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Welcome to this edition of The Pilot.

I hope this edition sees you and  
your family well in these strange 
times. Who would have thought  
this time last year that we would 
be living and working within these 
present restrictions? 

The UK Government realised from 
the outset that imports and exports 
by sea were vital for the country and 
economy. Pilots were very quickly 
identified as key workers in order 
to ensure continuity and to move 
ships into and out of port. Former 
shipping minister Kelly Tolhurst 
MP was a staunch ally to pilots in 
the UK throughout the pandemic 
and had a close relationship with 
the shipping sector. Sadly she was 
moved from her shipping post on the 
9th September to become minister for 
rough sleeping and housing. UKMPA 
thanks her for her close relationship 
with pilots and wishes her well in her 
new role. Robert Courts MP is the 
new shipping minister. 

UKMPA, working with Government 
and within WHO guidelines, collated 
and shared all available advice and 
best practices from around the globe 
with pilots pragmatically applying it 
to their own port's needs. The effect 
of Covid-19 on pilotage has seen us 
all working differently, with reductions 
in pilot launch capacity and social 
distancing when on ships and ashore. 
At the start of this pandemic, pilots 
were more afraid of catching the virus 
from ships' crews, but now it is the 
other way around. Ships' crews are 
not allowed ashore, in which case the 
person who could introduce the virus 
to the crew is the pilot and shore-side 
repair engineers. To date, there have 
been no confirmed cases of a pilot, 
in the course of duty, catching the 
virus on board ship. You all should 
be rightly proud of the way you have 
conducted yourselves in maintaining 
pilotage services.

UKMPA's Pilot APP has very quickly 
been seen as a reliable reporting
tool by the MCA to highlight ladder 
deficiencies. UKMPA were approached 
near to the start of the pandemic by 
the MCA to include a facility within 
the App to report suspected cases of 
Coronavirus on ships, and we were 
happy to oblige. The real reason 
for this was so that the MCA could 
check whether the safe manning 
requirement was maintained.

The Executive and I have continued 
to represent pilots during this time 
remotely, with regular meetings with 
other stakeholders, from Ministerial 
briefings with the DFT, UKMPG, 
BPA, MCA through to Public 
Health England (and their devolved 
counterparts). Full updates can be 
found on the UKMPA website. 

We are now entering the Restart 
and Recovery phase of our return 
to normality in the maritime sector, 
different stakeholders having 
different priorities. The cruise 
industry has been particularly hard 
hit: all cruises have ceased until 
further notice. 

It was with a heavy heart that  
we decided to postpone our 
conference in Edinburgh due to 
uncertainty caused by the ever 
changing restrictions introduced  
by Government. An interim meeting  
was planned on HQS Wellington 
on the 3 December, but with  
ever changing restrictions it has  
been decided to hold a 'virtual' 
conference on that same date in 
order to conclude UKMPA business. 
I look forward to the day when I can 
address you at conference in person.

Meanwhile stay safe with good ships 
and fair winds to you all.

Chairman's Report Mike Morris
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Effective Situational Awareness (SA) 
is critical to the safe operation of 
vessels in a maritime environment.  
As our seas and oceans have 
become highways for bigger and 
faster ships in a global context, 
mariners have had to develop and 
adapt the way they do business 
to remain safe in this increasingly 
challenging environment.

One hundred years ago the safe 
navigation of ships relied on the 
skills and knowledge of the mariner 
without the use of echo sounders, 
radar or other electronic aids. Charts 
were produced with lead-line surveys 
and visual surveying techniques and, 
although accurate at the time, would 
be considered barely usable today. 

In the relatively short period between 
then and today we no longer have to 
navigate by the seat of our pants, the 
sextant barely makes the light of day 
let alone a twilight and the very fine 

art of copperplate etching is confined 
to history. We are much better served 
with radar, sonar, satellite navigation 
systems, electronic charts, AIS, 
satellite communications all of which 
were designed to make our lives 
easier and safer. But have they?

A comparison of a Bridge from the 
early 20th century to one of today 
would probably leave Navigators 
from each of those eras equally 
confused in the other's domain!
 
Yet, despite the equipment 
differences the need to maintain 
optimal SA remains as valid today  
as it did in the era of the TSS 
AWATEA. However, the ease, or 
difficulty, of achieving this has 
changed dramatically. 

Today's Navigator needs to deal with 
far more information coming to the 
Bridge than ever existed in former 
days and the challenge of managing 
that information while still dealing 

with the age-old basics of preventing 
collision or grounding. Consider the 
task faced by the Naval Navigator. 
They too have to manage the above 
constraints but their information 
flow is often saturated with other 
information on the Underwater 
battle, The Surface battle, the Air 
battle and the Space battle all at 
the same time as they are trying to 
get the helicopter launched at night 
in a rising sea state. The SA task is 
enormous and for the inexperienced, 
sometimes overwhelming. 

A solution cannot always be found 
by sharing a problem or throwing 
technology at it. Somehow there 
needs to be a way to be able to 
establish effective SA in order to 
ensure that the ship, its cargo, 
passengers, weapon systems 
and, above all crew, remain safe 
and effective. The key to this is 
understanding the role that SA plays 
in the safe conduct of a vessel and 

The Situational Awareness Dilemma 
David Hedgley

The Bridge of the Union Steamship Company TSS AWATEA
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A modern Bridge today

the part that Bridge teams play in 
sharing information to ensure a 
"shared mental model". However, 
putting that into practice is neither 
easy nor intuitive. 

Effective training is crucial to 
ensuring that the team know how 
their individual roles contribute to 
the collective effort and how that 
effort results in achieving the desired 
outcome. Navies around the world 
spend most of their days at sea 
where training occupies a great deal 
of the time. Such an investment is 
critical if the desired outcome is to 
be achieved and skimping on that 
investment, be it time, resources, 
content or personnel will result in 
a less effective performance. Look 
at any successful sports team and 
think about the ratio of training to 
game time and you will see why their 
Situational Awareness is hard won 
and not a gift.

A Harbour Pilot is often viewed as 
an outsider, to a Bridge Team yet 
they play a vitally important role in 
ensuring the ship arrives alongside 
safely. A recent incident investigation 
revealed that when a ship grounded 

in a narrow channel at night a ship's 
officer remarked "You appear to have 
run us aground Pilot". On the face of 
it that would appear to be the case as 
the ship was under the Pilot's control. 
However, the Pilot's presence did 
not remove the responsibility for the 
safety of the vessel from the Ship's 
team. Perhaps a more appropriate 
comment might have been "WE 
appear to have run us aground". 
Clearly, SA on this bridge was neither 
evident nor shared.

The Pilot involved had a Portable 
Pilot Unit (PPU) but it was not 
being used to its full extent. Such 
a system can provide a significant 
boost to SA by not only providing 
accurate positioning data but 
also showing excellent predicted 
positions. Additionally, AIS display 
as well as scaled representation of 
the ship relative to its surroundings 
all contribute to a much better 
assessment of where dangers of 
collision or grounding lie. Comparison 
of PPU data with ship sensors will 
allow the pilot to compare their 
information with that which the ship's 
team are using and ensure that there 
is a shared mental model. Effective 

Bridge Resource Management  
will contribute to shared SA and  
thus considerably reduce the risk  
of collision or grounding.

The days when situational 
awareness almost exclusively 
comprised of looking out of the 
window are long gone! Modern 
technology has brought many 
challenges in the SA field but the 
sharing of all the information,  
correct use of the modern systems 
and good teamwork will all result in 
a safe passage. Therefore, today's 
mariner must get the right balance 
in developing effective SA using 
"all means available". The Bridge 
Window should now be seen as a 
critical "tool" in the suite of those 
on hand to the Navigator. The 
awareness of which tool is most 
appropriate for the situation, be it 
the Window, RADAR, ECDIS, AIS 
or a PPU will be achieved through 
training, experience and above all 
the determination to operate safely.

CDR David Hedgley, FNI, RNZNR
Director and Specialist  
Training Manager
Navicom Dynamics Ltd
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I enjoyed Captain John Clarke's 
insightful article 'Visual pilotage at 
night' (Seaways, June 2020). As a 
serving pilot I have spent too many 
hours working on tankers in the 
dark. At such times I look back with 
affection and nostalgia to my time in 
command of a particular VLCC. In 
1990 I was carrying crude oil from 
Libya to Italy. We always timed our 
arrival at the pilotage station for 0600, 
because Italian regulations prohibited 
the movement of hydrocarbons 
during darkness. (However, these 
restrictions didn't stop one of the 
worst maritime accidents in Italy 
when the ferry Moby Prince collided 
with the tanker Agip Abruzzo late in 
the evening of 10th April 1991, when 
140 people lost their lives.)

The Italian requirements for daylight 
movement also meant that my crew 
and I were, hopefully, at our most 
efficient. Humans aren't designed 
to operate at night, it's at variance 
with the body's natural circadian 
rhythm. Working against this natural 
cycle induces fatigue which, in 
turn, reduces a person's cognitive 
abilities and reflexes. Thus, it is vitally 
important that not only must the 
organisation have a proper fatigue 
management plan, but the pilot 
should also develop his or her own 
personal strategies. Coffee, talking 
and stretching are just some of the 

techniques that can be employed. 
Personally, I am a pacer. Of course, 
I am consulting the radar, my own 
PPU, the ship's ECDIS and all the 
other instrumentation that helps 
me build up a visual model and 
maintains my situational awareness. 
But regularly walking from side to 
side not only keeps me alert but fulfils 
that most fundamental requirement 
of bridge watchkeeping – keeping a 
proper lookout.

Captain Clarke lists a number of 
points on how a pilot can manage 
the hazards and control the risk of 
night pilotage. However, in that list I 
would strongly advocate the inclusion 
of moving! I am a Southampton 
pilot and the Solent has a deserved 
reputation for yachting. The ColRegs 
only require side lights and stern 
lights for sailing vessels. These lights 
can be difficult to see when the 
yacht is heeled over, or impossible to 
see when obscured by the stowed 
dinghy on the transom or covered 
by the set jib — that's assuming 
they've switched them on. If the 
vessel has a trilight at the masthead 
then more often than not from my 
perspective this is lost in the shore 
lights. At regular intervals I will walk 
across the wheelhouse. My change 
of perspective means that I can pick 
out the yacht's lights as they change 
relative to the shore lights.

I experienced another unexpected 
benefit of moving about on one 
dark and not so stormy night. The 
retina at the back of our eyeball is 
responsible for our ability to see. 
In daylight the small central area, 
composed of cones, is used for 
colour vision. The rest of the retina 
is composed of rods which work 
under low light conditions and see 
in black and white. It explains why it 
is often easier to pick out something 
at night by not looking directly at it, 
by literally looking out of the corner 
of your eye. I was on a 200m car 
carrier — I mention this because of 
course the wheelhouse is right at 
the forward end of the ship. Out of 
the corner of my eye I saw directly 
ahead what I can only describe as 
black on black; there was no moon. 
Grabbing a pair of binoculars I could 
see a black rib with two persons on 
board, and no lights. I subsequently 
found out it was broken down 
and the crew had been blissfully 
unaware of the danger they'd been 
in. I estimate it must have been 
about 500 metres away. Fortunately 
I had enough time to react. More 
importantly I had enough time for  
the ship to respond to my helm 
orders. Once it had passed I went 
back to the radar to see if I could 
detect it. Nothing. 

As Captain Clarke writes: 'In most 
cases, night pilotage is not treated 
as a special case by ports and 
pilots'. I don't necessarily think 
it is more difficult or easier than 
daylight transits. It is just different 
with different challenges. The 
conscientious pilot will therefore  
use different strategies for the 
changed circumstances.

Visual Pilotage at Night William Hargreaves



The Pilot
Autumn 2020

7

The Law and Conduct of Pilotage Barrie Youde

The parliamentary statute law of the 
United Kingdom holds the profession 
of pilotage in a far higher regard than 
is generally appreciated. Rarely has 
this point been made clearer than 
in 'The Pros and Cons of the Con 
— Time to call a Truce' in The Pilot 
(Autumn 2019). 

Presumably by oversight, the 
article identifies a problem but 
offers no recognition of the remedy 
which exists already. The problem 
as identified arises in the case 
of the relatively small number of 
shipmasters who are reluctant to 
comply with the statutory pilotage 
provisions and are reluctant, even 
to the point of refusal, to place their 
ships under pilotage as defined in 
the 1987 Pilotage Act. The definition 
is found at Section 31 of the Act 
which provides that 'pilot' means 
any person not belonging to a 
ship who has the conduct thereof 
and 'pilotage' shall be construed 
accordingly. It is a definition which 
has stood the legal test of time. The 
existing remedy in the cases cited 
in the article is, in the first instance, 
to report the breach of the statutory 
provisions by the shipmaster to the 
relevant harbour authority, whose 
function it is to administer pilotage 
law properly at local level. Such 
administration includes the criminal 
prosecution of persons found to be in 
breach (q.v. The Anna Merryl – 2002 – 
Grimsby Magistrates' Court).

The offence created by the 
shipmaster in such circumstances is 
defined in clear terms by sub-Section 
15(2) of the Act which provides that 
if any ship is not under pilotage as 
required by subsection (1) above after 
an authorised pilot has offered to 
take charge of the ship, the master  
of the ship shall be guilty of an 
offence and liable on summary 
conviction to a fine not exceeding 
level 5 on the standard scale. A 
pilot either has the con or he has 
not. There is no half-way point. In 
stating quite correctly that a pilot 

cannot voluntarily relinquish the con, 
the published article overlooks the 
point that if the shipmaster denies 
the con to the pilot, the pilot has not 
relinquished it voluntarily. Far from 
relinquishing the con voluntarily, 
the pilot in the performance of his 
statutory duty is obstructed by the 
shipmaster retaining the command 
of the ship. It cannot be right that 
a pilot should assist a shipmaster 
openly flouting the law, as such a 
case is clearly a matter of aiding and 
abetting, the legal consequences of 
which require no further enlargement. 
The pilot who assists, or begins 
to assist, a shipmaster in those 
circumstances is his own worst 
enemy (q.v. Cooper v Forth Ports 
2011).

In any failure to uphold the law 
which protects all pilots, the pilotage 
profession itself is placed in serious 
and obvious danger. In broad terms 
the legal function and duties of a 
pilot are set out, as in the article 
under discussion, in the case of 
The Tactician in 1907. Few would 
argue against the findings of that 
case. It is perhaps worthwhile to 
consider the law as it has developed 
subsequently. Well into legally 
modern times, and well into the  
era of adequate radar, the House of 
Lords, which was the Supreme Court 
at the time, considered these matters 
in detail in Crouch v McMillan (1972). 
In that case Lord Simon of Glaisdale 
observed:

  The need for particular statutory 
provision regulating pilotage 
arises because, by a cruel irony, 
as ships approach land, the 
proximity of a haven from natural 
hazards may actually increase 
the hazards. Sea lanes converge, 
and to the perils of wind and 
water there is now added a new 
– perhaps even greater – danger, 
constituted by human fallibility. 
Shipping may be mishandled, 
and, even correctly handled, 
other shipping is a complication 

to manoeuvre: the busier the 
waterway, the greater the dangers 
from this source. Nor does 
nature herself relent. If the vast 
forces of the open sea are now 
less extensive, they are liable to 
be more concentrated. Winds 
become funnelled, and there 
are unexpected cross-currents. 
Tideways race and curious eddies 
may trap the wariest stranger. 
The very proximity of the looked-
for land means that there is less 
sea-room to manoeuvre, and the 
sea-floor, perhaps sharpened by 
rock or wreck, rises up towards 
the ship's bottom (Sea Empress? 
Costa Concordia? B.Y.). Nor is 
it safe for even the most skilful 
navigator to rely on charts. There 
are likely to be shifting shoals and 
sandbanks. Channels may be 
awaiting a dredger. There may  
be peculiar local customs or bye-
laws affecting navigation. Many 
fine ships, many gallant men (and 
women, crew and passengers 
– B.Y.) have been lost when 
their destination was actually in 
sight. Full fathom five is no more 
than thirty feet. It was not in the 
currentless deep that bones were 
picked in whispers. It is by reason 
of these special hazards which 
attend the movement of ships 
in and out of port, and because 
of the special need for local 
knowledge, that pilotage  
is required and its use regulated 
by Parliament.

  In some fields the law finds it 
expedient to enforce qualification 
and regulation before services are 
performed. Many villages have 
crones wise in the concoction of 
simples: nevertheless Parliament 
has placed restrictions on 
the professionally unqualified 
engaging in the practice of 
medicine or pharmacy. It is a 
byword that barrack-rooms and 
forecastles have their lawyers, 
and there are others who fancy 
their skills at drafting or advocacy: 
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nevertheless professional practice 
is limited to those examined and 
approved by and subject to the 
Inns of Court and the Law society. 
Similarly, Parliament has provided 
for the licensing (and authorisation 
– B.Y.) of qualified pilots and 
made provision for their use.

That 1972 judgment as cited above 
could not make more clear the 
national need for a properly regulated 
pilotage profession. In express terms, 
the national need for proper pilotage 
is stated to be exactly the same 
as the national need for a medical 
profession and a legal profession.  
As a matter of public safety and 
public order, the pilotage profession 
is at least the equal, in every respect, 
of those other two.

In 1989 the House of Lords 
considered the case of the 
Esso Bernicia. In doing so it first 
considered the case of Holman v 
Irvine Harbour Trustees of 1877, 
forty years older than the Tactician. 
Holman's case established that a 
pilot is first and foremost a public 
servant. In the Esso Bernicia, the 
House of Lords took that logic a step 
further and found that a pilot when on 
duty is an independent professional 
in the service of the ship and does 
not act as the servant or agent of 
anybody else, even if he might serve 
under a contract of employment 
with a harbour authority. The public 
obligations of the pilot far over-ride 
the obligations of any employment 
contract which a pilot might have 
entered into. It may be noted at 
this point that the first obligation of 
any public servant is to uphold the 
existing law, or risk exposing himself 
to the criminal charge of misconduct 
in public office (n.b. not to be 
confused with misfeasance in public 
office, which is a purely civil matter).

In 1993 a challenge was made to 
the findings of the Esso Bernicia 
case, which had been conducted 
under the terms of the Pilotage Act 
1913. The challenge in the case 
of the Cavendish claimed that the 
introduction of the Pilotage Act 
1987 altered the law to the point 
that a harbour authority which 

provided pilots to shipping under 
an employment contract might 
be vicariously liable under that 
contract for the negligence of the 
pilot. The High Court dismissed the 
challenge, stating in express terms 
that a harbour authority performs no 
pilotage, that its sole duty in pilotage 
is to provide a competent pilot and 
that, in any event, no man can serve 
two masters – the relevance of which 
principle in pilotage is that once a 
pilot begins to serve a ship as an 
independent public servant he cannot 
at the same time be the employee of 
anybody else. The High Court in the 
Cavendish case also found in express 
terms that the introduction of the Act 
of 1987 had not in any way altered 
the position as determined under the 
1913 Act in the case of Esso Bernicia.

In 1996 the Sea Empress disaster 
occurred at Milford Haven and the 
criminal prosecution of the harbour 
authority was heard in 1999. In that 
case it was found that wherever 
a harbour authority might choose 
to operate a compulsory pilotage 
scheme, the harbour authority 
undertakes the burden of maintaining 
the highest possible standards in 
every respect, not least because a 
shipmaster is obliged by the terms 
of the 1987 Pilotage Act to place 
the conduct of the ship in the hands 
of the pilot – and cannot intervene 
unless and until a state of extreme 
danger has arisen.

All of the above cases confirm that 
the findings in the case the Tactician 
are as legally relevant today as they 
were in 1907. At the same time, 
the corollary of those findings is 
that a pilot needs to be educated 
and trained to the point where he is 
competent to take the conduct of 
any ship under any circumstances, 
which is the purpose and intent of 
the Pilotage Act 1987. It has been 
noted above that a pilot is a public 
servant in any event and is therefore 
obliged to uphold the public law as 
determined in Parliament, regardless 
of the thoughts and ideas of  
anybody else.

Cooper v Forth Ports (2011)
The pilot found himself aboard 
a coastal container ship inward-
bound for Grangemouth. He 
conducted the pilotage (i.e. had 
the con) up Grangemouth Channel. 
On the approach to the lock, the 
master took the con. The ship 
had a bow-thruster and a tugboat 
made fast aft. The wind was fresh 
on the starboard quarter. On the 
approach-wall outside the lock, 
the ship landed heavily on the port 
shoulder and some minor damage 
was done. On entering the lock, the 
pilot advised the master to take a 
second-tug for the passage through 
the Grangemouth dock system. The 
master declined the advice and the 
pilot, seeking only to assist as far  
as possible, remained in close 
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attendance on the master.  
He reported nothing to the  
harbour master.

On leaving the lock, the wind 
freshened and the master was 
soon in difficulties in handling his 
own ship. Nearby was a tanker 
discharging naphtha (or some other 
dangerous cargo). In trying to cope 
with his difficulties, the master of the 
container ship found himself laying 
his own ship flat alongside the tanker, 
with minimal damage. The master 

reported to the harbour authority  
that the pilot had given every 
possible assistance.

Even though the shipmaster and 
his insurers and his lawyers did 
their utmost to absolve the pilot of 
any blame, the harbour authority 
took a different view, as the Court 
subsequently found that it was 
entitled to take.

It is quite plain that it is no defence 
for a pilot to plead (or argue) merely 
that because the master of a ship 

has taken the con the pilot has no 
further responsibility. It is the first 
responsibility of the pilot to inform  
the harbour authority immediately  
of the breach of the pilotage 
provisions by the shipmaster, failing 
which the pilot will find himself all  
too easily carrying the can. At the 
same time the point is painfully 
obvious that the pilot has no 
obligation whatsoever to assist the 
shipmaster in any breach of the 
statutory pilotage provisions.



 

The UK P&I Club invited Don Cockrill, 
Secretary General of our Association, 
and me to be panellists on their 
webinar about passage planning 
with a following-on theme about pilot 
onboard. There was an impressive 
850 registrants for this online event. 
Those attending were ship operators, 
managers, masters and deck officers. 
Since lockdown occurred globally the 
P&I club has been using webinars as 
a useful tool in continuous education 
of its clients and their seagoing 
workforce.
 
The webinar was titled Passage 
Planning, developed following the 
court ruling (2019) of an accident 
to a vessel after it grounded in the 

port approaches. An article by Ince 
GD LLP was published in The Pilot 
328 explaining the court's ruling. To 
summarise: 'In this recent judgment, 
in the context of a claim by Owners 
for a contribution in General Average 
(GA), the Court considered whether 
a defective passage plan, prepared 
prior to the commencement of 
the voyage, rendered the Vessel 
unseaworthy. On the facts, it 
was found that even though the 
Owners had in place good safety 
management practices, the Vessel 
was unseaworthy on the basis that  
a prudent owner would not have  
sent the Vessel to sea with such  
a defective plan, and that due 
diligence had not been exercised.'

UK P&I Club started the session with 
an overview of the case and court 
ruling and then explained some 
of their onboard inspections and 
findings. From what I gathered the 
main emphasis was on:

-  Proper passage planning 
incorporating Notice to Mariners 

-  Proper use of corrected  
ECDIS ENCs

-  Setting up and use of ECDIS 
systems

-  Master-Pilot Exchange  
of Information.

Don and I then found ourselves the 
focus of attention of questions and

UK P&I Club webinar –  
Passage Planning Michael Robarts 
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answers when the theme moved 
to pilot onboard. Don as ever in 
his usual calm manner confidently 
answered questions using a rounded 
approach on international pilotage. 
I provided experience gained from 
working at a UK major port hub 
serving ultra-large container vessels. 
I let Don speak first!

The questions centred on: Master 
Pilot Exchange of information. 
Don suggested it should include 
the bridge team not just the master. 
I asked that officers of the watch 
should leave the ship's pilot card  
with the pilot until disembarkation 
and not just ask for a signature and 
remove the form. 

How could pilots be assisted on the 
bridge? I suggested keeping it basic 
and showing them where a portable 
pilot unit plug is, and then making 
sure radars are properly tuned and 
ECDI's pictures correctly set for initial 
situational awareness. 

We moved swiftly on to Is there 
any way we could get more passage 
planning information to the bridge 
team before a pilot boards? The 
counter argument to this was 
'whose responsibility is the passage 
planning onboard? and what sort of 
information or framework could  
a pilotage authority give? 
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It is timely, given that our country 
has gone through lockdown and 
restrictions still remain that pilots 
are acknowledged along with the 
Merchant Navy whose ships we 
navigate, that their tremendous 
efforts keeping our island nation 
supplied and the global supply chain 
supported is acknowledged. Since 
Covid 19 struck nearly every country 
has had some form of lockdown.
 
The Merchant Navy has been 
essential to our country's supplies 
and has pursued its responsibilities 
with herculean endeavour. On 
board ship the crews adapt and 
work in mentally stressful situations. 
They now experience a high level 
of required personal protective 
equipment, when previously under 
calmer circumstances they worked 
without the need for it while on 
duty inboard operational centres 
such as the bridge and even social 
distancing. Ships must be cleaned 
much more regularly as a surer 
defence against the virus, for fighting 
this virus is similar to biological 
warfare against an invisible enemy. 
As world trade closed down new 
challenges have been faced that 
could never have been foreseen 
or planned for. Suddenly ships' 
masters were dealing unexpectedly 
with an increase in mental distress 
of crew. The crew may have been 
refused shore leave and been 
denied repatriation on contract 
completion or onset of domestic 
crises. Quarantine of the ship should 
a crew member become infected 
has been an ever-ready threat. In 
some ports the only person to board 
ships during her call has been the 
pilot, other officials or assistants 
who would normally come onboard 
after the ship was alongside and all 
fast having remained in telephone or 
email contact only. 

When piloting an inbound container 
ship from the Far East I have found 

it sobering to discover on the 
bridge all the crew in full PPE, from 
hooded boiler suits, facemasks, 
and shoe coverings and people 
communicating through facemasks 
and no food or drink during transit. 
The average passage of a container 
ship bound from the Far East to 
Europe is 17 days, during which time 
it will have visited multiple countries 
each with its own restrictions 
imposed. Despite this level of PPE, 
it is a sombre to think that probably 
ten days before arriving in the UK 
they possibly transited a piracy area 
or the Maritime Security High  
Risk Area in the Gulf of Aden,  
the danger requiring the wearing  
of body armour. 

The UK is very dependent on its 
merchant shipping, some estimates 
putting food imports at 50% of our 
needs. Other essential supplies, 
such as oil and petroleum and 
gas for power stations, all come 
by merchant ships. The UK in 
lockdown has also required other 
kinds of supplies and has had to 
meet different demands. Container 
ships continue to come laden 
with manufactured goods for the 
domestic sector, some containing 
all-important PPE and raw materials 
for industry, and Ro/Ro ferries have 
kept haulage between the UK and 
Europe flowing. 
 
At Government level the DfT remains 
in contact with chief executives of 
major port complexes to ensure risk 
assessment and plans are in place 
to keep supply chains operational. 
Professional associations such 
as the United Kingdom Maritime 
Pilots Association have successfully 
pressed for all its members to 
have access to PPE. This grouping 
works alongside other associations, 
such as the UK Harbourmasters 
Association and the British Ports 
Association, to issue advice based 
on government directives and confer 

with the shipping minister about the 
situation regarding ports.

Journalist Libby Purves wrote an 
excellent piece in the Times about 
the unsung key role played by the 
UK's Merchant Navy, which happily 
provoked an equally excellent 
response from the President of the 
Merchant Navy Association, Admiral 
Lord West. I have seen heart-
warming responses in local social 
media as people start to say 'thank 
you' for what the Merchant Navy is 
doing. When my local parish church 
asked me to do a bible reading for 
an online service I chose to record 
this whilst onboard ship so that the 
online congregation could see life 
onboard a working merchant ship. 
With schools closed I made videos 
as learning resources for children. I 
explained where the ship had come 
from and what it was carrying.

Onboard ship in my daily piloting 
duties I spend time talking to the 
crews about how they feel. It is clear 
some of the crew were beginning 
to show mental strain because of 
the previously mentioned inability to 
be repatriated and with fatigue and 
stresses at home. It was a joy to find 
on returning onboard one particular 
ship that the operating company 
had negotiated a crew change of 
two ships by charter aeroplane. 
As the weeks of constraints have 
passed some companies have 
found different ways of moving 
crews: some by extended road 
transport through different borders, 
and for a friend of mine who is 
a ship's master of an oil tanker 
repatriation by RAF transport plane. 
Many crews regretfully remain on 
board ship because they have gone 
over time on their contract. As a 
pilot when I leave ships by gangway 
or pilot ladder I take pride in turning 
to the crew and looking them in the 
eye and saying 'Thank you for what 
you do for us at this time.'

The Merchant Navy and COVID 19 
Michael Robarts
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The resilience of our pilotage service 
for the merchant ships that call at 
our ports has never been tested like 
this before in peacetime, and the 
dedication of masters and crews 
of ships working tirelessly in these 
testing times and in difficult working 
conditions commands our respect.



I read with interest, if not a little 
alarm, the articles written in issues 
327 and 328 on the perennial subject 
of 'conduct'. My interest in the 
articles relate simply to the matter of 
insurance (more commonly referred 
to now as Pilot Protection) and I 
believe it is a good time, just in case 
anyone might be thinking 'that's OK 
then. Besides, I've got an insurance 
policy' to reflect upon the provisions 
of the insurance.
 
I do not profess to have the legal 
qualifications or the articulation 
to comment on the many legal 
aspects which clearly arise from 
these two articles, but I have had 
the considerable benefit of being 
involved in all the legal cases which 
insurers have defended since 2011. 
Given the many hours of meetings 
between Counsel, underwriters and 
solicitor, to which I was party, I am 
content that some of the legal advice 
and arguments have rubbed off to 
the point where I have more than a 
passing knowledge of the Pilot Act 
1987 and pilotage.

It may be of interest to the reader 
to know the probable insurance 
implications if a pilot willingly 
concedes the conduct of a vessel to 
the master. First, it is worth noting 
that insurers at no time owe a pilot 
the duty of defence: the decision 
to defend is solely that of insurers 
having considered all the facts and 
legal argument. On those occasions 

where insurers decided to defend 
the pilot, each resulted from the 
pilot's authorisation being revoked 
or under threat of revocation where 
the pilot in question had been found 
guilty of or accused of incompetence 
or misconduct by the Competent 
Harbour Authority (CHA). Given the 
many complexities surrounding 
each case insurers did not take 
the decision to defend lightly, but 
common to each was a strong and 
convincing legal argument in favour 
of defence. 

CHAs act under delegated powers 
granted by the Secretary of State 
and they alone have the power to 
determine guilt; and only the judiciary 
can determine otherwise. Under the 
powers granted, CHAs are a public 
body and so any legal action insurers 
decide to take in defence of a pilot's 
authorisation must be by application 
for a Judicial Review. This perhaps is 
where the Pilot Protection is unique. I 
know of no other legal expense-type 
insurance where insurers provide for 
Judicial Review. In fact, it is positively 
excluded (LIM Legal Expenses 
Insurance Exclusion 12). If it were 
otherwise I am certain the Courts 
would be completely overwhelmed. 
Incidentally, the associated cost of a 
Judicial Review is very costly and I 
would suggest beyond the financial 
resources of most, if not, all pilots. 
It would probably be worth saving a 
couple of hundred thousand pounds 
for starters…
 

The courts in Cooper vs Forth Ports 
had to consider whether or not 
Cooper was guilty of incompetence 
or guilty of misconduct or both and 
therefore whether Forth Ports had 
acted lawfully in finding the pilot 
guilty and suspending, with a view  
to revoking, Cooper's authorisation. 
The finer points of the legal 
arguments are now well established 
in case law. In summary, the courts 
found that by permitting the master 
of the vessel to accede the authority 
of the pilot whilst in a compulsory 
pilot district and by not notifying the 
harbour authority that he had been 
relieved of the conduct was an act of 
misconduct. The master in question 
had committed a criminal offence 
and because of failure to notify the 
harbour authority so too had the pilot.
 
So what are the probable insurance 
implications in the context of the 
articles? It is abundantly clear, 
to the absolute dismissal of any 
mitigating circumstances, that a pilot 
intentionally permitting a master to 
take the conduct and who elects 
to do nothing or elects to continue 
offering advice to a master is guilty 
of misconduct and, as the courts 
found, guilty of a criminal offence. 
In such circumstances the position 
of insurers is quite straightforward:  
they will not/cannot defend a 
deliberate and wilful breach of the law.
 
You cannot defend the indefensible.

Ken Pound, Marine, RFIB Group Ltd.

The Pros & Cons of Insurance Ken Pound

All active members should have 
received a 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 Ian Storm 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: 6 of 2019

Incident procedures and legal rights
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Port News

UK debut on the Thames for  
world's biggest container ship 
The world's biggest container ship, 
HMM Algeciras, has docked at DP 
World London Gateway port in Essex 
at the end of her maiden voyage to 
the UK.

At 400 metres, HMM Algeciras is 
longer than The Shard is tall and 61 
metres wide.

Her arrival on the Thames (14th June) 
concluded a long journey from China, 

via South Korea, The Netherlands, 
Germany and Belgium.

She joins the 3,500 other vessels 
that have called at terminals on the 
tidal Thames since the coronavirus 
lockdown was introduced, keeping 
the country stocked with essential 
food, fuel and medicines. She will 
leave on 15th June, carrying British 
exports on her return journey home, 
via Singapore.

Investment by DP World in the new 

container handling facility at London 
Gateway has paved the way for large 
vessels like HMM Algeciras to call 
on the Thames, on the doorstep of 
the UK's largest consumer market. 
London Gateway is also home to 
one of Europe's largest logistics parks.

Peter Livey, Managing Director (Gt. 
Britain) for HMM, commented: "The 
maiden voyage of the HMM Algeciras 
in Europe is a major milestone for 
HMM. These Megamax-24 ships are

A trip up the River Yare 
The photograph is of the Topjack 
a jack-up barge which is on hire to 
the Environment Agency for flood 
defence work within the river Yare.
As part of the risk assessment and 
work methodology for this special 
pilotage I stipulated that the legs had 
to be removed before transiting the 
bridge. This is because the bridge 
doubled-leafed as the photo shows 
and the spans do not lift into a full 
vertical position (and I didn't want 

to be the one to hit it!). A workboat 
called the Sheerkhan was the  
push tug and another workboat 
EMS-1 was fixed to the bow to act 
as a bowthrust. The pilotage was 
commenced at the start of the flood 
tide to allow adequate clearance for 
airdraft. This was not my last 'hurrah' 
as a pilot but probably the last transit 
through Gt. Yarmouth's Haven Bridge 
for me aboard the Topjack before I 
retire. A few years ago we regularly 
sailed dry cargo coastal ships 

through the bridge upriver carrying 
fishmeal bound for the Bowling 
Green Wharf. For this we would pass 
through the bridge on a full flood 
tide, drop an anchor to pivot on, spin 
180 degrees to starboard and then 
backed into "The Creek". Not for the 
faint-hearted. Just another day for a 
pilot at Great Yarmouth.

Lindsey Wigmore (author) is pictured 
below in yellow high-visibility coat at 
the front of the barge.
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ground-breaking, not just in their size, 
but in world leading environmental 
performance too. Their optimised  
hull design and highly energy-efficient 
engines make a significant leap 
forward in reducing CO2 and other 
emissions. It's all part of our long-
term goal to achieve Net Zero carbon 
emissions across our container  
fleet by 2050.

"Just as importantly, ships of this size 
give us the capacity and flexibility 
to get our customers' goods to the 
right place at the right time. Working 
across Gateway and Southampton, 
we have great coverage of the UK 
market and service teams ready 
to match cargoes and slots to 
customers' needs."

Robin Mortimer, Chief Executive of 
the Port of London Authority (PLA), 
said: "The Thames is a crucial part 
of national supply chains. The arrival 
of HMM Algeciras underlines how 
investment by shipping lines and 
terminal operators creates a 
compelling offer to customers. 

Fundamentals like this, allied to a 
commitment to achieve Net Zero 
carbon emissions, are key to  
building a long-term, sustainable 
recovery. I'm proud that the port has 
operated uninterrupted throughout 
lockdown; our focus now is 
supporting recovery."

The PLA has been working with DP 
World and HMM Europe planning  
for HMM Algeciras' arrival for over 

six months. Its team has modelled 
the vessel's arrival and departure 
in a ship simulator and surveyed 
the seabed en route to the port in 
advance. Two PLA pilots guided 
the vessel into port, London Port 
Control coordinated river traffic and 
a harbour launch was on standby  
as the ship went alongside.

HMM Algeciras was piloted by 
Hywel Pugh.

During over 30 years of piloting I 
participated in several man overboard 
exercises and was always alarmed 
at how rapidly a casualty could 
be lost from sight. Our excellent 
SeaSafe jackets fitted with a strobe 
light greatly increased the chances 
of a rapid recovery. But it was the 
addition of the Sea Marshall Personal 
Location Beacon (PLB) that I really 
felt confident of rescue should the 
worst happen, especially since our 
cutters were fitted with an SAR 
receiver which would potentially 
ensure rapid location and recovery 
before the SAR units arrived 
on scene.

When arming this compact device 
prior to transferring between the 
cutter and ship I gave little thought 
about its history and it was only 

when reading The Beacon Man 
that I discovered that the Sea 
Marshall was invented, developed 
and manufactured by the author. 
Beginning with an embryonic idea 
following a near drowning whilst 
serving as a radio officer in the 
late 1950s, the author details the 
challenges that he faced over the 
next four decades to get the PLB 
formally approved. Despite its having 
been repeatedly proven effective 
in saving lives, getting the unit 
officially accepted is an amazing 
story of incredible tenacity in the 
face of obstruction, subterfuge 
and skulduggery which I can highly 
recommend. 

Most importantly though, if you don't 
already have a Sea Marshall PLB as 
part of your PPE, reading this book 

will convince you to invest in one. It 
has already saved thousands of lives 
and could well save yours!

The Beacon Man: Available from 
Amazon Price £6.99

Unfortunately there are pirate copies 
being sold so David Marshall has 
asked readers to use the 'The 
Beacon Man' official Amazon site:
https://www.amazon.co.uk/gp/offer-
listing/0992922542/ref=tmm_pap_
new_olp_sr?ie=UTF8&condition=ne
w&qid=&sr=

A Kindle edition is now also available 
from Amazon: price £3.95

The Sea Marshall PLB range is 
available from Marine Rescue 
Technologies: www.mrtsos.com

Book Review John Clandillon-Baker 

'The Beacon Man' David Marshall 
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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.

UKMPA 
HQS Wellington 
Temple Stairs 
Victoria Embankment 
London WC2R 2PN

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

UNITE branch contact:  
Michelle Brider 
020 8596 9966

Editor's Details 
Mike Robarts, Editor of The  
Pilot, can be contacted via 
email at editor@ukmpa.org

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  
membership@ukmpa.org

A note from the design 
dept. about images... 
Could all those kindly contributing images to the magazine, please  
ensure, if they are from your own camera/smart phone, it is set to  
the highest resolution possible. In addition, please do not embed  
them in a word document or compress them when sending via email. 

We get a lot of beautiful pictures sent in, which are frustratingly too  
small to use! 

Any queries? Please email: kerry.robarts@gmail.com

Social  
Networking
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.

Follow @UKPILOTS on  
Twitter for pilot safety and  
other industry information.

UKMPA Merchandise 

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

Baseball Cap: £8.00 Lapel Badge: £3.00 Tie: £10.00 Beanie Hat: £8.00 Cufflinks: £15.00  
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POSITION CONTACT TeLePhONe eMAIL/WeB
Secretary General Don Cockrill (H) 01795 537310  

(M) 07966 709403
secgen@ukmpa.org

Chairman  Mike Morris (H) 01704 563587 
(M) 07890 260915 

chairman@ukmpa.org

Vice-Chairman  
& Membership

Hywel Pugh (H) 01621 841548 
(M) 07970 041657

vice.chairman@ukmpa.org 
membership@ukmpa.org

IMPA VP John Pearn (H) 01646 601556 
(M) 07960 617536

john@pearn.co.uk 

Region 1 Chris Hoyle (H) 01794 342292 
(M) 07825 749072 

region1@ukmpa.org 

Region 2 Ian McMahon (H) 01303 246248 
(M) 07717 774902

region2@ukmpa.org

Secretary EMPA-VP 
Region 3

Peter Lightfoot (H) 01642 760447 
(M) 07786 153063

secretary@ukmpa.org 
region3@ukmpa.org

Region 4 Robert Keir (M) 07970 110493 region4@ukmpa.org

Region 5 Martin James (M) 07850 902560 region5@ukmpa.org

Region 6 
Treasurer

Jason Wiltshire (M) 07793 534547 region6@ukmpa.org 
treasurer@ukmpa.org

Chairman, Technical  
& Training Committee

Nick Lee (M) 07929 053944 technical@ukmpa.org

Circle Insurance Ian Storm
Circle Insurance 
71 Berkeley Street 
Glasgow G3 7DX 

0141 242 4844 
(M) 07920 194970

ian.storm@circleinsurance.co.uk

RFIB Insurance Ken Pound
Marine RFIB Group 
20 Gracechurch Street  
London EC3V 0AF

020 7621 8260 
(M) 07985 159584

ken.pound@rfib.co.uk

UKMPA executive

UKMPA Regions
ReGION NO. AReA COVeReD PORTS

1
London, South of England and 
Southampton including the Isle of Wight 

London, Medway, Dover, Littlehampton, 
Portsmouth, Southampton, Cowes

2 All ports between Crouch and Cromer Crouch, Harwich Haven, Gt. Yarmouth

3
All ports on the East Coast of England 
between Cromer and Berwick Upon Tweed 

Kings Lynn, Wisbech, Boston, Humber, 
Seaham, Tees Bay, Tyne

4 Scotland 
Forth, Perth, Dundee, Montrose, Aberdeen, 
Peterhead, Inverness, Cromarty, Sullom Voe, 
Lerwick, Orkney, Stornaway, Clyde

5
Northern Ireland, North West England, 
North Wales including Anglesey and  
Deep Sea Pilots 

Londonderry, Belfast, Barrow, Heysham, 
Liverpool, Manchester

6
South Wales and South West England, 
Westward of the Isle of Wight 

Milford Haven, SW Wales, SE Wales, Gloucester, 
Bristol, Falmouth, Scilly Isles, Fowey, 
Plymouth, Dartmouth, Teignmouth, Poole

If you require local secretary's details, please contact the UKMPA secretary: secretary@ukmpa.org






