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Foreword

The work of the Federal Bureau of Maritime
Casualty Investigation (BSU) is based solely
on unpleasant events, notably, maritime casu-
alties with severe or moderate consequences.
Inasmuch, it is at least positive to note that not
a single fatal accident occurred in German
merchant shipping or on ships operating in
German territorial waters in 2013. As the first
few months of 2014 have shown, this is no
indication of a lasting trend, however.

After 2012 was a year of change in terms of
staff, as well as with regard to new legislation
and procedures, 2013 may be referred to as a
year of consolidation. The post of chief admin-
istrator was refilled in May, thus returning the
BSU to full strength.

With regard to the number and severity of
marine casualties, 2013 may be rated a 'good'
year. Only one case gave rise to fatalities, no-
tably during the rescue operation after Training
Yacht MERI TUULI capsized off Portugal's
Atlantic coast near the port of Figueira da Foz
on 11 April when a crew member of the MERI
TUULI and a Portuguese police officer lost
their lives.
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Overall, the accident reports reveal a down-
ward trend. This is especially true in respect of
less serious marine casualties, i.e. accidents
merely involving material damage with no
serious consequences or only minor injuries.
The number of serious accidents opposed this
trend and doubled, however. See the statistics
section further below for details.

Next to the hard facts and without making any
public disclosures, | would like to give you an
understanding of the work carried out by the
staff of the BSU in this year's annual report.
Therefore, this report comments on the work
of the BSU's Division 2 at length in places
when it discusses technical preparation of the
fundamentals and data, without which the sub-
sequent investigation reports would often not
be possible.

Volker Schellhammer
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Structure of the BSU

The BSU is a federal higher authority based in Hamburg, which is currently staffed by 11 people. It
has a single-level administrative structure and is under the direct supervision of Department WS 22 of
the Federal Ministry of Transport and Digital Infrastructure.

Necessary decisions are made quickly and independently by the BSU's director. In particular, he is not
subject to instructions vis-a-vis the decision as to whether an investigation is initiated, or not. He rep-
resents the BSU outwardly at national, European, and international level. Moreover, he is responsible
for strategic planning and control. He is also responsible for press, media, and general PR work.

BSU organisational chart
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Basis for the work

The German Maritime Safety Investigation Law (SUG) forms the basis for the work of the BSU.
It defines the competence of the BSU for the investigation of marine casualties
- onor involving seagoing ships of all flags
e within German territory;
¢ within the German Exclusive Economic Zone (EEZ);
e during traffic movements on German navigable maritime waterways, as well as to,
from, and in ports connected to them;
- on or involving seagoing ships flying the flag of Germany anywhere in the world, and
- in other countries if the Federal Republic of Germany has substantial interest in the investiga-
tion thereof.

Next to the actual investigative work, the BSU plays a role in improving maritime safety with a focus
on preventing marine casualties by

- keeping and analysing statistics;

- publishing information on marine casualties;

- forwarding marine casualty data to the European EMCIP (European Marine Casualty Infor-

mation Platform) database, as well as to the IMO database,
- GISIS (Global Integrated Shipping Information System), and
- participating in seminars.

Transposition of 'Directive 2009/18/EC of the European Parliament and of the Council establishing the
fundamental principles governing the investigation of accidents in the maritime transport sector' into
German law made an amendment to the SUG necessary. On the one hand, the readability of the SUG
has been improved by this amendment, which came into force on 1 December 2011, in that hitherto
cross-references to sections in the Aviation Accident Investigation Law (FIUUG) have been dispensed
with. On the other hand, necessary adjustments resulting from the EU Directive have been made. In
particular, the deadline for submitting comments on draft reports of the BSU has been shortened to 30
days from 60 days previously. The addressees of a safety recommendation issued by the BSU are now
obliged to report any action planned or already taken to implement the safety recommendation to the
BSU. Due to the basic obligation to investigate every very serious marine casualty on or involving
seagoing ships, and to conduct at least a preliminary investigation for any serious marine casualty, the
BSU may no longer decide on the prioritisation of the investigation of accidents to the extent provided
in the old law.

The rule under which the BSU must now publish the final investigation report within 12 months of a
marine casualty occurring is also of particular importance. In complex cases such as that of the MSC
FLAMINIA, this is virtually impossible even if a large percentage of the resources available for this
purpose are pooled. Moreover, this has implications insofar as other accidents may need to be post-
poned. An interim investigation report must be prepared if the one-year limit cannot be adhered to.
Essentially, this contains the facts and current level of progress.

The BSU is not or no longer responsible for marine casualties involving only

1. ships of war, troop ships and other ships owned or operated by Germany's federal or state gov-
ernments and used only on government non-commercial service;

2. ships not propelled by mechanical means, wooden ships of primitive build, pleasure yachts

and pleasure craft not engaged in trade, unless they have prescribed manning and carry more

than 12 passengers;

fishing vessels with a length of less than 15 metres, and

fixed offshore drilling units.

Hw
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In practice, this is of particular significance insofar as privately used recreational craft are now no
longer subject to the SUG. Therefore, the BSU has no legal mandate to investigate accidents involving
recreational craft. It is only possible for the BSU to investigate accidents involving recreational craft in
(rare) exceptions and even then only when an accident occurs in waters within the jurisdiction of Ger-
many or in the German Exclusive Economic Zone.

Main investigations

Nine investigations were closed with an investigation report in 2013. This appears rather low to begin
with. However, it is put into perspective by the fact that two extremely labour-intensive cases were
dealt with in the form of the now completed investigation of the MSC FLAMINIA accident and the
work on investigating the accident involving the cruise ship COSTA CONCORDIA.

As can be derived from the investigations ongoing at 31 December 2013 (see table on page 32), almost
all the old cases, i.e. cases dealt with under the old legislation, are now closed.

Compared to 2012, all the accidents involving merchant shipping passed more or less with no serious
consequences in 2013, i.e. most importantly without fatalities. Causing two fatalities, the accident with
the most severe consequences involved a commercial recreational craft (capsize of Training Yacht
MERI TUULLI), while the accident that attracted the most public attention was undoubtedly the fire on
the ATLANTIC CARTIER in the port of Hamburg, especially because the German Protestant Church
Congress was opened nearby at the same time. Both cases are still being worked on at this annual re-
port's time of publication; however, they are expected to be completed soon.

Some facts on the most important cases of 2013 are given below.

Very serious marine casualty involving the charter sailing yacht MERI TUUL off the coast of Portu-
gal

At 0830 on 10 April 2013, the German training craft, Sailing Yacht MERI TUULI, sailed out of
Peniche in Portugal with five crew members. Her destination was Figueira da Foz. The distance and
speed calculated for the voyage were 55 nm and 8 kts respectively, meaning the time of arrival would
be at about 1630 in the afternoon in high tide. The MERI TUULI did not reach her port of destination.
After the sails were struck, she abruptly heeled to port south-west of the northern jetty of the port of
Figueira da Foz on the 10 m line because of groundswell at 1641. The mast broke and four crew mem-
bers fell overboard in the process. A police officer and a crew member died in a semi-rigid inflatable
dinghy that capsized during the ensuing rescue operation by Portuguese emergency services. In addi-
tion, four crew members and two police officers were injured and had to seek medical attention.



= BS Uk

Bundesstelle fur Seeunfalluntersuchung
Federal Bureau of Maritime Casualty Investigation

Images above and below: the MERI TUULLI after she
capsized and drifted onto the beach
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The beach at Figueira da Foz after

the accident involving the capsized boats®

Serious marine casualty involving the con-ro cargo ship ATLANTIC CARTIER

On 1 May 2013, a fire occurred in an enclosed vehicle deck on the Swedish flagged con-ro cargo ship
ATLANTIC CARTIER in the port of Hamburg. The brand new cars stowed there were destroyed in
the process. The fire did not result in any injuries. The ship's command called for assistance from the
Hamburg fire brigade after an unsuccessful attempt to fight the fire from on board the ship. This was
successful by deploying extensive units to prevent the spread of fire to other parts of the ship and car-
go. The fire was extinguished after a mission lasting some nine hours.

! Photos: GPIAM (Portuguese marine casualty investigation authority)
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Brand new cars damaged after the fire on the ATLANTIC CARTIER

2 Photos: Dipl.-Ing. Lars Tober
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Serious marine casualty involving the cargo ship ROSEBURG

The Antigua & Barbuda flagged cargo ship ROSEBURG, 1,999 GT (IMO number 8817370), threat-
ened to capsize in Kiel Firth off Friedrichsort on the evening of 5 November 2013. The ship threatened
to capsize after she developed a heavy starboard list. This caused part of the cargo (3,000 cubic metres
of sawn timber) to go overboard. A crew member of the ROSEBURG also fell into the Firth but only
suffered hypothermia. Shipping was severely obstructed because of the accident.

Shifted cargo on the ROSEBURG®

Safety recommendations

In line with the IMO Code for the Investigation of Marine Casualties, the work of marine casualty
investigation authorities is defined as 'safety investigation' in EU Directive 2009/18 and correspond-
ingly in the SUG. This emphasises the fact that marine casualty investigations are not intended to clar-
ify issues of fault or liability, but are solely for the purpose of improving maritime safety. That is also
the reason why safety recommendations are issued. A safety recommendation points to an identified
gap in safety and aims to help the addressee avoid or at least reduce the impact of future situations
similar to those that led to an accident in the case investigated.

Therefore, a safety investigation by the BSU focuses not only on the events on board, but also looks at
organisation ashore. Consequently, in addition to the crew, addressees of safety recommendations
could include pilots, shipowners, shipyards, manufacturers of equipment, the Maritime Administra-
tion, the legislature, or others.

% Photo: ADOMS 11D, Bremerhaven
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The BSU may issue an early alert in the form of preliminary safety recommendations before the publi-
cation of an investigation report. This is to prevent accidents if it has been found that a safety risk ex-
ists, for which notification must be provided immediately, i.e. before publication of the final report.

One or more safety recommendation(s) are not issued for every investigation report. This can have
various reasons, e.g. that no specific deficits were evident. Recommendations that are too general in
nature should be avoided. In 2013, the BSU issued safety recommendations in three final reports.

All the recommendations published by the BSU are available for reading sorted by year of publication
on the BSU website (www.bsu-bund.de) under ‘Publications'.

Publications

All the reports and safety recommendations published by the BSU are available sorted by year of pub-
lication on the BSU website (www.bsu-bund.de) under 'Publications'.

The BSU's discretion to investigate or not investigate marine casualties is more restricted than hitherto
by the EU Directive on marine casualty investigation and its transposition into national law. For ex-
ample, any very serious marine casualty (VSMC) reported within the BSU's area of responsibility
must be investigated and any serious marine casualty (SMC) at least evaluated in the course of a pre-
liminary investigation. Deviations from this principle must be justified to the European Maritime Safe-
ty Agency (EMSA), which the European Commission has appointed for that purpose. When deciding
whether to investigate a SMC by means of only a preliminary investigation, consideration must be
given, in particular, to the severity of the accident, the type of ships involved and their cargo, and the
question of whether new knowledge for preventing future marine casualties may be gained from a full
safety investigation. Cases discontinued after a preliminary investigation are usually concluded with
an internal report. Main investigations that do not give rise to important conclusions with respect to
preventing future accidents, for example, because matters pertaining to safety have been discussed
previously in a similar accident, are usually concluded with a summary investigation report. This does
not contain safety recommendations but may refer to previous reports and recommendations of the
BSU or foreign marine casualty investigation authorities.

The BSU's investigation reports follow a certain pattern, which is also provided by Directive
2009/18/EC. In addition to the required indication of the purpose of the safety investigation, notably,
the prevention of future accidents and malfunctions, but not the determination of blame, liability, or
claims, each report contains

- asummary of the accident;

- factual information, in particular, ship and voyage particulars;

- adetailed account of the course of the accident and investigation;
- an analysis of the investigation;

- ensuing conclusions, and

- as arule, safety recommendations.

The publication of so-called interim investigation reports is also required if it is not possible to prepare
a final report within one year of the date of an accident.

11
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International

The need for international collaboration in the field of marine casualty investigation is emphasised
more and more — not least by the IMO Code and EU Directive 2009/18. During any investigation, the
staff of the BSU work together with other European and international marine casualty investigation
authorities if the interests of different countries are affected. Here, the BSU maintains close contact
with foreign marine casualty investigation authorities. In this regard, it works at international level
with the Marine Accident Investigators' International Forum (MAIIF), as well as with its regional fo-
rum, the European Marine Accident Investigators' International Forum (EMAIIF), and at European
level with EMSA, which has its headquarters in Lisbon.

Since Directive 2009/18/EC came into force, collaboration in the conduct of safety investigations has
been mandatory within the European Union if the interests of several Member States are affected.
Furthermore, a framework for permanent collaboration (Permanent Co-operation Framework — PCF)
has been created, within which the investigative bodies of the Member States are required to liaise on
the modalities for collaboration. Apart from the actual investigative work, one of the tasks in relation
to collaboration is to ensure that data are entered and maintained in the European database for marine
casualties (European Maritime Casualty Information Platform — EMCIP). Information about distressed
ships is recorded and stored in this, thus enabling EMSA to provide the European Commission with
fundamentals for making decisions concerning the maintenance and improvement of traffic safety in
maritime navigation. To facilitate the accomplishment of this objective, the master data on the ships
involved and course of the accident are recorded in EMCIP for each marine casualty reported. For
marine casualties processed in a preliminary or main investigation, additional data must be entered by
the investigator responsible. Since the structure of the EMCIP database is very complex, this repre-
sents significant additional effort.

Globally, marine casualty data are also recorded in a database at the IMO (Global Integrated Shipping
Information System - GISIS).

Inside the BSU

The SUG forms the legal foundation for official marine casualty investigations and thus for the activi-
ties of the BSU. The BSU conducts its safety investigations independently; however, it must satisfy
the legal requirements derived from EU Directive 2009/18/EC.

A core workforce of 11 staff members (five civil servants and six salaried employees) is now available
again to complete the tasks associated with marine casualty investigation. In spite of this low staffing
level, the occupational fields in the BSU are varied. For example, job profiles include that of the navi-
gator, naval architect, lawyer, mechanical engineer, as well as commercial and typical administrative
disciplines. In addition to being highly qualified, work at the BSU requires great enthusiasm, flexibil-
ity and professionalism.

12
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M Civil servants

M Salaried employees

As can be seen from the organisational chart (page 4), the BSU is separated into three divisions.

Division 1 (investigation teams)

The actual core work of the BSU, notably the investigation of marine casualties, is performed in Divi-
sion 1. At full strength, six investigators are engaged in processing accidents and preparing accident
reports.

In each case, an investigator is available 24 hours a day, seven days a week as part of the BSU's on-
call service on the phone number below.

EMERGENCY PHONE NUMBER: +49 (0) 170 —58 65 67 5

The investigators are the people who initiate or coordinate the necessary first measures as quickly as
possible and who arrive at the scene of an accident should the need arise.

Division 2 provides the necessary support for the work of Division 1 in technical matters, such as se-
curing and analysing technical recordings made on board ships and ashore. This is discussed in more
detail below.

Division 3 (administration)

Division 3 — Administration — has been manned by three staff members again since May 2013. One of
those staff members works on a part-time basis. This division deals with most of the administrative
tasks. In particular, all the tasks relating to registering initial notifications after accidents and incidents,
the publication of reports, the maintenance of international databases and, on occasion, preparing
translations are taken care of here. However, Division 3 also deals with tasks relating to staffing,
budgeting, procurement and organisation, as well as data protection and occupational safety.

13
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The 2013 financial year closed with total expenditure of EUR 790,000 (excluding expenditure in-
curred for IT because this is not managed by the BSU directly). In particular, the cost of marine casu-
alty investigations and staffing have risen as compared to the previous year.

Expenditure in EUR'000
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BSU expenditure in 2013 (without IT expenditure)
Division 2 (technology and IT)

This year, we would like to pay increased attention to Division 2, which is mainly responsible for
providing technical support to the six marine casualty investigators.

With only one staff member, Division 2 is the smallest of the three divisions in the BSU.

The tasks of Division 2 include overall management of the BSU's website (updating, organisation and
maintenance), participation in special interest groups (Marine Casualty Database and Performance
Standards for Voyage Data Recorder), creation of technical papers or concepts (procurement of new
software and IT solutions), data backups, and analysis of accident data.

By far the largest part of its work is to secure, present and analyse marine casualty data in the course
of the maritime safety work. Marine casualty data can include video, photographic, and audio record-
ings, AlS data, as well as data from a voyage data recorder (VDR). Most of the data on marine casual-
ties are delivered by the VDR (also known as the black box). A VDR is a shipboard recorder that col-
lects data from every sensor on a ship, so that video, audio and engine data are available for the analy-
sis of a marine casualty.

14
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This type of data backup was born out of aviation accident investigations. A flight recorder is a record-
ing device carried on board aircraft. It stores relevant flight and aircraft parameters during a flight with
a time axis and consists of flight data and voice recorders. It provides an additional opportunity to
trace the main events and parameters after an accident, thus helping to understand the course of the
accident.

Chapter V Regulation 20 of the International Convention for the Safety of Life at Sea, 1974 (SOLAS
74), defines which ships must carry a VDR:

1 To assist in casualty investigations, ships, when engaged on international voyages, subject to the
provisions of regulation 1.4%, shall be fitted with a voyage data recorder (VDR) as follows:

» .1 passenger ships constructed on or after 1 July 2002;

» .2 ro-ro passenger ships constructed before 1 July 2002, not later than the first survey on or
after 1 July 2002;

» .3 passenger ships, other than ro-ro passenger ships, constructed before 1 July 2002, not later
than 1 January 2004, and

» .4 ships, other than passenger ships, of 3,000 gross tonnage and upwards constructed on or
after 1 July 2002.

2 Administrations may exempt ships, other than ro-ro passenger ships, constructed before 1 July
2002 from being fitted with a VDR where it can be demonstrated that interfacing a VDR with the
existing equipment on the ship is unreasonable and impracticable.

Article 5 SUG provides the legal foundation for backing up VDR data (Organisational measures for
investigations):

The owner of a ship bearing the flag of Germany is responsible for ensuring that

1. in its company, marine casualties within the meaning of Article 4 involving this ship are re-
ported to any person within the company mandated with the safety of shipboard operations;
2. the respective ship's command is given clear instructions to
a) backup any data from nautical charts, deck log books, electronic and magnet-
ic recordings and video tapes, including data from VDRs and other electronic
devices over the period preceding, during and after an accident, as well as
protect such devices against interference;
b) prevent the overwriting or other alteration of the data referred to in point a),
and
¢) ensure that all evidence is collected and preserved expeditiously for the pur-
poses of the safety investigations.

A VDR consists of several components, including the main unit with corresponding signal inputs (au-
dio, video, NMEA, digital and analogue), the (emergency) power supply, a status, alarm and control
panel for activating an emergency backup, and the final recording medium. Optionally, a shipboard
VDR can also be equipped with its own playback system.

4 Applies only to ships of less than 150 GT and fishing vessels

15
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A VDR stores the following data at minimum:;

Replay

- audio data (conversations on the bridge and wings via integrated microphones and recorded

radio traffic);

- video data (images of at least one radar scanned at 15-second intervals);

- date, time (based on UTC);

- ship's position;

- speed through water or over ground;

- compass heading;

- depth below the keel;

- wind speed and direction of anemometer if the ship is equipped accordingly;
- main alarms, including the status of all the mandatory alarms on the bridge;

- rudder (order and

response);

- engine status and propeller control (order and response);
- status of openings in the hull, and
- status of watertight and fire-screen doors.

There are currently more than 20 different VDR manufacturers around the world. Each manufacturer
often offers different types and makes of VDR.

16
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Next to the VDRs on new vessels built in or after July 2002, simplified voyage data recorders (S-
VDRs) were installed on older ships. The main difference between these devices can be found in the
requirements for the final recording medium and scope of data to be stored.

Due to the reduced scope of the data to be stored and less stringent requirements for the final recording
medium, S-VDRs cost less to buy, are easier to install, and have a simpler design.

An S-VDR only needs to store the following data:
- audio data (conversations on the bridge and wings via integrated microphones and recorded
radio traffic);
- scanned radar images (15-second intervals) or AIS recordings;
- date, time (based on UTC);
- ship's position;
- speed through water or over ground, and
- compass heading.

That is the theory. However, the practice reveals a variety of problems. For example, an attempt was

made to analyse data from 61 VDRs in the years 2010 to 2013. While there were no problems in 49
cases, the analysis was problematic to impossible in 12 cases.

The following graphs show the deficiencies in percentage terms.

14% 3% 3%

EGood quality data
EVDR problems

H S-VDR problems
EProblems with VDR-Type unknown

This figure shows that good data quality existed in 80% of the cases. In 14% of the cases there were
problems with 'standard’ VDRs and the remaining 6% concerned S-VDRs or VDRs whose manufac-
turer was not known to the BSU.

Of the 12 faults observed, four faults resulted in no data being available, four other faults to incom-
plete data, and another four faults to poor data quality.

17
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M No Data
H Incomplete Data

M Poor Quality data

Possible causes of the total absence of VDR/S-VDR data could be VDR system errors, operator errors
or faulty downloads. Incomplete data are present if the replay software is faulty or not synchronised
for the VDR data, if ports/interface within the VDR are faulty or impaired or if the data are simply
faulty. Poor VDR data quality means the quality of audio and video recordings is inadequate.

Due to the rapid technological progress of today, it is assumed that the error rate will reduce consider-
ably in the years ahead.

Events

Since the investigation of marine casualties is an international business by its very nature, ideas and
experience are exchanged vigorously at international level.

Regular international events attended by staff members of the BSU include:

- the annual MAIIF conference, which is held at various locations around the world (Busan,
South Korea, in 2013);

- the annual EMAIIF conference, which is held at various locations around Europe (Interlaken,
Switzerland, in 2013);

- the annual PCF conference at EMSA in Lisbon, Portugal;

- the EMCIP User Group's annual conference at EMSA in Lisbon, Portugal, and

- the annual session of the Third Subcommittee of the IMO in London, UK.

In addition to the events that are held regularly, staff members of the BSU attended various other ex-
ternal events in 2013. These include the German Council on Jurisdiction in Traffic at Goslar, Germa-
ny, the Second Maritime Security Conference in Busan, Korea, the annual conference of the Federa-
tion of European Maritime Associations of Surveyors and Consultants (FEMAS) in Genoa, Italy, the
34th Duisburg Colloquium on Shipbuilding and Marine Technology of the University of Duisburg-
Essen, as well as many other national and international events.

In most cases, BSU staff members did not just attend these events, they also gave various presenta-
tions. A total of 24 presentations were given in 2013, five at international level. Most of the national
presentations were addressed to the key contacts of the BSU, namely the waterway police of the vari-
ous German states, as well as the German Federal Police. Presentations were also given at events of
the German Shipowners' Association, universities, as well as during events for the sport and recrea-
tional boating sector.
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On the other hand, there is also the advanced training requirements of BSU's own staff members. BSU
staff members attended 22 relevant seminars and other advanced training courses, including at EMSA
in Lisbon and at the British Marine Accident Investigation Branch (MAIB) in Southampton.
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Statistics
This statistics section requires a number of explanatory notes.
The amended version of the SUG defines the term 'marine casualty' as

1. any event that has at least one of the following consequences:

o the death or serious injury of a person caused by or in connection with the operation of a
ship;

o the disappearance of a person on board a ship caused by or in connection with the opera-

tion of a ship;

the loss, presumed loss or abandonment of a ship;

material damage to a ship;

the grounding or constructive total loss of a ship or the involvement of a ship in a collision;

material damage caused by or in connection with the operation of a ship;

environmental pollution resulting from damage to one or more ships caused by or in con-

nection with the operation of one or more ships, and

2. any event caused by or in connection with the operation of a ship that poses a risk to a ship or
a person or the consequences of which could cause serious damage to a ship, an offshore
structure or the environment.

Depending on the consequences, the generic term 'marine casualty' is divided further into

Very serious marine casualty (VSMC):
Fatality, constructive total loss of a ship or an accident with substantial environmental pollution

Serious marine casualty (SMC):
Marine casualty not classified as a VSMC, but which involves, in particular,
o the failure of the main engine;
substantial damage to the accommaodation spaces;
serious damage to the ship's structure;
a leak in the underwater shell plating with which the ship becomes unseaworthy;
pollution, regardless of the volume of pollutants released, and/or
damage that necessitates towing or shore-based assistance.

Less serious marine casualty (LSMC):
Any marine casualty not classified as a VSMC or SMC

In this respect, there is broad consensus between the international rules of the IMO Code, the pro-
visions of European legislation in Directive 2009/18/EC, and the national SUG that this does not
apply to the term 'incident’. The SUG provides the following definition:

"Any event caused by or in connection with the operation of a ship that poses a risk to a ship or a

person or the consequences of which could cause serious damage to a ship, an offshore structure or
the environment."
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The definition of 'incident' in the international rules is similar, but the wording is not identical.
However, it is problematic in that an 'incident’ is not the same as a marine casualty according to
international rules, while the SUG deems it a subcategory of a marine casualty.

In particular, the aforementioned definitions are of significance because they apply throughout
Europe and form the basis for the entries in the European marine casualty database, EMCIP, and
for the IMO database, GISIS. Therefore, the international systems are applied for the statistics pre-
sented here.

Accidents or incidents involving only recreational craft or small fishing vessels are not recorded in
Europe. Since there is still a requirement to report such accidents, a national database is kept for
this purpose.

Moreover, the law does not apply to inland waterway vessels, ships of war, troop ships and other
ships owned or operated by Germany's federal or state governments and used only on government
non-commercial service.

As a consequence of that, the BSU not only feeds the EMCIP and GISIS databases in accordance

with international legislation, but also/additionally a (simplified) national database. Occasionally,
this leads to friction and sometimes even inconsistencies in the statistics.

Global reporting and marine casualties reported in 2013

The following table provides a summary and comparison of the events reported to the BSU in 2012
and 2013.

2012 2013
VSMC 3 2
SMC 8 16
LSMC 332 221
Incidents (I) - 44
Other (marine) casualties (OC) 54 92
- of which recreational craft 42 73
Non-marine casualty (NC) 65 42
Total number of reports 462 417
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This shows that the total number of reports has fallen by about 10% from 462 to 417. This trend
was already indicated in the previous year.

After the introduction to the statistics, this table also requires an explanation. All incoming reports
are recorded here.
This table only shows those VSMCs, SMCs, LSMCs, and Is according to international rules.

Incidents are reported separately for the first time this year. Last year, they were still reported as
marine casualties in accordance with the national rules in the SUG. The problem with regard to
categorising incidents is that ultimately nothing has happened. In turn, this means that the tendency
to report such incidents will be rather low, which will probably lead to a relatively high number of
unreported cases. A typical incident would be a blackout; for example, an engine failure and emer-
gency anchoring manoeuvre that does not lead to damage to a ship, environmental pollution or
bodily harm.

Although OCs are marine casualties, they do not fall