.

Kaynaklarin Referansi

Hakemler ayrica, kendi bilgileri

dahilindeki yayinlanmis diger herhangi
bir makale ile dergiye gonderilen metin
arasinda herhangi 6nemli bir benzerlik
veya oOrtisme ile ilgili olarak editori
bilgilendirmelidir.

D. YAZARLARIN SORUMLULUKLARI:

Bildirme Standartlari

Dergiye gonderilen bir metin 6zgiin
olmalidir ve yazarlar, metnin daha dnce
herhangi bir dergide yaymlanmamis
olmasint saglamalidirlar.  Arastirmanin
verileri,makaledetamolarakbelirtilmelidir.
Dergiye gonderilen bir metin, baskalarinin
calismay1 tlretmesine izin vermek {izere
yeterli detay ve referanslari icermelidir.

Ozgiinliik

Calismalarin1  dergiye  gondermek
isteyen yazarlar, ¢alismalarinin tamamen
6zgln olmasini saglamalidir ve literatiirden
elde edilen kelimeler ile ciimleler uygun
bir sekilde alintilanmalidir.

Birden Fazla Yerde Yayin
Yazarlar, aymi c¢alismayr herhangi
bir baska dergide yayinlanmak {izere

gondermemelidirler. Ayni  ¢alismanin
birden fazla dergiye es zamanl
gonderilmesi etik olmayan bir davranis
teskil etmektedir ve kabul edilemez.

Kaynaklarin Referansi

Baskalarinin ¢alismalariyla ilgili olarak
uygun referanslar verilmelidir. Yazarlar,
calismalarinin  belirlenmesinde  etkili
olmus yayinlara referans vermelidirler.
Calisma stirecinde kullanilan kaynaklarin
tlmi belirtilmelidir.

Makale Yazarhigl

Makale yazarligl, c¢alismaya kayda
deger katkida bulunan kisilerle smirh
olmalidir. Arastirma slrecine Kkatilan
baskalar1 var ise, bu Kisiler katkida
bulunanlar olanlar listelenmelidir. Yazarlik
ayrica, derginin editord ile iletisim halinde
olan yazismadan sorumlu olan bir yazar
icermelidir. Yazismadan sorumlu yazar,
tim yardimci yazarlarin makaleye dabhil
olmasini saglamalidir.

ifsa Etme ve Cikar Catismalari

Finansal destek ile ilgili tim
kaynaklar agiklanmalidir. Tim yazarlar,
calismalarinin olusturulmasi siirecinde yer
alan ¢ikar ¢catismasini ortaya koymalidirlar.

Yayinlanmis Calismalardaki Temel Hatalar
Yazarlar gondermis olduklari
calismalarinda dikkat cekici bir
hata bulduklarinda, bu hata ile ilgili
olarak derhal dergiyi bilgilendirmek
zorundadirlar. Yazarlarin, hatalarin
diizeltilmesini saglamak tizere editor ile
birlikte ¢alisma ytikiimliilikleri vardir.
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