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Quarterly SMS Report                       Q3, October 2017 

Quarterly report of the marine Safety 
Management System (SMS) performance and 
incident statistics 

Q3 2017 

Serious and very serious incidents 

We have had 12 serious incidents so far in 2017—which is above the trend line to achieve 
a 10% reduction on last year 

Definitions 

Minor Incident: Incidents, 

which do not affect persons 

and/or have a negligible cost 

implication (<£5K) 

Serious Incident: Incidents 

which may involve slight/

significant injury to persons 

and/or have a moderate cost 

implication (<£500K) 

Very Serious Incident: 

Incidents reported to the 

Board, which involve serious 

injury or fatality and/or have a 

serious/major cost implication 

(>£500K) 
*Cumulative total 

 Q1 to Q3 in 2017 has seen 11 serious incidents occur, which is the same as the total of 2016 and 
already 10% higher than our target for a 10% reduction. 

 Q3 has seen 4 serious incidents which is similar to Q3 last year (2016 Q3 = 6) 

 POLARIS shipping movements are up 2% compared to this time last 
year, however the summer has not seen the volume of passengers on 

the river, with numbers down nearly 10%. 

 Near Miss reports are 92% up on last year and Deficiencies are 33% 
higher, which may indicate an improving reporting culture. However, 
the frequency of reports have declined since the increase in June this 
year. 

Definitions 

Incident: All incidents, including 

breakdowns which result in an 

incident or near miss occurring. 

Deficiency: Breakdowns which 

did not lead to an incident or near 

miss. For Commercial Shipping, 

these are reported to the Maritime 

& Coastguard Agency (MCA) if 

they fail to comply with the 

requirements of international 

conventions (i.e. SOLAS, 

MARPOL, STCW, etc.) 

Near Miss: An instance of a 

vessel or vessels narrowly 

avoiding an Incident. 
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A closer look at the reports so far in 2017 

There have been 144 incidents, 76 deficiencies and 70 near 
misses so far in 2017, giving a total of 290 — 71 (32%) more 
than this time last year 

% change to last year 
   

 Commercial Shipping 

  up 36% 
 

 Inland Waterways 

  up 20% 
 

 Recreational 

  up 58% 

Incident Investigation Performance 

Minor Incidents 

 Our target for completing minor incident investigations is 4 weeks. 

 We have achieved our target for 49% of incidents, up 7 
percentage points again from the last quarter. 

 A new Deputy Harbour Master has joined the Lower harbour 
Master team which should continue to improve our investigation 
performance. 

Serious / Very Serious Incidents and Prosecutions 

 We aim to complete the initial Harbour Master’s Investigation Report 
for serious and very serious incidents within 6 weeks and complete 
the actions from the investigation and close out the incident after 10 
weeks. Where prosecutions are involved, we also aim to pass the 
appropriate documentation to our lawyers within 10 weeks of the incident. 

 Of the 12 serious incidents in 2017, 2 have met the 10-week closeout target, 5 have missed the target 
and 5 remain under investigation. 

 We have had 4 incidents which involve a prosecution, however all 4 have not been closed out within 10 
weeks. 

Quarterly SMS Report                       Q3, October 2017 



 3 

 

Causal analysis — Incidents, Near Misses and Deficiencies in 2017 

Human Error 

 The cause of over 29% of reports (84) so far this 

year are labelled as Human Error, however this proportion is 

down 13% compared to this time in 2016. 

 In addition, 26% (75) are labelled as Compliance Failure, which 

are failures of a Company’s, Ship’s or Club’s procedures or 

Safety Management System which has lead to an incident 

occurring. This is over twice the amount compared to last year 

(35). 

 Due to Commercial Shipping making up 57% of incidents 

caused by Human Error, a Trend Analysis has been compiled to 

look at this area specifically. This can be found on the following 

pages. 

Machine / Equipment 

 The cause of over 23% of reports (67) so far this year are labelled as Machine, Equipment or Hull Failures. 

Even though the overall number is similar to last year’s (64), the proportion of incidents caused by 

breakdowns is less. 

 Of the 67 reports caused by the above breakdowns, 22% resulted in Incidents and 17% resulted in Near 

Misses. The other 60% had limited consequence and were only labelled as Deficiencies. 

Human Factors—Safety Campaign 

 

 

 

 

 

 

 

Look out for our Safety Campaign in 2017! We’ll be putting out messages on how you can help each other avoid 

Human Error. Go online to find out more: www.pla.co.uk/humanfactors  

Top 6 Human Error Categories 
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Trend Analysis — Human Error and Commercial Shipping 

The last Quarterly SMS Report looked at breakdowns. This trend analysis looks at Human 
Error, specifically in the Commercial Shipping sector 

 Commercial Shipping occurrences have increased 
since 2012, however the rate of increase has 
reduced recently. Recreation and Inland Waterways 
have seen a steady decrease. 

 The proportion of all occurrences in 2017 which 
were labelled as Commercial Shipping is 45%. This 
has steadily increased since 2012. 

All Commercial Shipping Incidents, Near Misses and Deficiencies since 2012 

 Human Error proportion peaked in 2013, reducing 
since, however still currently makes up around 30% 
of all Commercial Shipping occurrences. 

 17% of Human Error Commercial Shipping Incidents 
(27) have been labelled as Serious or very Serious. 

What are the consequences of these occurrences?  

 Of those commercial shipping occurrences caused by Human Error since 2012, 66% have resulted in 
an incident occurring. 

 The proportion that were Near Misses has increased dramatically this year., with the proportion 
resulting in incidents decreasing. So far in 2017, 56% of reports were Near Misses. This shows an 
improving reporting culture. 

Proportion of Commercial Shipping Occurrences 

caused by Human Error 

 The majority of occurrences labelled as 
Human Error have resulted in Contacts 
and Collisions, however it should be 
noted that 23% of the Contacts were 
Near Misses and 88% of the Collisions 
were Near Misses. 

 51% of the occurrences labelled as 
Human Error have had ‘Misjudgement’ 
identified as the Primary Cause. 

 

When? 

 There are peaks of Human Error 
occurrences in Commercial Shipping in 
March, July and September. 

 Shipping voyages (2016) are also shown 
on the graph, which represents the 
unsurprising direct correlation between 
the number of voyages and the number of 
occurrences. 
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Trend Analysis—Part 2 

 The largest proportion of Human Error occurrences are caused by Container Vessels (26%) 

 Of these 51 Container Vessel occurrences, 53% were in Northfleet Hope, of which 80% are contact 
Incidents and Near Misses, which is unsurprising given that 45% of all Commercial Shipping 
occurrences labelled as Human Error are Contacts. 

 There is also a large number of busy berths in this area. A recent analysis of Tilburyness berths 
(Tilbury Dock, Northfleet Hope Container Terminal / LCT, Tilbury Grain Terminal and Tilbury Landing 
Stage) these berths received over 23% of all Commercial Shipping voyages in 2016. 

 An analysis of the Container Vessel occurrences reveals no particular trend in ship or company, 
although at London Container Terminal, the upper terminal has had more incidents than the lower 
terminal, particularly involving vessels greater than 250m. 

 

Where Human Error Incidents and Near Misses 

What vessel types are responsible for Human Error occurrences? 

 Collisions are largely Near Misses (85%) with Gravesend Reach featuring highly. 

 Of the 12 Near Misses in Gravesend Reach, 8 of them were a result of traffic conflicts, either close 
quarters situations developing, when overtaking vessels awaiting their berth, or when vessels 
manoeuvred to/from their berth. This links in with the trend identified in the Northfleet Hope area above. 
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Conclusion 

 Currently, 13% of all occurrences in the Port are labelled as Commercial Shipping, caused by Human Error. 

 There is a direct relationship between the number of occurrences and the number of Commercial Shipping 
voyages on the river. 

 Most occurrences are related to the traffic in the Northfleet Hope / Tilbury / Gravesend Reach area, either 
Contacts with terminals during berthing or Near Miss Collisions due to peak traffic density periods. Further 
detailed analysis of traffic management in this area is needed to identify possible solutions. 
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The port-wide risk assessment and hazard reviews 

 

 

 

The top 5 hazards in the Port-wide Risk Database  

1. Contact - Standard Vessel during Transit (Lower District) 

2. Collision - Vessel at High Speed (Middle District) 

3. Contact - Jetties, Berths, Piers during Transit (Lower 
District) 

4. Grounding - ULCS swinging / manoeuvring at LGP (Lower 
District) 

5. Collision - Vessels Berthing / Un-berthing (Middle District) 

An overview of the Hazard Reviews so far in 2017 

Recent reviews of the Port-wide Risk Assessment has been to 
restructure the database to enable more detail to be captured on 
specific assessments, whilst simplifying the database overall and 
avoiding repetition. 

Currently, we have separate specific assessments, such as 
London Gateway, Cruise Ships Navigating through the Thames 
Barrier, which will potentially be integrated into our ‘Hazman’ 
system during upcoming reviews 

Example of Generic/Specific structure: 

 

 

 

 

 

 

Navigational Risk Assessment Working 

Groups (NRAWGs) 
There have been no NRAWGSs initiated this quarter 
 

Progress on previous NRAWGs: 

NRAWG 57 – Pilotage Limits 

The new Pilotage Directions 2017 have come into force as of 1st  October. 

The ‘PEC B’ regime for tugs and tows exceeding Pilotage limits (80m) between Sea Reach 1 and 
Margaretness has seen around 50 masters and mates receive PEC Bs through Grandfather Rights. 

 

NRAWG 58 - Navigation around Broadness and Similar River Bends 

“Introduce trial one-way working zone for any vessels over 180m with any reporting vessel around 
Broadness”. Traffic management trials are underway. 

Our port-wide risk assessment 

The Port Marine Safety Code requires that 

all ports must base their management of 

marine operations (i.e. their powers, 

policies, plans and procedures) on a formal 

assessment of the hazards and risks to 

navigation within the port.  Furthermore, port 

authorities must maintain a formal Safety 

Management System (SMS) developed from 

that risk assessment. 

 

Our risk assessment is split into 4 ‘registers’: 

 Upper (Tedding ton to Putney) 

 Middle (Putney to Dagenham) 

 Lower (Dagenham to Sea Reach 1) 

 Estuary (Sea Reach 1 to Outer Limits) 

so that river topography, traffic and local 

conditions can be taken into account when 

assessing risks. 

 

NRAWG—Navigational Risk 

Assessment Working Group 

In meeting its obligations under the Port 

Marine Safety Code, the Port of London 

Authority (PLA) maintains a navigational 

Safety Management System (SMS) based 

on formal risk assessment. The Navigational 

Risk Assessment Working Group (NRAWG) 

is the vehicle for that involvement. 

In addition to PLA staff, this process 

involves using the knowledge and 

experience of practising River users, 

stakeholders and other interested parties 

when relevant. 
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*Generic Hazard* 

Collision—Standard Vessel 

*Specific Hazard* 

Collision—ULCS in the Oaze 

*Specific Hazard* 

Collision—Pilot Boarding/Landing Areas 
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A new Navigational Safety Policy has been written, which merges all 
our previous Marine Policies such as Enforcement & Prosecution, 
VTS, Hydrographic, Pilotage, Consultation and Marine Training 
Polices into one condensed document. Whilst it has been 
streamlined, our general approach and strategy to managing marine 
safety is unchanged. 

 

This new Policy can be found on the Intranet/online here:  

 

What is our Navigational Safety Policy about? 

Our Navigational Safety Policy states our commitment to complying 
with the Port Marine Safety Code and associated industry good 
practice. It summarises our duty to marine safety and sets the basis 
on which our decisions regarding marine safety are made. The job of 
the Policy is to broadly summarise what we need to do and why, 
whereas the detail of how is contained within the likes of the SMS 
Manual or other departmental manuals. 

 

What objectives do we set ourselves in respect of marine 

safety? 

Our 3-year Marine Safety Plan contains targets and objectives we set 
ourselves to improve marine safety. It’s due renewal for 2018. 

We’ll publish an SMS Annual Report at the end of the year, which will 
include a review of our performance against this plan and form the 
basis of any new objectives we set ourselves for the next 3 years. 

The current Marine Safety Plan (2015-2017) can be found online 
here: https://pla.co.uk/Safety/Marine-Safety-Plan  

 

www.pla.co.uk/Safety/Safety-Management-Systems 

Visit the Safety Management Systems webpage to find: 

 Our Marine Safety Plan and SMS Manual 

 Incident Investigations, Data and other SMS Reports 

 Guidance on Risk Assessments 

 Our ongoing and previous public consultations 

Our new Navigational Safety Policy 

Our Policy for Managing the Safety of Navigation, along with its supporting Marine 
Policies, has recently been reviewed 

2017 Safety Bulletins 

No.1 of 2017 Navigating in Close 

Proximity to Piers, Jetties and Other 

River Structures  

Following recent incidents involving 

passenger vessels and small craft, 

the PLA has identified some safety 

issues, which are of relevance to 

Masters and Operators of vessels on 

the tidal Thames and especially 

those operating smaller vessels 

within central London.  

No.2 of 2017 Compliance with 

Closed Arch Signs  

There has been an increasing 

number of incidents involving 

recreational vessels navigating 

through Richmond Lock, Weir and 

Footbridge while the weirs are being 

lowered or raised. The most recent 

incident occurred in May this year, 

where a Rowing Eight ignored the 

Closed Arch Signs at the behest of 

an accompanying coaching launch 

while the weir gates were in the 

process of being lowered.  

No.3 of 2017 Lifejacket Crotch 

Straps  

The PLA’s ongoing review of 

lifejacket safety has bought about a 

change in policy regarding the use of 

crotch straps for PLA employees.  

Enforcement1
 

A summary of the enforcement carried out this quarter, which can be from education and advice, to informal 
verbal warnings, through formal written warnings to action in the Courts. 

 Various educational letters and discussions have taken place regarding inappropriate navigation, misuse of 
autopilots and the need for a Helmsman when using an autopilot (General Direction 7), and the restrictions on 
Paddleboarding in Central London. 

 7 Verbal Warnings have been issued—3 for inappropriate navigation, 2 for the misuse of VHF (General Direction 
4), 1 for breach of the Pilotage Directions and 1 for contravention of General Direction 18 regarding sufficient 
persons on the bridge. 

 2 Harbour Master’s Warnings have been issued for navigating inappropriately and for navigating without 
navigation lights. 

 5 Harbour Master’s Reprimands have been issued for breach of Section 108 of the Port of London Act 1968 (As 
amended), breaching River Byelaw 9 (Drink&Drugs) and exceeding their vessel’s passenger capacity 

1 To view our previous prosecutions, visit: https://www.pla.co.uk/Safety/Regulations-and-Guidance/Enforcement-Action  
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https://www.pla.co.uk/assets/safetybulletin1of2017-navigatingincloseproximitytopiersjettiesandotherriverstructures.pdf
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