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Summer in now truly with us and for 
most (though not all) it brings with 
it calmer conditions. One less 
challenge perhaps to face in our 
daily professional duties, many of 
the others though of course remain. 

Sunshine and a cool breeze 
created the perfect conditions for 
the UK team in the EMPA football 
tournament at Kiel a few weeks ago 
where they were beaten into the 
runner-up position by the Weser-Ems 
team in literally the last few seconds 
of the fi nal. Congratulations to all the 
players and their supporters who 
travelled to Kiel.

In May, I wrote a newsletter to all 
members detailing the many issues 
facing colleagues around the country.  
If you missed its content please 

email me and I will send it to you 
again. A similar detailed newsletter 
with updated information will be 
issued through the summer, there is 
much ongoing and new of serious 
signifi cance to all members.

The nature of pilotage and the 
associated environment inevitably 
results from time to time in incidents, 
sometimes serious. In recent months 
a number of signifi cant reports have 
been issued by the MAIB – notably 
Apollo and Sea Melody, whilst 
foreign agencies have issued equally 
important reports of relevance to 
UK pilots; Cape Abricot (Canada) 
– confi rms a legal status, Norfolk 
Express (Germany) describes a 
grounding and Atlantic Princess 
(Australia) refers to a pilot ladder 
fatality. All are easily available by 
searching the ship name online. Don’t 
forget also that the revised UKMPA 
incident procedures are contained 
within circular 6-2014 on the UKMPA 
website. New notifi cation details 
cards are currently being produced.

Within this issue are short reports 
of the EMPA Annual General Meeting 
and the IMPA 22nd congress. One 
important thing to note is that 
each of these events is open to 
all UKMPA members to attend, 

not just committee members. 
They are always worthwhile, 
as many members attending in 
particular the IMPA congress for 
the fi rst time this year discovered.

Arrangements for the 126th UKMPA 
conference are well in hand. The 
programme is now completed with 
a varied mix of speakers and the 
event will be preceded the afternoon 
before with a trip on the Manchester 
Ship Canal – places being limited.
For full conference details, booking 
etc. see www.ukmpa2014.co.uk

In May, I wrote to the Transport 
Select committee expressing serious 
concern at the increasing incidences 
of cost cutting policies adopted by 
a number of port authorities which 
have potential serious implications 
to the safety of navigation in the 
respective ports. The TSC Chair 
(Louise Elman, MP) subsequently 
wrote to the MCA. The TSC letters 
and the MCA responses are here;
http://tinyurl.com/pkso5s2.

Finally, I sadly have to report 
the passing of two former PLA 
colleagues, “Lou” Mann and 
Mike McCormick.

Enjoy a safe, fulfi lling summer with 
fair winds and calm seas.
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Chairman’s safety campaign
The photo refl ects the serious 
nature of potential accidents 
when on operations near water, 
in this case whilst walking back 
from the Timsbury Manned 
Model training facility.

A bottle of something sparkling 
is to be won at conference for the 
member that can spot the most 
mistakes and list the precautions 
the pilot should have taken to 
prevent such an incident occurring.  
All entries to be sent by email to the 
Secretary at: secretary@ukmpa.org
by Monday 24th November 2014. 
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Stein Inge Dahn, EMPA President, 
welcomed delegates to the 48th 
EMPA General Meeting held in 
Antwerp on the 27 and 28 March 
2014. Attending and representing 
our Association were Mike Morris, 
Manchester pilot and EMPA VP,  
John Pearn, Milford Haven pilot, and 
Vice-Chairman Julian Lancaster and 
Peter Wylie, both Tees Bay pilots.

Pilots from Georgia gave a 
presentation on how competition in 
pilotage had affected their profession. 
Their concerns obviously affect all 
pilots in Europe, because the EU 
proposes to introduce competition in 
pilotage through EU law which would 
come into effect immediately. Stein 
Inge Dahn spoke about the current 
position of EU Ports regulation, which 
is now on hold till after EU elections, 
when it will most likely reappear. 
EMPA Secretary Dirk Vael gave an 
account of the extensive meetings 
hosted by EMPA to respond to 
proposed EU ports regulation.         

Country reports followed, and a 
major concern was the number of 
countries introducing competition 
in pilotage or placing it under 
review by their own governments. 
Denmark’s report opened with a 
review of open competition in Danish 
pilotage, which, as this report is being 
written, has now been implemented 
(members were recently sent an 
email about this). Norway’s pilotage 
is under review, but the Norwegian 
government has recommended 
that the status quo remains, but 
still leaving stakeholders arguing. 
Portugal also has concerns after a 
PEC study in 2012, and competition 
has now been recommended, which 
could see either a tug company or  
a ship owner running their own  
pilotage operations.  

A joint EMPA and Nautical Institute 
(M Veryloesem) presentation was 
devoted to Voyage Data recorders, 

‘the black box’. Stein talked about 
the Full City (2009) Incident in Norway 
in which a 160m bulk carrier in ballast 
with Chinese crew had a full capacity 
of bunkers onboard. The vessel had 
anchored on instruction by the VTS 
and agents just outside the VTS area 
and port limits in southerly gales. 
When she commenced dragging her 
anchor it was estimated that she had 
built up a speed of two knots and 
within half an hour had dragged onto 
hard rock. The rocks holed the vessel 
in a bunker tank causing a spill into 
a recreational area. This turned into 
a huge media event and the blame 
was eventually placed with the ship’s 
captain, who got two years in prison 
along with the third officer, who 
got two months in prison for failure 
to report that they were dragging.  
Public reports blamed the VTS and 
agent for telling the vessel to anchor, 
a fact that resulted in the captain 
having his sentenced reduced. It 
depends on the country in which 
incidents occur whether VDR can  
be used as evidence.

Yves Beckman and Steve Clinch 
reported on the use of VDR in 
accident investigations. Steve 
Clinch, Chief Inspector of the MAIB, 
explained the purpose of Accident 
investigations which do not to lead 
to criminal proceedings. MAIB is 
tasked to find out the facts and 
provide recommendations to prevent 
similar accidents occurring. The 
regulation EU 2009/18/EC requires all 
European countries to have a marine 
investigation bureau (similar to the 
MAIB). MAIB was formed after the 
Herald of Free Enterprise disaster in 
1983. They have the power to enter 
any building without warrant and 
any person under investigation by 
the MAIB does not have the right to 
remain silent. All reports are to be 
published within 8.5 months. MAIB 
does not release VDR Data, except to 
Police, the owner and MCA. MAIB 

does not provide analysis, but where 
required gives raw data to Police.  
So in effect VDR data can be used  
in a criminal case.

The next part of their presentation 
was on the ship’s VDR system. A 
ship’s VDR records all navigation 
information derived from equipment 
with digital signals such as 
the radars, AIS, depth, engine 
movements, thrusters, microphones 
at strategic points and VHF 
transmissions. The microphones 
in control areas are sensitive and 
important as they can tell where 
people are on the bridge and 
what they were doing. Problems 
of VDR were discussed, such as 
the differences in equipment by 
manufacturers and in reading data 
and the way it is presented. The VDR 
is considered probably the most 
important tool, but 90% of data sets 
have problems. There followed a 
demonstration of VDR recordings of 
the Samskip Courier and Skagern 
(Humber), Queen Victoria (Valletta) 
and Union Moon (Belfast).

Andre Berger, an airline pilot, gave 
a recent example of data recorders 
in the aviation industry. The airlines 
invented the black box, so it is 
interesting to hear how their use of 
it differs from the marine version. 
There are two recorders carried on 
every aircraft to record flight data 
and cockpit voices. A computer 
monitors every flight and major non 
conformities are investigated. It 
takes three to four years to produce 
an accident report. He discussed 
the disaster of Flight 870 in 1980.  
Air investigator Frank Taylor found 
20 years later that a bomb was the 
cause, but the Italian authorities 
refuse to accept this and still 
maintain that it was a missile.

Walter Justers and Eric Van 
Hooydonk presented the legal 
aspects of the VDR. Historically the
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first law was the French ‘ordonnance 
de la marine’ (1681) which required a 
vessel to have a master’s log book. 
SOLAS five regulation 20 covers 
VDR carriage requirements and 
in particular VDR data. Systems 
before 2014 require 12 hours of 
memory before the VDR system can 
overwrite. After 2014 VDR must be 
float free. VDR systems must have 
at least 48 hours memory, and 30 
days for fixed long-term recording 
systems. When the MV Explorer sank 
a third party recovered the VDR, 
but the court did not allow the third 
party to download the data because 
it remained the property of the ship 
owner. Some EMPA members are 
further concerned at the lack of legal 
privacy of VDR data. Human rights 
may give some protection but these 
have not been fully tested in court. 
It was concluded that VDR might be 
used in civil or criminal proceedings 
against a pilot. Walter Justers 
from the International Chamber 

of Shipping insurance committee 
cited the M.V Olympia collision in 
Rotterdam September 2012 with the 
Flandre Hua Chi 8. The claim was for 
$10 million. With all data checked, 
the ship owners took some blame 
because engine orders may have 
contributed to the accident.

The conference gave time to discuss 
its own affairs. Stein and Dirk 
answered questions about EMPA 
matters. Some of the membership 
expressed concerns as to when 
the EU could possibly start looking 
at the Ports Regulation again. The 
answer was that it was probably 
likely to be around September this 
year. There was discussion about 
the composition of the EMPA Board, 
including would a Secretary General 
similar to the same job at the IMPA 
be full time? The Board agreed this 
was the best option but that it would 
take time to implement. Further 
discussion included the best way

forward to continue lobbying and to 
gain full representation in the form of 
a Secretary General.

The proposed budget of EMPA 
was agreed, as were possible 
membership subscriptions for the 
future. The website and EMPA 
journal came under review. The 
current editor of the journal is to 
retire and EMPA are looking for a 
replacement. There could be cost 
savings if the hardback magazine 
is moved to an online version, but 
no decision was made and the 
production of the EMPA journal  
will continue.

The EMPA conference was concluded 
with a welcome to the Association 
to pilots from Georgia. Membership 
of EMPA countries now stands 
at 25. President Stein Inge Dahn 
announced that the 49th conference 
will be held in Lisbon in 2015.

Acknowledgements: Peter Wylie

The Kiel Pilots Association  
hosted the EMPA football 
tournament between the 29th  
and 31st May 2014.

A local hotel in the city of Kiel 
welcomed teams and their guests, 
providing an excellent opportunity  
for everyone to get to know each 
other. The Nordmark – Sportfield 
in the city of Kiel, located near the 
waterway, proved a fine venue for  
the football tournament. 

At the final whistle the German  
team, Weser-Ems won. Our 
Association team were worthy 
runners-up, with the Netherlands 
team from Vlissingen third.

50th EMPA Football Tournament 2014 
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Following the successful IMPA congress in London  
in 2012 the 22nd IMPA Congress was held in Panama 
City between 6th and 11th April 2014. 2014 marks the 
100th anniversary of the opening of the Panama Canal, 
which made it a fitting tribute to host the conference in 
such a location. There was a tremendous turnout from 
our Association, 15 pilots taking the time to attend;  
a special mention should be made for the six Tees  
pilots who attended.

A special thank you to Circle Insurance, who  
kindly sponsored the travel insurance for the  
UKMPA attendees.

Attending for our association was: London:  
Don Cockrill, Nick Lee, Jon Stafford, Peter Flanagan; 
Milford Haven: John Pearn; Manchester: Mike Morris; 
Liverpool: Martin James; Bristol: Martin Chatterton; 
Forth: Bob Watt; Tees: Peter Lightfoot, Mark Williams, 
Julian Lancaster, John Parnaby, Andy Armstrong,  
and Mark Green.

Arriving on Sunday delegates were welcomed at  
a reception held at Miraflores Lock Panama Canal  
Visitor Centre. This event provided a relaxed 
atmosphere in which to register and get to know  
other delegates in an informal atmosphere.

22nd IMPA Congress - Panama City 
Don Cockrill & John Pearn



On Monday delegates were  
welcomed by the IMPA President 
Mike Watson and Secretary General 
Nick Cutmore. The first day of 
Conference saw the election of the 
new IMPA Board. After eight years in 
post, IMPA President Mike Watson 
completed his second term, which 
meant he stood down. The new 
IMPA executive is composed of 
President, Simon Pelletier, (Canada) 
Senior Vice President, Frederic 
Moncany (France), Vice Presidents 
Hans Hermann Luckert (Germany), 
Alvero Moreno (Panama), Ricardo 
Falcao (Brazil), and Na Jong Pal 
(South Korea), and news we greatly 
welcomed, John Pearn (UK). John’s 
election to the IMPA board means 
that the UKMPA now has senior 
representation on both the EMPA  
and IMPA executive committees.

Delegates were shown a presentation 
on civil liability of pilots worldwide, a 
hot topic once again. In the evening 
delegates, their family and guests 
were given a guided tour of the Canal 
facilities, followed by a partial transit 
of the Panama Canal through the 
Pedro Miguel and Miraflores Locks.

The Tuesday morning session 
was dedicated to a visit to the 
construction site of the new Atlantic 

Locks. Following lunch, delegates 
returned to the conference facility 
for a series of presentations on 
various canal pilotages including 
Panama, Kiel, Welland, and finally 
Manchester, this being presented by 
our association member Mike Morris, 
a Manchester Ship Canal pilot.

Wednesday was the traditional 
mid-week conference leisure day, 
during which most spent their time 
with family and guests, either touring 
Panama City or visiting a nearby  
local beach resort, enjoying the 
fabulous weather. 

On Thursday the day’s programme 
focused on technical innovations 
in the pilotage sector, including 
developments in pilot boat design 
and a revealing presentation by 
Nick lee on hidden safety issues 
associated with use of Hadrian’s 
safety rail equipment. This latter  
item is something our members in 
the Technical and Training Committee 
have been investigating.

Friday topics included an update 
on E-navigation by Simon Pelletier 
(Canada) and Human-Centred Design 
by Peter Liley (Australia). As always, 
competition in pilotage around the 
world was of particular interest,  
with disturbing updates from 

Stig Thomsen (Denmark) and Pablo 
Pineda (Argentina).

The last afternoon session included 
a number of country reports and the 
traditional Handover of the IMPA 
flag to the next hosts, Korea, by the 
Panamanian Ambassador to the UK. 
The 2016 IMPA Congress will be 
held in Seoul in September 2016  
and as always it is open to all 
UKMPA members to attend.  
Details can be found on  
http://impa2016.com 

The final social event of this most 
successful conference was a 
gala dinner in the Old Quarter of 
Panama, which saw some delegates 
celebrating well into the early hours.

The biennial IMPA congress is a 
superb event facilitating not only 
statutory business of the Association 
but an opportunity to learn of recent 
developments globally affecting 
our profession. It provides an 
opportunity to meet new colleagues 
and renew old acquaintances from 
around the world. Its value cannot  
be over emphasized.

Many of the conference presentations 
and photographs can be accessed 
on the IMPA web site at  
www.impahq.org/presentations.php
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Geoff Lippitt, Business Development 
Manager PD Ports, welcomed 
delegates to the Ports Energy 
Conference. But what, you may  
ask, has this to do with piloting?  
Well, pretty much everything: the 
topics for discussion focused on the 
energy needs of the UK and the role 
of ports and shipping. Representing 
our Association at the conference 
were Mike Robarts, Harwich pilot, 
and John Pearn, Milford Haven pilot.

Government response  
to future energy needs
Tim Lord, who is head of Renewable 
Industry Investment at the Office  
of Renewable Energy Deployment,  
gave the keynote address on the 
Energy Act and its impact on ports. 
He outlined the market challenges 
facing the UK, such as closing of 
a fifth of the UK’s coal plants by 
2020 because of environmental 
regulations. He emphasised the need 
to secure supply and affordability of 
energy. There has been, he said, a 
long-term plan for decarbonisation 
for which the Government has 
committed some secure funding 
for low carbon energy. The whole 
change to low carbon energy entails 
the staggering figure of £110 billion 
of investment required by 2020. His 
clear message was that this meant 
there would need to be major private 
sector investment in energy. With a 
focus on renewable energies he felt 
that the UK could benefit from many

marine based renewable activities, 
such as offshore wind and the 
import of pellets for biomass plants.  
These activities would encourage 
the manufacturing, construction 
and maintenance of components in 
renewable energies in the UK, such 
as onshore and offshore solar and 
wind power.

Tim Lord congratulated UK ports on 
what had already been achieved in 
offshore renewables, and predicted 

21 ports 
benefiting from 
this market. 
The UK, he 
commented, at 
3.6 Giga Watts 
(2012) was the 
largest offshore 
wind market in 
the world, and 
was predicted 
to grow to 8-12 
Giga Watts 
by 2020. He 
further explained 
the risks in 

contracts for investors surrounding 
the strike price. He identified that 
if efficiencies could be made in the 
manufacturing and supply chains 
in offshore wind then investment in 
renewable offshore wind production 
would become much more viable 
and attractive to private investors. 
The Government is already looking at 
ways to support all of these activities, 
perhaps by reducing the risk for 
investors, setting strike prices till 
2018 and setting out contract terms.

The Ports Perspective
Alec Don, Chief Executive Milford 
Haven, presented the topic ‘The 
ports perspective, and why invest 
in energy over other opportunities?’   
Using a detailed map of Milford 
Haven and the distribution network 
that the Haven provides to the 
mainland, he showed how Milford 
Haven contributes nearly a third of 
the UK’s energy. He gave details  
of the RWE npower Pembroke  
Power station and of its efficiency

compared to older power stations, 
maintaining that the contribution 
these projects make to the UK 
economy is much more than 
shipping and energy because it 
represents jobs and investment in 
the local community. The ports area 
and business park are now a robust 
engineering and manufacturing 
area supporting the many different 
sectors that have invested in  
the Haven. 

The added value to the Haven  
from this area is something 
applicable to supply chain solutions 
in the renewables energy sector.  
He expressed concern about the 
length of consultation required by 
a new project in its planning stages 
and the extensive consent process 
modern developing ports have to  
go through to gain formal permission 
before construction starts. He told 
delegates of a real need for ports 
to be able to plan long term when 
investing in energy commodities, 
because at the moment there is 
fragmentation in UK energy policy.  
He ended his presentation by 
suggesting ways the UK could  
make itself more attractive  
to investors.

The Pilot 
Summer 2014
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A modern company  
looking for the right port area
David Sheppard, Able UK,  
addressed the conference on  
‘The Big Space in the Right Place’. 
Historically, Able UK have worked 
in decommissioning but now work 
in areas of port investment for 
offshore renewable energy. His 
discussion was pertinent because 
it outlined some of the problems 
when planning an offshore project 
and then getting the supply chain 
right. One suggestion he made 
was that businesses need to work 
collaboratively in their approach 
to resolve problems and seek 
solutions. Some of the problems 
faced by offshore projects are the 
large manufactured parts that need 
to be brought together before being 
shipped out to an offshore site. The 
UK still needs a large port that can 
facilitate a critical mass of project 
based activity. This means provision 
of a large quay space able to handle 
turbine parts that can be stored 
ready for shipping. Quays need to be 
able to handle heavy loads and offer 
proper modern carriage to lift heavy 
valuable parts onto ships and require 
berth depths in excess of 11m + to 
handle modern offshore vessels. 

One of the factors 
negatively influencing 
projects is the cost  
of low sulphur fuel 
that ships have to 
use in the North Sea 
whilst on charter.   
He then moved on 
to investigation of 
new sites for offshore 
renewable projects, 
explaining differences 
between the east 
and west coasts in 
topography and hydrography and 
how these make some sites better 
prospects than others when it  
comes to project planning.

Tidal energy and the move  
forward with tidal power
Lucy Parsons, a consultant for 
Stewart Parsons Ltd, discussed 
the role of sea ports in wave and 
tidal energy. Her presentation 
was a fascinating insight into the 
developments of tidal power. She 
spoke of a recent project in northern 
Scotland and how and where  
devices for tidal energy power 
generation can be placed. Not  
all locations around the UK are  
suitable for the foundations, 

equipment and tidal flow needed 
to generate electricity, bathometry 
being a critical factor during site 
investigation. Projects of this 
kind present many engineering 
challenges, especially the elemental 
force of the sea, which in other 
projects has shattered some of 
the toughest components. Further 
challenges include connecting grids, 
as well as carrying out offshore 
maintenance, and having access 
both to dry and to wet storage 
space. On the dry side some of the 
bases identified do not have easily 
accessible land, whilst on the wet 
side some offshore vessels are 
unsuitable for the shallow water 
where financially and physically 
viable installations are located.  
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Lucy Parsons dealt with other factors 
involved in research and design, 
including manufacturing, fabrication, 
installation and operation of the 
facility. She posed a crucial question: 
‘Is there one port in the right location 
that can do this?’ She showed how 
port capacity mapping is done, and 
explained weather windows and 
other environmental challenges.  
There is a need, she said, for the 
Crown Estate to estimate timescales 
for projects and then work with 
investors. Boards of directors need 
clear indicators of difficulties faced 
when investing in such projects.  
There are many political issues to  
be considered alongside assistance 
for funding. However, she concluded 
that even with assistance it is likely 
that financial backers will find tidal 
investment more viable than  
offshore wind.

The Humber Estuary providing 
energy needs
John Fitzgerald, director ABP 
Humber, spoke about the Humber’s 
contribution to UK energy. He gave 
details of the Humber ports’ liquid 
bulks energy provision and showed 
how clients on the Humber have 
benefited from unified port charges.  
He centred his talk on biomass 
and the opportunities it presents to 
UK ports because it is judged as a 
renewable and sustainable source 
of energy. Recent Government 
changes in attitude to biomass power 
stations have resulted in a drop in 
investment. Instead there is now 
conversion of coal plants to handle 
a combination of coal and biomass. 
Many bottlenecks in supply chains 
for biomass stem from palletising  
the product ready for shipment  
and taking advantage of economies 

of scale in shipments. Ports are 
investing in rail, road and other 
infrastructure to handle biomass 
in bulk. There are issues with 
storage solutions from handling 
large shipments, with rail load out 
methodology, and with a need to 
maximise automation in handling. 
Biomass as cargo is combustible, 
creates flammable dust and 
therefore has to comply  
with regulations.  

The conference provided a most 
interesting sight into the UK’s  
move into green energy. Tidal  
energy is a fascinating area, and  
a Ports Energy Group meeting  
at Parliament seems to make it  
an officially favoured energy source. 

Photo acknowledgments Lucy Parsons 
(Consultant, Stuart Parsons) Stephen 
Chilvers (Pilot, ABP South Wales)  
& Milford Haven Port Authority.

Harnessing the power of the tides
Ton van de Plas

At 320MW installed capacity,  
with first power expected in  
2018, Swansea Bay Tidal Lagoon 
will be the largest marine energy 
development in the world. Developed 
by Tidal Lagoon Power Limited,  
it will have an entirely predictable 
495 GWh output each year of clean, 
green electricity and is estimated  
that it will power 155,000 homes for 
120 years – that’s about 11%  
of Wales’ domestic use. 

Tidal Lagoon Power plan to build 
at least five full-scale tidal lagoons 
in UK waters by 2023, generating 
10% of the UK’s domestic electricity 
requirements. Ton van der Plas, 
senior engineer with Tidal Lagoon 
Power, explains the technical 
development of Swansea Bay  
Tidal Lagoon. 

Tidal lagoon power is a renewable 
electricity technology which uses  
the rise and fall of the tides to 
generate electricity. Tidal range 

turbine technology has been in 
operation since the 1960s but 
all existing projects are barrage 
schemes across river estuaries.  
Given the significant forecast 
reduction in the UK’s capacity to 
meet demand for electricity from  
the end of 2015, we believe that 
now is the right time for the UK to 
consider harnessing one of its major 
natural resources, the sea. 

The Severn Estuary holds the  
second highest tidal range in the 
world and Swansea Bay benefits 
from an average tidal range during 
spring tides of 8.5m. This tidal 
range offers significant potential for 
the extraction of renewable energy 
through the construction of  
tidal lagoons. 

A tidal lagoon generates electricity 
by releasing water through a series 
of turbines in combination with a 
pressure difference caused by the 

difference in water level between 
lagoon and sea. The main driver for 
this head difference is the motion 
of the tides. The Swansea Bay tidal 
lagoon is capable of generating in 
both ebb and flood conditions  
by making use of turbines that  
can work efficiently in both flow 
directions, thereby fully utilising  
the tidal range in Swansea Bay. 

Although the Lagoon is the first of 
its kind, all component parts of the 
project have been proven elsewhere 
in the world, keeping technology 
challenges and risks low. The 
general sequence is as follows: 
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with flood generation the lagoon is 
empty and the turbines and sluice 
gates are closed. The sea level rises 
(flood) and when it reaches about 
4 to 5 metres above the lagoon 
water level, the turbines are opened. 
While the lagoon is filled through 
the turbines, electricity is generated. 
When the head difference drops 
down to about one metre, the power 
generation and flow through the 
turbines reduces quickly. In order to 
let as much water in for the next tidal 
cycle, sluices are opened to quickly 
fill the lagoon to a maximum level. 
When the sea level equals the lagoon 
level, the turbine and sluice gates  

are closed. This marks the start of 
ebb generation, where exactly the 
reverse sequence takes place. 

Because the tidal water levels are 
entirely predictable, it is possible to 
compute the expected energy output 
for years to come. A large range of 
scenarios have been investigated 
for Swansea Bay Tidal Lagoon, 
each time trying to find the optimum 
operational cycle for a given number 
and specification of turbines  
and sluices. For the final design, 
energy output results were checked 
and confirmed by independent  
expert companies.

Through an ongoing process 
of operational optimisation, we 
now expect power output for the 
Swansea Bay Tidal Lagoon to hit 
495 GWh per annum, enough to 
power 155,000 homes.

The commercial viability of a tidal 
lagoon is primarily driven by the 
predicted energy output versus the 
construction cost. The energy output 
is directly related to the tidal range 
and the area enclosed by the lagoon, 
whereas construction costs are 
driven by the length and height of 
the wall and the cost of the turbines 
and sluice structures. An important 
ratio to quickly assess the viability 
of a tidal lagoon in a given location 
is the ratio of seawall length versus 
the enclosed area of the lagoon. 
Detached lagoons and elongated 
lagoons have a less efficient ratio 
than rounded shapes. 

The conceptual engineering for the 
Swansea Bay Tidal Lagoon project 
started in 2011 by considering 
various lagoon layouts ranging 
from detached (offshore) lagoons 
to shore-attached alternatives of 
various sizes and layout. The design 
iteration encompassed a total of 15 
lagoon options for which the viability 
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and key constraints were identified 
and assessed.

Key constraints in the development 
of the Swansea Bay tidal lagoon  
were the dredged access channels  
to Swansea Docks (via the River 
Tawe) and Neath Harbour (via the 
River Neath), and the Crymlyn 
Burrows SSSI to the east of the site. 
Coastal process modelling further 
showed that a detached lagoon 
would lead to a significant increase 
in flows between the coast and the 
rear wall of the lagoon, leading to 
significant erosion of the shoreline.

The final design is a lagoon that is 
maximised in size within the limits 
of the two access channels on both 
sides. The size is further restricted by 

the depth to reduce the volume  
of material in the deeper bund  
wall sections. 

The turbine and sluice structures 
are orientated in such a way that 
the currents do not lead to adverse 
sailing conditions for vessels  
entering or leaving Swansea  
Docks. To increase nautical safety  
an exclusion zone will be put in  
place around the turbines and 
sluices, which will be marked by 
dolphin piles and floating booms. 

The total length of the lagoon wall 
is about 10km, with 9.5km of bund 
wall and 400m of concrete structures 
housing 16 turbines and 8 sluice 
gates. It encloses an area of about 
11.5km2. 

Importantly, Swansea Bay Tidal 
Lagoon represents the beginning 
of a whole new industry in South 
West Wales. With a minimum 50% 
of Welsh and 65% UK content, the 
project will see an investment of 
over £600m in three years in Wales, 
catalysing £900m additional output 
and £173m GVA. This will mean 
new jobs that place traditional skills 
alongside cutting-edge design  
and engineering. 

The construction phase alone 
will generate about 1850 full time 
equivalent jobs in construction, 
followed by 60 much needed  
long-term jobs in operations  
and up to 90 jobs in leisure. 
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Furthermore, this is energy 
infrastructure that will be at the heart 
of the community. It will stimulate 
regeneration, culture and education, 
leisure and tourism. Swansea Bay 
Tidal Lagoon will be a catalyst 
for social and economic growth, 
providing a diverse public amenity,  
a dramatic sporting and cultural 
venue and a magnet for tourism.  

Our plans include a Watersport 
Centre, fully equipped for disability 
sports, which will host a variety of 
national and international events, 
from triathlon to sailing, and an 
Offshore Visitor Centre that will work 
with local schools and colleges, as 
well as welcoming 100,000 tourists to 
the Bay each year. 

We will also see the creation of 
new habitat, sea reefs and seabed 
sanctuaries where oysters, lobsters, 
mussels and fish can replenish 
themselves; the reintroduction of 
species through an onsite hatchery; 
and the protection of large chunks  
of coastline. 

With a massive 86% of local people 
in support of the lagoon, the people 
of Swansea, Neath Port Talbot 
and Wales want this iconic, game 
changing development to be given 
the go-ahead. A decision from the 
Planning Inspectorate is expected  
in early 2015. 

Visit www.tidallagoonswanseabay.
com for more information. 

Ton van de Plas MSc,  
is Senior Marine Engineer  
for Tidal Lagoon Power. He has 
completed a number of large 
marine and coastal engineering 
projects worldwide, which include 
project manager for the Port of 
Rotterdam and consultant for  
Royal Haskoning-DHV.
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Safe tug: From a tug  
master’s point of view  Bas van Hoorn

My name is Bas van Hoorn and  
I am senior captain/instructor on 
all types of tugboats ranging from 
conventional single screw, stern
drives, Voith Schneiders, tractors  
and Rotor®tugs. I’ve been involved 
as an operational tug master in 
simulators all over the world to run 
tests for new port infrastructure and 
to train tug masters. In the past year  
I have also been driving tugs during 
model tank tests.

First of all I would like to thank  
Henk Hensen for initiating the safe  
tug discussion in International Tug  
& OSV, and Markus van der Laan, 
who reacted to that article from his
professional point of view as a naval 
architect. I myself would like to take 
this opportunity to give my reaction 
to both articles from a tug master’s/
instructor’s point of view.

Making fast on the bow of an 
incoming vessel: the ideal speed
During this procedure, making fast 
at the bow of an incoming sea-going 
vessel, speed is a key factor. When  
a tug master is matching the speed
of the vessel and manoeuvres his tug 
in front of the sea-going vessel, he 

can estimate and calculate the speed 
of operation very precisely. In this 
way he will know how much there  
is left to get away in an emergency 
situation. A tug master should always 
contact the pilot if he deems the 
speed too high for his comfort zone.

This ‘making fast’ speed will differ 
largely between the different type 
of tugs – even within the tug type 
categories – and it will vary largely 
per individual tug. The just-clutched-
in speed will be the standard. Tugs
with a just-clutched-in speed of 6 
knots will not be happy to make fast 
at a speed of 4 knots. When this is 
required, the tug master will have to 
‘kill’ the thrusters, or clutch in and 
out, thus making the manoeuvre 
more complex. A number of tugs I 
have sailed with have a clutched in 
speed of 8 knots. It would be ideal to 

make fast just above this speed.  
As a tug master you can handle the 
tug at its most safe and responsive 
range, and enough power is left to 
escape in an emergency situation.

This is the main reason not to 
prescribe the ideal speed to connect. 
In a port such as Rotterdam, with 

a large number and variety of tugs, 
many different tug master opinions
will be heard. The communication 
between pilot and tug master is 
therefore critical. Both will need  
to have consensus about the
operations. With the high dead-slow 
speeds of the modern vessels, this 
consensus is getting increasingly 
more important.

Making fast on the bow of an 
incoming vessel: the various  
type of tugs
The conventional tug and  
ASD over the stern 
This is the manoeuvre with the 
highest risk level. In order to get 
away from the bow or bulb of the 
sea-going vessel, the tug has to 
manoeuvre its stern towards the 
danger first, with the risk of colliding 
and girting. The unfortunate accident 
with Fairplay 22 is an example of this 
manoeuvre going wrong.

The choice of a tug master to make 
fast in this conventional way can be 
influenced by the design of the tug 
and the present circumstances, such 
as sea conditions. The master can 
decide to assist in this conventional 
way due to a low freeboard of the 
aft deck of the tug when going stern 
first and/or when there are high 
seas. The fact that a conventional 
connected tug requires less space 
to manoeuvre may be of influence 
when bridges or locks need to be 
passed. With the present length 
of the ASD tugs this can be an 
important consideration.

The ASD over the bow 
Interaction between tug and ship are 
of major concern. As a tug master 
it is of importance to know whether 
the tug is pulled or pushed away by 
the vessel to assist. This is especially
important when making fast with an 
ASD in the bow-to-bow operations, 
but also with a tractor tug. The 
effects are biggest at the bow of 

Fig 1. ASD stern-to-bow operation.
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the vessel due to the relatively  
big skegs of the ASD and tractor 
tugs. Manoeuvring with the thrusters 
at high speed and the influence
of the surge of the bow of the vessel 
can reinforce turning moments. By 
pushing the wash of the thrusters 
against the vessel’s own skeg, other 
turning moments than those you
might expect could occur. This is 
especially critical with ASD tugs – 
which have a long skeg – sailing 
backwards, as this influences
the speed of making fast.

The previous articles mention the 
taking on of water on the aft deck  
of an ASD sailing backwards.  
Whilst operating in high seas and  
at high speed, this can cause a 
dangerous situation: the speed of  
the tug drops enormously when
corrective steering needs to take 
place, and the danger of grinding  

is eminent. The main reason for the 
execution of the push-pull system  
all over the world is this eminent 
danger of sailing backwards with 
an ASD in combination with making 
fast at the bow. The disadvantage of 
push-pull is less control of the vessel 
you assist and a lot more time is 
needed to turn or berth a vessel.

The tractor tug over the stern
As mentioned by Marcus and Henk 
previously, this type of tug is a lot 
safer during a making-fast operation 
at the bow of the vessel. Sailing
bow first was one of the primary 
contributors to the Voith-Schneider 
and other tractor tugs’ success when 
introduced at the time. But also
as mentioned, the tug master must 
be fully aware of the playing field 
of forces on the large skeg, directly 
influenced by the wave of the 
bulbous bow of the vessel.

When a tractor tug is making fast 
at the stern of the vessel, speed, 
unexpected wash of the screw, 
repositioning while crossing
this wash, and indirect towing,  
can cause dangerous situations  
due to the relatively low aft deck  
of the tug sailing backwards.

The Rotortug over the bow or stern
Adding it all up, one can come to the
conclusion that a tug is at its safest 
during operation when its bow and 
stern can be controlled at all times, 
and the tug is assisting with the bow 
in the direction of sailing. The tug 
must therefore have a towing point  
at two sides: where the main (two 
thrusters) propulsion is in front of 
the towing point when operating 
over the stern, and where the main 
propulsion is located aft of the 
towing point when operating over 
the bow.

The Rotortug combines the best 
of both worlds. With this tug, the 
master is always in control of both 
the bow and stern of the tug. He 
is free to choose the direction of 
sailing, depending on the given 
circumstances, without compromising 
the performance of the tug.

Making fast at the bow of the 
vessel at speed can be executed 
with precision. The master is also 
controlling the part of the tug
where the towline connection is to  
be made. With all other types of 
tugboat, the towline connection is 
relatively far away from the thrusters. 
The bulb wave is not influencing
the tug because it has no skeg.

In case of an emergency, the 
Rotortug at the bow can always  
get away with the forward thrusters, 
and this movement is reinforced

Fig 3. Rotortug bow-first operation.

Fig 2. ASD bow-to-bow or tractor operation.
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by the aft thruster, to create a 
sideways movement.

Making fast at the stern of a vessel, 
the tug master can manoeuvre with 
the two forward thrusters, at the 
side of the tug where the towline 
connection is made. This is the  
most direct way of steering,  
ensuring a safe connection 
procedure. The screw water does  
not affect the tug, because the 
Rotortug has no skeg.

The connecting procedure is done 
more indirectly with all other types 
of tugs, on the bow or stern of the 
vessel to assist, causing time loss, 
which can be crucial in an  
emergency situation.

It’s incomprehensible that the triple
Z-drive or Rotortug has been ignored 
in all Safetug (I and II) investigations 
over the last 14 years since their 
introduction, but this is maybe 
because people are not fully aware  
of the phenomenon. These Rotortugs 
have been operating effectively 
in port areas with extensive lock 
systems, bridges and significant 
currents. It is the most forgiving
(there is always room for human  
error) and flexible tugboat type I  
have operated by far.

Conclusion
1.  There is no such thing as a general 

ideal speed for making fast a tug 
at the bow of an incoming vessel. 
This fully depends on tug (type), 
vessel and skill level.

2.  Before making fast a tug, the 
master and the pilot must have 
consensus about the procedure.

3.  Making fast with an ASD tug at 
the bow of an incoming vessel can 
prove to be a hazardous operation.

4.  Making fast with an ASD tug at the 
stern of an incoming vessel is a 
safe operation.

5.  Making fast with a tractor tug at 
the bow of an incoming vessel 
is a relatively safe operation, 
depending on the speed and bulb

 wave influence on the skeg.
6.  Making fast with a tractor tug at 

the stern of an incoming vessel 
can be a hazardous situation 
depending on speed, but the 
danger caused by the vessel is  
in sailing away from the tug.

7.  Making fast with a Rotortug on 
the bow and stern of an incoming 
vessel is always a controlled and 
safe operation. No external pickup 
devices are needed. The safe zone 
of this tug is only limited by the 
hull of the vessel assisted.

8.  The bow-connected tugboat 
working over the stern is much 
safer and more efficient compared 
to push-pull with an ASD tug 
over push-pull, and gives the tug 
master more control of the vessel 
being assisted, at all speeds below 
10 knots. Turning ships in turning 
basins or wherever is done a  
lot faster.

With this article, I hope I am able to
contribute to the overall safety of  
our industry.

This article was 
reproduced with the 
kind permission of 
the publishers of the 
International Tug & 
OSV magazine. It 
was first published 
in their July/August 2013 edition. 
www.tugandosv.com  
The Pilot Magazine would also  
like to pass on their thanks to  
Capt. Bas van Hoorn.

Fig 4. Rotor®tug stern-to-bow operation.

Ironman Challenge!
Derek Andrew, a Tees Bay pilot 
has completed the IRONMAN  
in France to raise funds for the 
charity Brain Tumour Research.   
The IRONMAN is a mammoth  
task of continuous multiple  
events starting with a 2.4 mile  
sea swim, followed by a 112  
mile cycle from sea level up  
the French Alps, finishing with  
a 26 mile marathon towards  
the Mediterranean. 

Derek had no prior experience  
of the IRONMAN and has 
undergone 12 months of  
intensive training to prepare  
him for this challenge. To make 
matters harder the IRONMAN 
challenge in France is harder  
than most as racers are only 
allowed 16 hours to complete  
the events compared to the  
usual 17 hours in other countries. 

To make a contribution to  
Derek’s charity, please give at  
www.justgiving.com/DelA
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Book Reviews: Pilot Cutters under Sail: Pilots &  
Pilotage in Britain and Northern Europe by Tom Cunliffe

At the 
turn of the 
millennium, 
the French 
specialist 
maritime 
heritage 
publisher, 
Chasse 
Maree, 

planned a major series of three 
books on sailing pilot cutters, simply 
titled “Pilots” and the first two were 
published in 2002 & 2003. Covering 
North America, India and NW Europe 
these magnificent, lavishly illustrated 
volumes in addition to providing 
a detailed explanation of the 
evolution of pilot craft with respect 
to the district served also provided 
a valuable insight into trading 
patterns and how pilotage services 
evolved around those trades. With 
respect to the pilot vessels serving 
ports around the British Isles the 
books comprehensively covered 
the coast of England from the East 
and North East coast, Scotland and 
the North West, including Liverpool. 
Unfortunately, the third volume,  
which was to include the South  
coast and the famous Bristol Channel 
sailing cutters, never materialised, 
thus leaving the record  
frustratingly incomplete! 

The principle author for the Chasse 
Maree series was the well known 
sailor and maritime journalist Tom 
Cunliffe (who owned a sailing pilot 
cutter for many years), and he has 
now completed the trilogy himself 
with the publication of Pilot Cutters 
Under Sail which, although a  
different format to the Chasse  
Maree volumes, is no less lavish  
in its detailed content.

The introduction to the book provides 
a very interesting précis of the 
evolution of not just the pilot craft but 
also of the service itself. Pilot vessels 
were never a result of commissions 
to naval architects but evolved as a 
result of the harsh economic realities 
of competition between pilots that 
meant that those pilots who could 
find and board a vessel first earned 
more money! Consequently over 
the years the sailing pilot cutters, 
especially those that sailed out into 
the Western approaches, became 
renowned as being some of the 
fastest and most seaworthy craft 
afloat. Another important factor was 
that although those craft needed to 
be able to carry a large amount of  
sail for calm conditions they also  
had to be capable of being sailed by 
a crew of two (sometimes only one!) 
in the worst conditions likely to be 
encountered. The designs therefore 

evolved during the 19th century 
through to the early 20th century 
when they were gradually replaced 
by more efficient steam driven 
cutters. However, the design had 
not gone unnoticed by leisure sailors 
and therefore these remarkable craft, 
far from being rendered obsolete and 
left to rot like so many sailing craft 
at the time, found a new lease of life 
as yachts. A testament to the design 
is the fact that a century later not 
only are some of the original Bristol 
Channel sailing cutters still sailing 
but they are still considered amongst 
the finest of designs for blue water 
leisure cruising, and many new 
vessels are being commissioned 
using the traditional designs. This 
aspect is covered by a full chapter 
in the book, along with a chapter on 
the techniques as to how the vessels 
were sailed. 

So, although this book only covers 
the English Channel, Thames 
Estuary and Southern North Sea, it 
concludes a very well researched 
account of the world of pilotage in 
the days of sail and will be of interest 
to all pilots. 

John Clandillon-Baker

Published by: Seaforth Publishing
ISBN 978-1-84832-150-0
RRP: £30.00

Deep sea and foreign going. Inside shipping. The invisible  
industry that brings you 90% of everything by Rose George

Rose George 
took passage 
from 
Felixstowe 
to Singapore 
on board 
MAERSK 
KENDAL, 
noting her 
adventures 
and 
surrounding 

her account of the voyage with the 
results of research into the industry 
and seafaring, interview extracts, 
salty anecdotes and true stories, 
and her learning from seminars and 
conferences. Her stated aim was 
to explore “sea blindness”, a quote 
she attributes to the First Sea Lord 
– the ability of most of us not to 
understand where the majority of  
our heat, light, materials and food 
come from, and how it travels.

Written with sympathy, humour, 
precision, insight, compassion,  
and a spare, readable and engaging 
style, unsurprisingly for a first 
rate investigative journalist, this 
account concentrates on the human 
contribution to the industry, although 
she rejects the “human element” 
title some use. Perhaps she should 
investigate more closely the 
excellent (ALERT) work being  
done by the Nautical Institute and 
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Lloyds Register and published inside 
Seaways, and the formality with 
which the IMO (and other bodies) 
include the consideration of the 
“human element” in every piece of 
their work, and in all submissions for 
work to be done.

She describes the voyage well, 
and overlays it with sections about 
piracy, air and noise pollution, 
although mention of water pollution 
is strangely scant, seafarer welfare, 
regulation and enforcement, the 
perceived impotence of international 
bodies to act where necessary, the 
art and science of command, port 
operations, chaplaincy services, and 
search and rescue at sea. This has 
caused some reviewers (I have found 
over 20 reviews) to remark that she 
has been diverted from her central 
purpose into discussions of the 
environment, sustainability, 
and biodiversity.

This latter is, perversely, one 
of the central strengths of the 
book because it shows how the 
contemporary seafarer is compelled 
to concentrate on compliance with 
multiple collateral aspects of their 
profession almost certainly to the 
detriment of what used to be the 
core skills of seafaring, navigation, 
safe engineering, emergency 
response (damage control), 
husbandry and sound morale.  
For reviewers in the industry to 
have missed this point is a surprise. 
She captures the loneliness, fatigue, 
isolation, boredom, motivation 

and frustration of the seafarers 
(and chaplains) she meets with 
considerable skill, and describes 
the lack of a social framework 
aboard (her single passage on a) 
ship and how it is limited by multi-
nationality and many other factors.  
Many shipping companies are now 
investing in satellite communications 
systems more specifi cally designed.  
If there were to be a criticism it is 
that the anecdotes, historic stories, 
accident descriptions, and reports 
of seafarer abuse are themselves 
a little dated, and if her research 
and time had permitted there are 
seminal examples from the modern 
industry which would have provided 
better signposts and lessons on 
many aspects of safety, security 
and environmental protection. In 
amongst the manifold statistics she 
quotes, most of which are accurate 
if only their assumptions were more 
apparent, she might have noted one 
example of how safety culture is 
infl uenced in that a deep sea man-
overboard drill in a container ship can 
cost $5,000 in fuel alone. She does, 
however, quote the unexceptional 
and very dangerous practice of the 
offi  ce e-mailing the ship to adjust 
its ETA (due to port berthing costs) 
without any reference to the master’s 
obligations to act within the IRPCS. 
I also noted that she did not have 
the opportunity to benchmark her 
experiences (or maybe to record 
what happened if she did) with 
a representative of the shipping 
company concerned – this is

probably for the self-evident reason 
that it might weaken her account? 
All credit to Maersk for allowing her 
on board – what about a maritime 
TV series à la Eddie Stobart to 
include shipping, ports, insurance, 
charterers, VTS, SAR, counter 
pollution, chaplains, meteorology, 
hydrography, etc etc? 

From the list of acknowledgements 
we can tell that she has chosen to 
discount many factual corrections 
and additions that must have been 
off ered to her, and kept the faith 
with her raw and quite compelling 
account of parts of the current 
industry, and that is much to her 
credit. When we read her chapters 
we feel that an inexperienced non-
mariner has entered our world and 
perhaps embellished her account 
with understandable “reportage”, 
but that’s part of the force of 
her narrative as Michael Grey 
acknowledges in his review in 
Seaways. However, this is a 
remarkable, specifi c, broadly 
accurate, and arresting journal, 
readable in 2 days. 

There is an excellent short 
(11 minutes) TED talk by Rose 
George at www.ted.com/talks/
rose_george_inside_the_secret_
shipping_industry.html

Keith Tatman 

Published by: Portobello books 
ISBN 978-1-84627-263-9
RRP: £14.99

UK Maritime Pilots’ 
Counselling and Support Service

07580 556102

AT LEAST 6SESSIONS FREE OF CHARGE

The UK Maritime Pilots’ Counselling and 
Support Service off ers either telephone support 
that may be a one-off  phone call or one-to-one 
counselling with a BACP (British Association 
of Counselling and Psychotherapy) registered 
counsellor in your locality.  
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A visit to Malta  Ken Kirby

My daughter’s 
wedding in Malta 
meant a two-
week holiday 
in the sun, but 
I didn’t plan to 
spend it all lying 

by the pool. I wondered if it would  
be possible to visit Malta Pilots while 
I was there, so before leaving  
I dropped them an email.

On arrival at the hotel in Mallieha 
bay there was a note to contact Joe 
Brincat of Malta Maritime Pilots. Joe 
arranged for another Pilot - Captain 
Stephen Cauchi who lives close to 
my hotel - to get in contact. 

So a couple of days after arriving in 
Malta I was in Stephen’s car winding 
our way through the lanes of Malta to 
Valetta where Malta Pilots are based. 
He took me for a drive around the 
Valetta side of Grand Harbour where 
a cruise liner and a naval ship were in 
port. I could see the dry dock across 
the other side which had a tanker in, 
and an oil rig in the ship repair yard. 
Large roll on roll off vessels come 
from and sail for Sicily but do not 
meet the PEC criteria, so with all that 
traffic the pilots are kept quite busy. 

We then went on to the Malta 
Mediterranean Maritime  
Research and Training Centre  
(mmrtc.com.mt) in Valetta.

The pilots in Malta are a 16 strong 
co-operative who have set up 
their own simulator and training 
centre where they run courses on 
ship handling, ECDIS and STCW 
requirements. They have two DNV 
certificated Marin full mission bridge 
manoeuvring simulators (Mermaid 

500) and six Kelvin Hughes Manta 
Digital ECDIS systems, along with 
lecture rooms capable of holding 
up to 25 candidates, and they 
have full DNV quality management 
accreditation.

I was given a 300 metre cruise ship 
to take into Grand harbour, swing 
and bring it out again. The first run 
with no wind, the second with 25 
knots of north-westerly. Usually 
when a pilot manoeuvres a ship in 
and out of port they know the port 
and manoeuvres well through a 
thorough training programme, so it 
was quite an exciting challenge to 
go into a completely unknown port 
with no idea of what I would usually 
do. Joe was a great help advising 
on speeds and telling me not to let 
the head swing to starboard further 
than the dome towering above 
Valetta before coming to port again 
to chicane through the outer and 
inner breakwaters. The 210 degree 
projected visuals were very good 
and the handling felt as good as any 
simulator I had been on. Joe was 
very knowledgeable and it was a 
pleasure to talk about the problems 
we encounter manoeuvring large 
ships and how we must take into 
account tug use, pivot points and 
wind effect to complete an efficient 
and safe manoeuvre.

My next simulated mission was to 
bring a 400 metre long ultra large 
container ship into Marsaxlokk  
(The ‘X’ is pronounced ‘sh’ so 
Marsaxlokk becomes Marsa shlock, 
which means south harbour).

Marsaxlokk is situated in a natural 
harbour on the south-eastern coast 
of Malta. There is a power station 
on the north side of the bay, a 
well-known fishing village, which 
has a popular Sunday market 
(lovely prawns) in the middle, and 
the freeport on the southern side 
of the bay. 2140 metres of quay 
face supports 23 container cranes, 
19 of which are super panamax 
and capable of taking the largest 
container vessels in the world.  
The harbour is dredged to 17 
metres and with very little tide in 
the Mediterranean is capable of 
taking vessels with drafts up to 
16.5 metres. 95% of the 2.7 million 
container throughput is transhipment 
so, with the island’s position in 
the centre of the Mediterranean, 
the strategic benefit to shipping 
companies is evident. Gigantic ships 
can send their containers ashore  
to be re-loaded onto tiny 300 metre 
LOA feeder ships for the more 
restricted ports in Europe and the 
USA. Current customers include 
CMA CGM’s 400 metre LOA ships
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and Maersk ships, but not currently 
the ‘E’ or ‘triple E’ class. There are 
also some tanker berths and an 
offshore tanker facility inside the bay.  
Space within the bay is quite tight 
to swing a 400 metre LOA ship. 
With the configuration of the berths 
I decided to swing to port using two 
tugs of 70 tonnes bollard pull. I had 
to manoeuvre between the anchored 
tanker using the offshore facility and 
some large circular structures in the 
sea which form a fish farm (tuna). 
The manoeuvre on the simulator felt 
realistic and the visuals were good. 
However, I was probably not using 
the looking astern facility as well 
as I should so my check aft was a 
bit late - confirmed by a voice from 
the control desk - “Don’t worry 
we have good fenders here!” The 
computer printout clearly showed my 
manoeuvre for final analysis.

I can’t thank Malta Pilots enough for 
their warm welcome and for letting 
me play on their simulator.  

I was not aware that they had such 
fine facilities and I would thoroughly 
recommend using them for training 
courses. Although Malta may not 
currently be top in your mind when 
choosing a training facility it does 
give you a very pleasant environment,

excellent facilities, plenty of sun, 
and with current rates for travel and 
accommodation pricing which might 
be worth considering.

Ken Kirby
Senior Pilot,  
Harwich Haven Authority

Tower to Tower cycle challenge  
Peter McArthur, a Manchester Ship 
Canal pilot, set himself the challenge 
of cycling unaided from the Eiffel 
Tower in France all the way to 
Blackpool Tower to raise funds for 
Cancer Research. Peter was spurred 
on to the challenge after a family 
member was diagnosed with cancer.  
Knowing the challenge ahead he 
spent months of preparation and 
planning to complete the event which 
would mean his cycling over 100 
miles per day for five days.  

On the 10 June 2014 Peter set off 
from the Eiffel Tower on a route 
that would take him to Dieppe, 
then across the channel by Ferry to 
Newhaven. His route took him to 
Brighton and onwards to London.  
After a route through London and 
Marble Arch he then used a route 
to Milton Keynes, Newcastle-under-
Lyme and on to Warrington. After a 
stop with family and friends he set off 

towards Blackpool Tower to  
be greeted on completion of his  
arduous journey.

Peter has written a short abstract 
about his journey which makes a 
convivial read. He can be contacted 
for a copy. You can donate to  
Peter’s charity at  
www.justgiving.com/Peter-McArthur   
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UKMPA Office details

Disclaimer: The contents and articles 
within this magazine represent the  
views of the authors and may not 
necessarily reflect those of the 
UKMPA. Authors are responsible  
for ensuring that any content is free 
from any copyright unless credited  
in the text.

REMEMBER...
If you are involved in any incident 
(no matter how trivial it may  
seem at the time) it is imperative 
that you complete an incident 
report and forward it to the 
insurance company. 

THE NEW INCIDENT REPORT 
FORM WITH INSTRUCTIONS 
CAN BE DOWNLOADED FROM 
THE UKMPA WEBSITE.

UKMPA 
128 Theobald's Road 
London  
WC1X 8TN

Tel: 020 7611 2613

Email: office@ukmpa.org 
Web: www.ukmpa.org

Secretarial support  
provided by Donna Reeve

Members Details 

If any of your personal details 
such as address, email or  
telephone number have 
changed, please inform us  
at the earliest opportunity,  
so that we can update our 
membership records. New  
details should be sent to  
secretary@ukmpa.org

UKMPA Merchandise  

To order any of the below, please email: membership@ukmpa.org (All prices include p&p)

Baseball Cap: £8.00 

Beanie Hat: £8.00 
Lapel Badge: £3.00 Tie (Conventional  

or Clip-on): £5.00 

21 Centuries of Marine Pilotage  
by Harry Hignett: £10.00 

UKMPA sticker: £1.00  
(or free with any order)

EMPA sticker: £1.00  
(or free with any order)

IMPA sticker: £1.00  
(or free with any order)
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Incident procedures and legal rights
All active members should have received an orange card  
detailing the procedures to be taken following an incident. If  
you haven’t received such a card please contact the insurers.

If you are involved in any incident (no matter how trivial it may 
seem at the time) it is imperative that you complete an incident 
report and forward it to the insurance company. 

The incident form with instructions can be downloaded  
from the UKMPA website. 

Minor incident: Forward the incident report as directed.  
During normal office hours you can also speak to Drew Smith  
at Circle insurance: 0141 242 4822 

Major incident: During office hours as above, outside office 
hours call 07790 069306 

For full details, please refer to UKMPA Circular: 5 of 2013

UKMPA members are all encouraged 
to participate in the forum debates on 
Linkedin. To join the group, sign up for a 
Linkedin account and type "UKMPA" into  
the group search box which will take you  
to the relevant registration page.

The UKMPA is also now in the 
"Twittersphere": @UKPILOTS

Social Networking
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