
PILOTTH
E

The magazine of the United Kingdom Maritime Pilots' Association

In this issue:

SPRING 2021 No. 330 

Im
age: Felixstow

e at dusk by K
 R

obarts

IMPA Report

Ever Smart v  
Alexandra 1

The role of a PPU in BRM

Seafar introduces  
semi-autonomous sailing





Welcome to this edition of The Pilot 
Magazine. 

I hope this edition sees you and 
your family well as we find ourselves 
coming out on the other side of the 
UK's 2nd wave of the pandemic. 
There are likely to be friends and 
family members which we know 
and love who are no longer with us 
because of the virus. I have personal 
knowledge of several colleagues at 
Manchester together with friends 
and neighbours who have contracted 
and tested positive with a PCR Covid 
test. The illness and symptoms have 
ranged from nothing more than a 
slight cold with mild headache to 
being very poorly and constantly 
'fatigued', while others have been 
hospitalised with breathing difficulties 
and sadly passing away. My thoughts 
are with you all who have lost 
someone.

The UKMPA submitted arguments 
to the Government setting out why 
Maritime Pilots should be high up 
on the priority list in the first four 
tranches of vaccines. Sadly, other 
than care and health workers, all 
other infrastructure critical workers 
(key workers) have had to wait their 
turn. With the extremely impressive 
rollout in the UK of vaccines, at the 
time of writing over 30 million adults 
have received their first dose of either 
the Pfizer or Astra-Zenica jabs with 

all adults over eighteen on track to 
receive doses by the end of July.  
Let us hope that EU countries 
expand their roll out of vaccines  
so all our neighbours can catch  
up with us in the UK.

Whilst we were unsuccessful in 
gaining priority vaccinations, I am 
pleased to report that we have been 
able to successfully benefit from 
Home Collect lateral flow tests for 
those self-employed Pilot services in 
England with twenty or more Pilots. 
I am presently in dialogue with DfT 
and DHSC to secure roll out to all 
Pilots in England. I am pushing (in 
conjunction with DfT) to expand this 
initiative to the devolved nations in 
the UK. I attempted to have the joint 
statement for Coronavirus Resilience 
between the UKMPA, UKMPG, BPA 
and UKHMA recommend regular 
LFT for all Pilots, but this was 
knocked back for fear by certain 
Ports that pilot resilience may be 
affected in the event of a positive 
test. I am positive that all Ports will 
come round to supporting regular 
workplace testing, as recommended 
by the UK government, to identify 
asymptomatic persons before all the 
workforce is infected.

Don Cockrill our Secretary General 
hung up his Pilot Jacket after our 
virtual conference in December. He 
was a huge presence in the Piloting 
fraternity and will be missed at the 
regular meetings. I am sure you will 
all join me in wishing Don a long and 
happy retirement with his wife, 
Wendy by his side. I am certain that 
our paths will cross again when we 
are finally able to resume face to face 
engagement with other stakeholders

as Don is still active in the industry 
and was presented with a lifetime 
membership of the UKMPA in 
recognition of past services.

We have had great success and 
praise from other IMPA member 
associations by our fightback 
against non-compliant Pilot boarding 
arrangements. A recent spate of 
non-compliant combination (trap 
door) arrangements being presented 
to UK Pilots has resulted in these 
vessels being refused boarding. This 
has resulted in Shipping companies 
recognising that Pilots being 
supported by their Ports will not risk 
their lives anymore by endangering 
themselves with these dangerous 
arrangements which sadly saw the 
fatality of Sandy Hook Pilot, Capt 
Dennis Sherwood. A major shipping 
company is taking remedial action 
to convert their ships and chartered 
vessels so that they comply with 
SOLAS V Regulation 23 and the 
requisite IMO Resolution. Well done 
to all those Pilots making a stand  
to make it safer for our colleagues 
and profession. 

I am pleased to announce that this 
year we will be having an interim one 
day conference on HQS Wellington 
on the 29th of September. Section 
Committee and I look forward to 
seeing you on the evening of the 
28th and for anyone wishing to stay 
an extra night to catch up with old 
friends, we plan to have a reception 
on board after the conference. I 
hope to see many of you there.

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

Chairman's Report Mike Morris
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"Pilot, you appear to have run us 
aground"!

Not something which is good to  
hear on the bridge of a ship entering 
port to discharge its cargo but such a 
comment is very telling in highlighting 
a failure in Bridge Resource 
Management during the voyage. 

Clearly, the OOW believed that the 
pilot had sole responsibility for the 
safe navigation of the vessel and  
was probably not aware that he  
could either intervene or comment 
in the ship's position relative to safe 
water. The Bridge Team's belief that 
the Pilot had everything under control 
was very likely reinforced by the 
fact that the pilot was using his own 
Portable Pilot Unit for the conduct  
of the passage. 

So how does the use of the PPU 
become an effective tool in the 
conduct of pilotage and how does 
its use get incorporated into "best 
practise" BRM?

Ravi Nijjer, a very well respected 
expert in BRM whose description 
of the concept has been made 
simple by defining it as – "The use 
and coordination of all the skills 
and resources (people, procedures 
and equipment) available to the 
entire bridge team to achieve a safe 
outcome."

Clearly, once embarked with the Pilot, 
the PPU as a resource, becomes  
part of the equipment suite available 
to the whole bridge team. 

The investigation report1 into the 
above grounding concluded that it is 
about as likely as that the Pilot's use 
of a PPU led the ship's bridge team 
to believe that the Pilot did not need 
their support because he had his own 
electronic navigation aid. Evidence 
in support of this is that none of 
the ship's bridge team was closely 
monitoring the radar and ship ECDIS. 
Had they been, they would not have 
been so surprised that the ship had 
run aground. When a PPU is a Pilot's 

own equipment, the ship's personnel 
have no way of verifying that the 
PPU is functioning properly unless 
the Pilot tells them. In this case the 
Pilot did not tell the bridge team that 
there was some uncertainty about 
the accuracy of the PPU, which is not 
consistent with the team approach.

The UK Maritime and Coastguard 
Agency has produced a Marine 
Guidance Note (520 (M)) containing 
an excellent graphic which identifies 
12 human behavioural factors which 
can contribute to an incident  
or accident.

Bridge Resource Management 
covers many of these elements but 
the key factors in the safe conduct of 
pilotage can be summarised as:

•  Teamwork and a Shared  
Mental Model

• Situational Awareness
• Error Management
• Procedures

Scrutiny of various incidents 
around the world where ships have 
accidentally grounded, while under 
the direction of a Pilot using a PPU, 
has shown that the first two of these 
factors have played a major role.

Teamwork and a Shared  
Mental Model
Establishing a shared mental 
model is a critical step towards 
the development of an effective 
team. It is well recognised that the 
embarkation of a Pilot can often 
be seen as introducing an outsider 
into a well-established team and 
with that can come a reluctance to 
engage. While that is recognised as 
standard human behaviour it is vital 
that such reticence be overcome in 
the interests of safety, the Pilot will 
have prepared a passage plan and 
shared that plan with the Master as 
part of the Master Pilot Exchange 
(MPX) but very often that exchange 
does not reach the whole team 
responsible for the ship's safety. If 
all members of a ship's bridge team 
understand what the ship is doing 
and what is happening around the 
ship at any one moment, they can 
predict the effects of the control 
inputs applied or assess what 
control inputs need to be changed.

The PPU can play a vital part in the 
sharing of a passage plan. The fact 
that the display is portable means 
that it can be used as a comparison 
against the ECDIS or even what is 
going on outside the Bridge window.

4

The role of a PPU in BRM David Hedgley
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The Pilot can take the spatial picture 
to the Master and OOW. They can 
amplify the information provided by 
the PPU such as:

• Accurate Heading
• Accurate ROT
•  Accurate prediction of  

future position
• Ship vectors ahead and astern
•  Distances from berths, limits of 

safe water, dangers
• Shared AIS information

and use that to compare with the 
information from the ship's sensors 
and the external view. 

The Master and the Bridge team 
are always responsible for the 
safe navigation of the ship and are 
therefore expected to participate  
fully in the conduct of pilotage. 
Continued appraisal of the Pilot's 
conduct and advice is necessary  
as is their support of the Pilot as  
both a valuable resource and a  
team member.

Situational awareness
Situational awareness is a critical 
aspect of navigation and it plays 
a crucial part in decision making. 
There are many definitions 
describing SA but perhaps most 
simply it is "knowing what is going 
on around you". This will include 
"what is happening", "what has just 
happened" and "what is about  
to happen"?

The Australian Transport Safety 
Bureau report into the grounding of 
Maersk Garonne2 in 2016 highlighted 
that situational awareness is 
dependent on working memory and 
is, therefore, affected by distraction, 
interruption and stimulus overload. 

Collective (team) situational 
awareness can be enhanced by: 

•  monitoring the progress of the 
agreed plan,

•  communicating with each other 
about the situation to share 
individual awareness and  
discuss differences, 

• anticipating next conditions, 
• checking one another 

It is also worth considering a fifth 
enhancement:

•  checking each other's 
navigational systems – PPU and 
ECDIS; ship's gyro and PPU 
HDG; Ship's ROT and PPU ROT.

A failure in any one of the above has 
the potential to introduce an error into 
the conduct of navigation which, if 
not recognised or checked can lead 
to an accident.

Error Management
Accidents do not just happen, they 
are caused! I return to Ravi Nijjer's 
model of BRM where "people, 
procedures and equipment" are 
all working well together. A failing 
in any one of those elements can 
start an Error Chain which, if not 
checked, can be disastrous. It is a 
sobering exercise to review accident 
investigation reports and try to 
identify when things started to go 
wrong. And then review one's own 
experiences to see if we have been in 
a similar situation. 

Consider the Swiss Cheese Model 
where factors which can contribute 
to an accident all seem to "magically" 
align and result in an "unexpected" 
outcome. In reality, the opposite is 
often the case!

All it takes to break the chain is to 
misalign one slice of the cheese
  

and thereby block a "hole". A simple 
concept but the most difficult task  
is to identify the holes! 

This is where effective BRM comes 
in! The whole team knows what 
the plan is and how it is going to 
be executed. The information from 
all equipment, including the PPU, 
is shared and compared and every 
member of the team is empowered 
to speak up if they notice anything 
which does not look right, feel right 
or sound right!

Conclusion
A PPU is an aid to navigation and a 
contributor to situational awareness. 
The information it provides is only 
as good as the input it receives. 
Although it is designed to provide 
stable and accurate heading and 
positional information, it is fallible 
and can be wrong. So a glance out 
of the window will very often clarify a 
situation and highlight a discrepancy.

1NZ TAIC report dated September 2019

2ATSB Transport Safety Report Marine 
Occurrence Investigation 319-MO-2015 
-002 Final – 17 October 2016

Above: PPU Display (What AIS said)

Above: (Reality outside the window)  
Actual Situation         



 

The Supreme Court handed down 
judgment on 19th February 2021 on 
an appeal by the Ever Smart. The 
collision between the Ever Smart 
and the Alexandra 1 took place 
in February 2015 within the pilot 
boarding area at the seaward end of 
the access channel to Jebel Ali. The 
Ever Smart was heading outbound 
and had just left the channel at the 
time of the collision (her course in  
the channel was approximately north-
west); the Alexandra 1 was waiting 
for a pilot near the channel entrance, 
and had been moving slowly towards 
the channel from the west for the 
proceeding half an hour or so. The 
Alexandra 1 had not yet turned to 
starboard to enter the channel at the 
time of the collision.

In the Admiralty Court in 2017, the 
Ever Smart was found to be 80% to 
blame, and the Alexandra 1 20%. An 
appeal by the Ever Smart to the Court 
of Appeal failed. The Ever Smart 
then appealed two particular issues 
to the Supreme Court: (i) whether 
the rules in the Collision Regulations 
(Col Regs) dealing with a crossing 
situation (principally, Rule 15) are to 
be disapplied in favour of the narrow 
channel rule (Rule 9) where one of the 
vessels is navigating within (or just 
emerging from) a narrow channel and 
the other vessel intends to enter the 
channel; and (ii) whether the give-
way vessel in a crossing situation 
(ie the vessel with the other on her 
own starboard side) must be on a 
'steady course' for the crossing rules 
to be engaged. The lower courts 
had answered 'yes' to both of these 
questions, meaning the crossing 
rules were either not engaged or  
were overridden by the narrow 
channel rule (meaning the Alexandra 
1 was not found to be the give-way 
vessel). The Supreme Court, in the 
first collision case to reach the court 
for almost 50 years, took a different  
view on the rules.

The judgment is important to 
mariners, and those ashore who 

support them, as it provides  
clarity and practical guidance on  
how to apply the Col Regs to  
avoid collisions.

The Supreme Court judgment
The Supreme Court, from the start 
of the judgment, emphasised that 
the Col Regs, being based on 
international convention, must be 
readily understandable to mariners 
of all types worldwide: 'the steering 
rules should be simple and certain for 
mariners, professional and amateur, 
to understand and apply' (83). The 
crossing rules are fundamental to 
preventing collisions and should 
not be overridden 'unless there 
is a compelling reason to do so' 
(137). Further, Rule 2 does not 
provide justification to disapply the 
crossing rules on the basis that good 
seamanship provides a sufficient 
alternative: Rule 2(a) confirms that 
'compliance with the Rules is a first 
principle of good seamanship' and 
Rule 2(b) justifies departure from the 
rules 'only in particular circumstances 
which meet the stern test of
necessity to avoid immediate  
danger' (66-67).

The court set out the meanings of 
'heading', 'course' and 'bearing' as 
applicable to the Col Regs, which 
was helpful given the muddled 
use of these terms in previous 
judgments. The court emphasised 
the importance of taking bearings 
in assessing whether a risk of 
collision exists: where vessels are 
approaching and each remains on a 
steady bearing from the other, a risk 
of collision exists (Rule 7).

A steady course for the crossing  
rule to apply?
In answer to the second question, 
the court found that neither the give-
way vessel nor the stand-on vessel 
has to be on a steady course for the 
crossing rules to apply. Indeed,  
Rule 15 does not mention 'course'  
at all. The key criterion is whether the 
vessels are on steady bearings; if so, 
and it is not a head-on or overtaking 

situation, the crossing rule will  
apply. 'Approaching' does not  
mean the vessels have to be 
heading towards each other; it 
simply means they are getting nearer 
(55). To require the other vessel to 
be on a steady course (after it has 
been assessed that it is on a steady 
bearing) for the crossing rules to 
apply would potentially create 'a 
void in the protection provided by 
the crossing rules, where there is a 
risk of collision, but where there is 
then no applicable provision as to 
which vessel should give way, or 
other collision-avoidance guidance 
beyond good seamanship' (83).
Where the crossing rules apply, 
waiting for a pilot does not free a 
vessel from her give-way obligations. 
The give-way vessel must keep 
clear even if she is almost stationary. 
Furthermore, where there is any 
doubt, a risk of collision shall be 
deemed to exist (Rule 7(a)).

The court concluded:

  . . . if two vessels, both moving 
over the ground, are crossing so 
as to involve risk of collision, the 
engagement of the crossing rules 
is not dependent upon the give-
way vessel being on a steady 
course. If it is reasonably apparent 
to those navigating the two vessels 
that they are approaching each 
other on a steady bearing (over 
time) which is other than head-
on, then they are indeed both 
crossing, and crossing so as to 
involve a risk of collision, even if 
the give-way vessel is on an erratic 
course. In such a case, unless 
the overtaking rule applies, the 
crossing rules will apply. (111)

Does the narrow channel rule  
trump the crossing rules? 
To answer this question, as to which 
rules apply, the court first started 
by identifying situations where 
the narrow channel rules will take 
precedence: mainly when both 
vessels are navigating along the 
channel. However, there are 

Ever Smart v Alexandra 1 Tony Riches

The Pilot
Spring 2021

6



 

instances when both sets of rules 
will apply, for example when two 
narrow channels intersect. It was 
emphasised that the crossing rules 
may only be overridden where 'there 
is a compelling necessity to do  
so' (137).

As to applicability where one vessel 
is just outside the narrow channel, 
the court identified three groups 
of vessels: (1) vessels crossing 
the entrance to the channel but 
not intending to use it; (2) vessels 
intending to enter the channel and 
on their final approach ('shaping to 
enter'); and (3) vessels intending to 
use the narrow channel but which are 
waiting to enter rather than entering. 
The Alexandra 1 was in the third 
group, as she had not yet altered 
course to enter the channel. The 
crossing rules clearly apply to the first 
group of vessels. The narrow channel 
rule applies to the second group, as a 
vessel's navigation is already dictated 
by Rule 9(a). As to the third group, 
the court found that, as such a vessel 
is not yet navigating in accordance 
with Rule 9 (ie she has not yet lined 
herself up with the starboard side of 
the channel), the crossing rules shall 
continue to apply.

Whether an approaching vessel is in 
the second or third group should be 
determined by observing her course 
and speed. A vessel in the third 
group does not become a vessel in 
the second group merely because 
it is intending to enter the narrow 
channel; it must be shaping to enter 
the starboard side of the channel and 
therefore navigating in accordance 
with Rule 9.

Discussion
The Supreme Court judgment 
provides welcome clarity on 
interpreting the crossing and narrow 
channel rules, and the steering and 
collision assessment rules more 
generally. The judgment provides 
a practical answer to applying the 
rules, based on the fundamentals 
of navigation:

  Fundamental to the construction 
of the Rules is the need to apply 
them by reference to what is 
reasonably apparent to those 
navigating each vessel about the 
conduct of the other. (141)

The importance of taking and 
monitoring the bearing of an 
approaching vessel, visually or  
by radar, was stressed as being  
the way in which the rules require 
seamen to assess whether risk of 
collision is developing in crossing, 
head-on or overtaking situations. 
Technical aids are of course 
important (and required to be used 
under the rules) but they do not 
displace the need to take bearings:

  . . . the Rules . . . must be capable 
of being implemented by all 
vessels, as defined. Furthermore, 
it can happen that one or more of 
these modern technical aids may 
not be operational or switched on. 
Thus reliance on these systems 
is not a complete substitute for 
visual observation and repeated 
compass bearings . . . (73).

In this regard, the previous finding 
that a vessel had to be on a steady 
course for the crossing rules to apply 
was unhelpful; when standing on the 
bridge it is not always clear when 
another vessel makes a series of 
relatively minor alterations of course 
and/or speed (even with modern 
aids), meaning it could potentially 
be unclear when the crossing rules 
apply. In contrast, it is almost always 
clear when the contact remains on 
a steady bearing (the judgment also 
covers situations where a bearing 
cannot be taken). It was drilled into 
the author of this article as a trainee 
officer of the watch that taking a 
bearing must be the first action on 
sighting another vessel, for this  
very reason.

As to the interplay between the 
crossing and narrow channel rules,  
it makes practical sense for the latter 
only to be engaged when the vessel 

that will enter the channel is  
already navigating in accordance 
with Rule 9. Even though it is often 
apparent to one vessel what the 
other is intending to do, collision 
avoidance should not be based 
on assumptions, but on what is 
apparent visually or by radar to the 
other ship. Until the incoming vessel 
is close to the channel entrance 
and clearly navigating to enter the 
channel on the starboard side, the 
crossing rules will prevail.

The case will now be handed back 
to the Admiralty Court to decide 
whether the Supreme Court decision 
affects apportionment of liability. 
Regardless of that decision, this 
Supreme Court judgment should 
be welcomed at sea and ashore 
for providing clarity on actions 
required to avoid collisions. It can 
be expected to feature prominently 
in the next edition of Cockroft and 
Lameijer – A Guide to the Collision  
Avoidance Rules.
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On 15th February, the first test 
runs started with a remote-
controlled vessel between the 
port of Zeebrugge and the port of 
Antwerp. The automated vessel 
Deseo transports containers 
between Zeebrugge and Antwerp, 
supported by Seafar control centre 
on shore. The aim is to move towards 
navigation with a reduced crew, 
which, combined with support from 
an SCC (Shore Control Centre), is 
the first step towards autonomous 
sailing. The Blauwe Cluster, VLAIO, 
the MOW department and the 
Agency for Maritime Services and 
Coast support this project. The 
Belgian region of Flanders has 
expressed an ambition to pioneer 
waterway innovations, and this 
project fits this vision perfectly. 
 

State of the art technology 
Independent ship management 
company Seafar NV has developed 
technology-automated ships by 
controlling them from a control 
centre. The operators in the control 
centre access a range of high-
tech systems based on artificial 
intelligence, sensor fusion and object 
detection. To ensure safe navigation 
Seafar enables autonomous 
navigation by monitoring a vessel's 
operations from an SCC, with human 
intervention when necessary. The 
result is a degree of safety at least 
equivalent to conventional navigation. 
Louis-Robert Cool, CEO of Seafar, 
adds 'Seafar is a European pioneer 
in the development and operational 
integration of state-of-the-art 
technologies for semi-autonomous 

navigation. As an innovative player 
in the inland and shipping sector, 
Seafar wants to be an accelerator 
towards efficient and sustainable sailing.' 

Communication: reliable and stable 
Belgian telecommunications service 
provider Citymesh provides a 
reliable and stable communication 
link between the ship and the SSC, 
using a hybrid Wi-Fi network, private 
LTE/5G and a public 4G network. 
Mitch De Geest, CEO of Citymesh, 
explains 'As a B2B operator, we 
provide connectivity based on 
different technologies. The stable, 
mission-critical connection is mainly 
through our private 4G and 5G 
networks, with the public networks 
as redundancy. This keeps the 
semi-autonomous ship connected 
everywhere on the water.'

Seafar introduces semi-autonomous sailing  
on route between Zeebrugge and Antwerp 
Anne-Sophie Moerman 
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About Deseo 
Belgian inland freight transporter 
Wennick BV operates Deseo, 
providing its crew and the onboard 
innovations. In this context, 
Wennick's owner and manager 
Patrick Hermans has with Deseo 
combined two goals. First, he 
leads the implementation of this 
innovation while assessing its impact 
on crew structure and regulation, 
such as the increasing challenge 
of finding colleagues with sufficient 
competence; secondly, seeking 
cooperation for this pilot project 
in which he combines his years of 
experience in inland navigation with 
his maritime innovations to positively 
influence the whole maritime sector. 
Seafar NV:  
www.seafar.eu info@seafar.eu  
www.seafar.eu 

Permit 
In co-operation with the MOW 
Department, the Joint Nautical 
Authority and De Vlaamse Waterweg, 
a permit was granted to test the 
technology and processes. In 
order to guarantee the safety of all 
waterway users, conditions for such 
a test run have been stipulated. 
For example, an experienced crew 
will accompany the vessel to take 
over immediately if necessary. The 
Westerschelde is one of the busiest 
rivers in the world, so safety takes 
precedence. The aim is to validate 
through trial the possibilities of 
automated navigation and to involve 
the authorities in the development 
of new navigation methods. 
Automated shipping offers a solution 
to a growing staffing problem and 
provides an opportunity to 

increase waterborne transport's 
competitiveness. The project is also 
a preparation for the development of 
a new generation of automated and 
green ships. Minister of Mobility and 
Public Works Lydia Peeters says that 
'Innovations regarding automation in 
inland navigation help the sector and 
we want to take a pioneering role 
in this in Flanders. The automated 
barge project offers an answer  
to the mobility challenges of the  
future. It encourages our society  
to digitise and innovate in a similar  
progressive manner.'

Anne-Sophie Moerman is an MDK 
spokesperson.

 



 

During the COVID pandemic IMPA 
have continued to interact with the 
International Maritime Community 
(IMO, IHMA, ICS, ISO) through  
Zoom, Teams, et al. Nick Cutmore 
and Simon Pelletier have also been 
busy talking to many members 
online. Nick Cutmore and Eliane 
Blanche have periodically visited 
Wellington to collect mail.

Simon, has been working with ICS 
on reviewing their Bridge Procedures 
Guide. He has worked away to 
reaffirm the advice role of the pilot. 
Backed with great logical argument, 
his judgment is that pilots navigate 
the vessel in Pilotage Waters.

IMO also continues its work through 
Zoom and Teams. One issue of note 
for pilots is that two Brazilian pilots 
won this year's IMO bravery award 
for manoeuvring two tankers lashed 
together having broken adrift in  
high winds.

Ladder Survey
The annual IMPA Ladder Survey 
enjoyed a record response this year, 
the UKMPA making an excellent 
contribution. Only Brazil and France 
submitted more responses. Thanks 
to all those that took part. Also of 
note is the introduction to the report 
which tells of London pilot Hywel 
Pugh's close escape when a pilot 
ladder he was on parted. Sadly, the 
results reflect the fact that there is 
still an unacceptable level of non-
compliance within the industry. The 
report will be submitted to IMO at 
NCSR in April. The full report is now 
available on the IMPA website. And 
following on from the survey, IMPA 
has undertaken to conduct a review 
of the Pilot Ladder Poster.

Pilot Boarding WG
Following on from two tragic deaths 
in New York within the last year, when 
the pilots fell to their death, IMPA has 
formed a working group to evaluate 
pilot boarding procedures. 

Around the world there are 
many different ideas about safe 
embarkation and disembarkation of 
pilots. Many of these practices may 
be based on tradition, some may 
be based on local experience, and 
others may be based on the result of 
ongoing risk assessments. It is hoped 
that the conclusion will provide 
guidance so that pilots can determine 
what is the most appropriate practice 
in their districts.

I will be chairing this group, supported 
by Jorge Viso (USA), Jean Philippe 
Casanova (France), Ricardo Falcao 
(Brazil), Captain Goag (Korea), Adam 
Roberts (Australia), Jesus Senerinez 
(Spain), and Paul James (NZ). Our 
deliberations should be concluded in 
December 2021. Any pilots who have 
fallen from a ladder into the water or 
onto the deck of a pilot boat and who 
are willing to share their experiences 
should get in touch because I would 
very much like to talk to them.

Use of Fall Arresters  
by Maritime Pilots
From time to time many well-
meaning people concerned about 
pilot boarding safety suggest that 
pilots should use fall arresters.  
IMPA has considered this issue 
carefully and released the following 
position paper.

Fall arresters are commonplace in the 
construction industry where working 
at height is involved. That sector has 
a poor safety record.

Fall arresters are also known by their 
method of operation, inertial reel 
systems, which are most commonly 
seen in everyday use in motor vehicle 
seat belts. In simple terms the drum 
or reel on which the line/band is 
rolled up on can rotate at slow speed, 
but when it is turned faster pawls or 
sprags move out under centrifugal 
force and cause the reel to halt.

IMPA receive regular requests for 
explanation as to why pilots do not 

use these devices. On the face of 
it, there could be benefits to pilots 
should they fall from say a broken 
ladder. However, as with so much in 
our profession we work in a dynamic 
situation, and boarding is a typical 
example. In a typical boarding 
situation both pilot boat and vessel 
being serviced will be moving up and 
down by many metres, in a relatively 
random manner. 

When boarding, if a pilot is attached 
to an inertial reel on the foredeck 
of a pilot boat, they risk a violent lift 
as the pilot boat descends into a 
trough. If the hook of the device is 
stowed at the bottom of the ladder 
to avoid this, then the pilot has to 
spend time there, in a vulnerable 
position when he/she wishes to 
avoid the pilot boat, attaching the 
hook to their D-ring.

When disembarking it will not be 
possible for the pilot to jump off 
ladder into the pilot boat as the reel 
device cannot recognize this as 
an unplanned event, and as with 
boarding any movement by the pilot 
boat risks the pilot being pulled 
violently 'upwards' off its deck.

Pilots are also conscious that use  
of this system would involve the ship 
providing the device. They know that 
about 20 percent of vessels cannot 
provide the simplest piece of kit, 
such as a wood and rope ladder.  
The idea that pilots would be 
attached to a mechanical device 
containing small metal parts,  
stowed on board with as much care 
as the pilot ladder, is not a prospect 
that enthuses.

Mechanical pilot hoists were 
proscribed in the 2012 amendments 
to SOLAS Chapter V for the very 
reason that they could not be trusted 
to operate correctly and safely.

Finally, there is considerable 
experience among pilots of ladders 
being attached to handrails, 

IMPA Report - January 2021 John Pearn
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ventilators, and manifolds. There 
is no prospect that an inertial reel 
would be suitably attached to a 
strong deck fitting in all cases 
and there is a general belief too 
that the reel line would be another 
hazard rather than an aid to 
improved safety. The reels need 
to be carefully stored, inspected 
and certificated, none of which we 
know will happen.

Next IMPA Congress
The proposed XXVth IMPA 
Congress in Cancun, originally 
scheduled for May 2020, has had 
to be postponed due to the Covid 
pandemic. At the host's request,  
it has now been rescheduled for  
7th to 13th November 2021. 
Full details are available  
www.impamexico2020.com 
You are all welcome to attend.

Due to the delayed Congress 
it has been decided that all the 
vice presidents will stand for re-
election. Those gaining the  
most votes will hold office for  
four years and those gaining  
the least will stand for re-election 
after a two-year term. The  
XXVIth Congress will be held 
in Rotterdam in 2023.

Green light for Thames  
tidal energy trial Martin Garside

A site for trialling energy-generating 
technology, powered by the tidal 
Thames, has been established by  
the Port of London Authority (PLA).

The mooring at Gallion's 
Reach between Woolwich and 
Thamesmead, south east London, 
close to London City Airport, will 
enable promoters to test approaches 
for safe, sustainable energy 
generation in tidal inland waterways. 
Technology providers are being 
invited to arrange a slot to use the 
mooring each year, having secured 
all relevant consents. The test site 
is normally passed by a variety of 
vessels, large and small, including 
cruise ships and commercial cargo 
ships, as well as recreational  
river users.

Tanya Ferry, PLA head of 
environment, said 'Our research 
shows that the river could provide a 
power supply for operators and pier 
owners. Whilst traditional turbine 
technology is unlikely to be a viable 
option, due to the diminishing space 
available, this designated mooring 
provides developers opportunity to 
test other emerging technologies on 
the Thames. Safety is paramount. 
This site provides the best balance 

for safe trials, supported by a 
consenting regime to ensure 
negative impacts on wildlife and 
ecology are avoided too.'

Data from the trials will be used to 
inform future investment decisions.

Martin Garside, Port of London Authority
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We mariners have embraced GPS as 
our sole positioning, navigation and 
timing (PNT) solution, so much so 
that experienced bridge teams are  
in disarray when the GPS comforter
is denied. A tanker approaching
Cyprus late one evening in
September 2019 experienced such
a denial and called for assistance
from the pilots' office at Vasiliko
oil terminal. Fortune magazine
breathlessly reported: "The pilot on
duty recognised the gravity of the
situation right away. In daylight,
an experienced ship captain can
manoeuvre using paper maps,
markers and the coastline as guides.
But at night, GPS becomes a critical
tool in unfamiliar waters."

How can this be? A ship in sight
of shore equipped with ECDIS
systems, radars, visual aids to
navigation, echo sounders, a bridge
navigation team and lookouts,
unable to navigate after dark without
GPS and obliged to wait offshore

for daylight and a pilot? We used
to navigate safely before GPS; why
can't we navigate safely without it?
Have we lost the 'ordinary practice
of seamen' from the COLREGS,
our roots in the art of navigation
perfected over hundreds of years,
long before Sputnik first entered low
earth orbit?

The answer is simple. It lies in
training, a deep understanding of
the capabilities and limitations of
our modern navigation technologies,
and the COLREGS' "due regard 
to the observance of good 
seamanship". Sadly, we've had the 
lesson so many times before.

Confirmation bias
On passage from Bermuda to
Boston, the Royal Majesty grounded
off Nantucket in June 1995. In
short, the GPS reverted to dead
reckoning (DR) mode shortly after
sailing, probably due to an antenna
failure. It remained in DR mode
and was the principal PNT source

plotted on the paper chart and
fed to the autopilot for the next 48
hours or so. As the ship proceeded
northwards, she drifted some 17
miles off track to the west. Visual
navigation marks and buoys were
misinterpreted and made to "fit the
picture" corroborating the bridge
officers' confidence in the ship's
assumed position and progress,
such that they believed the incorrect
GPS information. Secondary aids to
navigation such as Loran-C, radar

GPS is not the only tool in the  
navigational arsenal Nick Lambert
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and the depth sounder were not
used to corroborate GPS. This is
"confirmation bias", whereby people
seek data that confirms expectations
and, if it fits the picture, do not
question its veracity.

Royal Majesty's bridge systems
were 'integrated' by the standards
of the day. The ship had plenty of
sensors and aids to navigation;
its bridge team was suckered into
the GPS comfort zone and allowed
it to determine their situational

awareness. Sound knowledge of
the capabilities and limitations
of GPS, cross-checking GPS with
Loran-C, inquisitive interrogation
of visual navigation marks and a
persistent questioning of positional
information would have saved
the day.

Modern technology can help  
too. Navigation sensors can be 
integrated into a single system that 
sounds or displays alarms when  
they contradict. eLoran and other

terrestrial systems can enhance
global navigation satellite systems
– as concluded by MarRINav's
Maritime Resilience and Integrity  
of Navigation report – but all 
remain aids to navigation.  
They will never surpass an  
alert, inquisitive,well-trained, 
professional deck officer, pilot  
or shoreside operator.

Reproduced by kind permission of 
IMarEST, 'Marine Professional'  
Issue 1, 2021
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The planned Freeport East Hydrogen 
Hub will be one of the world's most 
exciting and innovative nuclear, 
hydrogen, maritime and transport 
decarbonisation schemes. As a pillar 
of the Freeport East bid, it could 
begin to create significant numbers of 
new jobs within the next 12 months 
and demonstrate the UK's Net Zero 
capabilities in the build-up to COP26. 
At its peak, the project, which will be 
delivered in partnership with Ryse-
Hydrogen and Sizewell C developers, 
EDF, will produce 1GW of hydrogen 
- 20% of the 5GW target in the Prime 
Minister's Ten Point Plan for a Green 
Industrial Revolution.

Commenting on the plan, George 
Kieffer, Chairman of the Freeport East 
Project Board, said 'Green energy 
is at the heart of the Freeport East 
proposition. The development of the 
Hydrogen Hub, and the involvement 
of serious partners in Ryse-Hydrogen 
and EDF, shows that ours is a 
proposal backed by real substance. 
By creating a hotbed for green 
energy innovation Freeport East 
will create high-value jobs helping 
drive regeneration both locally and 
nationally.'

Joe Bamford, Executive Chairman  
of Ryse-Hydrogen, said it would  
rival the world's biggest 'green' 
projects. 'Incredible things happen 

when like-minded industries 
join forces,' he explained. 'The 
Freeport East Hydrogen Hub will 
be seen as a global heavy-weight 
decarbonisation project, with delivery 
achievable within 18 months due to 
the significant private organisations 
involved, and the pace at which they 
are able to begin investment.
The Government wants to kick-start 
a green recovery and it is projects 
like this one which can deliver. In 
addition to hydrogen production and 
zero-emission transport at the ports, 
it contributes to the nuclear power 
programme, will use power from wind 
farms off the East Anglian coast, will 
drive innovation and promote green 
maritime - that's six boxes ticked off 
the PM's Ten Point Plan for a Green 
Industrial Revolution.'

Julia Pyke, Director at Sizewell C, 
said 'Using reliable nuclear power 
from Sizewell B and C alongside 
renewables, Freeport East has 
the potential to host one of the 
most exciting green hydrogen 
schemes in the UK. Suffolk has 
great opportunities to benefit from 
the combination of its nuclear and 
renewables industry, its ports, and 
the construction of Sizewell C using 
hydrogen vehicles wherever possible, 
to build a hydrogen economy and 
be at the forefront of this exciting 
development.'

Clemence Cheng, Managing 
Director, Hutchison Ports Europe, 
said 'The development of the 
Hydrogen Hub will allow the Port of 
Felixstowe and Harwich International 
to lead in the development of 
alternative fuel port equipment. 
Establishing a test-bed to showcase 
hydrogen's potential in a port 
environment will establish the UK as 
a clear leader in developments that 
will help address climate change and 
the net-zero agenda. With the largest 
road, rail and maritime freight hub 
in the country as part of our bid, we 
have the scale necessary to secure 
the early take-up of hydrogen power 
across the freight and maritime 
sectors.'

Freeport East is centred upon the 
Port of Felixstowe and Harwich 
International Port, both operated 
by Hutchison Ports, part of the CK 
Hutchison group. Other partners 
are South East and New Anglia 
LEPs, Suffolk and Essex county 
councils, Mid Suffolk Council, East 
Suffolk Council, Tendring District 
Council, Harwich Haven Authority 
and the Haven Gateway Partnership. 
Freeport East is backed by a wide 
range of businesses, business 
organisations and education 
providers. It will generate 13,500 
new jobs, investment of over £500m 
and provide a £5.5bn economic 
boost over a ten-year period.

Freeport East hydrogen hub will boost  
decarbonisation agenda William Lodge

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  



The Pilot
Spring 2021

15

Thames Freeport 'open for business'  
after Government backing Martin Garside 
Thames Freeport today announced 
that it was open to do business  
with new customers, hours after  
the Government announced that it  
would be one of eight new Freeports 
in England.

Thames Freeport is a digitally linked 
economic zone connecting Ford's 
world-class Dagenham engine plant, 
the global ports at London Gateway 
and Tilbury, and many communities 
in urgent need of 'levelling-up'. 
Businesses looking to expand are 
being urged to take advantage of 
the tax benefits of relocating to the 
Freeport and being part of a customs 
zone, which makes it easier and 
cheaper to move goods into and out 
of the country.

The other benefits of Thames 
Freeport include:

 • £5.1 billion additional GVA

  •  Over £4.5 billion in new public 
and private investment

 •  25,000+ new jobs with many 
more across supply chains, 
with significant investment in 
training and skills

 •  1,700 acres of  
development land –  
much with planning consent

 •  £400 million port investment 
into some of the most  

deprived areas

 •  20% of the UK's most deprived 
communities are in London and 
the South East

 •  Freeports are in our DNA – DP 
World began as a free trade 
zone in Jebel Ali, while Tilbury 
was a freeport until 2012.

Stuart Wallace, Chief Operating 
Officer at Forth Ports (owner of the 
Port of Tilbury), said 'This is fantastic 
news and we are ready to hit the 
ground running. The Freeport builds 
upon the successful completion 
of our new port, Tilbury2, and 
provides the platform for further 
expansion. The Freeport policy's 
special economic measures will 
turbocharge the best of the private 
sector, attracting value and add 
manufacturing activity to the ports, 
the Thames Estuary and the wider 
South East, alongside supporting key 
infrastructure projects in the coming 
years. The Thames Freeport will 
be that catalyst to level up the left 
behind communities along  
the estuary.'

Dr Graham Hoare OBE, Chairman 
and Executive Director, Business 
Transformation, Ford of Britain, 
added 'The Thames Freeport will  
be a new centre of excellence for  
the country as we electrify,  
automate and digitise our future.

The Freeport provides Ford with a 
great opportunity as a test bed for  
a variety of customer-focused 
mobility technologies and other 
business opportunities at Ford 
Dagenham in the future.'

Alan Shaoul, Chief Financial Officer 
at DP World in the UK (owner of 
the port and logistics park, London 
Gateway), commented 'We are open 
for business and would urge anyone 
looking to expand to get in touch 
to find out more about the benefits 
of locating at Thames Freeport. 
Our London Gateway site alone 
has almost 10m square feet of land 
that has planning consent, and the 
capacity to expand materially its 
operational area and therefore attract 
new foreign direct investment within 
the lifetime of this Parliament.'

Working with the Port of London 
Authority, Thurrock Council, 
Barking and Dagenham Council, 
the South East LEP, the Thames 
Estuary Growth Board and other 
key stakeholders the Thames 
Freeport will continue to develop key 
programmes, including a proposed 
hydrogen fuel production, storage 
and fuelling project.

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



The Pilot
Spring 2021

16

Volunteers Welcome at  
MVS Units Nationwide
The Maritime Volunteer Service  
(MVS) was formed out of the ashes 
of the Royal Naval Auxiliary (RNXS) 
in 1994. Since then the service has 
grown and developed into a well-
respected charity with a focus on 
nautical training and community 
service. In 2012, the MVS was 
awarded The Queen's Diamond 
Jubilee Award, known as the 'MBE 
for Voluntary Organisations', one of 
only sixty organisations to receive  
this prestigious award. 

No matter where you are around the 
United Kingdom's coast or inland 
waterways, you're never too far away 
from one of the MVS's twenty-eight 
units. Each unit regularly meets 
for training which is then put into 
practice on the water using a wide 
range of craft.

The MVS fleet has more than fifty 
vessels across the UK ranging 
from RHIBs to harbour patrol 
boats all of which are looked after 
and maintained by unit members 
whenever possible. In addition, there 
is also the national training vessel 
East Sussex I based in Eastbourne. 
This vessel regularly takes members 
out to sea for training in a variety of 
maritime skills such as seamanship, 
engineering and navigation.

Training is at the very heart of the 
service – both afloat and ashore. 
The MVS trains its members 
(many of whom have had no 
previous connection with the sea) 
in nautical skills, following its own 
training pathway leading to RYA 
qualifications. 

These skills are then put into practice 
to serve the local and in some cases 
the national community. In recent 
years, MVS units have assisted in 
organised events such as the Tall 
Ships Race, International Festival of 
the Sea, the Clipper Race and the 
2012 Olympics. 

Partnerships with the local nautical 
community are essential and units 
have created working relationships 
with harbour authorities, the armed 
services, resilience groups and 
commercial marine organisations. 
Activities to note include afloat 
Remembrance Day Parades of Sail, 
riverside environmental monitoring, 
beach and river clean ups and 
harbour patrols. In addition, many 
units carry out safety patrols that 
contribute to compliance with Port 
Marine Safety Code and engage in 

East Sussex I taking part in a beach clean up



the Resilience emergency response 
preparedness programme.

Volunteers are uniformed and no 
experience is necessary as full 
training is given. Members with 
practical experience are encouraged 
to share their skills and knowledge  
for the benefit of others. No matter 
what your level of experience, there  
is a place in the MVS for anyone 
aged at least 18 – there is no upper 
age limit as experience and skills are 
what helps the MVS to support the 
local community.

Captain Nicholas Spencer MNM 
is the Maritime Volunteer Service's 
Chief Volunteer Officer. 'We would 
encourage anyone with nautical skills 
to help us in whatever way they can. 
We have a number of membership 
options ranging from those for people 
who wish to attend regular meetings 
(post COVID) to those simply helping 
out with specialist skills when 
required on an ad hoc basis. 

'The Maritime Volunteer Service 
is a charity which supports your 
community with our people, our 
nautical training and our vessels 
together with your skills and 
experiences. It's a worthwhile  
activity and anyone wishing to  
know more about the MVS can  
email hq@mvs.org.uk'
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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

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.

Above: MVS Northumbria Unit working 
with Port of Tyne pilots at a poppy wreath 
laying service
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POSITION CONTACT TELEPhONE EMAIL/WEB
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






