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Pilots and social responsibility
This year sees the 500th anniversary 
of the Royal Charter of Trinity House, 
something which had a profound 
eff ect on maritime safety in the UK 
and ultimately globally, infl uencing 
as it did standards of navigation, 
pilotage and other regulations. 
Whilst the penalties for transgressions 
of pilotage are today less draconian 
than they were in the 16th century 
(summary execution was proscribed 
for certain misdemeanours!) the 
onerous responsibilities of UK pilots 
today are no less and indeed are far 
more complex through the burdens 
of additional legislation. 

A pilot’s primary role in protecting the 
interests of our nation, along with the 
(complex) legal position of being the 
ship-owner’s servant where matters 
of navigation are concerned, results in 
responsibilities not to be taken lightly. 
One of the consequences of this is 
the demand through various 
legislation for a pilot to report any 
observed or learned incidences of 
substandard navigational operations 
on board and outwith, hull and 
equipment defi ciencies, suspected 
pollution, concerns over potential 
health threats on board, unsafe 
working practices, potential border 
security implications, and of course 
defective pilot ladders. The list is not 
comprehensive and the matter is 
not one of choice but of obligation. 
Failure to report such matters is an 
off ence and may lead to prosecution 
or at the very least put a pilot in a very 
questionable position if something 
of which he/she had knowledge but 
failed to report was subsequently 
found to be a contributory factor in 
any accident inquiry.

Incident reporting & CHIRP
For many years the UKMPA has 
contributed to the Maritime Board of 
CHIRP by ensuring wherever possible 
a Section Committee member attends 
meetings. Peter Lightfoot currently 
holds that brief. Statutory reports 
are made to the MCA and/or MAIB 
either via a Harbour Master or directly 
as is appropriate. However, often 
reports are fi led and nothing more 
is heard by the reporter. Some ports 
have a well-structured and effi  cient 
reporting system, including a closed-
loop feedback policy that informs the 
reporter of process and result of fi led 
reports. Most do not. Additionally, 
despite attempts to encourage port 
authorities to publish accident and 
incident statistics regularly, many are 
reluctant to do so, apparently seeing 
commercial implications should the 
statistics be misinterpreted by ship 
operators, etc. For pilots there is no 
centralised facility to publicly lodge 
defi ciency, malpractice and near miss 
reports, only those statutory facilities 
provided by the MCA and MAIB. This 
is where CHIRP can help. In addition 
to fi ling statutory reports to the MCA 
/MAIB, pilots are encouraged to 
pass on this information, perhaps 
in an abridged form to CHIRP. The 
organisation would also be pleased 
to receive information on incidents of a 
lesser nature but which cause concern 
to pilots. Reports may be fi led via the 
online form at http://bit.ly/1jEN3qU 
or via the CHIRP Facebook page at 
http://on.fb.me/1jENhhV

Exchange students
Student exchanges between families 
have been a feature of teenage life 
and school for decades. A number 
of European pilotage authorities 
have members who engage in 
this potentially rewarding practice. 
I recently received an email from 
France seeking possible participation 
in an exchange with UK students. 
If you are interested to learn more 
please contact jph.casanova@ff pm.fr 
or ericmauduit2@free.fr.

Charity voyage – Miss Isle
By virtue of necessity, pilots are 
healthy, fi t and physically able 
seafarers. In general, seafaring 
requires these virtues of all 
professional mariners. Leisure 
seafaring makes no such regulatory 
demands, yet the challenges and 
dangers of going to sea place some 
basic requirements on all who do so – 
or do they? 

In July last year, 16 year old Natasha 
Lambert, who suff ers from Athertoid 
Cerebral Palsy and has no limb 
control, sailed single handed from 
Boulogne to Dover. This year she will 
be voyaging from Cowes to Wales 
via Poole, Weymouth, Exmouth, 
Dartmouth, Salcombe, Plymouth, 
Fowey, Falmouth, Newlyn, Padstow, 
Illfracombe and Swansea to raise 
funds for a number of charities. 

UKMPA members in or near the 
stop-over ports along the route may 
wish to assist in raising the profi le of 
her challenge locally, perhaps help 
raise additional funds or off er other 
assistance as requested on her web 
site. The UKMPA will be assisting 
in whatever way we can in raising 
the profi le of this extraordinary and 
inspirational voyage. 
Full details of the project can 
be found at www.missisle.com

As I write, the sun is shining, the 
winds have eased, daff odils, 
snowdrops, crocuses and other 
signs of Spring are in abundance. 
Hopefully the persistent atrocious 
challenging weather of the last 
couple of months is fi rmly behind 
us. That demands though that we 
do not relax our attention to detail in 
performing our professional duties 
and most of all in looking after our 
own personal safety whilst boarding 
and landing. A colleague advised 
me some time ago that the fi rst item 
on his personal MPX check list is 
"Remember the Family". 

Food for thought.
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Your Association regularly attends 
the All Parliamentary Parties Maritime 
and Ports Groups (APPMPG) 
meetings in Westminster’s committee 
rooms. The APPMPG allows MPs 
and House of Lords (HoL) to meet 
delegates from the maritime sector 
to discuss various items of mutual 
relevance. A presentation is a 
highlight of each meeting. An MP  
and a Lord jointly chair the whole 
group, whose members have an 
interest in maritime topics. Some 
attending MPs have constituencies 
with a port or coastline. Regular 
delegates from the maritime sector 
include: Department for Transport, 
Maritime and Coastguard Agency, 
Chamber of Shipping, Trinity House, 
Royal Navy, Honourable Company 
of Master Mariners, UK major ports 
group, British Ports Association, 
trades unions, shipping companies 
and ourselves. These meetings 
give our Association excellent 
opportunities to meet MPs and 
representatives from different sectors 
of the maritime industry. Through 
them we make our voice heard.

At the meeting on the 7 January 
2014 the Shipping Minister Stephen 
Hammond addressed the group.  
Nick Cutmore IMPA and Mike 
Robarts attended to represent our 
respective Associations. This turned 
out to be an important meeting. 
There was full attendance, because 
the discussion was on regulations 
affecting ports and shipping. 

In his opening address Mr Hammond 
mentioned London International 
Shipping Week. He observed that 
the LISW had been a success in 
demonstrating the UK's strengths 
as a maritime nation and, as a 
consequence, further events are to 
be planned on a biennial succession. 
He is to be part of a delegation to 
Singapore as part of the UK  
trade and industry, the aim being  
to promote maritime UK.  

He advocates round table discussions,
which he considers successful in 
bringing together different areas of 
the industry, and also cross-party 
meetings in governmental efforts to 
promote maritime UK. Low sulphur 
regulations that focus on emissions 
are starting to prove a sizeable 
cost, making ship owners anxious, 
especially with new regulation 
coming into force in January 2015 
that place a limit of 0.1% on sulphur 
emissions. The Shipping Minister 
voiced concern over the availability  
of low sulphur fuel in Europe. The  
UK continues to work with other  
EU states on the proposed  
European regulation.

The last point of discussion in 
the Joint Committee was about 
proposed EU regulation of ports. 
This regulation covers a number of 
aspects of port operations, including, 
for us as pilots, an unwarranted 
proposal for competition in pilotage. 
Mr Hammond spoke about the 
extraordinary number of proposed 
amendments in the new regulation: 
over 542. (Successful implementation 
of this regulation means significant 
changes to the way we work and to 
our profession. MR.) 

He then talked about the 
complexities if the regulation was 
not passed in Europe or the UK and 
something else brought in its place 
instead. The UK continues to work 
with the EU TRAN committee, MEPs 
and with other European states. The 
floor was then opened to questions 
from delegates. We expressed our 
concern about EU ports regulation 
and UK major ports group and other 
individual ports added their worries 
about proposed ports regulation.

On the 4 February Don Cockrill 
Chairman attended the APPMPG 
meeting, which discussed the 
vulnerability of GPS, e-navigation  
and navigational safety. Trinity House 

(TH) gave a presentation illustrating 
and explaining their various roles in 
these areas. One of the items looked 
at was e-loran, with the result that 
our Chairman is now in discussion 
with TH over assistance by our 
members with the trials TH are 
planning with regard to e-loran and 
port approaches on the east coast. 

On another topic, that of EU Ports 
Regulation, Mike Morris recently 
attended a business forum in Bristol, 
at which Sim Kallas, European 
Transport Commissioner, was 
a delegate panel member. Mike 
represented our members well 
and fired questions directly to the 
commissioner about proposed 
European Ports regulation.

Future APPMPG meetings are 
planned and John Pearn Vice 
Chairman and Mike Robarts will 
attend the Ports Energy conference, 
and later a Parliamentary Renewable 
and Sustainable Energy Group 
(PRASEG) meeting at Westminster  
in the evening.
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The International Chamber of 
Shipping (ICS) Bridge Procedures 
Guide (4th edition 2007) contains 
in Annexes A1 and A2 two forms 
for communicating information 
between ship and shore and shore 
and ship respectively. The shore to 
ship exchange, normally supplied 
and completed by the Pilot, is often 
given the ubiquitous title of the MPX 
form. The suggested format in the ICS 
Guide could be called a best practice 
generic form. The form is primarily a 
data entry checklist with some scope 
to record other information, using  
a diagram. 

Mention is made on the ICS form 
of the passage plan that should be 
agreed. This is a connected, but 
different issue. Some ports such  
as Göteburg and Southampton use 
multiple page documents which 
incorporate reasonably detailed 
chartlets and the usual checklists. 
Such forms have two functions: 
elementary passage planning 
and the Pilot-Master exchange. 
Comprehensive all-encompassing 
documents of this ilk will facilitate 
effective discussion of the proposed 
passage by the Pilot and Master in the 
ECDIS era. This is because, in spite of 
its many advantages, ECDIS is not a 
particularly user-friendly tool for multi-
stakeholder 'table-top' discussions.  
In contrast, when a single A4-size 
MPX form is used, further reference 
will invariably have to be made to 
a paper chart or an ENC to agree 
the detail of the passage plan itself, 
regardless of how comprehensive  
the document is.  
This article considers the function  
and purpose of the Pilot-Master 
exchange form.

What is the document for?
The obvious answer is that the 
document facilitates the exchange 
of information between the Pilot 
and Master. This leads to another 

question: what information should be 
recorded on the document?

A more insightful answer to these 
two questions can be obtained if the 
document is considered by looking 
at it through the other end of the 
telescope. Are incidents prevented 
by using documents derived from the 
ICS generic form?

The answer is basically no. And there 
is evidence to support that statement. 
This doesn’t mean to say that the 
MPX serves no purpose; it does.  
The form is a useful risk management 
tool because discussion of the 
UKC for example, which should 
prevent a grounding, is important. It 
is fundamental that the Master and 
Pilot agree on the most appropriate 
route and for obvious reasons are 
aware of the depth of water under the 
keel. But, using this UKC example, 
very few incidents occur because the 
incorrect route was selected in the 
first instance. The norm is a grounding 
because the ship didn’t remain in the 
selected channel for whatever reason; 
track control or turn monitoring are 
two obvious failures. 

So can a form be designed that can 
help to prevent such an incident? Is 
it desirable to do so? The answer to 
these two supplementary questions is 
basically yes. But as described below, 
most of the information recorded on 
such forms in use today has little or 
no bearing on the outcome of the act 
of Pilotage. For example, why does 
the ship’s security level or the name of 
the ship’s agent have to be recorded? 
These are examples of combining an 
operational form with administrative 
and billing needs. It could be argued 
that such a form fulfils a modern 
management desire to create a 
checklist and admonish staff if they 
aren’t completed correctly and filed 
on time. The subsequent scrutiny and 
critique of information recorded on the 
form is of secondary importance. 

The evidence
Table 1 is an analysis of the generic 
MPX form contained at Annex A2 
of the ICS Bridge Procedures Guide 
compared to the MPX forms used at 
16 UK ports (columns A to P). 
The information on the generic form 
has been conflated to seven groups or 
themes and then attributes identified 
within these themes. 

Table 2 is a comparison of three 
significant incident report failures 
and UK port MPX compliance. For 
example, failure to discuss and agree 
a unified passage plan was common 
to all three investigations. However, 
only 38% of UK MPX forms in the 
sample direct the Master and Pilot 
to discuss, agree and sign-off a 
plan with the same detail that was 
recommended in the investigations. A 
discussion on manning requirements, 
such as the composition and function 
of the bridge team, falls somewhere 
between technical and non-technical 
issues, but only 25% of UK MPX 
forms direct positive agreement on 
this issue. And more significantly, 
three ports in the sample use a style of 
form which does not direct agreement 
or promote discussion on any of the 
serious issues identified in the three 
investigation reports.

What should be recorded on the  
MPX form?
As discussed, two types of 
information should be recorded: 
technical and non-technical/'soft 
issues'. Technical details are typically 
a UKC calculation, the depth on the 
designated berth, environmental 
conditions or vessel particulars. 
Non-technical details could be a 
record of what language should be 
used or the composition of the bridge 
team – who is doing what. Without 
question, almost all the information 
noted on the forms used today is an 
exchange of the technical data. But 
there is increasing evidence that forms 
can and should be used to record 
more than that. Indeed, the example 
regarding the bridge team above 
originates from MAIB Report 22/2013 
(contact and grounding of the bulk 
carrier Amber). There is a phrase to 
describe this, and NASA coined it  

Master and Pilot Exchange  
Documentation Richard Wild
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and developed the idea in 1993.  
It is called paper-engineering. 

The first logical point is that 
documents should be designed so 
that they are completed logically; 
what is most important is, as far as 
practicable, at or near the top of 
the form. The second point is that 
documents can be used to trigger 
discussions in a number of areas. 
There should be a greater emphasis 
on the open discussion of both 
technical and non-technical matters. 
These include, but are not limited to:

•	 	Organisation	–	who	does	what	
– conning officer, anti-collision, 
navigation, monitoring

•	 External	communications

•	 	Internal	communications	–	
reporting within the team; 
concept of equal voice, different 
responsibilities positively affirmed

•	 	Discussion	of	critical	turn	
management and timing issues

•	 	Discussion	of	any	regulatory	
requirements that may have 
decision-making implications

•	 	Discussion	of	any	anomalies	 
and unusual circumstances

The counter argument to this  
concept is that these trigger points 
are themselves yet another checklist. 
And checklists can stifle creativity 
and lateral thought processes. 
Furthermore, as long as we frail 
humans remain human, equipped with 
one of the most powerful and flexible 
computers, we will continually find 
novel and imaginative ways to err; to 
err is indeed human. In short, as one 
door is closed, another will open.  
But this reinforces the premise that it 
is better to consider all possible failure 
points and remedies with equal rigour 
rather than concentrating on one.

And a further voice of concern 
with this type of approach will be 
the amount of time required to 
complete a form with this amount 
of new information, in addition to 
other important information such as 
berth details, route, tidal data, ship 
particulars and so on. Such criticism 
is well founded. However, if this issue 
is considered carefully, much of the 
technical and non-critical information 

can be completed incrementally. 
And modern communications and 
electronic devices lend themselves 
to the completion and sharing of 
documents autonomously and this 
should be considered as an integral 
component of e-navigation in the 
future. The caveat to this is that the 
face-to-face discussion and briefing 
by the Pilot and Master, with the 
bridge team listening attentively, 
cannot be supplanted by electronic 
communications and document 
exchange. Eye to eye contact, 
preferably without sunglasses  
being worn, is essential.

It is also noteworthy that the ship 
is almost certain to present the 
Pilot with at least one document 
to complete and sign. This could 
be a standard Pilot card, and the 
Pilot, by his signature, confirms that 
he has received it. However, many 
documents presented by the ship  
go well beyond the suggested  
layout at Annex A1 (ship to shore 
Master/Pilot exchange) of the ICS 
BPG, and can be very detailed.  
It is not uncommon to see ship to 

Table 1. Summary of 
Master-Pilot document 
attributes©

Table 2. Comparison of 
incident investigationsx 
and port MPX 
compliance©

***Denotes failure in three incidents   **Denotes failure in two incidents   *Denotes failure in one incident
© Copyright: The Royal Institute of Navigation. The Journal of Navigation. Vol. 66 (03) pp. 465 – 471. xCosco Busan, Vallermosa and Sichem Melbourne
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shore forms with UKC calculations 
made too far in advance so they 
are erroneous, requests for current, 
traffic and towage information and 
so on. These documents can require 
some time and thought to complete 
properly. This leads to questions of 
duplication and precedence in the 
completion of the documents. Is 
this acceptable or desirable? And 
if the Pilot spends a few minutes 
completing the ship’s MPX (if it isn't 
already pre-completed), is it read by 
critical members of the bridge team 
before it is filed?

Clearly, duplication is an undesirable 
and unnecessary distraction. 
However, the counter argument to 
a single document presented by 
the Pilot, is simple: two heads are 
better than one. In other words, the 
risk assessment and appreciation 
of the task will be enhanced by 
wider discussion. Two documents 
with distinct purposes are required 
because they serve two functions. 
There should be a return to the original 
ethos of the ICS BP Guide. And it is 
worth noting at this point that Annexes 
A1 and A2 of the 4th edition of the 
BPG (2007) are identical to those in 
the 3rd edition (1998). Since 1998  
our understanding of human error  
has increased immeasurably. 
This should be reflected in the 
documentation used. 

To illustrate the point regarding 
unnecessary paperwork, a report into 
the grounding of the tanker Heather 
Knutsen in Canada (2013) revealed 
that during the critical period before 
the incident the OOW's attention was 
devoted to the completion of the 'bell 
book'. Although the critical error of 
excessive speed was made by the 
Pilot, the OOW was unable to perform 
any other useful function because, 
as the frequency of helm/engine 
orders increased, he had to make a 
sequence of rapid entries into the bell 
book. The argument that follows this is 
that if an electronic device or system 
can undertake an administrative 
function, in this case the vessel's 
VDR, the human can perform a more 
meaningful role. In this example that
could have been monitoring the 

vessel's speed against an entry  
profile agreed during the MPX. 

To regulate or not to regulate,  
that is the question 
Recent research demonstrated that a 
very high proportion of ships’ Masters 
would like to see a universal regulatory 
approach to go/no-go decisions 
regarding entry or departure from a 
port. This question was asked in the 
context of difficult weather conditions, 
such as high winds or poor visibility, 
and the accompanying possibility 
that a poor or dysfunctional Master-
Pilot exchange could result in an 
incident. Consider the Cosco Busan 
incident. This research also revealed, 
perhaps unsurprisingly, different 
cultures perceive the Master-Pilot 
relationship very differently. Given the 
reducing numbers of Officers from 
OECD countries and a corresponding 
increase in Officers from Asia and 
Eastern Europe it is not so surprising 
that many Masters indicated in the 
survey that, during elevated-risk 
circumstances, the traditional decision 
making agreement by the Master  
and Pilot should be vested with a 
superior authority.

This is a controversial and counter-
intuitive concept. There are a number 
of connected and very obvious 
questions, such as who will pay for 
delays, what are the criteria, how 
are they measured and even Port 
of Refuge issues. But leaving those 
matters aside, perhaps this reveals 
two underlying and disturbing 
concerns. First, increasingly ships’ 
Masters do not want to take difficult 
decisions without reference to a 
higher authority. Secondly, there is a 
suggestion that port infrastructure, 
which includes Pilot competence 
and the quality of the Master-Pilot 
exchange, is inadequate in some 
parts of the world.

More of the same
The ICS generic shore to ship Pilot 
to Master exchange document has 
spawned numerous versions in the  
UK and beyond. All these variants 
have different features and styles. 
Some of the differences are necessary 
because of local requirements. 
However, some uniformity, particularly 

critical discussions, non-technical 
content and style, is possible and 
desirable. Indeed, there is more 
scope for standardisation regarding 
planning discussions and non-
technical issues than technical 
data because it is the former that 
almost universally underpins every 
successful act of pilotage. And 
taking that concept further, it is not 
impossible to visualise an approved 
MPX form, with a common skeleton 
design, in use in all UK ports. 
Such a document would offer a 
cogent and powerful advertisement 
promoting the professionalism of UK 
pilotage services. And as mentioned 
previously, more standardisation 
would promote better understanding 
and endorsement of the concept 
that the discussion and agreement of 
the passage plan, plus all the 'soft-
issues', are important. And as far as 
practicable, this should take place at 
the commencement of the voyage. 
Post hoc document completion and 
signatures are not only undesirable 
but they belittle the entire process. 

To sum up, Pilots should reflect on 
how many times they walk away from 
a job, particularly a 'white-knuckle 
ride' and think "thank goodness I 
completed the MPX form so diligently, 
otherwise we were doomed". If the 
answer is routinely zero, then what 
is the document achieving? The 
MPX document should have greater 
functionality than a 'what-if' insurance 
policy that is purchased with the hope 
that it is never used because the 
subtext is that the claim will probably 
fail anyway. The MPX document 
should be more than a record of the 
act of pilotage. The documented 
MPX exchange is a tool that Pilots 
use every time they undertake a job. 
Therefore it must be relevant, it must 
be credible and, above all, it must 
be taken seriously by everyone from 
the blunt-end of the operation to the 
sharp-end. 

The motto is we should either do this 
properly or not at all.

Richard Wild Master Mariner  
MSc FRIN is a senior Harwich 
Haven Pilot

Author's surname, First Name, 'The Master-Pilot exchange: a study into this critical relationship', unpublished MSc dissertation, 
Southampton Solent University, 2013. BIMCO/ISF figures, 2010.
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To maintain its presence, increase 
its profile, and to enable us to meet 
industry professionals outside formal 
planned meetings and steering 
groups, the Association hosted 
a convivial lunch table on board 
HQS Wellington. This was part of 
the Livery Company’s maritime 
networking events. 

Representing the Association  
were President Lord Tony Berkeley, 
Chairman Don Cockrill, Jason 
Wiltshire Dover Pilot, John Clandillon 
Baker London Pilot, and Mike 
Robarts. Guests at the table were: 
Julie Lithgow Chief Executive of the 
Institute of Chartered Shipbrokers, 
Michael Read-Leah Department for 
Transport, Marianna Vitazova The 
London P&I Club, Adrian Mundin 
Chamber of Shipping, and Michael 
Gerber Journalist.

The lunch allowed Association 
representatives to engage and 
network with invited senior industry 
people in a pleasant but thoughtful 
atmosphere. The past year brought 
many challenges to the pilot 
profession and it is important that 
we meet key figures in the maritime 
industry and Parliament to engage, 
discuss and communicate effectively. 
These key players should know who 
we are, and we should know the 
decision-makers re-shaping  
our profession.

Our section committee meetings are 
planned to take place at different 
locations around the country. This is 
to enable us to meet members and 
colleagues. We have been doing this 
now for a couple of years and these 
arrangements have proved effective. 
For the final meeting in 2013 we 
visited Teesport. At an evening 
dinner there we met 
members from the 
Tees Bay pilots as well 
as pilots from the ports 
of Sunderland and 
Blyth. Our first section 
committee in 2014 
visited Cardiff where at 
an evening dinner we 
met members from the 
ports of Milford Haven, 
ABP South Wales, 
Gloucester and Bristol. 

For our next meeting  
in May we plan  
to visit Aberdeen  
and invitations are  
being sent out.  
If you are from that 
area and wish to  
join us, we would be  
keen to see you.  
Please feel free to 
contact the Vice 
Chairman, John Pearn.

Networking Events Mike Robarts
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The Port of Tilbury
The Port of Tilbury has invested 
£250,000 into restoring a historical 
landmark, which features prominently 
on the Thames skyline. The cupola, 
the ornate dome structure which 
can be seen atop the London Cruise 
Terminal at Tilbury, has been in situ 
since 1929 and has recently been 
taken down in order to perform 
essential restoration work.

As the cupola is a listed landmark, 
which has been a distinctive part of 
the architecture at Tilbury for many 
years, the nature of the restoration 
is extremely delicate. At entirely its 
own expense, the Port of Tilbury has 
undertaken an extensive renovation 
project in order to preserve the 
cupola and prevent its collapse.

The project, which is being carried 
out by the port in conjunction with 
Haydn Evans Consulting and J.W. 
Steele & Sons Ltd, is set to take 14 
weeks. Many materials are being 
custom built for the project, such 
as bricks cut and designed to 
match those used during original 
construction of the cupola 84 years 
ago. Much of the steel frame has 
corroded and expansion of the metal 
over the years has placed pressure 
on the brickwork – both steel and 
brickwork now need replacement. 
Some of the wooden framework is 
also being replaced with sustainable 
Indian teak.

The cupola has a long and colourful 
history at the London Cruise 
Terminal. When the Empire Windrush 
sailed into Tilbury in 1948, the cupola 
was the first identifiable landmark 

to her 500 Jamaican passengers 
wishing to start a new life in Britain. 
It was also the last piece of British 
architecture that the Ten Pound 
Poms would have seen before 
embarking on their life-changing 
journey to Australia.

The London Cruise Terminal has seen 
a number of famous visitors over the 
years, ranging from novelist George 
Orwell, to Cliff Richard to the  
HM The Queen.

Jonathan Catton, Thurrock’s Heritage 
and Museum Officer, said "The 
cupola on top of the London Cruise 
Terminal is an extremely important 
piece of architectural history for 
Thurrock and the surrounding area. 
Many a historical event has taken 
place at the London Cruise Terminal 
since its opening in 1930 by Prime 
Minister J. Ramsay MacDonald and 
we are very grateful to the Port of 
Tilbury for investing such a great  
deal in restoring it."

Perry Glading, Chief Operating 
Officer for Forth Ports Limited, 
owners of the London Cruise 
Terminal, said "It is of utmost 
importance for us to maintain the 
structural integrity and aesthetic 
façade of the cupola, which has 
sat proudly on top of our baggage 
hall at the Cruise Terminal for many 
years. We believe that it is entirely 
worthwhile investing in such a 
distinctive landmark which truly 
shapes the skyline of the Thames." 

Article reproduced with the kind 
permission of Forth Ports PLC.
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It is encouraging to see technical 
contributions from members in this 
edition of 'The Pilot' magazine.  
To build on this I thought it might  
be interesting to discuss what some 
of our known organisations are 
developing in the way of training.  
The Port Marine Safety Code (PMSC) 
and the Guide to Good Practice 
(GTGP), National Occupational 
Standards and IMO Resolution 
A.960 give lots of guidance on those 
elements required for the training  
and standards for marine pilots.

Liverpool Pilots 
Some of our members have 
developed training of use to others. 
Liverpool pilots continue to invest 
and contribute towards their training 
and equipment, both of which 
they make available to others. 
The Pilots Resource Management 
(PRM) course has been around for 
a number of years and has received 
excellent feedback from delegates 

I have spoken to. Liverpool pilots 
have been working with Timothy 
Crowch, a former airline pilot who 
runs ASSM solutions; he is the author 
of Navigating the Human Element 
(MLB Publishing, 2013). At last 
year’s Association conference you 
may remember Mr Crowch giving 
a presentation on the '4 levels of 
message' and using communication 
as a proper tool. Liverpool Pilotage 
Services Ltd have now enlarged their 
portfolio of training courses to include 
'Human Element Leadership and 
Management' (HELM) training.  
This new training combines the 
expertise of those pilots providing 
the training and that of Mr Crowch. 
The courses together address 
recommendations contained in  
STCW manila amendments.

Liverpool Pilots’ own simulator at 
their Training Centre at Woodside has 
been upgraded and is included in the 
HELM courses above. There is now 

an additional 
simulator bridge 
to provide for tug 
training and for 
other specialist 
demands. To 
this end various 
tug models, 
including Voith 
and ASD tug 
types, have 
been installed, 
supporting 

training for tugs and escort 
towage training. Both simulators 
now permit multiple ship scenarios, 
with pilots able to learn and prepare 
for many scenarios, such as  
collision avoidance, ship to ship 
transfer, hydrodynamics and 
AZIPOD training. 

More information can be found  
on the Liverpool pilots website: 
www.liverpoolpilots.com &  
email: info@liverpoolpilots.co.uk 
Videotel 
Videotel is the leading multi-
media producer of high-quality 
maritime safety training software 
and materials serving the maritime 
community today. As well as its 
award winning videos, programmes 
and courses on board over 10,500 
vessels, it has the largest portfolio 
of maritime computer based training 
(CBT) materials in the world. With 
over 900 titles and over 100 million 
training hours accomplished to date, 
Videotel is assisting in promoting the 
learning of hundreds of thousands of 
seafarers across the globe.  
The Company recently marked 
its 40th anniversary, with Deputy 
Chairman Stephen Bond also 
being awarded the Merchant 
Navy Medal for his contribution to 
the tanker industry and maritime 
training. Innovation is clearly a 
driver for Videotel, with distance 
learning, online training, as well as 
3D graphics gaming technology all 
enhancing learning experience.  
Videotel hosted stands at both 
the IMPA 2012 and UKMPA 2013 
conferences and conducted market 
research, resulting in the company 
producing a Ports and Pilots training 
catalogue aimed at pilot training.  
To complement the Ports and Pilots 
training catalogue, the Company has 
developed a cloud based recording 
and reporting system as part of its 
Continuing Competency Manager 
(CCM) programme. This allows 
flexibility for a port or pilot service to 
select their own training syllabuses 
tailored to suit the individual through 
their careers.  

Training Matters! Mike Robarts
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Cows not Cowes

Videotel on Demand (VOD) allows the 
learner to access online, wherever 
there is an internet connection, all 
of Videotel’s products and training 
titles. A training matrix is compiled by 
the port or pilot service, combining 
not only Videotel training titles but 
also other drills and tasks unique 
to that pilot or port operation, with 
everything being recorded in the 
cloud and dispensing with paper 
altogether. The learner can also 
store course certifi cates from the 
completed training modules, as 
well as other documents.

During regular audits inspections, 
training of each individual can 
be independently monitored, 
thus providing a useful tool for 
quality management safety 
system compliance. 

For further information contact: 
Nigel D. Cleave Chief Executive 
Offi  cer, T: +44 (0) 207 209 1812 
or E: ncleave@videotel.com 
W: www.videotel.com 

These comical photos were sent to 
the Pilot Magazine by Jean Buckpitt, 
a London pilot, whose friend Justin 
Denham, who took the photos,
is a pilot on the River Lune. 

The berth at Glasson dock is a 
NAABSA berth where the cows 
are able to gain entrance from the 
local fi eld. Justin believes that the 
cows come off  the fi elds to get salt 
from the ship’s sides, like a salt or 
mineral lick. 

How this fi ts in with the International 
Ship and Port Facility Security Code 
is anyone’s guess! 
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Despite common perceptions,  
water is one of the most complex 
and poorly understood substances 
we know. It’s chemical structure and 
strange bonding characteristics give 
it peculiar mechanical qualities. 

In this short extract, ground-breaking 
research - originally intended to 
explain water’s biological importance 
- is applied to the maritime 
environment to explain some  
well-known phenomena.

Water’s structure and nature
In their article 'Water: The  
Strangest Liquid' (Cartlidge, 2010) 
two researchers, Anders Nilsson 
of Stanford University and Lars 
Pettersson of Stockholm University, 
explain that under ambient conditions 
'water as a (naturally occurring)  
liquid can form two types of 
structure, one tetrahedral and  
the other disordered' (Fig 1)  
They explain that both forms co-exist 
under ambient conditions and that 
when molecularly stressed, that is, 
undergoing only a slight increase or 
decrease in energy profile, one form 
can quickly convert to the other. 
These theories are supported by the 
work of Professor Martin Chaplin 
of Southbank University, London, 
whose physical and chemical domain 
of water diagram (Fig 2) underpins 
much of what mariners instinctively 
understand about water, though 
for present purposes we focus on 
the domain where thermal effects 
are less significant and the kinetic 
properties become highly relevant. 

Professor Chaplin noted that the two 
water-forms have a distinct nature, 
yet can simultaneously co-exist 
under normal conditions and have 
a propensity to readily convert from 
one form to the other - so that water 
can exhibit some rather 'peculiar' 
characteristics: 

•	  It can exist in the mostly 
tetrahedral state – that is, ice

•	  Water may exhibit the viscous, 
non-Newtonian, qualities of a 
gel or behave in a highly mobile 
Newtonian fashion

•	  In its tetrahedral form, water 
behaves like a gel and is highly 
resistant to transient motion. In  
its disordered form, it becomes 
highly mobile and much less 
resistant to motion

•	  The energy values required for 
water-form conversion to take 
place are fairly modest

•	  The energy source to bring about 
conversion may be natural or 
artificial, thermal or mechanical

Researching various ship handling 
issues, the author realised that the 
molecular peculiarities of water held 
important implications. In order to 
make sense of them it is necessary 
to accept that water is neither stable 
nor uniform in nature. One property 
of water does remain consistent - it 
must comply with the second law of 

thermodynamics so that, for a 
structural or chemical change to take 
place, an energy transfer must occur. 

What happens during that energy 
transfer, when water-form conversion 
takes place, is of particular interest 
to the mariner as it offers a few 
solutions and, by its understanding, 
raises a number of interesting 
propositions.

Some maritime implications

The ship entering a lock
Experienced ship-handlers note 
that a high-blockage factor vessel 
entering a lock, reduces speed 
gradually - consistent with an 
apparent pressure build-up ahead  
of the vessel as the water has 
difficulty escaping. Eventually, 
without additional power being 
applied, the ship almost stops. As 
more engine power is applied, the 
vessel begins to move ahead, but 
very slowly. Then suddenly, and 
without warning, it surges forward. 

Marine implications of Molecular  
Hydrodynamics Peter McArthur

Fig 1. The forms and dual nature of water – New Scientist, Feb 2010.

Fig 2. Physical & Chemical Domain of water 
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Contemporary teaching explains that 
once the water starts to move around 
the ship, the momentum of the water 
in motion will cause the whole body 
of water to be forced astern (around 
the ship) creating what is described 
as a slight low pressure ahead of the 
ship - and the vessel moves into it. 
Whilst this may explain the observed 
movement of the water, it does not 
adequately explain why water, initially 
so resistant to the ship’s advance, 
suddenly becomes highly mobile and 
starts moving - when it previously  
did not. 

The theory describing conversion 
between the different water forms 
indicates that once sufficient energy 
is input and the water energy  
profile is raised, the tetrahedral form 
breaks down and conversion to the 
disordered state occurs very rapidly, 
with the water becoming significantly 
more mobile and correspondingly 
less gelatinous - so reducing 
resistance to the vessel’s advance. 
Thereafter, the additional power 
required to move the ship against the, 

more mobile, disordered water-form 
is suddenly no longer needed. 

The only tell-tale sign indicating that 
water-form conversion has taken 
place is the sudden 'forward surge'. 
In practice, usually accompanied by 
a realisation that the vessel needs to 
be slowed down – very quickly. 

Molecular dynamic of breaking  
sea waves
Stating the obvious, sea-waves 
possess energy and can transfer  
that energy when they strike a vessel 
or some other structure.

Research shows that when a wave 
begins to break down, the crest can 
increase velocity by as much as 50% 
of the wave’s speed and accelerate 
away from the main structure of the 
wave - becoming confused and 
turbulent as it does so.  

Consider, using water-form conversion 
theory, what is happening within the 
wave structure as its energy profile 
changes (Fig 3). What should become 
clear is that it is the dynamic which 
causes waves to break down.

Surface water tension - strongest 
when the molecular structure is 
largely tetrahedral - normally binds 
the surface together, giving a glassy 
appearance. Energy input from wind, 
along with gravitational potential 
energy, results in conversion at the 
wave crest, so the peak becomes 
more mobile, causing it to accelerate 
and break-away from the wave’s 
main body. When unsupported, 
gravity takes over and the  
crest tumbles.

This wave-breaking dynamic also 
explains why molecules at the water 
/air interface might gain energy 
locally - allowing small 'packets' to 
accelerate, causing streaks that we 
might see as foam carried aloft  
as spray.

The 'Great Wave of Translation' 
mystery!
In August 1834, John Scott Russell, 
undertaking research into more 
efficient ship-hull forms, used two 
horses to tow a barge along a 
narrow stretch of the Edinburgh-

Fig 3. Sea wave Generation and Breaking as explained by water's 'dual nature' theory
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Glasgow canal. During one of the 
experiments the rope snapped and 
barge quickly came to a halt - but not 
the wave created by the boat (Fig 4). 

He noted that the wave "… in a state 
of violent agitation … rolled forward 
with great velocity … continued its 
course along the channel apparently 
without change of form or diminution 
or speed (and) gradually diminished 
after a chase of one or two miles …"

Scott Russell, an engineer, 
recognised that he was seeing 
something unusual, for which he 
could not provide an adequate 
explanation. The wave, subject to 
various frictions and resistance, did 
not die down as might be expected. 
He concluded that something 
inexplicable was happening to keep 
the wave energised and in motion 
- it seemed to have its own internal 
power source that allowed it to  
keep moving.

Analysing Scott Russell’s description 
of his 'Great Wave of Translation' 
and applying what we now know 
of water’s molecular tendencies, a 
number of factors become apparent, 
permitting us to discover what was 
happening with the wave. Key to that 
understanding is the knowledge that 
once water-form conversion (to the 
disordered state) has taken place,  
the re-conversion process is relatively 
lengthy. We note: 

1)  The water ahead of the boat  
was trapped so that energy being 
transferred into the water did  
not dissipate. 

2)  With time, the localised energy 
profile increased and conversion 
from the tetrahedral to the 
disordered state took place.

3)  Scott Russell’s description of the 
water becoming "… confused … 
and (in) a state of violent agitation" 
characteristically portrays 
conversion to the disordered state. 
Thus, the wave had acquired both 
internal energy and a disordered, 
more mobile, nature - necessary 
for its progress to continue 
unaided (Fig 5).

4)  Lacking energy input and 

influenced by both resistance  
and the re-conversion process, the 
excess of internal energy powering 
the wave’s independent motion 
eventually depleted and the wave 
lost form.

Conclusions
This short article offers only a few 
examples of where water-form 
conversion has proved significant.
New theories describing the multiple 
states that water can acquire have 
already helped in explaining  
particular ship-handling problems. 
This knowledge has led to a deeper 
understanding of the effect that 

water-state conversion has on the 
sea and has enabled us to address 
the 'Great Wave of Translation' 
mystery. 

Knowledge acquired during the 
research process has led to further 
discoveries, including:

•	 	The	molecular	action	underpinning	
water flow in pipelines, eductors 
and pumping systems

•	 Ship	propulsion	dynamics	and	the	
persistent nature of a ship’s wake

•	 	The	reason	behind	inconsistent	
water resistance readings when 
testing hull forms. 

Fig 4. Recreation of John Scott Russell’s Great Wave of Translation  
– Herriot Watt University 1995.

Fig 5. Wave of Translation - generation and internal energy exchange dynamic.
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•	 	Why	a	tsunami	exhibits	greater	
dynamism and destructive 
capacity than current  
theory suggests

•	 	The	molecular	mechanisms	behind	
ice flow and glacial dynamics

Ongoing research raises other 
prospects, for example:

•	 	The	energy	transfers	that	
take place during water-form 
conversion have implications  
for our understanding of  
weather systems

•	 	Ship-to-ship	interaction	and	
hydrodynamic calculations are 
likely to be influenced by the initial 
water state and the tendency of 

water to change form and nature

•	 	Ship	model	test	results	may	
have to be tempered by an 
understanding that they may not 
bring about water-form conversion 
in the same way that a full-size 
ship might

•	 	The	idea	of	'exciting'	water	ahead	
of a moving ship to initiate water-
form conversion - so making 
the water more mobile and less 
resistant to vessel motion -  
offers the prospect of reduced  
fuel consumption

Our understanding of water’s basic 
nature is changing and much of what 
we take for granted will, of necessity, 

require re-examination. Whilst 
this may present some short-term 
issues, a better understanding 
of water’s inherent nature and 
molecular dynamic also raises the 
possibility of significant benefits. 
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Peter McArthur, Master Mariner, 
MBA, LLB, is a Manchester Ship 
Canal Pilot and a Chartered Marine 
Technologist (British Engineering 
Council) and a Fellow of the 
IMarEST. 

After he left school Mike joined 
Cayzer Irvine & Co in 1970, serving 
an apprenticeship. Later, with a 
certificate of competency, he became 
third officer on the general cargo ship 
King Henry. Continuing to work on 
general cargo ships for Clan Line, on 
worldwide trade, he was promoted 
to second officer. In 1978 Mike took 
a year out during which he served 
as chief officer on the sail training 
association’s Sir Winston Churchill 
and Malcolm Miller. On his return to 
Clan Line in 1980 he obtained his 
Master’s certificate. 

Now with a young family he  
changed his seagoing career by 
taking another direction, joining 
Sealink ferries, meaning he could 
work out of Harwich and be closer 
to home. When ferry work declined 
Mike joined Trinity House on vessels 
maintaining navigation aids and 
conducting hydrographic surveys. 
He rose to the position of Officer 
in Charge on vessels that mainly 
worked in the Harwich and Thames 
areas. In 1988 he was in a convenient 
position to take up a post with 
Harwich Haven Authority. Initially 
working in VTS he yearned to be 
back on ships. He became a pilot, 

obtaining authorisation 
in 1990. Mike retired in 
February 2014 having,  
it is estimated, carried 
out over 7000 pilotages. 
As a pilot he was 
involved in the 
deepening and buoyage 
of Harwich’s deepwater 
channel, seeing the 
district move from a 
cargo and ferry port to 
one accommodating  
the ultra-large container 
ships of the 21st century. 

He was active when 
the port of Felixstowe 
expanded into the 
era of liner shipping. 
Mike was a devoted 
member of the UKMPA 
section committee, his 
special interest being 
navigation technology. 
Colleagues at Harwich 
Haven pilots held a 
retirement dinner after 
Mike’s last ship duty 
to wish him and his 
family well and to hope 
he enjoys a long and 
happy retirement. 

Retirement: Mike Marsh
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When 3rd 
Officer in the 
Blue Funnel 
Line, Bill applied 
for entry to the 
Helmsmen’s 
Service on the 
Manchester 

Ship Canal and was appointed in 
October 1957. He was very active in

'job' politics when representative  
on the Helmsmen’s Committee.

He was appointed 2nd class pilot 
in October 1966 and first class 
three years later. Always a popular 
raconteur, he once was stand-in 
when an entertainer (a comedian) 
took ill at the annual dinner. Later, 
as representative on the Pilotage 
Committee, he was instrumental 

in the formation of the present 
Manchester Pilot Service. 

During 1978 and 79 he was 
appropriated to a Greek company 
carrying caustic soda from 
Partington outwards. In the years 
1983-5 Bill was a pilot at Jeddah, 
retiring on 31st December 1992.  
He died on 13th January 2014,  
sadly after a long illness.

Harry Hignett (Manchester Retd.)

Obituary: William Hopkins 1935-2014

A short  
note from 
the Editor... 
Mike Robarts

Section Committee  
forthcoming events

27 and 28 March 2014:  
EMPA Conference
John Pearn, Mike Morris and Mike 
Robarts will travel out to Antwerp 
to attend the EMPA conference.  
Mike Morris will also attend the 
EMPA Board of Directors meeting 
beforehand. We expect there to be 
much discussion on the proposed 
EU ports regulation. 
7 to 11 April 2014: IMPA Conference
Don Cockrill, John Pearn, Martin 
James, Peter Lightfoot, Martin 
Chatterton from Section Committee 
and Nick Lee from the Technical 
and Training Committee, along with 
other Association members, will be 
attending the IMPA conference  
in Panama. 
The front cover picture is of the 
paddle steamer ‘Vevey’ which  
cruises Lake Geneva, where my  
wife and I recently holidayed. There 
are eight paddle steamers in the  
fleet owned by Belle Epoque.  
These were built between 1904  
and 1927. 
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Liverpool will be the host city in 
October 2014 where the participant 
members of the International User 
Group of the International Standard 
for maritime Pilot Organisations will 
convene for two days. As part of 
that process and in order to attract 
additional participant Pilotage 
organisations to consider joining 
the ISPO community which now 
represents in excess of 600 pilots 
within the 13 member organisations, 
the first day will be dedicated to a 
public awareness day where Pilotage 
organisations, Harbour Authorities 
and Port Users are invited  
to attend to gain a better  
insight into the ISPO 
standard and to what it 
means to be certified.

The public day will be held 
at the Liverpool Maritime 
Museum and the conference 
will be formally opened 
by Mrs Louise Ellman MP, 
Chair of the Transport Select 
Committee of the House 
of Commons, with two 
further political guests both 
of whom are members of 
the European Parliament’s 

Transport and Tourism Committee, 
Mr Brian Simpson MEP and Mrs 
Jacqueline Foster MEP. After the 
conclusion of the day’s programme 
the Museum will be free to be viewed 
with a privately arranged and guided 
tour which includes the permanent 
display of the Titanic collection. 
Refreshments and lunch will be 
provided free of charge to  
registered delegates.

Further details regarding information 
on the venue, transport and 
accommodation can be found on  
our website at www.liverpoolpilots.com

We therefore look forward to 
welcoming you to Liverpool and 
leaving with a better understanding  
of the value of ISPO and how  
easily it can be adopted to meet 
your Pilotage Services specific 
circumstances, and at the 
same time providing a robust 
framework to continuously improve 
the performance of your Pilot 
organisation. Interested – then we’ll 
see you in Liverpool on October 1st, 
but in order to secure your place 
register your details by emailing  
us at info@liverpoolpilots.com

International Standard for Maritime 
Pilot Organisations Paul Schoneveld

It is often forgotten that 
all UKMPA members are 
also members of IMPA & 
EMPA and with so many 
issues currently common 
to pilots around the 
World, membership of 
both these associations 
is of great importance.

IMPA: www.impahq.org
EMPA:  
www.empa-pilots.org

A quick note 
about...  
IMPA & EMPA



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






