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Abstract 

 

 

 

This research studies the current knowledge on human element and applies them to 

a manager in a shipping company. The aim of this research is to identify human 

elements in a shipping company and to understand how decision-making and safety 

culture are affected by human behaviour. It is further hypothesised that the presence 

of human element in a shipping company can lead to accidents on ships. 

The research adopted a positivist paradigm and followed a survey methodology. A 

total number of forty one questionnaire responses were received and two interviews 

were undertaken taken. The findings of the research were considered rich and 

unbiased because the analysis was carried out taking into account the perspective of 

managers, seafarer‟s and the wider industry.  

The present research indentified decision-making and safety culture as factors which 

are affected by human behaviour. The results also identified a degree of variance in 

the industry with respect to safety. There was a group who adhered to the best 

practices and, is referred as the „exemplary group.‟ Whereas, evidence also 

identified a group which was in contrast to the earlier and is referred as the „atypical 

group.‟ 

Other significant findings of the present research were, 

 A high degree of variance was observed for the training of managers while 

dealing with safety related issues; 

 As compared to managers seafarers were not being involved in developing a 

safety policy; 

 Deliberate violations on part of management when onboard safety procedures 

were by passed and; 

 Wrong decisions made by managers can lead to accidents on ships. 
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In light of the literature review and the findings the research concludes that presence 

of human element in a shipping company can lead to accidents on ships. 

Furthermore, the research draws attention towards the price of not addressing the 

human element. For it comes not only in form financial losses but, the introduction of 

new laws such as MLC – 2006, The Companies Act 2006 and The Corporate 

Manslaughter and Corporate Homicide Act 2007 are compelling evidence that 

companies are required to act in a responsible manner or else they will be 

accountable for their action.
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CHAPTER ONE 

Introduction 

 

1.1) Back ground to study: 

Shipping industry is one of the most highly regulated industries and the reason 

behind this environment is ship safety (Branch, 2007). Safe ships are of paramount 

importance as they are responsible for transporting 90% of the world trade (Farthing 

& Brownrigg, 1997). In order to keep our ships safe and accident free the industry 

adopted a technological approach hence, reducing the frequency and severity of 

shipping incidents (Hetherington, Flin and Mearns, 2006). But despite the efforts, 

80% of the accidents at sea are due to human error (Ross, 2009).  

It is evident from the statement that most accidents are influenced by human failings. 

Hence, International Maritime Organisation (IMO) and other organisations started to 

explore the term human element as a critical feature for all aspects of a ship.  

Today there is abundant maritime literature on the topic but, it is argued that 

traditionally human error has been seen as a responsibility of ships officers and her 

crew (Earthly and Jones, 2010). According to ClassNK (2010), broadly there are 

three factors related to the occurrence of human error and each of these factors are 

influenced by sub-factors, 

 Human element includes fatigue, experience, stress, etc.;  

 Hardware factors includes ergonomics and; 
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 Organisational and management factors include safety culture, work 

procedures, etc. 

More interestingly there is a part that mutually affects these factors as suggested by 

ClassNK (2010), and seen in diagram 1. 

 

Diagram 1: Factors related to human error 

 

                                   Source: ClassNK, 2010 

 

1.2) Aim and objective: 

It is evident from the diagram that even though safety culture is a part of organisation 

and management, it is also affected by the human element. Hence, not only do the 

individual factors contribute towards human error but the overlapping of these two 

factors also induces human error. 

HUMAN ELEMENT
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Hence, this study is aimed at identifying human element in a shipping company. Its 

objective is to understand how decision-making and safety culture are affected by 

the human behaviour and their importance for managers. 

1.3) Research question: 

„„Does the presence of human element in shipping companies contribute towards 

accidents on ships?‟‟ 

1.4) Hypothesis: 

In order to test that existence of human elements in a company contributes towards 

accidents on ships. The following hypotheses were tested,  

Table 1: Hypotheses tested in the research  
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Here human element is considered as an independent variable and accidents as a 

dependent variable (Hussey and Hussey, 1997). The individual hypotheses are 

tested and commented in chapter 4. 
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CHAPTER TWO 

Literature review 

 

2.1) By the people for the people 

Shipping is one of the most globalised industry (Paul Rodrigue, 2010; International 

Labour Office, 2006).The ships that ply the world‟s oceans are manned by more than 

1.5 million seafarers (ILO, 2003; Mitropoulos, 2010) and the industry is responsible 

for transporting 90% of world trade – by weight (IMO, 2006; Maynard, 2003). In 

words of Lun, et al. (2010, p.208) „„...maritime transport remains the back bone of 

international trade and economic growth.‟‟ This is evident from the following table 

which represents the increase in world seaborne trade over a period of eight years. 

Table 2: Goods loaded and unloaded 

Year Goods loaded Goods unloaded 

2000 5938.0 6273.0 
2001 6020.0 6201.0 
2002 6119.6 6325.0 
2003 6500.0 6597.7 
2004 6845.5 6893.4 
2005 7108.7 7122.0 
2006 7545.0 7720.1 
2007 7882.0 8061.3 
2008 8168.0 8180.7 

Millions of tons 
Source: United Nation Conference on Trade and Development secretariat (UNCTAD), 2000-2009; Table author 

generated 

 

Shipping is important not only for economic growth but by transporting large amount 

of cargo in cost-effective manner shipping has played a pivotal role in integrating the 

global community (Lun, et al., 2010). In view of Guan and Skogan (2007), if there 

was no shipping then societies would have remained separated and there would 
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have been no interchange of cultures. Based on the brief yet concrete evidence it is 

justified to say that shipping is a service for people. 

 

According to Steenbrink (1974), for the movement of goods a transport system 

involves three key components, 

1. Fixed infrastructure .e.g. ports etc.; 

2. Ships, barges etc. and; 

3. Organisational systems necessary to make sure that the whole operation runs 

efficiently and effectively. 

However, the above list lacks a key component and in view of the author that 

component is, people. After all, people are the focal point for the success of any 

organisation (Pfeffer, 1998). Hence, it is because of the people associated with the 

maritime industry that we have created the world‟s most internationalised industry 

(Lorange, 2009). Finally, authors adopts the view of MCA, et al. (2010, p.1) that, „„the 

shipping industry is run by people, for people.‟‟ 

 

Shipping is the backbone of world trade and the backbone of this global industry is 

its people, a view shared by Willingale (1998). However, the same people are 

responsible for its failures and the issues surrounding human element will be 

discussed in the following chapters. 
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2.2) Journey of human element 

Shipping is one of the most dangerous industries in the world (IMO, 2002; Guner-

Ozbek, 2007) and historically the industry has addressed safety from a technical 

perspective (IMO, 2000; Ehlers and Lagoni, 

2007). Hence, today we have ships those are 

technologically advanced and reliable (UK 

P&I Club 2010).  

 

However, an alternative view is that of Bielic 

and Zec (2003) in their opinion, technology 

has not only increased the work load for 

mariners but has also increased the level of stress.  

In view of Bielic and Zec (2003), amongst various other factors the two factors 

mentioned above lead to mental fatigue which in turn increases the probability of 

errors which eventually leads to an accident.  

In view of Celik and Cebi (2009), despite the technological innovations and 

implementation of safety related regulations marine accidents are of grave concern 

to the maritime world. Furthermore Celik, et al. (2010, p.18), ask why is that despite 

these efforts shipping accidents have not been „„reduced to desired levels?‟‟ 

 

Though Celik, et al. (2010) do not clarify what this „desired levels‟ is but the general 

consensus within the industry is that, 80% of accidents are attributed to human error 

(Aspden & European Institute of Maritime and Transport Law, 1995; Dhillion, 2007; 

IMO, 2002; Rowely, 2006; Soyer 2006).  



 

8 
 

Even this figure of 80% is contested in the industry as Sillitoe (2008, p.3) suggest 

that, these statistics could be misleading as they „„do not tell the full picture‟‟. 

However, Mackenzie and Holmstrom (2009) offer a comprehensive view and 

suggest that, human error is not the cause rather it is a symptom of an underlying 

problem. 

In view of the author technology is the way forward but, ships structure and system 

are a small part of the safety equation (Ehlers and Lagoni, 2007). Hence, by 

concentrating on the technical side the industry has kept the humans out of the 

safety equation (Goulielmos, 2001) and ignoring human element during introduction 

of new technologies is a painful mistake (Fitz-enz and Davison, 2002). Hence, 

realising the importance of people in 1991 IMO established „„The Working Group on 

the role of the Human Element in Maritime Casualties‟‟ (IMO, 2002). Since then IMO 

has been promoting its message on human element and, Resolution A.850 (20) 

adopted in 1997 states, 

 „„Human element is a complex multi-dimensional issue that affects maritime 
safety and marine environmental protection. It involves the entire spectrum of 
human activities performed by ships' crews, shore based management, 
regulatory bodies, recognized organizations, shipyards, legislators, and other 
relevant parties, all of whom need to cooperate to address human element 
issues effectively‟‟ (IMO, 2002, p.1). 

 

Realising that technology is not the sole answer to reduce accidents the industry 

started a journey to address the importance of people, or human element and its role 

in accidents. Various national and international organisations are devoted in 

addressing the issue as highlighted in the following section. 
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2.3) Human Element is drawing attention 

 

a) IMO: 

IMO is the only „„international rule-maker, the sole setter of maritime safety standards 

that apply universally‟‟ (Mitroussi, 2002, p. 16). As an agency of United Nation‟s 

(UN), IMO has exhibited great interest in the human element.  

The Human Element Working Group that was established in 1991 now works in 

combination with another group that deals with Formal Safety Assessment (FSA) 

(IMO, 2002). In brief FSA as stated by IMO (2002, p.1), „„aims to generate a new 

approach for developing international regulations...‟‟ while addressing the human 

element. Due to the efforts of this combined group IMO has done significant work in 

addressing the human element. This according to IMO (2002) and Nielsen (2005) 

includes, 

1) Safety management, through the International Management Code for the Safe 

Operation of Ships and for Pollution Prevention (ISM Code); 

2) Introduction of Standards of Training Certification and Watch keeping (STCW); 

3) Human element principles and goals for the Organization;  

4) Human element analysing process tool (HEAP) for addressing the human 

element in the regulatory process;  

5) The problems associated with fatigue;  

6) A taxonomy of terms used in human element analysis and; 

7) Review of studies related to ship operations and management. 
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Human element has been high on IMO‟s agenda (Ahrend Witt, 2007; IMO, 2007; 

Trivedi, 2005). Determined to spread the message Resolution A.850 (20) (IMO, 

1997; IMO, 2002) not only recalled all previous resolutions but, reflected an evident 

shift from a regulatory regime to that of a safety culture with a strong emphasis on 

human element (Alert!, 2003; IMO, 2000; Nielsen, 2005).The amendments to 

SOLAS (Safety of Life at Sea) which came into force in 2002 saw the addition of 

part-E for chapter II-2, a part which exclusively deals with human element such as 

training, drills and maintenance. In addition to that part-F sets out a methodology for 

approving alternative (or novel) designs and arrangements (IMO, 2002). In view of 

Alert! (2003), Nielsen (2005) and Barnett (2007) chapter V-15 of SOLAS addresses 

issues related to ergonomics principles and procedure for the bridge. 

Furthermore, Resolution A.947 (23) (IMO, 2004) instructs all committees and sub-

committees at IMO to consider human element during „„developing new or amending 

existing performance standards‟‟ (Alert!, 2003; IMO, 2002). According to IMO (2006, 

p.1) under MSC-MEPC.7/Cir.1, all relevant IMO bodies are advised to use the 

checklist „„before approving or adopting‟‟ amendments to mandatory and non-

mandatory IMO instruments. Member governments are also encouraged to complete 

the mentioned checklist before submitting proposals for amendments or 

development of new instruments and to submit a completed checklist along the 

proposal (IMO, 2006).  

Working on a global mandate of „„safer shipping and cleaner oceans‟‟ (IMO, 2002, 

p.1), IMO is determined to spread awareness on human element as reflected in 

Resolution A. 1011(26) which states (2009, p. 5), „„...IMO is to place increase 
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emphasis on the contribution of the human element...‟‟ in order to achieve even safer 

and environmentally friendly shipping.   

 

b) ILO: 

Since its formation International Labour Organisation (ILO) has had special 

„„machinery‟‟ for seafarers such as the Joint Maritime Commission and the special 

Maritime Session of the International Labour Conference (ILC) (ILO, 2010, p.1). 

Furthermore, human element has been the raison d‟être for ILO since its creation 

(Bolle, 2006; Doumbia-Henry, 2010), 

As a result of this legacy on 23rd February 2006 during the 94th session of ILC at its 

10th Maritime session we saw the advent of the Maritime Labour Convention (MLC) – 

2006 (Orbie and Tortell, 2009; ILO, 2010). MLC – 2006 also known as, the „„super 

convention‟‟ (DCOMM, 2010, p.1; ILO, 2010), consolidates and updates more than 

65 international labour standards pertaining to seafarers (ILO, 2010). In view of 

Pierola (2010) and ILO (2010), the convention covers a wide range of issues ranging 

from decent working conditions to welfare and social security protection etc. and 

creates a fair playing field for the owners. MLC – 2006 is being referred as the 

„„fourth pillar‟‟ of the IMO and it will compliment key conventions such as SOLAS, 

STCW and the International Convention for the Prevention of Pollution from Ships, 

73/78 (MARPOL) (Somavia, 2006; IMO, 2002; UNCTAD, 2008).  
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c) ILO and IMO: 

The collaboration between ILO and IMO dates back to 1959 as under Article I and III 

the two organisations are to cooperate on matters of common interest (ILO, 2010). A 

similar cooperation is seen between the two in addressing the human element .i.e. 

the Joint Working Group on the human element to address the role of the human 

element in shipping IMO (2009). Such cooperation between the two will result in 

enhanced maritime safety, labour and social conditions in the industry (IMO, 2009). 

Furthermore, Joint IMO/ILO Ad Hoc Expert Working Group on Fair Treatment of 

Seafarers and Joint IMO/ILO Ad Hoc Expert Working Group on liability and 

compensation regarding claims for death, personal injury and abandonment of 

seafarers are examples of the efforts in dealing with human element (IMO, 2002). 

In view of Doumbia-Henry (2010, p.2), the implementation of MLC – 2006 will give 

human element a „„...front and central role in the maritime industry.‟‟ 

 

d) MCA: 

In United Kingdom Maritime and Coast Guard Agency (MCA) „„delivers and 

implements the Government's maritime safety strategy‟‟ (Department for Transport, 

2010, p.1). The Human Element Advisory Group (HEAG) created in 2006 addresses 

the human element and aims at making our seas cleaner, safer and protect the lives 

of those working at sea (MCA, 2010). With a wide range of membership the group 

meets at regular intervals and the 13 meeting so far have effectively addressed a 

wide range of topics concerning the human element in shipping (MCA, 2010). 

Recently, "The Human Element: A guide to human behaviour in the shipping 

industry" was launched at the 12th meeting of HEAG (MCA, 2010). 
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MCA has been at the heart of the issue and their efforts are reflected in various other 

projects .e.g. RP545 Guidance for interaction with automated systems, RP546 

Development of a cognitive workload assessment tool and, RP547 

Organisational/industry structures and their effects on safety management etc. 

(MCA, 2010). The agency has introduced two, Human Element Assessment Tools 

(HEAT) and the underpinning philosophy of these tools is to develop an effective 

safety culture within companies and on board ship (MCA, 2008). According to MCA‟s 

Marine Guidance Notice for merchant ships or MGN 365 (M) (2008, p.1), 

 HEAT for ships or HEAT-S; „„...complements Safety Management Certificate 

(SMC) audits and provides an assessment of the effectiveness of the safety 

management system on board ships‟‟ whereas; 

 HEAT for companies or HEAT-C; „„...complements Document of Compliance 

(DOC) audits and provides an assessment of the capability of ship operating 

companies to manage the human element safely‟‟. 

On other fronts organisation such as Lloyd‟s Register has funded two major human 

element programmes for education, training and research (Lloyd‟s Register, 2007).  

 

e) Lloyd‟s Register: 
 

 Firstly, the Alert! project was launched by the Nautical Institute and is 

sponsored by Lloyd‟s Register, it is aimed at raising raise awareness about 

human element in the industry (Lloyd‟s Register, 2007) and; 

 Secondly, in 2004 Lloyd‟s Register Educational Trust passed a grant to 

establish a human element research unit within the Seafarers‟ International 

Research Centre at Cardiff University. This unit carries out research in social 
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science so that the industry can have a better understanding in areas such as, 

perceptions of risk, technology, training and leadership etc. (Lloyd‟s Register, 

2007). 

 

As seen various organisations have devoted their expertises in addressing the issue 

because, human element contributes towards safety, security and environmental 

protection (IMO, 2008). Also evident from the above section is a significant shift 

within the industry as organisations exhibit an increasing interest in exploring the role 

of human element beyond the ships .e.g. ISM, HEAT-C, RP547 and IMO‟s checklist 

etc.  

At this point the research points out that despite our knowledge on human element, 

the industry differs in opinion when it comes to define this crucial factor. Hence, the 

following section will explore and comment on this ambiguity.   
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2.4) What is the definition of Human Element? 

Besides the explanation of the term provided by IMO, other definitions of the term 

are as follows, 

 The Alert! (2003, p.1) proposes human element is a term that, „„embraces 

anything that influences the interaction between a human and any system 

aboard ship”.  

 United States Coast Guard (USCG) define human element (2010, p.1) as, 

„„the human and organizational influences of marine safety and maritime 

system performances.  

In view of Pyne and Koester (2005), there is no internationally accepted definition of 

human element. Schager (1998) suggests, the term is widely used in accident 

investigation but it lacks a clear definition.  

Perhaps this is why human element is often used interchangeably with human 

factors, a view shared by Pyne and Koester (2005).  

 

Although this particular point is not a part of this research and is subjected to further 

studies. However, in view of the author it is important to define human elements so 

that ambiguities and misperceptions could be removed.  

 

In view of Hansen (2006, p.62), „„when words and terms are commonly used to 

describe a particular phenomenon, assumptions may be made by both the author 

and their audience.‟‟ It is further argued by Hansen (2006, p.62), the assumptions 

that all parties „„understand and agree with a specific term may be erroneous.‟‟ 
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In view of the author, the definitions of human element stated above are the result of 

an institution‟s perception of the term and is based on their own research and that of 

others. Perhaps this is the why various authors refer to different definition as, 

Sekimizu (2006), Christodoulou-Varotsi & Pentsov (2008) and Tzannatos (2010), 

rely on the explanation provided by IMO. Whereas, Lloyd‟s Register (2010) and MCA 

(2010), refer to all definitions stated earlier.  

 

However, for the purpose of this research the term human element will refer to the 

explanation provided by IMO. Since, it provides a more holistic view of looking at 

people within the industry.  
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2.5) Accidents 

 

a) Loss of ships subjected to IMO conventions: 

The following graph is adapted from the latest IMO document on performance 

indicators (CWGSP 10/2(a)) and is based on Lloyd‟s Register Fairplay World 

Casualty Statistics (IMO Maritime Knowledge Centre, 2009, p.18). 

 

Graph 1: Number of ships subjected to IMO conventions lost 

Source: IMO Maritime Knowledge Centre, 2009; Graph author generated 

 

 

Based on the linear trend line (in red) over a period of six years we observe a decline 

in the number of ships lost for vessels over 500gt - (by total loss it means vessels 

which are beyond repair). 
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b) Marine Accident Investigation Branch: 

The annual report for 2009 by Marine Accident Investigation Branch (MAIB) 

reflects a decrease in number of accidents with respect to an increasing fleet size 

(MAIB, 2010). This decrease in accidents is represented by the linear trend line 

(in red).  

Graph 2: Merchant vessels in accidents (1997-2009) 

 

Source: MAIB, 2009, p.56; Graph author generated 

 

However, on further analysis of the data it is observed that in the total number of 

accidents reported historically - the number of collisions, groundings and contacts 

have steadily risen, as represented by the linear trend lines. 
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Graph 3: Merchant Vessels in Accidents (1997-2009) 

Source: MAIB, 2009, p.57; Graph author generated 

 

 

Graph 4: Merchant Vessels in Accidents (1997-2009) 

 

                     Source: MAIB, 2009, p.57; Graph author generated 
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Graph 5: Merchant Vessels in Accidents (1997-2009) 

 

                   Source: MAIB, 2009, p.57; Graph author generated 

In view of the data from MAIB it is concluded that with respect to an increasing fleet 

size the number of overall accidents have decreased. But on the other hand various 

types of accidents have actually risen. 

 

The data presented in this section highlights two points, 

1) Overall accidents have reduced and, 

2) Individual accidents for United Kingdom ships worldwide and other ships in 

United Kingdom‟s territorial waters have risen. 

Within the limits of the data author is of the opinion that there are still an enormous 

number of shipping accidents. It is also accepted that on the basis of the data it is 

difficult to assert that these accidents are all due to human error. However, statistics 

such as „„80% of accidents and incidents are attributable to the human element, 

0

5

10

15

20

25

30

35

40

1
9

9
7

1
9

9
8

1
9

9
9

2
0

0
0

2
0

0
1

2
0

0
2

2
0

0
3

2
0

0
4

2
0

0
5

2
0

0
6

2
0

0
7

2
0

0
8

2
0

0
9

NO. Of Contact

Year



 

21 
 

either through direct human error... or by failing to deal effectively with incidents...‟‟ 

(MCA, 2010, p.1) are constant reminders for the industry that more has to be done.  

Furthermore, investigations into accidents of Savannah Express, Maersk Doha, 

ERRV Viking Islay and, Pride of Canterbury have highlighted serious human element 

issues. These issues include ergonomics, training, bridge resource management and 

leadership etc. (MAIB, 2006; MAIB, 2007; MAIB, 2008, MAIB, 2009) 

 

So how do we reduce this „magical percentage‟? 

 

Perhaps the answer to this riddle is in the recent shift in dealing with human element 

as mentioned in section 2.3.  
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2.6) Human Element is every where 

 

Diagram 2: Human Element  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

The diagram portrays that it is the ability of each organ to work hand in hand which 

enables the industry to operate in a smooth and effective manner. It is argued that 

each organ is unique in its own way as they have their own set of rules, regulations, 

procedures and guidelines.  
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Hence, one size fit all approach will not work in addressing the human element and 

the industry has to shift its attention towards the other organs in order to reduce the 

number of accidents (as highlighted in section 2.3).  

Furthermore, it is argued by the author that hierarchy holds no importance in 

addressing the human element. It is the understanding of human element within 

each organ that is imperative because, only then will we be able to address the issue 

on hands in a more effective manner and perhaps reduce the „magical percentage.‟  

It is beyond the scope of this research to explore each organ. Hence, this research 

aims at identifying human element within a company.  
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2.7) The Company 

According to IMO (2006, p.1) the importance of human element should be applied to 

„„all phases of the ship life cycle including... operations, management...and recycling 

as well as the education and training of the people involved‟‟. MCA (2007, p.1) has 

identified, „„...management policies (or lack of)...‟‟, as a factor affecting human 

element. Alert! have identified various stakeholders in the industry, although the list 

is non-exhaustive but, ship owners-managers are a strategic element towards the 

„„integration of human system‟‟ on ships (2003, p.4-5). IMO‟s Resolution A. 884(21), 

identifies shore side management as one of the important factors affecting the 

human element. Witzel (2001, p.73) suggests that, management has a 

„„responsibility not only to the human element within the industry but also to the 

human element which industry serves ...‟‟and Etman (2007) suggests, human 

element is vital in maritime safety as human error may occur due to an error on part 

of the management or the way ships are maintained.  

 

Following Lord Justice Sheen inquiry into Britain‟s worst peace time sea disaster in 

modern times (Rousmaniere, 2002), the capsizing Herald of Free Enterprise 

eventually resulted in the adoption of ISM (IMO, 2002). The objectives of ISM are to 

ensure safety at sea, preventing human injury and avoiding damage to the 

environment and to property (IMO, 2002). ISM created a system aimed at eliminating 

the human element as a contributing factor towards accidents, this is because ISM 

integrates the „„responsibilities of shore-based safety personnel, up to the highest 

levels of management and shipboard personnel‟‟ (Rodriguez and Hubbard, 2001, 

p.6). With the purpose of providing an international standard for the safe 

management and operation of ships (IMO, 2002).  
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ISM defines a company as,  

„„the owner of the ship or any other organization or person such as the manager, 
or the bareboat charterer, who has assumed the responsibility for operation of the 
ship from the ship owner and who, on assuming such responsibility, has agreed 
to take over all duties and responsibility imposed by the Code.‟‟ (IMO, 2002, p.1) 

 

In order to ensure safety, prevent human injury, avoid damage to the environment 

and to property a company is required to create a SMS (IMO, 2002). This structured 

document enables the company to implement its safety and environmental protection 

policy (IMO, 2002). Furthermore, it is incumbent upon the company to nominate a 

DPA. Acting as a vital link between the ship and the company DPA should have a 

direct access to the highest level of management (IMO, 2002). DPA is required to 

monitor the safety and pollution-prevention aspects while ensuring that adequate 

resources and shore-based support is available (IMO, 2002). Whereas, it is the duty 

of the company to ensure that the DPA has the resources and shore-based support 

to carry out their functions (IMO, 2002).  

ISM requires the company to define and document the responsibilities, authorities 

and interrelations of personnel responsible for managing, performing and verifying 

work related to safety and pollution prevention (IMO, 2002), as seen below; 
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Diagram 3: Organisational chart 

 
 

 
 
 
 

Diagram 4: Organisational chart 

 

 
Source: Fjord Shipping Management, 2010 

 
 

Source: Densan Shipping Co., 2010 
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In light of the above literature it is argued that, a company plays a pivotal role in 

establishing and maintaining safety on ships. As suggested in section - 2.6, company 

is part of the wider industry and is affected by human element in its own unique way. 

Hence, the people working for a shipping company will also be affected by human 

element.  

This research will be focused on managers in a shipping company, because their 

decisions have an impact on vessels operation. The next sections will comment on 

the importance of decision-making and safety culture.  
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2.8) Decisions 

Ability to make decisions is a part of our psychology and a common research topic in 

psychology (Thangard, 2010; Hancock, 1987).  Furthermore, aeronautical industry 

not only see decision-making as psychological theory and practice but, the research 

into the human factor (or human element as known in maritime industry) has 

highlighted „„decision-making as a crucial element‟‟ (Croucher, 2005, p.3).  

 

In view of (Alston, 2003; Butler and Seung Park, 2005; Carter and Rausch, 2006) 

decisions concerning safety are strategic decisions and are made by senior figures 

in the company (Alston, 2003). Harrison and Pelletier (1997, p.358) are of the 

opinion that such decisions „„constitutes the strategy of the organization.‟‟ For 

managers to choose the „„right road to run on‟‟ (Wang, 2010, p.2) it is essential that 

they maintain a balance between safety and profits. 

 

Hollnagel (2009) defines efficiency as a process, where completion of a task is 

carried out with limited resources or investment. Whereas, when a task is carried out 

only when the organisation is confident that the preconditions are meet and that such 

activity will meet its objective without creating unwanted results is known as 

thoroughness. Hollnagel (2009) suggests, an organisations needs to be both efficient 

and thorough or, an organisation must be profitable and safety conscious (MCA, et 

al., 2010). This brings us to Hollnagel (2009), The Efficiency –Thoroughness Trade 

off Principle (ETTO) principle .i.e. the trade off between being efficient or thorough. 

Since, people make tradeoffs between the two it is impossible to maximise 

profitability and safety at the same time (MCA, et al., 2010). In view of Hollnagel 
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(2009), the trade off between thoroughness and efficiency can happen due to 

several reasons such as,  

 Limited availability of resources; 

 Social pressure from managers and; 

 Organisational pressures etc. 

 

Another view on the topics is that of Carrillo (2005), who suggest that profitability and 

safety are interlinked and neglecting either will result in negative consequences. 

„„Paradoxes or polarities are set of opposite that appear to be in conflict‟‟ yet, both 

are necessary for success (Carrillo, 2005, p.31). Koestenbaum (1991), applied the 

concept of polarities to business world and noted the choice between wrong and 

right is easy but, it is the choice between right and right that is difficult for the 

management .e.g. profits or safety.  

 

In view of the above arguments the author shares the views of (Lorange, 2009; 

Lorange, 2005) that, operating in a rapidly changing, highly volatile and capital 

intensive industry managers in a shipping company may need to make fast 

decisions. Thus, operations in such an environment can affect the decision-making 

ability of a manager. After all a wrong decision is one of many reasons for an error 

(Doty, 1989; Vincoli, 1994; Strater, 2005).  

Human error can be described as an end result of various factors those act 

independently or together to influence the human element during the performance of 

a task (Vincoli, 1994). Hence, the author is of the opinion that wrong decisions made 

by mangers can lead to human error and cause accidents. 
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Diagram 5: Swiss Cheese model of accident causation 

 

 

Source: Reason (1997, p. 12): Diagram author generated 

 

In the above diagram it is seen that barriers act as a defence against potential 

failures, these barriers can be in many forms .e.g. human element, technology etc. 

Normally one or more barrier should prevent the accident but, sometimes only the 

last barrier will be enough to prevent an accident (Barnett, 2005). However, when all 

the holes in the system will align an accident will occur (Barnett, 2005). The model is 

known as the Swiss Cheese Model of Accident Causation by Reason (1997). 

Furthermore, Kohn, et al. (2000) and Wilpert and Qvale (1993) suggests, two types 

of errors also known as the Multi-Causality model (Whittingham, 2008). 

 Active errors are committed by frontline operator‟s (.e.g. seamen) and their 

effects are felt almost immediately and; 

 Latent errors tend to be away from the direct control of the operator‟s such as, 

bad management decisions.  
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It is further argued by Kohn, et al. (2000) that, latent errors pose the greatest threat 

to safety and can lead to multiple active errors .e.g. 

 Challenger accident; 

 The Three Mile Island accident; 

 Chernoby accident and; 

 Capsizing of Herald of Free Enterprise,  

 

Inquires/reports into these accidents not only reflect short coming of the active errors 

but, are a constant reminder that managerial decisions and attitude towards safety 

culture is of unprecedented importance. As reflected in the works of Greenhalgh   

(1989), Noyes (2001), Hendrick and Kleiner (2002) and Redmill and Anderson 

(2006). 

 

Finally, decision-making is affected by human behaviour and when choosing 

between safety and profits managers are faced by a dilemma. But if a balance 

between the two is not maintained then accidents are bound to happen.  

Diagram 6: Balancing between safety and profits 

 

 

Source: Diagram author generated 

 

Hence, the next section will discuss the effect of decision-making on safety culture.  
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2.9) Safety culture 

 

According to IMO MSC 77/17 (2003 cited in Drouin, 2010, p.4) safety culture can be 

defined as,  

„„a culture in which there is considerable informed endeavour to reduce risks to 
the individual, ships and the marine environment to a level that is as low as is 
reasonably practicable. Specifically, for an organisation making efforts to attain 
such a goal, economic and social benefits will be forthcoming, as a sound 
balance between safety and commerce will be maintained.‟‟ 

 

Literature on management emphasises that, for any organization commitment to 

safety culture starts from the top management and includes all of its members 

(Mathis and Jackson, 2008; Perezgonzalez, 2005; Organisation for Economic Co-

operation and Development, 2003). Jahn, et al. (2008) suggests, though 

commitment from top is important but, it is the level of employee commitment that 

eventually determines the safety performance.  

However, author adopts the view of Hughes and Ferrett (2009, p. 64) that, it is a 

process which requires a „„joint commitment in terms of attitude and values,‟‟ and 

such a commitment should be visible at the top and at the bottom. 

 

Values play an important role at individual and social level. On an individual level 

values are affected by ones concept, status and occupational roles whereas, on 

social level they are acquired by cultural conditioning (Agarwal and Pachal, 1986). 

According to Pandya and Mathu (2003, p.135), „„main function of value is to establish 

standards which are necessary for decision-making.‟‟ In view of Mayo (2001, p.104), 

attitudes have a close relationship with values and suggest that attitudes are shaped 

by education, the culture to which people belong and the environment and its 



 

33 
 

demand. As argued by Sherif (1936, p. 203), “man‟s socialization is revealed mainly 

in his attitudes formed in relation to the values or norms of his reference group or 

groups.”  

Hence, if these values or norms are low then it is argued that an organization with 

high accident rates will most likely have a poor safety culture (Hughes and Ferrett, 

2009). Furthermore, in extreme situation the success or failure of an organization 

depends on a positive safety culture (Furness and Muckett, 2007). This statement 

can be weighed against a report by ILO (Safety Culture at Work), in 2003 job related 

accidents and illnesses claimed 2 million lives and cost the global economy US$ 

1.25 trillion (ILO, 2003).  

 

Finally the author is of the opinion that, attitudes and values are parts of human 

psychology, managers are affected by these two elements in their decision-making 

process and this in turn affects the safety culture. 
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Summary: 

Shipping is a highly invisible industry (Bajpaee, 2004) and people are unaware of the 

fact that almost every product has been transported by sea at some stage (Peters, 

1993; Jones, 2010). However, the industry‟s visibility is only apparent in case of a 

tragic incident (Farthing & Brownrigg, 1997) and such accidents negatively influence 

the perceived safety of shipping (Mitropoulos, 2004). 

 

Nevertheless, the author is of the opinion that no matter how significant the industry 

is we have to consider its negative side effects .e.g. accidents. Because, in view of 

Elbanna and Naguib (2009), in today‟s world a company‟s performance is measured 

not only against financial indicators but, also against non-financial indicators such as 

quality, employee participation, customer satisfaction and leadership (Kaplan and 

Norton, 1992). Therefore, it is essential for the management to makes decisions 

those are capable of maintaining a positive safety culture (Skelton, 1997). In view of 

Florczak (2002, p.181), „„the judgement that management uses in everyday decision-

making process is big part of a safety culture.  

 

The literature review has identified decision-making and safety culture as factors 

affected by human behaviour. Hence, forming the hypothesis of this study .i.e. 

existence of human elements in a company can contributes towards accidents on 

ships. 

Companies have to address this issue because, in view of Sims (1994, p.8), 

members of an organisation should have a conscience and „„public safety prevails 

over duties to stockholders‟‟.  
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CHAPTER THREE 

Methodology 

 

 

The aim of this chapter is to present the methods used for achieving the research 

objectives. 

 

According to Hussey and Hussey (1997), there are two research paradigms or 

philosophies, positivist and phenomenological. It is further suggested by Hussey and 

Hussey (1997), it is essential to recognise ones paradigm because, the view a 

researcher hold about the world will be reflected in their work.  

 

3.1) Positivist paradigm: 

The preferred approach for this study was positivist paradigm. The reason behind 

the selection is best seen in the table. 

Table 3: Positivism 

 Positivism 

Ontology; 
Researchers 
view on reality 

Enables the observer to be independent 

Epistemology; 
Researchers 
view or 
relationship with 
knowledge 

Researcher uses only observable phenomena, focuses on facts and 
reduce the phenomenon to simplest form 

Axiology; 
Researchers 
view of the role 
of values in 
research 

Independent of the data the researcher maintains an objective stance. 

Data collection 
techniques 

The researcher uses highly structured, quantitative/qualitative and 
measurement 

Source: Saunders, Lewis and Tornhill, 2009, p.119; Table author generated 



 

36 
 

Since the philosophy is based on facts and allows the researcher to be independent. 

It is argued that, not only did it enabled the researcher to obtain results that were 

based on logical reasons but, „„precision, objectivity and rigour‟‟ were also achieved a 

view shared by Hussey and Hussey (1997, p.52). Furthermore, in view of Hussey 

and Hussey (1997) and Collis and Hussey (2009), it allows the researcher to test the 

hypothesis and the research was aimed at testing a hypothesis. 

 

3.2) Methodology: 

The selected methodology under positivism for this research was a survey. This 

further allowed the use of a deductive approach as suggested by Saunders et al. 

(2009). Furthermore, it permitted to „„draw samples from the population those were 

studied to make inferences about the population (Collis and Hussey, 2009). Adopting 

Hussey and Hussey (1997) view, this research followed the descriptive survey as it 

helped in understanding the „„attitudes of an organisation‟s work force‟‟ (Reeves and 

Harper, 1981).  

Furthermore, methodological triangulation was employed to obtain both qualitative 

and quantitative data (Hussey and Hussey, 1997). The process of triangulation 

facilitated in overcoming the pitfall of employing single method approach .e.g. biases 

(Hussey and Hussey, 1997; Creswell, 2002). 
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3.3) Data collection: 

The secondary data for this study was obtained from academic journals, 

publications, reports and conferences - HEAG - 12 and HEAG - 13. These 

conferences were attended by the author on 29th April 2010 and 3rd November 2010. 

Literature was gathered from books on management, psychology and maritime 

industry. Information was also gathered from government publications, Alert! 

Magazine, IMO, MCA, ILO and UNCTAD etc. This process enabled the author in 

formulating the hypothesis for this research. 

Primary data for the research was collected by questionnaires and interviews, as 

suggested by Kothari (2009). Questionnaires were validated by the supervisor and 

by conducting a pilot survey, as suggested by Kothari (2009). Furthermore, the pilot 

survey for the manager‟s questionnaire was conducted with the help of a human 

element specialist within the maritime industry. Whereas, the pilot survey for 

seafarer‟s questionnaire was conducted with the help of two senior officers in the 

merchant navy.  

After validation the questionnaires were distributed to seafarer‟s whereas, the 

manager‟s questionnaire was made available at the HEAG - 13. Both questionnaires 

contained a separate page for respondents the purpose was to obtain their views on 

the questions and the research. It is important to highlight that due to the anonymity 

the comments provided by the respondents proved to be a reliable source of 

information (see annex B and C for both questionnaire). 

In order to obtain „„uniform information‟‟ which assured the „„comparability of the 

data‟‟ the research carried out two structured interviews, as suggested by Kumar 

(2005, p.126). Under positivism interviews are based on closed questions (Collis and 

Hussey, 2003). However, the interviewees were asked additional questions in order 



 

38 
 

to help them in explaining their answers as suggested by Mathis and Jackson 

(2008).The interviewees were both from United Kingdom and were selected on the 

basis of their ranks .i.e. Captain and manager in a shipping company (see annex D 

for questions asked in the interviews). 

 

3.4) Population and sample: 

According to Gravetter and Forzano (2008, p. 141), convenience sampling is 

considered „„a weak form of sampling.‟‟ It is further stated by Gravetter and Forzano 

(2008), since there is little control over the representativeness of the sample there is 

a high possibility of it being biased. However, this study was based on convenience 

sampling because, it was „„an easier, less expensive, more timely technique than any 

other kind of sampling...‟‟ (Gravetter and Forzano, 2008, p. 141) 

 

To address the problems associated with convenience sampling guidelines provided 

by Gravetter and Forzano (2008) were followed.  

 

In order, to address the problem of biasness a broad cross-section of individuals was 

selected .e.g. the population had a varying degree of experience and belonged to 

various sectors of the industry. Secondly, the sample was collected within the United 

Kingdom and a detailed breakdown of the participants can be seen in chapter 4.  

Hence, the research clearly describes how the sample was obtained and who the 

participants were (see Chapter 4). Finally, quota sampling was used for controlling 

the composition of a convenience sample. By adopting this method it was ensured 

that subgroups are adequately represented in the sample.  
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ISM identifies owners, ship managers and operators as one entity .i.e. Company. 

Hence, the sample of seafarers represents the sample of company in approximately 

the same proportion, as suggested by Ghauri and Gronhaug (2005). 

 

However, the view of other respondents (for segregation of other respondents see 

section 4.1) provided a rich source of information and was considered essential for 

the research. 

 

3.5) Data analysis: 

Data was analysed using exploratory or descriptive statistics. This approach enabled 

the results to be presented in tables, graphs and other forms of diagrams, as 

suggested by Hussey and Hussey (1997). Furthermore, graphical presentations 

helped in testing the hypothesis, as suggested by Lovie (1986). Analysis was 

conducted by the help of computer programme, Statistical Package for the Social 

Sciences (SPSS 16). 

 

3.6) Ethics: 

Under the University of Greenwich Research Ethics policy the aim was to achieve 

high quality with the highest standards of integrity and practice (University of 

Greenwich, 2010). Broadly the research followed the following guidelines provided 

by the University,  

 Voluntary participation and Informed consent; all participants were provided 

with an ethical letter (Annex A) which requested for their assistance. 

Furthermore, the completion of questionnaire was taken as an evidence of 

consent to participate. 
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 Confidentiality; the participants were informed that the information provided by 

them will only be used for educational purposes. 

 Anonymity of respondents; the participants were anonymous to the 

researcher as individuals completed their questionnaires and placed them in a 

separate box. Furthermore, the participants were not required to provide their 

personal details or the name of their organisation. 

 Plagiarism; to eliminate the dangers of plagiarism Harvard style referencing 

was used as guided by the University. 

 Human related research; to address this issue prior commencement of 

research ethical approval was obtained from the University. 

 

Before the results are displayed in the next chapter, it is important to highlight that 

the lack of interviews for this research was compensated by the comment section in 

each questionnaire. Furthermore, the comments were considered reliable due to 

anonymity and confidentiality of the respondents. 
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CHAPTER FOUR 

Results 

 

 

This chapter will present the results of questionnaires which, were achieved as 

represented below, 

 

 

 

Hence, the research achieved an overall response rate of 50%. It is important to 

point out that in order to meet the requirements of quota sampling (as discussed in 

section 3.4) seafarer‟s were restricted to 12 respondents. However, due to the non 

responsiveness of two candidates only 10 filled questionnaires were collected 

(response rate 83.3%). 

A total of 82 questionnaires 
were distributed.

70 questionnaires were 
distributed at the HEAG - 13 

conference. Aimed at 
obtaining a  manager's/wider 

perspective.

31 filled questionnaire were 
received .

12 questionnaires were 
distributed to seafarer's, 

belonging to United Kingdom, 
Pakistan and India.

The aim was to obtain a 
seafarer's perspective.

10 filled questionnaires were 
received.
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Both questionnaires contained a similar set of questions the only difference being in 

demographic questions and, more importantly (Q9) in seafarer‟s questionnaire 

differed from (Q10) in manager‟s questionnaire. The reason for this choice is stated 

in section 4.2 (c). 

 

For the purpose of this study owners, operators and ship manager are referred to as, 

„representatives from shipping companies‟ and accounted for a total of 12 

respondents out of 31. Whereas, the remaining sample .i.e. 19 is referred to as 

„other respondents.‟ This group represented the insurers, classification society, 

accident investigators, non-government organisation, hazardous incident reporting, 

publishing, flag administrator, educational/training institutes and safety regulators 

offshore. Finally, seafarer‟s accounted for a total of 10 respondents and are referred 

to as „seafarer‟s‟ in this study. 

 

Views of representatives from shipping companies were evaluated against the 

perspective of seafarer‟s. However, in order to achieve precision, objectivity and 

rigour (as discussed in chapter 3) results obtained from other respondents were also 

utilised. 
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4.1) Analysis of results: 

Section (a) will represent the demographic results for manager‟s questionnaire, 

section (b) will present the results for demographic questions for seafarer‟s and, 

finally section (c) will show combined results for both questionnaires.  

 

a) Manager‟s questionnaire; 

 

Q1. What type of organisation do you represent? 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid OWNER'S 5 16.1 16.1 16.1 

OPERATOR'S 2 6.5 6.5 22.6 

SHIP MANAGER'S 5 16.1 16.1 38.7 

CLASSIFICATION 

SOCIETY 
2 6.5 6.5 45.2 

INSURER 4 12.9 12.9 58.1 

OTHERS 13 41.9 41.9 100.0 

Total 31 100.0 100.0  
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The pie chart represents that respondents in the survey belonged to various sectors 

of the industry. This was considered essential because, it added a different 

perspective to the research. 
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Q2. For how many years have you been associated with the shipping industry? 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid 0 to 5 1 3.2 3.2 3.2 

5 to 10 3 9.7 9.7 12.9 

10 to 15 4 12.9 12.9 25.8 

15 or more 23 74.2 74.2 100.0 

Total 31 100.0 100.0  

 

 
 

Majority of the respondents had an experience of 15 years or more. This factor was 

important for this research because, knowledge is a blend of experience and values, 

a view shared by Davenport and Prusak (1998). 
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Q3. Please indicate the best possible description of your position. 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid DIRECTORS 7 22.6 23.3 23.3 

MANAGERS 14 45.2 46.7 70.0 

MID-LEVEL MANAGERS 6 19.4 20.0 90.0 

OTHERS 3 9.7 10.0 100.0 

Total 30 96.8 100.0  

Missing System 1 3.2   

Total 31 100.0   

 

 

 
 

 

The pie chart represents the position help by respondents in their organisations.  

 

However, the following pie chart highlights the position held by the representatives 

from shipping companies. 
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Position held by representatives from shipping companies 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid DIRECTORS 3 25.0 27.3 27.3 

MANAGERS 5 41.7 45.5 72.7 

MID-LEVEL MANAGERS 3 25.0 27.3 100.0 

Total 11 91.7 100.0  

Missing System 1 8.3   

Total 12 100.0   

 

 

 
 

 

47.1% of respondents were managers whereas, the rest were directors or mid-level 

managers. Due to the high level of experience (Q.2) the results obtained for the 

questionnaire were reliable and informative. 
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b) Seafarer‟s questionnaire; 

 

Q1. For how many years have you been associated with the shipping industry? 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid 5 to 10 4 40.0 40.0 40.0 

10 to 15 3 30.0 30.0 70.0 

15 or more 3 30.0 30.0 100.0 

Total 10 100.0 100.0  

 

 
 

 

The pie chart represents a good blend of experience for seafarer‟s. 
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Q2. Please indicate your rank? 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid CAPTAIN 6 60.0 60.0 60.0 

CHIEF OFFICER 4 40.0 40.0 100.0 

Total 10 100.0 100.0  

 

 

 
 

 

The lack of representation from engine department in noted here but, it is argued 

that a majority of respondents were ship Captains and because, Captains have the 

overall responsibility of a ship their views were vital for this research. 
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c) Combined results; 

 

i) Human element involves an entire spectrum of human activity (IMO, 

2002). Hence, the question tested the hypothesis (no.1) that decision-

making and safety culture are activities linked to human behaviour and can 

be classified as human element. 

 
 

Response of all 41 respondents 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid STRONGLY AGREE 27 65.9 65.9 65.9 

AGREE 14 34.1 34.1 100.0 

Total 41 100.0 100.0  

 

 

The results reflect that all 41 respondents either agreed or strongly agreed to the 

statement. Hence, in light of the evidence presented hypothesis (1) is validated. 
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The questions (ii, iii, iv, v and vi) in the following section were aimed at testing the 

hypothesis (no.2) that, with a high priority assigned to safety ship managers are well 

trained and respond effectively to safety related issues. Sufficient resources are 

allocated towards safety and managers understand the importance of cooperation 

between ship and shore for developing and maintaining a positive culture. 
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ii) Safety is of the highest priority for the maritime industry, as discussed 

throughout the literature review. Hence, the rationale behind this question 

was to assess the perspective of respondents.  

 

 
 

 

Response of all 41 respondents 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid STRONGLY AGREE 9 22.0 22.0 22.0 

AGREE 24 58.5 58.5 80.5 

NEITHER AGREE NOR 

DISAGREE 
5 12.2 12.2 92.7 

DISAGREE 3 7.3 7.3 100.0 

Total 41 100.0 100.0  

 

 

 

The results reflect that, 58.5% of all respondents agreed to the statement, 22% 

strongly agreed and, a cumulative 19.5% were either undecided or disagreed. 
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The above results are best analysed in view of various respondents, 

 

Respondent;  

„„There is a large variance across the industry.‟‟ 

 

Respondent;  

„„Having worked at sea and then ashore with an oil major and now working for 
a management company it has drastically opened my eyes to the differences 
those exist with safety prioritisation...‟‟ 

 

Respondent;  

„„As with most industries there are the good, the bad and the indifferent.‟‟ 

 

An interviewee (seafarer) presented an alternative view to this question and 

mentioned that,  

„„Managers have to put safety high on their agenda not because they want to 
but, because they have to .i.e. due to the regulatory regime.‟‟ 

 

Even thought the results reflect that safety is of importance for a ship manager but, 

attention is drawn towards the group who were either undecided or disagreed to the 

statement. The evidence collected from this group suggested a variance within the 

industry with respect to safety prioritisation. However, with respect to the comment 

on regulatory regime it is argued that regulatory regime is important for the 

development of safe and efficient maritime transportation, a view shared by 

Nordquist and Moore (1999).  
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iii) As discussed in section 2.7, under ISM it is the duty of a company to 

provide resource to ensure that safety prevails. Hence, the rationale 

behind this question was based on the claim that assigning high priority to 

safety is irrelevant unless the resources are available to do the job safely. 

 

 
 

 

The mode value of seafarer‟s and representatives from shipping companies reflected 

that majority of the respondents agreed to the statement. Results also highlighted 

that a cumulative of 70% seafarer‟s were of the opinion that companies provide 

sufficient resources towards safety as seen below, 
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Seafarer’s 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid STRONGLY AGREE 1 10.0 10.0 10.0 

AGREE 6 60.0 60.0 70.0 

NEITHER AGREE NOR 

DISAGREE 
1 10.0 10.0 80.0 

DISAGREE 2 20.0 20.0 100.0 

Total 10 100.0 100.0  

 

 

However, majority of other respondents were undecided on this question as seen 

below. 
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One reason for this indecisiveness can pointed out in words of an interviewee 

(manager),  

„„owners go to managers to save money and this is where we have the 
problem, in my short (1year so far) experience with ship management we can 
have the best intentions and, communicate those intentions to owners. But, 
the funds are not always forthcoming for us to carry through our intentions.‟‟ 

 

On one hand the results prove that shipping companies allocate resources towards 

safety and on the other hand the results indicate a variance in standards. A trend 

observed in the previous question (II).  

 

The results also indicate that some companies do not allocate sufficient resources 

towards safety despite clear guidelines from ISM. Hence, it is argued that such 

compromise on safety would increase the chances of error both at shore and on 

ships. 
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iv) Section - 2.9 of the literature review pointed out that cooperation between 

management and employees is vital for safety culture. Hence, the 

rationale behind the question was to collect evidence and to establish 

whether these two components were cooperating or not. 

 
 

 

The above bar chart reflects that 63.6% of seafarer‟s and representatives from 

shipping companies agreed to the statement. But when results for both groups were 

compared it revealed that seafarers had a higher degree of agreement to the 

statement, as seen below. 
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Seafarer’s 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid AGREE 7 70.0 70.0 70.0 

NEITHER AGREE NOR 

DISAGREE 
2 20.0 20.0 90.0 

DISAGREE 1 10.0 10.0 100.0 

Total 10 100.0 100.0  

 

 

Representatives from shipping companies 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid STRONGLY AGREE 2 16.7 16.7 16.7 

AGREE 7 58.3 58.3 75.0 

NEITHER AGREE NOR 

DISAGREE 
2 16.7 16.7 91.7 

DISAGREE 1 8.3 8.3 100.0 

Total 12 100.0 100.0  

 

 

Despite the overall consensus on the high level of cooperation it is also evident from 

the tables that both groups chose from the lower end of the Likert scale and, this lack 

of cooperation on behalf of seafarers or companies can induce human error (Blache, 

1988). 
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v) Section 2.8 and 2.9 of literature review respectively commented on the 

importance of the decision, leadership and joint commitment. Hence, the 

question was designed to verify if these factors where necessary for a 

safety culture. 

 
 

The bar chart above reflects that all respondents either agreed or strongly agreed to 

the statement. In light of the evidence for a safety culture to flourish the factors 

mentioned were considered important by the industry.  

 

However, results derived from this question might not be true for organisations that 

exhibited a lack of cooperation as discussed in question (iv). Such organisations 

might only offer a lip service which in view of Roughton and Mercurio (2002) would 

be ineffective. Or on the other hand there might be a lack of cooperation from the 

employees. 
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vi) „„Foundation of any culture is human element‟‟ (Nielsen, 2005, p.151) 

hence, educating and training are important for preparing the personnel to 

deal with safety culture. The question was aimed to determine if shipping 

mangers were trained to handle safety related issues. 

 

 

 

Response from all 41 respondents 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid STRONGLY AGREE 1 2.4 2.4 2.4 

AGREE 14 34.1 34.1 36.6 

NEITHER AGREE NOR 

DISAGREE 
12 29.3 29.3 65.9 

DISAGREE 13 31.7 31.7 97.6 

STRONGLY DISAGREE 1 2.4 2.4 100.0 

Total 41 100.0 100.0  
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The results for this question are best analysed in view of following responses, 

 

Respondent;  

„„Some managers are trained to a good standard, however in my experience 
some managers have had no sea going experience and this can lead to 
misunderstanding and unwanted stress.‟‟ 
 

Respondent;  

„„Improper or no training leads to wrong decisions, which in turn leads towards 
accidents. Unless manager/company employees are trained properly the crew 
cannot be blamed. The trainer should be correctly trained to enable to provide 
training to crew-for the crew to perform.‟‟ 

 

With 29.3% undecided and almost an equal percentage of respondents either 

agreeing or disagreeing to the statement, it is difficult to arrive at a conclusion. 

However, the varying standards within the maritime industry are once again visible. 

In light of the results it can be assumed that some companies employ highly trained 

managers whereas, other will settle for lower level of competence.  

 

Attention is drawn towards the objectives of ISM which state that, „„safety 

management objectives of the company should, continuously improve safety 

management skills of personnel ashore...‟‟ (IMO, 2002, p.1) Furthermore, training is 

an essential factor that affects human element in shipping, a view shared by MCA 

(2010). Hence, inadequately trained managers are a threat to the overall safety 

regime in shipping. 
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Status of hypothesis (no.2); 

 

The evidence for hypothesis (no.2) has created two opposing views. Firstly, there is 

a part of industry where safety is of importance, resources are sufficiently available, 

ship and shore are working hand in hand, their managers are well trained and as a 

result of their decisions and leadership a positive safety culture can be established, 

this the „exemplary group.‟ However, the evidence has also identified a group that is 

deviating from the normal expectations and this is the „atypical group.‟ 

 

Finally, the evidence has resulted in an inconclusive hypothesis. 
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vii) A good safety policy is essential for a safety culture and in developing a 

policy the inclusion of employees at all level may improve workplace safety 

(Butler and Seung Park, 2005). Hence the aim was not only to determine if 

seafarers were a part of this process but, also to see whether managers 

were a part on this chain. For this reason the questions were worded 

differently for managers and seafarer‟s. However, both questions were 

developed to test hypothesis (no.3) that, in developing a safety policy the 

views of all relevant members should be taken into account. 

 

There were two respondents who did not reply to this question due to their position 

and marked the question as not applicable.  

The results revealed that, none of the respondents were consulted at all times in 

developing a policy. However, a majority of managers were either consulted most or 

some of the times and a fewer percent of mangers were not consulted in developing 

a policy, as seen below. 
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Representatives from shipping companies 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid MOST OF THE TIME 3 25.0 30.0 30.0 

SOME OF THE TIME 4 33.3 40.0 70.0 

ALMOST NONE OF THE 

TIME 
2 16.7 20.0 90.0 

NONE OF THE TIME 1 8.3 10.0 100.0 

Total 10 83.3 100.0  

Missing System 2 16.7   

Total 12 100.0   

 

 

Seafarer‟s response to the question was as follows, 

 

Seafarer’s response 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid SOME OF THE TIME 4 40.0 40.0 40.0 

ALMOST NONE OF THE 

TIME 
5 50.0 50.0 90.0 

NONE OF THE TIME 1 10.0 10.0 100.0 

Total 10 100.0 100.0  
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Once again no seafarer was consulted at all times in developing a safety policy, only 

40% stated that they were consulted sometime and 50% belonged to the group who 

were almost never consulted. 

Earlier it was established that 63.6% of seafarer‟s and representatives from shipping 

companies agreed that, both departments work together in addressing safety related 

issues. However, the results of these questions reflect a picture contrary to earlier 

claims.  

 

In view of the evidence it is suggested that safety culture is significant part of human 

element (Crowl, 2007) and there should be an increased level of cooperation 

between the ship and shore. It is because of cooperation that leaders and 

employees can accomplish organisational goals as a member of one team (Barrow, 

2004). 
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In view of seafarers a majority was not being consulted during the formulation of a 

safety policy hence, hypothesis (no.3) is disapproved.  

However, when tested against the manager‟s perspective the hypothesis stands 

proven because of a higher level of involvement.  
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viii) The question tested the hypothesis (no.4) that, decision-making is a 

process affected not only by human behaviour but also by the demands of 

business. 

 
 

 

A cumulative 63.4% of all respondents either agreed or strongly agreed to the 

statement, 12.2% were undecided and, 24.4% disagreed. However, in order to get a 

true perspective on the question it is vital to display the result for representatives 

from shipping companies, as seen below. 
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Representatives from shipping companies 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid STRONGLY AGREE 2 16.7 16.7 16.7 

AGREE 6 50.0 50.0 66.7 

NEITHER AGREE NOR 

DISAGREE 
1 8.3 8.3 75.0 

DISAGREE 3 25.0 25.0 100.0 

Total 12 100.0 100.0  

 

 

 

 

A cumulative 66.7% of representatives from shipping companies agreed or strongly 

agreed to the statement, 8.3% were undecided and 25% disagreed.  
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These results clearly indicate an agreement to the statement however, a respondent 

representing the seafarer‟s group commented on the question and stated,  

 

„„Due to profit driven mentalities within shore based management decisions 
are made focused more on yield and revenue, instead of employee safety and 
well being. There seems to be a lack of cause and effect analysis with regards 
to safety in the mind of today‟s shore based manager. Safety is routinely by 
passed in order to „hit target‟ and exceed key performance indicators (KPI‟s). 
This is probably due to these targets and KPI‟s - being directly linked to shore 
bonus payments.‟‟ 

 

The same respondent compared shipping industry with the banking sector and 

commented,  

 

„„behaviours such as above have direct consequences as recently seen within 
the banking industry where bankers failed to recognise that what they did on 
computers and on paper, directly affected the average workers live.‟‟ 

 

Whether it is commercial pressure or profit driven nature of managers the results 

clearly reflect that, safety decisions are affected due to commercial and competitive 

nature of the industry hence, proving the hypothesis (no.4) correct. 

 

On a positive note 25% of the respondents from shipping companies disagreed to 

the statement. In view of a respondent,  

 

Respondent; 

„„In any good company this would not be a problem.‟‟ 

  

The reason for their achievement can be due to several factors and it is beyond the 

scope of this research to comment on them. Nevertheless, we have to learn from the 
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practices of these companies and introduce them for the benefit of the wider industry 

.e.g. un-trained managers might find it difficult to make sound decisions in the fast 

business environment and could trigger errors. 
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ix) In developing this question it was admitted that growth of global trade (as 

discussed in section 2.1) and the „„increasing drive for competitiveness is a 

fact of life,‟‟ a view shared Hawkins (2005, p.116). Hence, this question 

tested hypothesis (no.4) at a deeper level by assessing the level of 

comfort for decision-making when balancing between safety and profits. 

 

 
 

 

Response of seafarer’s and representative from shipping companies 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid EXTREMELY 

COMFORTABLE 
1 4.5 4.5 4.5 

VERY COMFORTABLE 5 22.7 22.7 27.3 

SOME WHAT 

COMFORTABLE 
9 40.9 40.9 68.2 

A LITTLE COMFORTABLE 5 22.7 22.7 90.9 

NOT AT ALL 

COMFORTABLE 
2 9.1 9.1 100.0 

Total 22 100.0 100.0 
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The results indicate that 40.9% of respondents from this group belonged to the 

middle scale .i.e. somewhat comfortable, a cumulative 27.3% of respondents 

belonged to the upper scale and an equal percentage were a little comfortable in 

balancing between safety and profits whereas, 9.1% were not comfortable at all. 

  

Although hypothesis (no.4) was proved correct but when tested here the evidence 

suggests a need for improving the art of balancing between safety and profits. 

Hence, within the limits of this research a managerial decision is questionable if,  

 They are unable to attain a balance between safety and profits, 

 They are inadequately trained in dealing with safety related issues and, 

 Their decisions concerning safety are influenced by commercial pressure and 

competiveness. 

However, in replying to the question a respondent provided an alternate view and 

stated, 

 

„„Shore based managers are very good at promoting/selling safety initiatives 
and getting employees „on side‟, however when these initiatives impact 
commercially, these initiatives tend to be forgotten or by-passed and, are 
quietly phased out or „fall in by the wayside‟.‟‟ 

 

The above comment reflects that there is a deliberate attempt from the management 

to ignore the balance between safety and profits. In words of Fuller and Vassie 

(2004, p.410), if it is decided to achieve profits any cost then it is classified as 

unethical management whereas, when profits are achieved within the principle of 

„„fairness and justice‟‟ for all share holders it is known as ethical management.  
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However, the results also identified a group who is „very‟ and „extremely‟ comfortable 

in maintain this balance and their practices have to be shared with the industry, for it 

will help in understanding the concepts of ETTO/paradoxes and polarities (as 

discussed section 2.8) 
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x) Section 2.3 highlighted how various organisations have raised awareness 

about the importance of human element. Hence, the question was 

designed to the hypothesis (no.5) that, due to the awareness (.e.g. ISM) 

and consequences of neglecting human element (.e.g. Herald of Free 

Enterprise) management does not ignore the breaches in safety but adopt 

a proactive attitude towards safety. 

 

 
 

Response of seafarer’s and representatives of shipping companies 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid STRONGLY AGREE 1 4.5 4.5 4.5 

AGREE 11 50.0 50.0 54.5 

NEITHER AGREE NOR 

DISAGREE 
4 18.2 18.2 72.7 

DISAGREE 6 27.3 27.3 100.0 

Total 22 100.0 100.0  
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A cumulative of 54.5% respondents either agreed or strongly agreed to the 

statement whereas, 18.2% were undecided and, 27.3% disagreed to the statement. 

 

The results reflect that at times management deliberately ignore the breaches in 

safety procedures. Attention is drawn towards a study conducted by Santiago 

(2007), who defines violation as a deliberate deviation from established procedures, 

a view shared by UK P&I club (2010). These violations stem from motivational 

factors and are shaped by beliefs and attitudes (Barnett, 2005; Santiago, 2007 and 

UK P&I club, 2010). Furthermore, these violations are classified as human error 

(Reason, 1997) and by-passing an established procedure is considered as highly 

dangerous (Santiago, 2007). 

Before commenting on the status of hypothesis (no.5), it is important to mention that 

according to Santiago (2007), violations are not only applicable to management but 

such behaviour is applicable to everyone in a company.  

 

Finally, in light of the evidence presented hypothesis (no.5) is proved wrong. 

Furthermore, in view of the arguments stated above these violations of ISM are 

considered detrimental to a safety culture.  

However, a possible solution to the problem lays in the comments of an interviewee 

(seafarer),  

„„ISM will do wonder if seafarer‟s will stop cutting corners .i.e. either on their 
own or, on behalf of the owner.‟‟  
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xi) As discussed in section - 2.7, the objective of ISM was to reduce maritime 

accidents. Hence, the question was aimed at testing the hypothesis (no.6) 

that ISM has successfully addressed the human element issues in 

accidents. 

Response of all 41 respondents 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid HAVE GREATLY REDUCED 3 7.3 7.5 7.5 

HAVE REDUCED 27 65.9 67.5 75.0 

THERE IS NO CHANGE 6 14.6 15.0 90.0 

HAVE APPEARED TO 

HAVE INCREASED 
4 9.8 10.0 100.0 

Total 40 97.6 100.0  

Missing System 1 2.4   

Total 41 100.0   
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The results identified that 67.5% of the respondents suggest that ISM has reduced 

the number of accidents, 15% were of the view that there is no change and 10% 

suggested an increase in accidents. 

In view of the overall consensus it will be justified to say that ISM has been a 

success. However, when answering this question a respondent commented that it is,  

„„Very difficult to quantify, ISM has increased the level of reporting accidents, 
whether an overall decrease? Not sure.‟‟ 

 

Another respondent replied that he or she, „„doubts‟‟ if accidents have reduced due to 

ISM.  

However, on the basis of the results for this question and the statistics presented in 

section (2.5) which indicated a reduction in accidents and total losses, hypothesis (6) 

proves that ISM has addressed the issues of human element in accidents.  

Despite the importance of ISM section (2.5) also highlighted an increase in different 

types of accidents hence, it is emphasised that the industry has to expand its 

knowledge on role of human element in accidents. 
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xii) As discussed in the literature review decision-making is a part of human 

behaviour. The question tested the hypothesis (7) that, wrong decisions 

made by managers can cause accidents on ships.  

 

 

Response from all 41 respondents 

  

Frequency Percent Valid Percent 

Cumulative 

Percent 

Valid YES 41 100.0 100.0 100.0 

 

 

 
 

 

All 41 respondents agreed to the statement hence, hypothesis (7) is proved to be 

correct.  

Managerial decisions can lead to accidents, because such decisions can induce 

errors or latent errors. Hence, the second part to this question asked the 
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respondents to state a percentage that they would allocate towards accidents which 

are induced due to shore based (management) human error.  

Before the results are displayed it is important to highlight that, there is very little  

evidence within the industry which underpins the percentage of accidents which are 

attributed to shore based human error. However, Marine Information Note (MIN) 392 

(M) published by MCA mentions that, „„...20% of accidents and incidents are 

attributable to latent human element issues.‟‟ (MCA, 2010, p.1) 

 

Perhaps due to the lack of statistical data twelve respondents did not provide any 

answer and had the following comments to support their choice,  

  „„Too big a question‟‟  

 „„Not a clue‟‟ 

 „„I find it very difficult to have an opinion on this as there is no evidence, even 

though it must be right.‟‟ 
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However, the opinion of the other 29 respondents is displayed above. The graph 

clearly highlights an important point that wrong decisions made by managers can 

cause accidents on ships.  

Summary: 

The above findings indicate that, decision-making and safety culture are affected by 

human behaviour and can be classified as human element. The research identified a 

degree of variance with respect to adequately trained managers, allocation of 

sufficient resource by the companies and the lack of involvement of relevant 

members in developing a safety policy, especially seafarer‟s. Majority of the 

managers were somewhat comfortable in balancing between safety and profits, 

while being affected by the lack of time arising due to the competitive nature and 

commercial pressures. ISM is an important tool for the maritime industry but 

evidence has indicated a high percentage of managers who deliberately ignored the 

breaches in safety and do not have a proactive attitude towards safety culture. 

Finally, the research indentified that wrong decisions made by managers can lead to 

accidents. 

The finding of this research holds great importance for a manager in a shipping 

company because, in view of Mankabady (1987) and Krintiansen (2004) maritime 

accidents lead to various consequences such as, 

 Injuries or loss of life; 

 Environmental damage; 

 Economic losses; 

 Social and; 

 Legal.  
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Shipping is no stranger to regulatory regime but, in view of The Law Commission 

(2010), a large number of criminal legislations has been introduced those are 

targeting the business sector. Hence, the following chapter will look into the legal 

and financial importance of this research for managers. 
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CHAPTER FIVE 

 

Managerial importance of the research 

 

 

Our decision-making ability is a part of our psychology and our decisions also affect 

the safety culture (as discussed in previous chapters). Today the laws in United 

Kingdom are reflecting that the decisions made by the management should be 

ethical and beneficial for everyone otherwise, the companies will be accounted for 

their actions as seen below. 

 

 
5.1) Companies Act 2006 (CA): 

The CA 2006 is now fully implemented in the United Kingdom and the law addresses 

the director‟s decision-making criteria‟s. Under section (172) it is stated that, for the 

success of a business director‟s have to consider the interests of employee‟s, 

customer, the long term effect of decisions, the community and the environment 

(Medhurst, 2010, p.1). Though the list non-exhaustive but one thing is clear that 

director‟s can no longer offer „„lip service‟‟ (Companies Act 2006, 2006, p.51). 

 

5.2) Corporate Manslaughter and Corporate Homicide Act 2007: 

The Corporate Manslaughter and Corporate Homicide Act is also fully functional in 

the United Kingdom. The Act applies to a wide range of organisations across the 

public and private sectors (Ministry of Justice, 2007). Under the Act organisations will 
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be liable to conviction „„where a gross failure in the way activities were managed or 

organised results in a person‟s death‟‟ (Ministry of Justice, 2007). Under the new 

approach courts will look at the management systems and practices across the 

organisation in order to curb the corporate failures to manage health and safety 

(Corporate Manslaughter and Corporate Homicide Act, 2007). According to the Act 

figures at senior level within an organisation will be liable for prosecution and 

Ministry of Justice (2007), define senior level as people who make strategic decision 

regarding the organisation or for a substantial part of it, it also includes personnel at 

operational management level. 

 

 
5.3) Merchant Shipping Act 1995: 
 
Part IV, Section 98 of the Merchant Shipping Act 1995 states if a ship in United 

Kingdom or a United Kingdom ship in any other port is dangerously unsafe then the 

master and the owner of the ship shall each be guilty of an offence which could 

result in a fine, imprisonment or both (Merchant Shipping Act 1995, 1995). 

 

 
5.4) Financial Losses: 

In view of Schaltegger, et al. (2003, p.197), „„economic risks are mirrored best 

through liability claims, fines and compensation payments.‟‟ This statement can be 

best seen by following examples, 

 P&I Club in 1997 reported that human error was responsible for 58% of major 

claims (UK P&I Club, 2010).  

 The Standard P&I Club reported that, over a recent ten-year period, insurance 

claims cost the P&I industry US$15 billion. Furthermore, 65% of this payout 
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.i.e. US$10 billion were for incidents in which human played a central role 

(MCA, et al., 2010).  

 In 2008, a maritime disaster occurred nearly every week (on average), with an 

insurance claim of over US$17m, or had an economic impact of over 

US$85m. In 2008, maritime insurers paid out over half a billion US$ for 

casualties (MCA, et al., 2010). 

 

The above chapter can be summarised by the following example,  

The formal investigation into the accident of Herald and Free Enterprise stated that, 

the Board of Director‟s had no sense of responsibility, they failed to fulfil their duties 

and the shore management was a contributory factor toward the accident (Davies, 

2008). Despite the evidence P & O were not prosecuted on the charges of corporate 

manslaughter (Davies, 2008). However, today there are clear directions for a 

company under the CA 2006 and had the case of Herald of Free Enterprise been 

prosecuted under The Corporate Manslaughter and Corporate Homicide Act 2007, 

then „„there would seem to be every likelihood that P & O would have found itself 

convicted of corporate manslaughter‟‟ (Davies, 2008, p. 20).  

 

Hence, the managerial importance of this research is embedded in the fact that 

addressing human element effectively will empower the managers to make decisions 

which are considered beneficial for safety culture and, in doing so they can avoid 

prosecutions and reap immense financial benefits. 
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CHAPTER SIX 

 

Conclusion and Recommendations 

 

Today the industry accepts the importance of human element and its role towards 

accident causation. Human element involves an entire spectrum of human activities 

and as indicated by the results decision-making and safety culture can be classified 

as human element. The research identified that written policies are not enough for 

the establishment of a safety culture but, it requires ingredients such as leadership 

and joint commitment.  

The variance identified in the industry was categorised by defining two groups, one 

that adhered to the best practice the „exemplary group‟ and the one that deviated 

from these practices the „atypical group‟. The „exemplary group‟ is considered 

important for this research because, in light of the literature review their practices are 

based on sound knowledge and experience.  

However, critics of the above statement would point out towards accidents such as 

Herald of Free Enterprise, Exxon Valdez and The Deep Water Horizon. These 

accidents happened to companies who were well established and took safety 

seriously. But within the limits of this research rather than under estimating the 

importance of the „exemplary group‟ these accidents suggests that it is imperative to 

expand the current knowledge on human element. 

By expanding its horizon the research discovered that, decisions regarding safety 

are affected not only by human behaviour but are also affected by the business 
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environment. Furthermore, decisions made under such environment are also 

affected by the principle of ETTO and paradox and polarities.  

On the basis of the evidence and in conjunction with literature review it is argued 

that, our values and attitudes are some of the factors which influence our decisions 

and in turn affect the safety culture. Hence, the decision by management to 

deliberately ignore the breaches in safety is negatively affecting the safety culture.  

Even though training is considered as an important factor that affects the human 

element the results identified a high degree of indecisiveness amongst the 

respondents. Hence, ignoring the breaches in safety and inadequately trained 

managers are a clear violation of ISM, which is recognised as an important tool to 

address the role of human element in accidents. 

The literature review pointed out that human element and organisational issues are 

factors that induce human error. In this context the research reached its zenith when 

it was unanimously agreed that wrong decisions made by managers can lead to 

accidents on ships. 

The present research concludes that managers in a shipping company are affected 

by human element, their decisions are influenced by their values and attitudes and 

safety culture is considered as a significant part of human element.  

 

Hence, failure to address these issues properly will result in maritime accidents and 

even though there are clear financial gains to be reaped from addressing human 

element, attentions is drawn towards the introduction of MLC – 2006, The 

Companies Act 2006 and The Corporate Manslaughter and Corporate Homicide Act 
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2007. These legislations are clear indications that companies are required to make 

decisions which are beneficial for all and, if they fail to meet the required standards 

they will be held responsible for their actions. 

 

Recommendations: 

On the basis of the deductions made in this research it is recommended that, 

(1) Companies should analyse the current training standards for their 

managers and act in accordance to the guidelines provided by ISM. 

(2) Seafarers should be involved in developing a safety policy for they are 

the ones who actually follow these policies. 

(3) The industry should further enhance its knowledge on human element 

and its role in accidents by investigating beyond ships. 

 

This research is a small yet significant step in a direction that will open new avenues 

for future research and it enable the industry to achieve the motto of International 

Maritime Organisation, „„safe, secure and efficient shipping on clean oceans.‟‟ 

 

 

 

 

 

 

 



 

88 
 

References 

 

 

 Agarwal, K.G. & Pachal, T.K., 1986. Moral orientation existential concern and 

work values of trade union leaders. Indian Journal of Applied Psychology, 

23(1), pp.6-9. 

 

 Ahrend Witt, J., 2007. Obligation and control of flag states. London: 

Transaction Publishers. 

 

 Alston, G., 2003. How safe is safe enough?: Leadership, safety and risk 

management. Aldershot: Ashgate Publishing Group. 

 

 Alert!., 2003. The International Maritime Organisation and the Human 

Element. The International Maritime Human Element Bulletin, “Issue 1”, 1 Oct. 

p 6. 

 

 Aspden, P. and European Institute of Maritime and Transport Law., 1995. 

Shipping law faces Europe: European policy, competition, and environment. 

Antwerp: Maklu Uitgevers.  

 

 Bajpaee, R., 2004. Improving the image of shipping. In: The tanker operators, 

the tanker operator 2nd Annual London Conference and Evening Function. 

London, 3-4 February 2004. Eurasia: London. 

 

 Barnett, M., 2007. Mitigating human error in the use of automated shipboard 

systems. Alert!, Sept. 2007. p.6. 

 

 Barnett, M., 2005. Searching for the root cause of maritime causalities: 

Individual competence or organisational culture?. WMU Journal of Maritime 

Affair, 4(2), pp. 131-145. 

 



 

89 
 

 Batnett, L.M., 2005. Searching for the root causes of maritime casualties: 

Individual competence or organisational culture?, WMU Journal of Maritime 

Affairs. 4(2), pp. 131-145. 

 

 Barrow, L., 2004. A hermeneutic phenomenological study of philanthropian 

leadership. Florida: Universal Publishers, US. 

 

 Bielic, T. & Zec, D, 2003. Influence of ship Technology and Work Organization 

on Fatigue. [Online] 

Available at: http://hrcak.srce.hr/file/80106 

[Accessed 25thAugust 2010]. 

 

 Branch, E, A., 2007. Elements of shipping. 8th edt. United Kingdom: 

Routlegde.  

 

 Blache, K., 1988. Success factors for implementing change: A manufacturing 

viewpoint. Dearborn: Society of Manufacturing Engineers. 

 

 Bolle, P., 2006. The ILO's new Convention on maritime labour: An innovative 

instrument. International Labour Review, 145 (1-2), pp. 135-142. 

 

 Butler, J.R. & Seung Park, Y., 2005. Safety practices, firm culture and work 

place injuries. Michigan: W.E Upjohn Inst for Employment Research. 

 

 Carrillo, A.R., 2005. Safety leadership: Managing the paradox. Professional 

Safety, 50 (7), pp.31-34. 

 

 Carter, R.H. & Rausch, E., 2006. Management in the fire service. 3rd ed. 

Sudbury: Jones and Bartlett Publishers, Inc. 

 Celik, M. and Cebi, S. 2009., Analytical HFACS for investigating human errors 

in shipping accidents. Accident Analysis and Prevention, 41(1), pp.66-75. 

http://hrcak.srce.hr/file/80106


 

90 
 

 Celik, M. Lavasani, M.S. and Wang, J., 2010. A risk-based modelling 

approach to enhance shipping accident investigation. Safety Science, 48.pp. 

18–27. 

 

 Christodoulou-Varotsi, I & Pentsov, A.D., 2008. Maritime work law 

fundamentals: responsible ship owners, reliable seafarers. Berlin: Springer 

Verlag. 

 

 Chturvedi, P. ed., 2006. Challenges of occupational safety and health. New 

Delhi: Concept Publishing Company. 

 

 ClassNK ., 2010. Guidelines for the prevention human error aboard ships: 

Through the ergonomic design of marine machinery systems. [Online] 

Available at: 

http://www.classnk.or.jp/hp/Publications/Publications_image/guidelines_for_the_prev

ention_of_human_error_e.pdf 

[Accessed 1stSeptember 2010]. 

 Collis, J. and Hussey, R., 2009. Business Research: a practical guide for 

undergraduate and postgraduate students. 3rd revised ed. London: Palgrave 

Macmillan. 

 

 Collis, J. and Hussey, R., 2003. Business Research: a practical guide for 

undergraduate and postgraduate students. 2nd ed. New York: Palgrave 

Macmillan. 

 

 Companies Act 2006. (c.46), London: HMSO. 

 

 

 

 

http://www.classnk.or.jp/hp/Publications/Publications_image/guidelines_for_the_prevention_of_human_error_e.pdf
http://www.classnk.or.jp/hp/Publications/Publications_image/guidelines_for_the_prevention_of_human_error_e.pdf


 

91 
 

 Companies Act 2006. (c.46). Companies Act 2006: Explanatory notes. 

[Online] 

Available at: 

http://www.legislation.gov.uk/ukpga/2006/46/pdfs/ukpgaen_20060046_en.pdf 

[Accessed 15thOctober 2010]. 

 Corporate Manslaughter and Corporate Homicide Act 2007. (c.19), London: 

HMSO. 

 

 Creswell, W.J., 2002. Research design. London: SAGE Publications Ltd. 

 

 Croucher, P., 2005. JAR private pilot studies. Calgary: Electrocution Technical 

Publishers. 

 

 Crowl, A.D. ed., 2007. Human factor methods for improving performance in 

the process industry. Chicester: Jhon Wiley and Sons Ltd. 

 

 Davenport, T. and Prusak, L., 1998. Working knowledge: How organisations 

manage what they know. Boston: Harvard Business School Press. 

 

 Davies, A., 2008. Corporate Manslaughter and Corporate Homicide Act: 

Special report. Cambridge: Workplace Law Group. 

 

 DCOMM, 2010. Major step towards entry into force of key ILO Maritime 

Labour Convention. [Online] 

Available at: http://natlex.ilo.ch/wow/Newsbriefs/lang--en/WCMS_143150/index.htm 

[Accessed 1stAugust 2010]. 

 

 Densan Shipping Co., 2010. Company profile/ Organizational chart. [Online] 

 

Available at: http://www.densanshipping.com/organizational_chart.asp 

 

[Accessed 1stSeptember 2010]. 

 

http://www.legislation.gov.uk/ukpga/2006/46/pdfs/ukpgaen_20060046_en.pdf
http://natlex.ilo.ch/wow/Newsbriefs/lang--en/WCMS_143150/index.htm
http://www.densanshipping.com/organizational_chart.asp


 

92 
 

 Department for Transport, 2010. About the departments executive agencies 

and training funds. [Online] 

Available at: 

http://www.dft.gov.uk/about/howthedftworks/aboutthedftexecutiveagencies 

[Accessed 25thNovember 2010]. 

 Dhillon, S.B., 2007. Human Reliability and Error in Transportation Systems. 

United Kingdom: Springer-Verlag. 

 

 Doty, A.L., 1989. Reliability for the technologies. New York: Industrial Press 

Inc. 

 

 Doumbia-Henry, C., 2010. The ILO‟s Maritime Labour Convention, 2006: 

Placing the human element at the forefront. Alert!, Jan. p.2. 

 

 Drouin, P., 2010. The building blocks of a safety culture. The international 

Journal of the Nautical Institute, Oct, pp.4-7. 

 

 Earthly, V.J. and Jones, S, M, B., 2010. Design for the human factor: The 

move to goal based rule. [Online] 

Available at: http://www.he-alert.org/documents/published/HE00570.pdf 

[Accessed: 28thJuly 2010]. 

 

 Ehlers, P. & Lagoni, R., 2007. International Maritime Organisations and Their 

Contribution Towards a Sustainable Marine Development. Hamburg: Lit 

Verlag. 

 

 Elbanna, S. & Naguib, R., 2009. How much does performance matter in 

strategic decision making?. International Journal of Productivity and 

Performance Management, 58(5), pp. 437-459. 

 

http://www.dft.gov.uk/about/howthedftworks/aboutthedftexecutiveagencies
http://www.he-alert.org/documents/published/HE00570.pdf


 

93 
 

 Etman, E. & Halawa, A., 2007. Safety Culture, The Cure for Human Error: A 

Critique. Odesa: Odesa National Maritime Academy.  

 

 Farthing, B. & Brownrigg, M., 1997. Farthing on international shipping. 3rd ed. 

London: LLP Limited.  

 
 

 Florczak, C., 2002. Maximizing profitability with safety culture development. 

Oxford: Elsevier Science & Technology. 

 

 Fitz-enz, J. & Davison, B., 2002. How to measure human resources 

management. 3rd ed.  USA: McGraw-Hill, Inc. 

 

 Fjord Shipping Management, 2010. Organizational chart. [Online] 

Available at: http://www.fjordshipping.com/about-fjord-shipping/organization-chart 

[Accessed 1stSeptember 2010]. 

 

 Fuller, C. and Vassie, H.L., 2004. Health and safety management: Principle 

and best practice. England: Pearson Educational Limited. 

 

 Furness, A. and Muckett, M., 2007. Introduction to fire safety management. 

Oxford: Elsevier Science & Technology. 

 

 Ghauri, P. and Gronhaug, K., 2005. Research methods in business studies: A 

practical guide. England: Pearson education limited. 

 

 Goulielmos, M.A., 2001. Maritime safety: Facts and proposals for the 

European OPA. Disaster Prevention and Management.  10(4), pp. 278-285. 

 

 Gravetter, J.F. & Forzano, B.A.L., 2008. Research methods for the 

behavioural sciences. Belmont, CA: Cengage Learning, Inc. 

 

 Greenhalgh, G., 1989. The future of nuclear power. London: Graham & 

Trotman Ltd. 

http://www.fjordshipping.com/about-fjord-shipping/organization-chart


 

94 
 

 Guan, C.K. & Skogan, K.J. ed., 2007. Maritime Security in Southeast Asia. 

France: Taylor & Francis e-Library. 

 

 Guner-Ozbek, D. M., 2007. The Carriage of Dangerous Goods by Sea. Berlin: 

Springer-Verlag Berlin and Heidelberg GmbH & Co. KG. 

 
 

 Hancock, A.P. ed., 1987. Human factor psychology. Oxford: Elsevier Science 

Ltd. 

 

 Hansen, D.F., 2006. Human error: A concept analysis. Journal of Air 

Transport, 11(3), pp.61-77. 

 

 Harrison, F.E. & Pelletier, A.M., 1997. Managerial attitudes towards strategic 

decisions: Maximizing versus satisficing outcomes. Management Decision, 

35(5), pp. 358–364. 

 

 Hawkins, E.D., 2005. The bending moment: Energizing corporate business 

strategy. New York: Palgrave Macmillan. 

 

 Hetherington, C. Flin, R. and Mearns, K., 2006. Safety in shipping: The 

human element. Journal of safety result, 37, pp. 401-411. 

 

 Hendrick, W.H. and Kleiner, B., 2002. Macroergonomics: Theory, methods 

and applications. Mahwah: Lawrence Erlbaum Associates Inc. 

 

 Hollanagel, E., 2009. The ETTO principle: Efficiency-thoroughness trade-off: 

Why things that go right sometimes go wrong. Aldershot: Ashgate Publishing 

Group. 

 

 Hughes, P. and Ferrett, E., 2009. Health and safety at work. Oxford: Elsevier 

Science & Technology. 

 



 

95 
 

 Hussey, J. and Hussey, R., 1997. Business Research: a practical guide for 

undergraduate and postgraduate students. London: Macmillan press Ltd. 

 

 ILO, 2010. A global Convention for a global workforce. [Online] 

Available at: http://www.ilo.org/wow/ILOinHistory/lang--en/WCMS_082251/index.htm 

[Accessed 1stAugust 2010]. 

 

 ILO, 2010. Agreement between the international labour organisation 

and the intergovernmental maritime consultative organization. [Online] 

Available at: http://www.ilo.org/public/english/bureau/leg/agreements/imo.htm 

[Accessed 1stAugust 2010]. 

 

 ILO, 2010. FAQs. [Online] 

Available at: 

http://www.ilo.org/global/What_we_do/InternationalLabourStandards/MaritimeLabour

Convention/FAQs/lang--en/index.htm 

[Accessed 1stAugust 2010].  

 

 ILO, 2010. Full steam ahead! ILO adopts "super Convention" for the maritime 

sector. [Online] 

Available at: http://www.ilo.org/wow/Articles/lang--en/WCMS_081373/index.htm 

[Accessed 1stAugust 2010]. 

 

 

 

 

 

http://www.ilo.org/wow/ILOinHistory/lang--en/WCMS_082251/index.htm
http://www.ilo.org/public/english/bureau/leg/agreements/imo.htm
http://www.ilo.org/global/What_we_do/InternationalLabourStandards/MaritimeLabourConvention/FAQs/lang--en/index.htm
http://www.ilo.org/global/What_we_do/InternationalLabourStandards/MaritimeLabourConvention/FAQs/lang--en/index.htm
http://www.ilo.org/wow/Articles/lang--en/WCMS_081373/index.htm


 

96 
 

 ILO, 2010. Maritime Labour Convention. [Online] 

Available at: 

http://www.ilo.org/global/What_we_do/InternationalLabourStandards/MaritimeLabour

Convention/lang--en/index.htm 

[Accessed 1stAugust 2010]. 

 

 ILO, 2010. Shipping – ILO activities. [Online] (Updated 12thJune 2006) 

Available at: http://www.ilo.org/public/english/dialogue/sector/sectors/mariti/shipping-

iloact.htm 

[Accessed 25thNovember 2010]. 

 

 ILO, 2003. Women seafarers: Fighting against the tide? As on land, so by 

sea: Women join the ranks of seafarers. [Online] 

Available at: http://www.ilo.org/wow/Articles/lang--en/WCMS_081322/index.htm 

[Accessed 2ndAugust 2010]. 

 

 ILO, 2003. ILO: Work hazards kill millions, cost billions. [Online] 

Available at: 

http://www.ilo.org/global/About_the_ILO/Media_and_public_information/Feature_stor

ies/lang--en/WCMS_075615/index.htm 

[Accessed 3rdSeptember 2010]. 

 

 International Labour Office, 2006. International Labour Conference 94th 

(Maritime) Session.  Geneva, 7-23 February 2006. International Labour 

Office. Geneva: Switzerland. 

 

http://www.ilo.org/global/What_we_do/InternationalLabourStandards/MaritimeLabourConvention/lang--en/index.htm
http://www.ilo.org/global/What_we_do/InternationalLabourStandards/MaritimeLabourConvention/lang--en/index.htm
http://www.ilo.org/public/english/dialogue/sector/sectors/mariti/shipping-iloact.htm
http://www.ilo.org/public/english/dialogue/sector/sectors/mariti/shipping-iloact.htm
http://www.ilo.org/wow/Articles/lang--en/WCMS_081322/index.htm
http://www.ilo.org/global/About_the_ILO/Media_and_public_information/Feature_stories/lang--en/WCMS_075615/index.htm
http://www.ilo.org/global/About_the_ILO/Media_and_public_information/Feature_stories/lang--en/WCMS_075615/index.htm


 

97 
 

 IMO, 2006. Checklist for Considering Human Element Issues by IMO Bodies. 

[Online] 

Available at: http://www.imo.org/includes/blastDataOnly.asp/data_id%3D20326/1.pdf 

[Accessed 26thJuly 2010]. 

 

 IMO, 2002. Fire Protection, fire detection and fire extinction. [Online] 

Available at: http://www.imo.org/safety/mainframe.asp?topic_id=777#2000 

[Accessed 26thJuly 2010]. 

 

 IMO, 2002. Formal Safety Assessment. [Online] 

Available at: http://www.imo.org/safety/mainframe.asp?topic_id=351 

[Accessed 28thJuly 2010]. 

 

 IMO, 2002. Human Element Working Group. [Online] 

Available at: http://www.imo.org/humanelement/mainframe.asp?topic_id=286 

[Accessed 28thJuly 2010]. 

 

 IMO, 1997. Human Element Vision, Principles and Goals for the Organisation. 

[Online] 

Available at: http://www.directemar.cl/dai/dai-esp/r-omi/asamblea/A.850.pdf 

[Accessed 29thJuly 2010]. 

 

http://www.imo.org/includes/blastDataOnly.asp/data_id=20326/1.pdf
http://www.imo.org/safety/mainframe.asp?topic_id=777#2000
http://www.imo.org/safety/mainframe.asp?topic_id=351
http://www.imo.org/humanelement/mainframe.asp?topic_id=286
http://www.directemar.cl/dai/dai-esp/r-omi/asamblea/A.850.pdf


 

98 
 

 IMO, 2004. Human Element Vision, Principles and Goals for the Organisation. 

[Online] 

Available at: 

http://www.imo.org/includes/blastDataOnly.asp/data_id%3D27124/A947%2823%29.

pdf 

[Accessed 29thJuly 2010]. 

 

 IMO, 2002. IMO/ILO work on seafarer issues. [Online] 

Available at: http://www.imo.org/ 

[Accessed 1stAugust 2010]. 

 

 IMO, 2002. International Safety Management (ISM) Code 2002. [Online] 

Available at: http://www.imo.org/HumanElement/mainframe.asp?topic_id=287 

[Accessed 29thAugust 2010]. 
 

 IMO, 2006. International Shipping Carrier of World Trade: Promoting technical 

co-operation to ensure the efficiency, safety and environmental performance 

of the global shipping industry. [Online] London: Maritime International 

Secretariat Services Ltd (published 2006) 

Available at: 

http://www.imo.org/includes/blastDataOnly.asp/data_id%3D18902/worldtradeflyer.pd

f 

[Accessed 28thJuly 2010]. 

 

 IMO, 2002. Introduction. [Online] 

Available at: http://www.imo.org/safety/mainframe.asp?topic_id=59 

[Accessed 24thAugust 2010] 

 

http://www.imo.org/includes/blastDataOnly.asp/data_id=27124/A947(23).pdf
http://www.imo.org/includes/blastDataOnly.asp/data_id=27124/A947(23).pdf
http://www.imo.org/
http://www.imo.org/HumanElement/mainframe.asp?topic_id=287
http://www.imo.org/includes/blastDataOnly.asp/data_id=18902/worldtradeflyer.pdf
http://www.imo.org/includes/blastDataOnly.asp/data_id=18902/worldtradeflyer.pdf
http://www.imo.org/safety/mainframe.asp?topic_id=59


 

99 
 

 IMO, 2002. Japan International Transport Institute Seminar. [Online] 

Available at: 

http://www.imo.org/newsroom/mainframe.asp?topic_id=1861&doc_id=12881 

[Accessed 1stAugust 2010].  

 

 IMO Maritime Knowledge Centre, 2009. International shipping and world 

trade: Facts and figures. [Online] 

Available at: 

http://www.imo.org/KnowledgeCentre/ShippingFactsAndNews/TheRoleandImportanc

eofInternationalShipping/Documents/International%20Shipping%20and%20World%2

0Trade%20-

%20facts%20and%20figures%20oct%202009%20rev1___tmp65768b41.pdf 

[Accessed 27thNovember 2010]. 

 

 IMO, 2000. Objectives of the organisation in the 2000s. [Online] 

Available at: http://www.imo.org/includes/blastDataOnly.asp/data_id=14472/900.pdf 

[Accessed 29thJuly 2010]. 

 

 IMO, 2002. Paris MoU inspectors training programme: STCW convention and 

related topics. [Online] 

Available at: 

http://www.imo.org/includes/blastDataOnly.asp/data_id%3D17995/Paris.pdf 

 

[Accessed 25thAugust 2010]. 

 

 

 

http://www.imo.org/newsroom/mainframe.asp?topic_id=1861&doc_id=12881
http://www.imo.org/KnowledgeCentre/ShippingFactsAndNews/TheRoleandImportanceofInternationalShipping/Documents/International%20Shipping%20and%20World%20Trade%20-%20facts%20and%20figures%20oct%202009%20rev1___tmp65768b41.pdf
http://www.imo.org/KnowledgeCentre/ShippingFactsAndNews/TheRoleandImportanceofInternationalShipping/Documents/International%20Shipping%20and%20World%20Trade%20-%20facts%20and%20figures%20oct%202009%20rev1___tmp65768b41.pdf
http://www.imo.org/KnowledgeCentre/ShippingFactsAndNews/TheRoleandImportanceofInternationalShipping/Documents/International%20Shipping%20and%20World%20Trade%20-%20facts%20and%20figures%20oct%202009%20rev1___tmp65768b41.pdf
http://www.imo.org/KnowledgeCentre/ShippingFactsAndNews/TheRoleandImportanceofInternationalShipping/Documents/International%20Shipping%20and%20World%20Trade%20-%20facts%20and%20figures%20oct%202009%20rev1___tmp65768b41.pdf
http://www.imo.org/includes/blastDataOnly.asp/data_id=14472/900.pdf
http://www.imo.org/includes/blastDataOnly.asp/data_id=17995/Paris.pdf


 

100 
 

 IMO, 2002. Rationale and mandate for IMO's Technical Co-operation 

Programme.  [Online] 

Available at: http://www.imo.org/TCD/mainframe.asp?topic_id=28 

[Accessed 1stAugust 2010]. 

 

 IMO, 2009. Resolution A.1011 (26). [Online]  

Available at: 

http://www.imo.org/includes/blastDataOnly.asp/data_id%3D27652/1011.pdf 

 [Accessed 30thJuly 2010]. 

 

 IMO, 2000. Resolution A.884 (21). [Online]  

Available at: 

http://www.emsa.europa.eu/Docs/marine_casualties/resolution_a884_21.pdf 

[Accessed 25thAugust 2010]. 

 

 IMO., 2000. Resolutions of the 21st assembly and other decisions. London: 

International Maritime Organisation. 

 

 IMO., 2008. Resolutions and other decisions of the 25th assembly. London: 

International Maritime Organisation. 

 

 IMO, 2009. Role of the Human Element. [Online] 

Available at: http://imcrc.dlmu.edu.cn/upload/2009_07/09071509482628.pdf 

[Accessed 1stAugust 2010]. 

 

 IMO, 2002. Safety Management. [Online] 

Available at: http://www.imo.org/HumanElement/index.asp?topic_id=182 

[Accessed 29thAugust 2010]. 

 

http://www.imo.org/TCD/mainframe.asp?topic_id=28
http://www.imo.org/includes/blastDataOnly.asp/data_id=27652/1011.pdf
http://www.emsa.europa.eu/Docs/marine_casualties/resolution_a884_21.pdf
http://imcrc.dlmu.edu.cn/upload/2009_07/09071509482628.pdf
http://www.imo.org/HumanElement/index.asp?topic_id=182


 

101 
 

 IMO, 2006. Strengthening of human element input to the work of IMO. 

[Online]  

Available at: http://www.imo.org/includes/blastDataOnly.asp/data_id%3D20330/2.pdf 

[Accessed 26thAugust 2010]. 

 

 IMO, 2002. Vision, Principles and Goals. [Online] 

Available at: http://www.imo.org/HumanElement/index.asp?topic_id=177 

[Accessed 28thJuly 2010]. 

 

 IMO., 2007. WMU Conference to highlight women‟s successes. The 

Magazine of International Maritime Organisation, „„Issue 4‟‟, 2007. p.39. 

 

 Jahn, F. Cook, M. & Graham, M., 2008. Hydrocarbon exploration and 

production. 2nd ed. Oxford: Elsevier science & technology. 

 

 Jones, T, 2010. Under increasing pressure to reduce carbon emissions and 

improve efficiency, freight shipping increasingly adopts a range of alternative 

power systems from nuclear and bio-fuels to sail. [Online] 

Available at: http://www.futureagenda.org/?p=971 

[Accessed 21stAugust 2010]. 

 

 Kaplan, R.S. & Norton, D.P., 1992, “The balanced scorecard-measures that 

drive performance”, Harvard Business Review, January-February, pp. 71-9. 

 

 Koestenbaum, P., 1991. Leadership: The Inner Side of Greatness. San 

Francisco: Jossey-Bass. 

 

 Kohn, T.L. Corrigan, M.J. & Donaldson, S.M., 2000. To err is human: Building 

a safer health system. Washington: National Academies Press. 

http://www.imo.org/includes/blastDataOnly.asp/data_id=20330/2.pdf
http://www.imo.org/HumanElement/index.asp?topic_id=177
http://www.futureagenda.org/?p=971


 

102 
 

 Kothari, R.C., 2009. Research methodology: Methods and techniques. New 

Delhi: New Age Publications (Academic). 

 

 Krintiansen, S., 2004. Maritime transportation: Safety management and risk 

analysis. Oxford: Elsevier Science & Technology. 

 

 Kumar, R., 2009. Research methodology: A step by step guide for beginners. 

London: SAGE Publications Ltd. 

 

 Lloyd‟s Register, 2007. Staying Alert!. Human Focus. „„Issue 1‟‟, February.p.3. 

 

 Lorange, P., 2005. Shipping companies strategies: Global management under 

turbulent conditions. Bingley: Emerald Publishing Limited. 

 

 Lorange, P., 2009. Shipping Strategy: Innovation for success. United 

Kingdom: Cambridge Press. 

 Lovie, P., 1986. Identifying outliners In: A.D. Lovie, ed. 1986. New 

developments in statistics for psychology and the social sciences. London: 

Methuen. Ch.3. 

 

 Lun, V.H.Y, Lai, H.K. & Cheng, E.C.T., 2010. Shipping and Logistics 

Management. London: Springer-Verlag. 

 

 Mackenzie, C. & Holmstrom, D., 2009. Investigating beyond the human 

machine: A closer look at accident causation in high hazard industries. 

Process Safety Progress. 28(1), pp.84-89. 

 

 



 

103 
 

 MAIB, 2006. Report on the investigation of the engine failure of Savannah 

Express and her subsequent contact with a link span at Southampton docks. 

[Online] 

Available at: 

http://www.maib.gov.uk/cms_resources.cfm?file=/Savannah%20Express.pdf 

[Accessed 25thNovember 2010]. 

 

 MAIB, 2007. Report on the investigation of the and subsequent fire onboard 

Maersk Doha in Chesapeake Bay, off Norfolk, Virginia, USA. [Online] 

Available at: http://www.maib.gov.uk/cms_resources.cfm?file=/Maersk%20Doha-

published.pdf 

[Accessed 25thNovember 2010]. 

 

 MAIB, 2008. Report on the investigation of work undertaken in 

dangerous/enclosed space and the consequent attempted rescue on board 

EERV Viking Islay resulting in the loss of three lives at the Amethyst gas field, 

25 miles off the East Yorkshire coast, UK. [Online] 

Available at: http://www.maib.gov.uk/cms_resources.cfm?file=/Viking_Islay.pdf 

[Accessed 25thNovember 2010]. 

 

 MAIB, 2009. Report on the investigation into the grounding of Pride of 

Canterbury “The Downs” – off Deal, Kent. [Online] 

Available at http://www.maib.gov.uk/cms_resources.cfm?file=/POC.pdf 

 [Accessed 25thNovember 2010]. 

 

 Mankabady, S., 1987. The International Maritime Organization Volume2: 

Accidents at sea. London: Taylor & Francis Ltd. 

http://www.maib.gov.uk/cms_resources.cfm?file=/Savannah%20Express.pdf
http://www.maib.gov.uk/cms_resources.cfm?file=/Maersk%20Doha-published.pdf
http://www.maib.gov.uk/cms_resources.cfm?file=/Maersk%20Doha-published.pdf
http://www.maib.gov.uk/cms_resources.cfm?file=/Viking_Islay.pdf
http://www.maib.gov.uk/cms_resources.cfm?file=/POC.pdf


 

104 
 

 MAIB, 2010. Annual report 2009. [Online] 

Available at: 

http://www.maib.gov.uk/cms_resources.cfm?file=/MAIB%20Annual%20Report%202

009_.pdf 

[Accessed 29thAugust 2010]. 

 Mathis, L.R. and Jackson, H.J., 2008. Human resource management. 12th ed. 

USA: Cengage Learning, Inc. 

 

 Maynard, E., 2003. Transforming the Global Biosphere: Twelve Futuristic 

Strategies. USA: Watchmaker Publishing, Ltd. 

 

 Mayo, A., 2001. The value of the enterprise: Valuing people as assets – 

monitoring, measuring, managing. London: Nicholas Brealey Publishing. 

 

 MCA, 2006. Human Element Advisory Group (HEAG). [Online] 

Available at: http://www.mcga.gov.uk/c4mca/mcga07-home/workingatsea/mcga-

healthandsafety/mcga-adviceandguidance/mcga-ds-rap-

he/human_element_advisory_group__heag_.htm  

[Accessed 2ndAugust 2010]. 

 

 MCA, 2007. Human element Agency. [Online]  

Available at: http://www.mcga.gov.uk/c4mca/mcga07-home/workingatsea/mcga-

healthandsafety/mcga-adviceandguidance/mcga-ds-rap-hestrategy.htm 

[Accessed 25thAugust 2010]. 

 

 

 

 

 

http://www.maib.gov.uk/cms_resources.cfm?file=/MAIB%20Annual%20Report%202009_.pdf
http://www.maib.gov.uk/cms_resources.cfm?file=/MAIB%20Annual%20Report%202009_.pdf
http://www.mcga.gov.uk/c4mca/mcga07-home/workingatsea/mcga-healthandsafety/mcga-adviceandguidance/mcga-ds-rap-he/human_element_advisory_group__heag_.htm
http://www.mcga.gov.uk/c4mca/mcga07-home/workingatsea/mcga-healthandsafety/mcga-adviceandguidance/mcga-ds-rap-he/human_element_advisory_group__heag_.htm
http://www.mcga.gov.uk/c4mca/mcga07-home/workingatsea/mcga-healthandsafety/mcga-adviceandguidance/mcga-ds-rap-he/human_element_advisory_group__heag_.htm
http://www.mcga.gov.uk/c4mca/mcga07-home/workingatsea/mcga-healthandsafety/mcga-adviceandguidance/mcga-ds-rap-hestrategy.htm
http://www.mcga.gov.uk/c4mca/mcga07-home/workingatsea/mcga-healthandsafety/mcga-adviceandguidance/mcga-ds-rap-hestrategy.htm


 

105 
 

 MCA, 2006. Human Element Strategy. [Online] 

Available at: http://www.mcga.gov.uk/c4mca/mcga-safety_information/mcga-

formal_safety_assessment/mcga-ds-rap-he/mcga-ds-rap-hestrategy.htm  

[Accessed 2ndAugust 2010]. 

 

 MCA, 2008. Human Element Assessment Tool. [Online] 

Available at: www.mcga.gov.uk/c4mca/365.pdf 

[Accessed 2ndAugust 2010]. 

 

 MCA. Gregory, D. & Shanahan, P., 2010. The Human Element: A guide to 

human behaviour in the shipping industry. United Kingdom: The Stationary 

Office. 

 

 MCA., 2010. Research Project 599: The Human Element – a Guide to Human 

Behaviour in the Shipping Industry. MCA: United Kingdom. 

 

 Medhurst, D., 2010. The Companies Act: UK company law catches up with 

the EFQM excellence model!. [Online] 

Available at: 

http://www.ddexcellence.com/Downloads/Directors_duties_and_Excellence_Model_

2010.pdf 

[Accessed 10thNovember 2010]. 

 

 Merchant Shipping Act 1995. (c.21.), London: HMSO. 

 

 

 

http://www.mcga.gov.uk/c4mca/mcga-safety_information/mcga-formal_safety_assessment/mcga-ds-rap-he/mcga-ds-rap-hestrategy.htm
http://www.mcga.gov.uk/c4mca/mcga-safety_information/mcga-formal_safety_assessment/mcga-ds-rap-he/mcga-ds-rap-hestrategy.htm
http://www.mcga.gov.uk/c4mca/365.pdf
http://www.ddexcellence.com/Downloads/Directors_duties_and_Excellence_Model_2010.pdf
http://www.ddexcellence.com/Downloads/Directors_duties_and_Excellence_Model_2010.pdf


 

106 
 

 Ministry of Justice, 2007. Understanding the Corporate Manslaughter and 

Corporate Homicide Act 2007. [Online] London: HMSO. 

Available at: 

http://www.justice.gov.uk/guidance/docs/manslaughterhomicideact07.pdf 

[Accessed 14thSeptember 2010]. 

 

 Mitropoulos, E.E., 2010. Problem of the Global Shortage of Seafarers and the 

role of the Shipping Industry through CSR activities. [Online] 

Available at: 

http://www.imo.org/dynamic/mainframe.asp?topic_id=1864&doc_id=12878 

[Accessed: 10thAugust 2010]. 

 

 Mitropoulos, E, 2002. Round Table of shipping industry organizations. [Online] 

 

Available at: 

http://www.imo.org/Newsroom/mainframe.asp?topic_id=847&doc_id=4403 

[Accessed 24thAugust 2010]. 

 

 Mitroussi, K., 2003. The evolution of the safety culture of IMO: A case of 

organisational culture change. Disaster Prevention and Management, 12(1), 

pp.16-23. 

 

 Mullerat, R., 2010. International Corporate Social Responsibility: The Role of 

Corporations in the Economic Order of the 21st Century. Zuidpoolsingel: 

Kluwer Law International. 

 Nielsen, D. Ed., 2005. Maritime Security and MET. Southampton: WIT Press. 

 

 Nordquist, H.M. and Moore, N.J. eds., 1999. Current maritime issues and the 

International Maritime Organisation. Leiden: Brill Academic publications. 

 

http://www.justice.gov.uk/guidance/docs/manslaughterhomicideact07.pdf
http://www.imo.org/dynamic/mainframe.asp?topic_id=1864&doc_id=12878
http://www.imo.org/Newsroom/mainframe.asp?topic_id=847&doc_id=4403


 

107 
 

 Noyes, J., 2001. Designing for humans. Hove: Taylor & Francis Ltd. 

 

 Orbie, J. & Tortell, A.L. eds., 2009. The European Union and the social 

dimension of the globalization: How the EU influences the world. Oxon: 

Routledge. 

 

 Organisation for Economic Co-operation and Development., 2003. OECD 

Guiding Principles for Chemical Accident Prevention, Preparedness and 

Guidance for Industry (Including Management and Labour), Public Authorities, 

Communities and other Stakeholders. 2nd ed. Organisation for Economic Co-

operation and Development: Organisation for Economic Co-operation and 

Development Publishing. 

 

 

 Pandya, R. & Mathu, A. eds., 2003. Imbibing value education. Delhi: Kalpaz 

publications. 

 

 Paul Rodrigue, J., 2010. Maritime Transportation: Drivers for the Shipping and 

Port Industries. In: International Transport Forum, Experts Session on 

Innovation and the Future of Transport. Paris, 26 January 2010. International 

Transport Forum: Paris. 

 
 

 Perezgonzalez, D.J., 2005. Construction Safety management, a systems 

approach (Knowledge management edition).  Morrisville: Lulu.com. 

 

 Peters, J.H., 1993. The maritime transport crisis. Washington D.C: World 

Bank. 

 

 Pfeffer, J., 1998. The human equation: Building profits by putting people first. 

USA: Harvard business school press. 

http://bookshop.blackwell.co.uk/jsp/search_results.jsp?title=OECD+Guiding+Principles+for+Chemical+Accident+Prevention%2C+Preparedness+and&titleStem=&otherbooks=true&titleOp=AND
http://bookshop.blackwell.co.uk/jsp/search_results.jsp?title=OECD+Guiding+Principles+for+Chemical+Accident+Prevention%2C+Preparedness+and&titleStem=&otherbooks=true&titleOp=AND


 

108 
 

 Pierola, M. A. J., 2010 How the “Maritime Labour Convention, 2006” will 

improve seafarers' conditions, related with employment rights, and safe and 

secure workplace?. [Online] 

 

Available at: http://www.wmu.sof.or.jp/fw_jesus_01.pdf 

[Accessed 1stAugust 2010]. 

 

 Product photography, 2009. Ship‟s bridge [Photograph] 

Available at: http://productphotos.wordpress.com/2009/08/27/ships-bridge/ 

[Accessed 12thSeptember 2010]. 

 

 Pyne, R. and Koester, T., 2005. Methods and means for analysis of crew 

communication in the maritime domain. The Archives of Transport, [Online] 

XVII (3-4). 

Available at: http://www.he-alert.org/documents/published/he00640.pdf 

[Accessed 30thAugust 2010]. 

 

 Reason, J., 1997. Managing the risk of organisational accidents. Aldershot: 

Ashgate Publishing. 

 

 Redmill, F. & Anderson, T. eds., 2006. Development in risk-based 

approached to safety. United Kingdom: Springer London Ltd. 

 

 Reeves, K.T. and Harper, D., 1981. Surveys at work: A practitioner‟s guide. 

New York: McGraw-Hill Education – Europe. 

 
 
 
 

http://www.wmu.sof.or.jp/fw_jesus_01.pdf
http://productphotos.wordpress.com/2009/08/27/ships-bridge/
http://www.he-alert.org/documents/published/he00640.pdf


 

109 
 

 Rodriguez, J.A. and Hubbard, C.M., 2001.The international safety 

management (ISM) code: A new level of uniformity. [Online] New Orleans: 

Fowler, Rodriguez, Kingsmill, Flint, Gray, & Chalos, L.L.P. 

 

Available at: http://www.frc-law.com/files/pub_ISM.pdf 

[Accessed 1stSeptember 2010]. 

 

 Ross, M.J., 2009. Human factor for naval marine vehicle design and 

operation. Aldershot: Ashgate publishing limited. 

 

 Roughton, E.J. and Mercurio, J.J., 2002. Developing an effective safety 

culture: A leadership approach. United States: Butterworth-Heinemann. 

 

 Rousmaniere, J., 2002. After the storm: True stories of disasters and recovery 

at sea. USA: International Marine Publishing Co. 

 

 Rowely, I., 2006. MCA RP545: Development of guidance for the mitigation of 

human error in automated ship borne maritime systems. [Online] 

 

Available at: http://www.mcga.gov.uk/c4mca/research_report_545.pdf 
 
[Accessed 16thAugust 2010]. 
 

 Santiago, A.A., 2007. Why employees do not follow procedure. Inter Metro 

Business Journal, 3 (2), pp. 15-49. 

 

 Saunders, M. Lewis, P. and Tornhill, A., 2009. Research methods for 

business students. 5th ed. Harlow: Pearson Education Limited. 

 

 Schager, B. 1998.Understanding the “Human Factor”. BIMCO Bulletin 93: 

362–365. 

 

http://www.frc-law.com/files/pub_ISM.pdf
http://www.mcga.gov.uk/c4mca/research_report_545.pdf


 

110 
 

 Schaltegger, S.  Burritt, R. & Petersen, H., 2003. An introduction to corporate 

environmental management: Striving for sustainability. Sheffield: Greenleaf 

Publishing. 

 

 Sekimizu, K., 2006. The Human Element in the work of the IMO. The 

International Maritime Human Element Bulletin, “Issue 12”, July. p 7. 

 

 Sherif, M., 1936. The psychology of social norms. New York: Harper & Bros. 

 

 Sillitoe, A., 2008. Managing the Human Element – Best Practice for Ship 

Operators. Lloyd‟s Register: London. 

 

 Sims, R.R., 1994. Ethics and organizational decision making: A call for 

renewal. Westport: ABC-CLIO. 

 

 Skelton, B., 1997. Process safety analysis: An introduction. Warwickshire: 

Institution of chemical engineers. 

 

 Somavia, J. (2006). A new “bill of rights” for the maritime sector: A model for 

fair globalization. International Labour Office, Office of the Director-General, 

Statements. [Online] 

Available at: 

http://www.ilo.org/public/english/bureau/dgo/speeches/somavia/2006/maritime.pdf 

[Accessed 1stAugust 2010]. 

 

 Soyer, B., 2006. Warranties in Marine Insurance. United Kingdom: Cavendish 

Publishing Limited. 

  

 Strater, O., 2005. Cognition and safety: An integrated approach to system 

design and performance assessment. Aldershot: Ashgate Publishing Group. 

 

 Steenbrink, P., 1974. Optimization of transport network. New York: Wiley. 

http://www.ilo.org/public/english/bureau/dgo/speeches/somavia/2006/maritime.pdf


 

111 
 

 Thagad, P., 2010. The brain and the meaning of life. New Jersey: University 

Presses of California, Columbia and Princeton. 

 

 The Law Commission, 2010. Criminal liability in regulatory context: A 

consultation paper. United Kingdom: The Stationary Office. 

 

 Trivedi, S., 2005.  A Handbook of International Organisations. New Delhi: 

Atlantic publishers and distributors. 

 

 Tzannatos, E., 2010. Human Element and Accidents in Greek Shipping. The 

Journal of Navigation, 63, 119-127. 

 

 UK P&I Club, 2010. Analysis of Claims. [Online] 

Available at: 

http://www.ukpandi.com/ukpandi/resource.nsf/Files/LCA%201997%20Human%20Err

or/$FILE/LCA+1997+Human+Error.pdf 

[Accessed 25thAugust 2010]. 

 

 UK P&I Club, 2010. Analysis of claims. [Online] 

Available at: 

http://www.ukpandi.com/ukpandi/infopool.nsf/html/LP_Init_AnalyMajorClaims 

[Accessed 15thSeptember 2010]. 

 

 UK P&I Club, 2010. The Human Element. [Online] 

Available at:  

http://www.ukpandi.com/ukpandi/infopool.nsf/HTML/LP_Init_HElement 

 [Accessed 10thNovenmer 2010]. 

 

 UNCTAD., 2000. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

http://www.ukpandi.com/ukpandi/resource.nsf/Files/LCA%201997%20Human%20Error/$FILE/LCA+1997+Human+Error.pdf
http://www.ukpandi.com/ukpandi/resource.nsf/Files/LCA%201997%20Human%20Error/$FILE/LCA+1997+Human+Error.pdf
http://www.ukpandi.com/ukpandi/infopool.nsf/html/LP_Init_AnalyMajorClaims
http://www.ukpandi.com/ukpandi/infopool.nsf/HTML/LP_Init_HElement


 

112 
 

 UNCTAD., 2001. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

 UNCTAD., 2002. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

 UNCTAD., 2003. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

 UNCTAD., 2004. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

 UNCTAD., 2005. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

 UNCTAD., 2006. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

 UNCTAD., 2007. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

 UNCTAD., 2008. Review of Maritime Transport 2009, New York: United 

Nation Publications. 

 

 UNCTAD., 2009. Review of maritime transport 2007. New York: United 

Nations Publications. 

 

 University of Greenwich, 2010. University of Greenwich Research Ethics 

policy. [Online] 

Available at: http://wwww.gre.ac.uk/research/rec/rep 

[Accessed: 24thOctober 2010]. 

 

http://wwww.gre.ac.uk/research/rec/rep


 

113 
 

 USCG, 2010. Prevention Through People. [Online] (Updated on 23rd June 

2010) 

Available at: http://www.uscg.mil/hq/cg5/cg5211/ptp.asp 

[Accessed 1stAugust 2010]. 

 

 Vincoli, W.J., 1994. Basic guide to accident investigation and loss control. 

New York: John Wiley & Sons. 

 

 Wang, C., 2010. Managerial decision making leadership. Chichester: John 

Wiley and Sons Ltd. 

 

 Whittingham, B.R., 2008. Preventing corporate accidents: An ethical 

approach. Oxford: Elsevier Science & Technology. 

 

 Willingale, M., 1998. Ship Management. 3rd Edition. London: LLP Reference 

Publishing.  

 

 Wilpert, B. & Qvale, T. eds., 1993. Reliability and safety in hazardous work 

systems: Approached to analysis and design. Hove: Taylor & Francis Ltd. 

 

 Witzel, M., 2001. Organization Behavior1890-1940. United Kingdom: 

Thoemmes Press.  

 

 

 

 

 

 

 

 

http://www.uscg.mil/hq/cg5/cg5211/ptp.asp


 

114 
 

Annexes 

Annex A: Ethical letter 

Respected Sir/Madam, 

I am a student at Greenwich Maritime Institute, pursuing my Masters of Business 

Administration in Maritime Studies. As an integral part of my course I am required to 

conduct an original piece of research. 

The topic of my research is; 

„„Does the presence of human element in shipping companies contribute towards 

accidents on ships?‟‟ 

I request your kind assistance in completing the attached questionnaire. Your 

valuable input is important for the research. Please feel free to provide any additional 

comments on the topic or the questionnaire. 

I hereby assure you that the information provided in the questionnaire is anonymous, 

shall only be used for strict academic purposes and, will be treated confidentially. 

Furthermore, the whole process is based on the ethical guidelines provided by the 

University. 

I would like to thank you on behalf of myself and the University for participating in 

this research. 

 

Regards, 

Tipu Parvez 
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Annex B: Manager‟s questionnaire 

 

1. What type of organisation do you represent?  

[  ]       Owner 

[  ]       Operator 

[  ]       Ship manager  

[  ]       Classification society 

[  ]       Insurer 

[  ]       Manning agent  

           Others (please specify):  

 

2. For how many years have you been associated with the shipping industry? 

[  ] 0-5 

[  ] 5-10 

[  ] 10-15 

[  ] 15 or more 

 

3. Please indicate the best possible description of your position?  

[  ] Director 

[  ] Manager 

[  ] Mid level manager 

 Others (please specify): 

 

4. How far do you agree with the statement; “decision making and safety culture 
are directly linked to human behaviour?” 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 
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In companies you have worked for, or closely with, how far do you agree with the 
following statements?  

 

5. Ship managers give a high priority to safety. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly Disagree 

 

6. Shipping companies allocate sufficient resources towards safety. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

7. Shore based and ship board management work together to address safety 
related issues. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 
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8. Safety culture is not only established by written policies, but also by decisions, 
leadership and a joint commitment from ship and shore based management. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

9. Shipping managers are adequately trained and respond effectively with 
respect to safety issues. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

10. If safety is a priority for your supervisor, how often do you feel that you have 
been left out of the safety policy making process? 
 

[  ] All of the time 
 
[  ] Most of the time 
 
[  ] Some of the time 
 
[  ] Almost none of the time 
 
[  ] None of the time 

 
11. Managerial decisions concerning safety are influenced by lack of time arising 

due to commercial pressures and competitive nature of the industry. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 
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12. How comfortable are ship managers with their decisions when balancing 
between safety and profits? 
 

[  ] Extremely comfortable 
 
[  ] Very comfortable 
 
[  ] Somewhat comfortable 
 
[  ] A little comfortable 
 
[  ] Not at all comfortable 

 

13. If on board safety procedures are by-passed, sometimes management turns a 
blind eye. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

14.  In your view, have the number of accidents reduced since the implementation 
of ISM code?  

[  ] Have greatly reduced 

[  ] Have reduced 

[  ] There is no change 

[  ] Have appeared to have increased 

 

15.  Wrong decisions made by managers can lead to accidents on ships. 

[  ] Yes 

[  ] No  

If you have answered „„Yes‟‟ to the above question, then in your opinion, what 

percentage of accidents occur due to shore based (management) human error. 

 

 

                                 % 



 

119 
 

Comments: 
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Annex C: Seafarers questionnaire 

 

1. For how many years have you been associated with the shipping industry? 

[  ] 0-5  

[  ] 5-10 

[  ] 10-15  

[  ] 15 or more 

 

2. Please indicate your rank?  

[  ] Captain 

[  ] Chief Officer 

[  ] Chief Engineer 

[  ] 2nd Engineer 

 Others (please specify): 

 

3. How far do you agree with the statement; „„decision making and safety culture 
are directly linked to human behaviour?‟‟ 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 
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In companies (or a company) you have worked for, how far do you agree with the 
following statements?  

 

4. Shore based managers give a high priority to safety. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly Disagree 

 

5. Shipping companies allocate sufficient resources towards safety. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

6. Shore based and ship board management work together to address safety 
related issues. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 
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7. Safety culture is not only established by written policies, but also by decisions, 
leadership and a joint commitment from ship and shore based management. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

8. Shipping managers are adequately trained and respond effectively with 
respect to safety issues. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

9. How often do you feel that you have been involved in the safety policy making 
process, in the company? 
 

[  ] All of the time 
 

[  ] Most of the time 
 

[  ] Some of the time 
 

[  ] Almost none of the time 
 

[  ] None of the time 
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10. Managerial decisions concerning safety are influenced by lack of time arising 
due to commercial pressures and competitive nature of the industry. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

11. How comfortable are ship managers with their decisions when balancing 
between safety and profits? 
 

[  ] Extremely comfortable 
 
[  ] Very comfortable 
 
[  ] Somewhat comfortable 
 
[  ] A little comfortable 
 
[  ] Not at all comfortable 

 

12. If on board safety procedures are by passed, sometimes management turns a 
blind eye. 

[  ] Strongly agree 

[  ] Agree 

[  ] Neither agree nor disagree 

[  ] Disagree 

[  ] Strongly disagree 

 

13.  In your view have the number of accidents reduced since the implementation 
of ISM code? 

[  ] Have greatly reduced 

[  ] Have reduced 

[  ] There is no change 

[  ] Have appeared to have increased 
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14.  Wrong decisions made by managers can lead to accidents on ships. 

[  ] Yes 

[  ] No  

If you have answered „„Yes‟‟ to the above question, then in your opinion, what 

percentage of accidents occur due to shore based (management) human error. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                 % 
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Comments:  
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Annex D: Interview questions 

 

 Ship managers give a high priority to safety, Yes or No. 

If No, briefly describe what seems to be a higher priority 

 Ship companies allocate sufficient resources towards safety, Yes or No. 

If No, briefly describe what seems to be a potential problem. 

 If on-board safety procedures are by-passed sometimes management turns a 

blind eye, Yes or No. 

If No, briefly describe why they are inclined to do so. 

 Human element is an important tool to reduce accidents, Yes or No. 

 

 

 

 


