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Editorial

This issue sees some slight alteration
in substance, with the commencement of
three articles on the reminiscences of a
Tees pilot, from a family steeped in
pilotage history. Inaddition we have the
first of several articles from the Technical
Committee and others, this one dealing
with the up to date situation on the
important issuc of lifejackets and
buoyancy aids, for which we are indebted
to Mike Irvine.

It is also the first edition to which
retired pilots and widows have cont-
ributed. Their subscription of £5 per
annum to defray expenses is a welcome,
and necessary, addition to The Pilot’s
income.

Those retired pilots and widows from
whom subscriptions have been received
are listed within the magazine. Would
they please accept their names appearing
as their official receipt.

In order to be fair to everyone, and
realising people may be away or forgetful,
the Section Committee has decided to
send this further copy of The Pilot to all
retired pilotsand widows, with areminder
thatno further copies can be sent without
eitherreceiptof the £5 charge, or contact
with the UKPA(M).

We urge you not to forget to send your
subscription, or you may inadvertently
lose touch with the pilotage service you
soably served or supported, and of which
you are such a valuable part.

John Godden
140 Dover Road,Sandwich, Kent CT13 0DD.
Telephone: 0304 612752

Feature

GLENSANDA
THE BIRTH OF A PORT

Britain’s newest port, Glensanda,
exists for one reason - to move a
mountain.

In the 1970’s a Government report
highlighted the shortfall in aggregate
production and suggested the establish-
ment of large quarries in less sensitive
areas. John Foster Yeoman, already
Britain’s largest private aggregate
producer instantly recognized the
business possibilities and set out to find
a suitable site. He was looking for vast
reserves of high quality granite, accessto
deep water, and space to eslablish a
quarry while protecting the environment.
And it had to be for sale.

Eventually he found it, 6000 acres on
the west coast of Scotland and in 1981 the
planning and development of this super
quarry began.

Three to four miles from the nearest
habitation on the island of Lismore, at
this stage Glensanda consisted of a
mountain of pink granite, a ruined castle
by the River Sanda, and several other
derelict buildings, all since carefully
restored and used as offices and
accommodation. It was, and still is,
inhabited by deer, otters, buzzards and
herons, all of whom seem totally
undisturbed by the huge industry which
has grown up beside them.
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Mention Glensanda in conversation
and there are blank looks followed by the
inevitable question “Glensanda - where’s
that?” As well as being Britain’s newest
port it must also be one of the most
remote. It is 56 degrees 34 minutes
north, 05 degrees 32 minutes west on the
western shore of Loch Linnhe. All access
is by water across the loch. Foster
Yeoman have a depot about 10 miles
northof Obanin Argyllshire from whence
their personnel boats run. There are
three Lochin Marine boats, two 38ft and
one 28ft all equipped to very high
standards with DTI Certificates and
licensed crews. They double as pilot
launches when required, although when
the first ever ship Hellespont Monarch
came to Glensanda in August 1986 the
pilot and harbourmaster were put on
board by helicopter just south of the
Island of Colonsay. This proved too
expensive (or too hair-raising) and since
then boats, oroccasionally tugs, are used.
When tugs are used they come from
Liverpool, on contract from the
Alexandra Towing Company, but this is
rare and only for ships which have no
bow thrusters.

The three Foster Yeoman boats Lady
Fiona, Lady Clare and Lady Morvern
run a daily schedule, from the depot to
the quarry, to carry people to and from
work, a journey of about half an hour on
a good day. There is also a barge, the
Rose of Lorne, to carry heavier supplies
and equipment the eight miles across
Loch Linnhe. Some workers live on site
inaspecially constructed camp, and while
on duty the Harbour Master/Pilot lives
over or at least alongside the shop, in a
new four bedroomed bungalow with a
spectacular sea view and private beach,
that also doubles as the pilot station - out
of sight and sound of the quarry but only
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ten minutes drive from the jetty. Itcanbe
a lonely place, especially in winter, but
on a summer’s day it would be the envy
of many on the yachts and cruise ships
which sail up and down the loch. While
inresidenceall needs mustbe anticipated
- there can be no running to the little shop
on the corner for forgotten items.
However, as well as a large freezer, the
house/office is fully equipped with VHE
radio efc.

Pilotage is not compulsory but
Glensanda is a properly constituted
Harbour Authority with ships of all sizes
from Panamax downwards. From the
pilot’s point of view it is fairly
straightforward with plenty of room to

manoeuvre. The worst aspects are the
frequent bad weatherand the fact that the
hard rock is very unforgiving if anything
does go wrong!!!

Also onsiteis the office of the Morvern
Shipping Agency who organize the ships
business in the port. Thisisin therestored
“steadings” building. Foster Yeoman
have a very “green” approach and try to
preserve the original atmosphere of
Glensanda as far as possible keeping in
close touch with environmental and
planning authorities. In spite of this it
was difficult at first to disabuse some
locals of the idea that they were
developing a quarry and port, not a
nuclear dump.
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Building a port “from scratch” js g
huge undertaking and in addition
shipping was a new departure for Foster
Yeoman who had previously transported
stone from their other quarries by road
and rail.

The design of the jetty is simple, five
large mooring dolphins linked to each
other and to the shore, fitted with
Yokohama fenders and capable of
berthing ships up to 120,000 tons.
Various marine surveys were undertaken,
mainly tidal close to the jetty, and side-
scan sonar elsewhere, to make sure no
rocky peaks had been missed on the
Admiralty charts.

Because the port exists simply to
serve thequarry, the only cargois crushed
pink granite, and the whole system for
producing this was newly constructed in
the mid 1980’s.

The main quarry area is in the hills 550
metres above sea level, where the rock is
drilled and blasted to form regular
platforms. A fleet of dump truck, each
carrying 100 tons, serves the primary
crusher which reduces the rock to 9"
lumps. From here the journey down the
mountain begins by conveyor belt to the
“Glory Hole”,a4 metre diameter vertical
shaft to the tunnel 345 metres below.
Everything at Glensanda is on a grand
scale!!! The tunnel is 1.8 kilometres
long with one continuous belt, power
driven but gravity assisted, and capable
of carrying a daily production of 40,000
metric tons.

From the tunnel the rock is conveyed
to the crushers in the development plant,
where it is reduced to smaller pieces in a
variety of sizes, from 40mm railway
ballast down to dust, and then stored to
await shipment. Whenrequired forcargo,
the stone is carried through a reclaim
system to the ship loader.

Loading the ship is controlled by
computer,asis the whole operation, with
Jjust one man in the control room and one
man on deck. The ships are loaded at a
rate of up to 6,000 tons per hour, though
the smallest ever cargo totalled 200 tons
of stone as a gift to the Iona community.

Ships of all sizes, ages and types carry

stone from Glensanda. Originally most
of the stone produced was exported to
America but now it all goes to Europe
and the UK, and is used in road building
andin the Channel Tunnel project. There
are Foster Yeoman depots at the Isle of
Grain, Purfleet, Amsterdam & Hamburg,
with many others planned.
: Disregarding oil products, Glensanda
is now the largest ex-port commodity
port in the UK. When fully operational
itisexpected to produce more stone than
any other quarry in the world

Many of the ships are self-unloaders.

o
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Yeoman’s own shipping company,
World Self Unloaders, has this year taken
delivery of two new ships with a third
due in service next month - two of 77,000
tons and one of 37,000 tons.

Because there is only one jetty, ships
have to be loaded onc at a time, but
waiting, anchored in Loch Linnhe, may
give the chance of glimpsing Ben Nevis
on the skyline or catching a salmon, and
the sunsets are spectacular. There is
little opportunity or scope for crews 1o go
ashore - noroads to take them to the high
spots and even the nearest pub is fifteen
minutes boat ride away in Port Appin.
One deputation of Chinese sailors,
however, did their utmost to empty the
wool shops in Oban, no mean fcat!

Since the first ships started arriving
four and a half years ago, at the rate of
about one per month, production at the
quarry has increased to half a million
tons per month and there is a ship on the
jetty most days.

In December 1987 Foster Yeoman held
a party for employees and friends to
celebrate the First Million Tonnes of
stone to be shipped from the new port.
The total is now ten million tonnes and
rising, There is enough stone at Glen-
sanda to last through the 21st century,
when the mountain will be no more, and
only our descendants will know what
becomes of the port of Glensanda.

John Wynn, Harbour Master & Pilot

Editor’s Note:

John Wynn, who helped Foster
Yeomans to establish the port of
Glensanda, took the plunge in 1988 and
resigned from the River Thames after 25
years service to be the pioneer pilot for
the new port. A lifetime member of the
UKPA(M), John goes from strength to
strength within the industry. He has
shown us what can be done with the
courage of one’s convictions.

¥
Captain Jan Lemon on her 71/t ketch off the Queen Charloite Islands, British Columbia!
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Profile

Jan L Lemon APMI

I was born in Northampton (just about
as far away from the coast as one can
get), and moved to Windsor, Berkshire
at the age of four. My husband, John, is
aTraining Officer for ICI Paints Division
atSlough,and welivein the small village
of Hurst, Berkshire, in a cottage which
we have been extending and renovating
for the past nine years. We both belong
to our village society which strives to
maintain the village’s character - not an
easy task in South-East England! I help
our local branch of the RSPCA in flag
selling at local towns and villages. My
main leisure activities are swimming,
gardening and walking in nearby
Oxfordshire, or further afield when time
permits!!

I joined the PNPF as Secretary to the
Trustees, and to head the Secretariat, in
August 1982 after spending several years
asa senior pensions administrator for the
Calor Group. [ joined the Pensions
Management Institute shortly after its
inception in 1977 and gained my
Associateship just before joining the
PNPE. The qualification entails passing
eight examinations, usually completed
over a period of at least three years.
For the past four years I have acted as
tutor to students completing their
correspondence courses in preparation
for their PMI exams. The tutoring not
only helps the student, butitalso helpsto
keep up to date with the ever changing
pensions scene!

During the past eight and a half years
I have seen many changes in the PNPF,
particularly with the “big bang” in
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pilolage terms - October 1988, when
some 250 pilots took early retirement.
Luckily, our computer system,
introduced in 1987 in preparation for
A Day, allowed us to prepare
quotationsforall pilots who would reach,
orpass, the“young™age of 50 (the carliest
age when retirement benefits can be
taken, other than for health reasons) on
Ist October 1988. It also proved an
invaluable helper when the retirements
actually took place.

Retirements are only part of the work;
as a unique pension scheme, many
questions raised by pilots cannot be
answercd by simple reference to the
pensions manager’s bible, the Inland
Revenue Practice Notes for occupational
pension schemes. “Misunderstandings”
arc “understandable” when sclf-
employed people usually enjoy a higher
pension contribution allowance to that
specified for members of an exempt
approved occupational pensions scheme
- as the PNPF is so classed. The pilots
show a far greater interest in their Fund
than is usvally found in members of
many other pension schemes, but this is
hardly surprising when one considers
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that pilots, once authorised, rarcly S_W-ll.(:h
to another profession. Indeed the initial
percentage of pilots who joined ll}c AVC
Scheme when it was introduced in 1981
might well be a record! 5

My other areas of responsibility cover
preparation of papers for mectings,
production of Minutes, notes, liaising
with the Fund’s investment managers,
monitoring the investment returns,
controlling and monitoring income and
expenditure, preparation of annyal
reports and fund accounts, providing
advice to members, CHAs and the many
other organisations associated with
pilotage, and generally managing the
administration of the Fund and the
Secretariat, plus writing articles for The
Pilot! 1 am also the Company Secretary
of PNPF Trust Company Limited and I
have recently joined the Committee of
our computer user group (Profound User
Group). I am very fortunate to be ably
assisted by Deborah Marten (Assistant
Fund Secretary), Toni Ambrose
(secretary and administration assistant)
and Neil Fairfax (general office
administrator), who are full time
members of staff, and I work closely
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with John Presland (part time financia|
adviser to the Trustees) on investmeng
and policy issues. Sidney Smith, who
retired from his full time position as the
Fund’s book keeper in July 1990, hag
recently undertaken some lcmporary
accountancy duties in investmeng
recording and preparing the 1990 Fund
Accounts,

A number of pilots visit the Secretariat
to discuss their forthcoming retirement
and it is good to fit faces to names!
Contact is continued right through
retirement and is subsequently
established with widows. In December
1990, calendars showing the PNPF’g
addressand telephone number, were sent
out to all the Fund’s pensioners and
widows, many of whom were kind
enough to write letters of appreciation. |
hope this will become an annual event
because it is somuch easier tolook up on
the wall to find the Secretariat’s address
or ‘phone number than to hunt through
old papers. I think this is particularly
helpful should a pensioner die, when
relatives can easily find at leastone piece
of information at such a sad and difficult
time.
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PENSION NEWS

Board of Trustee Directors

Many of you will know that the PNPF
Trust Company Limited was formed on
1st February 1988 and, under its
Mecmorandum and Articles, a change of
chairmanship took place on the 3rd
anniversary of the company.

For the first 3 years, the Trustee
Directors representing the UKPA (M)
elected Harry Frith (Manchester Ship
Canal pilot) as Chairman. Harry had
been Chairman of the previous Board of
Management since 1980 and had been a
Trustee since the formation of the PNPF
in 1971. The chairmanship passed to the
Ports’ representatives on 1st February
and Sir Frederic Bolton was elected
Chairman. Sir Frederic had been Deputy
Chairman since February 1988 and has
had many years experience within the
ports industry, initially as a ship owner
and later as Chairman of the Dover
Harbour Board and of the British Ports
Federation.

Harry Frith was elected Deputy
Chairman by the pilots’ representatives
and we welcome his continued
involvement with the Fund.

Alan Vaughan, who joined the Board
of Management in 1980, will be retiring
during 1991. During Alan’s long
association with the Fund and pilots’
pensions in general many changes have
taken place and I, plus many others, shall
certainly miss his support and help.

Geoff Topp, a Liverpool pilot, was
appointed as an Alternate Trustee
Director in place of Mike Hooper who
retired {or health reasons last year.

Additional Voluntary

Contributions

Employed pilots who are members of
the PNPF AVC Scheme will, once again,
have ar opportunity to make lump sum
payments in May.

The maximum amount which you may
contribute is 15% of your gross salary
during the tax year 1990/91, less your
PNPF contributions and your regular
monthly AVC Scheme contributions.
Deborah Marten will be sending out full
details and forms forcompletion in April.

We issued the Equitable Life annual
statements for their with-profitsand unit-
linked funds in December/January; the
Woolwich Equitable Life Building
Society statements will follow asisoonas
they are received afterthe Society’s year
end 31st March.
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The with-profits guaranteed bonuses
alone for the year to October 1990
averaged 11% (substantially above the
guaranteed funds) and with the exception
of the money fund, showed negative
results. AVC Scheme investment is a
long term commitment. Whilst the with-
profit policy provides a modest but
guarantecd annual return, plus terminal
bonuses, the unit-linked funds are
volatile and their performance can far
exceed or fall below the with-profits
return in any one year. Over the five
years to October 1990 the performance
of Equitable Life’s unit-linked funds
has ranged from 22% to 203% so the
well known health warning that stock
market prices can go down as well as up,
as demonstrated during 1990 and
reflected in the unit-linked funds, should
be borne in mind each October if you
cxpect Lo retire within say the following
five years.

Switching between one form of AVC
Scheme and another can only take place
on 1st October each year and this is the
time when non members can join. If you
wish to consider making AVCs and you
have notalready applied for information,
please write to us and we will send you
full details of the Scheme in July/August.
If you have joined the PNPF since last
October and have indicated on your new
entrant form that you are interested in
receiving details of the Scheme you will
automatically hear from us.

Early Retirement Scheme

The PNPF Early Retirement Scheme
ends in a few months’ time, on 30th
September 1991, although the Trustees
will continue to monitor the incidents of
retirements under the Scheme and new
recruits to the industry. so far more than
300 pilots haveretired under the Scheme
since 1st February 1988 when it was
introduced in advance of the Appointed
Day.

Annual Report & Accounts

December 1990

The preparation and auditing of the
1990 annual accounts of the Fund is
under way and copies should be
circulated toall members and pensioners
of the Fund in mid-year.

Transfer of Previous Scheme
Pension Benefits to the PNPF
The majority of new. pilots ask us to
obtaindetails from their previous pension
scheme administrators so that they can
consider the possibility of transferring
such preserved pensions to the PNPE.
Many pilots have preserved pensions
with the MNOPF and, in the past, it has
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taken a considerable time to obtain the
information from the Merchant Navy
Pensions Administration, but the
situation now appears to be improving.
A number of longer serving pilots also
explore the merits of transferring old
preserved pensions 1o us but some have
been enquiring whether the provisions
of the Social Security Act 1990 relating
to limited price indexation will affect
their preserved pensions and thus the
transfer values available. It is unlikely to
do so as far as MNOPF preserved
pensions are concerned as substantial
increases have been awarded over the
years. However it is possible that other
pensionschemes whohavenotincreased
their preserved pensions in the past, will
be required to do so in the future, as and
when actuarial surpluses arise. Under
the Act, schemes must (after the
Appointed Day which is expected to be
no later than 1st January 1992) use any
surpluses which arise to guarantee
pension increases in line with the Retail
Price Index, up to a maximum of 5% a
year. This guaranteed increase will apply
to pensions in payment and to preserved
pensions. Itis therefore possible that the
value of some preserved pensions (other
than MNOPF) may increase at some
time in the future but any such increase
may be offset by other factors used in the
actuaries’ transfer formulae. In
conclusion, therefore, it cannot be
confirmed that a delay in considering a

transfer would be beneficial.
Jan Lemon

Transfer of Pensions from
MNOPF to other Funds

Ithas come toourattention that certain
financial management companies have
circulated local secretaries with
inducements for members to transfer
MNOPE assets to their own funds.

While we are not here to advise
members on their personal financial
affairs, we feel members should be aware
that the forthcoming Social Security Bill
may have an important part to play in the
transfer value of a member’s assets.

Members would do well therefore to
consider whether their interests in this
area would best be served by waiting
until this bill is in fact law.

One further point: when members are
seeking quotes they would do well to
obtaina quote from the PNPF as amatter
of course, so that they can compare
benefits offered.

The UKPA(M) accepts no obligations
or liabilities resulting from this circular.

P. P. Hames
Chairman UKPA(M)
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Lifejackets & Buoyancy Aids

1. Introduction

The human body is just positively
buoyant in fresh water and has, in most
cases, only sufficient natural buoyancy to
float just under the surface, regardless of
a person’s weight or build, and the extra
buoyancy figure of 351bf now rec-
ommended for a lifejacket, is the
minimum safety figure for adults.

It might be thought that adults vary so
much in size and weight, that an equal
range of lifejacket size and buoyancy
would be needed. This is not so in
pracuce, for when a body is immersed in
walter, the limits for buoyancy are greatly
reduced, and the heavy person, for
instance, 1s normally provided by nature
with extra inherent buoyancy by
subcutaneous fat. The wearing of a
lifejacket or buoyancy aid provides the
extra buoyancy needed to lift the person’s
head and mouth above the water surface,
m the correct attitude, and increase the
chances of survival.

2. The difference between a
lifejacket and a buoyancy aid

2.1 A lifejacket is designed to turn and
support the wearer, even though
exhausted, injured or unconscious, to
float at the correct attitude, with the nose
and mouth clear of the water and with the
trunk of the body inclined backwards.
The lifejacket should also provide
sufficient upthrust, properly distributed,
to maintain this attitude in all but
exceptionally severe weather conditions.
2.2 A buoyancy aid is usually of a
waistcoat or similar design, with the
necessary securing straps, but is not
necessarily designed to tum and support
an unconscious wearer. All the buoyancy
is provided by closed cell PVC foam, and
noextra inflation is possible. A buoyancy
aid is designed to provide extra
permanent buoyancy of 18Ibf, which
even when pierced retains full buoyancy
performance and is virtually indest-
ructible. A buoyancy aid is to assist a
conscious person in keeping afloat in as
good a position as possible, but cannot be
guaranteed to tum the body over from a
face down position because the buoyancy
is only approximately half that of a
lifejacket, and is distributed ina differf:nt
way. Even though some buoyancy aids
incorporate a collar it is not claimed that
they will turn and support an unconscious
wearer in the same way as a lifejacket.

3. The choice of lifejacket or
buoyancy aid

The choice of a lifejacket or of a buoy-
ancy aid depends on the level of hazard

present. For example, in safe wo_rking
areas, or in certain sheltered conditions a
buoyancy aid may be considered Lo
provide adequate personal buoyancy
when worn by users of small craft — such
craft are often themselves inherently
buoyant, and will provide a conscious
person with additional support in a
capsize situation., But where there is a
high risk of an injured or unconscious
person falling in, a lifejacket should be
specified, as should be the case where
someone is working alone with no
immediate available assistance.

4. Different types of lifejackets
4.1 Inflatable lifejackets

These are very compact lifejackets as

they rely solely on inflation by air or other
gases 1o provide buoyancy and have no
permanent built-in buoyancy. They are in
3 versions:
4.1.1 Automatic gas-inflatable lifejacket,
which is inflated automatically upon
entry into the water. With facility for
manual actuation, and for inflation by
mouth, itis for use in conditions where the
wearer, on falling into the water, may be
unable Lo manually activate the lifejacket,
through unconsciousness, injury, or
unable to cope with the shock of sudden
immersion.

Automatic gas-inflatable lifejackets
can have automatic inflation of a single
chamber, producing 351bf buoyancy, or
twin chambered buoyancy from two
completely independent automatically
inflated compartments. Should one
chamber be damaged, the other will
provide sufficient minimum buoyancy
for survival.

4.1.2 Manual gas-inflatable lifejacket,
wholly or partially manually inflated by a
gas cylinder, and an economic option for
less hazardous operations, or where
working conditions are too wet to allow
water-activated (automatic) lifejackets to
be wormn.

4.1.3 Orally inflated lifejacket, which is
only inflatable by mouth through an
inflation tube.

4.2 Inherently buoyant lifejacket,
whose buoyancy is producedsolely by the
incorporation of materials lighter than
water — closed cell PYC foam, or kapok,
which is permanently built into the
lifejacket, retaining full buoyancy
performance if pierced. Though bulkier
than inflatable lifejackets, they have the
advantage of giving buoyancy protection
at all time.

43 Partially inherently buoyant life-
Jjacket, whose buoyancy is produced
partly by the incorporation of materials
lighter than water, and partly by inflation.
Approximately 50% of the total buoy-
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UKPA (M) Technical Committee

ancy is permanently built-in closed cell
PVC foam, with the additional buoyancy
obtained by blowing up the inflation
chamber by mouth, giving the full
characteristics of a lifejacket.

5. Certification of Approval for
lifejackets
5.1 British Standards Institution’s
Specification for Lifejackets

BS 3595:1981
5.1.1 The aim of this British Standard is
primarily to guide manufacturers,
individual users and those responsible for
purchasing, prescribing or recommend-
ing equipment for clubs and associations,
as to the essential performance require-
ments of a safe lifejacket. Bearing in
mind that lightness, lack of bulk and
simplicity in use are desirable, safety of
life has been the foremost consideration
in the preparation of the specification.
The correct support of an exhausted or
unconscious person has been the aim of
the British Standard, and the very
stringency of the requirements of the
standard recognise the dangerous
conditions existing in river estuaries, and
both inland and offshore waters.
5.1.2 The purpose of the standard is to
provide a lifejacket with a minimum
buoyancy of 35Ibf, properly distributed,
for use in the conditions commonly
encountered around the British Isles, in
esluaries and many inland waters, which
will give a reasonable assurance of safety
from drowning to a person, who for
whatever reason, is no longer capable of
helping himself.
5.1.3 Publication and Revision. This
British Standard was first published in
1963 to meet the urgent need to provide
increased personal safety for amateur
sailors, including ocean racing yacht-
smen, dinghy sailors and canoeists, and
for people who work on or close to water.
The firstrevision was undertaken in 1969
and took account of the developments in
the materials field which affected
lifejackets. Various points of detail were
also revised in the light of the continuing
experience of users and manufacturers.

The 1981 revision takes into account
numerous incidents which suggest that a
collar retaining strap passing down the
back of the wearer to the waist band,
facilitates rescue. Additionally some
wearers, especially children, may benefit
f_rorp an optional crotch strap to hold the
lifejacket down onto the shoulders. Most
importantly, this revision allows for the
integration of a lifejacket with a safety
hamess.
5.1.4 Fuwre Standards. There are drafts
for a European Standard in existence to
cover both buoyancy aids and lifejackets,
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and with a big United Kingdom input
there is a probability of a dual numbered
standard with any resulting harmon-
isation standards being published as a
replacement/addition to BS 3595.
Because most of the content of the British
Standard specifications will be in a future
European Standard, UK lifejackets may
nothave to be re-tested — though this is not
certain.
5.2 Merchant Shipping (Life Savings
Appliances) Regulations 1986
Inherently buoyant lifejackets shall
comply with the requirements of Part I of
Schedule 10, and inflatable lifejackets
shall comply with the requirements of
Part II of Schedule 10 to the Merchant
Shipping (Life-Saving Appliances)
Regulations 1986 — both being subjected
to tests carried out by an independent
laboratory, recognised by the Department
of Transport.

6. Comparisons between the BSI
Specification for Lifejackets, and
the requirements of Part II of
Schedule 10 of the MS (LSA)
Regs. 1986

Although the main paragraph present-
ation and the layout are different, the
requirements of both schedules are
similar, with only one major difference,
namcly:
para. 1.7 of Part Il of Schedule 10 of MS
(LSA)Regs 1986, under “Construction” :
An inflatable lifejacket shall be
constructed with not less than two
separate compartments, and not less than
two compariments shall inflate
automatically on immersion and be
provided with a device to permit inflation
by a single manual motion. All
compartments shall be capable of being
inflated by mouth, The automaltic
inflation system shall be so designed and
protected that the risk of inadvertent
inflation is reduced to a minimum.
para.l 8 requires that in the event of loss
of buoyancy in any one compariment, the
lifejacket shall be capable of complying
with various performance requirements,
such as body turning, body angle
inclination elc.

Both schedules cover 1) Materials and
Components, 2) Construction, 3)
Performance, 4) Marking, and 5)
Instructions .

Examples of differences in minor
requirement details of performance and
construction are in the donning and
securing times, drop test heights, design
requirements for facilitating lifting from
the water, and angle of inclination, There
isagreement on therighting times for both
automatically and manually gas-inflated
lifejackets, the need for the fitting of retro-
reflective material to assist detection, and
for the use of highly visible coloured
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materials such as yellow or orange.

Similarity between the two spec-
ifications is reflected in the references to
testing inaccordance with BS 3595, given
in the Prototype Tests section for
Inflatable Lifejackets in Part II of
Schedule 10 to the MS (LSA) Regs 1986.
Such references being for the grab loop
strength, resistance to inadvertent
inflation, strength of attachment of
inflation devices, and resistances to fresh
and salt water, to crushing and to bursting.

MostMS (LSA) Amended Regulations
come into effect from 1 July 1991, whilst
others take effect in 1992 and 1995, and
will incorporate among other items,
immersion suits (Part I of Schedule 23).
An immersion suit which also complies
with the requirements of Parts I or II of
Schedule 10 of the 1986 MS(LSA)
Regulations may be classified as a
lifejacket.

7. UKPA(M) Technical Sub-
Committee policy on lifejackets

The committee has always maintained
an interest in all safety equipment and
clothing, of importance to pilot boats,
pilot boat crews, and pilots —a few recent
examples of equipment inspected being
immersion suits, lifejacket lights,
helicopter strops and the Matesaver
rescue pole. The committee has
appraised several manufacturers’ life-
jackets, either brought by members or
sent to the UKPA secretariat, and has
always held the belief that every example
should not only be thoroughly inspected
but any resulting constructive comment
be passed to the manufacturer. Life-
jackets, flotation jackets, floater coats
from Crewsaver, Henri-Lloyd, Mullion,
Mustang, Functional Clothing, Musto,
SeaSafe and others have been inspected
by the Technical Sub-Committee.

8. SeaSafe All-Weather Wear Ltd

EMPA and IMPA members, and a high
percentage of United Kingdom pilots
wear the SeaSafe purpose designed pilot
coat,and SeaSafe All-Weather Wear Ltd.
have frequently consulted the Technical
Sub-Committee for their continuing
modifications and improvements —
successive SeaSafe pilot coats being
sighted by the committee.

To achieve BS 3595:1981, SeaSafe
All-Weather Wear Ltd. submitted their
lifejacket to BSI for testing, successfully
passing the assessments for BS Cert-
ification on 10 April 1990 — test report
n0.170508.

The wearing of a purpose-built pilot
coat, such as that of SeaSafe All-Weather
Wear Ltd, during transfer from ship to
ship is wholly supported by the
Department of Transport. Though
paragraph 1.7 of Part Il of Schedule 10 of
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MS (LSA) Regulations 1986 prevent the
issue of a DOT Certificate of Approval for
the SeaSafe pilot coat, (also refer para.
4.1.1 above), the Department is in a
position to recommend it be worn during
a pilot’s working transfer.

9. Department of Transport MSN
no. M1195

Work Processno.11 listed in the Annex
to MSN no.1195, issued January 1986, is
defined as:

Any work carried out from an overside
position or in an exposed position where
there is a reasonable foreseeable risk of
falling or being washed overboard or any
work carried out in or froma ship’ s boat.
and requires that the protective items
specified for that process, or items of
equivalent standard, must be supplied by
the employer. The protective clothing
and equipment to be provided in Work
Process no.11 is:

A lifebuoy with sufficient line attached
ready for immediate use, and either a
Department of Transport approved
lifejacket, or a lifejacket conforming toBS
3595:1981, or a buoyancy aid con-
forming to the Ship and Boat Builders
National Federation Standard 1979 —
whichever is appropriate.

Paragraph 4 of MSN no.1195 requires
thatemployeeshavetobe instructed in the
proper use of their protective clothing and
equipment, and these items must be
properly maintained and inspected.

In MS (Protective Clothing and
Equipment) Regulations 1985, in
operation from 1 May 1986, an
“employee” means a person (including
the master and self-employed persons)
employed onboard ship, other thana dock
worker or shore based worker on board a
ship whilst it is in harbour.

10. Conclusion
Extract from Appendix P6 of the BSI
Specification for Lifejackets.

“Much has been learned in recent
years, and although much remains to be
learned, lifejackets complying with the
requirements of this standard represent
the application of the latest research and
a high standard of manufacture. Theyare
designed to withstand normal robust use,
but not misuse.

Twowordsofadvice are offeredwhena
lifejacket has been bought:

Firstly, take an early opportunity of
trying itout under simulated conditionsto
ensure that it functions correctly.

Secondly, look afteritandmaintainitin
accordance with the manufacturer's
instructions.”

C M Irving, Chairman,
Technical Sub-Committee, UKPA(M)
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UKPA(M)

Recommendations
on safety equipment
and clothing for the

Marine Pilot

Introduction

The Marine Pilot faces daily, whether
in the teeth of a full gale while trying to
ship or land in the open sea approaches to
aport, or on the quiet but icy or oil coated
ladder of a tanker at a riverside berth in
the dead of night, an element of risk.

Atboth national and international level
there has been much legislation to
regulate the provision of pilot ladders.
There has also been considerable work 1o
ensure that pilot boats are equipped with
facilities for the recovery of pilots, while
those operating the boats have been
encouraged to provide adequate training
measures for their boat crews.

However, accidents continue to
happen, for one reason or another. It is
therefore important that the individual
pilot takes reasonable care to ensure that
he is protected against injury, against
exposure 1o the elements of wind and
water, and, should he be unfortunaie
enough to enter the water, that he is
wearing a buoyancy aid capable of
keeping him afloat on his back, whether
€ONscious or not.

The pilot owes it to himself, his family
and colleagues, and more importantly 1o
those possibly risking their own lives 10
save him, 1o take reasonable precautions.

Following a national survey of safety
equipment and clothing for the marine
pilot, carried out by the Technical
Committee during 1989, the Technical
Commitlee was gratified to find that since
1988 and the reorganisation of pilotage,
there has been some improvement in the
type of such equipment womn by pilots,
and particularly so where equipment has
been supplied by the new pilotage
authorities (CHAs). There is however a
considerable gap between the best and
worst, and there is a variety of different
types of equipment not related to need.

In recognising that the pilot requires a
unique type of clothing and equipment,
which will not just allow him to climb a
ladder with some agility, but will also

allow access to small hatchways and will
be highly visible in the water by day or
night, the Technical Commitiee, in the
absence of any legislation on the type of
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clothing to be worn, makes the following
recommendations, for the benefitof pilots
and those charged with the responsibility
of ensuring their safety while at work.

The recommendations follow many
years’ experience of the types of
equipment manufactured, much of which
has been improved at the suggestion of
the Technical Committee, and from
experience and advice gained over the
years from other authorities; and from the
results of analyses of accident reports
wriltten by survivors and from coroners’
reports of the less fortunate.

1. Recommendations on Safety
and equipment and clothing for
the Marine Pilot

The type of equipment the pilot uses for
his safe transfer from ship to pilot boat
and vice-versa, is not necessarily needed
for wear once aboard the ship or while
travelling on shore between jobs. The
incorporation into a single garment of all
the necessary safety features will prevent
individual items from being lost,
overlooked or left behind for con-
venience. A purpose designed pilot coat
is therefore recommended.

2. The Pilot Coat

2.1 The coat should be weather proof,
fitted with a hood and with a belt and
crotch piece to prevent the coat riding up
once in the water.

2.2 Thecoatshould bered, yellow, or of
another highly visible colour, and should
be fitted with reflective tape around the
shoulders and arms.

2.3 The coat should be fitted with an
automatically inflated lifesaving buoy-
ancy aid powered by gas (CO2) bottle of
at least 32 grammes. The buoyancy aid
should be capable of turning the inert
body of a pilot onto his back.

2.4 Itshouldhaveanoral inflation valve
fitted on the outside of the coat within
easy reach of the mouth.

2.5 It should be fitted with a harness
using webbing sufficiently strong to
allow an inert body to be lifted by it from
the water. The lifting point should be on
the chest.

2.6 Coats should be fitted with a water
activated steady light.

2.7 A strobe light should be fitted.

2.8 The coat should be fitted with a
whistle.

3. Waterproof over-trousers
Should be worn

4. Shoes or Boots

Shoes should be supple and flexible
enough toallow a pilot to get the ‘feel’ of
the ladder he is climbing. They should be
non-slip and sturdy.
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5. Gloves
If worn, these should be of supple
material.

6. Headgear

Conscious of the number of head
injuries incurred whilecrossing the decks
of unfamiliar ships in the dark, in
particular container ships and tankers,
the Technical Committeerecommend the
use of headgear as per Docks Reg-
ulations.

7. Warm clothing

Pilots cannot be reminded too strongly
of the need to dress warmly. The pilot
wearing thermal underwear is the one
who usually survives immersion in very
cold water to write his own report of the
incident.

8. Training

All pilots should be themselves familiar
with the lifesaving arrangement of the
pilot boat on service and in particular the
point for re-embarkation should they be
immersed. At some stage in a pilot’s
carly carcer, he should experience a
practised physical recovery from the
water under controlled conditions.

9. Maintenance and familiarity

Pilots and those responsible for their
salety should make themselves thorough-
ly familiar with all the equipment and
ensure that it is regularly maintained and
replaced according to manufacturers’
instructions.

EMPA GENERAL
MEETING

GRAND BANQUET
& DANCE

Friday 24th May

If you are coming and you
have not already booked,
please do so as soon as
possible. Tickets are £25 per
person.

Do not miss this event, an
Opportunity to meet your
fellow UKPA(M) pilots,
serving andretired, and tomeet
and greet our EMPA visitors.

[ em———t ]
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IMPA

A Report of the Meeting of the
ICS Radio and Nautical Panel
held at the GCBS Building, St.
Mary Axe, London on 29th
October 1990

The mecting was chaired by Mr J
Lameijer of the Netherlands Ship
Owners’ Society, and was attended by
ship owners’ societies from Sweden,
Japan, Germany, Denmark, Greece and
the United Kingdom. Alsoattending were
representatives from CIRM and IMPA.,

Apologies werereceived from the ship
owners’ representatives from Norway
and also from IALA.

At the meeting concern was expressed
over parameters for ‘Arcas to be
Avoided’, especially with regard to
Buffer Zones, which term needed to be
more tightly defined. ICS seemed to be
somewhat unhappy with the Marine
Environment Protection Committee on
this issue, and plan to refer the matter to
the Maritime Safety Committee.

Regrets were expressed at the lack of
progress in the World Navigation System.
The final aim is for a one receiver, world
side system, although the receiver and
the system could be a hybrid of Loran C
and satellite. The service should be free
to shipowners in terms of direct charges,
and costs to be recovered through port
dues. It was hoped that the final system
would be as foolproof as possible,
although it was not likely to become
fully operational for at least ten years.

Much debate took place over the
subject of trials by night of the Officer of
the Watch as the Sole Lookout. Doubts
were expressed into the wisdom of the
parameters setout by IMO. It was pointed
out that navigation on a hazy day is more
fraught than on a clear night. It was also
expressed that for the Master to decide
whether or not to navigate with an officer
as the sole lookout without proper
guidelines, would place him in an
unenviable situation. A remark was made
that it seemed that a modern idea was
that the best way to deal with a problem
was to ‘throw some equipment at it’,
without taking proper account of the
human and practical problems.

A report of the IMO/ILO discussions
revealed an ILO attack on the two watch
system. Doubt was expressed upon the
purpose of this tactic in view of the
universal knowledge of serious shortage
of trained watchkeepers.

On VTS, reference was made to the
progress of the TALA work on shipborne
transponders to be used for tracking and
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polling. The ICS Secretariat, upon
questioning, said that the end objective

was to be remote pilotage.
IMMARSAT are bent upon maint-
aining their practice of directly charging
for distress calls and subsequent distress
traffic. ICS are incensed at this, and say
that they are prepared to pay a small
surcharge upon other traffic to cover the
cost of a free distress service. If all
negotiation fails ICS plan to institute a
payment strike. This observer found the
prospect of shipowners taking their own
form of industrial action not unamusing.
A.R. Boddy

IALA - VTS

Technical Committee

Report of the 9th Session held in
London 25th-27th September 1990

During the 8th Plenary Session of the
TALA - VTS Technical Committee held
on 29th March 1990, a working prog-
ramme for the period 1990-1994 was
established. Four Working Groups were
set up and task leaders nominated.

A VTS Manual

B Environment aspects

C Assessment of operational benefits of
VTS

D Legal aspects of VTS

The task of Working Group A is to
write a manual which collects the
accumulated wisdom on VTS worldwide.
The aim is to elaborate a manual that
might serve as a standard to provide new
and existing VTS with information and
guidance for the running of an effective
VTS.

Working Group B discussed whether
they should emphasise how VTS can
specifically help in the protection of the
environment and if VTS should work
towards greater coordination between
different centres.

The elements to be considered are:

- Establishment of a joint data bank,

-therole of VTS in preventing amarine
accident and after a marine accident
occurs

- analysis of existing IMOResolutions
relating to the reporting of information
by ships

- determine the feasibility of
developing regional and national VTS
Centres

- monitoring and adaptation of the
sub-committees work on automatic
identification and tracking of vessels.

Working Group C agreed to prepare
guidelines on the assessment of
operations benefits of VTS.
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Three key points will serve for the
orientation of the study:

1. When and why operational
benefits should be investigated

2. Flow assessments of operational
benefits can be realised

3. What is needed for
implementation of assessments of
operational benefits

The objective is to define a reference
manual related to the assessment of
operational benefits and implementation
of VTS and promote further studies
related and research for the designs of
procedures to be included in the manual.

As a result of discussion, Working
Group D proposed:

- to summarise and provide a
commentary on the principal arguments
put forward in papers, studies,
publications on the legal aspect of VTS,

- to ensure that this task, when
completed, can stand alone and be
incorporated into the projected VTS
Manual asan ‘introduction’ tothe subject
of legal aspects of VTS.

The reports and terms of reference for
each Working Group were presented by
the task leaders and approved.

Discussion took place as to whether a
Working Group could express a legal
opinion or whether this should be left to
acouncil ofexpertsasoriginally foreseen
when the work programme was discussed
at previous plenary meetings. It was
decided that the Working Group could
make suggestions and steer the efforts of
legal experts but could not express legal
opinions.

The next meeting will be held from the

15th to the 17th April 1991, in Paris.
Captain Paul Lopinot
Vice-President IMPA

Sealink Discounts

Sealink Stena Line continues to offer
all pilotsandretired pilots a25% discount
when travelling from Dover or
Folkestone to Calais or Boulogne for
1991. Over 100 pilots took advantage of
this excellent arrangement last year,
many pilots from northern and western
British ports worked out that even
allowing for extra miles travelled, the
discounted fare was still much cheaper.
Remember, the 25% discount is off the
total amount to pay, nothing is excluded.

For the price of astamped addressed
envelope to the Editor at his home
address, any pilot can save up to £100
with 5 people travelling. If we continue
to use the concession we shall continue
toenjoyit. If you are thinking of travelling
anywhere on the Continent in 1991, do
yoursums, and send foraDiscountLetter.
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The Early Years

I was born on September 1st 1871 in a
little white cottage which wasbuilt where
the Granby cafe isnow. When my uncle
and aunt were born in the same cottage I
have been told that the tide was up to the
bottom of the bed, and once my
grandfather’s cobble landed on the
railings of Sandville House and her stern
went through the window. The erection
in the opening where Mrs Scottlives was
abreakwatertokeepthe tide coming into
the house, and the NE comer of the
Oriental cafe is built on bags of cement
that a wrecked ship was loaded with.
There was a school with boys at one end
and girls at the other with a curtain in
between.

There used to be a gate at each end of
the village, and everybody was out if a
stranger came in to the village. All the
big houses were furnished for taking
visitors in the summer. There were a lot
of well-to-do Quaker families and nearly
every night they set off balloons and
fireworks. We used 1o go round the
village with tin whistles and tin pans

shouting “fireworks tonight”. In those
days a coal rake was the coat of arms and
you hardly knew what land coal was.
There used to be Nanny Pearson and
Mary Ferguson and Peggy Appleby, they
were always on the sands. There was
muchmore coal in those days, sometimes
a hundred loads. The carts used to come
from all around the district, with two
horses, and they used to pay 1/-aload for
raking them. Our coal house held eight
loads. After a NE storm, when the sea
goes back with the wind from any
southerly direction, coals came out at
half ebb or half sands down, up to high
waler the next tide. If the wind got any
way to the north of west, the coal would
goaway like snow off a dyke, not agrain
left.

In my school days I used to blow the

organ at church for £1.5.0d per year. I
used to carry milk from Mr Bakewell’s
for 1/- per week, then I used to go to the
lighthouse to meet Mr Storer thatbrought
the letters from Hartlepool on a pony.
He delivered the letters and I brought the
pony down to the Seven Stars and got 3d
per week. Then I carried for old Mr
York, the butcher, for 1/- on Fridays and
Saturdays, and I carried salmon to the
old fish quay for Jim Wallsand Ambrose
Storer. I carried alot of salt water for the
visitors to the big houses in the summer
at one and a half pence per pail. Mr
Bakewell was a grain merchant as well
and used to give a big sack of wheat at
Christmas. The villagers used to come
with cans and get it to make frumerty on
Christmas Eve.
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LITHGO LIVES

The Diary of
William Scott Lithgo
Tees Pilot

Editor’ sNote: Asanyone connected with
pilotage will know, there are certain
families whose traditions in the pilotage
profession stretch back generations, as
many as 300 years in one case known o
me. One suchfamilyis the Lithgo family
of Seaton Carew, Tees pilots for at least
Six generations.

Knowing of a family's pilotage past is
one thing, having a written record of
their lives is rare. William Scott Lithgo
liked writing and had a good memory.
First licenced in 1894, he kept adiary, a
precis of whichwe shall serialise, as best
we can, for some issues of the Pilot.

Inthisissuewe concentrate on William
Scott Lithgo's early home and pilotage
life, avaluedinsight intowhat constitutes
“experience” in the true sense of the
word, not always confined to passing a
paper examination confirming that one
is a “Master Mariner” .

Later issues will reflect on the Young
Pilotandthe Senior Pilot. Our thanks go
to Stanley Scott Lithgo for this valuable
contribution to our pilotage heritage.

My father, John Lithgo, got his pilot’s
licence about 1867, but you could not
make a living at piloting alone. You had
to go fishing and boating as well. When
we had fishing parties I used to go with
my father to bait their lines and take the
fish off forthem, I got 3d and thought I’d
done well. My father only got one ship
one winter, the Harris Regent. Old
Mustard used to be pilot for them and he
was not there, my father was fishing in
the river when she came in and got it.

In 1886 my father got suspended for
six months. A shipcalledthe Castledale
was in the dock and had to adjust
compasses and could not getto seabefore
dark. If she stayed in the dock she would
be neaped, so my father was ordered to
take her to the new Redcar buoys. When
he went to take her away she had sat on
a tree and broken her back. The
Corporation suspended him for six
months to try and clear their name. At
the trial the judge said they had no right
to suspend the pilot before judgement
and the TCC had to pay the damage. The
gentlemen at Seaton wanted to fight my
father’s case, but he would not let them.
He said we, his sons, would never get a
licence if they did. So we went fishing
for Ambrose Storer in our boat and my

mother baked bread and teacakes and I
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used to go round selling them.

Robert Hood had Pyman’s/da from the
Quaker’s yard to take to Blairs. He took
my father with him to get this big ship up
to Stockton. I helped launch the cobble
to go off to her, all Seaton was out to see
this big ship. She would carry about
1000 tons. In 1888 my father, Andrew
Robinson and myself left to go to Swan
Coates, Middlesbrough to bring out the
Newington. When we left, the brig
Granite was south of Redcar coming
down withalight SE wind. Whencoming
in she struck on the North Gare, the
weather increasing to nearly a gale.
Seaton lifeboat went butnearly everyone
was away and they went withanybody to
make a crew. They got close to the ship
but made a bad shot with the grappling.
They could not get back again to the ship
as none of the crew could pull or keep
stroke. She broke up and all the crew
were drowned.

The next year I went to sea in a brig
called Remembrance, joining her in
Hartlepool, and took coal to London and
loam back to Middlesbrough. I made six
trips in six months at £1 per trip and we
had to work our own cargoes. Next year
I signed on the Luneburg at 31/8d per
week. We loaded at Methil and went to
Genoa, we were away 13 weeks. It was
the year of the Durham coal strike, 1892,
and I signed for £4 a month. Some of the
ships were going out in the roads and
bringing crews from Shields in tugs for
£3.15.0d a month.

After this I went home and worked for
three or four pilots. We had good gear
and good boats and well manned, we
could compete with anybody and were
king of the sea at that time. In 1893 there
was a sailing regatta and Arthur Burton
andI'sailed ourJim’s boat against Robert
Hood and Jack Bulmer. He was going to
cuthisboatin two if he could not beat us.
Itwasround the Longscar buoy and back
in a stiff south-easter. We fetched the
buoy the first tack, rounded, and came
back witha free wind. They washed into
the roads and we beat them by twenty
minutes. We had our tea before they
landed!

One August we had our boat in the low
harbour and were in the buzzer house
with the sea breaking on the bar at low
water. A boat sailed down, and instead
of staying to the south, they kept going
till the sea knocked them over and over
inside White Gas buoys. We ran to our
boatand pulled over butcould see nothing

of them. Then we saw.them on the west
side of the Gare in the innerdeep. We set
our sail, ran\up to the third buoys, waded
our boatover into the inner deep and just
got to them before they got into the
broken water on the slag, although it was
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as much as our boat could face. We got
the two youths, it was wonderful they
could survive coming through all that
sea. Old Captain Harland that was with
them to take the boat to Redcar, was
drowned. We took them o our house,
got them dry clothes and a cab (o the
station for Middlesbrough. They were
Mr Kirby’s sons, who sent us a splendid
letter and £10.

In October 1896 we went to Snook end
to take our Jim out of the Seaham
Harbour. 1t was blowing a SW gale and
we had a job to get off and took all rings
down to go down to the pilot barge.

It was blowing that hard we lashed the
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end of the yard down to the inwire and
when we hoist and got free of the barge
the lipper was that heavy we washed
alongside of the wharf. When we lowered
and shoved astern we caught a pile at
each end of the boat and the lipper
knocked her over. We went from the
gunwhale to the drafts and the drafts to
the gunwhale, and we were pulling her
overas fastas we could go until the stern
line came taut and pulled her up full. We
balanced her until the lipper caught us
and my father cut the line to let her drive
ashore. She sank and we only had the
oars or mast. Us shouting set a dog
barking in the fishermen’s huts, they
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heard us and shoved about six boats in
which all sank on the steep. We were
touching bottom when they reached us.

The boat went right on, through the
piles of the wharf, down the Snook
channel to sea, to be washed ashore at
Whitby. It was my first boat, and new,
butI hadhad enough of hersoIsent word
to sell her. I got 5/- and some trouble
signing the Customs papers. The
fishermen brought my father up in old
Wall’s trap, but I walked up, and a nice
crowd to meet me - mother, wife, baby,
sisters and half of Seaton.

Next quarter - The Young Pilot

LETTERS TO
THE EDITOR

Dear Sir

I am writing to thank you for
forwarding me The Pilot magazine. It is
good to read familiar names, and also to
keep in touch with the Pilot service,
around which my life revolved for so
many years.

I was especially interested in the
reference to the ‘Human Factor Study of
Marine Pilots’’ in the July issue of The
Pilot. The study highlighted the
importance of social and psychological
support for pilots, a supportive wife, the
study found, was useful in coping with
the stresses and strains of the pilotage
workload. Pilots’ wives and their families
are very much aware of the emotional
and psychological factors involved in
working in such a highly skilled and
knuckle-biting profession; however,
most would say that the benefits of job
satisfaction and enviable status balance
the negative aspects of, for example,
antisocial hours, disturbed sleep patterns
and missed meals. This personal
commitment, by their families, to their
callingis acknowledgedand appreciated,
I know, by pilots in general.

The study, though, also indicates, that,
because Pilot’s friends and their wives
friends are drawn mainly from ghe
pilotage circles, there is often isolation
from the wider community. This factor
can be relatively unimportant when_life
is unproblematic, but can have serious
implications in changing times and
sitnations. When a wife becomes a
widow, for example, she can lose not
only her life partner, her security and her
reflected status, but also her social circle
and thus her social support.

When David died I received
overwhelming support from his
colleagues and their wives; in my work

with the terminally ill, I am very much
aware that the help I received was far
more than most widows and that this
helped me enormously in rebuilding my
life.

In the year following David’s death, I
had to move to the south of England to
continue studying towards a social work
qualification, and subsequently I then
found work here. The Pilots pension
covers my mortgage and for that I am
thankful; it took time, however, to
construct anew supportsystem of friends
and acquaintances.

During this time, I had, on many
occasions to contact friends from the
Manchester Pilot and Helmsman’s
Services forreassurance and advice; each
time Ireceived an instantand comforting
response. Some widows, though might
hesitate to ask for help.

AsT have benefited so positively from
the goodwill and kindness of David’s
colleagues, I feel I would now like to
reciprocate in some way.

I am currently working as a medical
social worker; if there are any wives or
widows who could use a confidential
‘listening ear’ or who would like to tap
into my personal ‘bank’ of trained
information, knowledge or
understanding, I would be very happy to
hear from them. My telephone number
can be obtained through the Manchester
Pilot Service.

I am very proud to be a Pilots widow;
please keep up the good work with The
Pilor magazine and my best wishes to
you all.

Yours sincerely

Barbara Brown
David Brown was a Manchester Pilot
who died in service in December 1982

Dear Sir i
Having been retired for some time

now and really out of touch with recent
pilotage matters, would you please put
my mind at rest regarding certain

abbreviations which appear. For instance
what does VTS Officer and CHA stand
for? I did manage to nail down ABP.
Perhaps you will be able to print a list in
the next issue of The Pilot.
Thanking you for an excellent official
organ. My cheque for £5 enclosed
Yours sincerely
W S Scott
Retd London N Channel Pilot

Editors Note

VTS is for Vessel Traffic Services ie.
Port Radar and Communications

CHA is for Competent Harbour
Authorities a phrase conjured up by
Government to denote a Port Authority
under the 1987 Pilotage Act. Invariably
a misnomer!

Dear Sir

I'was somewhat interested toread about
the Greenwich in your January issue of
The Pilot. The mention of her being
launched at Sunderland by the Princess
Royal rang a loud bell, so I hunted out
my late father’s log book. Sure enough
he was her first pilot when she was
launched in July 1943 (Duxfords No
707).

My father was F.S. Burgess(Stan) and
he eventually became River Wear Pilot
Master. He died in 1986 aged 80. I have
been a reader of The Pilot by proxy
through my mother, but she having died
last year means that the January issue is
the last one I expect to see - a good one
to have chosen!

Best wishes for the future to you all
and The Pilot.

S A. (Alan) Burgess

REMEMBER

It is in your interest if involved in any
accident or injury, however trivial it
may seem at the time, to inform your
insurers within thirty days.




The Pilot

OPINION

It was good Lo see the UKPA(M)
coloured brochure produced 1o distribute
1o the younger pilots who arc presently
entering the profession. Even more
important is to follow this excellent
initiative through at local level, where
the personal touch from fellow pilots can
mean so much to a new entrant
unaccustomed o0 our ways. I wonder
what the Technical Committee had to
say at the lack of lifejackets displayed by
both pilot and launch crew in the
photographs.

What was not so encouraging was 1o
read that at the NUMAST Biennial
Genceral Meeting in May, a motion will
be decbated calling for NUMAST’s
Council 1o open negotiations with the
TUC and the TGWU 1o transfer all
scagoing personnel, including marine
pilots, to the cne union - NUMAST.

Whilst obviously nothing will come of
this, it was sad 1o see what could be the
start of further internecine Union wars
for no reason, it would seem, other than
10 boost numbers in a depleted British
Merchant Navy officer’s union strength.

Better by far, surely, to get together
through the TUC and approach our
common problems as a joint venture. I
believe something to this effect appears
around our logo, ‘United we stand,
divided we fall’. Which is certainly the
case from October 1991, when our three
year early retirement scheme ceases, and
we will be dependent on our Harbour
Authority to ensure we get a fair deal.

Panossim

Annual
Conference

1991

The dates for the 1991 UKPA(M)
conference will be

Thursday 7th November
and
Friday 8th November

The venue for this year’s
Conference will be:

The Caledonian Hotel
Princes Street
Edinburgh
EH1 2AB
Further information and details
ofithe 1991 conference will follow

at a later date
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OBITUARIES

Arthur Yates

Arthur died after a short illness in
October 1988, not long after the change
over Lo the new system.

He was bom in Blackpool in 1930 and
commenced his seafaring career serving
his time with County Ship Management.
He then transferred to London and
Overseas Freighters, where he served as a
deck officer. After obtaining his Master’s
Foreign Going certificate he sailed with
British Rail Ferrics on the Heysham/
Belfast service.

In 1963 he commenced his pilotage
carcer al the port of Preston. On the
closure of that service he transferred to the
Trinity House London pilotage North
Channel district, living at Colchester,
Essex. On 1st October 1988 he
transferred 1o the PLA pilotage service
dying shortly afierwards.

Arthur loved his work and was an
example to all pilots in the cool, quict
manner in which he carried out his duty.

He leaves a wile, Mary, a son Andrew
and two daughters, Catherine and Janet.

Our deepest sympathy to them all. He
will be greatly missed.

We have heard from Mrs Mary Lois
Yates that there is a seat situated at
‘Waterhead’ Ambleside in her husband’s
memory — he was particularly fond of the
Lake District — where he had spent many
happy hours.

James Scott

It is with decp regret that we have to
report the death of James Scott on 16th
August 1990, afier retiring terminally
ill.

James was born in Edinburgh on 3rd
August 1929 and was educated at
Bellevue School and later as a marine
cadet at Leith Nautical College.

He served his time with Andrew
Weir’s Bank Line from 1946 to 1950,
obtaining his second mate’s certificate
and remaining with them until 1952.

He subsequently sailed with the
Dundee, Perth and London shipping
company, The Currie Line, Sharp &
Co., Mac Gregors, London and
Rochester Trading Company and
finally the United Baltic Corporation.
He qualified for Master Foreign Going
in 1957 and sailed in command during
this period.

James became a Trinity House Pilot in
1964 on the London Pilotage District
North Channel station. On 1st October
1988 he transferred to the Harwich
Haven Authority, where he remained
until he was forced to retire due to ill
health.

James will be sadly missed by his
colleagues and friends and especially by
his wife Betty, his son Gavin and
daughter Fiona, to whom we extend our
decpest sympathy.

Legal Defence Insurance
March 1991

(Navigators & General Insurance Co
Lid Policy No 20004375 UKPA(M)
Indemnity)

Following the retirement of Mr Alan
Thompson of the Navigator’s and
General Insurance Company, who for
many years dealt with the multitude of
Pilot’s enquiries the following are now
the contact arrangements

Notification of Incident
Pilots involved in incidents should

notify the company as soonas s practical
to register the case, either by telephone
or in writing to:

Navigators & General Insurance

Co Ltd,

Eagle Star House,

113 Queens road,

Brighton

BN1 3XN

Tel: 0273-29866 Ext. 3142

Ingeneral circumstances, the company
would like to discuss briefly incidents
with the pilot concerned prior to
allocating legal representation.

In urgent cases however, certainly in
cases involving injury or pollution,
telephone contact must be made straight
away both in and outside office hours as
listed below:

In office hours

Mr L Powell
Daytime tel: 0273-29866 x 3142
Outside office hours

Mr L Powell
Home tel: 0323-29393

or Mr N S Cooper
Home tel: 0903-742927,

or Mr S S McCarthy
Home tel: 0444-248520

Please take note of all these amended
numbers

Chairman, UKPA(M)

April 1991

John Henry Wass

John Wass, a retired Humber Pilot,
who died on the 3rd of July 1990 aged
67, commenced a Humber Pilotage
Apprenticeship in 1939 following pre-
sea cducation at the Hull Nautical
College. After completing his indentures
he served with Elder Dempster’s and the
United Towing Company, becoming a
licensed pilot in 1949.

He spent most of his career operating
from the cutters cruising in the
approaches to the Humber and was a
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gpod and dependable shipmate. With the
pilotage station established at Spurn, he
was appointed to the ‘Pilot Masters’
Roster’, where he rendered valuable
assistance in the transition to shore based
operations giving unfailing loyalty to
the pilot service and his colleagues.

Johnattended UKPA Conferencesand
yviIl be remembered as a friendly and
Jjovial character.

His wife Audrey and he retired to a
stone cottage in a picturesque village
near Richmond in North Yorkshire.

He leaves a widow and daughter.

The Pilot
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Coastlines

North Channel

Pilots’ Association

This association was formed over a
year ago to provide a purely social
organisation for past and present pilots
based on Harwich. (Past pilotage
certificate holders do not seem to have
been included!)

We have a membership of just under a
hundred and meet for lunch about ten
times a year. There have been a number
of interesting guest speakers at these
occasions on subjects as diverse as The
Suffolk Stour, Rock Lighthouses and
The Salvage of Ferries at Folkestone and
Zeebrugge. Perhaps the comic highlight
came with a talk by a former Hurricane
pilotin Burmawith his description of the
simultaneous take off onthe samerunway
by two colonial pilots whose idea on
wind direction varied by 180 degrees.
They commenced their runs from the
opposite ends of the strip with predictable
results!

Our purpose in writing is to seek some
publicity from the pages of The Pilot. We
are at present planning events for this
year and would welcome suggestions on
speakers or other social activities from
any similar organisations. There may
even by aneighbouring Association that
would like to share an outing on the
Waverley.

Any ideas to this address please. They
would be most gratefully received.

Keep up your good work with the
Magazine. It is greatly improved and
members really do look forward to the
next issue.

David James

Hon. Secretary

North Channel Pilots" Association
Cherry Dell, Colchester Road
Stones Green, Harwich

Essex

Tel: 0255 870400




The Pilat

Short Story

The early morning summer sun blazed
through the lattice of steel that is the
Transporter Bridge. Although still only
six a.m. its warmth could be felt as I
walked briskly down from the station,
past St. Hilda’s Church and the ‘Slater’s
Arms’, on to the jumble of railway lines
at the entrance to Tyne Tees Wharf. It
was going to be a lovely day, the pilot’s
job a bonus at time like these.

Somewhere along the wooden frontage
of greasy piles and rotting timbers lay
the ancient Norse trawler, the Nordwind.
She had entered the Tees the previous
afternoon for stores and waler, having
becn engaged in hydrographic work in
the North Sea.

A variety of small ships were chartered
during the early sixties, Dutch, German
and Norwegian, to help the survey ship
towing its long cable over the sea bed.
Their function was to steam, one each
sideof the cable, about half amile astern,
and drop small explosive charges at
prescribed intervals to cause shock waves
below the sea bed. The resultantreadings
on the seismograph helped determine
the nature of the sea bed and whether it
contained gas or oil bearing rock.

For the hardened sailor on these small
ships, or ‘bombers’ as they became
known, this was something of a sinecure.
Their main gripe was boredom, so you
can imagine the excitement of an
opportunity for a night in port in the

Tees, and a step ashore to the ‘Captain
Cook’ within easy staggering distance!
The scene was set for action of one sort
or another.

All this ran through my mind as I
strolled along the wharf looking for the
little trawler. 1 was well aware that
ordering the pilot for six in the morning
was in all probability the crew’s alarm
call. I passed the Frisian Coast and the
Danish Hebe, each smart in their
respective livery. Ahead towered the
impressive Glenroy, her black hull and
distinctive red funnel gleaming in the
moming sunlight. Right under the flair
of her bows lay a little tangled heap of
crumpled rust, the name barely discer-
nible on the battered stemm Nordwind
Stavanger. Aboard, all was silent and
still.

Carefully I climbed down the steeply
angled ladder on to her deck. On board,
the decks were a shambles of rusting
wire and neglected fishing gear. Half
bottles of Newcastle Brown stood lined
up on the haich coaming, another lay
smashed in the scupper. Cigaretie ends

galore and fish and chip papers lay
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by Trevor Calcott Walker

scattered about. All the signs of a good
night out, and a chaotic arrival back on
board.

I picked my way into a dark alleyway
to find the Captain’s cabin, eventually
finding aheavy wooden door thatlooked
a likely bet. I knocked. No response, SO
I knocked again. Then I pounded. A
shuffle was followed by a loud crashand
acry of pain. Opening the door an inch or
two revealed a stubbled face and
bloodshot eye. The Captain mumbled
something, but withoutteeth, the ancient
Nordic curse was unintelligible.

“Good morning Captain, six o’clock
sir, are you nearly ready to sail?” The
apparition, standing in his underpants,
beckoned me into his den. He looked
dreadful, his cabin smelledlike the parish
jumble sale. He disappeared to find his
teeth. “Vould you like a beer?”, he
croaked from the bedroom. I politely
declined, so he only opened one. “I get
the crew out.” he grunted, and yelled his
way up the alley.

I decided to make my way up to the
tiny wheelhouse, where I felt more at
ecase. It was apparent the little ship was
coming to life. Half clad zombies
appeared from dark comers stretching
and scratching. The trawler, being
ancient, had living quarters under the
fo'c's'le and from the wheelhouse I had a
good view of bodies emerging. Various
tinkering noises and oaths from the
engine room skylight indicated that the
machinery was about to be activated. A
hiss of compressed air, a metallic clatter
and the main engine was turning. It died,
then rose again. We were in business.

The skipper arrived, gave me a toothy
grin, and, dropping the wheelhouse
window, bawled in Norwegian 1o two
menonthefo'c's'le head. Inaninstant the
bow was swinging on the ebb tide. The
skipper wrestled with a big brass handle
and crashed it into gear. The engine
responded with a cough, bone shaking
vibration, and a surge of power. A blast
on the whistle for the Transporter Bridge
and we were away. No sooner were we
steady, passing under the bridge, than a
shifty looking character I took to be the
cook, shoved a mug of coffee into my
hand, and dragged me to one side.

“Pilot, ve got to go alongside some-
vhere, ve got company aboard”, he
winked and inclined his head towards
the fo'c's'le where, by now, some very
unmasculine shrieks could be heard. “I
can’t just goalongside anywhere” [ said,
with pompous disapproval, “You’d best
see the skipper, it’s up to him.”

April 1991

THE HARD CASE

A look of wild despair crossed the
cook’s face as two bedraggled, half
clothed females erupted onto the foredeck
in a state of hysterics. Clutching their
remaining apparel, hair lank about their
faces, thetwo ‘girls’ viewed with disbelief
the scenery slipping past. They clung to
each other for mutual support, dragging
on their clothes as best they could, to the
great amusement of the onlooking crew.
It was then that I saw the real source of
the problem. It was not affection or
embarrassment which caused their
embrace, one of the girls had an enormous
plaster cast encasing her right leg {from
thigh to toe.

The two hopped about below us,
shaking their fists when not grabbing the
hatch coaming for support, hurling abuse
ateveryone in sight. The Captain, furious
at the presence of his unwanted guests,
asked my advice on where to land them.
There was nowhere quiet I could think
of. “Can you take them off on the Pilot
boat?”, he asked. “Well, it’s not up to me
Captain, but I’ll see what our launch
skipper has to say.” Putting the Captain’s
request diplomatically to Henry, our
launch coxswain, he, a man of the world,
grasped the situation right away. “Tell
him, no problem, pilot.”, came the reply
on the VHF.

Half an hour later, as we made our lee
intheseareach, the cutter came alongside.
With very little freeboard it was a fairly
simple matter for the two ladies to
scramble aboard. The trawler skipper
giving a grateful wave, the crew a hearty
Norwegian cheer, rang ‘full ahead’. A
sailor’s farewell!

By now it was low water and the iron
ladder on the Pilot jetty was vertical.
How did one get two frightened women,
one with a giant plaster cast, from the
cutter’sdeck up some 14 feet to the jetty?
The deck hand, a lad of fifteen and green
as grass, stood gawping at these two as
they sprawled across the life-raft, unable
to appreciate this sudden furthering of
his life’s education. Once alongside, I
went up the ladder and lowered down a
rope. The young deckhand, eager now to
show his prowess, tied a beautiful bowline
around the ample waist of the
handicapped lady. With Henry steadying
the boat, he helped her on to the ladder as
I took up the slack from above. Four
inelegant steps up, she turned, and
glancing down with a perfectly straight
face, bawled at him to ‘stop looking up
TILY/ N dress’.

Eyes shut tight, the deck hand retired
from the scene, an older and wiser man.
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From Davina Connor, Secretary UKPA(M) }) I?SHSQJ : A N MacLeod H C Ryding
The following is a list of retired pilots and R A Hamn?gnd }VJM?MS (B;VHSgl;s?;ry
Pilots’s widows who had .subscribed £5 to G A Harding W Marshall A SchoﬁZld
defray expenses — as decided at the 1990 M Hardy J Martin R J Scott
Annual Conference—uptoMarch 1991, Please R Hare J E Mattocks W S Scott
acceptyourprintedname as recieptofpayment. G W Havens E R McAuliff A D Shenton
: W A Hawkes D W McCallum A L Shepherd
For those who wish to continue to receive D L Heatley G L McComish N T Sigley
The Pilot but have not yet contributed W JHector Mrs D A McCulloch J Simpson
please refer to the Editorial (Page 1). JR Hcpderson A M McGugan W L Smedley
S Hewitt W A Mclntosh E G A Smith
T L Hill J McLean E Smith
K Abernethy K Conway E Hill D I McMillan G H Smith
A M Alcock N J Cook P P W Hills G McMillan W E T H Smith
R Alpine J S Cooke D G M Hilliard J F McWhor J Spall
J Ashby AN Couch P G Hockey C L Megginson E Spence
G F Ashworth Mrs K A Cox G Hogg C Milne Mrs B Spencer
H Bailey W Craig JR P Holt J G Mitchell L Spiers
J Baillie E Crewdson M H C Hooper J Mitchell B St John-Smith
F G Ball H Cross J Horsburgh L J Mitchell Mrs I Stephenson
A E Barnes A Davidson P F J Hudson W R Moore D R Stocks
H Barr L Davies H M Hunter A Moore (New Brighton) T G Stoneman
P A Barraclough R M Dawson K Hutchings A Moore (Gravesend) Mrs M Stott
J Barron J Delacour-Kier A D Hutchinson H Morgan L Strange
W Batchelor C R Dench A H Innes A J S Morrison R N Stuart
P Bates Mrs M Dickens E H Irvin P E W Moxon W G Sturt
Mrs Beaumont-Harris R W Dickinson Mrs E B James W S Muir M H Taylor
A E S Beere M L Dobson D G James J J Mullins G H Taylor
J Bennet W O Doe P N Jeanes E Mutter P Tebay
A J Bickerton Mrs M Donkin T A Jennings G Newman J'W Terris
P Birmingham J Donovan T Johnson M R H Oates J G Thomas
L W Black E Drew D Johnston N B Owen J D Thomson
P F Blackburn P G Driver D C Johnston D G Palmer J P L Thombhill
J H Blackwood B M Duncan N Johnston F Parks A Thurgood
R A Blencoe A Duncan D D Jones G T C Parry R Tinmouth
P N Bonney S Duncan K R Jones D I Parsons Mrs I M Treganza
T V Booker D Edson G A Jones M A Patterson D F Tute
J Boyce T A Effeny JF Jones D Peacham R H Vallings
G Brace AT Ellis D N Kerwick Mrs C Pinchbeck M Vining
J C Breakwell J D Evans P C King R H Platts J B Wake
AT B[lggs B I Evans D K H Kinloch H G Plummer I H Wall
Mrs B Brown L E Fane Mrs D M Kirk R Pollock J T Walton
Mrs L Buck H M Ferguson D J S Knight G Potter G E Warburton
P N Byers A H Ferguson N R Knowles R N Purvis K E Ward
B E Caddy A Ferguson J Law M K Purvis N G Warr
E Cairns Mrs M Fife H P M Lawrence A Rac M E Warren
A Caldwell L A Finch G T Lawson R Ralli Mrs I M Warren
D M Campbell F W Finn R Leadsome TA Ramsgly J G Webber
D A Campbell J E Foreman E Linsley E C Rankin JM B Wells
T M Carnie A B Forster A S Lithgo M J Ratcliffe P Whelboun
J Cattanach H Fountain S S Lithgo L G Reeve G W Whitby
D P Cave E Fowler E JLittle JTW Reid ML White
B Cavendish-Tribe D J Fraser G M Logie J A Riach Mrs M Wilkinson
R G Charlton W V Fry G Lowther VIRICES Rawlians
Mrs M Charnley A Gadd JN Luke Mrs G Ridalls JA V_Vllhamson
C T Chase D A Garman S W Lunn L T Roberts B Wm(:,hesler
R J Clark R G Gilling C A & M Patterson P A E Roberts KR Wind
A S Clark T F Gilmore D MacArthur A A Robinson R Withers
P Clarke K Grant Mrs V Macauley J'S Roe J H Woodfine
M Clent Mrs M S Gray A MacDonald T E J Rogers J Wotton
K Clow Mrs L Greenwood N MacDonald B J Rudd F W Wray
D A Clulow R Gunderson J W MacKenzie JE Rudd E Wray
P D Coles Mrs F D Hale G S MacKinley T Rush R L Wright
F H Collins R J R Hall A MacKinnon J E Russell Mrs M L Yates
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United Kingdom Pilots’ Association (Marine)
Local Secretaries

District Name Address and Telephone Number
Aberdeen ............... GIBRuCERTA AR, Aberdecn Harbour Pilots, North Pier, Aberdeen, Aberdeenshire
0224 529571 x 237 (Office) OR 0224 647610 (Home)
Belfastisr i NCE McKinney ...... 8 Alt Min Avenue, Belfast 8 4NJ 0232 795133 (Home)
Beraicks sanrn bt o, JH Jenkinson ........ c/o Harbour Master's Office, Tweedmouth, Tweed Dock, Berwick upon Tweed TD15 2AA 0289 307404
BIVIRE e osientiess CBriggs «.oovvovnnn. 34 Druridge Drive, Blyth, Northumberland 0670 355639
BOStOnE R st n s oyt K Cederholm ........ Peachey House, Church Road, Freiston, Boston, Lincolnshire 0205 760830 (Home)
Bridgwater .............. PHl/ecReo s 1 Grove Road, Burnham on Sea, Somerset TA8 2HF 0278 782180 (Home)
Bkl onsaocantsoasatos The Secretary ........ Port of Bristol Channel Pilots Co. Lid, Haven Master’s Building, Royal Edward Lock Entrance,
Avonmouth BS11 9AT 0272 023884 (Office)
I acoooso006605605 RIGUILS] oo oo ot Ria-Tor, 86 Sommer Court Way, Brixham, Devon 0803 882214
GlydelSt it AHepbum .......... 5 Hawthome Place, Trumpethill, Gourock, Scotland 0475 32964 (Home)
Eoleralner o st s WADELZEIL oo Harbour Office, The Quay, Coleraine, Northem Ireland 0265 2012 (Home)
CrouCh s s e e e JA Thatcher ......... 30 Greenficld End, Briar Grove, Colchester, Essex CO4 3FG 0206 866887 (Home)
DOVET e e aen e Mr C Jacklin ......... Dover Harbour Board, Harbour House, Dover 0304 240400
WNitED sogboossansdtosas PEATavlorvrameon: 62 Elie Avenue, Broughty Ferry, Dundee DD5 38] 0382 730771 (Home)
Europilots .............. Capt JD Robinson .... 53 West Ella Road, Kirkella, Hull, E. Yorkshire HU10 7QL 0482 651069 (Home)
Falmouth ............... Phil Bush ............ Falmouth District Pilots, 44 Arwenack Strect, Falmouth, Cornwall 0326 312285 (Office)
TR sosaonosonaonas WD Hughes ......... 11 High Street, Fishguard, Dyfed SA65 9AN (348 873880 (Home)
It So6a00060006080G5E0 JIGrant < ok sl ameiaien 5.The Knowe, Dalgety Bay KY11 5SW Granton Pilot Station: 031 552 1420
Grangemouth Pilot Station: 032 448 2151
|0TEY 060800000006606650 The Secretary ........ Fowey Pilots Association, The Harbour Office, Albert Quay, Fowey PL23 1AJ 0726 870291
Glensanda .............. TEWymnEsa i cfo Rugh Garbh Depot, Barcaldine, Oban, Argyll PA37 1SE 0631 73537 (Harbour)
Gloucesteras skt i et BH Richards ......... 91 Jubilee Drive, Thombury, Avon BS12 2YJ 0453 811323
Haven Ports (Harwich) ... HJones ............. 441 Main Road, Dovercourt, Harwich, Essex 0255 502587 (Home)
Heyshamisous e et tenonts M Purvis, Esq ........ Pilot Office, Port of Heysham LA3 2UL 0524 51339 (Office)
Holyhead ............... AR Herbert .......... ‘Arfryn’, Llancilian, Amlwch, Anglesey LL68 9LY 0407 830625 (Home)
Inverness .....ccoceveenee WISIBUIT. oooiiiiones 14 Cuthbert Road, Culcabock, Inverness IV2 3RU 0463 235264 (Home)
Kings Lynn ............. JW Steward ............ Fir Trees, Lime Kiln Road, Gayton, Kings Lynn PE32 1QT 0553 86431
LT P shn0n000a00000E H Gardner «.......en. Greystones, 128 Morecambe Road, Lancaster LA1 SHY 0524 63770 (Home)
Liverpool ......ocvennnn The Secretary ........ Liverpool Pilots’ Association, 2 Shore Road, Birkenhead, Merseyside L41 1EP 0512 002180
Londonderry ............ CJ McCamn ........... Shrove, Greencastle, Co Donegal, Ircland 010 353 7481024 (Home)
ondon e e e erre MC Battrick, Esq ..... 7 Broadfield Road, Folkestone, Kent CT20 2T 0303 55808 (Home)
London North ........... THEScottiTatt e oo 71 Fronks Road, Dovercourt, Harwich, Essex CO12 3RS 0255 502825 (Home)
London West ............ MIJG McDonald ...... Turks Hill, Taylors Lane, Higham, Nr Rochester, Kent 0474 822209 (Home)
Lowestoft ...c.cveveeenan RD Mountney ........ 10 Gunten Cliff, Lowestoft, Suffolk
Manchester ............. J Astles, Esq ......... Flat 2, Scott House, Ruthin LL15 2NP 082 423063
Medwayl .ol cuiuies ielsicelols SM Hunter .......... De Winton, Oak Lane, Minster, Isle of Sheppey, Kent 0795 662276 (Office); 0795 873478 (Home)
Milford Haven .......... JMLeney ........... 1 Grassholm Close, Westhill, Milford Haven, Dyfed 06462 3150 (Home); 06462 3091x32 (Office)
[ EEI sosa00ac000000000 J Southwood ......... Green End, Beacon Lane, Heswall L60 0DD 0745 560335 (Office); 051 342 5978 (Home)
(0]7141 1) W Cowie ....oovvnns The Borders, Bignold Park Road, Kirkwall, Orkney DW15 1PT 0856 3987 (Home)
Penzancemsirs ool . Eiempisn e Runnelstone, Ayr, St Ives, Comwall 0736 796829 (Home); 0736 67415 (Office)
Peterhead ............... JM Mummay .......... 1 Arman Avenue, Pelerhead, Aberdeenshire 0779 71457 (Home)
Plymouth ............... M Trott, Esq ......... The Pilot Office, 2 The Barbican, Plymouth 0752 491381 (Home)
IR soosase808060006000 Mr G Greaves ........ 78 Rosemary Road, Poole BH12 3HB 0202 66640 (Office)
Portsmouth ............. MrPFryer .......... 5 Princess Gardens, Horndean, Portsmouth, Hants PO8 9PY 0705 733230 (Office)
Ramsgate ............... Capt PL Toghill ...... The Harbour Office, Military Road, Ramsgate, Kent CT11 9LG 0843 592277 (Office)
YFIEND cosaaooso00066000 Local Secretary ... ... The Pilot Office, Seaham Harbour Dock Company, Seaham House, Seaham, Co Durham SR7 7EW. 091 5813246
Shoreham ......ccuvneens RABallz: e Pilotage Service, Watch House, Beach Road, Portslade by Sea, Sussex BN4 1WD
0273 592455 (Office); 0273 452532 (Home)
Southampton ............ AD Foulkes .......... Tideways, 37 Westfield Park, Ryde, IoW PO33 3AB 0703 631550 (Pilots’ Lounge)
GHITD 000000600050008000 The Secretary ........ Spurn Pilots Limited, The Pilot Office, 50 Queen Street, Hull HUI 1YB 0482 28977 (Office)
Sullom Voe .......ocecns D McElvogue ........ North House, Sweening, Vidlin, Shetland
Sunderland ............. TS wann s s e e e Sunderland Pilot Office, Old North Pier, Roker, Sunderland 091 56 72162 (Office)
Swansea, including
Port Talbot ......c..... IR sanaeononasans Swansca Sea Pilots, Harbour Office, Lockhead, King’s Dock, Swansea SA1 1QR 0792 206922 (Home)
South East Wales ........ ML Doyle ........... The Hilks, 2 Wentwood View, Church Road, Caldicot, Gwent NP6 4QG 0291 422694
Tees, Includin
H;rtlepool g ........... JH Wright ........... Okefinokee, 31 Oldford Crescent, Acklam, Middlesbrough, Cleveland TS5 8EE
(0642 485648 (Office); 0642 815681 (Home)
Telgnmouth ........ «ores JC Whittaker ......... Stone Lodge, Newton Road, Bishopsteighton, Nr Teignmouth TQ14 9PR 06267 6134 (Home)
Tyne ........ 600600 00000 SIS oa00000000s 44 Walton Avenue, North Shields, Tyne & Wear NE29 9BS 091 257 3999 (Home); 091 455 5656/ (Office)
Weymouth .............. PM Runyeard ........ 24 Franchise Street, Weymouth, Dorset DT4 8JS 0305 773693
Whitehaven ............. ClGrant ............ 22 Sunscales Avenue, Cockermouth CA13 9DY 0900 822631 (Home)
Gt Yarmouth ............ B Collimgwood, Esq ... 2 Berard Road, Gorleston on Sea, Gt Yarmouth 0493 668223 (Home); 0493 661715 (Duty Pilot)
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