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M/V STRONTSIY GEMI KAZASI SONRASINDAKI DOKULEN
YAKIT DAGILIMININ BENZETIM MODELI

) Ersan BASAR*
OZET

Tiirk Bogazlar Sisteminin (TBS) bir parcasi olan Istanbul Bogazi,
dar ve seyir acisindan gemiler icin riskli bir su yoludur. Yilda ortalama
50000 geminin gecis yaptigt Bogaz, cevre acisindan da risk altindadir.
Istanbul Bogazi'nin kuzey giris tarafinda bulunan demir yerinde M/V
STRONTSIY adhi yiikk gemisinin kotii hava sartlarina maruz kalarak
striiklenip kirilmasi sonucu 120 mt yakit denize dokiilmiistiir. Olay
sonrasinda yapilan miidahaleler ile belli Olgekte yakit deniz ortamindan
toplanarak temizleme caligmalar1 yapilmistir.

Kaza olan bolgede daha dnce yapilan yakit dagilim simiilasyonlart,
bu kaza ile denenme firsati bulmustur. Gergcekte olusan dagilim ile yapilan
yakit dagilim simiilasyonun birbiri ile paralellik gosterdigi tespit edilmigtir.
Uygulanan simiilasyon sonucunda kullanilacak bariyer kullanim tarzi ile
temizleme asamalarinda kullamilan bariyerlerin benzerlik gosterdigi
belirlenmistir. Boylelikle simiilasyonun test edilme olanagi elde edilmistir.

Anahtar kelimeler: Petrol dokiilmesi, simiilasyon, gemi kazasi

SIMULATION OF OIL SPILL FROM M/V STRONTSIY SHIP
ACCIDENT
ABSTRACT

The Istanbul strait, which is a part of Turkish Strait System (TSS), is
a narrow and navigationally risky waterway for ships. Over 50000 vessels,
on average annually use the Turkish Straits, which causes environmental
risk to the strait. M/V STRONTSIY was drifted due to bad weather
condition and broken up. As a result of this 120 mt oil was spilled to the sea.
Cleaning was started by taken oil from sea surface just after accident

* Yrd.Dog¢.Dr., KTU Deniz Bilimleri Fakiiltesi, Deniz Ulastirma Isletme
Miihendisligi Boliimii, ebasar @ktu.edu.tr
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happened.This accident gave opportunity to test previously done
simulations. As seen from simulation result, oil spill distribution is parallel
to the real distribution happened after accident. Recommendation of usage
of booms is very similar to the application of booms after accident.

Keywords: Oil spill, ship accident, simulation
1.GIRiS

Giintimiizde petrol en Onemli enerji kaynaklarmin basinda
gelmektedir. Petrol tasimaciligi deniz {izerinden veya boru hatlar1 yardimi
ile yapilmaktadir. Bu tasima siirecinde, deniz kazalar1 olusmakta ve
sonucunda denize dokiilen petrol iiriinlerinden deniz ortami ciddi boyutlarda
kirlenmektedir. Denizlerdeki petrol sizintilari, gemilerden dokiilen petrol
kalintilart ve gemi kazalar1 sonrasinda denize sizan petroliin deniz
ekosistemi i¢in zararl etkiler olusturdugu bilinmektedir. Bu etki petroliin
miktarina, dagilim oranina, dagilan alan yapisina bagl olarak degisiklik
gosterebilmektedir.

Deniz ortaminda ¢ok yaygin olan petrol kirlenmesi ve bunun sonucu
olarak ortaya cikan bilesikler, ekosistem icerisindeki tiim organizmalari
etkilemektedir. Deniz ortaminda yasayan degisik canli tiirlerinin petrol
irtinlerine kars1 dayaniklilig1 da farklidir. Petrol iiriinlerinin deniz canlilar
tizerine toksik etkisi, doku ve hiicrelerde birikim ve fizyolojik faaliyetleri
etkilemesi sonucu ortaya ¢ikmaktadir. Denizde yasayan canlilarin yani sira
su yilizeyini paylasan kuslarda yiizeyde olusan film tabakasindan
etkilenmektedir (Clark, 1997: 25-51), (Polikarpov, G.G. ve ark. 1994: 15-
42).

Gemi kazalar1 sonrasi olusan petrol dagiliminin tespit edilmesi ve
sonrasindaki hareketinin tahmin edilebilmesi ¢ok onemlidir. Erken ve dogru
miidahale olusabilecek ¢evre kirliliklerini en aza indirme konusunda faydali
olacaktir. Bunun yan1 sira dogru ekipman kullanilmasi etkin miidahaleyi de
saglayacaktir. Beegle-Krause (1999: 1262-1266)  tarafindan, NOAA
(National Oceanic and Atmospheric Administration) da gelistirilen petrol
dagilim modellemesi olan GNOME™ simiilasyonun deniz ortaminda nasil
kullanilacag1 ve sonuglarin nasil yorumlanmasi gerektigi konularinda bilgi
vermekle kalmayip, deniz ortamindaki kazalarda simiilasyonun kolaylikla
kullanilacagini ortaya koymaktadir. Basar ve ark. (2006: 388-400), Istanbul
Bogaz1 icin yapmus oldugu calismada GNOME™ simiilasyonunu
kullanarak, bogazda olusabilecek kazalar sonrasindaki petrol dagilimini
belirlemistir. Caligmada, tanker kazasi sonrasi petrol dagilimi i¢in bogazin
riskli yerleri ve etkin miidahale alanlarini tespit etmislerdir. Bununla birlikte
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Bagar (2006: 1127-1136), petrol yayilimi simiilasyonunu liman sahas1 gibi

kapali alanlar i¢cinde kullanmistir. Engie ve Klinger (2007: 201-213),
GNOME™ kullanarak kapali bolgelerde petroliin hareketini ve yayilim
hizin1 belirlemis, bu hareketi bir takip sistemine entegre etmistir.

Istanbul Bogazi’'min Karadeniz girisinde 3994 GRT lik M/V
STRONTSIY adli Rus bayrakli yiik gemisi 12 Subat 2004 tarihinde kotii
hava sartlarina maruz kalarak demir taramasi sonucunda Kilyos Aslan
Burnu kiyilarinda karaya oturarak kirilmistir (DM, 2009). Kaza Sonrasinda
120 mt yakitin denize sizdig: bildirilmistir ve yapilan ¢aligmalar ile yakitin
bir biiylik bir boliimii kontrol altina alinarak yayilma Onlenmistir. M/V
STRONTSIY gemisinin olay giinii fotografi Sekil 1 de ve sonras1 ise sekil 2
de goriilmektedir (MEKE, 2009 ve DKD, 2009).

Sekil 1. Gemi Oturma

Sekil 2. Bariyer Doseme Sekli

3
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Kazanin oldugu bu bolgenin aciklari Istanbul Bogazi’ni kullanarak
Karadeniz’den Marmara Denizi’'ne ge¢mek amaci ile bekleyen gemilerin
demir yeri olarak kullanilmaktadir. Hava sartlarinin ¢ok sert oldugu
ozellikle kuzeyli riizgarlarda demirde bekleyen gemilerin risk altinda oldugu
bilinmektedir.

2.MATERYAL VE YONTEM

Calisma alani, Istanbul Bogazi'min Kuzey girisinin bat1 yakasidir
(Sekil 3). Kazanin gergeklestigi ve simiilasyonun calistirnnldigi bolgenin
koordinatlar1 Tablo 1’ de verilmistir.

%

R SR T

Sekil 3. Kaza Bolgesi

Tablo 1. Kaza Koordinatlari

Enlem Boylam
Kaza Mevkii 41°15°28”N 29°03°04”E

Kazanin oldugu koordinatlarda calistillan, NOAA tarafindan
gelistirilen petrol yayiliminin zamansal ve alansal olarak dagilimini tespit
etmeye yarayan GNOME™ adli simiilasyondur (Anonymous, 2001a). Bu
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simiilasyona riizgar, akinti, gelgit degerleri uygun formatlarda girildikten

sonra petroliin ylizeydeki hareketini hesaplayarak sonuca gitmektedir
(Anonymous, 2001b). Kaza bolgesi, Mercator projeksiyonlu seyir haritasi
kullanilarak sayisal hale getirilmistir. Haritanin sayisallastirilmasinda enlem
ve boylam (Lat ve Long) olarak 450 nokta koordinat kullanilmistir. Yiizey
akintilart her iki ©° v~ yoniindeki akinti hizlart m/sn olarak girilmistir.
Iki boyutlu olarak girilen bu akinti modelinde yonler () ve (+) olarak
belirtilmistir. Simulasyonun altligin1 olusturan bdlgenin deniz haritasi
sayisal hale getirilmistir. Sayisal hale getirilen harita Sekil 4 verilmistir.

|

Sekil 4. Sayisallastirilmis Deniz Haritasi

2.1.Kaza Anmindaki ve Sonrasindaki Meteorolojik Sartlar

Cevresel sartlar dokiilen yakitin takip edilmesi ve de yayilim yonii
ve seklinin belirlenmesinde olduk¢a dnemlidir. Kaza giinii (12 Subat 2004)
ve sonrasi (13 Subat 2004) icin elde edilen meteorolojik veriler Tablo 2 ve 3
ile Sekil 5 ve 6 da 2 giinliik siire icin verilmistir (WU, 2009). Riizgar yonii
incelendiginde kaza giinii sabahinda giiney yonlii olan riizgar 6glen
saatlerinde kuzey yone donerek hizim1 da artirmistir. Bir sonraki giin ise
riizgdr ayn1 yonde esmeye devam ederken, hizinda goriiliir bir azalma
oldugu anlasilmaktadir. Kazanin ilk giiniinde kapali ve cok bulutlu olan
hava durumunun ilerleyen saat ve giinde saganak kar ve agir saganak kar
sekline doniistiigi goriilmektedir.
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Sekil 5. 12 Ocak 2004 Tarihli Riizgar Yon ve Siddeti (WU, 2009)
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Sekil 6. 13 Ocak 2004 Tarihli Riizgar Yon ve Siddeti (WU, 2009)

Hazirlanmis olan simiilasyona kazanin oldugu planlanan tarihteki
veya istenilen bir riizgar yonii ve siddeti girilerek calistirilabilmektedir. Elde
edilen cevresel sartlar dogrultusunda simiilasyon 2 giin i¢in caligtirillmustir.
Saatlik degisen riizgar yonii ve siddeti degisken olarak girilmistir.
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Tablo 2. 12 Ocak 2004 Tarihli Meteorolojik Veriler (WU, 2009)

(leén%n Sicaklik U(z;gll;:ilsgl R‘i{iglglif;r R;ilzlgflr Etkinlikler Durum

22 60C° 100km GGB 72ms Cok Bulutlu
22 70C° 100km GGB 82mls Cok Bulutlu
) 70C° 100km GB 67 ms Cok Bulutlu
22 60C° 100kn  GB 82mhs Cok Bulutlu
) 60C° 100km  GB 57mss Cok Bulutlu
5% 50C° 70km  GGB 67mis  Yagmur Haii{fazilgjfak
020 30C° 60km  Kuzey 82m/s  Yagmur Haii{fazilgjfak
22000 60km Kuzey1L8m/s  Kar Haﬁfg:rganak
be)00C° 30km Kuzey139ms  Kar  Saganak Kar
OV 0C° 07km Kuzey 23ms Kar 08T Iijfanak
) 1000 09km Kuzey 1L8ms  Kar  O8T Iijfanak
o) 1000 L6km  Kuzey 82mls Kar ~ A8r Iijfanak
ool 20C° 08km Kuzey129ms  Kar 8T Iijfanak
o) 2000 06km Kuzey IL3ms  Kar 8T Iijfanak
Y 0Ce 02km Kuzey 1L3ms  Kar 08T Iijfanak
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Tablo 3. 13 Ocak 2004 Tarihli Meteorolojik Veriler (WU, 2009)

(ZE"‘EH;)“ Sicaklrk UCZ}:ll;llllsgl siéﬁér Rﬁﬁff‘r Etkinlikler ~ Durum

[1\21\:/[20 20C° 02km Kuzey 123m/s Kar 8T Iséfanak
iﬁ) 30C° 0.1km Kuzey 129m/s Kar 8T Iséfanak
Zf/? 30C° 0.1km Kuzey 154m/s Kar 87 Iséfanak
iﬁ) 30C° 0.1km Kuzey 159m/s Kar 287 Iséfanak
Zf/? 40C° 0.1km Kuzey 175m/s Kar 8T Iséfanak
iﬁ) 40C° 01km Kuzey 170m/s Kar 8T Iséfanak
Zf/? 00C° 0.1km Kuzey 139m/s Kar 87 Iséfanak
[1\11\:/[20 40C° 01km Kuzey 170m/s Kar 8T Iséfanak
ll)ifo 40C° 00km Kuzey 154m/s Kar 8T Iséfanak
11;1\240 40C° 0.1km Kuzey 154m/s Kar 8T Iséfanak
12;1\540 50C° 02km Kuzey 149m/s Kar 8T Iséfanak
gﬁo 50C° 03km Kuzey 149m/s Kar 8T Iséfanak
15):1\5/[0 50C° 1.2km KKB 11.3 m/s Bilinmiyor
17):1\240 -5.0C° 0.7km  Kuzey 10.3 m/s Kar Saganak Kar
1%1\5/10 50C° 03km KKB  87m/is  Kar 8T Iséfanak
ll)gfo 50C° 03km KKB  87m/is  Kar BT Iséfanak
11)11\:450 50C° 16km KKB  98m/s  Kar  Saganak Kar
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2.2.Kaza Sonrasindaki Petroliin Yayilimi

Kaza sonrasinda kuzeyli riizgarlarin ve bolgedeki akinti
karakteristikleri etkisi ile dokiilen yakitin kiyiya temas ettigi bildirilmistir
(MEKE, 2009). Hava sartlar1 kazanin oldugu ilk 1 saat icerisindeki yakitin
hareketini izlemeye izin vermemesi nedeni ile ilk 60 dakikadaki gercek
yayilim hakkinda veri elde edilememistir. Buna karsin geminin kirilmasi ve
120 mt yakitin denize dokiilmesi sonucunda yakitin ¢ok Kilyos Aslan Burnu
kiyilarina vurdugu bildirilmistir (DM, 2009).

3.BULGULAR

Simiilasyonun ¢alistirildig1 kaza bolgesinde, Sekil 7 de 11 m/sn hizla
kuzeyden gelen riizgarin etkisi altindaki yakit dagilimin ilk 1saat i¢indeki
durumu goriilmektedir. ilk 1 saat icinde yayilim giiney yone dogru hareket
ettigi tespit edilmistir. Sekil 8 de ise 14 m/sn hizda kuzeyli riizgara maruz
kalan yakitin dagilimi goriilmektedir. Ik 24 saat icinde yakitin tamamen
kiytya vurmus oldugu gozlemlenmistir.

Petroliin yayilimimi onlemek i¢in kullanilacak bariyer yonii, Sekil
9’da verilmistir. Bariyerin etkin ¢alismasi i¢in hizli bir sekilde donatilmasi
gerekmektedir. Bariyer yardimiyla toplanan petrol emiciler ve siyirict
(skimmer) kullanilarak toplanmasi fayda saglayacaktir. Riizgar ve dalganin
olay aninda yiiksek degerlerde olmasi nedeni ile segilecek olan bariyerin
ozellikleri onem arz etmektedir.

p - '
)

Sekil 7. Kuzeyden 12 m/sn Riizgar 60. Dakika



M/V STRONTSIY Gemi Kazasi.... DENIZCILIK FAKULTESI DERGISI 2/1 (2010)

Sekil 8. Giineyden 14 m/sn Riizgar 24. Saat

21°15° 45"H

Bariyer -
41°15° 30"H e
donatim yoni P
R
L}
L}
&x“-us v

41715° 15"H

Sekil 9. Bariyer Donatim Sekli
4. SONUC VE TARTISMA

Petrol ve petrol iriinii tagsiyan gemilerin kaza sonrasinda denize
sizdirdig1 petroliin 6nemli bir kirlilik olusturdugu bilinmektedir. Bunun yani1
sira gemi kazalar1 neticesinde gemilerin yakit tanklarindaki yakitin, deniz
ortamina sizmasi da 6nemli bir ¢evre sorunu olusturmaktadir.

M/V STRONTSIY adli Rus bayrakli yiik gemisi 12 Subat 2004
tarthinde kotii hava sartlarina maruz kalarak demir taramasi sonucunda
Kilyos Aslan Burnu kiyilarinda karaya oturarak kirilmis ve 120 mt yakit
denize dokiilmiistiir. Yapilan calismada, kaza Oncesinde yakitin denize

10
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dokiildiigii koordinatlarda hazirlanan petrol yayilim simiilasyonu gercek
meteorolojik veriler kullanilarak calistirllmistir. Simiilasyon sonucunda
yakitin kontrol edilmesi amaci ile kullanilacak bariyerlerin yonii tespit
edilmistir. Dokiilen yakitin kuzeyli riizgarlar etkisinde kalarak agik denize
yonelmedigi yapilan caligmada ortaya konmustur.

Simiilasyon verileri ile gercek yakit yayillimmmin ayni oldugu
gozlemlenmistir. Simiilasyon c¢iktilarinda goriildiigii gibi, gercekte de
yakitin, Kilyos Aslan Burnu kiyilarinda sikistig1 ve temizlik ¢alismalarinin
bu bolgede yogunlastigt kaza raporlarinda bildirilmistir.  Yapilan
simiilasyonun gercek verilerle ortiismiis olmasi simiilasyonun gercek veriler
ile denenmesine olanak saglamistir. Yapilmis olan simiilasyonun gercek
verilerle denenmesi ancak kazalar sonrasindaki yakitin davranisinin
incelenmesi ile olabilmektedir. Bunun haricinde deney tanklarinda benzetim
yapilarak denenmesinin olduk¢a zor oldugu bilinmektedir. Bundan dolay1
M/V STRONTSIY kazasi sonrast olusan yakit dagiliminin simiilasyonla
esdegerlik gostermesi benzetim modelinin dogru c¢alistiginin gostergesi
olmaktadir. Yapilmis olan simiilasyon bu alan icerisinde ileride olabilecek
kazalar sonrasindaki dokiilmelerin hareketini 6nceden belirlemede etkin
olarak kullanilma imkamn saglayacaktir.

Denize petrol dokiilmesi sonrasinda miidahale sekli ve hizi ¢ok
onemlidir. Ancak miidahalenin yapilmasinda dogru hareket tarzi kirliligin
en aza indirilmesinde Onemli bir gercektir. Bundan dolay1 simiilasyon
yapilarak yakitin zamansal ve alansal dagiliminin tespiti dogru ve etkin
miidahale imkan1 tanmiyacaktir. Bunun yam sira acil miidahaleyi yonetenlere
de dogru karar verme konusunda yardimci olacag agiktir.
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TURKIYE’DE COKLU TASIMACILIGIN GELISTIRILMESINE
YONELIK STRATEJIK BiR MODEL ONERISI

D. Ali DEVECIH!

OZET
Lojistik ve ulastirma alaninda coklu tagimacilik yeni bir ulagtirma
pazari olarak hizla biiyiimekte olup, basta Avrupa Birligi, Amerika Birlesik
Devletleri ve Uzakdogu iilkeleri olmak {iizere bircok {iilkenin ulagtirma
politikalarinin temelini teskil etmeye baslamistir.

Tiirkiye, cografi konumu agisindan ¢ok onemli stratejik avantajlara
sahip olmasina ragmen, ¢oklu tasimacilik heniiz yeterince gelismis durumda
degildir. Hem ulusal, hem de kiiresel Olcekteki gelismelere pararel olarak,
Tiirkiye’de ¢oklu tasimaciligin gelistirilmesi ihtiyaci bulunmaktadir.

Bu ¢alismanin amaci, Tiirkiye’de ¢oklu tagimaciliin gelistirilmesine
yonelik stratejilerin gelistirilmesidir. Bu amaca ulasabilmek i¢in ilk 6nce
coklu tasimaciligl olusturan unsurlar ve kritik basar1 faktorleri incelenmis,
daha sonra ise bu wunsurlar ve faktorler gozoniine alinarak c¢oklu
tasimaciligin gelistirilmesine yonelik stratejik bir model gelistirilmistir.

Anahtar Kelimeler: Coklu tasimacilik, Tiirkiye, Stratejik Model

PROPOSAL OF A STRATEGIC MODEL FOR DEVELOPING
INTERMODAL TRANSPORTATION IN TURKEY
ABSTRACT

Intermodal transport as a new market in logistics and transportation
industry has grown forming a backbone of transportation policies of first
and foremost European Union, United States of America, and Far Eastern
countries.

Despite having certain crucial strategic advantages in terms of
intermodal transport due to its geographical position, Turkey has not yet
developped this particular transport system to a satisfactory extent. There is

! Dog¢.Dr., Dokuz Eyliil Universitesi, Denizcilik Fakiiltesi, Denizcilik Eletmeleri Y Onetimi
Bolumii, adeveci @deu.edu.tr
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a need to develop intermodal transport in Tukey in paralel with the
developments in national and international scale.

The purpose of this study is to formulate strategies for developing
intermodal transport in Turkey. In order to reach this aim, first the facets
and critical success factors of intermodal transportation are reviewed, and
then a strategic model is developped considering these facets and factors.

Keywords: Intermodal Transport, Turkey, Strategic Model
1. GIRIS

Siirdiiriilebilir  tasimaciligin ~ belkemigi olarak goriillen coklu
tagimacilik, tagimacilik ile ilgili taraflarin ve miisterilerinin gereksinimlerini
karsilamada bir devrim olarak ortaya c¢ikmis ve giderek biiyiiyen bir
tasimacilik pazar1 haline gelmistir. Son yillarda karayollarinda yasanan
trafik sikisikligi, artan kazalar, giiriiltii, sinir gecisi sorunlari, azalan enerji
ve artan ¢evresesel sorunlar iilkeleri her bir tastma modunun avantajlarindan
yararlanarak, optium tasimacilik hizmetleri yoluyla siirdiiriilebilir
tasimacilik politikalarina yoOneltmistir. Coklu tasimaciligin gelismesinin
ardinda tasimacilik pazariin arz ve talep boyutundaki yasanan gelismeler
etkilidir (Deveci, Cerit ve Tuna, 2004). Tasimacilik pazarinin talep
tarafindaki gelismeler kiiresellesme ile birlikte tasimacilik miisterilerinin
artan hizli, giivenli, ekonomik, etkin ve cevreye duyarli giderek artan
uluslararas1 ve kiiresel tasima talepleridir. Tasimacilik pazarinin arz
tarafindaki gelismeler ise, tasimacilik endiistrisinde 1960’lardan bu yana
yasanan konteynerlesme gibi ulastirma teknolojisindeki ilerlemeler, yasal
serbestlestirmeler ve neticede bireysel tasima modlart igerisinde ve
modlararas1 giderek artan rekabet ve buna bagli olarak azalan tasiyicilarin
pazar paylar ve diisen karliliklaridir (Deveci ve Cerit, 2007).

Coklu tasimacilik, ingilizce “multimodal”, “intermodal” veya
“combined” terimleri ile adlandirilip bu yeni tasima sistemi ve hizmetinin
tanimu iizerinde heniiz tam bir fikir birligi saglanamamistir. UNCTAD
(1994) coklu tasimaciligi, bir iilkede belirli bir ¢ikis yerinden malin, baska
bir iilkede teslim yeri olarak belirtilen yere, ¢coklu tasima kontrati ile ¢coklu
tasima operatorii sorumlulugunda, en az iki farkli tasima modu kullanilarak
onceden anlasilan tek bir fiyat ve fatura kapsaminda tasinmasi olarak
tanimlanmaktadir. Deveci, Cerit ve Tuna’ya (2004) goére bu hizmetleri
saglayan isletmelerin amaci, her tastma modunun en avantajli yOnlerini
kullanarak hizli, giivenli, ¢evreye duyarli, giivenilir ve kapidan kapiya
miisterilere siirdiiriilebilir tasima hizmetleri sunmaktir.
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Dogru tasima modunu dogru yerde ve dengeli bir sekilde kullanmay1
hedefleyen coklu tasimacilik politikast ¢ercevesinde Avrupa Birligi,
Amerika ve Uzak dogu iilkeleri basta olmak iizere bir takim stratejiler
gelistirilmektedir (Gray and Kim, 2001). Tiirkiye de, Avrupa Birligi’'ne giris
siirecinde bir iilke olarak ortak ulastirma politikas1 cercevesinde c¢oklu
tasimacilignr gelistirmeye yonelik politika ve stratejilerini  olusturma
ihtiyacindadir. Ilerleyen boliimlerde ulastirma sistemi icerisinde coklu
tasimacilik, coklu tasimacili§in boyutlart ve kritik basar1 faktorleri ele alinip,
Tiurkiye i¢cin c¢oklu tagimaciligin gelistirilmesi icin stratejik bir model
Onerilmektedir.

2. ULASTIRMA SISTEMI ICERISINDE COKLU TASIMACILIK

Hayuth’a gore (1987) ulastirma, arz ve talep merkezleri arasinda
uzaysal ve ekonomik bogluklar1 dengeleyebilmek i¢in mallarin ve insanlarin
bir noktadan bagka bir noktaya transferini amagclayan, teknolojik ve
organizasyonel bir sistem olarak goriilmektedir. Biitiinciil ulagtirma kavrama,
sistemi olusturan tiim degiskenlerin karsilikli iliskilerine gore sistemin her
bir elemaninin roliinii analiz ederken, ulastirma sistemine kapsamli ve genis
acidan yaklagmaktadir. Biitiinciil ulastirma kavrami aym1 zamanda,
ulagtirmanin kendisini daha genis ve kompleks ekonomik, politik ve sosyal
yapinin bir alt sistemi olarak tanimaktadir. Ulastirma sistemindeki
degismelerin degerlendirilmesi ve analizi i¢in ilk Once sistemin ana
unsurlar1 ve mevcut secenekleri gbz Oniine alinmaktadir. Karar degiskenleri
bireylerin, gruplarin ve kurumlarin kararlar1 ile dogrudan degisebilen
ulagtirmanin yonleri olup uluslararas1 tasimacilik ©zelinde iki gruba
ayrilmaktadir (Sanders, 1991): Birincisi, ulastirma sisteminin kendisi ile
ilgili olan segenekler, ikincisi ise ulastirma sisteminin icinde calistig1 politik,
ekonomik ve sosyal cevredir.

Sekil 1’de de gosterildigi gibi ulastirma sistemi icindeki karar
degiskenleri bes ana gruba ayrilmaktadir. Bu gruplar ulastirma teknolojisi,
ulagtirma aglari, ulagtirma modlari, bilgi ve iletisim teknolojileri ve
lojistiktir. Her ne kadar her bir grup ayr olarak gézoniine alinsa da, sistem
kavramu icerisinde tiim degiskenler birbirleri ile yakindan ilgilidir ve alt
gruplara ayrilmaktadir. Tiim ulastirma karar degiskenleri uluslararas: ticaret
ve tagimacilik endiistrisinde dogrudan veya dolayli baglantili olan bir takim
unsurlardan etkilenmektedir. Bu unsurlar kullanicilar, tasima operatérleri,
ekonomik/sosyal sistemler ve devlet/politik sistemlerdir (Hayuth, 1987).

Diinya tasimacilik endiistrisinin arz ve talep tarafinda yasanan
birtakim gelismeler neticesinde iilkelerin ulastirma politikalarina da
birtakim Onemli gelismelere yol agmistir. Bu gelismelerin en Onemlisi
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tasimacilik alaninda goriilen konteynerizasyon (konteynerlesme) ve ¢oklu
tasimacilik (intermodalizm) olarak adlandirilmaktadir. Arz tarafinda goriilen
en Onemli gelismelerin basinda 1960’lardan itibaren baslayip, 1980’1
yillarda hizla biiyiiyen, 1990’1 yillarda hizla gelisen konteynerizasyon ve
ona bagh olarak yasanan teknolojik gelismelerdir (Muller, 1999). Talep
tarafindan goriilen gelismeler ise, 1980’li yillardan beri yasanmakta olan
kiiresellesme ve buna bagh olarak gelisen kiiresel tedarik, tiretim, dagitim,
tedarik zinciri, lojistik dis kaynaklama, tam zamanl iiretim vb. gibi artan ve
degisen tasima talepleridir (Tuna, 2003). Tiim bu gelismelerin sonucunda,
dis ticaret ve tasimacilik zincirinin etkin bir sekilde entegrasyonunu
saglamayr amaclayan coklu tasimacilik (intermodal transport) kavrami
ortaya c¢ikmis ve iilkelerin ulastirma ile ilgili politikalarinin temelini
olusturmaya baslamistir. Konteynerizasyonda odak noktasi daha cok
teknoloji ve donamim iken, intermodalizmde odak noktas1 Orgiitsel ve
dagitim sisteminin senkronizasyonuna kaymustir (D’Este, 1996; Hayuth,
1987).

Kullamicilar Ulastuma Sistemi Operatiirler

V\ Secenelkleri

Teknoloji

Aglar

Tasuma Modlar

Bilisim ve
iletisim

Lojistik

Ekonomik ve Sosyal \ Politik ve Devlete Ait
Sistemler Sistemler

Sekil 1. Ulastirma Karar Degiskenleri ve Sistem Secenekleri
Kaynak: Hayuth, 1987; Sanders, 1991.

Coklu tasimacilik, sadece tasima sirasinda kullanilan ekipmanin
degil, sistem icerisindeki biitiin bilesenlerin sistematik ve kesintisiz bir
sekilde birlestigi bir siirectir. Bu yoniiyle c¢oklu tasimacilik lojistikle
baglantili bir devrim olarak goriilmektedir. Lojistik yoOnetimi ¢oklu
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tasimaciligin  biitiin  bilesenlerinin giivenilir, diger tasima modlariyla
sorunsuz, kesintisiz baglanti ve yiikiin taginmasi aninda olusabilecek
alternatif firsatlar karsisinda degisiklik yapabilme esnekligine sahip olmay1
gerektirmektedir.

Hayuth (1989) ve Sanders’e (1991) gore coklu tasimacilik sistemi
kavramsal olarak alti boyuttan olugmakta ve her bir boyut farkli bir
fonksiyonu gerceklestirmektedir.  Sekil 2. coklu tasimaciligi olusturan
unsurlar1 ve fonksiyonlarint gostermektedir. Fiziksel altyapr unsuru, ¢oklu
tasimaciligin altyapit boyutunu olusturup, lojistik merkezler, karayolu,
denizyolu, demiryolu modlarini, liman/terminal altyapilarini icermekte olup,
modlarin  sorunsuz  bir sekilde hareketlilik fonksiyonunu yerine
getirmektedir. Bunun saglanabilmesi icin de, diigiim noktalar1 olarak kara ve
deniz liman/terminalleri, lojistik merkezler ¢oklu tasimacilikta cok 6nemli
bir rol iistlenmekte olup, tasima modlarinin etkin olarak birbirleri ile
baglantisin1  (interconnectivity) ve  birbirleri ile  calisabilirligini
(interoperability) saglamaktadir. Kapidan kapiya tasima operasyonu unsuru
paketleme, konumlandirma, terminal operasyonlar1 ve planlamay1 icermekte
olup, hareket halindeki yiikiin kontroliinii saglamaktadir. Bilgi akisi, tasima
sistemi ve yiik akisi ile ilgili bilginin tiretilip, ilgili taraflara etkin birsekilde
iletisimini saglamaktadir. Sorumluluk ag1 ise tagimanin cesitli ayaklarinda
(farkli tasima modlarinda) ve terminallerde hukuk ve sigorta konular ile
ilgili olup, yiikiin sorumlulugunu icermektedir. Son olarak lojistik ise ¢oklu
tagimaciligy, iiriinlerin tedarikinden, iiretimine, dagitima ve nihai miisteriye
ulagincaya kadar lojistik sistemin bir alt pragasi olarak gormeyi ve
biitiinlesik lojistik ilkeleri ve yonetimini ¢oklu tasgimacilia uygulamayi
icermektedir (D’Este, 1996).

FIZIKSFL ALTYAPI
Lojistik ‘ Earayolu ‘ Terminal | DenizyoluwDemiry Terminal ‘ Karayolu Lojistik
Merkez Demiryolu olu Tasuna Demirvolu Merkez
KAPTDAN KAPIYA TASIMA OPERASYON SISTEMI
LCL/FCL Konumlandirma Kara Terminal Operasyonlan Gremi Rota Planlama
Paketleme Hareketi Istifleme
TICARI SISTEM
Teslim FPaketleme/ Kara Gimrukleme Limandan Limana Kara Bogaltma/
Alma Yiikleme Hareketi Tasuna Hareketi Teslimat
BILGI SISTEMI
Rezervasyon Konsimento ‘ Fatura ‘ Manifesto Teslim Ordinosu Yiik Teslimi
SORUMLULUK SISTEMI
Depo/ ‘ Karayolu Demiryolu Terminal Denizyolu Terminal ‘ Depo/
Lojistik Mer. Lojistik Mer.
LOJISTIK SISTEM
Tedarik/ ‘ Depolama ‘ Dagitim ‘ Depolama ‘ Transformasyon ‘ Sat1g
Uretim

Sekil 2. Coklu Tagimaciligin Boyutlar1 ve Fonksiyonlari
Kaynak: D’Este, 1996; Sander, 1991, Deveci, 2009.
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Coklu tagimacilikta tasima modlar1 ve tasima altyapilarinin birbirleri
ile uyumlu calismabilmesi i¢in konteyner, hareketli kasa (swap body),
treyler gibi standart tasima veya yiikleme birimleri kullanilmakta, bu
birimleri ellecleyecek, ellecleme ekipmanlari, liman/terminal ve lojistik
merkezleri ve bu hizmetleri iiretecek lojistik hizmet saglayicilar ve ¢oklu
tasima operatorleri gerekmektedir. Tasitanlara kars: tek bir tasima kontrati,
tek bir fatura ile, tek bir tasima operatoriiniin en az iki farkli tasima modunu
kullanarak gerceklestirdigi bu tasima sekli, dis ticaret ve tasima zincirinin
entegrasyonunu saglamaktadir.

2.1. Coklu Tasimacihigin Tasima ile ilgili Paydaslara Faydalar:

Coklu tasimacilik, daha once bahsedilen, hem tasimacilik endiistrisi
icerisindeki kullanicilar ve tasima operatorlerine, hem de makro anlamda
icinde calisti1 sosyal ve ekonomik yapidan olusan topluma bircok fayda ve
avantajlar saglamaktadir. Coklu tasimaciligin cesitli paydaslara sagladig:
avantajlar ve faydalar Tablo 1’de gosterilmektedir.

Coklu tasimacilik herbir tasima modunun en avantajh taraflarini bir
araya getirerek, tasima maliyetleri ve transit siirelerini azaltma ile
tastmacilik hizmetlerinin kalitesini arttirmaktadir. Yiiklerin standart tasima
birimleri icerisinde aktarmasiz kapidan kapiya tasinmasi, transit yolculugu
daha giivenli bir hale getirmis ve tasinan yiiklere gelebilecek zararlar en aza
indirilmistir. Boylelikle hem tasima operatorleri hem de kullanicilar ¢oklu
tasimaciliktan faydalanmaktadirlar.

Coklu tagimacilik sistemi, tasima modlarini en uygun oldugu
yerlerde kullanarak, oOzellikle uzun mesafelerde trafigi karayollarindan
demiryollar1 ve denizyollarina kaydirma ile sikisiklik, enerji tiikketimi,
kazalar ve giirliltiiyli azaltarak toplum yasaminda Onemli faydalar
saglamaktadir. Coklu tasimacilik ayrica, kullanicilarin tasima alternatifleri
ve seceneklerini de arttirarak ekonomik, sosyal ve toplumsal hayata katkilar
saglamaktadir.
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Tablo 1. Coklu Tagimaciligin Cesitli Paydaglara Yararlari

Coklu Tasimaciligin Coklu Tasimaciligin Yararlar
Paydaslar:
Tasitanlar e Tek bir fiyat ve tek bir

tasiyici sorumlulugu

Daha giivenli, emniyetli ve
ekonomik tagima hizmeti
Pazara  daha iyi
yapabilme olanagi

Yeni pazarlarin agilma
Daha fazla tasimacilik
secenekleri ve firsatlari

giris

Dahili Tasimacilik Yapan
Karayolu Tasima Isletmeleri

Yeni pazarlara  girebilme
olanagi
Yeni hizmetler gelistirebilme
firsat1

Demiryolu Tasiyicilar:

Potansiyel pazar biiyiimesi

e Karayolu tasiyicilann  ile
rekabet olanagi
Coklu Tasima Operatorleri e Daha fazla tagimacilik
ve Tasima lsleri firsatlar ve alternatifleri
Organizatorleri Daha diisiik maliyetler
e Etkin koordinasyon
Denizyolu Tasiyicilar: e Kapidan kapiya tagima

hizmeti sunabilme olanag1
Olgek ve alan ekonomileri

Biitiinlesik tastma  hizmeti
sunabilme

Ek gelirler elde edebilme
firsati

Kural Koyucular ve Toplum

flave tasimacilik firsatlar1 ve
alternatifleri

Emniyet ve trafik sikisiklig
konusunda sinirlamalar ve
kontroliin yapilmasi

Enerji kullanim1 ve tehlikeli
materyallerin emisyonu
Giliriiltiiniin azaltilmasi

Kaynak: Deveci, Cerit ve Tuna, 2004; Infolog, 2000’den yararlanilarak

olusturulmustur.
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2.2. Coklu Tasimacihikta Kritik Basar1 Faktorleri

Bircok arastirmaciya gore basarili bir ¢oklu tasima sistemi i¢in ¢ok
sayida Ozellik bulunmasina ragmen genel olarak bu ozellikler uygun
teknoloji, yeterli bir organizasyonel yapi ve devlet destegi alanlari icerisine
yogunlagmaktadir (Muller, 1999, D’Este, 1996, Abdel, Gray ve Cullinane,
1999). Daha spesifik anlamda ise ¢oklu tagimaciligin kritik basar1 faktorleri
alti bashik altinda incelenmektedir (Gray ve Kim, 2001; Deveci ve Cerit,
2007). Bunlar; standardizasyon, 6l¢ek ve alan ekonomileri, diigiim noktalari,
coklu tagima isletmeleri, organizasyonel koordinasyon ve devlet destegi.

Standardizasyon: Coklu tagimalar hem uluslararast hem de ulusal
tasimalar icerdigi ve tasimalarda farkli tasima modlar1 ve terminaller
kullanilmasindan dolayi, tastma modlarinin birbirleri ile calisabilirligi icin
tasima birimlerinin standart hale getirilmesi gerekmektedir. Uluslararasi
konteyner tasimalart uzun yillardir ISO’nun (Uluslararas1 Standartlar
Orgiitii) standartlarina uygun konteynerler kullanilarak yapildigindan,
tasimada ve elleglemede mekanizasyon, rasyonalizasyon ve ekonomiklik
saglamaktadir. Teknolojik standardizasyon ozellikle diger sistemlerde ve
ekipmanlarda biiyiik yatirimlar gerektirmektedir. Bu standarizasyon
sayesinde standart tasima birimleri olarak treylerler ve konteynerler, gozeli
konteyner gemileri, ro-ro gemileri ve demiryolu vagonlari tizerinde (TOFC,
COFC) iizerinde uyumlu bir sekilde calismaktadirlar. Ayn1 sekilde standart
tasima birimleri ve araclarini ellecleyecek liman/terminaller ile ellegleyeme
ekipmanlar1 da zaman icerisinde gelistirilmistir.

Olcek Ekonomileri: Uluslararasi ¢oklu tasima operasyonlarinda,
tasimaciligin li¢ ana evresini ve bunlarin olusturdugu maliyetler arasinda
degis-tokus dengesi kurmak gerekmektedir. Coklu tasima sistemlerin
verimliligi  konusunda o©nemli adimlar, ellecleme ekipmam ve
haberlesme/iletisim sistemlerinin gelismesiyle atilmistir. Toplama ve
dagiim (hub and spoke) sistemlerin gelistirilmesi Olcek ekonomileri
acisindan biiyiik faydalar saglamistir. Ayrica gemilerin biiyiikliigiiniin
stirekli arttirilmast ve cift istifli trenlerin gelistirilmesi maliyet acisindan
biiyiik faydalar getirmistir (Gray ve Kim, 2001). Denizyolunda o6lgek
ekonomisi saglanirken, i¢ tasimalarda bunu saglamak kolay olmamaktadir.
Ciinkii i¢ tasimalarda yatinm az ve buna karsilik maliyetler yiiksek
olmaktadir. Terminal ellecleme maliyetleri, bos konteynerlerin karadaki
hareket maliyeti, bos konteyner depolama, bakim tutum maliyetleri, ag
kontrol ve satig gibi diger maliyetler i¢ tasimalardaki maliyetlerdendir.
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Coklu tagimalarda deniz ayaginin toplam gelirlerin % 70-80’ini olusturdugu
bilinmektedir (Graham, 1998).

Diigiim Noktalari: Coklu tagimacilikta liman, terminal ve lojistik
merkezler devamli ve kesintisiz bir yiikk akisi saglanmasi acisindan ¢ok
onemli roller ve islevler iistlenmektedir. Bu olanaklar, bir tasima modundan
diger bir tastma moduna gegiste birer diigiim noktalaridir ve modlar arasi
baglanti ve aktarmanin saglandigi degisim noktalar1 olarak goriilmektedir.
Bir moddan diger bir moda geciste degisimin olabildigince akici ve hizli
olmas1 gerekmektedir. Limanlarda 6zellikle konteynerlerin tasinmasi
konusunda ellecleme ekipmani ve bilisim teknolojileri bazli 6nemli
yatirimlar yapilmaktadir (Bontekoning ve Priemus, 2004). Coklu tasima
sisteminde kara tasimaciligi ayagi icin demiryolu secilirse, liman veya
terminalin  demiryoluyla etkin bir gsekilde baglantisinin  olmasi
gerekmektedir. Ciinkii bir konteyneri limanin uzaginda veya disinda
bulunan bir demiryolu terminaline gondermek biiyiikk maliyetler
gerektirmektedir. Cogu limanlarin bazi1 tarihsel nedenlerden dolay1
demiryolu baglantili insa edilmemesi, konteyner bazli ¢oklu tasimaciligin
demiryolu ayaginda olabilecek etkinligini azaltmaktadir. Konteyner
tasimacilik hatlari ile limanlar arasindaki iligki, yiiklerin daha az, fakat daha
biiyiik limanlarda elleclenmesine yol agmistir. Bu limanlar genel olarak ana
yikkleme merkezleri olarak adlandirilmaktadirlar (Hayuth, 1987. Bu tiir
limanlar daha sonra besleme (feeder) limanlar tarafindan beslenen ana
limanlar1 olugturmuslardir. Hangi limanlarin ana liman olarak belirlenecegi
tartismalara yol acmistir ve uzun mesafeli ¢oklu tasimaciligin gelisimiyle,
birden fazla limanin aym hinterlandi paylagsmalari s6z konusu olmus,
boylece limanlar arasi rekabet kizigmistir (Deveci, Cerit ve Sigura, 2001).

Coklu Tasima Isletmeleri: Tasiyicilar arasindaki isbirligi coklu
tastmaciigin  gelismesiyle artmaya baslamistir.  Ozellikle devlet
diizenlemeleri modlarin kendi baslarina gelismelerine neden olmus, kendi
icinde bilgileri ve lisaniyla ayr1 ayr1 yer almiglardir. Son 20 yil iginde
teknolojik gelismeler ve devletlerin ulastirma alaninda yaptiklar1 yasal
serbestlestirmeler (deregiilasyonlar), tasiyicilarin 6zelliklerinde degisiklikler
meydana getirmistir (D’Este, 1996; Gray ve Kim, 2001). Serbestlestirme ile
ozellikle cok modlu tasima operatorlerinin ortaya c¢ikmasi, bir tasiyiciya
sadece denizyolu konteyner tasiyicisi ya da sadece demiryolu tasimaciligi
isletmesi ifadelerinin kullanilmamasin1 beraberinde getirmistir. Coklu
tasimacilik taleplerinin artmasi uluslararasi nakliye organizatorleri (freight
forwarders) gibi, ozellikle Amerika’da yaygin olarak goriilen kendi gemisi
olmaksizin tasimacilik yapan isletmetlerin (NVOCC) dogmasi ve
gelismesine yol agcmustir (Gray ve Kim, 2001). Coklu tasimacilik geleneksel
tagiyicilar ile varkilari olmadan tasima yapan c¢oklu tasima isletmeleri
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(freight forwarder ve NVOCC) arasinda tasima hizmetinin pazarlanmasi ve
kontrolil konusunda rekabeti de giindeme getirmistir (Deveci ve Cerit, 2007).
Varliklar1 olan ¢oklu tasima isletmeleri ile varliklara dayali olmayan ¢oklu
tagima isletmeleri arasindaki rekabet tastyicilart katma degerlerli hizmetler
sunmaya yoneltmistir.

Orgiitsel Koordinasyon: Konteynerlesme, daha once deginildigi
gibi, daha cok teknolojik gelismelere bagli bir tasimacilikta bir devrim
olarak goriiliirken, ¢oklu tagimacilik daha cok orgiitsel boyutta bir yenilik
olarak goriilmektedir. Nitekim konteynerizasyonun ana bilesenleri;
birimlestirme, standardizasyon, konteynere Ozel gemiler, -ellecleme
ekipmanlari, terminalleri iken, ¢oklu tasimacilifin ana bilesenleri; sistem
kavrami, yonetim ve koordinasyon, yiikiin kontrolii, isletmeler arasi
birlesmeler/ortakliklar, modlarin entegrasyonu, kapidan kapiya tek navlun
ve fatura, etkin bilgi sistemi, lojistik yaklasim ve yasal serbestlestirme
olarak goriilmektedir (Hayuth, 1987). Coklu tasimacilikta 6nemli olan,
kapidan kapiya yiikiin tasimaciliginda kontrolii hangi isletmenin yapacagidir.
“NVOCC” ve tasima isleri organizatorleri gibi uzmanlasmis ve tasima
akisinin kontrol eden isletmeler oldugu gibi, giiniimiizde denizyolu tarifeli
konteyner tasiyicilari, hatta demiryolu isletmeleri de bu tiir gorevleri
iistlenmektedirler (Deveci ve Cerit, 2007). Orgiitsel daginiklik ve
boliimlenme basarili bir ¢oklu tasimaciligin engellerinden biri olarak
goriilmektedir. Bu, bazi tasiyicilarin sadece simirli bir seklide tek moda
odaklanmalarindan dolay1 olabilmektedir. Ayn1 zamanda ulusal nedenler de
bir baska etkendir. Kuzey Amerika’nin coklu tasimacilikta basarili
olmasinin nedeni, Amerika ve Kanada arasindaki iliskilerde sadece 2 ulusal
hiikiimetin olmasidir. Tam tersine Avrupa Birligi’'nde kendi kanunlariyla
birlikte ¢ok sayida hiikiimet isin i¢inde oldugu i¢in, orgiitsel koordinasyonu
basarmak zor olabilmektedir (Gray ve Kim, 2001).

Devletin Rolii: Coklu tasimaciligi gelistirmede devletin cok onemli
roller iistlendigi ve bu rollerin iki boyutta oldugu ifade edilmektedir.
Bunlardan ilki tasimacilikla ilgili serbestlestirme (deregulasyon), digeri ise
devlet tesviklerinin saglanmasidir. Cogu iilkede ¢oklu tagimacilikta devletin
rolii ¢cok sinirlidir. Bunun ana sebebi, devletin ulasim ve tagimacilikla ilgili
bakanlik ve kurumlarmin politikalarim1 tek bir moda odaklamasidir.
1980’lerden itibaren Amerikan Hiikiimeti kismi bir serbestlestirme ile ¢oklu
tasimaciligin  gelistirilmesini desteklemistir. Bu tiir diizenlemeler ¢oklu
tasimacilik ile ilgili faaliyetlerde kolayliklar saglamaktadir (Gray ve Kim,
2001). Avrupa ve Amerika, aym1 zamanda intermodal tasimacilik
politikalarinin tanitimini ve koordinasyonunu saglamak amaciyla Coklu
Tasimacilik Idaresi’ni kurmustur (Gray ve Kim, 2001). Avrupa’da coklu
tasimaciligin durumu iilkeden iilkeye degismektedir. AB’deki bir¢ok iilke
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Avrupa capinda bir tasimacilik sistemini sadece teknolojik olarak degil, aym
zamanda fiyat politikalart ve diger diizenlemeler bakimindan da
desteklemislerdir. Degisik vergi uygulamalar1 ve ulusal ¢ikarlarin 6n planda
tutulmas1 Ozellikle kara tasimaciligi yapan tasiyicilardan cok sikayet
gelmesine neden olmustur. Sikayetler, yabanci tasiyicilarin diger bir iiye
ilkenin topraklarinda yerel yiikleri tagimasi gibi, kabotajda kisitlamalarin
kaldirilmasini iceren daha fazla entegrasyonu tesvik eden Avrupa capinda
onlemler sonucunda hafifletilmistir (Gray ve Kim, 2001). Coklu
tasimaciliga dair AB Komisyonu politikasinin amaci, entegre tasimacilik
zincirinde iki veya daha fazla tasimacilik modu kullanarak esyanin kapidan
kapiya etkin naklini desteklemektedir. AB tasimacilik politikalar1 igeren,
AB Komisyonu tarafindan yayinlanan “Beyaz Kitap”in baslica kisimlari
coklu tasimaciliga ayrilmis ve tasimacilik modlar1 arasinda dengeyi yeniden
olusturma amacin giitmektedir (www.europe.eu/transport/strategies).

3. TURKIYE’DE COKLU TASIMACILIIK

Genis bir uluslararasi karayolu tasit filosu ile dinamik bir lojistik
sektoriine sahip olmasi, Tiirkiye’nin en onemli lojistik merkezlerden ve
transit iilkelerden birisi haline gelmesine isaret etmektedir. Ulusal sinirlar
tizerinden gecen Onemli uluslararasi ulastirma koridor ve aglari arasinda
TEM A$1, Karadeniz Ekonomik Isbirligi Teskilalati (BSEC), Ekonomik
Isbirligi Teskilat1 (ECO) ve Asya- Kafkasya-Asya (TRACECA) Koridorlar,
Avrasya Ulastirma Baglantilar1 ve Pan-Avrupa Koridoru IV bulunmaktadir
(ITF, 2009). Coklu tasimacilig1 olusturan unsurlar ve ¢oklu tagimacilikta
kritik basar1 faktorleri gozoniine alindiginda, Tiirkiye’de ¢oklu tagimaciligin
heniiz yeterince gelismedigi ve bu nedenle ulastirma politikalar1 icerisinde
coklu tasimaciliga 6zel 6nem vermesi gerekliligi bulunmaktadir.

Tiirkiye’nin dis ticaretinde denizyolu ve karayolu agirlikli bir
gelisme s6z konusudur. Tiirkiye’de 1950’li yillardan sonra uygulanan
politikalara bagli olarak karayolu ulastirmasinin yogunlugu cok yiiksek
seviyelere ulagmig, kamu biitgesinde ulastirma sektorii igcerisinde karayolu
ulastirmasma ayrilan pay 1999 yilinda % 68.5 gibi yiiksek bir orana
ulagmistir (DPT, 2001). Uygulanan politikalar ve reformalar neticesinde
cekici, romork, tanker gibi filo araglarinda 6nemli artislar meydana gelmis
ve pazar tamamen liberallesmistir. Karayolu ¢oklu tagimacilikta esasen kisa
mesafeli 6n ve son tasimalarda ongoriiliirken, Tiirkiye’de yolcularin % 96’s1
ve ticari yiiklerin ise % 92’si karayolu ile taginmaktadir (ITF, 2009).
Tiirkiye’den Avrupa’ya olan tasimalarda karayolu tasimaciligi lokomatif
gorevini siirdiirmektedir. Demiryolu ve denizyolu tagimasinin altyapr ve
isletmecilik olarak karayolundaki gelismelere gore geride kalmasi, ulastirma
tiirleri arasinda dengesizlik yaratmis ve neticede hem yolcu hem de yiik
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tasimaciliginda karayolu c¢ok belirgin sekilde ©One c¢ikmistir.  Ancak
karayollarinda yasanan sikintilar ve konjliktiirel gelismeler uluslararasi
karayolu tasima isletmelerini dig ticaret tasimalarinda karayolu ve
denizyolunu birlestiren Ro-Ro tagimaciligi gibi yaratict ¢oziimlere
yoneltmistir. Coklu tasimaciligin karayolu ayaginda yasanan sorunlar su
sekilde 6zetlenmektedir (TUSIAD, 2007; UTIKAD, 2007): Katma deger
yaratict hizmet eksikligi, kotalar ve giimriik gecislerindeki sorunlar, genel
vize problemleri, karayolu tasimaciligini diger tasima modlar1 ile biitiinlesik
degerlendirme eksikligi, trafik giivenligi sorunlarr ve veri eskikligi.

Coklu tasimaciligin belkemigi olarak goriilen 6zellikle demiryolu
kendini coklu tagimacilia adapte etmeye daha az egilim gostermistir.
Cografi ozellikleri ve yillarin deneyimine ragmen demiryolu tasimacilig
altyapi, isletmecilik ve yasal acidan yeterli kapasiteye sahip degildir
(TUSIAD, 2007, ITF, 2009). Demiryolu altyapis: ve isletmeciliginin bircok
boliimiine (ana hat, elektirifikasyon, sinyalizasyon, iltisak hatti, uluslararasi
koridor baglantilari, terminaller) yeni yatirimlar yapilamamistir. Mevcut
demiryolu ag1 birka¢ ana hat iizerinde yogunlagmis, demiryolu hizmetleri
sadece belirli bolgelerde ve illerde mevcuttur. Son yillarda gerceklestirilen
kamu yatirimlar1 ve projeleri ile demiryollarinin kalite ve teknik olanaklari
gelistirilmeye baglanmistir (www,tcdd.gov.tr). Lojistik koyler, iltisak hatlar
ve modernizasyon caligmalar1 bu yatirimlar arasindadir. Tiirkiye, karayolu
ulagtirmasina fazlaca baglimli bir sistemden ziyade dengeli bir ulastirma
sistemine ihtiya¢ durmaktadir. Demiryollarinda yapilan mevzuat reformu ve
bir dizi altyapr projesi coklu tasimaciligin demiryolu ayagindaki bu
bosluklar i¢in koprii vazifesi gormeye baslamaktadir (ITF, 2009).

Denizyolu ulastirmasi en liberal sektorlerden biri olmasina ragmen
Tiirk deniz ticaret filosunda coklu tagimaciliga uygun konteyner gemi filosu
yeterli goriilmemektedir (DPT, 2007). Son yillarda limanlardaki konteyner
trafiginin yillik % 20’lik bir artig gostermesi ve 2008 yil1 itibariyle 5 milyon
TEU’nun iizerine ¢ikmasi limanlarin mevcut altyapi kapasiteleri ile artan
talebi karsilamayacagina isaret etmektedir (D.T.O, Deniz Sektorii Raporu,
2008). Coklu tasimaciligin denizyolu ayaginda yasanan sorunlar su sekilde
ozetlenmektedir: Kurumsal yapinin dagmikhigi, kiyr master planinin
bulunmamasi, ana limanlarin gelistirilmemesi, limanlarin hinterland ile
etkin bir baglantisinin olmamasi, limanlarin ellecleme ekipmanlarinin say1
ve kapasite olarak yetersiz kalmasi, coklu tasimaciliga uygun gemi
filosunun yetersizligi, giimriikk sorunlari, kabotaj tasimaciliginin
gelistirilememesi ve liman 6zellestirmelerinde sorunlar yaganmasi.

Tiirkiye coklu tasimacilik acisindan pek c¢ok acidan ©nemli bir
potansiyele sahiptir. Son yillarda ¢oklu tasimaciligin gelistirilmesine
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yonelik bir¢ok proje yiiriitiillmektedir. Bunlar arasinda Kars-Tiflis demiryolu
projesi, Marmaray projesi, Mersin, Candarli ve Filyos ana liman projeleri ve
lojistik merkez projeleri yer almaktadir. Tiirkiye’de ana liman ve lojistik
merkez projeleri ile birlikte organize sanayi bolgelerinin demiryolu aglari
baglanmasi ve uluslararas1 ¢oklu tasima baglantilarinin tamamlanmasi ile
coklu tasimaciligin gelistirmesi beklenmektedir. Bu amagla TCDD’nin
Halkali, Kosekoy, Gelemen, Eskisehir, yenice gibi c¢esitli noktalarda
projeleri bulunmaktadir. Halihazirda Tiirkiye’de yaklagik 240 organize
sanayi bolgesi bulunmakta, bunlarin ancak 70’adeti faaliyette olup, 30’u ise
demiryolu hattina yakindir (Esin, 2006). Uluslararasi tasimanin degisen
kosullar1 uluslararas1 faaliyette bulunan Tiirk karayolu nakliyecilerinin
coklu tagima filolarin1 genisletmesine ve Tiirkiye ile baz1 Avrupa limanlar
arasinda yeni Ro-Ro hatlarmin gelistirilmesi i¢in yaratict ¢oziimler
benimsemesine yol ac¢mustir. Bu c¢oziimler genellikle karayolu ve
denizyolunun entegres edildigi Ro-Ro ve konteyner tagimacilidi ile karayolu
ve demiryolunun entegre edildigi Ro-La tasimacilifindan olusmaktadir.
Ayrica karadeniz bolgesinde diizenli seferler yapan Ro-Ro hizmetleri
mevcuttur. Hareketli kasalarin (swap body) kullamildigi diizenli bir ¢oklu
tasimacilik hizmeti Almanya ve Tiirkiye arasinda dort adet haftalik blok tren
isletmektedir. Ayrica 0zel demiryolu vagonlar1 {izerinde otomobil
tasimaciligi i¢in bir pazar bulunmaktadir (ITF, 2009). Rusya ve Romanya
ile diizenli demiryolu-feribot hizmetleri yiiriitiilmektedir. Bir diger benzer
tasima ise Van Golii’'nden ge¢mekte olup, bu baglant1 ile Iran ile olan
onemli uluslararas1 demiryolu ve ¢oklu tasgima hattinin bir pargasidir. Yurt
ici ulagtirmada demiryolar1 konteynerler, hareketli kasalar ya da yar1 romork
gibi ¢oklu tasima tinitelerini tasimamaktadir.

Halihazirda Tiirkiye’de yurt i¢i ve uluslararasi ¢oklu tasimacilig
diizenleyecek belirli bir ulusal yasal ¢erceve bulunmamaktadir. Tiirkiye
heniiz vergi indirimleri ve siibvansiyon semalar1 gibi, ¢oklu tasimacilig
giiclendirmek icin Avrupa iilkelerinde kullanilan mali ve idari tesviklere
sahip degildir (ITF, 2009). Bu durumun tek istisnas1 Marmara Denizi’nde
diizenli seferler yapan Ro-Ro gemilerinin akaryakit tiiketim vergisinden
muafiyet tutulmasidir.

4.TURKIYE’DE COKLU TASIMACILIGIN GELISTIRILMESI iCiN
STRATEJILER

Tiirkiye de, Avrupa Birligi’ne giris siirecinde bir iilke olarak, ortak
ulagtirma politikas1 cercevesinde ¢oklu tasimaciligi gelistirmeye yonelik
politika ve stratejilerini belirlemeye baslamistir (Ulastirma Bakanligi, 2009).
Sekil 3’de Tiirkiye’de coklu tasimaciligin gelistirilmesine yonelik stratejik
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bir model Onerisi bulunmaktadir. Bu modelin gelistirilmesi siirecinde
ulagtirma sektorii iizerine yapilan cok sayida arastirma ve rapordan
yararlanilmigtir. Bu arastirma ve raporlarin baghcalari, TUSIAD’in
Ulastirma Sektér Raporu (2007), UTIKAD’in Lojistik Sektor Raporu,
DPT’ nin Kalkinma Planlari’nda yeralan Ulastirma Sektor Raporlari, ITF’in
Tiirkiye iizerine yapmis oldugu Coklu Tasimacilik Raporu’dur. Modelde yer
alan stratejiler bes baslik altinda toplanarak asagida degerlendirilmektedir.

oy
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Sekil 3. Tiirkiye’de Coklu Tasimaciligin Gelistirilmesine Yonelik Stratejik
Bir Model

Coklu tasimaciik talepleri: Coklu tasimacilia olan talebi ulusal ve
kiiresel tasitanlar, yiikletenler ve alicilar temsil etmektedir. Coklu
tasimacilik sistemi ulusal ve kiiresel dlcekte tiretim, dis ticaret, transit ticaret
ve yerel ticaret islemlerinde isletmelerin lojistik ve tasima maliyetlerini
diisiirtip, miisteri hizmet diizeylerini arttirarak, rekabetci ustiinliikler elde
etmelerini saglamalidir.
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Coklu tasimacilik ulagtirma sistemine miisteri yonlii bir bakis acis1 getirerek,
tedarik zinciri {iyelerinin etkin olarak birbirlerine baglanmalarin
hedeflemektedir. Giinlimiiziin tasitanlari, yiikletenleri ve alicilar1 giderek
artan rekabetci bir ortamda faaliyetlerini siirdiirmektedir. Coklu tagimacilik
isletmeleri gelistirdikleri miisterilere ©0zel c¢oOziimler ile bu baskilari
hafifletmektedir. Bu nedenle miisterileri talepleri ve gereksinimlerini goz
Oniine almayan bir ¢oklu tasimacilik sisteminin siirdiiriilebilirligi s6z konusu
olamamaktadir.

Talep boyutunda c¢oklu tasimaciligin gelistirilmesi i¢in Onerilen
stratejiler sunlardir:

® Yurt i¢ci ve uluslararast tagimalarda tasitanlarin c¢oklu tagima
seceneklerinin arttirilmasi

e Tiirk ihrac iriinlerinin dis pazarlara hizli girmesi, yeni pazarlar
firsatlarinin ~ yaratilmasina ¢oklu  tagimacilik  hizmetlerinden
yararlanilmasinin tegvik edilmesi

e (Coklu tasimacilik, miisterilerin tedarik zincirleri boyunca
diskaynaklama 1ile aldiklar1 lojistik hizmetlerin etkin olarak
yiiriitiilmesine olanak verecek sekilde planlanmasi ve yonetilmesi

e (Cok tagimaciligin, bolgenin transit ve aktarma yiiklerinin kara
kopriisii olarak Tiirkiye iizerinden dagitilmasina, Tiirkiye’nin lojistik
bir iis olarak kullanilmasina olanak verecek sekilde diizenlenmesi.

® Yurt ici ticareti desteklemek amaciyla yurt ici tasimacilik ve dagitim
taleplerinden bulunan isletmelerin ihtiyaclarina uygun altyapi,
isletmecilik ve diizenlemelerin temin edilmesi

Cokli Tasmmacihk Altyapisi: Coklu tasimacilikta, daha Once
deginildigi gibi altyapt boyutunu ulastirma modlari, diiglim noktalar,
ellecleme ekipmanlar1 ve iletisim teknolojileri olusturmaktadir. Tiirkiye nin
coklu tagimacilik altyapisi ¢ercevesinde Onerilen stratejiler su sekildedir:

e Coklu wulastirma altyapisinin  kapasitesinin  ve  kalitesinin
gelistirilmesi

e  Coklu tasimacilikta ulagtirma araclari, yiikleme iiniteleri, ellecleme
ekipmanlar1  ve iletisim teknolojilerinde  standardizayonun
saglanmasi,

e Limanlar, dagittm merkezleri ve organiza sanayi bdolgelerinin
ozellikle demiryolu baglantilarinin saglanip, tasima modlarinin
birbirleri ile etkin olarak caligabilirliginin saglanmasi

e Tirkiye’de ana liman statiiside ve olanaklarinda limanlarin
gelistirilip dis ticareti yiikleri disinda aktarma ve transit ticaretteki
yiik trafiginden alinan paylar arttiritlmasi
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Hinterland1 ile demiryolu baglantilar1 bulunmayan tiim 06zel
limanlarin demiryolu ile hinterland baglantilarinin saglanmasi
Organize sanayi bolgeleri icerisinde veya yakinlarinda lojistik
merkezlerin kurulup, bu merkezler ile dogrudan limanlar arasinda
demiryolu ve karayolu baglantilarinin gelistirilmesi

Ulusal demiryolu aglarinin kapasitelerinin gelistirilip, uluslararasi
demiryolu aglar1 ile baglantilarinin saglanmasi

Demiryolu tasimaciliginda mevcut ana hatlarin modernizasyonu ve
uyumlastirmasi ile altyap1 ve isletim sorunlarinin giderilmesi, iltisak
hatlarinin tamamlanmasi

Tirkiye’nin diinya ile entegrasyonunu saglayabilmek icin iizerinden
ve yakinindan gecen ¢oklu ulastirma koridorlar ile ilgili projelere
aktif katilimin saglanmasi

Coklu Tasimacilik Arzi: Coklu tasimacilikta arz boyutunu ¢oklu tasima
yapan operatorler ve lojistik hizmet saglayici isletmeler olusturmaktadir.
Arz cercevesinde Onerilen stratejiler su sekildedir:

Coklu tasimaciligin  gerektirdigi Olcek ve alan ekonomileri
saglayacak isbirlikleri ve stratejik ittifaklarin olusturmasi

Coklu tasima isletmelerinin miisterilerin maliyetlerini diisiiriicil,
miisteri hizmet seviylerini arttiric1 ¢agdas lojistik ¢oziimler tiretmesi
Coklu tagimacigin denizyolu ayaginda kullanilan konteyner gemisi,
Ro-Ro, tren ferisi gibi gemilerin filosunun arttirilmasi

Dis ticaret ve transit ticaretteki yiikk akimlar1 ve miisteri talepleri
gdzoniine alinarak yeni Ro-Ro, konteyner, tren ferisi, Ro-la gibi
hatlarin agilmasi

Ozel sektoriin demiryolu hatt1 ve demiryolu terminal isletmeciligi
isine girisinin saglanmasi

Yiik trafiginin yogun oldugu (Istanbul-Izmir, Istanbul-Ankara,
Istanbul-Mersin gibi) akslarda blok tren tastmaciliginin planlanmasi
ve tesvik edilmesi

Dahili ¢oklu tasimacilik tarifesinin, karayolu tasimalarindaki tasima
fiyatlar1 da gozoniine alinarak rekabetgi hale getirilmesi

Coklu tasimalarda kullanilabilecek vagon ve cekici sayisi ile
kalitesinin arttirilmasi

Tiirkiye iizerinden gecen transit karayolu tasimaciliginin
demiryollaria kaydirilmasi

Coklu tasimacilik ve lojistik hizmet iireten isletmelerin tasimacilik
hizmetleri disinda, giimriikkleme ve katma degerli (depolama,
envanter yonetimi, paketleme, etiketleme, capraz dagitim vb) lojistik
hizmetlerine yoneltilmesi
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Idari Yap1 ve Mevzuat: Mevcut idari yap1 geleneksel tasimacilik
sitemleri gozoniine alinarak yapilandirildigindan idari yapida bir dagimiklik
ve boliinmiiglik sozkonusudur. Idari boyutta ¢oklu tasimaciligin
gelistirilmesine yonelik stratejiler su sekildedir:

e Ulastirma Bakanlig1 biinyesinde ¢oklu tasimacilik ile ilgili politika,
strateji, diizenleme ve mastir plan gelistirecek c¢oklu tagimacilik
idaresinin  kurulmas1 ve c¢oklu tasimacilik idari yapisini
giiclendirilerilmesi

e (Coklu tagimacilikta yasal serbestlestirme yapilarak, o6zellikle
demiryolu tasimaciligina 6zel sektoriin de katiliminin saglanmasi

¢ (Coklu tagimacilik isletmelerinin gelismesinin Oniindeki engeller
kaldirilarak, coklu tasimacilik mesleki yeterlilik standartlarinin
olusturulmasi.

e (Coklu tasimaciliktaki aksakliklarin ana nedenlerinden biri olarak
goriilen giimriikk  islemlerinin, Ozellikle transit gecislerin,
kolaylastirilmasi ve basitlestirilmesi

¢ (Coklu tasimacihik alanina yatirimlarda finansman olanaklar
yaratilmast

e Avrupa’da oldugu gibi karayollarinda kapasite sinirlamalari
getirilerek giivenligin arttirilmasi ve demiryollarinin daha cazip hale
getirilmesi

Destekleyici Islevler: Ilgili sivil toplum kuruluslar1 cercevesinde
coklu tasimaciligin  gelistirilmesine yoOnelik stratejiler ise sunlar
icermektedir:

e Coklu tasimacilik ile sivil toplum kuruluslar ve ilgili derneklerin tek
bir ¢at1 altinda toplanmasinin saglanmasi

e Sivil toplum kuruluslarinin pazarlama ve tutundurma yontemleri
yoluyla ¢oklu tasimacilik bilincinin topluma yayginlastirilmasi

¢ (Coklu tasimacilik alaninda iiniversiteler, tasima isletmeleri ve ilgili
devlet kuruluslari ile proje ve ar-ge ¢alismalarinin yapilmasi

® Coklu tasmmacilik alaninda cesitli seviyelerde egitimler yapilarak
insan kaynaklarinin yetistirilmesi

5. SONUC VE ONERILER

Kuzey - Giiney ve Dogu-Bati eksenlerindeki tedarik zincirleri ve
ulastirma koridorlarinda stratejik bir konumda olan Tiirkiye c¢oklu
tasimacilik sistemini gelistirerek, bulundugu cografyada lojistik {is
konumuna gelebilir. Tiirkiye siirdiiriilebilir tasimacilik politikalarini, ancak
her bir tastma modunun avantajlarim1 birlestirerek, tasitma modlarinin
birbirlerine baglandig1 (interconnectivite) ve birbirleri ile uyumlu calistigi
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(interoperability) hizli, giivenli, giivenilir, konforlu, maliyet-etkin ve
cevreye duyarli coklu tagimacilik sistem ile gerceklestirebilecektir. Coklu
tasimacilik yoluyla isletmelerin miisteri hizmet diizeyi arttirip ulastirma ve
lojistik maliyetlerini diisiirmesi, AB siirecinde ulastirma acisindan
Tirkiye’nin konumunu giiclendirecektir.

Tiirkiye’nin ¢oklu tasimacilik stratejileri kullanici talepleri gozoniine
aliarak, altyapi, idari/mevzuat, ¢oklu tasima isletmeleri ve destekleyici
islevler boyutunda olusturulabilir. Bu boyutlarda olusturulacak stratejiler
coklu tasimaciligin gerektirdigi unsurlart ve kritik basar1 faktorleri
gozoniine alinarak yapilmalidir. Coklu tasimacilik tiim tasima modlarinin
birlikte ve dengeli kullanimi 6ngordiigii icin olusturulacak stratejilere tiim
tasima modlar1 ve sivil toplum kuruluslarinin katilimin saglanmasi ve ulusal
ve uluslararas1 gereksinimler gozoniine alinmasi hayati 6nem tasimaktadir.
Tiirkiye i¢inde bulundugu bolgenin lojistik {is konumuna ancak gelistirecegi
coklu ulastirma stratejileri ile ulasacak ve diinya ile baglanirliligini
arttirabilecektir.
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Human resource is one of the leading determinants in maritime
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companies consider human resources strategies as an important area of
research. The global financial and economic crisis that has been affecting
international trade and shipping in a very dramatic way since the fourth
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study aims to research the developments in human resources strategies
during the global financial and economic crisis. A survey was applied to the
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sirketleri  tarafindan insan kaynaklar1 stratejileri konusu Onemli bir
arastirma alam1 olarak kabul edilmektedir. 2008 yilinin doérdiincii
ceyreginden itibaren uluslararas: ticareti ve denizciligi etkisi altina alan
kiiresel ekonomik ve finansal kriz  genelde denizcilik Ozelde ise
gemiadamlart kariyer yonelimlerinin kisa ve uzun vadede incelenmesini
gerekli kilmaktadir. Bu calisma kiiresel ekonomik ve finansal kriz
doneminde  insan kaynaklar1 stratejilerindeki gelismeleri arastirmayi
amaclamaktadir.  Insan kaynaklar1 stratejilerini belirlemek amaciyla
Tiirkiye’de denizcilik isletmelerinin insan kaynaklar1 yoneticilerine yonelik
bir arastirma yapilmistir. Bu arastirma ile ise alim, se¢me, elde tutma, iicret,
performans yonetimi, egitim ve gelistirme alanlarindaki insan kaynaklari
stratejilerinin degerlendirilmesi amag¢lanmustir.

Anahtar kelimeler: Insan Kaynaklari, Denizcilik

INTRODUCTION

Globalization shaped the world for almost three decades starting
from the end of the 1970’s and tremendous developments in international
trade and shipping have been both the driving force and the outcomes of this
peculiar era. The demand for international trade has ended in new
technologies and systems for the transport of goods. Shipping industry has
both initiated this growth and has also benefited from this huge demand.
The ship technologies have developed remarkably, the world fleet has
expanded continuously, the whole system has required a series of
professions and the need for human resources at all sides of the picture has
increased both in the quantity and the quality aspects.

Starting from the last quarter of 2008 however the world economy
entered a dramatic shrinkage period and not only the international
businesses but also the whole economic system has moved into a period of
recession the future of which is still not predicted safely. International
financial system has lost its confidence, international trade has dramatically
slowed down sharply, a number of industries have almost closed their
operations, hundreds of thousands of enterprises have been shut down and
tens of millions of people have lost their jobs. The whole economic system
has required the support of governments and international institutions in
terms of stimulus programs. After so many decades of the struggles in trying
to reach a global free trade system, there exists an important risk of a
protectionism cloud that causes great concern for the developing and least
developed countries that will not be able to supply this support. Free
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enterprise system, businesses, international trade, maritime industry,
investments and employment are in danger.

Under such severe conditions there exists a need for short and long
term predictions on international trade, maritime industry and the maritime
professions. However the financial and economic analysis performed by the
leading international institutions end in conflicting forecasts. This forces the
actors of the industries to perform qualitative and quantitative studies in
order to be able to steer the recovery programs (Asyali et al,2009).

Impacts of the Global Crisis on Shipping

On October 28, 2008 the Baltic Dry Index (BDI) finished the day on
982 points, the first time it has dropped below 1,000 points since August 13,
2002. The BDI was down almost 92% from its May 20 peak of 11,793
points. The segment witnessing the greatest correction in spot time charter
equivalent earnings was capesize, with the average of the four time charter
routes down to $7,340 daily on October 28, 97% below its peak of $233,988
per day on June 5. The speed and violence of this collapse was as
unprecedented as it had been unexpected. There is no doubt that the market
is typically over-correcting to the downside, in response to a complete loss
of participant confidence, that is completely out of proportion with the
adjustments in market fundamentals (HSBC Shipping Services Limited,
2009).

Global Demand and Supply of Seafarers

The most widely quoted estimates of the developments in demand
and supply come from the studies commissioned by BIMCO and ISF,
undertaken every 5 years since 1990. The 2005 study calculated the total
demand for seafarers in 2005 as 1.062 million, consisting of 476,000
officers and 586,000 ratings. It estimated the worldwide supply of these in
two groups as 466,000 and 721,000, respectively, signaling an apparent
excess in demand for officers and an excess in supply of ratings
(BIMCOVISF, 2005).

Future Demand for Seafarers
Future demand for seafarers will be driven by a number of factors, the same
that determine present demand. They are as follows (BIMCO/ISF, 2005):

(1) the future growth of world trade, and hence the growth in the world
fleet;
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(2) the future growth of ship productivity, which will be determined by the
technology embodied in new ships;

(3) the changing vintage of the fleet, which will alter the crew levels
required for safe manning;

(4) changes in the required levels of manning to comply with national and
international conventions as and when they alter;

(5) changes in the flag composition of the world fleet, because this affects
overall manning totals; and

(6) changes in the proportions of non-national crews used by shipowners
and ship management companies, as this affects the ‘typical manning levels’

The BIMCO/ISF study employed their computer model to project
three different ‘scenarios’ for fleet growth. The growth rates were zero
(low), 1% (most likely), and 1.5% (high). These growth factors were then
used to generate the fleet composition for 2010 and 2015, which were taken
as projection points. In the most likely scenario, the demand for officers was
projected to grow to 499.000 in 2015, from 476.000 in 2005, some 4.7%
over 10 years. Ratings demand grows too, from 586.000 in 2005 to 607,000
in 2015, or 3.5% over the same period (BIMCO/ISF, 2005).

Growth rates are expected to vary across the flag groups identified
by the study. The benchmark scenario model projects a growth in OECD
demand for officers of 2.4% over the 10-year period, 2005-2015. The only
other group with a similar demand projection is for Africa/Latin America.
Eastern Europe officer demand is stagnant, as is demand from the Indian
sub-continent; on the other hand, Far East demand is projected to grow at
2.6% between 2005 and 2010, falling to 1.6% for the next 5 years. Ratings
demand growth is slightly lower, at just under 0.5% per year over 2010—
2015.

The estimated global seafarer supply is shown in Table 1. The total
is 1.27 million, with 466,000 officers and 721,000 ratings. The main
supplying countries are the OECD group, with 133,000 officers and 174,000
ratings, and the Far East, with 133,000 officers and 226,000 ratings
(BIMCOV/ISF, 2005). Putting the demand estimates together with supply
generates the result that there appears to be an excess in demand for officers
(of 10,000, or 2%of supply) and an excess in supply of ratings (of 135,000,
or 19% of supply). Both the officer and ratings estimates are well within the
margin of error of the supply data, given the comments about data reliability
(Glen, 2008).
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Table 1. Estimated Supply of Seafarers, 2005

Flag Current supply (000)
Officers
Ratings
OECD 133 174
Eastern Europe 95 115
Africa/Latin America 38 110
Far East 133 226
Indian sub-continent 68 96
All national groups 466 721

Source: BIMCO/ISF, 2005.

A stark indication of just how serious the manpower shortage is
becoming came in a report issued by Drewry Shipping Consultants. It
assessed the current shortfall of officers in the global fleet to be some
34,000, against a requirement of 498,000. Moreover, based on Drewry’s
fleet growth projections, and assuming officer supply continues to increase
at current levels, the report predicts that, by 2012, the officer shortfall will
have risen to 83,900 (Mitropoulos, 2008).

However these studies need to be repeated considering the effects of
the economic crisis. It is required that shipping should be monitored under
the guidance of the strategic human resources management in order to both
fulfill the needs of the future international trade and transport industries and
also to develop the qualifications required by the human resources at
seagoing professions.

STRATEGIC HUMAN RESOURCES MANAGEMENT

Strategic management of organizations has an increased interest and
this interest has resulted in various organizational functions becoming more
concerned with their role in the strategic management process (SMP).
Strategic management is the art and science of formulating, implementing,
and evaluating cross-functional decisions that enable organization to
achieve its objectives (David, 2007). Strategic management process has
been implemented since 1950’s, and this process is still widely practiced
today in the business world especially during uncertain economic
environments. There are two models that outline the process about SMP
where researches have provided support for both. According to Resource-
Based View (RBV) of SMP organization’s resources such as financial,
physical, technological, capital and human rather than the environmental
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conditions determine organizational decisions and the strategy (Mello,
2002:62). On the other hand the Industrial Organization (I/O) model argues
that the strategy of the organization is driven by external environment and
considerations. Although organizations had gained competitive advantages
through technology and financial capital, today integrating HR activities
with the rest of the business and its environment is accepted as the main
issue for sustainable competitive advantage in global shipping industry.

Strategic human resources management (SHRM) is the pattern of the
planned HR deployments and activities intended to enable an organization
to achieve its goal (Wright and Mc Mahan, 1992). In other words, SHRM is
the organizational system designed to achieve sustainable competitive
advantage through people. SHRM involves the development of a consistent,
aligned collection of practices, programs and policies to facilitate the
achievement of the organization’s strategic objectives (Mello, 2002:100).
The central idea behind SHRM is that all initiatives involving how people
are managed need to be aligned with and in support of the organization’s
overall strategy (Mello,2002:62).

“Vertical integration” of HRM strategy with the strategic
management process of the organization and the “horizontal coordination”
among various HRM practices are the dimensions which make the
difference between SHRM and the traditional HRM. SHRM differs
radically from traditional HRM in a number of ways as illustrated in Table 2.

Environmental factors such as technology, uncertainty, changes in economic,
demographic and regulatory environment, increased competition, all affect
HR strategies of shipping companies which are the management responses
to those emerging issues.

HR strategies set out what the organization intends to do about its human
resources management policies and practices, and how they should be
integrated with the business strategy and each other (Armstrong and
Michael, 2006). Grundy defines, human resources (HR) strategy as: The
plans, programs and intentions to develop the human capability of an
organization to meet the future needs of its external and internal
environment (Grundy,1995). Bamberger and Meshoulam define HR strategy
as the pattern of decisions regarding the policies and practices associated
with the HR system (Bamberger and Meshoulam, 2000). Dessler defines
HR strategy as the courses of action HR uses to help the company achieve
its strategic aims (Dessler, 2003:11). HR strategies can be either deliberate
or emergent and they may arise from current constraints and deficiencies or
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from the difficulty of meeting external or future needs. Specific HR
strategies which can be only a general declaration of intention or more
specific and detailed, have to be created for each organization as culture and
environment of each organization is different than each other.

Table 2. Traditional HR versus Strategic HR

Control

Job design

Key investment

Bureaucratic- roles,
policies,

procedures

Tight division of labor,
independence,
specialization

Capital, products

Cost center

Traditional Strategic HR
Responsibility for HR | Staff specialists Line managers
Focus Employee relations Partnership with
internal and external
customers
Role of HR Transactional, change | Transformational,
follower, and change leader, and
respondent initiator
Initiatives Slow, reactive, Fast proactive,
fragmented integrated
Time horizon Short term Short, medium, long (as
necessary)

Organic-flexible,
whatever is necessary
to succeed

Broad, flexible, cross-
training, teams

People knowledge

Investment center

Accountability

Source: ( Mello, 2002:102)

There is interdependency between corporate strategies with human
resource management strategies. Different types of corporate strategies such
as growth, stability and turnaround require different types of HR strategies
to be applied. During economic turnaround, corporate strategies such
stability or in other words “maintaining the status quo” and retrenchment
strategy are common. An organization pursuing stability strategy may see
very limited opportunity in its environment and decide to continue
operations as it is. The critical strategic HR issue in these organizations is
the fact that the limited opportunities can be offered to its employees as the
organization is not growing. As there may be fewer opportunities for
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upward mobility, employees may decide to leave and pursue opportunities
with other employers. It is critical for employers to identify key employees
and develop a specific retention strategy to assist in keeping them (Mello,
2002; 68). Application of appropriate performance management strategies is
very important during that period. On the other hand in a retrenchment
strategy, reduction of expenditures and cost cutting in order to become
financially stable is the key issue and in many organizations, particularly
service organizations, payroll is the main expense. As the employees get
demoralized, depressed, significantly stressed and less loyal to their
employer, boosting the morale of the employees is a significant HR
challenge, during application of this strategy (Mello, 2002; 69).

Table 3. Categories of Crew Costs

Wages Other costs Travel
Basic pay Medical examination | Rail, road, ship, air
Overtime Medical treatment Accommodation
Special work payments | Union payments Subsistence
Leave pay Manning agent’s fees | Baggage costs
Leave subsistence Cadet training
Bonuses Levies
Social security Training costs
Superannuation Study leave and pay
Crew overlap Standby pay

Recruitment

Victualling

Source: Downward, 1999

As freight rates worldwide have reached a level that no longer covers
the costs of running a vessel, the main priority for shipping companies is
cost-focused management nowadays. We can classify the cost of running a
shipping company into five categories; Operating costs, periodic
maintenance costs, voyage costs, capital costs and cargo handling costs
(Stopford, 2002). Operating costs are the on going expenses connected with
the day-to day running of the vessel, the principle components of operating
costs are: manning cost, stores, routine repair and maintenance, insurance,
and administration. Operating cost structure mainly depends on the size and
nationality of the crew, maintenance policy and the age and insured value of
the ship, and the administrative efficiency of the owner. Besides, other
practices and strategies shipping companies generally focused on cutting
crew costs which accounts for 26 percent to 32 percent of the operating
costs for the capesize bulk carrier (Stopford, 2002). Crew costs include all

40



ASYALL E. , ZORBA, Y. DENIZCILIK FAKULTESI DERGISI 2/1 (2010)

direct and indirect charges incurred by crewing of the vessel, including
basic salaries and wages, social insurance, pensions, victuals and
repatriation expenses (see table 3). The level of manning costs for a
particular ship is determined by manning scale prescribed for the ship, the
size of the crew and the employment policies adopted by the owner,
nationality or nationality mix of crew, service condition and the ship’s flag
state.

METHODOLOGY

An exploratory research was performed in order to determine human
resources strategies of shipping companies in Turkey during global
economic turndown. It is our intention to determine how shipping
companies are responding to changes in economic environment which has
direct and indirect effects on their operations and how they are aligning their
HR strategies to their business strategies. A web based survey was
performed over a month period. Non probability convenience sampling
technique was applied and a total of 15 shipping companies were replied to
the study.

Questionnaire Development

A questionnaire consisting of 3 parts have been developed. The first
part included open-ended questions regarding the profile of the respondents.
The second part included 26 statements on human resources strategies. The
respondents were asked to answer the statements regarding the HR
strategies that they expect to apply during the recent global economic
turndown. They were asked to reply as “Already applied”, “Expected in
Next 12 Months”, “Not Applied yet” “No application is expected”. The
statements were developed through the works of Downward (1999),
Stopford (2002) and Watson Wyatt (2008). The third part consists of 7
statements on Business level strategies. The scale was again arranged in 4-
levels as “Already applied”, “Expected in Next 12 Months”, “Not Applied
yet” “No application is expected”. These statements are developed through
the works of Stopford (2002) and David (2007).

Sample

Turkey is chosen as the research area of this study due to the rapid
growth of the maritime fleet in recent years. In addition to that, Turkey is
also considered as one of the main potential human resources suppliers of
the maritime industry (Glen, 2008). The structure of Turkish merchant fleet
has been changing in recent years. The Turkish-controlled fleet is 49 per
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cent registered in Turkey, versus 51 per cent that uses a foreign flag. Almost
half of the Turkish-controlled fleet are dry bulk carriers (6.1 million DWT),
followed by 3.2 million DWT of oil tankers, 2.8 million DWT of general
cargo vessels, 0.7 million DWT of containerships and 0.2 million DWT of
other vessels. The share of foreign flagged tonnage is highest among oil
tankers (67 per cent) and lowest among containerships (37 per cent)
(UNCTAD, 2008).

Over the past 5 years, Turkish shipping industry has witnessed rapid
growth both in number and deadweight tonnage. Between 2004 and 2008,
fleet grew from 576 to 1026 in number which represents 51% increase and
from 8.681.000 DWT to 13.159.000 DWT which represent 34% increase
(See Table 4). As the increase in number is greater than the increase in
tonnage, the chronic shortage of officers especially for marine engineers has
become more intense during that period. With the combination of that rapid
increase of the fleet in number with global financial crisis, responsibilities
and role of HR departments in shipping companies have gained importance.
It is necessary for HR managers to adjust and align their HR strategies with
the corporate and business strategies dictated by this changing general and
specific environment. Increased mobility of existing and ex-seafarers’ in
and out shipping labor markets, cancellation of proposed new building
contacts, postponing purchasing new ships, selling or scrapping of existing
ships, lay-ups, concentration on single type of vessels, or diversification of
vessel types, cost reduction strategies all have impacts on seafarer labor
markets.

Table 4. Development of Turkish Merchant Fleet between 2004-2008
(Vessels of 1,000 GRT and above)

Year National | Foreign Total Total Total as a Total as a
flag Flag mumber) | (DWTx000) | percentage Percentage of
of world world total
total (DWT)

(mumber of
vessel)

2008 495 531 1026 13 159 2.8 1.27
2007 448 426 874 10 927 2.8 1.12
2006 436 365 801 10 290 2.4 1.13
2005 423 225 648 8 768 2.0 1.04
2004 405 171 576 8 681 1.9 1.12

Source: Compiled from UNCTAD 2008, 2007,2006,2005,2004 Review of
Maritime Transport
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Due to these characteristics, Turkish shipping companies constituted
the sample of this study and a non-probability convenience sampling
technique is applied. The questionnaires were collected from 15 shipping
companies.

Data Collection

A web based survey was performed during the period February 15 -
March 15, 2009 and the questionnaires were collected through a special web
service (www.online-anket.gen.tr) with a special invitation through the e-
mail addresses of the participants.

FINDINGS
Profile of the respondents

All of the respondents were operating their own ships where 9 of
them were tanker, and the others were container, bulk and dry cargo
operators. They have a total DWT capacity of 4.270.000 which represents
32 % of Turkish fleet in tonnage and 144 ships which also represent 14 % of
Turkish merchant fleet in number excluding a representative of an
international shipping company having more than 1000 vessels located in
Turkey.

When we consider the management level of respondents, one of the
respondents were general manager, the rest of them were human resources
management executives.

According to survey results decreasing benefits and incentives,
reduction of the crew to the minimum number required under legislation,
stopping sponsorship to the maritime education, reducing travel expenses,
are the common strategies which had already applied by shipping
companies who have responded the survey

Also, majority of the respondents mentioned that strategies such as
freezing currency rates (means wage decrease), reduction of the crew to the
minimum proficiency required under legislation, replacement crew with
other nationalities on reduced wages, stopping apprentice program,
decreasing health and insurance costs, increasing amount of onboard
maintenance and repair, increasing automation to decrease manning level,
increasing sea service periods, decreasing sea service periods, outsourcing
HR functions, planning to employ new personnel, changes in reward and
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employee relations, flexibility and employee relations, training and
development practices, have not applied yet (See Table 5).

Table 5. HR Strategies Applied by Shipping Companies

HR strategies Alrveady Expected in | Not Applied No
applied Next 12 Application
Months Expected

n %o n %o n %o n %o

Currency rates 2%/2 | 143 0 0 6/10 | 714 1 7.1

had frozen

Decreased 36 | 429 | 11 7.1 57 50 0 0

salaries

* Bold numbers represent the frequency of tanker owners’ answers

Table 6. Business Level Strategies

BL Strategies Already | Expected in | Not No
applied Next12 | Applied Application
Months Expected
n % n %o n %o n %o

No new building 4%/7 | 50 1 L | 4/5 (357 | 11 7.1
contracts

No new ship 4/7 | 50 1 71 | 45 35711 | 7.1
purchase

Scrapping of 0 0 0 0 |813|929 | 11 | 71
existing ships,

Laid-Up vessels 15 357 1 71 | 88 |571 | 0O 0
Cancellation of 2/5 1357|111 | 71 | 86 | 429 | 1 7.
proposed new

buildings,

Concentration on 13 | 214 0 0 79 | 64,3 1 7.1
single type of
vessels

Selling existing 01 | 71 | 1/1 | 71 |7/11 | 78,6 1 Tl
ships

* Bold numbers represent the frequency of tanker owners’ answers

Considering business level strategies, companies mentioned that
there have been no new building contacts (50%) and no new ship purchase
(50%). On the other hand scrapping of existing ships (92,9%), concentration
on single type of vessels (64,3%)and selling existing ships (78,6%), have
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not been applied during that period and also is not expected in next 12
months (See Table 6). We can conclude that stability strategy is common
among shipping companies as they try to maintain the status quo to deal
with the uncertainty of a dynamic environment. Also at business level as
competitive strategies cost leadership, differentiation strategies are common.
Especially differentiation is common among tanker operators and laid-up is
common practice on other operators. Also it can be concluded that there, is
a slight differentiation between tanker cluster and the others with respect to
HR and business strategies.

CONCLUSION

The remarkable developments in globalization and international
trade could never be achieved without the technological, operational and
financial investments in shipping. Shipping is a technical industry that
highly depends on human skills, strategic, managerial and operational. Not
only education and training, but also experiences are highly important in
realizing a safe, secure and clean marine environment. The working
conditions are tough for seagoing professions and especially for officers if
these priorities are not taken into account the manpower shortage problem
of the industry will never be solved.

The demand for shipping derives from the demand for international
trade and this is the main reason for the fluctuating market conditions in the
industry. If the shipping companies do not consider the negative effects of
these fluctuations and if they reflect the problems mainly on officers by
tightening their financial or social benefits and conditions, escapes from
these professions will continue. The industry will not be able to attain the
existing crews and attract the newcomers. The economic crisis that has
started shaking the world since the fourth quarter of 2009 has brought even
a unique risk to the industry which has to be handled with great care.

These risks can only be approached through the strategic human
resources management principles and the shipping companies should
develop their organizational culture in such a manner as to solve the
problems in the scope of the long term visions. Economic downturn impacts
all areas of business, operations, finance, marketing, sales, legal, and HR,
and appropriate responses are required in every functional area of
organizations. Surviving an economic downturn requires appropriate
integrated and coordinated actions. HR departments in shipping companies
should play an active role to rescue their organizations in the adverse effects
of economic crisis, to support and assist their organization to adjust to the
changes required by the economic downturn. This can be achieved not only
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by applying cost reduction strategies but also applying practices that will
increase morale, motivation, job satisfaction and loyalty of seafarers.

Image of seafaring is so fragile that some inappropriate practices and
strategies implemented during economic turndowns can not only result in
decreased morale, motivation and loyalty of seafarers working on board, but
also decrease popularity of seafaring occupation among young generations.
And this will have negative medium to long term consequences on the HR
supply and demand equilibrium in shipping industry which has been facing
chronic shortages of qualified seafarers for a long period.

In this study it is concluded that as gaining and retaining qualified
seafarers is very difficult in maritime industry, shipping companies in
Turkey try not to reflect the adverse impacts of economic crisis to the
seafarers working on board in order to retain their key employees.
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ABSTRACT

The trade between Asia and Europe is steadily increasing. In some
industries the products are mainly produced in Far East countries due to
their cost advantages and exported Europe directly. In some cases however,
some final products are produced at the markets or close to them in
European Union since these products gain weight or volume in case they
are produced at origin. The electronics industry is organized in such a
context and the parts that are produced in the Far East countries are
imported by Turkey where they are assembled into electronic products and
exported to the European countries.

In this study, it is tried to analyze if Turkey can be a logistics center
to store, distribute and add value to the parts coming from Far East and
sending the resulting products into the EU. In the study, location choice
theories and models are used. The study showed that many quantitative and
qualitative techniques are used in location choice decision on plant and
distribution centers but very few studies exist on logistics center location
choice.

The study is based on Alfred Weber’s location theory. In our
analysis, we have used the center of gravity method which is a method of

*A previous version of this paper was presented at IAME 2008 Conference held on 2 — 4
April 2008 in Dallian, China and at IFSPA 2008 Conference held on 25-28 May 2008 in
Hong Kong.
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operational researches to understand if Turkey is the right location which
minimizes the transportation costs between Far East and EU.

The study has revealed that with current market potential and supply
sources, the location which minimizes the total transportation costs in
electronics industry is not within the boundaries of Turkey. Giving the
location decisions for logistics centers necessitates further studies.

Key words: Turkey, Logistics Centers, Electronics

OZET

Asya ve Avrupa arasindaki ticaret giin gectikge artmaktadir. Bazi
endiistrilerde {iiriinler maliyet avantaji nedeniyle Uzak Dogu iilkelerinde
tretilmekte ve Avrupa’ya ihra¢ edilmektedir. Bazi durumlarda ise,
tiretildikleri yerde agirlik ya da hacim kazanan bazi iiriinlerin iretimleri
Avrupa Birligi pazarlarinda ya da pazara yakin noktalarda olmaktadir.
Elektronik endiistrisinde de benzer bir durum s6z konusudur. Elektronik
triinlerin parcalart Uzak Dogu’da iiretilmekte ve parcalar Tiirkiye’de
birlestirilmektedir. Uretilen iiriinler Avrupa iilkelerine ihra¢ edilmektedir.

Bu c¢alismada Tiirkiye’nin Uzak Dogu’dan gelen pargalar icin bir
depolama, dagitim ve katma deger yaratilan bir nokta ve iiretilen iiriinlerin
Avrupa’ya yollandig1 bir lojistik merkez olup olamayacaginin analizi
yapilmistir. Arastirmada yer secim teorileri ve modelleri incelenmistir.
Calisma gostermistir ki, fabrika ve dagitim merkezlerinde yer secimiyle
ilgili bir cok kantitatif ve kalitatif ¢alisma mevcuttur. Ancak lojistik merkez
yer secimi ile ilgili olarak ¢ok sinirh sayida ¢alisma bulunmaktadir.

Bu calisma Alfred Weber’in yer secim teorisi lizerine kurulmustur.
Calismamizda agirhk merkezi yontemi kullanilmistir. Bir yoneylem
arastirmasi methodu olan bu yontemle Tiirkiye’nin Uzak Dogu ve Avrupa
arasinda ulastirma maliyetlerinin minimize oldugu bir noktada olup
olmadig1 anlasilmaya calisilmistir.

Arastirma gostermistir ki, su anki piyasa potansiyeli ve tedarik
kaynaklariyla, elektronik endiistrisinde ulastirma maliyetlerinin minimize
oldugu yer Tiirkiye sinirlart i¢erisinde degildir. Lojistik merkezin yerinin
tespiti i¢cin daha yeni ek ¢aligmalara ihtiyag¢ vardir.

Anahtar kelimeler: Tiirkiye, Lojistik Merkez, Elektronik
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1. INTRODUCTION

East- West trade is growing steadily and in this trade, particularly
East- West trade is growing steadily China and other East and North East
Asian countries’ share is dominating the shares of the rest of the world.
According to UNESCAP’s (2007) report , the share of the East and North
Asian Countries in World export and import will reach a rate of 62 % and
48 % respectively by 2015. Therefore, the carriage of cargo by sea between
Asia and Europe is increasing accordingly. The container traffics in East-
West trade will reach about 109 millions TEU in 2015 by comparing the
volume of 54 millions TEU in 2005 (UNESCAP 2007).

The increase in seaborne trade between Asia and Europe created a
new approach in the operation of container vessels which is known as
express voyages. Due to the high demand for Chinese and Asian products
both in Europe and Black Sea Region including Turkey, direct China —
North Europe and direct China — Black Sea container vessel voyages has
started. Although there is an imbalance in favour of Asian countries in the
trade, the trade is still growing continuously. At Table 1, some of the liner
operators and their port of calls are given.
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Table 1. Asia — Europe Express Container Lines

China — North Europe Express China - Black Sea Express Voyages
Voyages
Operator Port Rotation Operator Port Rotation
Grand Alliance | Sou-Ham-Rtm- COSCO/YANG Ist-The-Izm-Sin-
(OO0OCL, NYK, | Pkg-Sin-Shk-Hkg- | MING Khh-Hkg-Shk-
MISC, Hapag- | Nbo-Sha-Xmn- Sin-Psd-Hay-Ist
Lloyd) Ytn-Hkg-Sin-Pkg-
Jed-Rtm
New World | Sou-Anr-Bhv-Sll- | K LINE /Yang | Sha-Ngb-Shk-
Alliance (APL, | Sin-Hkg-Sha- Ming/ China | Nsh-Kee-Ist-
MOL, HMM) Ngb-Xmn-Hkg- Shipping / ZIM Czn-Ilk-Sha
Ytm-Sin-Cmb-
Sou
CHKY Alliance | Sha-Ngb-Ytn- CSAV NORASIA Qin-Sha-Ngb-
(Hanjin/Cosco) Pkg-Cmb-Hbg- Xmn-Cwn-Pkg-
Rtm-Fxt-Leh-Psd- Psd-Cnz-Ilk-
Cmb-Pkg-Hkg- Ods-Ist
Sha
CHKY Alliance | Txg-Kan-Bus- K LINE /Yang | Hkg-Sin-Hay-
FEX (Hanjin) Cwn-Hkg-Sin- Ming/ China | Ist-Izm-Hkg
Rtm-Hbg-Fxt-Sin- | Shipping / ZIM
Khh-Txg
Abbreviations:
Anr = Antwerp; Bhv = Bremerhaven; Bus = Busan; Cmb = Colombo; Cwn =
Chiwan; Fxt= Felixstowe; Ham= Hamburg; Hkg= Hong Kong; Jed=Jeddah; Kan=
Kwanyang; Khh=Kaoshiung; Leh=Le Havre; Nga=Nahoya; Ngb=Ningbo; Pkg=port
Klang; Psd=Port Said; Qin= Qingdao; Rtm=Rotterdam; Sha= Shanghai;
Shk=Shekou; Sin=Singapore; Sll=Salalah; Sou=Southhampton; Txg=Xingang;
Xmn=Xiamen; Ytn=Yantian; Zee=Zeebruggee; Cnz =Constanza; Hay= Haydarpasa;
Hkg=Hong Kong; Ilk=Ilyichevsk; Ist=Istanbul; Izm=izmir; Kee=Keelung;
Ods=0dessa; The=Thessaloniki

Source: Containerisation International 2006 ; Containerisation International
2005;

http://www klineurope.com/container-

services/schedule.asp?sg=eur_med_asa&di=w;;

http://www kline.co.jp/news/2007/070827 _e.htm;,

<http://www.csavnorasia.com/pages/servicepro_nabs.html#;>

Beside seaborne trade between Asia and Europe, the countries in
those continents are creating alternatives transport corridors under the name
of Eurasian Land Bridge to improve the trade and creating a new Silk Way.
These corridors are mainly connecting Far East and Middle Asian countries
to Europe by railways and road transportation. Turkey being on and close to
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these transport corridors (See Figure 1 )and one of the important actor in
Eurasia trade has a potential of being a logistics center in her region.

I Trans Jiberia }—P

‘._._._._._._._._._._._._._._._._._._b._
< TRACECA l—l*
4 l Ex Asgia Jouth Corrid |'l"
Europe < | Ewrone-AsiaZo ottidor A&
(et naty) Tirkey {(China)
‘{ Horth-Jouth Corridors +

| Hea Corridors l—l*

Iy

Figure 1. Transportation Corridors Passing on and around Turkey
Source: Authors

Since years the main trade partners and the biggest market for
Turkey is European countries and particularly Germany. However, in the
middle of 1990s, Turkey met Asian countries and since than the relation has
been developing. China has become an important trade partner of Turkey
and It became the third biggest exporter to Turkey after Germany and
Russia.

In this study, it is tried to analyze if Turkey can be a logistics center
to store, distribute and add value to the parts coming from Far East and
sending the resulting products into the EU. In the study, location choice
theories and models are used. The study showed that many quantitative and
qualitative techniques are used in location choice decision on plant and
distribution centers but very few studies exist on logistics center location
choice. Basic location theories, location analysis techniques and previous
studies are given in the following sections.

1.1. Location Choice Theories
The traditional location theory has been dealing with two basic problems:
1. Where does a company or an industry locate in order maximize its

profits, while all other things being equal? Or in other words, why
do some certain locations develop?
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2. By considering the existing locations, Where is the right location for
a certain company or industry to market its products in a most
profitable way? This approach is known as “market place theory”. In
this theory, the product is processed in a place close to the market.
The main aim in two approaches is to minimize the costs.
Transportation cost is accepted as an important location choice
criterion (Baser 2004).

The first location theories were created by Johann Von Thiinen, Alfred
Weber, T. Palander, August Losch, Edgar Hoover, Melvin Greenhut and
Walter Isard whose field of studies are economy and geography. The
common topic of all these early studies are transportation costs (Ballau
1999).

1.2. Location Analysis Techniques

Typical location analysis problems can be characterized as very
complex and data intense. Sophisticated modeling and analysis techniques
must be employed to effectively deal with such complexity and data
intensity in order to identify the best alternatives. The tools used to support
location analysis generally fall into the categories of analytic techniques,
optimization or linear programming techniques, and simulation (Bowersox
and Closs 1996).

A location issue is defined as a spatial resource allocation problem in
that one or more service facilities, or ‘servers’, serve a spatially distributed
set of demands, or ‘customers’. This issue has long been receiving attention
from both academicians and practitioners. From a holistic perspective, it can
be generally classified into two most popular categories of location research
issues, namely, locating the manufacturing facilities (such as plants,
warehouses etc) and distribution centers in a retailer facility network
(Thaive and Grewal 2005).

The research literature on manufacturing facilities location issue is
substantial. As far as the cost-based models of location selection are
concerned, various research projects have been done in this respect. One of
the objectives of cost-based location problems is the minimization of
discounted costs associated with the plant location or expansion, for
instance, costs of expansion, maintenance and inventory. While the
literature on locating manufacturing facilities based on costs and
quantitative variables models is extensive, it possesses a major short coming
that of focusing only on the cost and quantitative variables aspects of the
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location decision. Other researchers have attempted to investigate other
qualitative variables in location research of manufacturing facilities (Thaive
and Grewal 2005).

Some quantitative and qualitative studies regarding to location
analysis techniques are given at Table 2.
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Table 2. Studies on Location Analysis Techniques

Rerearchers Study Area Meihods
Quanitative Quakiative
Bhatragar etal, A0S Plat Locatiom srvey
Tatogh and Glaster |2 | Plat Locshon srvey Intervewr
Ulzado 1998 Plat Location SRy
Elose and Drexl 4104 Plat Locatiom Contnmons location modals,
Network location models,
Mixed-rtezer progranmnms
models and Appheations
Conghhn and egev 200 | Plat Locghon Hegzatree bruommal model
Coughlin et al. 1991 Plart Location Condtional Logit mode]
Bhatragar and Sohal J05 | Plat Locashion SRy
Canbolat et al JVa Plat Location Decision Tree and MATTT
Badn [5% Plart Location LHF [Aralytic Hierarhy
Proocess] and MultiObjectnee
izoal Progranmnmg Method
Wos and Akkemmans (9% | Plat Locahon Dryrary albeaton blethod
Fripdiman et al. [ Plat Location Condtional Lozt Mode]
Canel and Elnmawrala Plart Location Uynamr miograntenmg Mods]
2001a Break-even analysis
Chadraty progranmng
Fuzzy set theony
Coal- progranmame model
Heursty sobdom method
sinmlation model
Easogh M Plart Location Cemter of Craviy, Fantor Fatmg
Break even analysis
Bhatrazar et al A1 Plart Locatiom Srvey
MacCormack et al, [59 Plart Location
Tharve and trpevral A5 Lhistrbntion Center Lenter of Craviy Fantor Fatme
Berghe, I V. I 2005 Distrbdtion Cerder Srrey
Charn and Fark 204 Listrfgtion Cetter SRy Literven
Larsen A1 Logstics Certer Intervew
FEondratovnez 200 Logisties Certer Statustical Mappmg, Smmalaton
Method, Hewristic  method,
Optonization Method,
Chenand Cha 22008 Logisties Certer Fimy  AHF  (Analtic
Hiersrchy Process) and Fuzzy
MCDM (Multierteria Decision
Makmg) model
Luand Vang 2006 Logistics Certer Srvey Intervenr
Lee and Hobday 2005 Logstics Certer Lterven

Source: Prepared by the Authors

Majority of the studies are made on plant and distribution center
location choices and different methods are used in these areas. On the other
hand, studies on logistics center locations are very rare. The studies
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evaluating a country’s potential as a logistics center are rather limited. In
this study, to evaluate Turkey’s potential as a logistics center, center of
gravity methods is used.

2. METHODOLOGY

In location choices, analytics, optimizations and simulation methods
can be used. However, the difficulty of obtaining data regarding cost and
revenue of the companies forced us to choose the most proper one.
Therefore, the potential of Turkey as a logistics center will be evaluated by
using Center of Gravity Method. This method is a location choice method
and it is used to determine the location of geographic position of a place in
a region (Chopra and Meindl 2007).

In this study, there are mainly three variables which are
transportation cost (freight), cargo quantity and coordinates of suppliers and
markets. Transportation costs and coordinates of suppliers and markets
were found easily, but the difficulty was met in obtaining cargo quantity
from the company who accepted to support the study.

2.1. General Geographical Area — Centre of Gravity (CoG) Principle

In physics, the Centre of Gravity (CoG) of a collection of masses is
defined as an imaginary point where all the weights of the object can be
considered to be concentrated through that point, and hence, there is no
momentum arm to make the object unbalanced. Figure 2 represents the idea
of this concept.

Figure 2. Center of Gravity Model
Source: Thai and Grewal 2005
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Suppose that an object carries a collection of weights W1, W2, ...
Whn and the relevant distances from these to an imaginary CoG are d1, d2 ...
dn. The forces exerting on this object at various locations are calculated
based on Newton’s law of gravity as follows:

F1=WIlxdl, F2=W2xd2, ... Fn-1=Wn-1xdn-1, Fn =Wn x dn

In order to make the object balanced, the CoG should be placed where the
following equation is satisfied:

FI1+F2+..Fn-1+Fn=0o0r ) Fixdi=0
(1)

The equation (1) indicates that all weights of the object have a
mutual relationship, and any changes in one direction of a weight should be
reflected in the other direction of the other weight so that the balance status
is maintained. Further more, as the force exerting from a weight depends on
weight and distance to CoG, an increase in weight will be reflected by the
decrease in that distance so that the object is still kept balanced. The CoG in
this case will, there fore, shift to the new area which is near the heavier
weights. Further realization can be mentioned here, as a diagnosis from
equation (1), is that in order to have the balance status quo the CoG will
tend to locate in the area near major weights to off set other lighter ones in
fur their distances (Thai and Grewal 2005).

Center of gravity model is classified mathematically as a static
continuous location model (Ballou 1999). Given a set of points that
represent source points and demand points, along with their volumes that

are to be moved to or from a facility of unknown location and their
associated transportation rates, where should that facility be located ?

Min TC = ) ViRidi
ey |
Where
TC : total transportation cost

Vi : volume at point i
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Ri : transportation rate at point i
di : distance to point i from the facility to be located

The facility location is found by solving two equations for the
coordinates of the location. These exact center of gravity coordinates

are :
D ViRixi/ di D ViRiyi/ di
X’:-iiﬁzgg72;- 2) and yfz-iiﬁggg72;-
3 |
Where

X, Y = Coordinate points of the located facility
xi, yi = Coordinate points of source and demand points

The distance di is estimated by

di = kal(xi— X)* +(yi—Y)’
)

where k represents a scaling factor to convert one unit of a
coordinate index to a more common distance measure, such as miles or
kilometers.

2.2. The Solution Process

The solution process involves several steps that are outlined as
follows:

1. Determine the X, Y coordinates points for each source and
demand point, along with point volumes and linear transportation
rates.

2. Approximate the initial location from the center of gravity
formulas by omitting the distance term di as follows:
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> ViRixi D ViRiyi
XSk ® and " Sk
(6)

3. Using X, Y from step 2, calculate di according to Equation (4)
(The scaling factor k need not be used at this point).

4. Substitute di into Equations (2) and (3), and solve for the revised
X, Y coordinates.

5. Recalculate di based on the revised X, Y coordinates.

6. Repeat steps 4 and 5 until either of the X, Y coordinates do not
change for successive iterations, or they change so that continuing
the calculations is not fruitful.

7. Finally, calculate the total cost for the best location, if desired, by
using equation (1) (Ballou 1999).

3. AN APPLICATION IN ELECTRONICS INDUSTRY
3.1. Application of Center of Gravity

The application analyzes the potential for logistics center from the
aspect of value added services in the geographical region surrounding
Turkey, between the supplier and market countries. The study aims to
identify whether the place of facility that we chose during the performance
of the study is located at a point suitable to minimize the transportation
costs. The application model is given in Figure 3.

Figure 3 shows the combination of center of gravity model, transportation
corridors and the other logistics center location criteria which are quite
important to determine the logistics center potential of Turkey in her
region.
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3.1.1. Main Countries and Product Groups for Electrical-Electronic
Equipment Exports of Turkey

In the electrical and electronics industry, products were exported to
190 countries in 2005. As of 2005, the top destinations for exports of
electrical and electronics industry were Germany with 1.101 million dollars
and 15.4 percent share in total exports; the United Kingdom with 965
million dollars and 13.5 percent share, and France with 491 million dollars
and 6.9 percent share. Iraq, to which the products have been exported since
2003 ranked the fifth in 2005 with 406 million dollars and 5.7 percent share.
European countries account for 66 percent of total exports; indicating that
the exports of the industry are depended to certain markets, although not
very strongly (DTM 2005).

Accordingly, 41 percent of the exports in the industry belong to the
television purchasers in position code 8528, 10 percent to refrigerator
product group in position code 8418, and 10 percent to insulated wires and
fiber optic cables product group in position code 8544. In addition to these
three groups, the exports of washing machines, electrical water heaters,
electrical transformers and electrical circuit equipments with less than 1000
Volts account for 80 percent of the total exports in the industry.
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Figure 3. Center of Gravity Application Model

Source: Authors
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3.1.2. The Group of Products that Constitute the Sampling Set

The scope of the study is held limited with the products of the
sample enterprise, and it does not include all electrical and electronic
products.

These product groups mostly include televisions and household
appliances, and partially the air conditioners. The commodity classification
codes of sample products according to the 2002 Harmonized System (HS)
of tariffs are given in Table 3.

Table 3. Commodity Description and Coding

Code (HS2002) Product Description

8528 Reception apparatus for television

8418 Refrigerators, freezers and other refrigerating or
freezing equipment

8450 Household or laundry-type washing machines,
including machines which both wash and dry.

8415 Air conditioning machines, comprising a motor-
driven fan

Source:

http://comtrade.un.org/db/mr/rfCommoditiesList.aspx ?px=H2&cc=TOTAL
3.1.3. Stages of the Center of Gravity Application
The application is basically realized in two stages:

1. Data gathering stage: In the initial stage, it is required to identify
the loading points at the supplier countries and the unloading points at the
market; the load quantities at these points, the coordinates at these points
and the transportation (freight) costs between the production point and the
supplier and market, the distances of the supplier and market points to the
production facility, and the transportation cost per unit weight (TEU) for
each kilometer.

2. Identification of the Center of Gravity: Through the data
compiled in the first stage and the formulas used in the center of gravity
calculations, the point that minimizes the cost between the supplier and
market points has been identified. The calculations in this regard have been
made as computer-supported with Excel software SOLVER.
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3.1.3.1. Identification of the Supplier and Market Points

In the center of gravity application, the reference points that supply
the sampling enterprise of the study and the countries that are the markets of
the mentioned enterprise have been identified as the reference points
according to the place or loading/discharge ports in those countries. Here,
not the city or the final consumption points at the supplier or market
countries, but the loading port / place and discharge port / place are
considered.

The reason is the fact that the ports are the entrance gates of the
countries, the industry and cities are generally concentrated around the
ports, and the determination of freight between ports is easier. Another
factor is the fact that the study aims to identify the location of a country on a
wide geography (from the Far East to West Europe) rather than a
geographical region in a country, requiring to identify the most weighted
location in the relevant country. Under these circumstances, it is thought
that the loading/discharge points of the countries would best represent those
countries, and the densest ports at the relevant countries and those ports
densely used by the sample enterprise are accepted as the reference points
whose coordinates would be adopted for those countries.

The issue of country and loading/discharge port and places given in
Table 4 and 5 indicate the points of handling in those countries for the
enterprise in question.

In order to narrow down the geographical scope of the application,
especially the supplier and market countries in Europe and Asia have been
selected as the supplier and market countries. There are two basic reasons
for this selection:

The first reason is, because the application is on the transportation
corridors between Far East and Europe, the study mostly aims to
concentrate on this region, and the regions on the west of zero degree
longitude (prime meridian) are kept outside of the calculation. Under these
circumstances, the continents of Europe and Asia, and some important
countries in market status in North Africa are included in the area of the
study.

97.5 percent of the total supplier countries and 97 percent of the
market countries are included in our study.
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The supply of components and marketing of products are not made
only to the countries other than Turkey, but also 3 percent of the total supply
and 10 percent of the total sales are provided from and delivered to the
domestic market. In this regard, the authorities of the enterprise were
requested to identify the place where both the supply point and the market
are mostly concentrated in Turkey; accordingly Istanbul has been identified
as the center of gravity both as a supply center and the market.

3.1.3.2. Determination of the Load Quantities at the Loading and
Discharge Points

When expressing the quantity of load at each point, the annual
demand quantity is expressed in standard units. For example, in this study, it
1s assumed that the products demanded in the market and the components
received from the suppliers are shipped in 20-foot containers (TEU).

The subject enterprise of the application supplies 97 percent of the
components it consumes through imports and 3 percent from the domestic
market.

To the components brought to Turkey, 3 percent of Turkish-origin
components are added and so the televisions and household appliances are
produced. Again, almost all (90%) of the finished televisions and household
appliances are exported, while nearly 10 percent are sold domestically.
Please see Table 5 for the exported products and shares of importer
countries.

There are some limitations in the application. These limitations are
as follows:

In the application, the enterprise’s full container import and export
quantities have been taken into account and the calculations have been made
according to these values. For the loads less than full container load (LCL-
partial loads), the number of load quantity could not be identified by the
enterprise, and because the full containers account for a large portion of
both imports and exports, the number of full containers (FCL- Full
Container Load) have been taken into consideration in our calculations.
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3.1.3.3. Identification of the Coordinates of the Market and Supply
Points

The third stage of the application is the determination of the
identification of the coordinates of the supply and market demand points on
the coordinate system. In the application, the coordinates of the pre-
determined points have been identified in terms of degrees, minutes and
seconds with the help of Google Earth 2007 software, and then, all
coordinates have been converted into degrees in order to obtain a common
unit. The coordinates of the supplier and market points are given in Table 4
and Table 5.

3.1.3.4. Determination of the Transportation Cost (Freight)

In the determination of the transportation cost; Izmir Port, which
handles the components and products of the production facility assumed to
be built in Izmir, has been taken as the reference point, and the freight
calculations for both import and export shipments have been determined
according to this port. Because the freight movements subject to the
application are the import and export freight movements of the related
enterprise in 2006, the freight rates are also considered as the average
freights in 2006.

In determining the freight rates, the freight rates of five different
regular line agencies and forwarders working on the relevant shipment
regions have been taken into consideration.

3.1.3.5. Determination of the Distances Between Production Facility and
Sources and Production Facility and Markets and Determination of
Transportation Cost per Km

The distances between production facility and sources and markets
are determined by using distances and freight rates and than transportation
cost of one TEU per Km is calculated. In center of gravity model there are
some assumptions:

1. Both sources and markets are accepted as a point on plane
. All distances on the plane is calculated as geometric distances
3. The cost of transportation increases with the increase of cargo
carried (Chopra and Meindl 2007)

By stating these assumptions, it is worth to say that the distances
given at Table 4 and 5 are not the real distances but the geometric distances.
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These distances are calculated by Marine Calculators and Converters by
giving the longitude and latitude of each point http://www.portfocus.com.

Table 4. Data Related to Production Facility and Sources

SUPFLIERS LOADINEG DISCHARGI | CONTAINER | DISTAN | FREIGHT | TRANSPORT | LATITUDE | LONGITITUD
(LOUNTRY) PORTPLACE |NGPORT |UMIT(TE) |CE  |(US/TEU) |ATIONCOST |KORTH  |EEAST
/PLACE fiali) (USD/TEU | (DEGREE) |(DEGREE)
K
GERMANY EAETRE | DR | 206 57 K 5 3l
EELGIT HNTWERD falii] 06| 26 ] 03 6] 4B
CZECH FIDUBLIC | PRAD alii] % 163 00 15 510 11
CHIA SHENZEEN | IO TN ] 02 % Tl
VD ONESIA TP | MR 6] & ] 00 T 030
HONG EOHG HONGEONG | MR FEET 1600 0 T T
5. KOREA BUSAN i 657 936 1610 017 i 13601
A EOLEAY falii] T Y Tl i W T8
EHGLAND DSWIEH alii] a1 W 037 5136 130
SPAT TARCEILOMA | OMR o ] 70 031 TR o
TSRALL ASHD 0D falii] Gl 0 030 e T
TTALY GENOVA alii] S| Lo fitd i #al i
TAPAR TOKOHOMA | MR, W 9 400 iE 3 KT}
HNGARY EAPEST | T N 30 2l I i
MALAYSIA TILAT KELAHG | ZIF, TANEEE 170 01 il W0L30
ERYPT DAMIATTA | MR W W 5 04 ETE 310
POLAND GDANSE falii] TR 18 167 091 438 105
STHGAF ORE STHEAPTR. alii] AR 160 e 15 0377
SLOVENTA KOPER i e 0 03 45,5 7
THALAHD EANGKOE falii] W[ 6% 200 0 I 100,52
TATWAN TADE alii] AN 100 I 53 T3
VETHAM HOCHMNE | IR FINEED 200 036 1076 10646
LY
TIREEY TSTANETL falii] S| 56 T 1% 1 "

Source: Cargo Data Obtained from Production Facility; Freight Data of
Container Lines and Freight Forwarders; Marine Calculators and
Converters, http://www.portfocus.com; Google Earth, Image NASA, Europe
Technologies, 2007
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Table S. Data related to Production Facility and Markets

Loading Latinade | Longzitinade
Port Brporter Dischurging Cirtainer | Distance Freigt Trarsportation Cost | Horth | Bast
[Place [Conmriny) Port [Place Tt (Tex) (Fam] [Weds Tenx) (Teds Tenn Ein [Dregre ) | (Dregre )
7R | GERMAMY HAMEURG 2.072 1163 483 021 sz 101
IZLOR | ATTSTRLA WIEH 302 1302 1.802 120]| 4820 1636
IFMIF | BELGIULL AHTWEEP 1.741 2384 433 021 5136 423
TR | BELARTIS WIHNEE b 1731 2.130 123| 5300 757
IEMIE | ALGERLL ALGER g 2122 050 043  I676 07
7R | CEECHREPUELIC | PRAGUE 202 L6353 1352 022 s0p9 1441
TR | DEMMARE C OPENHAGEH 401 2315 a0 ngz[ 5571 12560
IFnOR | ESTOHLA TALLINH ke 2391 837 037 5045 475
IR | MOROCED TANGER 213 Lgg7 00 n4s| 3579 580
I7LOE | FIMLAHLD HEL SIHET aa7 2401 811 034 6016 2490
IFMiE | FRANCE LE HAVEE 3352 1457 431 018  404s 0,00
IFMIR | CROTLA FITEEL gag 1310 5300 naz 4533 1443
IR | HETHERLANDS | ROTTERDAM 2.200 1330 483 021 5105 405
IZWOE | ENGLAHD PIWICH g.600 2519 339 023 5196 130
IFMIE | SPAIH EARCELOHA 8.324 2161 547 025 41335 2,17
TR | ISRARL ASHDOD 1317 Lo0a il 059 3183 34 14
IR | SWEDEH STOCEHOLM 1544 2377 001 o4z s0a0 1203
IR | SWITZERLAWD | EERHM 42 1803 2340 14| 4608 745
IFMIE | ITALY BEHOVA 6.923 L634 43l 028 4441 355
TR | LATVIA RIGA 125 2076 a7 g0l 7o 2410
IR | LIBYA WISURATA 196 1312 a0 gl 3238 15 09
IZWOE | LITWANIA ELATPEDIA 160 2.005 817 041 5565 21,16
IFMIE | LEBAHON EEIEUT 33 933 330 ngal 338 35,50
IR | HUNGARY EUDATEST 16 L1600 1480 1383|4748 19 07
IFWOR | MALTA WALLETTA 4 L1108 00 nas[  zsop 14 52
iR | EGVIT DORT SAIL 4 037 400 0A3[ 3135 3330
I7LOF | MOLDOWA CEISTHATT 6 964 2.000 207 4700 2883
IR | HORWAY 0sL0 134 1651 a0l 034 5090 10,72
TR | POLAND GDANSE it 1837 817 o4 5433 13 555
7R | PORTIIGAL LISEOH 722 L572 44 A1l 3270 0,17
I7LOF | ROMANIA COSTANZL 204 38 700 10| 4410 28 56
IFMIR | RUSSIA pSETTERSBURG T4 21454 1.095 na5(  soo3 3030
I7LOR | SEREIA EELGRADE 136 200 2.600 203 4483 2050
IZLOE | SLOVARIA ERATISLAVA 3 1341 2.300 172 4818 17,13
TR | SLOVENIA KODER 541 L367 0 037 4535 1373
IFniR | TUMISIA TUTHIZ 63 1514 &30 036 3681 10,26
IFR | UERAINE LLYCHEVSE 463 gog 730 024 4630 EE
I7LOF | GREECE PIRARTTS 1.525 279 463 156 37896 2359
IEMIF. | TUREEY TSTAHEUL .000 334 [rT 13 4102 2597

Source: Cargo Data Obtained from Production Facility; Freight Data of
Container Lines and Freight Forwarders; Marine Calculators and
Converters, http://www.portfocus.com; Google Earth, Image NASA, Europe
Technologies, 2007
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2.1.3.6. Determination of Center of Gravity

At this stage of the application, all the data collected up to now will
be put into the center of gravity model. Optimal center of gravity point is a
point where the total transportation cost is minimum.

Optimum solution is calculated by using SOLVER tool in Excel
program.

The initial logistics center location point at the calculation is
accepted as City of Izmir, Turkey whose coordinates are 38,43 Degree
North (38°25'48.00"'N) and 27,15 Degree East (27° 8'60.00"E). The
initial logistics center location point is given at Figure 4.

Figure 4. Center of Gravity
Source: Google Earth, Image NASA, Europe Technologies, 2007

At the next stage, by using the data at Table 4 and 5 and SOLVER
tool, the point where the total transportation cost is at minimum, is
calculated.

After calculation, It is seen that the new center of gravity and initial
one which is in Turkey is completely different. The new center of gravity is
a point in the center of Serbia (See Figure 4) whose coordinates are 43,53
Degree North and 21,02 Degree East. The position and cost differences
before and after the calculation is given at Table 6.
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Table 6. The Position and Cost Differences Before and After the

Calculation
Transportation Cost (Min)
Name Original Value Final Value
Cost = Turkey 660388,2092 617380,6538
Center of Gravity Location
Name Original Value Final Value
X (Latitude) = Turkey 38,43 43,53397731
Y (Longitude) = Turkey | 27,15 21,02444256

The new center of gravity whose coordinates are 43,53 Degree

North and 21,02 Degree East is not the final logistics center location .

Since center of gravity is a point determined on coordinate plane and

the distances are geometric distances, this location is a point where only the
transportation cost is minimum. In determining the logistics centers, some
other variables have to be considered.

3.2. Evaluation of the Findings

The findings of the study can be evaluated as follows:

The center of the gravity in this application is calculated as 43,53 degrees
North (latitude) and 21,02 degrees East (longitude). This point is different
than the initial point and it is in the center of Serbia.

1.

Since the center of gravity depends on the number of cargo
(containers) in supply and market points, any changes in numbers of
containers at those points will change the center of gravity.

. While considering the location of the logistics center in Serbia,

geographic structure, transportation infrastructure, availability of
labor and other costs factors should be analyzed and final decision
must be given accordingly.

In addition to Serbia, some other countries around Serbia can be
considered alternative logistics centers. These countries are today
attracting foreign direct investments and they are either on important
transport  corridors an/or have important transportation
infrastructures. These countries are mainly Greece, Romania,
Bulgaria, Croatia, Hungary, Slovakia, Czech Republic and Poland.
The new center of gravity and possible logistics centers are given at
Figure 5.
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The final decision about logistics center location will be given upon
evaluating each country’s potential. In evaluation, each country will be
evaluated according to the logistics center location criteria.

s
-San Marm
b AN
“Rlad 43
s :
L :

s

—

Figure 5. Center of Gravity and Countries having Logistics
Source: Google Earth, Image NASA, Europe Technologies, 2007.

CONCLUSION

Although there is an imbalance in trade between Asia and Europe,
the trade is growing and both side increasing their trade volume. In this
trade two countries China in one side and Germany on the other are playing
a key role. As Turkey’s biggest trade partners, they also make great impact
on Turkish economy.

Turkey as between two continents and two countries has the
willingness to improve the cooperation between countries both in Asia and
Europe and instead of competing in many fields. In this study the
geographic position of Turkey is analyzed if it can be used as a logistics
center between Asia and Europe to improve Eurasian trade in both direction.

In this study, value adding side of logistics centers is analyzed by
center of gravity model. The results show that in electronic industry, the
location for a production facility goes Serbia rather than Turkey. Of course,
this location is not the final location for the production facility. The final
location will be determined by evaluating the gravity center and by
considering the other location choice criteria and methods. In this respect,
some further qualitative and quantitative techniques must be applied to
determine the right location. The opinions of electronics industry experts,
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logistics service providers and liner container ship operators have to be
taken through interviews and/or a survey can be conducted by using
logistics center location choice criteria.
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TURK DENIiZ HUKUKUNDA COKLU TASIMACILIGIN YERi;
ULUSLARARASI SOZLESMELER iLE KARSILASTIRMALI BiR
INCELEME

Nil KULA DEGIRMENCI!
OZET

Uluslar arasi ticaretin ve lojistik sistemlerinin son derece hizla
gelistigi ve Kkiiresellesmenin smir tanimadigr giiniimiiz ticaret hayatinda
kullanilan  ulastirma  sistemlerinde zamanin etkin  bir  sekilde
degerlendirilmesi ve maliyetlerin azaltilmasi son derece 6nem tasimaktadir.
Uluslar arast1 mevzuatta “Coklu Tasimacilik”, Tiirk hukukunda ise yakin
zamanda kabul edilmesi ve yiiriirliige girmesi beklenilen Tiirk Ticaret
Kanunu Tasaris1 902. madde hiikmii uyarinca “Degisik Tiir Arac ile
Tasima” olarak isimlendirilen tagima tiirii ile tasima iliskisi taraflarinin
zamani etkin bir sekilde kullandig1 ve maliyetlerin olabildigince azaltildig:
bir model yaratilmistir. “Coklu Tasimacilik” ya da Tiirk Ticaret Kanunu
Tasarisi’nin deyimi ile “Degisik Tiir Ara¢ ile Tasima” kavramlari ile en
basit zeminde anlatilmak istenen “bir tasima iligkisinde en az iki adet farkli
tasima tiirli kullanilmasi”dir. Birden fazla tagima tiirliniin aynmi tasimada
kullanilmasi ile de ortaya ¢cikmasi muhtemel uyusmazliklarda uygulanacak
hukuk kurallar1 tespiti Ozellikle tasiyan agisindan c¢ok biiyilk ©nem
tasimaktadir.

Makalede bu denli biiyiik onem tastyan hukuk kurallarinin ulusal ve
uluslar aras1 mevzuattaki yeri Ozellikle tasiyanin sorumlulugu acisindan
tespit edilecektir. Halihazirda yasalasmamis ne var ki ulusal hukukta ¢oklu
tasimaciliga iligkin elimizdeki “tek” yasal ¢alisma olma niteligini haiz Tiirk
Ticaret Kanunu Tasaris1 hiikiimleri, ¢oklu tasimaciliga iligkin uluslar arasi
sozlesme hiikiimleri ile mukayese edilecek ve heniiz kabul edilmemis
tasartrda  yer alan diizenlemelerin uygulanabilirligi ve yerindeligi
tartisilacaktir.

! Avukat, Dokuz Eyliil Universitesi Sosyal Bilimler Enstitiisii, Denizcilik 1sletmeleri
Yonetimi Doktora Programi nilkula@hotmail.com
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Anahtar Kelimeler: Coklu Tasimacilik, Maliyetlerin Azaltilmasi, Tiirk
Ticaret Kanunu Tasarisi.

THE PLACE OF MULTI MODAL TRANSPORT IN THE TURKISH
MARITIME LAW; A COMPARATIVE ANALYSIS WITH THE
INTERNATIONAL AGREEMENTS

ABSTRACT

Cost minimalization and efficient evaluation of time carry a big
importance in the transportation systems which are used in the current trade
life where the international trade and logistics systems are extremely fast
improved and globalization is unbounded.

There has been created a new model under the names of “Multi
Modal Transportation” in international law and “Transportation with
Different Modes of Vehicles” in Turkish law -902. article of Draft Turkish
Commercial Code which in the near future is expected to be accepted and
effective- where the transportation parties evaluate the time efficiently and
costs are considerably minimalized.

With the expressions of “Multi Modal Transport” or “Transportation
with Different Modes of Vehicles” according to Draft Turkish Commercial
Code, it is basically aimed to be explained “the use of at least two different
modes in a transportation system”. The determination of the legal rules in
the probable disputes that may arise from the use of at least two different
modes in a transportation system carries a big importance especially for the
carrier .

The international and national place of the legal rules which carry
such a big importance will be determined especially from the view of the
carrier’s responsibility in the article. The articles of the Draft Turkish
Commercial Code which is not effected however is the “only” national legal
instrument on the multi modal transport system, will be compared with the
articles of international agreements and the enforceability and fitness of
those articles will be discussed.

Keywords: Multi Modal Transport, Cost Minimalization, Draft Turkish
Commercial Code.

1. GIRIS

1960 yilinda Amerikan Sealand Co. Ltd. ile baslayan konteyner
ulastirmas1 2008 yil1 igerisinde 17,3 milyon DWT’ ye ulasmistir (UNCTAD,
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Review of Maritime Transport, 2009: 109). Konteyner ulagtirmasinda bu
gittikge artan yiikselisin teknolojik gelismeler ile birlikte gelecekte de
devam etmesi ve bu durumun modern ulastirma uygulamalarini etkilemesi
ongoriilmektedir (UNCTAD, Multimodal Transport: The Feasibility of An
International Legal Instrument, 2003: 4). Ne var ki 2008 y1il1 sonlarina dogru
diinya ekonomik krizinde goriilen artis liman hacimlerini ve buna bagl
olarak limanlardan elde edilen gelirleri de etkilemistir. Diinya ekonomik
krizinin de etkisi ile ulastirma sektoriiniin 6nde gelen ve geliri yiiksek olan
isletmelerin dahi gelirlerinde azalma goriilmiis, orta biiyiikliikte isletmelerin
ise stok pazarlarimin azalmasi ile sorunlarla karsi karsiya kaldigi tespit
edilmistir (UNCTAD, Review of Maritime Transport, 2009: 110).

Diinya ekonomik krizinin bu denli c¢arpici boyutlara ulastigr ve
ulagtirma sektoriinli derinden etkiledigi giinlimiiz ticaret hayatinda
sektordeki ulus ve isletmelerin olumsuz etkilenmemesi icin bir takim
tedbirler alinmas1 ve bu tedbirlerin etkili bir sekilde uygulamaya konulmasi
gerekmektedir. Bu tedbirlerden belki de en onemlisi ve akla ilk geleni
ulastirma masraflarinin azaltilmasidir. Ulagtirma masraflarinin da igerisinde
bulundugu ekonomik engeller hukuki, fiziki, teknolojik ve tahdidi engeller
ile birlikte ulastirma sektoriiniin kars1 karsiya kaldigi en onemli bes engel
olarak simiflandirilabilir (ISHIGURO ve INAMURA, 2005: 339). Bu
engellerin  olabildigince ortadan kaldirilmasim1  saglayici  ¢aligmalar
yapilmalidir.

Ulastirma sektorii uluslardan isletmelere, isletmelerden ({iriinlere,
tiriinlerden tiiketiciye ulasan c¢ok genis bir yelpazeyi barindirmaktadir.
Ulastirma masraflari isletmelerin oldugu kadar iiriinlerinin de uluslar arasi
alanda rekabet edebilirligini  etkilemektedir (BANOMYONG ve
BERESFORD, 2001: 664). Ulastirma masraflarinin uluslarin rekabet
edebilirligi ile de ters orantili olarak yiikseldigi gozlemlenmektedir
(UNCTAD, Report of The Expert Meeting On The Development of
Multimodal Transport And Logistics Services, 2003: 2). Gelismekte olan
iilkelerin ulastirma masraflar1  gelismis {ilkelerde yapilan ulastirma
masraflart ile karsilastirildigi zaman gelismekte olan iilkelerin gelismis
ilkelere gore yaklasik iki kat daha fazla ulastirma masraflar1 yaptigi tespit
edilmistir. Ozellikle kara ulastirma masraflar1 fazlasiyla yiiksek olmakta ve
koridorlar aras1 degisiklik gostermektedir.

Bir ulusun ulagtirma masraflarinin azaltilmasi o ulusun gelisme
siirecine ve kalkinmasina da Onemli katkilar saglayacaktir. Masraflarin
azaltilmas1 kisa vadede isletmeler bazinda gerceklestirilebilecegi gibi uzun
vadede ise uluslar i¢i ve uluslar arasi diizeyde yapilacak calismalar ile
miimkiin olabilmektedir. Ornegin Giiney Amerika’da konteyner yiiklerinin
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ulagtirma masraflarinin %1 oraninda azaltilmasi ile bolgeye 250 milyon
USD’ den fazla katki saglanmasi beklenmektedir (UNCTAD, Report of The
Expert Meeting On The Development of Multimodal Transport And
Logistics Services, 2003: 3).

Zamanin etkili kullanilmas1 da giinlimiiz kiiresel ticaret hayati
acisindan yadsinamaz bir onem tagimaktadir. Bir¢ok ulastirma kullanicisi
icin teslimatta gecikme etkili tedarik zinciri yonetimi ile baglantili olarak
yiikselen 6nemi haiz olmaktadir (UNCTAD, Multimodal Transport: The
Feasibility of An International Legal Instrument, 2003: 4). Dolayis1 ile
zamanin etkili kullamimi saglayacak ve gecikmeleri en aza indirecek bir
sistem ulastirma iligkisi taraflarinin tercih edecegi bir sistem olacaktir.
Bunun yani sira zamanin etkili kullanimi ile masraflarin azaltilmasi dogru
orantil1 bir iliski igerisindedir. Bir islem i¢in yapilacak maliyet o islem i¢in
harcanacak zaman ile dogru orantili olarak artar ya da azalir. Dolayist ile
ulastirma faaliyetlerinde zamanin dogru ve yerinde kullanimi, o ulastirma
faaliyetleri maliyetlerini de azaltacaktir.

Iste bu noktada gelismekte olan iilkelerin kiiresellesen ekonomide
yer alma c¢abasi ortaya cikmakta ve coklu tasimacilik ve lojistik
sistemlerinin 6nemi devreye girmektedir (UNCTAD, Development of
Multimodal Transport And Logistics Services , 2003: 4). Coklu tasimacilik
ve lojistik sistemleri ulastirma masraflarinin azaltilmasi ile zamanin etkili
kullaniminda ve buna bagli olarak gelismekte olan iilkelerde bulunan
isletmelerin rekabet edebilirliginin arttirilmasinda ve kalkinmasinda ¢ok
giiclii bir arag olarak yer almaktadir.

Coklu tasimacilik sisteminin bu denli 6nem tasidig1 giiniimiiz ticaret
hayatinda bu sistemin etkili bir sekilde diizenlenmesi ve denetlenmesi
gerekmektedir (UNCTAD, Implementation of Multimodal Transport Rules ,
2001: 6). Boliinmiis, karisik ve dngoriilemez bir hukuki ¢erceve uluslar arasi
ticaret hayatinda kiiciik ve orta capli isletmeler i¢in belirsizlik yaratir,
maliyetleri arttirir ve bu durum taraflarin pazara girislerini ve katilimlarim
zorlagtirmaktadir (UNCTAD, Multimodal Transport: The Feasibility of An
International Legal Instrument, 2003: 10). Bu zorluk sadece gonderen veya
alict isletmeler i¢in degil aym zamanda tasima islemini gerceklestiren
tasiyan icin de gecerlidir zira birden ¢ok tagima modunu ihtiva eden bir
tasima iligkisinde tasityanin birbirinden farkli hukuki rejimlere ayni anda tabi
olmast sorumluluk ve smirlarin  belirlenmesinde zorluklar ortaya
cikarmaktadir (KINDRED ve BROOKS, 1994: 7). Bu nedenledir ki ¢oklu
tasimacilik sisteminin etkili bir sekilde isletilebilmesi ve gelistirilebilmesi
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icin bu konuda hatlar1 belirli ve yeknesak bir hukuki bir ¢erceve olmasi
zaruridir.

2. COKLU TASIMACILIK KAVRAMI

Konteyner ulastirmasinin yukarida acgiklandigi gibi giiniimiizde
gelmis oldugu nokta teknolojik gelismeler ile birlikte yiikiin degisik tagima
modlart ile tasinmasi sistemini gelistirmis ve ¢oklu tasimacilik ihtiyaci bu
sekilde ortaya cikmistir (UNCTAD, Multimodal Transport: The Feasibility
of An International Legal Instrument, 2003: 4).

Coklu Tasimacilik kavramini agiklamadan o6nce “Tasimacilik”
kavraminin ne oldugunu agiklamak gerekmektedir. “Tagimacilik” kisiler ve
mallarin, talep ve tedarik merkezleri arasindaki mekénsal ve ekonomik
boslugu dengelemek amaci ile, tasinmasini amaglayan teknolojik ve orgiitsel
bir sistemdir (SANDERS, 1990: 37).

Tasima modlari ise yiikiin bir yerden digerine taginmasini saglayan
yollardir. En ¢ok tercih edilen bes tasima modu; kara yolu, demir yolu,
deniz yolu, i¢ suyolu ve hava yolu tagimasidir.

“Coklu tasimacilik” kavramini ise tanimlamak zor degildir. En basit
ifade ile bir tasima iliskisinde birden cok tasima modunun kullanilmasi
olarak tanimlanabilir.

Halihazirda yiiriirlige girmemis 1980 tarihli “Mallarin Uluslar arasi
Coklu Tasmmacihigina Iliskin Birlesmis Milletler Sozlesmesi” (United
Nations Convention on International Multimodal Transport of Goods) 1/1.
maddesi “Uluslar aras1 Coklu Tasimacilik” kavramini; “Coklu tagima
operatorii tarafindan bagka bir iilkeye teslim edilmek amaci ile c¢oklu
tasimacilik sozlesmesine dayanilarak teslim alinan bir yiikiin en az iki farkl
tasima modu ile tasinmasi” olarak agiklamaktadir.

3. COKLU TASIMACILIK SiSTEMININ HUKUKI CERCEVESI
Calismanin bu boliimiinde coklu tagimacilik sistemi uluslar arasi,
bolgesel ve ulusal (Tiirkiye incelemesi) boyutlari ile incelenecektir.
A. Uluslar arasi Boyut

Uluslar aras1 diizeyde ¢oklu tasimaciliktan kaynaklanan sorumluluga
iliskin uygulanabilecek yeknesak bir hukuki rejim bulunmamaktadir.
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Konuya iliskin ilk ¢alisma Ozel Hukukun Birlestirilmesine Iliskin Uluslar
arasi Komite (International Institute for The Unification of Private Law-
UNIDROIT) tarafindan 1930lu yillarda yapilmigtir. UNIDROIT’ in de
icerisinde bulundugu calisma 1963 yilinda “Yiiklerin Uluslar aras1 Kombine
Tasinmasina Iliskin Taslak Konvansiyon” (Draft Convention on The
International Combined Transport of Goods) ile Komite Yonetim Kurulu
tarafindan kabul edilmistir (UNCTAD, Implementation of Multimodal
Transport Rules , 2001: 9). Bu ¢alismay1 Uluslar aras1 Denizcilik Komitesi’
nin (Comite Maritime International -CMI) “Kombine Tasimacihiga Iliskin
Taslak Konvansiyon — Tokyo Kurallar1 1969” (Draft Convention on
Combined Transport — Tokyo Rules 1969) izlemistir. UNIDROIT ve CMI
tarafindan hazirlanan bu taslak konvansiyonlar 1970 yilinda “Roma
Taslagi” (Rome Draft) olarak adlandirilan tek bir diizenlemede
birlestirilmistir. Bu taslak ise Birlesmis Milletler Avrupa Ekonomik
Komisyonu Dahili Ulastirma Komitesi (Inland Transport Comittee of the
UN Economic Commission for Europe — UN/ECE) ve Devletlerarasi
Danisma Orgiitii (Intergovernmental Consultative Organization — IMCO)
tarafindan “TCM Taslag1” adi altinda 1971 yilinda gelistirilmistir. TCM
Taslag1 taslak olmaktan Oteye gidememistir, ne var ki BIMCO ve ICC
kongimentolar1 hususi sartlarini etkilemistir.

1972 tarihli UN/IMCO Konteyner Konferans: ile gelismekte olan
tilkelerin ihtiyaclarimin gozetilmesi ve ekonomik gelismelerin goz Oniine
alinmast neticesinde TCM Taslagi, Devletlerarasi Hazirlik Grubu
(Intergovernmental Preparatory Group — IPG) ve Ticaret ve Gelistirme
Kurulu (Trade and Development Board) tarafindan gelistirilerek 1980 tarihli
“Mallarin Uluslar arast Coklu Tasgimacihigina Iliskin Birlesmis Milletler
Sozlesmesi” hazirlanmistir (UNCTAD, The Economic and Commercial
Implications of Entry Into Force of the Hamburg Rules and Multimodal
Transport Convention, 1991: 40). Ne var ki “Mallarin Uluslar arast Coklu
Tasimaciligina Iliskin Birlesmis Milletler Sozlesmesi” yiiriirliige girmesi
icin gerekli imza yetersayisina ulasamamasi nedeni ile heniiz yiiriirliige
girmemistir.

1980 tarihli Mallarin Uluslar arasi Coklu Tasimacihigina Iliskin
Birlesmis Milletler Sozlesmesi'nin yiiriirliige girebilmek icin yukarida
belirtildigi lizere yeterli sayida kabul gérmemesinin en temel nedenleri; taraf
devletlerin 6zellikle yiikleten/alicilarin konuya iliskin eksik bilgilendirilmis
olmalari, sdzlesmenin saglayacagi yararlarin belirsizligi (UNCTAD, Report
Of The Expert Meeting on The Development of Multimodal Transport And
Logistics Services, 2003: 9) yiirtirliige girme sart1 olarak aranan yetersayinin
coklugu (30), denizcilik ulastirmasinin menfaatlerine iligkin lobi
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faaliyetlerinin yetersizligi ve bu sozlesmenin Hamburg Kurallan ile ¢ok
yakin olmas1 gosterilmektedir (UNCTAD Report; Multimodal Transport:
The Feasibility of An International Legal Instrument, 2003: 12). 1980 tarihli
Mallarin Uluslar aras1 Coklu Tasimacihigna Iliskin Birlesmis Milletler
Sozlesmesi her ne kadar yiiriirliige girmemis olsa bile hiikiimlerinin, bir¢ok
ilkede/bolgede kabul edilen diizenlemeleri etkilemis oldugu da yadsinamaz
bir gercektir (UNCTAD, Implementation of Multimodal Transport Rules,
2001: 10).

Coklu tasimacilik sistemine 0zgii olarak diizenlenmeyen ne var ki
deniz tasimaciligina iligkin icerdigi hiikiimler ve diizenleme yoklugu nedeni
ile ¢oklu tasimacilik sisteminin deniz yolu ayagina iliskin hukuki ihtilaflarda
uygulama olanag1 bulan ii¢ temel sozlesme mevcuttur. Bunlar; 1924 tarihli
“Hague Kurallar1”, 1968 tarihli “Hague-Visby Kurallar1” ve bu kurallarin
modern halefi (UNCTAD, Review of Maritime Transport, 2009: 124) olarak
adlandirilan ne var ki genis bir katilima ulasamayan 1978 tarihli “Mallarin
Deniz Yolu ile Tasinmasina iliskin Birlesmis Milletler S6zlesmesi” (United
Nations Convention on the Carriage of Goods by Sea) ya da yerlesmis
ifadesi ile Hamburg Kurallari’dir. Hamburg Kurallar1 bugiin 34 iilkede
(Arnavutluk, Avusturya, Barbodos, Botswvana, Burkina Faso, Burundi,
Kamerun, Sile, Cek Cumhuriyeti, Dominik Cumhuriyeti, Misir, Gambia,
Georgia, Gine, Macaristan, Kirgizistan, Urdiin, Kenya, Libya, Zambiya,
Tanzanya, Uganda, Tunus, Suriye, Sierra Leone, Senegal, Saint Vincent,
Romanya, Paraguay, Nijerya, Fas, Malavi, Lesoto ve Liberya)
uygulanmaktadir ki bunlardan higbir tanesi biiyiik denizci iilkeler degildir.

1992 yilinda yiiriirliige giren “Coklu Tasimacilik Belgelerine Iliskin
UNCTAD / ICC Kurallar1” (International Chamber of Commerce Rules for
Multi Modal Transport Documents) ise sistemin esasina yonelik hiikiimler
icermekten ¢ok sozlesmesel hiikiimler icermekte ve 13. maddesi uyarinca
uluslar arasi veya ulusal emredici hiikiimlere 6ncelik vermektedir. Kurallar,
hukuken =zorlayict etkileri bulunmamakla birlikte, bir sozlesmede
kendilerine atfedilmekle -“coklu tasima operatorii”niin (ICC Kurallar1 2.2.
maddesi uyarinca “coklu tasima sozlesmesini uygulayan ve uygulamada
tasiyan olarak sorumlulugu haiz olan kimse” olarak tanimlanmistir.)
sorumluluklarint ya da yiikiimliiliiklerini arttirmadik¢a- o sozlesmeden
kaynaklanan tiim sozlesmesel ihtilaflara uygulanabilme 6zelligini
kazanmaktadirlar (UNCTAD, Implementation of Multimodal Transport
Rules, 2001: 13).

ICC Kurallar yukarida agiklandigi iizere hukuken zorlayici bir etkisi
bulunmasa ve dar kapsamli olarak uygulansa da giiniimiizde yiiriirliikte olan
coklu tasimaciliga iliskin tek diizenleme oldugundan Onem tasimaktadir.
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Ozellikle 2010 yilinin sonlarma dogru yiiriirliige girecek olan ve asagida
incelenen Rotterdam Kurallari’ndan tasiyanin sorumlulugu noktasinda
carpici bir sekilde ayrilmaktadir. Rotterdam Kurallarimin coklu tasiyanin
sorumlulugunu ne denli arttirici diizenlemeler getirdigi ICC Kurallarinin
konuya iliskin diizenlemeleri incelenmekle daha kolay anlagilabilecektir.
Soyle ki;

ICC Kurallar1 4.2. maddesi “Tasryanin Sorumlulugu’nu yiikleri
teslim aldigi andan teslim edinceye kadarki zaman dilimi ile siirh
tutmustur. ICC Kurallar1 5.1. maddesi hiikkmii bu sorumlulugu tasiyana
kurtulug kamiti getirme hakki taniyarak sinirlandirmistir.  Bu madde ile
tastyanin bu Kurallar uyarinca kendisinin, ¢alisanlarinin, acentelerinin ya da
sozlesme ile kendi admma calisanlarinin kusursuzlugunu kanitlamadik¢a
yiiklerde olusan hasardan ya da teslimatta gecikmeden sorumlu oldugunu
belirtmektedir.

ICC Kurallart 5.4. maddesi ile “Tastyanin Sorumluluk Muafiyeti”
diizenlenmis ve bu kural uyarinca tasiyanin; seyir esnasinda ya da geminin
idaresine iligkin kaptanin, donatanin, c¢alisanlarmin kusurundan ya da
hatasindan kaynaklanan eylemler sonucu ya da kendi hatasindan
kaynaklanmayan yangin nedeni ile ortaya c¢ikan zararlardan sorumlu
olmayacag1 belirtilmistir. Bir kaybin ya da hasarin geminin denize
elverissizligi nedeni ile ortaya c¢ikmasi durumunda ise tasiyanin denize
elverissizligi kanitlamasi gerekmektedir.

Yine ICC Kurallarn 6.1. maddesi tasiyanin “Parca Basi
Sorumlulugu’nu parga basina 667.67 SDR veya kilo basina 2 SDR olarak
belirlemistir. “Dava Zamanasimi” siiresi ise ICC Kurallart 10. maddesi
uyarinca 9 ay ile sinirlandirilmistir. Dolayisi ile yiikiin teslim edildigi ya da
teslim edilmesi gereken tarihten itibaren 9 ay sonunda tasiyan aleyhine
herhangi bir yargi yoluna gidilemeyecektir. Bu siirenin Hague- Visby
Kurallar1 uyarinca 1 yila ¢ikarildigr Rotterdam Kurallart uyarinca ise 2 yila
ulastig1 goriilmektedir.

Uzun soluklu bir siire¢ sonunda Birlesmis Milletler Uluslar arasi
Ticaret Hukuku Komisyonu (United Nations Commission on International
Commercial Law - UNCITRAL) tarafindan hazirlanan ve 11 Aralik 2008
tarithinde Birlesmis Milletler Genel Kurulunda kabul edilen kisaca
Rotterdam Kurallar1 olarak da adlandirilan “Mallarin Tamamen ya da
Kismen Deniz Yolu ile Uluslar arasi Tasinmasimna lliskin S6zlesmelere
iliskin Konvansiyon” ise 23 Eyliil 2009°da iiye devletlerin imzasina acilmus,
28 Ekim 2009 tarihinde ise yiiriirliige girebilmesi i¢in 6ngoriilen 20 imzalik
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(Kongo, Danimarka, Fransa, Gabon, Gana, Yunanistan, Gine, Hollanda,
Nijerya, Norveg, Polonya, Senegal, Ispanya, Isvicre, Togo, ABD,
Madagaskar, Ermenistan, Mali ve Kamerun).yetersayltya ulagmustir.
Konvansiyonun 94/1. maddesi uyarinca konvansiyonun yiiriirliige
girebilmesi i¢in imza yetersayisina ulasildig tarihten itibaren 1 y1l ge¢mesi
gerekmektedir. Dolayis1 ile Rotterdam Kurallar1 28 Ekim 2010 tarihi itibari
ile yiriirliige girecektir.

Rotterdam  Kurallar’'nin  son  yillarda gelisen  konteyner
tasimaciligima ve elektronik veri transferi gibi teknik konulara tam bir
aciklik getirememeleri nedeni ile revize edilmesi gereken Hague, Hague
Visby ve Hamburg Kurallari’nin yerine gecmesi hedeflenmektedir. Kald ki
Rotterdam Kurallar1 89. maddesi uyarinca kurallarin yiiriirliige girmesi ile
taraf devletler icin bu ii¢ konvansiyonun yerine gececegi acikca
hiikmedilmistir. Olduk¢a teknik terimlere yer veren Rotterdam Kurallar
“kismen” deniz yolu ile tasman yiiklerde taraflarin sorumluluklarina iliskin
diizenlemeler getirmesi ve bu nedenle ¢oklu tasimacilifa iliskin yiiriirliige
girecek etkili “ilk” diizenleme olmasi ile de coklu tagimacilik sistemi
acisindan kritik bir 6nem tasimaktadir. Ozellikle su noktalarda Rotterdam
Kurallar: seleflerinden oldukga farklidir;

Hague, Hague-Visby ve Hamburg Kurallari’nin aksine Rotterdam
Kurallari, deniz tagimaciligina ilave olarak bir bagka tasima seklini iceren
(kara veya havayolu) ve belirli bir navlun miktar1 karsisinda yiikiin
tasinmasini konu alan “Tiim Tasima Sozlesmelerini” kapsamaktadir.

Rotterdam Kurallar1 6ncelikle “Uygulama Alant” agisindan farklilik
gostermektedir. Rotterdam Kurallart 5. maddesi uyarinca bu kurallar; tasima
sozlesmesinde yer alan yiikiin tasiyiciya ve aliciya teslim noktalari ile
yiikleme veya boslatma limanlarinin kurallara taraf olan iilkelerden birinde
olmasi durumunda uygulanacaktir. Rotterdam Kurallar1 bu noktada en ¢ok
Hague Kurallari’na gore farklilik gostermektedir zira Hague Kurallar1 10.
maddesi uyarinca bu kurallar ancak kongimentonun diizenledigi iilkenin
kurallara taraf olmas1 durumunda uygulanabilmektedir. Tkinci temel farklilik
da iste tam olarak bu noktada dogmaktadir, Rotterdam Kurallar1 uyarinca
artik “Konsimento” olarak tanimlanacak bir belge bulunmamaktadir.
Rotterdam Kurallar1 1/14 uyarinca “Transport Document”(Tasima Belgesi)
artik coklu tasimada kullanilan belgelerin yeni ismi olarak uygulamaya
sunulmaktadir.

“Tasiyanin  Sorumlulugu” agisindan da Rotterdam Kurallari’nin
getirdigi yenilikler onemlidir. Tasiyanin yiik ile ilgili sorumlulugu; ICC
Kurallar 4.2. madde, Hague Kurallar1 ve Hague-Visby Kurallar1 3. madde
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ve Hamburg Kurallar1 4. madde uyarinca “yiikkleme limaninda baslayip
bosaltma limaninda sona ererken” Rotterdam Kurallar1 12. maddesi ile
birlikte, “yiikil teslim aldig1 andan teslim edinceye kadarki siire¢” ile yani
terminalde yiikii depolamaktan nakliye hizmetlerine kadar tiim siirecten
sorumlu tutulmaktadir Bu sorumluluk diizenlemesi de Rotterdam
Kurallari’'nin ¢oklu tasimacilik sistemini benimsemesi nedeniyle artis
gostermigtir.

Rotterdam Kurallar1 17/1 wuyarinca tasiyan; yiikiin kayba,
hasarlanmast ve gecikmesinden sorumludur. Rotterdam Kurallar1 17/2 ve
17/3. maddesi cercevesinde tamimlanmis olan ve “Tasiyamin Sorumluluk
Muafiyeti” olarak sayilabilecek durumlar da siralanmustir. Onceki kurallar
incelendiginde bu konuda en kapsamli muafiyet kalemlerinin, liste halinde
Hague ve Hague Visby Kurallari’nda ele alindig1 goriilmektedir. Bunlara
gore; malin gecikmesi, hasarlanmasi veya kaybi; “kaptan, pilot veya gemi
adaminin veya tasiyana hizmet edenlerin gerceklestirdigi seyir hatasindan
veya isletme hatasindan” kaynaklamiyorsa tasiyanin herhangi bir
sorumlulugu yoktur. Ne var ki Rotterdam Kurallar1 bu maddeyi de, bu
maddeye siginarak tasiyanin sorumluluktan muaf olmasi ihtimalini de
ortadan kaldirmistir.

Rotterdam Kurallari, “Tasitamin Sorumluluklari’”’m da 30.- 34.
maddeleri ile genis bir sekilde ele almistir. Bu sayede tasitanin malin
teslimine iligskin standartlar ortaya konmustur. Ayrica tagitanin yiik hakkinda
tasiyana dogru bilgiyi saglamasi yiikiimliiligi 28. madde hiikmii ile net bir
sekilde ifade edilmistir.

Rotterdam Kurallar1 kapsaminda tasiyanin menfaatine olan az sayida
hiikiimden biri de “Hasar Bildirim Zaman Asumi”’na iliskin 23. madde
hiikmiidiir. Bu hiikkme gore malin aliciya teslimini miiteakiben veya hasarin
gozle goriilir olmasi durumunda teslimi miiteakiben 7 calisma giinii
icerisinde bildirimde bulunulmalidir. Ge¢ teslimat hasarlarinda ise, malin
teslimini  miiteakiben 21 giin igerisinde bildirimde bulunulmasi
gerekmektedir. Ne var ki; Hamburg Kurallar1 hasar bildirimlerinin malin
aliciya tesliminin ertesi giinii veya hasarin gozle goriiliir olmas1 durumunda
teslimi miiteakiben 15 calisma giinii igerisinde yapilmasi gerektigini
belirtmektedir. Geg¢ teslimat hasarlarinda ise bildirimin malin teslimini
miiteakiben 60 giin icerisinde yapilmasi diizenlenmektedir.

“Dava zamanagumi” siiresi de Rotterdam Kurallar1 ile arttirilmistir.
Rotterdam Kurallar1 62. maddesinde isbu kurallarin ihlaline iliskin davalarin
tastyanin mallar1 teslim ettigi/etmesi gereken tarihten itibaren 2 yil
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icerisinde agilmasi geregine hiikmedilmistir. Yukarida belirtildigi gibi ICC
Kurallar1 bu siireyi 9 ay, Hague — Visby Kurallar1 3/6. maddesi ise bu siireyi
1 y1l olarak belirlemistir. Bu hiikmiin de selefleri ile kiyaslandiginda tasiyan
aleyhine diizenlenmis oldugunu aciktir.

Rotterdam Kurallar1 tagiyanin “Parca Basina Olan Sorumlulugu’ nu
1se 59. maddesinde hasarlanmis veya kaybolmus yiiklerde parca basina 875
SDR veya kilo basina 3 SDR olarak belirlenmistir. Geg teslimat hasarlarinda
ise, navlun bedelinin 2,5 kati olarak belirlenmistir. Hamburg Kurallari’na
gore ise parca basina 835 SDR veya kilo bagina 2,5 SDR olarak belirlemis
idi. Rotterdam Kurallar1 ¢ercevesinde tasiyanin par¢a basina sorumluluk
limitlerinde de artis oldugu goriilmektedir.

Rotterdam Kurallarina iliskin dikkat cekilmesi gereken son ve en
onemli nokta ise 82. madde hiikmiidiir. Bu madde uyarinca Rotterdam
Kurallari, yiiriirliige girdigi tarih itibari ile yiiriirliikte olan ve tasiyanin yiike
iliskin hasar ve kayip sorumlulugunu diizenleyen hava yolu, kara yolu,
demir yolu ve i¢ suyollarina iliskin konvansiyonlarinin uygulanmasini
engellemeyecektir. Dolayis1 ile Rotterdam Kurallarinin bir coklu tasima
iliskisinde uygulanabilmesi tasimanin; karayolu ayagina 1956 tarihli
Esyalarin Karayolundan Uluslar Aras1 Nakliyat1 Icin Mukavele Sozlesmesi
(Convention on the Contract for the International Carriage of Goods by
Road — CMR), demir yolu ayagina 1980 tarihli Uluslararas1 Demiryolu
Tasimalarma iliskin Sozlesme (Uniform Rules Concerning The Contract
For The International Carriage of Goods by Rail — CIM ve Appendix B to
The Convention Concerning International Carriage By Rail - COTIF), hava
yolu ayagma 1929 tarihli Varsova Konvansiyonu (Convention For The
Unification of Certain Rules Relating to International Carriage By Air),
1961 tarihli Guadalajara Konvansiyonu (Convention Supplementary To The
Warsaw Convention For The Unification Of Certain Rules Relating To
International Carriage By Air Performed By A Person Other Than The
Contracting Carrier), 1971 tarihli Guatemala City Protokolii (Protocol To
Amend The Convention For The Unification Of Certain Rules Relating To
International Carriage By Air), 1975 tarihli Montreal Protokolii (The
Montreal Protocol No.4 To Amend The Convention For The Unification of
Certain Rules Relating To International Carriage By Air Signed At
Warsaw), 1999 Tarihli Montreal Konvansiyonu (Convention For The
Unification of Certain Rules for International Carriage by Air) ve i¢ su
yollart ayaginda 2000 tarihli Budapeste Konvansiyonu (the Budapest
Convention on the Contract for the Carriage of Goods by Inland
Waterways-CMNI) uygulanmasin1 engellemeyecektir. Buna ilave olarak
ilgili iilkede sayet icdeniz, kara ve tren yolu tasimasim kapsamina alan ve
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yiiriirliikte olan bir konvansiyon yoksa Rotterdam Kurallar1 tasima siirecinin
bu adimlarim da kapsamina almaktadir.

Yukarida aciklandigr {iizere coklu tasimacilik sisteminin hukuki
cercevesinin olusturulmasinda adeta bir mihenk tas1 olma 6zelligini haiz
olacak Rotterdam Kurallari’ nin selefleri ile kiyaslandiginda ozellikle
tasiyan aleyhine getirdigi diizenlemelerin yiiriirliige girmesi ile yogun
tartismalara yol acacag siiphesizdir. Bunun yaninda 82. madde hiikmii ile
bir ¢oklu tasima iligkisinin kara yolu, hava yolu ve tren yolu ayaklarina bu
tagimalara iliskin kabul edilen diizenlemelerin uygulanabilmesi halinde
Rotterdam Kurallarinin uygulanamayacaginin belirtilmis olmasi, ¢oklu
tasimaciliga iliskin duyulan uluslar arasi yeknesak diizenleme ihtiyacini
karsilayamamakta ve amaclananin aksine kosullari  gerceklesmesi
durumunda bir tasima iliskisine birden fazla diizenlemenin uygulanmasini
engelleyememektedir.

B. Bolgesel Boyut

Uluslar aras1 alanda coklu tasimacilik sistemine iligkin hukuki rejim
eksikligi devletlerin ulusal ya da bolgesel oOlgekli bir takim c¢oziimler
tretmelerine yol a¢cmustir. Bolgesel diizenlemelerin en 6nemli Ornekleri
Latin Amerika ilkeleri tarafindan yapilmistir. Latin Amerika’da coklu
tasimaciliga iliskin ALADI (Arjantin, Bolivya, Brezilya, Kolombiya, $ili,
Ekvador, Paraguay, Peru, Uruguay ve Venezuela iilkelerinden olusan
ALADI, Kasim 1996’da Uluslar aras1 Coklu Tagimaciliga Iliskin Szlesme
tarafi olmustur. Ne var ki Sozlesme’ nin 46. maddesi uyarinca yiiriirliige
girme sartt 6 taraf devlet imzasi olarak belirlenmis iken su tarihe kadar
Bolivya, Peru ve Venezuela olmak iizere sadece ii¢ taraf devletin
Sozlesme’yi imzalamis olmasi nedeni ile Sozlesme yiiriirliikte degildir.),
MERCOSUR (Arjantin, Brezilya, Uruguay ve Paraguay iilkelerinden olusan
MERCOSUR, 27 Nisan 1995 tarihli Mallarin Coklu Tasinmasia Iliskin
Kismi Sozlesme’yi imzalayarak iiye devletlerde coklu tagimaciliga iliskin
sisteme yardimc1 olmak amacini tagimaktadir.) ve ANDEAN
COMMUNITY (Bolivya, Kolombiya, Ekvador, Peru ve Venezuela
tilkelerinden olusan ANDEAN COMMUNITY, 393 Sayili ve 9 Temmuz
1996 Tarihli Karar Ile Degisik 331 Sayili ve 4 Mart 1993 Tarihli Karar ile
coklu tasimaciliga iliskin tanimlamalar, sorumluluk, tazminat, gecikme,
yargt yeri yetkisi, tahkim ve zamanasimi konularini iceren bir hukuki
diizenleme kabul etmislerdir.) tarafindan hazirlanan ii¢ ayr1 hukuki
diizenleme bulunmaktadir (UNCTAD, Report Of The Expert Meeting on
The Development of Multimodal Transport And Logistics Services, 2003:
9).
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Bolgesel calismalara son Ornek olarak halen taslak halinde bulunan
“Asean Framework Agreement on Multimodal Transport” verilebilecektir.
Kuzey Dogu Asya iilkeleri tarafindan uluslar arasi ticaretin yayilmasina
yardimcr olmak, etkili coklu tasimacilik sistemlerinin gelistirilmesini
saglamak ve mallarin tasinmasina iliskin emredici kurallara duyulan ihtiyag
nedeni ile kabul edilen isbu sozlesme coklu tasimacilik operatorlerinin
sorumluluguna iliskin de hiikiimler icermektedir.

Bolgesel calismalarin yani sira; Arjantin, Avusturya, Almanya,
Brezilya, Cin, Kolombiya, Ekvator, Misir, Hindistan, Meksika, Hollanda ve
Paraguay ulusal bir takim mevzuat diizenlemeleri ile ¢oklu tasimaciliga
iliskin sistemin ¢ercevesini belirlemiglerdir.

C. Ulusal Boyut (Tiirkiye incelemesi)

Ulkemizde halihazirda ¢oklu tasimacihiga iliskin  bir hukuki
diizenleme bulunmamaktadir. Almanya’da uygulanan 1998 tarihli Ulastirma
Hukuku Reform Kanunu (Transport Law Reform Act) diizenlemesine
paralel diizenlemeler yakin tarihte yiiriirliige girmesi beklenilen Tiirk
Ticaret Kanunu Tasarisi’nda (TTK Tasaris1) yer almaktadir.

TTK’ nin coklu tagimacilifa iliskin hiikiimlerini incelemeye
gecmeden Once Almanya’da uygulanan 1998 tarihli Ulastirma Hukuku
Reform Kanunu uyarinca kabul edilen ¢oklu tasimacilik diizenlemelerini
kisaca incelemek gerekmektedir.

Alman Ulastirma Hukuku Reform Kanunu’nun kabul edildigi 1
Temmuz 1998 tarihine kadar her bir tasima moduna uygulanan farkli
diizenlemeler ve kurallar bulunmaktaydi. Ulastirma Hukuku Reform
Kanunu yiiriirliige girmesi ile deniz tasimasi haricinde tiim tagimalara bu
kanun uygulanabilir hale gelmistir. Ne var ki tagimanin “coklu tasima”
olmast durumunda bu kanun tasgimanin deniz yolu ayagina da
uygulanabilmektedir (UNCTAD, Implementation of Multimodal Transport
Rules, 2001: 45).

Alman Ulasirma Hukuku Reform Kanunu’nun tasiyanin yiik
tizerinde olusan hasar ve kayba iliskin sorumluluguna iliskin hiikiimleri
CMR hiikiimleri esas alinarak diizenlenmistir. “Tasiyanin Sorumlulugu”nu
diizenleyen 425. madde uyarinca “Tasiyan mallari teslim aldig1 andan teslim
ettigi ana kadar gerceklesen hasar ve kayiptan ya da teslimatta gecikmeden
sorumludur.” Ne var ki kanunun 426. maddesi tasiyana bir kurtulus kaniti
getirme hakki vermis ve “Tasiyanin goOstermesi gereken tiim Ozeni
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gostermesine ragmen engelleyemeyecegi bir durum neticesinde meydana
gelmis hasar, kayip ve gecikmeden” tasiyanin sorumlu olmayacagina
hiikkmedilmistir. Devamla, “Tasiyanin Sorumluluk Muafiyeti” diizenlenmis
ve giivertede tasinmasi kararlastirilan ya da adet geregi giivertede tasinan
mallarda ortaya cikan hasarlardan, gonderenin yetersiz paketlemesinden
kaynaklanan hasarlardan, yiiklerin gonderen ya da alici tarafindan
elleclenmesi, yiiklenmesi ya da bosaltilmast sonucu dogan hasarlardan ve
yiikiin dogas1 geregi ortaya cikan hasarlardan, gdndericinin yiikleri yetersiz
etiketlemesinden ve hayvan tasimasi sonucu ortaya c¢ikan hasarlardan
tastyanin sorumlu olmayacagina hitkmedilmistir.

Tastyanin sorumluluguna iliskin Alman Ulastirma Hukuku Reform
Kanunu’nda dikkat cekici hiikkiimler bulunmaktadir. Tasiyanin “Parca Bast
Sorumlulugu” kaybolan ya da hasar gbren mallarin net olmayan agirliginin
her bir kilogrami i¢in 8,33 SDR olarak belirlenmistir. Geg¢ teslimat
hasarlarinda ise bu sorumluluk navlun bedelinin 3 kat1 olarak belirlenmistir.
“Dava Zamanagsumi” 439. madde hiikmii ile 1 yil ile simirlandirilmistir. Bu
siire tagiyanin kusur ya da kastinin oldugu durumlarda 3 yila kadar
uzatilabilmektedir.

Almanya’da yiiriirliikte olan diizenlemeden esinlenerek diizenlenen
TTK Tasaris1 15.11.2005 tarihinde Tiirkiye Biiyilk Millet Meclisi
Baskanligi’nca, Adalet Komisyon Basgkanligi’na havale edilmis, Adalet
Komisyonunun 01.12.2005 tarihli toplantisinda ayrintili bir ¢alisma icin Alt
Komisyonda degerlendirmeye alinmistir. Tasar1 02.12.2005 tarihinde kamu
kurum ve kuruluslarina, tiniversitelere, Tiirkiye Odalar ve Borsalar Birligi
ile Ticaret ve Sanayi Odalari’'na, Ticaret Borsalarina, Deniz Ticaret
Odalarina, barolara ve ilgili sivil toplum orgiitlerine goriislerini bildirmeleri
amaciyla gonderilmistir (ALGANTURK, 2006: 124). 6 aylik bir siire
sonunda Alt Komisyon, ilgili kuruluslar tarafindan sunulan goriislerden
faydalanarak caligmalarimi bitirmistir. 5 Mart 2008 tarihinde Tiirk Ticaret
Kanunu'nun Yirirligii ve Uygulama Sekli Hakkinda Kanun Tasarisi,
TBMM Adalet Komisyonu'nda kabul edilmis ne var ki heniiz yiiriirliige
girmemistir.

TTK Tasarisinda yer alan deniz ticaretine iliskin diizenlemelerin
uluslararas1 kaynaklar1 ise; 1978 tarihli Hamburg Kurallari, 1976 tarihli
Londra Anlagsmasi, 1989 tarihli Denizde Kurtarma Hakkinda Milletlerarasi
Sozlesme, 1993 tarihli Gemiler Uzerindeki Imtiyazlar ve Ipotekler
Hakkinda Milletleraras1 Sozlesme, 1992 tarihli Ham Petrol ile Kirlenme
Zararlarindan Sorumluluk Hakkindaki 1969 Briiksel Sozlesmesinin 1992
Londra Protokolii ile Degisik Sekli, 1999 tarihli Gemilerin Haczine Iliskin
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Cenevre Komisyonu ve 2000 tarihli Yolcularin ve Bagajinin Deniz Yolu ile
Tasinmasina Iliskin Atina Konvansiyonu’dur.

TTK Tasaris1 “Tasima Isleri” baslikli Dordiincii Kitap “Degisik Tiir
Araglar ile Tagima” baslikli Dordiinci Kisimda 902. ve 905. maddeler
arasinda ¢oklu tasimaya iliskin diizenlenmeler getirmistir. Ne var ki bu ifade
ile ¢oklu tasima iliskisine sadece dort kanun hiitkmiiniin uygulanabilecegini
diisiinmek yanlis olacaktir. Nitekim 902. madde hiikmii birinci ciimlesi ile
“Bu Kitabin Birinci ve Ikinci Kisim hiikiimleri, asagidaki sartlarin
tamamimin bir arada varligi hdlinde, degisik tiir araclar ile tasima
sozlesmelerine de uygulanir.” demekle TTK Tasarisinin “Tasima Isleri”
bashikli Dordiincii kitabina iliskin “Genel Hiikiimler” ve “Esya Tasima”ya
iliskin hiikiimlerin;

“a) Esyamin taginmast biitiinliik gosteren bir tasima sozlesmesine
dayanmasi,

b) Bu sozlesme baglaminda tasima degisik tiirde araglarla yapilacak
olmasu,

c) Taraflar, her bir tiirdeki arag icin ayr: sozlesme yapmis olsalardi,
sozkonusu sozlesmelerin en az ikisi farkly hiikiimlere bagl tutulacak olmas,

d) Asagidaki hiikiimlerle, uygulanmasi gerekli uluslararasi
sozlesmelerde aksi yolda bir diizenleme olmamasi1” sartlart dahilinde
uygulanabilecegini diizenlemistir.

Bu sisteme gore, TTK Tasarisinin 902. ile 905. hiikiimlerinin
uygulanabilmesi i¢in tasiyicinin, esyayi tek bir tasima soézlesmesi tahtinda
en az iki degisik tasima araciyla tasimayr yiikkiimlenmis olmasi
gerekmektedir. Boyle bir sozlesme dahi, kural olarak, Dordiincii Kitabin
birinci ve ikinci kisminda diizenlenen hiikiimlere tabi tutulmustur, ciinkii
degisik tiir araclarla tasima isinin taahhiit edilmesi, Tasarinin 850.
maddesinde tarif edilen tasima sozlesmesinin bir ©6zel hali olarak ele
alinmistir (Tiirk Ticaret Kanunu Tasaris1 Gerekgesi, 2005: 341). Ancak, bu
genel atif uyarinca 850 ile 893. hiikiimlerin uygulanmasindan 6nce 903 ile
904. maddelerin ©6zel hiikiimleri ve somut uyusmazlikta uygulanmasi
gereken milletlerarasi sozlesmelerin hiikiimleri onceligi haiz olacaktir.

TTK Tasarist 902. maddesi atfiyla “Dava A¢ma Zamanasinmi”
siiresini diizenleyen TTK Tasaris1 855. maddesinin ¢oklu tasima iliskisinde
uygulanabilecegini kabul etmek gerekmektedir. Buna gore TTK Tasarisi
coklu tasimaya iliskin dogabilecek istemlerin 1 yil i¢erisinde zamanasimina
ugrayacagini diizenlemistir. Bu siire ayn1 maddenin ikinci fikrasi uyarinca
esyanin gonderilene teslimi ile baslayacaktir. Bu diizenlemenin Hague-
Visby ve Hamburg Kurallarina paralel yapildig1 ne var ki asil ¢oklu tagima
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iliskisini diizenleyen ve zamanasimi siiresini 2 yil olarak belirleyen yakin
tarihte yiiriirliige girecek Rotterdam Kurallarindan tasiyan lehine ve farkl
olarak diizenlendigi agiktir.

Yine TTK Tasaris1 902. maddesi atfi ile “Tasiyanin Sorumlulugunu
diizenleyen TTK Tasarisi 875. maddenin c¢oklu tasima iligkisine
uygulanabilecegi aciktir. Bu maddeye gore; “Tasiyici, esyamin tasinmak
iizere teslim alinmasindan teslim edilmesine kadar gececek siire iginde,
esyanin ziyaindan, hasarindan veya teslimindeki gecikmeden dogan
zararlardan sorumludur.” Bu hiikiim ise Rotterdam Kurallarina paraleldir.

“Tasiyanin  Sorumluluk Muafiyeti’ne iliskin TTK Tasaris1 876.
maddesi de ¢oklu tasima iliskisine TTK Tasaris1 902. madde atf1 ile ¢coklu
tasima iligkisine uygulanabilecektir. TTK Tasaris1 876. maddesi yukarida
aciklandigr gibi Alman Ulastirma Hukuku Reform Kanunu 426. maddesine
paralel diizenlenmis ve ziya, hasar ve gecikmenin tasiyicinin en yiiksek
0zeni gostermesine ragmen kacinamayacagi ve sonuglarin1 6nleyemeyecegi
sebeplerden meydana gelmis olmasit durumunda tasiyicinin sorumluluktan
kurtulacagini hilkkmetmistir. Yine 878. madde hiikmii ile diizenlenen ve
tastyanin muafiyetine yol acacak ©zel haller son bendi disinda (Giimriik
Kanunu ile diger kanun ve diizenlemelerde yer alan hiikiimlerin tastyicinin
sorumluluktan kurtulmasint hakli gosterdigi haller) Alman Ulastirma
Hukuku Reform Kanunu hiikiimlerine paralel diizenlenmistir.

Tasityanin  “Parca Bast Sorumlulugu” da 882. madde hiikkmii
uyarinca Almanyadaki diizenlemeye paralel bir sekilde diizenlenmis ve
tastyanin sorumlulugunun gonderinin net olmayan agirligimin her bir
kilogramu i¢in 8,33 SDR karsilayan tutar ile sinirhi olduguna hitkkmedilmistir.
Geg teslimat hasarlarinda ise bu sorumluluk navlun bedelinin 3 kat1 olarak
belirlenmistir. Rotterdam Kurallarinin aksine ge¢ teslimat hasarlarinda
tasiyanin parga basi sorumlulugunun agirlagtirildigr tespit edilmistir.

“Hasar Bildirim Zaman Asimi”m diizenleyen TTK Tasarist 889.
madde hiikkmii de 902. ve 904/1. madde atfi ile ¢oklu tasima iligkisine
uygulama imkani bulmaktadir. Bu hiikkme gore malin aliciya teslimini
miiteakiben veya hasarin gozle goriiliir olmasi durumunda en ge¢ “teslim
anina kadar” bildirimde bulunulmalidir. Ziya veya hasarin acikga
gorinmemesi durumunda ise bildirimin “7 giin” icinde yapilmasi
gerekmektedir. Geg¢ teslimat hasarlarinda ise, malin teslimini miiteakiben
“21 gin” icerisinde bildirimde bulunulmasi gerekmektedir. Bu
diizenlemenin uluslar aras1 benzerlerinden ¢ok daha kisa siireler 6ngormesi
nedeni ile yine tasiyan lehine oldugu agiktir.
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TTK Tasaris1 904. maddesinin yukarida anilan birinci fikrasi,
esyadaki zararin ihbarini, kural olarak, 889. maddenin genel hiikkmiine tabi
tutmustur. Ancak nihai teslim yerinde esyay: tesellim eden kisi, son tasima
kismina iligkin kurallar1 dikkate alarak ihbarda bulunmusgsa, degisik tiir
araclar ile tasima sozlesmesi bakimindan 889. maddenin aradigi sekil ve
siire sartlarina uymus oldugu kabul edilecektir. Buna gore, tasimanin son
kismi denizyoluyla gerceklesmis ise ilgili milletleraras1 sézlesmeye uygun
olarak yapilmis bir ihbar, 889. maddenin sartlarin1 karsilamasa bile, 904.
madde bakimindan yeterli olacaktir.

4. SONUC

Kiiresel ekonomide rekabet edebilirligin saglanabilmesi icin lojistik
sistemler ve ¢oklu tagimacilik hizmetlerinin 6nemi cok biiyiiktiir. Bu denli
biiyiik ve giin gectikce artan 6nemi haiz olan c¢oklu tasimacilik sisteminin
etkili bir sekilde isletilebilmesi i¢in hukuken sinirlar1 belirli bir ¢erceveye
sahip olmasi da gerekmektedir.

Ne var ki giinimiizde sozlesmesel kurallarin ¢ergevesini
belirlemekten Oteye gitmeyen ve bu nedenle etkililigi tartisma konusu olan
ICC Kurallar1 disinda ¢oklu tagimacilik sistemine 6zgii herhangi bir uluslar
arast mevzuat yiirlirlikte bulunmamaktadir. Konuya iliskin diizenlenen ve
kabul edildigi tarihe kadar en kapsamli ve etkili diizenleme olma 6zelligini
sahip 1980 tarihli Mallarin Uluslar arast Coklu Tasimaciligina Iliskin
Birlesmis Milletler Sozlesmesi gerekli imza yetersayisina ulagamamig
olmas1 nedeni ile yiiriirliige girememistir. Bu nedenle ¢oklu tasimaciligin
her bir moduna o tasima moduna 6zgii hazirlanan uluslar aras1 sozlesmeler
uygulanmakta ne var ki bu farkli uygulamalar 6zellikle tagiryanin sorumluluk
kapsaminin ve limitlerinin belirlenmesinde sorun yaratmaktadir.

Uluslar aras1 alanda yasanan bu sorunun giderilmesi ve mevzuat
eksikligi ihtiyacinin karsilanmasi amaci ile kabul edilen Rotterdam
Kurallar’’ nin 2010 yili sonlarina dogru yiiriirliige girmesi beklenmektedir.
Rotterdam Kurallar1 bu yonii ile mihenk tasi olma 6zelligine sahiptir. Ne var
ki Rotterdam Kurallar1 tasiyan aleyhine getirmis oldugu agir hiikiimler
nedeni ile ozellikle tasiyan ulus ve isletmeler tarafindan elestirilmektedir.
Ote yandan Rotterdam Kurallar1 82. maddesinde bir ¢oklu tagima iliskisinin
kara yolu, hava yolu ve tren yolu ayaklarina bu tasimalara iligkin kabul
edilen diizenlemelerin uygulanabilmesi halinde Rotterdam Kurallarinin
uygulanamayacaginin belirtilmis olmasi1 da sisteme iliskin yeknesak
diizenleme ihtiyacinin  kurallarin  yiriirlige  girmesi  ile  dahi
karsilanamayacaginin gostergesidir.
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Coklu tagimacilik sisteminin diizenlenmesine iliskin yasanan bunca
gelisme karsisinda Tiirk hukuku kayitsiz kalmaktadir. Nitekim 2005
yilindan bu yana Tasar1 halinde kalan ve TBMM Adalet Komisyonu’nda
kabul edildigi 2008 yilindan bu yana da yiiriirliige girmeyi bekleyen Tiirk
Ticaret Kanunu Tasaris1 ne kadar tartisilsa da 2010 yili Ekim ayinda
yiiriirlige girecek olan Rotterdam Kurallari® nmin varhiim1 gérmezden
gelerek hazirlanmis ve ulusal mevzuat bakimindan da bir ilk olacak “coklu
tasimacilik” iligkisine uygulanacak hiikiimlerinde uluslar arasi “deniz
tasimast”’na iligkin diizenlenen Hague-Visby ve Hamburg Kurallari® n1 esas
almistir.

Rotterdam Kurallar1 yiiriirliige girmesi ile Hague, Hague-Visby ve
Hamburg Kurallar’nmin yiiriirliikten kaldirilmasina neden olacaktir. Dolayisi
ile su andaki hali ile deniz tagimasini diizenleyen Hague-Visby ve Hamburg
Kurallarina paralel hiikiimler igceren Tiirk Ticaret Kanunu Tasarisi
hiikiimleri, Rotterdam Kurallari® nmin yiiriirliige girmesi ile uluslar arasi
alanda uygulama imkén1 bulamayacaktir.

Sonug¢ olarak Tiirk Ticaret Kanunu Tasarisinin heniiz yiiriirliige
girmemis olmas1 Tiirk Deniz Hukuku agisindan su asamada kilit bir 6nemi
haiz olmaktadir. Rotterdam Kurallari’ nin yiiriirliige girmesinin kesin olmasi
Tiirkiye’ nin ¢oklu tasimacilik sistemine iliskin bu kurallar1 baz alarak bir
diizenleme yapmasi acgisindan 6nem tasimaktadir. Tiirkiye’ nin bu sansim
dogru bir sekilde kullanmasi ve hiikiimleri tartisma konusu olsa dahi
yiiriirliige girmesi kesin olan bu diizenlemeye paralel diizenlemeler
gelistirmesi gerekmektedir.
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ABSTRACT

Although global economic crisis, rising competition among shipowners
forces them to have vessels and fit the vessels with qualified seafarers.From the
view point of shipowners and managers, the problem is recruiting and
employing competent seafarers and keeping them employed by the same
company regularly. Seafarers work at the shipping company during a contract
term and they have chance to change the company upon completion of the
contract. However, flexible wage scales and competition between companies
make it difficult to recruit qualified crew members and maintain their loyalty
for the company.

The main focus of this paper is to search for the methods to improve
seafarer recruitment and employment practices in order to manage seafarer’s
loyalty for the company consistently. This study also aims to investigate
shipping and ship management firms’ viewpoints on seafarer related problems
at their countries.

The study will focus on 5 developing maritime countries such as
Turkey, Ukraine, India and Philipines. To provide the approaches of the
shipping companies in terms of seafarer recruitment and promotion related
problems, a questionnaire has been applied to crew managers of shipping
companies and/or crew recruitment managers of manning companies. The paper
concludes with proposals on certain convenient alternative(s) for shipping and
manning firms on future decisions in the light of the research.
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FARLI ULKELERDE GEMIADAMLARININ KURUMA
BAGLILIGININ GUCLENDIRILMESI

OZET

Global ekonomik krize ragmen, gemi sahipleri arasinda artan rekabet,
onlart gemi almaya ve bu gemileri kalifiye gemi personeli ile donatmaya
zorlamaktadir.

Gemi sahipleri ve isletmeciler acisindan bakildiginda, ana sorun uygun
gemi adamlarim1 temin etmek ve kalifiye personele is vererek onlarin ayni
kurumda diizenli olarak gorev yapmasini saglamaktir. Gemiadamlar1 bir sirkette
bir kontrat donemi boyunca calisir ve kontrat siiresinin dolmasina miitakip
bagka bir sirket ile anlasma sansina sahip olurlar. Bununla birlikte degisen maas
skalalar1 ve sirketler arasindaki rekabet; kalifiye personeli temin etmeyi ve
onlarin sirkete olan bagliliklarin1 korumay1 zorlastirmaktadir.

Bu calismanin ana odak noktasi, gemiadamlarinin teminini gelistirmek
ve onlarin calistiklart kuruma olan bagliliklarini diizenli kilmak i¢in gerekli
uygulamalar1 incelemektir. Ayni zamanda soz konusu calisma, farklh
tilkelerdeki farkli denizcilik ve isletmecilik firmalarimin personele iliskin
sorunlara olan bakis acilarini da arastirmaktadir.

Bu kapsamda calisma; Tiirkiye, Ukrayna, Hindistan ve Filipinler gibi
gelismekte olan bes denizcilik iilkesine odaklanmaktadir. Arastirmanin amacina
yonelik olarak, denizcilik sirketlerinin personel temini ve terfilerine iliskin
sorunlarla ilgili yaklasimlarin1 belirlemek amaciyla, sirketlerin personel
yoneticilerine/miidiirlerine bir anket uygulanmistir.Calisma, denizcilik sirketleri
ve isletmecilerine cesitli alternatiflere uygun oneriler ile sonu¢landirlmistir.

Anahtar Kelimeler: Gemiadami, Ise Alma, Yerlestirme, Baghilik

98



CEYHUN, G. C. DENIZCILIK FAKULTESI DERGISI 2/1 (2010)

HOW TO DEAL WITH GLOBAL CRISIS IN DIFFERENT
COUNTRIES? EXIGUITY AND INADEQUACY OF THE SEAFARERS

1.INTRODUCTION

In recent years, increasing ship fleets around the world has constrained
shipping companies to find capable seafarers and employ them in the company
permanently. However, different companies apply different competition
enforcements for finding and keeping seafarers. Some of companies pay high
salaries, some of them reward crew members according to performance on
board and some of them give priority to seafarer’s family and help them when
needed. All of these applications may vary from cultures to cultures. That’s
why different enforcements of different cultures have been investigated in this
research.

Theoretically, the development of a global labor market means
employment opportunities for all qualified seafarers world-wide beyond their
national fleets. However, patterns of employment vary greatly with seafarer
nationality. This depends on a number of factors, e.g. the demand for seaborne
transportation in the prevailing environment of world trade, linkages between
crew managers, manning agents and national labour markets, and forms of
multinational crewing patterns adopted by shipping companies. (Wu,
Winchester, 2005).

From an analytic viewpoint, employment opportunities are shaped by
the relation between national and global labor markets which, from the
seafarer’s perspective, raise the question of how they approach and respond to
the recruitment opportunities within these two markets. Conventional
approaches to the analysis of labor market for seafarers tend to remain at the
level of the nation state. Analyses of supply imply that the global labor market
can be understood as the sum of all seafarers from individual countries
worldwide. Irrespective of the significant disparities in the availability,
comparability and quality of information across nation states, this approach is
unable to reflect both the difference in the demand preferences of international
shipping companies and the movement of seafarers between national and
foreign fleets (Wu, Winchester, 2005).
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From the view point of crew and recruitment managers, the main
problem is finding out qualified seafarers and keeping their loyalty to the
company continuously. Collecting and analyzing information from the crew
managers in four countries, not only create a complete picture of crew
managers’ and crew members’ tendency, but also provide an aspect for the
methods and applications that used in different cultures and countries.

2. SEAFARER

The seafarer’s occupation can be segregated by skill/ qualification level,
and by departments onboard ship, e.g. deck, engine. The competencies needed
to obtain a given qualification have been embodied in STCW’95, which came
into force on 1 February 2002. This International Maritime Organization (IMO)
Convention regulates the Standards of Training, Certification and
Watchkeeping that all member countries are required to achieve in their
national administrations (STCW’95). It supersedes an earlier convention, first
introduced in 1978 (STCW’78). There are two principal officer classifications,
deck and engineer. The former train to operate and direct the vessel, whilst the
latter train to manage and maintain the engines and other equipment vital to the
safe operation. In addition, there are a number of other officer departments,
such as radio officers, pursers or hotel managers (these are limited to cruise
ships); but the most significant are the deck and engineer. So, a seafarer is
either a rating, a cadet, or an officer (Glen, 2007).

A definition of seafarers must take into account that they live in
confined spaces, crisscrossing maritime space around the world, circulating in
long-term contracts between home and work, and maintaining the transnational
links mentioned earlier. Seafarers have to be seen as being bound in both a
global economic system, where they are competing for jobs with other
nationalities, and as social beings, working apart from their families. These
occupational features are the basis for a common identity that has led to an
almost ‘cosmopolitan’ attitude among all nationalities of seafarers (Borovnik,
2004).
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3. SEAFARER’S RECRUITMENT

The contemporary seafarer labor market is among the most globalized
of any sector. Shipping companies can hire seafarers from almost any part of
the world, fly them to their vessels to work and fly them home at the end of
their contract. Fleet personnel managers are driven by company and shareholder
demands for profit maximization to search for the cheapest possible sources of
seafarers deemed by them to be of acceptable quality. Today this process is
well-organized and takes place both via networks of crewing agents offering
third party services and sometimes more directly via satellite company offices
(Sampson, Schroeder, 2006).

Today’s seafarers are commonly recruited from different world regions
through networks of crewing agents and abroad modern international vessels it
is common to find crews composed of men and women from several dozen
countries (Sampson, Zhao, 2003).

Hence, the contemporary shipping industry is staffed with multinational
crews in international waters under multinational management but outside
national boundaries. Seafarers are recruited worldwide by using formal and
informal recruiting mechanisms (Borovnik, 2004).

According to 94" International Labour Conference in 2006, International
Maritime Labour Convention defined the features of recruitment and placement
as below:

Standard A1.4 — Recruitment and placement:

e FEach Member that operates a public seafarer recruitment and placement
service shall ensure that the service is operated in an orderly manner that
protects and promotes seafarers’ employment rights as provided in this
Convention.

e Where a Member has private seafarer recruitment and placement
services operating in its territory whose primary purpose is the
recruitment and placement of seafarers or which recruit and place a
significant number of seafarers, they shall be operated only in
conformity with a standardized system of licensing or certification or
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other form of regulation. This system shall be established, modified or
changed only after consultation with the ship owners’ and seafarers’
organizations concerned (www.ilo.org).

4. SEAFARER RECRUITMENT APPLICATIONS IN FOUR
COUNTRIES

A global labour market for seafarers has emerged, irrespective of
developments in the transition economies, with developing economies such as
the Philippines and India drawn into it on the supply side and the demand side
largely driven by labour shortages in the developed economies of the West and
Japan, and the newly industrialized economies of east Asia. (Wu, Morris,
2006). Nevertheless, four countries — India, Philippines, Turkey and Ukraine -
that are under study here have been drawn into this global local market and they
are major actors in the seafarer supply side.

According to data presented in BIMCO, in 2005 seafarers in Philipines, Turkey,
Ukraine and India are among the top 10 labour supplying countries

Table 1: 4 out of top 10 Seaman Labour Supplying Countries

1995 2000 2005
Officers |Ratings |Total  |Officers [Ratings |Total |Officers |Ratings | Total

Country
India 12000] 31000] 43000 12930 30375 43305 139320 29763 43691
Philpines 49430 195352| 244782 52080 241129) 293218 54892 297632| 352624
Turkey | 15000] 65000] 80000] 15000 55376) T70376] 150000 4777 62171

Ukraine 38000 37000
Source: BIMCO/ISF., (2005), Manpower update

4.1. Filipino Seafarers

The Filipino labor diaspora is one of the largest crew supplier in the
world. In one of the world's most globalised industries, it is a curious fact that
nearly one in every three workers at sea is from the Philippines. Over 255,000
Filipino seafarers, by far the largest national group, play the world's oceans and
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seas, primarily as deck hands, engine room oilers, cabin cleaners and cooks
aboard container ships, oil tankers and luxury cruise liners (McKay,2007).
Filipinos were recruited initially to serve as lower ratings on deck and in the
engine room. In 1976, of the 45,000 registered seamen, only 10 per cent were
officers, and these were at the junior rank of 4™ engineer and 3™ mate. By 2000,
only 15 per cent of registered Filipino seafarers were officers, and in 2003 only
8.5 per cent had reached the senior officer level (Amante, 2003).

The Philippines’ seafaring industry has created productive opportunities
for thousands of Filipino marine officers and ratings in foreign-going vessels
and has pumped into the economy foreign exchange in the form of salary
remittances which contribute significantly to the dollar reserves of the country.
Despite the emergence of other developing countries as alternative sources of
seaboard labour, the Philippines remained as the premier supplier of seafarers
for the international merchant fleet. The ensuing recruitment, deployment and
actual employment of seafarers as well as other skills are however regulated by
the Department of Labour and Employment, in particular the Philippine
Overseas Employment Administration (POEA). (www.unescap.org).

Equally sharing responsibility with the POEA in the recruitment of
seafarers are well-organized and professional manning agents which provide
services from negotiation to actual selection and sending-off of contracted
seafarers. While these agents basically supply crew for vessels, they are also
ship owners and/ or shipping companies engaged in shipping services such as
ship chartering, brokerage, import and export trade and cargo handling. They
actively participate in tripartite decision and policy-making in such areas
as training, mobilization and compliance to international standards governing
the maritime industry (www.unescap.org).

4.2. Indian Seafarers

India has positioned herself as a major human resources-supplying
nation to the maritime industry. As a result of the initiatives taken by the
government in encouraging private participation in maritime training, the
number of maritime training institutes under the assurance of quality training by
the Directorate General of Shipping DG(S) rose to 128 in 2005. India’s share of
global maritime human resources rose to 26950 officers and 75650 ratings,
comprising an estimated 6% of the world’s seafarers. India ranks twelfth in the
world in the global supply of officers and fourth in the supply of seamen. In the
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GATS 2000 negotiations, India can commit to open up Mode 3 that is,
liberalise access to foreign investors in maritime transport services sector and in
return ask for liberal access to Indian officers and seafarers in the labour
markets of developed countries.

India is not a large shipping nation in terms of its merchant fleet and at
the beginning of 2006 it was ranked 20th in terms of its fleet size in gross
tonnage (gt) by flag of registration, constituting 1.16 per cent of the world fleet
size. The Indian shipping fleet’s share in the carriage of India’s own overseas
trade has in fact been slipping over the years (www.planningcommission.nic.in)

Indian officers are particularly sought after by foreign ship owners because of
their training, discipline and seafaring traditions. A combination of favorable
factors have been responsible for the country's success in increased
employment of their seafarers. The country has several well established
maritime training institutions which are staffed by experience trainers and
provided with modern training equipment from several sources including the
government, foreign and local ship owners and agents as well as the strong
seafarers’ unions. The system of administration and certification and
recruitment of seafarers is progressive and has been well accepted
internationally. The industry has received strong support by the government
which has been able to work hand in hand with both employers and labour
unions. The presence of many foreign shipping companies operating through
their agents in the thriving port-cities of Bombay and to a less extent at Calcutta
is an additional favorable factor (www.unescap.org).

4.3. Turkish Seafarers

Despite being a peninsula, maritime transport has not traditionally been
a strong industry in Turkey. The capacity of the Turkish Merchant fleet grew
from 5.8 million dwt to 10.9 million dwt between 1987 and 1997. Similarly, the
total number of vessels (over 150grt) expanded from a total of 830 vessels in
1985 to 1197 vessels in 1997. The average age of the Turkish fleet over 150 grt
was 23.5. This represents a relatively old average age for any fleet
(Parlak,Yildirim,2006).
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Assuming that all Turkish flagged ships are manned by Turkish
nationals, the total seafarer employment on Turkish vessels is estimated to be
about 40.000 according to Akten in 1998 (Akten 1998: 61). This figure was
estimated on the basis of the number of minimum personnel to operate a ship
safely according to technical, managerial and legal requirements, the number
and size of the Turkish merchant fleet, reserve seafarers and those working for
the foreign flags (Parlak, Yildirim, 2006).

In terms of recruitment patterns and methods, it is possible to
distinguished two groups of companies regarding their recruitment. In the first
group, which mainly consists of those companies that have secure lines and
freight, ships comply with good standards of safety and employment
conditions. These companies are few in terms of quantity and constitute only
the 5 percent of the shipping companies. The second group is mainly composed
of smaller companies that tend to apply the lower standards of employment and
safety. Most of the Turkish shipping companies fall into this category.
Officially there is not any licensed crewing company or manning agents in
Turkey (Parlak, Yildirim, 2006).

4.4. Ukrainian Seafarers

Ukraine is the 3™ largest seafarer supplier to the worls maritime fleet:the
estimated number of Ukrainian seafarerers is 45,000 (20,000 Officers and
25,000 Ratings). The same source ,ndicates approximately 15,000 seafareres
engaged on the national flag vessels and Ukrainian vessels trading under a
fore’'ng flag and 30,000 Ukrainian seafarers (13,00 Officers and 17,000
Ratings)are employed on the foreign flag vessels. The supply of seafareres to
the world therefore a vital element of Ukraine’s foreign earning (Patrick Bond,
2007).

Ukraine is member of IMO since 1995, subsequently retified the STCW
Convention in 1997, and was included in IMO “White List” in 2001. ukrainian
seafarer training and certification is recognised at the end of year 2005 by about
50 countires.(Maritime Training Ukraine Progress Report,2006)

In 1995 Ukraine was the 22nd in the world ranking of the most
important maritime countries. According to the domicile of deadweight tonnage
- currently Ukraine is not in the top 35. Many reasons have been postulated for
the loss of the fleet but its decimation was probably the cause for the Ukrainian
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seafarers seeking employment in the fleets of other countries (http://www.iamu-
edu.org).

Ukraine has a vast and diverse system of waterways and lakes that
includes the rivers Dnestr and Dnepr the latter linking Kiev to the sea. In
addition, Ukraine has a long tradition of seafaring and as to Odessa, its
maritime history dates back more than 200 years. It is not surprising therefore
that Ukraine's heritage has produced a well-established system for the seafarers
training. It seems the philosophy of the government considers it more important
to provide graduates with the full education rather than merely to produce
'vocational' specialists (http://www.iamu-edu.org).

5. METHODOLOGY

In order to test tendency of crew managers of shipping companies
and/or crew recruitment managers of manning companies a questionnaire has
been applied in July 2009. This form has been developed by using focus group
method. This group consisted of crew managers and seafarers. Then
questionnaire was conducted to 10 big companies at each four countries
(Turkey, Ukraine, India and Philipines). The companies were selected
according to number of ships owned or managed and number of crew members
that managed. Participant companies have/manage 5 vessels or more and
number of employed crew members in these companies are more then 100.
Total 50 quationnaires have been sent to the 50 participants and all of them
have sent back completed forms that were taken to evaluation. Questionnaires
were evaluated by using SPSS.

6. FINDINGS

To find out seafarer recruitment and employment practices in order to
manage seafarer’s loyalty for the company, 10 compaines were selected from
each of the 4 developing maritime countries. 50 questionnaire forms them
returned as filled forms and they were evaluated by using SPSS 14 (Statistical
Package for the Social Sciences).

In terms of position, all the respondents were crew managers’ of maritime
companies in each four countries — India, Philipines, Turkey and Ukraine.
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Table 2: Applications for keeping crew members loyalty to the company

Turkizsh Ulerainian Indian Filipino
Not Not Not Not

1. APPLICATIONS BEFORE JOINING VESSEL | Appliss| Appliss| Appliss| Appliss| Applizs| Appliss| Appliss | Appliss
Payment of stand-by wage which is calevlated when erew
L - 9 1 2 8 b1 5 3 2
Sending erew members to the vessals which they prefer & 4 g 1 g 1 4 5
Giving priority to ex-crew member’s familizs when
choosing new crew members & 4 3 3 3 2 7 3
(ving importance to familiarization befors joining o'b 10 o g 1 3 1 10 0
2. APPLICATIONS DURING CONTRACT ON THE
Payment of seniority according to craw members servics
at company 7 3 6 4 5 5 7 3
Credit facility and advance payments 8 o) 4 6 3 3 3 5
Giving importancs to general conditions at vesssl 10 G 5 1 5 g 3
Having fitness center at ships 4 & 1 o & &
Lat ecrew members to w2 ship’s phone for
communication 8 2 A 7 7 i 7 3
Having internst connection and lat erew members to wse - -

2 8 5 & 4 8 2
Svpplving weskly =-journal to the wesssl in crew
member’s 4 & 1 g 2 8 5 5
Supplying local mazazines and journals by on signer
e g 1 5 5 & 4 1 5
Supplving ethnic nesds by onsisner crew members P 3 2 3 o 3 5 5
Giving importance to guality of provisions 10 0 10 0 10 0 10 0
Supplyving vessel's needs fully and on time. 10 0 g 1 g 1 10 0
Encovragement joining of eraw’s wives and children o/b 6 4 & 4 5 5 3 =
Giving importance to relationships with erew members’
famili=s when craws arz o'b and support them 3 2 7 3 10 o 3 2
Payment of wages on time and correctly 10 o 3 2 3 3 g 1
Payment of premivm for life insvrance or health) "
insurapcs 5 5 L 1 4 6 ) 1
Siening off crew members on time and not longer their
contracts & 4 g 1 g 1 10 0
Giving training and job developer seminars to crew g 1 7 3 T 3 6 4
Giving notica to the wvessel on birthdays of erew|
members and giving information to the masters to|
celzbrate them 3 7 3 7 4 5 4 5
Giving notice to the wvesssl on relizious holidavs and
national ethnie holidawys for celsbrating them g 1 3 i q 1 5 3
3. APPLICATIONS AFTER SIGNING OF THE
Davment of contract bonus 8 2 3 7 & 4 3 )
Calling crew members or inviting them to the offics in|
order to thanlk them for their serviee o/b and planning
their naxt contract. 10 0 10 0 3 2 8 2

Source: Author
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25 applications were selected for keeping crew members loyalty to the
company by using focus group technic. These applications are listed in Table 2.
According to answers about the applications; all nations give importance to
“familarisation of crew members before joining to vessel”, “giving importance
to general conditions at vessel”, “supplying local magazines, journals and
ethnic needs by on signer crew members”, “giving importance to quality of

99 ¢ 99 ¢

provisions”, “supplying vessel’s needs fully and on time”, “giving importance
to relationships with crew members’ families when”, “payment of wages on
time and correctly”, “payment of premium for life insurance or health
insurance”, “signing off crew members on time and not longer their contracts”,
“giving training and job developer seminars to crew”, “giving notice to the
vessel on religious holidays and national holidays for celebrating them”,
“calling crew members or inviting them to the office in order to thank them for

their service o/b and planning their next contract”.

According to Anova test regarding to applications in different countries;
there are some differences found between countires on some of applications.
There are some differences between Ukraine and other countries on having
fitness center at ships. From the viewpoints of respondents, while other
conutries give importance to have fitness cernter at ships, Ukrainian companies
give less importance to keep fitness center at ships. Also there are some
differences between Ukraine and India about ssupplying local magazines and
journals by on signer crew’s mother tongue. Ukraine and India give more
importance to supply local magazines and journals by on signer crew’s mother
tongue. Additionally, there are some differences found between Turkey, India
and other countries on supplying local magazines and journals by on signer
crew’s mother tongue; Turkey and India give more importance to this
application then other countries.

When the applications are evaluated in three sections as “before joining
o/b”, “during contract” and “after signing off” , Table 3 shows the results.
Regarding to applications “before joining o/b”, and “after signing off”, there is
no significant differences between countries. =~ When we consider the
applications “during contract”, there are significant differences between Turkey
and Ukraine. India and Filipines have similar applications.
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Figure 1: Applications in three sections
Source: Author

When respondents are asked to give suggestions or solutions to keep crew
member’s loyalty to the company, the following ideas came out;

Some of Indian respondents’ ideas are listed as below:

¢  When a crew member joins one of the vessel,we call up his family and
inform them that he has reached safely. Likewise when crew member
sign off we make it appoint to enquire about their stay o/b and request
them to sharre their experiences. In cases when we are informed that a
crew members family back home needs assitance we offer to help out
with their problems. We plan to hold seminars and crew members who
have sailed with us will be invited to attend these and share their
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experiences with us. During these seminers we will anchorage them to
put forward their suggestions so as to have a mutually healthy working
atmosphere between company and crew members and also crew
members themselves. The difficulty is; sometimes it’s not easy to find
suitable crew members to meet the requirements. The reasons for this
could be either the wages offered are not agreeable to the crew member,
his requirement of contract duration or type of vessel may not be
available. Permanent solutions to these problems unfortunately can not
be found. As most of the times these problems arises when the demand
for qualified crew members is far greater then those actually available.

Some of Turkish respondents’ ideas are listed as below:

e Wage payment duirng 12 months, keeping demand and complaint lines
o/b o get crew members’ ideas about vessels and respond their needs
accordingly, paying some bonuses on national feasts and christmas.

There is no any additional idea was indicated by Maldivian and Ukrainian
respondents.

CONCLUSIONS

The goal of this paper has been to find out viewpoints of crew managers in
different countries on keeping crew member’s loyal to the company. It can be
said that all nations have different ideas and applications on this matter.
Different nations and cultures apply different applications to keep seafarer’s
loyalty.

The limitation of the study is the number of filled questionnaires as 50; the
respondents of the questionnaire were 10 companies from each 5 countries. In
the future studies, more number of participants will provide more
comprehensive aspects and assessments on keeping crew member’s loyalty to
the company.

110



CEYHUN, G. C. DENIZCILIK FAKULTESI DERGISI 2/1 (2010)

REFERENCES

Amante, M. (2003), “Filipino Global Seafarers: A Profile, Cardiff University,
Seafarer International Research Center”, Draft Report, Cardiff

Akten, Necmettin (1998), “Denizlerdeki El¢cimiz: Gemi Adami”, Rota, Mayis-
Haziran 1998, pp: 58-63.

BIMCOV/ISF, (2005), “Manpower Update: The Worldwide Demand For And
Supply Of Seafarers”., Warwick Institute of Employment

Bond P., (2007), “Practice of Maritime Business:Sharing Experience”, Marine
Response Ltd,Uk, Third International Annual Conference, Odessa

Borovnik M., (2004), “Are Seafarers Migrants? — Situating Seafarers in the
Framework of Mobility and Transnationalism”, New Zealand Geognpher, No:
60 (1), 2004: 36

Glen D., (2007) “What do we know about the labour market for seafarers? A
view from the UK”, Journal of Marine Policy accepted on 18 December 2007.

McKay S.,(2007), “Filipino Sea Men: Constructing Masculinities in an Ethnic
Labour Niche”, Journal of Ethnic and Migration Studies, Volume 33, Issue 4 ,
pages 617 — 633

Parlak Z., Yildirim E., (2006), “Labour Markets For And Working Conditions
of Turkish Seafarers: An Exploratory Investigation”, Istanbul Universitesi,
Iktisat Fakiiltesi Mecmuasi, Cilt:55, Sayi:1, Istanbul.

Sampson H., Schroeder T., (2006), “In The Wake Of The Wave: Globalization,
Networks,And The Experiences Of Transmigrant Seafarers In Northern
Germany, Global Networks: A Journal of Transnational Affairs, Volume
6, Number 1, pp. 61-80

Sampson H., Zhao M., (2003), “Multilingual Crews: Communication and The
Operation of Ships”, World Englishes, Vol.22, No:1, pp 31-43

111



Enhancement of Seafarer Loyalty... DENIZCILIK FAKULTESI DERGISI 2/1 (2010)

Wu B., Morris J., (2006), “A Life On The Ocean Wave’: The ‘Postsocialist’
Careers Of Chinese, Russian And Eastern European Seafarers”, International
Journal of Human Resource Management 17:1, pp 25-48

Wu B., Winchester N., (2005), “Crew Study of Seafarers: A Methodological
Approach To The Global Labour Market For Seafarers”, Marine Policy 29, pp
323-330

Maritime Training Azebaijan, Georgia, Kazakhstan,Turkmenistan, Ukraine
Progress Report 1 June 2006, http://www.traceca-org.org/rep/tarep/, <Erisim
tarihi:08.02.2009>

Ellis N., Sampson H., “The Global Labour Market for Seafarers Working
Aboard Merchant Cargo Ships 2003, Seafarers International Research Centre
(2003) Global labour market database, Cardiff: SIRC.

“Text of The Maritime Labour Convention 20067, As sumbmitted by the
Drafing Committee at the 94th International Labour Conference in February
2006 http://www.ilo.org/public/english/standards/relm/ilc/ilc94/guide.pdf,
<FErisim tarihi: 13.08.2008>

http://www.iamu-edu.org/news/special/onma.php, <Erisim tarihi:08.02.2009>

http://planningcommission.nic.in/plans/planrel/fiveyr/11th/11_v3/11v3_ch9.pdf
, <Erigim tarihi:24.02.2009>

http://www.unescap.org/ttdw/Publications/TFS_pubs/Pub_2079/Pub_2079_Phil
ippines.pdf, <Erisim tarihi:21.02.2009>

http://www.unescap.org/ttdw/Publications/TFS_pubs/Pub_1629/pub_1629_chS5.
pdf, <Erisim tarihi:24.03.2009>

112



Yazarlara Duyuru

Dokuz Eyliil Universitesi, Denizcilik Dergisi’ne gonderilecek yazilar
asagida belirtilen kurallara uygun olarak hazirlanmalidir.

* Yazilar Tiirkce ve Ingilizce dillerinde yazilmus olabilir. Ancak tiim
calismalarda Tiirkce ve Ingilizce basliklar1 ile birlikte Ozet / Abstract
bulunmalidir.

» Ozet / Abstract’in sonunda en fazla ii¢c adet Tiirkge ve Ingilizce Anahtar
Kelime (keyword) yazilmalidir.

* Dergiye gonderilen ¢alismalar daha once yaymlanmamis 6zgiin caligmalar
olmalidir.

Tez caligmalarindan, projelerden veya daha once bilimsel toplantilarda
sunulan tebliglerden hazirlanan yazilar dip notta belirtilmelidir.

* Yazilar A4 kagidina tek tarafli olarak basilmali ve iist:4,5 sol:5 alt:5 sag:4
cm bosluk birakilmalidir.

* Yazinin baghg: tiim harfleri biiyiik olmak iizere Times New Roman yazi
tipinde, koyu, 12 punto, ortalanmis olarak yazilmali ve iki satirt
agmamalidir.

* Basligin altinda yazar(lar)in, Ad1 Soyadi bulunmalidir. Birden fazla yazarin
bulunmasi1 durumunda yazarlar iist bilgi ile numaralandirilmalidir.
Ornek: ilk yazar ad1 (1) ve _inci yazar ad1 (2) vb.

* Yazar(lar)in kimliklerini belli edecek bilgiler (bagh bulunduklar1 kurum,
elektronik posta adresleri) alt bilgi alaninda bulunmalidir.

* Yazilarin ana bashgini olusturan ciimlenin tiimii “BUYUK HARFLERLE
ve KOYU (BOLD)” yazilmalidir. Ikinci alt bashiklar ise “jlIk Harfleri
Biiyiikk ve Koyu (Bold)” yazilmalidir. Ana ve alt bagliklar Times New
Roman yaz tipinde, 12 punto ile yazilmig olmalidir.

* Yazilarin metin kismi Times New Roman yazi tipinde, 11 punto ile tek
aralik ile yazilmalhidir.

* Yazilarin toplam uzunlugu 5 sayfadan az 50 sayfadan fazla olmamalidir.
Caligmaya

sayfa numarasi verilmemelidir.

* Metin icerisinde yer alan tiim sekiller, tablolar metin genisligini agmamali,
sekiller belirgin, tablolar okunakli olmalidir.
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« Tablolar ve sekiller numaralandirilmalidir. Tablo ve sekil basliklarmin “ilk
Harfleri Biiyiik” yazilmalidir. Tablo basliklar1 tablolarin iistiine, sekil
bagliklar1 sekillerin altina yazilmalidir.

» Kaynaklara yapilan atiflar dipnotlar ile degil, metin i¢cinde yazar(lar)in
soyadi, kaynagin yil, sayfa numaralar1 seklinde yapilmalidir.

Ornek : .... sonucu elde edilmistir (Sacaklioglu, 2008 : 18-22).

» Kaynakca alfabetik olarak yazilmali, numaralama yapilmamali ve
asagidaki 6rneklere uygun olmalidir.
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* Caligmalar basili olarak dort adet ve ayrica dijital ortamda (CD / disket)
gonderilmelidir.

* Calismalar icin telif bedeli 6denmeyecek olup, yazarlar caligmalarini

dergimize gondermek ile calismalarina ait telif hakkim1 dergiye
devrettiklerini kabul etmis sayilirlar.
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