








Editorial

A man must shape himself to a new mark directly the old one goes to ground.

Sir Ernest Shackleton
South (1919)

In October 1915 Shackleton began an epic 800-mile journey to lead his companions to
safety after his ship the Endurance was beset by the harsh forces of the Antarctic ice. His
fortitude and resolute spirit, combined with clear-minded leadership, eventually
ensured that his entire party was saved.

The Met Office now finds itself on the verge of its own great adventure as it gears up
to re-locate to its new home port of Exeter. Whilst this journey has only just begun it
will require equally careful planning, clear vision, and a steady hand on the tiller to
ensure we safely reach our destination.

There are undeniable benefits to be gained by embarking on this ambitious voyage,
not least a reduction in our operating costs which will benefit our customers and help
us to expand our business. It will enable us to build upon our past successes and allow
us to lay a new course for the future. This is not, however, the first time we have set sail
to a new port of destination — the last time was in the early 1960s when the current
Bracknell site was first occupied. Taking the form of a gradual migration of staff and
services, this latest relocation to Exeter should be complete in early 2003.

Coupled to the process of relocation, the Met Office has recently assumed a new
identity to herald its new future. This ‘re-branding’ is part of our new vision and is
defined by the updated and dynamic logo which appears on the cover of our journal,
and by the revised style of presentation you will find herein. Building on our
established reputation for forecasting accuracy, the Met Office now aims to diversify
into other related environmental fields such as oceanography and hydrology. Other key
themes are increased co-operation in Europe and the exploitation of new technology.
For example, exploitation of the potential offered by the internet for the dissemination
of products and services is being explored; indeed, one component of the launch of the
new identity is our redesigned and improved website, to be found at:
http://www.metoffice.gov.uk

The winds of change have already been felt by the marine branch and, as part of the
restructuring of the UK Port Met. Officer network, we have said farewell to three of our
Assistant Port Met Officers in the course of the last year — Dave Williams and Dave
Hampton (assistants at Southampton and Cardiff, respectively) have both moved on to
new posts within the Met Office, while Malcolm Taylor retired from his post at Hull in
September [see page 50]. We wish them all well for the future and thank them for all
their help and efforts on behalf of the UK Voluntary Observing Fleet.

Observers may think that the changes currently taking place within the Met Office
will go by largely unnoticed. However, new technologies and the increased access to the
internet on board ships will inevitably provide opportunities to improve the way in
which we in the marine branch interact with you, the observers. In this respect e-mail
is already proving to be an efficient alternative method for observers to send us the
‘Additional Observations’ they would normally include in the ships’ meteorological
logbook. Digital images can also be sent by this means (preferably in as high a
resolution as possible to enable their best reproduction). The address is:
obsmar@meto.gov.uk
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Regardless of any of the above mentioned developments, the need for high quality
marine observations on which to base our forecasts will continue for many years to
come. The role of the UK voluntary fleet is therefore assured and, moreover, its
importance is likely to increase with the launch of the new VOS Climate project [see
page 24] and the increased involvement of the Met Office in ASAP operations.

When Shackleton penned the words that now head this editorial, he was no doubt
recalling how he and his companions were faced with the need to adapt to their
unforgiving environment in order to survive. The Met Office is now ready to shape
itself to its own ‘new mark’, setting its sights on the future, embracing innovation and
seeking new partnerships in order to broaden the scope of its activities. Its outlook is
bright, to the benefit of its existing and potential customers.

On this positive note it only remains to extend to all observers, no matter in which
corner of the globe they may find themselves, and to all our readers, our very best
wishes for the new year.

The Marine Observer january 2001 3









Depression
North Sea

27 January 2000

® m.v. Matco Clyde

B Between Beryl oil field and Shetland
B Captain P.D. Kelly

B Observers: Captain Kelly, W.B. Goswell (2nd
Officer) and ship’s company

At about 1800 UTC on the 27th the pressure was noted to be falling, and this continued
throughout the next day. At 0200 on the 29th, the wind was SW'ly, force 8/9, veering,

with a rough sea and a swell of 7 m. By 1200 the pressure had fallen to 948 mb, and the
barograph trace ‘fell off the scale’; the wind at this time had reached hurricane force

driving a very rough sea accompanied by a swell of 10-12 m. Wintry showers were also
experienced.

The wind veered throughout the day, ranging in speed between force 8 and force 11
as the pressure rose quickly to reach 995.8 mb by 0400 on the 30th, by which time the

speed had moderated to NW’ly, force 7. The ship’s position at 1200 on the 29th was
59° 42'N, 00° 48'W.

Editor’s note: This storm is also reported by the North Pacific, see page 5.

Depression
Indian Ocean

®m m.v. Resolution Bay

® Cape Town to Fremantle
® Captain M.D. M
20 january 2000 aptain oore

B Observers: Captain Moore, C.I. MacLeod (Chief
Officer), R.H. Elson (2nd Officer), A. Graham, (3rd
Officer) and ship’s company

On 20 January a weather fax was received from the Australian weather bureau showing

an area of low pressure in the vicinity of the vessel. At 1500 UTC an Enhanced Group

Call report was received which indicated that the low pressure (forecast central pressure
of 992 mb) would pass ahead of the vessel’s course line.

20 7
1000

During the next hour it was
observed that the pressure was
falling quickly, as indicated by
the barograph trace, while at
l 1600 the wind began to increase
1l to E X N'ly, force 7 with
I continuous heavy rain. The swell
ll had increased in height but its
“ direction remained unchanged at
\‘ 2 points on the port bow.

‘\ The vessel began to pitch and
"\ roll heavily, and spray was being
) shipped. By 1800, when the
ship’s position was 44° 00' §,
‘ 77° 55" E, the wind had backed to
X NE'ly and increased to force 9.
\\ The pressure continued to fali,

having reached 979.3 mb, but the
\ rain had stopped.
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At 2200 the pressure reached its lowest point, 973.9 mb, but the wind continued to
back to NW’ly and WNW’ly with the strongest gust being estimated at around 45 knots.
There were heavy rain showers. The swell had increased to a height of 6 m and was
beam-on to the vessel which rolled heavily in the very rough seas.

On the 21st the wind remained W X N'ly, force 8 and the sky was overcast with
moderate visibility, and at 1200 the wind began to moderate. The swell remained north-
westerly, and at this time the observers thought that the low had now passed astern of
the vessel.

The passage to Fremantle was continued and, during the next 24 hours, the wind
gradually decreased to W'ly, force 5 before backing to SE'ly. The pressure continued to
rise, and the sky cleared while the swell decreased in height although remaining on the
port quarter. No storm damage was inflicted either on the ship or the cargo.

m.v. British Ranger
Kharg Island to Jamnagar

Demarcation
Arabian Sea

20 February 2000 Captain D. Lewis
Observer: S. Magalotte (3rd Officer)

At 0900 UTC, when in position 25° 11.6' N, 58° 30.4' E, the vessel passed through a very
strong tide rip that was not indicated on radar. A very visible demarcation boundary
was observed on the surface of the sea, being light-blue on the side nearest the ship, but
a very dark blue on the far side.

The boundary stretched across the entire horizon ahead and, upon crossing it, the
autopilot was seen to apply 20° of helm. The wake at this point displayed a pronounced
‘zig-zag’ effect.

Immediately afterwards, the water surrounding the vessel was noted to be a bright
purplish-red colour — possibly a ‘red tide’ or some other algae. Also observed were long,
fibrous, yellow ‘streaks’ in the water, possibly discolouration by plankton.

The vessel’s heading was 108°, and the sea temperature was 24°, while the general
weather conditions were hazy with light winds of force 1-2.

Editor’s note. A photograph of a ‘red tide’ appears on page 45.

In brief: On 25 January 2000 an area of disturbed water was observed three miles
from the Barbet Arrow. 1t was five miles long and one mile wide, and was orientated
along 050° to 230°; the water appeared to be quite rough with breaking waves, and
the phenomenon was distinct on radar. The weather in the previous hour had
changed, namely in that the wind had veered to E’ly and decreased to force 3. The
vessel’s heading and speed were 077° at 12.8 knots in position 01° 37’ N, 120° 58’ E.

DID YOU KNOW ...?
Contributions for The Marine Observer can now be sent direct to the Editor by:

E-mail to obsmar@meto.gov.uk
or fax to +44 (0) 1344 855921
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m.v. British Pioneer
Escravos to Vadinar
Captain A. MacLeod

Observers: E. Salmon (2nd Officer) and N. Inman
(Cadet)

Dolphins
South Atlantic
15 February 2000

At 1205 UTC small breaking waves on top of a swell of 7 m were observed. On closer
inspection it was noted that these waves were being caused by dolphins breaking the
surface.

With the aid of binoculars at least 500 dolphins could be seen only 2-3 cables from
the ship. The observing parties believed them to be of the species Stenella coeruleoalba,
the Striped Dolphin. The dolphins took no interest whatsoever in the ship, but carried
on jumping out of the water for the observers’ pleasure.

The ship’s position was 23° 38.5’ §, 12° 59.2' E at the time of the sighting, and the sea
temperature was 19°.

m.v. Western Bridge
Port Talbot to Saldanha Bay
Captain I.C. Gravatt

Observers: Captain Gravatt, N. Jerrum (Chief
Officer) and W.M.I. Aponsu (3rd Officer)

Whale
South Atlantic

4 March 2000

At 0746 UTC whilst in position 24° 47.05' S, 10° 16.4’ E the observers spotted a fairly
large white object approximately one mile from the vessel, on the starboard bow. The
course was altered so as to pass closer to it, and it was noticed that numerous seabirds
(including albatrosses and skuas) were in the vicinity too.

The object was in fact the remains of a dead whale which had been completely
stripped of all flesh [sic] hence the white colour. Several long ‘tendrils’ could be seen on
the underside of the carcass, and the water was teeming with fish of various types and
sizes, the largest of which was a grey shark about 2.5 m long.

The birds and fish were obviously feeding on the carcass, to such an extent that it was
impossible to even try to identify what species the whale had once been. The remains
were 5 m long and approximately 3 m deep, and there was a distinct trail of oil on the
sea surface leading off to the south.

Editor’s note. The sighting of a dead whale is an unhappy occurrence, and fortunately few
reports of such are received in our offices. This sighting gives no clue as to the cause of the
whale’s demise but the report is useful because it clearly illustrates how creatures further down
the food chain take advantage of free banquets however large.

In brief: On 16 February 2000, when the Peninsular Bay was in position 22° 40’ N,
60° 45’ E, bicluminescence was observed in the bow wave and extended to about 2 m
off the ship’s sides. The phenomenon was present between 1400 UTC and 1700, and
was also noticed in the bow wave of another ship. The sea was rippled and there was
a low swell. The sea temperature was 24.8°.
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They were seen again some minutes later well astern (assuming that these were the
same three whales). At the time of the sighting, the ship’s position was 49° 06’ N,
06° 24’ W.

Editor’s note. This report was passed to Kelly Macleod, of the Natural Resources Institute,
University of Greenwich, who said:

“The whales described best fit Sperm Whales (Physeter macrocephalus). The estimated
length of 4—7 m is small for Sperm Whales although the total length of such animals at sea is
difficult to imagine when at least one-third (behind the dorsal fin to the tail) is under water.
At 7 m, the animals would be juveniles, and you would expect only to see such young
animals in ‘nursery groups’ containing adult females (12 m long). If we assume the size of
these animals is underestimated, the other features describe characteristics of the Sperm
Whale — dark colouration, a low bushy blow angled from the front of the head, a square
(high) head and small dorsal fin. When the animals dived to avoid the Thorkil Maersk, the
knuckles along the dorsal ridge of the animal — behind the dorsal hump to the tail fin — were
evident (this is what | am assuming is described by the hindquarters were “bunched up”).

“Sperm Whales are often just seen ‘logging’ (resting) at the surface, and are not always
aware of oncoming vessel traffic. In busy shipping areas it may be difficult for the whales to
judge the direction and distance of a sound source. Another possible explanation is that they
are unable to detect the sound of a vessel because the frequency and intensity of the noise
caused by the vessel’s hull, engines, etc. are outside the hearing frequency range of the
whales.”

Sea snake and fish m.v. British Ranger
Arabian Sea At anchor
29 February 2000 Captain D. Lewis

Observer: ]J. Hassall (3rd Officer)

Whilst at anchor in position 22° 49’ N, 68° 01.2’ E at a distance of 40 miles from the
coast, a sea snake was sighted on the port side at 0600 UTC.

The snake was between 60 cm and 90 cm long, and was yellow in colour; it stayed at
the surface for three or four minutes before diving away. There was also a single large
fish about 1.2-1.5 m long present at the same time. It had stripes of vivid pink/purple
and white, and remained at the surface for a few minutes after the snake had
disappeared, then followed it. Conditions at the time were hazy with light airs and a
calm sea.

Seal m.v, Petro Fife
North Sea Kittiwake oil field
16 February 2000 Captain A. Hodgson

Observer: D.J. Buckley (2rd Officer)

During the morning 8-12 watch what was thought to be a Common Seal was observed
close to the port bow. It appeared to surface several times, and this attracted a variety of
seagulls to the same area of water.

The vessel was moored to the Kittiwake Loading Buoy in position 57° 28.17" N,
00° 32.91' E at the time. Weather conditions comprised wintry showers delivered on a
NW'ly wind of force 6-7, and the sea was rough with a moderate swell from the north-
north-west.
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R.M.S. Queen Elizabeth 2
Zihuatanejo to Los Angeles
Captain R.W. Warwick

Observers: P. White (1st Officer), O. Ghoshroy
(2nd Officer) and members of ship’s company

Meteor
North Pacific

19 February 2000

A large meteor was sighted at 0220 UTC as it entered the atmosphere in a bright white
plume accompanied by a slightly offset, green, ionised trail. The meteor disintegrated
with a visible shock-wave, and the green glow from the trail persisted for approximately
10 minutes after ‘burn out’. The ship’s position at the time was 30° 25’ N, 116° 53’ W.

Fireball : :1-"- H“Vd::tf
North Atlantic . Cana:jla::'r erto Jose
8 January 2000 aptain R. languy
® Observer: M.A. Pagente (3nd Officer) and

D. Dantos (AB)

At 0945 UTC, when north of Isla 1a Turtuga a very bright fireball or meteor showing very
bright multiple colours was sighted on the bow. It was travelling from west to east and
had a long tail with two smaller balls following behind. The sketch indicates what was
seen.

LPG AT
Va;drott j

T e A St e gt S

The object was in view for 20-30 seconds before disappearing in dark clouds for a few
more seconds; it then reappeared and continued until lost from sight. The ship’s
heading was 320° at 15.5 knots in position 11° 10’ N, 65° 13.4"' W.

In brief: On 24 February 2000 the C.S. Nexus was engaged in cable-laying operations
in position 33° 46.2' N, 139° 26.4’ E when a waterspout was sighted at 2220 UTC. It
was about 2.5 miles from the ship, tracking in a westerly direction, reaching sea level
and coming to within 100 m of the vessel. The wind became erratic and the passage
of the spout was marked with a shower of hail. A second spout was seen later in the
day; it did not pass close to the vessel but was equally impressive. The activity on
each occasion lasted about 20 minutes.
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m.v. Grafton

Ponta da Madeira to Kaohsiung
Captain A.M. Diesh

Observer: 1. Pinto (2nd Officer)

Sunspots
South China Sea

15 March 2000

At 0432 UTC sunspots were observed in the course of obtaining the noon sight. Three
were detected, as shown in the sketch. The sky was covered with thin cirrostratus
clouds, and the sun was observed on the horizon through the sextant; the spots were
clear. The ship’s position at the time was 17° 12’ N, 116° 35’ E.

The observer was unsure whether this was a usual or
regular occurrence, but his attention was drawn to a report
of sunspot activity in the July 1998 edition of The Marine
Observer (a report from the British Resource, page 107). In the
‘Editor’s note’ it was suggested that direct viewing of the
sun, or (through) binoculars causes harm to the eyes, and
instead to focus the sun on to a piece of paper, through
binoculars. This sounded like a rather tedious process, and
the observer felt that observing the sun on the horizon,

using a sextant and appropriate filters, was more practical. Besides, it was felt that the
sun would look bigger and true to life provided that no harm was done to the eyes.

Editor’s note. Mr Pinto’s comments are appreciated and understood. In the edition of The Marine
Observer referred to, we sought only to remind observers that viewing the sun with the naked
eye is not recommended, and that binoculars should be used only in the manner described
above.

No doubt modern sextant filters are acceptable but it is important to remember that
screening properties for both visible light and the infrared and ultraviolet wavelengths need to
be considered when using filters of any description.

Volcano m.v. Arunbank
South Pacific Suva to Santo (Vanuatu)

18 February 2000 Captain E. Pallister
Observer: S.J. Wallace (3nd Officer)

Pronounced volcanic activity was noted at 0830 UTC; lava and smoke was clearly visible
until 1000. An hour later, in position 16° 10.1’ S, 168° 36.5' E, volcanic activity was again
clearly visible. Magma, which included fire (lava) balls, was seen shooting into the air
and also descending down the side of the volcano to the left and right. A large dark
patch in the centre was taken to be the crater.

The vessel’s heading was 286° at 12 knots, and a visual bearing (218°) indicated that
the activity was on the island of Lopévi, but nothing was indicated on either Admiralty
Chart 1570 Pacific Islands Pilot, Volume II.
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This was the first demonstration and explanation of internal waves in the ocean.
Internal waves, however, had been observed earlier in a totally different setting.
Benjamin Franklin may have been the first to write about them, in a letter dated
December 1, 1763, while he was in Madeira, Spain. He had made what he referred to
as an Italian lamp, by filling the bottom third of a glass tumbler with water, and the
next third with oil. He noticed times when the surface of the oil (with air above it)
was motionless, but the surface of the water under the oil could be “in great
commotion, rising and falling in irregular waves”. He repeated this experiment many
times when he returned to America. Today one often sees toys where a layer of blue-
dyed water is covered by a layer of clear oil to make the waves along the interface look
like waves at sea. These waves, however, look like they're moving in slow motion, and
they become larger and break more easily than would water waves covered with a
layer of air. (As we shall see, this is due to the small difference in the densities of water
and oil, which is much smaller than the difference in the densities of water and air).

When one looks at the details of the wave motion along the interface between
two liquids (whether water and oil or saltwater and freshwater) there are many
similarities with the wave motion along the surface of the ocean. When the two
layers are motionless, with the lighter fluid resting on the heavier one, and the
interface is a horizontal straight line, the entire system is in equilibrium. At
every point the weight of the fluid is exactly balanced by the pressure exerted on
it by neighbouring fluid. If something disturbs the interface, for example by
pushing the interface up at some point, heavier water from the lower layer will
be moved higher up in the water column into a layer of lighter water. Gravity will
then pull the heavier water back down. Without any appreciable friction to stop
this downward movement the inertia of the heavier water will keep it moving
downward, overshooting its original at-rest equilibrium position and moving
deeper than it originally was. The lighter water in the top layer follows after,
flowing down into the depression. This lighter water moves downward in the
water column into a layer of heavier water. The buoyancy of the lighter water
(being surrounded now by heavier water) eventually starts it moving upward
again. This oscillation of the interface between the two layers also moves
horizontally, because the individual water particles do not just move up and
down; they also move to the left and right. In fact, water particles in both layers
trace out circular orbits (rotating in opposite directions on opposite sides of the
interface). Energy is transferred horizontally to surrounding water particles, and
so the wave (i.e., the shape of the distorted interface) propagates along the
interface (see Figure 2).

Due to the small density difference between the two water layers, the gravitational
restoring force is reduced, and is much smaller than the restoring force for waves on
the ocean’s surface. The heavier water particles raised up in the crest of an internal
wave are not that much heavier than the surrounding water, so it takes longer for
these water particles to slow up and start falling again. Likewise, lighter water
particles lowered into the trough of an internal wave are not that much lighter than
surrounding water. They are, therefore, only slightly buoyant and so they also take
longer to slow up and then to start moving upward. This makes for larger wave
heights (they move farther up and down before slowing down) and for slower
propagating wave forms (it takes longer for the restoring force to return water
particles to their average position). Internal wave periods vary from 10 minutes to
several hours, compared with several seconds to minutes for surface waves. Internal
waves can reach heights of several hundred feet in the ocean, much larger than their
surface wave counterparts.
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60 miles long. The difference in the surface roughness can be seen from satellites with
Synthetic Aperture Radar (SAR) or with ordinary photography (if the sun is at the right
angle). With packets of internal solitons, each soliton is preceded by a very long band
of rough water (called ‘rips’) and followed by an equally long band of calm water.

Most of the interest in internal waves today is not because of dead water, but because of
the damage that the large internal waves in the ocean can do, especially to oil drilling
operations. Large amplitude internal waves (especially packets of internal solitons), with
their associated strong currents, can create enormous bending movements in offshore
structures, and have been reported to displace oil platforms hundreds of feet in the
horizontal as well as tens of feet in the vertical direction. Drillships appear to be especially
susceptible to the effect of internal waves. Self-propelled and designed to drill for oil in
water over 7,000 feet deep, they use dynamic positioning and propulsion to maintain a
constant position while drilling. Studies in the Andaman Sea (west of Burma) have shown
increases in mooring line tensions that correlate directly with independently measured
packets of 200-foot high internal solitons propagating past the drillship. Internal waves
are capable of causing large integrated forces on vertical elements such as risers and
tethers. Because of the real possibility of riser failure or other problems, internal soliton
prediction systems have been developed.

Internal waves have also been cited as the possible cause for a few unexplained
submarine losses. Perhaps the most famous was the loss of the USS Thresher on April 10,
1963, in the Gulf of Maine. The most probable cause of the tragedy was determined by
the Navy to be a leak in an engine room seawater system which shorted electrical
circuits causing a loss of propulsion power. At some point she sank below her crush
depth and then plunged to the bottom. Two days before, however, a large storm crossed
the Gulf of Maine creating a subsurface eddy and (it was speculated) possibly a 300-foot
high internal wave. A submarine travelling through an internal wave could very quickly
cross from dense to less dense water and suddenly become heavier and start to sink.
Without prompt pumping of ballast overboard and enough propulsion power to propel
it toward the surface, the submarine could continue to head deeper. Whether an
internal wave played a role in the Thresher tragedy will never be known, but internal
waves are certainly important in submarine operations. They can affect sound
transmission and a submarine can trim its buoyancy so that it can ‘rest’ on a density
layer, move slowly, and remain undetected by surface craft. Internal waves observed
with satellite Synthetic Aperture Radar (SAR) may also be used to locate moving ships,
by analysing patterns at the surface produced by the internal waves generated by the
ship.

Internal waves also have a variety of as yet not fully appreciated effects. The slicks
above the troughs have been shown to be associated with higher concentrations of
plankton. This has been seen not just at the surface, but throughout the water column
over the troughs. Porpoises have been observed feeding in these surface slicks. The
porpoises also ride internal waves, much as a surfer rides a wave on the surface of the
ocean. Porpoises learn to tilt themselves at a slope that matches the slope of the internal
wabves, so that in effect they're on a perpetual downhill ride.

We have only talked about internal waves travelling horizontally along an interface
between two layers of water, such as a thermocline. However, water temperature can
become cooler with depth in a smooth continuous manner, rather than in a sudden
change when crossing a thermocline. In such cases, internal waves are no longer
restricted to travelling horizontally. Although the largest still travel horizontally, some
also travel vertically. Thus, internal waves can travel to all depths of the ocean if the
stratification is right. They are, therefore, an important mechanism for transporting
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energy from the ocean’s surface to the ocean bottom. If vertical propagation is impeded
by the bottom or a sudden change in stratification at some depth, these internal waves
can also be reflected.

Internal waves also occur in the atmosphere, travelling on the interface between warm
and cold air. They can produce patterns of cloud organised into bands, with the clouds
over the crests of the internal wave. They are often found downwind of mountain ranges,
the so-calied lee waves in which sailplane pilots soar to great heights.

In the report that Ekman wrote describing his experiments and his mathematical
treatment of internal waves, he also provided a section of collected historical anecdotes
about occurrences of dead water recorded as far back as the Roman Empire. Since dead
water would very suddenly hold back a ship, as if by a mysterious force, it was attributed
to a whole host of causes. Seamen blamed it on the gods or other supernatural forces,
on magnetic rocks, and on molluscs that suddenly grew on the ship's hull. They also
imagined very large remora fish (the normal size remora attach themselves to sharks
and other fish) that could attach onto the hull of a ship and hold it in place even during
a strong wind. The slick that follows a ship in dead water led some mariners to believe
that something had made the water stick to the vessel and the ship had to drag it along,
thus greatly reducing its speed.

Over the years mariners have tried a variety of ways to escape dead water, including
shearing off course, running the whole crew forward and aft on the deck, scooping up
quantities of water on deck, pouring oil on the water ahead of the ship, working the
rudder rapidly, firing guns into the water, and hitting the water with oars. Tugboats
with a vessel in tow were usually more successful in escaping. Typically the vessel they
towed had a deeper draft and was the vessel actually caught in the dead water. When
this happened one course of action was to shorten the rope between the tugboat and
the towed vessel as much as possible. Unknowing to the tug captain, this allowed the
tug’s propeller to mix the water around the vessel being pulled, destroying the interface
on which the internal wave travelled.

Of all the stories collected by Ekman, to which he attributed a role to internal waves,
the most famous was the Battle of Actium, the naval battle on September 2, 31 BC, where
the fleets of Marc Antony and Cleopatra were defeated by Octavian. Ekman cites an
account by Pliny the Naturalist, who said that during that sea battle a remora fish
grabbed onto Antony’s ship and held it so fast that he was obliged to board another
vessel. Although it will never be known for sure, Ekman’s guess that an internal wave was
involved may be correct. The Battle of Actium took place on the Adriatic Sea along the
coast of Dalmatia (near where Croatia is today). The Adriatic Sea receives large amounts
of freshwater river runoff. Antony’s fleet was trapped close to shore by Octavian’s fleet.
Octavian had lighter shallower-draft vessels, whereas Antony’s vessels were heavy
deeper-draft Roman warships equipped with stone throwing catapults. Historians have
mentioned how the lighter ships of Octavian were more maneuverable. But if on that
day there was a layer of brackish water on the surface, Antony’s deeper draft vessels
would have been more likely to be captured by dead water, and Pliny’s description of
Antony’s vessel being held fast may have been accurate. The battle ultimately ended
when Cleopatra decided to flee with her 60 ships and Antony abandoned his legions and
chased after her. 1t was a sea battle that changed history, and it is possible that internal
waves may have played a role in Octavian’s victory, which led to his subsequent
crowning as Rome’s first emperor, Augustus.

Bruce Parker is the Chief of the Coast Survey Development Laboratory, National Ocean Service,
National Oceanic Atmospheric Administration (NOAA).
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air temperature, relative humidity and sea temperature. Such monitoring will take place
primarily on a monthly basis and the results forwarded to the NCDC who will be acting
as the Data Assembly Centre for the project. The variables for each observation received
from a project ship will be co-located with the model field values (four times a day) and
the resultant data sets transmitted to the Data Assembly Centre.

A further meeting to progress the project is tentatively planned to take place at the
WMO Headquarters in Geneva in November 2001, when it is hoped that sufficient data
will be available to review the initial project results.

Editor’s note. A detailed article outlining the aims of the VOS Climate project and providing
further information on how it will be organised will appear in the April 2001 edition of The
Marine Observer.

Portishead Radio — the end of an era

Introduction

On 30 April 2000, all maritime and aeronautical services (radiotelegraph, radiotelex
and radiotelephone) operated by Portishead Radio were withdrawn at noon, and the
station closed. This article outlines the history and development of Portishead Radio.

The early days

In May 1897 Marconi ran early experiments with radio transmissions between
Lavernock Point near Cardiff and Brean Down in Somerset, a distance of eight miles.
Three years later in 1900 he set up radio stations at Poldhu in south-west Cornwall and
a coast station five miles away at Bass Point on The Lizard peninsula.

These experiments culminated on 12 December 1901 when the first ’historic’
transatlantic transmission from Poldhu was received in St. John'’s, Newfoundland, over
4,000 miles distant. This transmission marked the start of long-range communications.

It is interesting to note that weather played a significant part in all these events. As
kite aerials were used, wind speed and direction were particularly important (especially
considering the size of kite and the weight of the wire attached). In St. John’s several
attempts with balloons had failed owing to the balloons being blown away.
Additionally the aerials at Poldhu (some 300 ft high) were blown down during gales in
September 1901, as were those at Cape Cod (the original planned reception site).

On Monday 18 April 1910 the Bass Point station, GLD, (standing for LizarD Radio and
later to be known as Land’s End Radio, following relocation) received the first SOS by a
coast station when the Minnehaha, of the Atlantic Transport Company, went aground
in thick fog on Bryher, one of the Isles of Scilly. Ironically, the signals were hampered by
the Poldhu commercial station, which was sending out its news and weather
transmission!

Long-range wireless experiments continued at Poldhu and Caernarvon and, in June
1922, using a valve transmitter, Marconi established two-way communication between
Poldhu and the Cape Verde Islands, reporting extremely good signals at a distance of
2,500 miles. Later he found signals between Beirut and Poldhu held up just as well
during daylight hours. Experiments continued with contacts with South America,
South Africa and, eventually, Australia.
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The origins of Portishead Radio

Even while the early experiments were going on, the Marconi Wireless Telegraph
Company and the General Post Office (GPO) set up a long-wave station in Devizes,
Wiltshire, in 1920 using the call sign GKT. It was designed to provide two-way
communication in the 110-160 kilohertz band at ranges up to 2,000 miles. Another
station, using longer wave-lengths and higher masts, was built at Rugby to provide
one-way communication with ships.

The GKT service proved extremely popular and, in 1924, the GPO constructed a
second transmitter at Devizes to cope with the increased demand, but it proved to be
inadequate and was closed the following year. Its functions were taken over by a new
receiving station at Highbridge, near Burnham-on-Sea in Somerset, coincidentally
some five miles from Brean Down. This system concentrated chiefly on the passenger-
liner trade in the Atlantic. By 1926 it had been established that world-wide
communication could take place, thanks to experiments with short-wave and it
became necessary to construct a new transmitting station; its location was to be
Portishead, near Bristol. Thus, Portishead Radio came into being in 1927. It is worth
noting, however, that a radio station is often named after its transmitting site rather
than where the operators are located.

The pre-war years

In 1929 a short-wave transmitter was added to the three long-wave (medium
distance) transmitters at Portishead. During the 1930s the long-wave (short range)
traffic moved to the Coast Stations which were located at North Foreland, Niton, Land’s
End, Fishguard, Seaforth, Grimsby, Portpatrick, Wick, Valentia and Malin Head. By
1936 there were four short-wave transmitters at Portishead with a staff of 60 radio
officers handling over three million words a year.

It was also at this time that civil aircraft started to use the service. Flying-boats were
known to relay traffic from South America and India where there were no long-distance
communication facilities.

Changes during and after World War |l

By 1939 Portishead Radio had 15 receivers and 16 transmitters in use, and handled
3.5 million paid words of radiotelegrams. The war years saw a change to the way of
operation of Portishead Radio — commercial working ceased. Traffic was restricted to
operational messages; these were sent several times but without acknowledgement. The
art of Direction Finding had been refined to such an extent that the location of one ship
could give away the location of a whole convoy. News such as the North Africa landings
and the sinking of the Scharnhorst, distress calls and enemy reports ensured that
operators were kept busy. The station was also used for limited broadcast news and
regular weather reports and forecasts.

Peacetime brought a return to commercial traffic and a vastly increased demand —
particularly for Morse. In 1946 the ‘area scheme’ to enable British and Colonial ships to
relay signals through naval stations was started. Under the scheme radio stations in the
British Commonwealth agreed to participate in a world-wide link-up with each station
responsible for working with ships in its own area, and with the Royal Navy providing
a link between land stations. Portishead and Halifax covered the North Atlantic; Cape
Town served the South Atlantic and south-west Indian Ocean; Bombay and Calcutta
covered the Indian Ocean; Sydney the south-west Indian and south-east Pacific oceans;
Singapore and Hong Kong the north-east Pacific while Wellington covered the South
Pacific Ocean, and Vancouver the north-west Pacific.
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A proportion of the traffic received at Portishead radio would be OBS messages sent
from ships and other observing vessels. These would be passed on to the [then]
Meteorological Office at Bracknell. In return, Portishead would receive the forecasts
and synopsis from the Meteorological Office, and they would be broadcast using
radiotelegraphy — in the early days — while radio teletype and radiotelephony were
used later. It was well known on board ship that the forecasts were received at 0930
GMT and 2130 GMT and the synopsis at 1130 GMT.

The increased workload and the manual telex service as well as the steadily increasing
use of radiotelephony created the need for purpose-built accommodation, and this was
under construction in 1979. In the meantime the Portishead transmitting site had been
closed in 1978 and the main transmitters relocated to Rugby with subsidiary sites at
Leafield and Ongar. The name of Portishead was retained, as it was so well-known that
a change would only cause confusion.

The receiving aerials at Highbridge were also taken down at this time, to be replaced
by the remote receiving site at Somerton some 15 miles away. Remotely controlled
rhombic aerials and receivers were installed; those aerials can still be seen from the train
today (June 2000). There were times when radio officers would be taken by bus to
Somerton and it was used as an auxiliary operations centre.

A ‘state-of-the-art’ station opened at Highbridge in 1984 with radiotelephone and
radiotelegraphy consoles plus automatic radiotelex. Satellite communications had little
early impact, but by the end of the decade they had started to make serious inroads into
the Portishead traffic figures.

Portishead Radio was not confined to offering a maritime service, and 1985 saw the
opening of a more formal aircraft service. The full name of the company running the
station was BT Maritime and Aeronautical Services, and BT continues to run a service
for aircraft using ‘aero frequencies’. There are still parts of the world where normatl
landline links are poor or non-existent and where the notion of satellites is incredible.
Until its closure, Portishead ran a ‘Gateway’ service for relief agencies, embassies,
military units and industry. Satellite images from Meteosat and the GOES system have
changed weather forecasting and this service enabled information to be passed to those
requiring it in remote areas.

Portishead in decline

By the mid-1990s new technology had had a significant effect on traffic figures; only
100 ships a day were using the Morse service, and staff numbers fell to 50. The gradual
introduction of satellite communications required by the Global Maritime Distress and
Safety System (GMDSS) accelerated the decline throughout the 1990s, to the point
where the station became an uneconomic proposition. Throughout the world long-
distance radio stations were closing down, although Portishead was reprieved until
after January 2000 to provide a back-up system should the ‘millennium bug’ affect
satellite performance.

At the end of March 2000, following a report by the industry regulator OFTEL it was
announced that Portishead Radio would close down at noon on 30 April. On the same date
all short-range VHF coast stations closed for service, followed by closure of the medium-
range MF radiotelephony stations at Stonehaven and Land's End on 30 June 2000.
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Other BT coast radio stations, all of which had traditionally received OBS messages
from voluntary observing ships were also closed to this service, including: Anglesey,
Humber, Ilfracombe, Land’s End, Malin Head, North Foreland, Oban, Seaforth, Wick
and many more.

One hundred years of terrestrial maritime radio history has therefore come to an end.
It demonstrates the speed of modern living when one considers that a method of
communication, which had such a profound influence on the dissemination of
weather forecasts, can come and go within a single life-time.

Portishead Radio played a significant role in the lives of seafarers and for the maritime
community as a whole — from the most majestic liner to the tramp steamer, from lone
‘round the world sailors’ to oil rigs, lighthouses, deep-sea fishermen, tugs and lifeboats.
All who were in contact with Portishead, and the other coast radio stations that have
now closed, bid them a fond “farewell”.
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Editor’s note. On 1 july 1999, the Maritime and Coastguard Agency (MCA) assumed the
responsibility for providing the Maritime Safety Information (MSI) previously provided by BT.
MSI comprises navigational meteorological and ice warnings, meteorological forecasts and
other safety-related messages.

As a consequence, meteorological forecasts and warnings are now broadcast on VHF and MF
SSB channels from the Coastguard Maritime Rescue Co-ordination Centres (MRCCs) and the
Sub-Centres (MRSCs). However, with the introduction of the GMDSS, the primary means for
issuing such forecasts and warnings is considered to be by NAVTEX and SafetyNET™
broadcasts. Full details appear in the Admiralty Lists of Radio Signals, Volumes 3(1) and 5, and
in associated Notices to Mariners.
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The aurora event of 6/7 April 2000

By R.J. Livesey
(Director of the Aurora Section, British Astronomical Association)

On 4 April 2000 a coronal mass ejection (CME) was observed by solar monitoring
spacecraft to leave the sun. At 1600 UTC on 6 April the US Advanced Composition
Explorer spacecraft recorded that the solar wind velocity suddenly rose from 370 to 600
km s-1. At about 1640 our own magnetic observers recorded a magnetic storm sudden
commencement thereby indicating that the shock wave from the CME had impacted
and compressed the Earth’s magnetic field. Thereafter, a magnetic storm developed
accompanied by an extensive aurora which our own ground-based observers, and the
spacecraft, indicated was overhead at some time in northern France. American internet
reports, monitored by Mike Boschat at Halifax (Nova Scotia), showed that aurora was
visible at least down to Melrose, New Mexico (34° 36’ N, 103° 39’ W) and possibly down
to mid-Florida.

British [land-based] observers detected aurora from at least 2000 to 0130. In odd
locations cloud interfered with, or prevented visual observations, but in general the
aurora was detected from the Orkney Islands to the English Channel coast.
Observations described glows, curtains, ray structures, coronas and bands which were
often at the zenith. One set of overhead bands included a twisted ‘S-like’ structure.
There were periods of activity, flaming and flickering, but some observers commented
that it was a quiet aurora. There were periods of all-sky activity. In the south of England
the aurora extended up to and beyond the zenith, leaving a dark unlit section to the
south.

Some observers said that at times some red auroral glows almost resembled
illuminated haze. An airline pilot, flying from France to England at 30,000 feet,
reported that the aurora seemed to be below him. Since the aurora could not possibly
occur at such a low altitude, it must be assumed that what the pilot saw was auroral light
being reflected or scattered by ice crystals or water droplets in clouds over which he was
flying. This may be similar to the Tigom effect (first reported by the ‘Tira’ and ‘Gom’
platforms in the North Sea) whereby ice crystals at altitude have been known to reflect
light from refinery and gas platform flare stacks, in such cases to give the effect of
spurious aurorae.

A consensus of observers suggests that the peak of auroral activity took place
between 2315 and 2330 on 6 April. There was a subsidiary peak at about 2058, while
other peaks and lulls were noted by individual observers. Red appears to have been a
predominant colour, but auroral green and blue were also detected. White and yellow
were also common but these are formed by proportionate mixing of the primary
aurora colours of red, green and blue. Blue is associated with intense auroral activity
owing to reactions with ionised molecular nitrogen. Blue mixed with red can give a
purple hue. Blue and purple are usually most noticeable at high altitudes of the
aurora, particularly if above the Earth’s shadow and sunlit, when solar radiation
enhances the light-producing process, associated with ionised nitrogen bands.

This aurora was a major event although not as great as that of 13/14 March 1989.
During that ‘Great aurora’ mariners’ observations were extremely useful, allowing the
BAA to determine its southernmost extent. Similarly, marine sightings determined the
northern migration of the aurora australis at Madagascar.
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Having spent the best part of 25 years working with albatrosses and seeing the
prospects of these wonderful birds decline, I find it ironic that many populations may
be saved from extinction only because fish caught by longliners will become
commercially extinct.

It is, then, very exciting for me to see BirdLife International, with the full support of
its UK partner the RSPB, embarking on a major campaign to ‘Save the Albatross’.

Its main aims include:

B all relevant countries to adopt action plans to reduce the catch of seabirds by
longliners

B an international agreement to protect southern hemisphere albatrosses and petrels
under the Bonn Convention of Migratory Species

B elimination of illegal, unlicensed and unregulated pirate longline fishing by
international trade and related agreements

B adoption of precautionary ecosysytem approaches by agencies regulating high seas
fishing

If we fail, this will not just prejudice the survival of magnificent albatrosses — truly
the spirits of the seas. We will have failed to work internationally to safeguard the
world’s greatest global commons — the oceans. The fate of albatrosses is inextricably
linked with the future of the world ocean.

If we fail its most potent symbol, the albatross, we will ultimately fail to save the seas
on which albatrosses — and we — depend.

UK observers’ sightings of cetaceans,
1999-2000

Identifying cetaceans at sea can be tricky at the best of times, and is made no easier
when they offer only glimpses of themselves. The ‘characteristic features’ given for a
particular species in field guides should make this a more straightforward task for
observers, but even so, cetaceans do not always behave or look exactly as they do in
books. The plots on the map opposite, by Kelly MacLeod (Natural Resources Institute,
University of Greenwich), mainly represent the species that could be positively
identified from observers’ sightings made between October 1999 and October 2000.
Species are shown as ‘unidentified’ when essential, confirmatory details were not
available.

Therefore, when observing cetaceans, making a rough sketch will help, and noting
some or all of the following features, if possible, may aid later identification:

Whales: the estimated length of the visible part of the back; presence of a dorsal fin; the
size, shape and position of the dorsal fin; the height, shape and timing of the ‘blow’;
how the whale dives, and whether the flukes are displayed; the shape and colour of the
flukes and fins; overall colour; general behaviour.

Dolphins: the estimated length; size and shape of the dorsal fin; whether there is a
pronounced ‘melon’ (forehead); colour, or patterns of colour; presence of a dorsal fin;
length of beak; general behaviour.
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The Pride of Hampshire revisited
By Martin W. Stubbs

During the voyage back from Cherbourg on the evening of Saturday, 16 September
2000, after a few days holiday in France, I paid a visit to the bridge on P&O European
Ferries’ Pride of Hampshire. As Second Officer Susan Harland welcomed me I felt that I
was on familiar ground as it had been just over eight years since I had accompanied
several of the forecasters from the Met Office at Bracknell on a familiarisation trip to Le
Havre and back. Memories of the evening of Wednesday, 29 April 1992 were very vivid
in my mind as I recalled three of the forecasters being invited by Mr Ray, the then
Second Officer, to compile the 1800 UTC observation.

At just a couple of minutes past 1800 on 29 April 1992 the tables were turned and
the forecasters were giving considerable thought to the coding of the 1800
observation on the Pride of Hampshire homeward bound from Le Havre. Minds were
very concentrated and sounds of “... code figure seven for the medium cloud perhaps,
or maybe it could be three ...” could be heard as the forecasters consulted the ‘Cloud
Sheet’. It was quite thought provoking to realise that a similar task was being carried
out by the Officer-on-Watch on voluntary observing ships throughout the world, but
that evening it was only on board the Pride of Hampshire that the task was being
carried out by forecasters who normally would be assessing the observations on
charts at Bracknell when preparing the forecasts for shipping, and making decisions
in connection with the issue of warnings of gales or storms.

It was thanks to Captain Mike Bechley, duty Master of the Pride of Hampshire, to
P&O European Ferries (Portsmouth) Ltd and to Captain Gordon Mackie, the then
Marine Superintendent at Bracknell, that the idea of sending the forecasters to sea for
a day was hatched. In all, three groups went between April and August 1992. All were
either Chief Forecasters at Bracknell with overall responsibility for the issue of
forecasts and warnings for shipping and the general public, or forecasters on the
Shipping Bench who had the responsibility of actually drafting the Shipping
Forecasts and initiating gale and storm warnings. Many had no sea experience yet
were fully involved with the interpretation of observations from ships and drafting
forecasts that would be issued via NAVTEX, the Inmarsat SafetyNET™ service, the
then BT Coast Stations, Portishead Radio, and the BBC Radio 4 transmitters.

Permission was granted by Captain Bechley for me to install my radio-fax/radio-telex
receiving equipment and utilise the ship’s radio receiver during the voyage. This provided
all concerned with a constant flow of radio-fax charts and data from Bracknell, Hamburg
and Northwood allowing for considerable meteorological discussion during the voyage. It
also allowed the forecasters the opportunity to explain how they used the highly
sophisticated computer-generated forecasts of the atmospheric pressure field when
drafting the forecasts and how important the individual observations were in the whole
process.

The same holds true today as it did in April 1992, that is, despite sophisticated
mathematical techniques, the basis of a good forecast is a good analysis of the state of the
atmosphere at the start of the forecast process — and a good analysis depends on good
observations. Although observations are generally plentiful over land, each marine
observation is like gold-dust to the forecasters attempting to analyse the atmosphere over
the oceans. If the analysis has errors then those errors grow in the forecast.
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The forecasters had much to learn. During the course of that day we not only came to
an appreciation of the importance of providing a good forecast, but came to realise that
the forecasts could influence many different types of operation. We were told of the
importance of not being too generous in the provision of wide limits in the expected
strength of the wind. It came as some surprise to hear that for certain operations a
forecast band of two forces on the Beaufort Scale could be too coarse. For example, even
with relatively light winds the carriage of horses could call for the use of stabilisers
which in turn reduce the speed of the vessel, this having a knock-on effect on the arrival
time at the destination. The cancellation of gale warnings was mentioned too — a
frequent criticism was that gale warnings are not cancelled soon enough. However, on
this occasion a warning of an easterly gale in sea area Wight had been taken down the
evening before (by the author of this article!). Captain Bechley pointed out that the
Pride of Hampshire had in fact experienced an easterly gale just off the French coast
several hours after the gale warning had been taken down. Admittedly this was a local
effect near the coast but it did bring home to the forecasters to err on the cautious side
when cancelling warnings.

The 1800 observation on 29 April 1992 was finally completed by the team of
forecasters; Second Officer Mr Ray then called Niton Radio on the VHF and passed the
coded observation for onward transmission to Bracknell at 1811. A subsequent check
the next day at the Met Office indicated that the observation was logged as being
received in the Bracknell data bank just two minutes later at 1813.

Sadly, on my visit to the bridge in September 2000 an observation for 1800 was not
passed to Niton Radio because there is no longer a Niton Radio to receive it and pass it
on to the forecasters at Bracknell. We do still get the occasional observations from the
Pride of Hampshire and other vessels in coastal waters (these being telephoned directly
to the Met Office), but since the closure of the BT network of coast radio stations there
are currently no facilities for ships in UK coastal waters to pass observations to Bracknell
(and thence into the international Global Telecommunication System of the World
Meteorological Organization) via MF or VHF facilities. This has left a serious gap in the
availability of observations from coastal waters. Facilities are in place for ships equipped
with Inmarsat equipment to send their observations to Bracknell, however, so that vital
data from the oceans remain available.

However, I still felt that a strong link existed between the Pride of Hampshire and the
Met Office at Bracknell since those involved with the safe passage of travellers across the
Channel still depended very much on the forecasts received. Also every time the call
sign GUPM appeared on the charts in the Met Office at Bracknell the forecasters who
had made the trip were reminded of their day out on the Pride of Hampshire and of the
importance of the task that they were employed on.

It is gratifying to know that there are still several forecasters at Bracknell who
benefitted from those familiarisation voyages in 1992.
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Revised output of forecasts and
warnings via NAVTEX

By Martin W. Stubbs

Following the inauguration of the full NAVTEX service from Malin Head and Valentia
in the Republic of Ireland, the western limit of the provision of Marine Safety
Information (MSI) via NAVTEX by the United Kingdom and the Republic of Ireland has
been extended from 15° W to 20° W.

With each NAVTEX broadcast limited to 10 minutes per four hours it has become
increasingly necessary to rationalise the content of the broadcasts. Accordingly, to
prevent over-running of slot times, a major revision of the output of forecasts and
warnings is expected to be implemented in the first quarter of 2001. Full details will be
promulgated in Admiralty Notices to Mariners.

In brief, the areas for which forecasts will be available from the UK NAVTEX stations
will be rationalised so that there is less overlapping among them. Cullercoats [G] will no
longer include forecasts for the eastern part of the North Sea since these areas are
adequately covered in the broadcasts from Régaland [L] in Norway. It has been agreed
with the Irish Marine Emergency Service in Dublin that Malin Head [Q] and Valentia
[W] shall include the relevant sea area forecasts from the Met Office in their
transmissions thus taking some of the load off Niton [S] and Portpatrick [O]. The two
Irish stations are also transmitting the relevant areas of the High Seas forecast issued by
the Met Office (the East Central Section and the East Northern Section).

When these changes are implemented it is important that the NAVTEX receiver is
programmed to receive the appropriate stations. For example, a vessel on passage from
the English Channel to the Irish Sea should programme the receiver to receive at least
Niton [S] and Portpatrick [O], while a vessel on passage from the Channel to the south
of Ireland should ensure reception of Niton [S] and Valentia [W].

The Maritime and Coastguard Agency (MCA) have arranged with the Met Office for
all routine forecasts via the UK NAVTEX stations to include a 24-hour outlook — this is
mainly to signpost hazards such as gales or extensive sea fog. The MCA have also
commissioned an Extended Outlook highlighting expected hazards for a further two or
three days. This bulletin is available via the three UK NAVTEX transmitters (Niton at
2300 UTC, Cullercoats at 0100 and Portpatrick at 0220).

The extended outlooks are for all the UK shipping areas: that from Cullercoats is
essentially for all the North Sea areas; from Niton for the English Channel and the
South-west Approaches; and from Portpatrick for the Western and North-west
approaches, also Irish Sea, Lundy and Fastnet. Full details will be published in the
Admiralty List of Radio Signals Vols 3(1) and § and Small Craft editions, updated by
Admiralty Notices to Mariners.
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Book review

Origins — the evolution of continents, oceans and life by Ron Redfern. 295 mm X 265 mm,
illus. pp. 360. Published by Cassell & Co Wellington House 125 Strand London WC2
OBB. ISBN: 0 304 35403 1. Price: £35.00.

This is a big, physically weighty volume with an impressive jacket designed in ‘morph’
style that dares the reader not to lift the cover.

The author’s aim is to take the non-specialist reader on a 700-million year journey
through the history of the earth in terms of its origin and the development of its land
masses, oceans and early life forms. The emphasis centres on what today is called the
North Atlantic Ocean, its adjoining sea areas, and the land masses associated with them.
It is a massive undertaking, but Redfern seems to have pulled it off.

Ron Redfern had been a research and development consultant in the food and
pharmaceutical industries for many years, during which time an interest in photography
developed, and it might be thought that such a career would not be the basis from which
tolaunch a new one as a science writer, but from the mid-70s onwards, he did exactly that.
Quite how he went about it is not explained, but the facts that two of his previous works
have been best-sellers, and that he has received an award in the United States for his
contribution to the public understanding of science, surely indicate that he succeeded.

A précis of each of the 12 chapters appear in the Contents, while 90 photographic essays
with explanatory text comprise the chapters themselves. In addition, there is a running
text throughout each chapter which will enlighten those readers wanting a much more
detailed discussion. In fact, the overall construction is very similar to that found on CD-
based publications — the reader will frequently be redirected, cross-referenced and linked
to other parts of the work.

The author’s own superb photography lies at the heart of this book, and he has ensured
that not only are his pictures a delight to the eye, but they also depict the features he
wishes the reader to appreciate. This skill, allied with his flair for presenting a labyrinth of
information in a digestible form, have come together in this spectacular book, which is
the culmination of 10 years of research that included a three-year photographic
programme encompassing locations from the high Arctic to the Caribbean and the
Canary Islands.

Apart from the stunning photographic content, the visual impact of this book is further
enhanced by the addition of full-colour graphics, maps and icons; the reader may clarify
the text where necessary by referring to the comprehensive glossary, while the number of
acknowledgements to those with whom the author consulted during the writing of this
book indicate just how much research has gone into it.

Readable on two levels, depending on the reader’s choice of indulging in either a
leisurely browse or a more thoughtful examination, Origins provides both a visual feast
and a mountain of information for anyone with even a passing interest in the forces that
have brought the earth’s land masses and oceans to their present forms.

A couple of minor flaws in production were picked up, about which it would be churlish
to devote too many words. Briefly, there is a small inconsistency between the diagram and
accompanying text of Essay 2 in Chapter 1, while in the index, the headings of the last
four pages still read ‘Running head’. The likelihood of these points, or anything similar,
detracting from the overall enjoyment of the book is minimal, and no doubt they will be
addressed ahead of future reprints.

Jan Freeman
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Fleet list updates

(Latest listings and amendments)

Australia (Information dated 7 September 2000)

Name of vessel

Selected Ships: Selected Ships: Selected Ships:
Aburri Farid F Northwest Snipe

Al Khaleej Fitzroy River Northwest Stormpetrel
Al Kuwait Forum Tonga Northwest Swift

Al Messilah Franklin Norwegian Star
Alltrans Fua Kavenga NYK Providence
Alnilam Goonyella Trader Ormiston

Aotearoa Chief Iron Carpentaria P&O Nedlloyd Piraeus
Arafura Iron Chieftain P&O Nedlloyd Taranaki
Ariake Iron Kembla Pacific Gas

Aurora Australis Iron Monarch Pacific Triangle
Australian Endeavour Iron Sturt Pathfinder II
Australian Pride Iron Whyalla Pioneer

Bader 11T Iron Yandi Portland

Boral Gas Kimberley Provider

Botany Tradewind Kokopo Chief River Boyne

Cape Grafton Kowulka River Embley

Cape Howe Leeuwin Saraji Trader

Cape Jervis Lillo Seakap

Cape York Lindesay Clark Sitka

Capitaine Cook Maersk Aberdeen Southern Moana Il
Capitaine Fearn Maersk Algeciras Southern Surveyor
Capitaine Tasman Maersk Oceania Spirit of Tasmania
Challis Venture Maersk Tacoma Swan River Bridge
Coral Chief Mawashi Al Gassem Wauri

Danny F II Mosdeep Young Endeavour
Duyfken MSC New Zealand

El Cordero Nivosa Supplementary Ships:
Endeavour River Northwest Sanderling Botany Treasure

Fair Princess Northwest Sandpiper One And All

Fanal Mariner Northwest Seaeagle Pacific Sentinel

Fanal Merchant Northwest Shearwater

Auxiliary Ships:

Australia has one Auxiliary Ship currently reporting.
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(Amendments to the listings in the
July 2000 edition)

India

Selected
Withdrawn: State of Gujurat

Supplementary
Recruited: Gem of Tuticorin, Goa, Jag Praja, Swaraj Dweep

Withdrawn: Chennai Ookkam, Chennai Perumai, Continental Rose, Jivamvada, State of
Haryana

New Zealand

Selected
Recruited: Columbus Queensland, Maasmond, Nele Maersk

Withdrawn: Ariake, Columbia Star, Challenger, Italian Reefer, Karamea, Spirit of Freedom,
Tasman Navigator

United Kingdom

Selected

Recruited: Astrid Schulte, Aurora, British Hunter, British Progress, British Purpose, British
Strength, Constantia, Dove Arrow, Eclipse, Gisela Oldendorff, Gosport Maersk, Graceous,
Grasmere Maersk, Grebe Arrow, Hamane Spirit, Maersk Dee, Maersk Rapier, May Oldendorff,
Meynell, P&0O Nedlloyd Drake, P&O Nedlloyd Genoa, P&O Nedlloyd Hudson, Rutland,
Sabina, Safmarine Nomzi, Saga Wave, Sponsalis, Tenacious, Toisa Perseus, Transporter, Wren
Arrow

Withdrawn: Aurora, BUE Skye, Challenger, Chilham Castle, Columbus, Comanche, Eburna,
Ervilia, European Trader, Mary C, Mineral Europe, Mineral Venture, MSC Clorinda, Pacific
Breeze, Putford Achilles, BT Nautilus, BT Nestor, Northella, Spear, Texas, Tamamonta, Torben
Spirit, Yeoman Brook

Marid
Recruited: Arduity
Withdrawn: Northern Star, Ocean Defender, Spheroid, Superferry

Fixed and mobile installations
Withdrawn: Transocean Explorer

Auxiliary

Recruited: Alam Baru, Arklow Vale, Jupiter Diamond, Meridian Ace, Safflower, Stena Shipper,
Takamine, Vectis Isle, Venus Diamond

Printed in the United Kingdom for The Stationery Office
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