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EXCELLENT AWARDS 1994

Last year’s exercise of carrying forward the publication of names of recipients of
the annual 300 Excellent Awards, from the July to the October edition of the
journal, proved beneficial as it spread both the Editors’ work and evened out the
content of the two issues. '

Meteorological logbooks received from all types of observing ship during 1994
were as usual assessed on their merits, taking into consideration the opportunity
and ability of the available Bridge (and where carried, Radio Room) staff to make
and transmit regular observations during the year. As the requirement for
dedicated Radio Officers to transmit the weather messages reduces, so we would
expect more Navigating Officers to be nominated for awards for carrying out all
parts of the observing and message-sending procedure, justly maintaining the
number of books we may offer annually as rewards for their efforts, which
continue to be welcomed and much appreciated. (Navigating Officers rewarded for
the transmission element are marked with an asterisk* in the list that follows).

'~ Amongst the many ships which submitted logs received by the Marine Division
between 1 January and 31 December 1994, and assessed as Excellent, the
following merit special mention as being in the top bracket:

1. m.v. Leonia, Shell International Trading and Shipping Co. Ltd; Captain A F.
De Vanney and Principal Observing Officer (P.0.0.) K. Mahmood.

2. m.v. Taunton, P&O Bulk Shipping Ltd; Captain L.J. Hesketh, P.O.O.
S. Panwar and Radio Officer (R/O) K. Sridhar.
m.v. Moreton Bay, P&O Containers Ltd; Captains C.C. Woodward and
G.J.H. Peaston, P.O.0O.s D. Stevens, M. Williamson and B.G. Ball, and R/Os
S.J. Braithwaite, S.R. Cloutte and N. Matthews.
m.v. Maersk Gannet, The Maersk Co. Ltd; Captain A. Waller, P.O.O. R.L.
Sime and R/O F.P. Wight*.

3. m.v Resolution Bay, P&Q Containers Ltd; Captain R.T. Wood and P.O.O.
M. Williamson.
m.v. Pacific Teal, owned by Pacific Nuclear Transport plc and managed by
James Fisher and Sons plc; Captain J. Miller and P.O.O. P.R.S. Cutler.
m.v. Barbara ‘E’, Jeppesen Heaton Ltd; Captain M. Smith, P.O.O. 1.C. Oke,
R/O V. Javier*.

4. m.v. Pacific Pintail, (see Pacific Teal); Captain B.D. Miller, P.O.0O. R.C.
Mitcheson, R/O C.P. Brockbank.
R.R.S. Bransfield, British Antarctic Survey; Captain M.J. Cole, P.O.O. G.R.
Adnitt and R/O C. Waddicor.
m.v. Hermod, Kvaerner Shipping, Oslo; Captain G. Phillips, P.O.O. N.J.
Blacker and R/O A. De Rama.
m.v. West Moor, Jeppesen Heaton Ltd; Captains E. Sierks, R. Phillips and
D. Johnstone, P.O.O. N.C. Horner and R/Os G. Mangubat* and F.S.
Servento™*.
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Excellent Awards (Year ended 31 December 1994)

CapPTAIN CoMPANY

CR.Bamford ... overiiiiein e e Ropner Shipping Services Ltd
M.R. Banom ....coovvevvverreccccvnrvincinnnnresssnsessneens MOL Tankship Management plc
G. Bales ..o e James Fisher & Sons Lid

NA. BRI it British Antarctic Survey

A K. Birley ..c..coovvivveriiiiiiiieeeee e seeeee . Dorchester Maritime (1.0.M.) Ltd
L.P. Bridges....c.ccooveeeeiriceeccree st eerin e s Ropner Shipping Services Ltd

AT Brown.......oievcinnivinnnciccciceeniione . Blue Star Ship Management Ltd

B.A. Chapman ......ccccooiviinvcccniccrensnvneno.. Ministry of Agriculture, Fisheries & Food

A Clarke e Tidewater Marine (U.K.) Litd

CA. Cleverley ... Furness Withy (Shipping) Ltd

JA. Coffin e Idwal Williams & Co. Ltd

M. COle v British Antarctic Survey

PJ.Creber ..o Furness Withy (Shipping) Ltd
C.D.Croall et P&O Containers Ltd

AL Crofts oo Ropner Shipping Services Ltd

R CrOpper. ..o Furness Withy (Shipping) Ltd
J.DAVIES .oriicrviiiiiiiiieirs s erae Marr Vessel Management Ltd
AF.DeVanney ... Shell Marine Personnel (1.O.M.) Ltd
PR.DEW... e Kvaerner Shipping A/S

CRUEIOt e et British Antarctic Survey

D.J EIson ... A/S Havtor Management

AL Fee..oovvneecncnnnnn. e veeeree et er et e rat e nane s P&O Containers Ltd

P.A. FUMeauX .....ccocooev it P& Containers Ltd

J.8.Gavin oot e Bibby Line Ltd

D.E. GInder....cov oo Andrew Weir plc

JN. Gregson . srenrcneneneenens Dorchester Maritime (I1.O.M.) Ltd
BLA Hall. s Scottish Fisheries Protection Agency
P.C HAITIS .ottt Souter Shipping Ltd

W.J Harwood........cooviriiinieeec e Logbridge Ltd

G. Hatcher ... e London Ship Managers Ltd

D.F. Heaselden ........ccocoooeivcniiniiincneneceincens P&O Bulk Shipping Ltd

G Hepple. .o e P&O Bulk Shipping Ltd

L.J. Hesketh....oooooiiiiiiieee e e P& O Bulk Shipping Ltd

T.S. HOKSAS....ccoeeriiiiiiiieeiceie et irsee e saene e Kvaemner Shipping A/S

JA OISt Denholm Ship Management (U.K.) Lid
PoHOUbY oo Columbia Shipmanagement Ltd
C.P.Howard ..., Kuwait Qil Tanker Co.

D.S. Hughan ......cooooeeimiieeeee e, P&QO Containers Ltd

FD HUgo ..ot Shell Marine Personnel (I1.O.M.) Lid
P.W. HUtchingon..........occoeecenmirieceicrrrer e Blue Star"Ship Management

P W. JaCKSON ..ot Denholm Ship Management (U.K.) Ltd
R.C. Jackson ..ot Britannia Aggregates Ltd

T.L Jeffrey vt F.T. Everard & Sons Ltd

D. JOhNSIONEG ..oovveveccriivcrrcvrivrrecnrinsn e aeneeenenn. JEPpesen Heaton Litd

JN. Kelleher....cooiiiieiieiee e P&O Containers Ltd

BJLKIrtley .o e P&O Bulk Shipping Ltd

JH. LACBY cueeerieieeee et erreeeerenee P& O Bulk Shipping Ltd

ST LaWIence ....cccocvveiiivceiee e eieeen British Antarctic Survey

DR, LeWiS .o Dorchester Maritime (1.0.M.} Ltd
M.R. Lovibond ........ccoovvmicmccininin e Logbridge Ltd

JL. Lundberg ...cooceeviriiiiine e nenesrveeiensne e James Fisher & Sons plc

LD. Mackenzie ......ocooeiiiinenrcniniiicecrce e Mobil Shipping Co. Ltd

AC. McCUlOCh ..ot P&O Containers Ltd

P.JR. Manson......ccoeeevennece et P&O Containers Ltd

D MATT ..ttt James Fisher & Sons plc

K. Milburn ....c.oooveeeeeiceececeenevestte e eeeeees Ropner Shipping Services Ltd
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Excellent Awards (contd)

CAPTAIN

CompPANY

B.D. MIllET oo ee e
JM.MIIIEr .. i

"B.L. Mullenger ..o
J.A. OSCroft....ccvveiiiiieee e
G.R. Paxton ........ccocccviviivini i nnnien e

JL. Peterson ..o
G.R.Phillips ..ot vt
R.Phillips ..o

RB.Reld oo
Z. Rizwani .......cccovvvviiiiieeieiceceecee e
M.C. Roberts .....ccovvevviivccccreccrernnriiveinens
R. RObINSON ...oovverveeiee v
A, Ruszezynski..oooovoeniiinici
P.F. St Lawrence .......ccocooeeivivvvrnnrinnnnne,
T. Schofield .....cccoeireveiee e,

ML Stares .o
AP.Talbot ..o,
P.Venvell ......coooveeiiviniii e
RB.Wade .o
AB Waller oo
B.C. Watking ......c..ccoeviiiviiiiiieien e,
JW. Welch oo feee
P.L. WhitehOUSE ...c...oovvrirerrrrrinerennnnens
J.K. WilKinson ..occooovvviviviiieiiiceec e
W, WIlmOL ..ooveviieeeiiee e
RT.Wo00d ..o
P.A. Woods.................. eeeerirr e
C.C. Woodward ..........oooevcvvvieeeierieeenes
A.Wormald ...
KN Young ..coooeevvivviniive e,

James Fisher & Sons plc

James Fisher & Sons plc

CAM Shipping Ltd

P&O Cruises Ltd

Andrew Weir plc

P&O Containers Ltd

London Ship Managers Ltd

P&O Containers Lid

Jeppesen Héaton Ltd

P&O Containers Ltd

Kvaerner Shipping A/S

Jeppesen Heaton Litd

F.T. Everard & Sons Ltd

Scottish Fisheries Protection Agency
P&O Bulk Shipping Ltd

Kuwait Oil Tanker Co.
Dorchester Maritime (1.O.M.) Ltd .
MOL Tankship Management Ltd
Logbridge Ltd

Dorchester Maritime (1.0Q.M.) Ltd
Marine Management Services Ltd
Kuwait Oil Tanker Co.

Jeppesen Heaton Lid

P&O Bulk Shipping Ltd

Marine Management Services Ltd
Acomarit (U.K.) Ltd

James Fisher & Sons plc

P&O Containers Ltd

Kvaerner Shipping A/S

Idwal Williams & Co. Ltd

The Maersk Co. (1.O.M.) Ltd
London & Qverseas Freighters (U.K.) Ltd
P&O Containers Ltd

F.T. Everard & Sons Ltd
Logbridge Ltd

Valles Steamship Co. Lid

P&O Containers Ltd

Kuwait Oil Tanker Co.

P&O Containers Ltd

Stephenson Clarke Shipping Ltd
James Fisher & Sons plc

PrincipaL OBSERVING OFFICER

CoMpPANY

G.R.AdNItL .,
AL Aldeen......ooieii e
J.Bagoo ..o,

P. Branagan ........ccccoooieeiniiiiriinnecnnn
FN.Cambra ..o
N. Campbell......ccooiiviiiiniceees

British Antarctic Survey

Kuwait Qil Tanker Co.

Bibby Line Ltd

P&O Containers Ltd

Marr Vessel Management Ltd
Furness Withy (Shipping) Ltd
Kvaerner Shipping A/S

MOL Tankship Management Lid
F.T. Everard & Sons Ltd

P&O Containers Ltd

Denholm Ship Management (U.K.) Ltd
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Excellent Awards (contd)

PrINCIPAL OBSERVING OFFICER Company

M.D. Caulian .......ccreriiiiiimieece e Kvaerner Shipping A/S

L.J. Cheesebrough ........coovvireeininiiiiiecicenn P& O Containers Ltd

D.C. Collins-Williams ......cooveereiiciioininee e P& O Containers Ltd

1D, Coombs ...coccoeeeceeiinie s PR Jeppesen Heaton Ltd

N. COOMDS . .eivveicrrriric e s ee e F.T. Everard & Sons Lid

P.R.S. Cutler ..o, James Fisher & Sons plc

N.P.F. D'S0UZa..cooi i, P& O Bulk Shipping Ltd

MM. de Leon e Acomarit (U.K.) Ltd

R.R. Pabucol ..o, Logbridge Ltd

HJ. Davey ..., P& O Containers Ltd

AR, Davidson ........oooveecevceciesimsieesie e ceeeenne. Scottish Fisheries Progection Agency
B.E. Diana ...coooeoiiiiiiiiies et Logbridge Ltd

M.P. Donnelly ..ot Scottish Fisheries Protection Agency
D.P. Dospueblos ..o [Logbridge Ltd

K.S. Dowden ..o e svessnis Ropner Shipping Services Litd
L.C. DUANEE ..o ceme et Logbridge Ltd

W.R. DUrrans. .....ccocceoiviivciinninin e James Fisher & Sons plc
EM.ESiNduy .....oocvoiniiiciniin i P& O Containers Ltd

AL Ga e British Antarctic Survey

G.E. Gellatly .....cooiiiiiiaeeieicee e London & Overseas Freighters (U.K.) Ltd
J. GUASON . Andrew Weir plc

S, GUPLA .o P& O Bulk Shipping Ltd

D.P. Hadfield..........oooiiiniicii James Fisher & Sons plc

L. Hadfield..........ccooovnimnrmmnnnisi e Marr Vessel Management Lid
M. Haidar........coocoiiniinneicieiiec Kuwait Qil Tanker Co.

AHA Hamdy.................... trteeearaseeiaeaararanaees Kuwait Qil Tanker Co.

N.L. HAMPAO et Kvaerner Shipping A/S

G.C. Harwood.....ccoovcnnimininnnininniinnnnnn arrseren F.T. Everard & Sons Lid

WA, Heffernan ... Furness Withy (Shipping) Ltd
D.M. HOopKin.oooo oo Mohil Shipping Co. Ltd
N.C.HOMET oottt Jeppesen Heaton Ltd

H.J. JalOS.. v s Blue Star Ship Management Ltd

B.James................cinn....... Bibby Line Lid
BA.JONY oot eeeecvee e eeeeennn.. DOPChester Maritime (1.0.M.) Ltd

KCJOshi e P& O Bulk Shipping Ltd
JH.Lafferty oo sesnienen P& O Containers Ltd

JoLaird. ..o Marr Vessel Management Ltd

1 U A I o JO U TURI Dorchester Maritime (1.0O.M.) Ltd
AMILeER. ittt P&O Containers Ltd

N.R, LiNZO ottt e London Ship Managers Lid

L.G. Mackenzie ..........ocococenicieeniennnenncincnenenens P&O Containers Lid

G.A. MCPhEE ..ot British Antarctic Survey

A.D. MacPherson .......cccccviecierriieseeenneceeee e Andrew Weir plc

K. Mahmood.........oooorieee e, Shell Marine Personnel (I.0.M.) Ltd
P.J. Mahoney ... e James Fisher & Sons plc

F.L. Man-Ay ....ccc.ccoviiiinn i A/S Havtor Management

J.S. Manhas......ccooviienieee e Valles Steamship Co. Ltd

LLN. Marsham .....c.ocoooviivinninicnine e, James Fisher & Sons plc

DA Mendis .cccoeoiiieicn e Ropner Shipping Services Ltd
R.P.C. MitChesOn.......ccoeoieveieiereeeineasirc e James Fisher & Sons plc

R.C. Mitra ..o ccvciiiieeere e vrre e iraecrnresins Marine Management Services Ltd
ML.L. Mullins.......oooiiiieiiiesine e e P& O Containers Ltd
RJ.C.Neale .ot P& O Containers Ltd

S K. NIXON et Souter Shipping Ltd

LG OKE sttt Marine Management Services Ltd
JoPaiwas oo MOL Tankship Management Lid
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Excellent Awards (contd)

Principal. OBSERVING OFFICER

ComPANY

E. Parrot
P.H. Phillips.....cccooiiiii e
O, POWET ..ovveieeiseeeevvieivbanecersarnr s s seens sennnrrnsea
T.C. A RAMSEY oot et et et e
R.D. Reoyan
P.A. Rock
J.V. Sedonio
R.Sethi oo
N.Sheard ...t
R.l. Sime
C.A. Spain
B. Standerline ... veeeee e
DL SteVENS. .o eeecre e
M. SEEWATT e e
S.S. Street
M.C.P. Sutcliffe
J.5. Tamayo
B.R.G. Tasker.. i ceeieeei e
K.C. Townley
L.L. Ubaldo
$.C. Upcraft
DJ. Vickery..oooooccair e
M.J. WalKer ..o e,
L.J. Wardhaugh
R. McK. Watt
AM Webb ..o
M. Williams$on.....ccoeovveiiiiiereieccee e
G.WIHISOM ..ot e s

..............................................................

.......................................................

P&QO Bulk Shipping Ltd

Shell Marine Personnel ([.O.M.) Lid
Britannia Aggregates Ltd

Furness Withy (Shipping) Ltd
Petroleum Shipping Lid

Columbia Shipmanagement Ltd
Denholm Ship Management (U.K.) Lid
Idwal Williams Co. Ltd

P&O Bulk Shipping L.td

Tidewater Marine (U.K.) Ltd

The Maersk Co. (1.O.M.) Ltd

P&Q Bulk Shipping Ltd

P&O Containers Ltd

Stephenson Clarke Shipping Ltd
P&O Containers Ltd

P&O Containers Ltd

P&O Cruises Ltd

P&O Containers Ltd

Blue Star Ship Management Litd
Denholm Shipmanagement (U.K.) Ltd
Ropner Shipping Services Ltd
London Ship Managers Ltd

CAM Shipping Ltd

P&O Containers Ltd

Dorchester Maritime (1.0O.M.) Ltd
Jeppesen Heaton Litd

James Fisher & Sons plc

Dorchester Maritime (1.O.M.) Ltd
P& O Containers Lid

Adventure Under Sail

Rapy OFFICER

CoMPANY

ToA. ANALEWS oo
J.H. Ansari

RM. Banzon.......cccoovvevieiieeeceeeeeevvveiiii e
AL BAria e
B.J. Bartlett’
C. Beaton”
L BERLON eoeoeeeeeeeeeee et
R.C. Bernal
J.K. Bhadra
M. Bhuyian® ...
H. BONA" oo
S.J. Braithwaite.......oooooviieiiinvrinnicnriinree s
C.P. BrockbanK........ccovceiivmininminnnnisenissin
R.A. Browne.....coooeeiieeiee et e erreeens
V.L. Cajayon
E.S. CASS ...ttt erarres st sainssensacae e
P.J. Clery
S.R. Cloutte
T COMINS oot e eees s

.........................................................

......................................................

Kvaerner Shipping A/S

P&O Containers Ltd

Dorchester Maritime (1.0.M.) Ltd
Logbridge Ltd

P&O Bulk Shipping Ltd

Norman International AB

Blue Star Ship Management Ltd
Logbridge Ltd

Dorchester Maritime (1.0.M.) Ltd
Scottish Fisheries Protection Agency
Blue Star Ship Management Ltd
P&O Bulk Shipping Ltd

Valles Steamship Co. Ltd

F.T. Everard & Sons Ltd

P&O Containers Lid

James Fisher & Sons plc

P& O Containers Ltd

Kvaerner Shipping A/S

Blue Star Ship Management Ltd
Blue Star Ship Management Ltd
P&O Containers Ltd

Scottish Fisheries Protection Agency
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Excellent Awards (contd)

Rabpio OFFICER CompANY

C.Y. Constantinoll .....cccoecoeei oo P&O Containers Ltd

JI. COONCY et P&O Containers Ltd

D Crasto oottt s P&O Bulk Shipping Lid

MF. D'SHVa e P&O Bulk Shipping Ltd

A De RaMa it Kvaerner Shipping A/S

GJ. DAVIES v Dorchester Maritime (1.O.M.) Ltd
ML.D. DHOSANA ..o Logbridge Ltd
EW.Egalla...coooiiiiiiiiiiinececn Furness Withy (Shipping) Ltd

M. ESgUEITa ....coviiiiiiiiiie et Logbridge Ltd

M. Fabrero g Logbridge Ltd

AR Farthing ... e P&O Containers Ltd
F.C.Favilaran .........ccocoociniiinnc e Logbridge Ltd

LG.C. Ferguson” ...........cooooeeerovreeoeeeeerereeeeressn. Tidewater Marine (U.K.) Ltd
AW FUller” .o, Marr Vessel Management Lid
JT. Gamas....occciineriineevcreeiecceieeeeie e e, Kvaerner Shipping A/S

B. Garcial...c.coooevcieii e Blue Star Ship Management Ltd
F. Gemudiano............cccceervecevivervcvvnncnenenane.... Blue Star Ship Management Ltd
M.E.P. GloiStein ..ot British Antarctic Survey

D. GOl oot Adventure Under Sail

G.C. GOVE” oo e P&O Scottish Ferries Ltd

AN Grant ...oeocoeenn e e Marine Management Services Ltd
M.R.T. Hannan ............ocvvrrverececiiinenie e P&O Containers Ltd
C.B.Hardie.....ccccoooiiiereecetee e P&O Containers Ltd

S HIIS e P&O Cruises Ltd

M.K. Hiscott" ....... e ra ettt ae it s Britannia Aggregates Ltd

A, Hodgs:kon* ....................................................... Petroleum Shipping Ltd

Vo JAVIEr e Marine Management Services Ltd
G JONES (it Denholm Ship Management (U.K.) Ltd
C.Knights” .o, Boston Putford Offshore Safety Lid
M. Langford* ...................................................... P&0O Containers Ltd

R.La0 i, Kuwait Oil Tanker Co.

TJ. Leonen ..ot Logbridge Lid

LP. LM e e Kvaerner Shipping A/S

AH Macan ... Kuwait Qil Tanker Co.

R.M. Maclure ......ccooeeeiviniiiiiiiiiciinecccceee e, Stephenson Clarke Shipping Ltd
AL MamParo........ccooeeeceeieinent et P&O Ship Management Lid
JM.oManalo. ..o e A/S Havtor Management

G. MangUDAL ... Jeppesen Heaton Ltd
M.W.Miranda ..........cccoeinieicinnnre e raeseneeans P&O Bulk Shipping Ltd
N.Matthews ... P& O Containers Ltd

S Me€ British Antarctic Survey

P.L. Micl;ael ....................................................... Marine Management Services Ltd
R.UMIIEr oo ee e Dorchester Maritime (1.O.M.) Ltd
M.W. Miranda .........coocovveecrcrnonecncnre e e, P & O Bulk Shipping Ltd
P.MOFAES ...t Ropner Shipping Services Ltd
D.R. Peel” ..o P&O Containers Ltd

C.R. Pfenninger " ........ e reee et ettt reaeeeaas The Astrid Trust

M. PiCkIES " ....cvveeomrioeesecnsin e P&O Scottish Ferries Ltd

L. POtIMIS .o e P&O Bulk Shipping Lid

J.L. Raymundo ........coccevvirniinnvininsiiecnennenneener.. Columbia Ship Management 1Ltd
T.ROZEK .t e Bibby (1.0.M.) Ltd

G. Scullion S P&O Containers Ltd

F.S. Servento ..o Jeppesen Heaton Ltd

DLA. SIMCOX c.oviimrieereninreeecnraeene e ceeeie et Dorchester Maritime (1.0.M.) Ltd
G.S. SIMPSON” ereeoeee e ee e ees s Denholm Ship Management (U.K.) Ltd,
P.S. SinClaIr oo Denholm Ship Management (UJ.K.) Ltd
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Excellent Awards (contd)

RaDI0 OFFICER Company

P.C.SINha" oooocoo e P&O Bulk Shipping Ltd

J.G SIMIN oo srerrererere e eer e sereas Dorchester Maritime (1.0.M.) Lid

TJ Smith oo, P&O Containers Lid

K. Sridhar .o, P&O Bulk Shipping Ltd

R.J. SEVENs oo Souter Shipping Ltd

T Tetteh™ oo F.T. Everard & Sons Ltd

LP. TIPO ottt Blue Star Ship Management Ltd

AY . Villarubia......ocovoeocrieeciciiniiicinine Logbridge Ltd

C.A. Waddicor......cooiriiiicn i British Antarctic Survey

C.Wade .o Bibby Line Ltd

S.L Wallace ...t British Antarctic Survey

5. Waterman ........o.cccoeoeriviinninnninesrrnisrinne e Marr Vessel Management Ltd

AR. Watt....oooo e, James Fisher & Sons plc

PA . WhyleY ..ot P&QO Containers Ltd

R. WRYIE oo i Scottish Fisheries Protection Agency

FP.WIZht oo snne s e The Maersk Co. (1.0.M.) Lid

AL WITHAMS e P&OQO Cruises Ltd

LR. Williams .................. et n et ae e Souter Shipping Ltd

AW, Willis....cooiviniiiiiiiniccccnrcncniecnnnee oo London Ship Managers Ltd

D. Worthy ....ooviiniiiiiiinrcn e Dorchester Maritime (I.O.M.) Ltd
‘MARID’ SHIPSt

OBSERVERS Company

Captain D. Gritfiths; Deck Officers 1. Ellarby, D.E. Stevenson®™  Arc Marine Ltd
Captain J.A. Dunlop; Deck Officers J.A. Aspinall, D. Fox* Petro Shipping Ltd
Deck Officers D. James, K. Thomas, 1. Hoey* British Dredging Aggregates

* Deck Officers with Radio Officers™ duties.
1 Vessels recruited primarily to observe and transmit sea temperatures with non-instrumental
observations from the Nerth Sea and coastal waters.

Unclaimed Excellent Awards for 1993

Our records show that the following observers have not yet claimed their awards for 1993. We would

be pleased to hear from them.

Captain: M. Bernis; H. Bése; N.P. Kelly; D.M. Kissane; W.G. Lockie; W. Marien.

Principal Observing Officer: M.K. Alam: A.S.T. Beveridge; R.C. Burn; A.C. Horncastle; M.O. Khan;

0. Krnski: P.H. Mercenier; B.G. Rajan: M. Roquid; N. Siegue; W.G. Tait; F. Watt.

Radio Officer: E.G. Arciaga; C.R. Brooks; P. Candelaria; A.P. Clarke; C. Dobbelar; D. Fernandez;
A. Gregario; B.N. Iyengar; R. Maestrado; J.G. Minogue; 5.C. Parambath; F.R. Patel; Y. Rahbarshahir;

J. Ranasinghe; A.J. Rawlinson; N. Ro; S. Sech; M.D. Smyth.
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1800 23.5° 23.5° 982.6 NE 11 Rolling and pitching mod'ly. Shipping light
seas overall.

1900 23.5° 23.5° 982.4 NE 11 At alter course position but cannot alter
because vessel starts rolling more. Typhoon
position by Navtex: 25.6°N, 123.1°E
heading 320° at 10 knots.

2000 235°  23.0° 980.5 NNE I Course 240° at 20.9 knots. Rolling mod’ly.
Shipping light seas overall.

2200 23.0° 23.0° 981.6 NW 12 Course 230° at 17.8 knots. Rolling casily.
Coming under the lee of northern tip of
Taiwan.

10th0000 23.0°  23.0° 991.0 NW B! Rolling easily. Shipping light seas overall.
Typhoon position by Naviex: 25.8°N,
0200 23.5° 22.5°

122 8°E heading 320° at 7 knots.
999.2 NxW 8 Course 211° at 21.8 knots. Moving easily.
Unfortunately, owing to the usual darkness when these things seem to occur, it
was not possible to ascertain the direction of the swell but it can be assumed that it

was coming from the centre of the typhoon. This was why conditions improved
somewhat when the vessel came into the lee of the island.

Position of ship at 1200 UTC on the 9th: 27° 18'N, 125° 00’E.
Position of ship at 0000 UTC on the 10th: 25° 18N, 121° 12'E.

TROPICAL CYCLONE
Bay of Bengal

m.v. Zenatia. Captain R.A.H. Lawson. Singapore to Madras. Observers: the
Master, Mr N.A. Doyle, 3rd Officer and ship’s company.

29-31 October 1994. At 1200 UTC on the 29th a tropical depression centred at

10.5°N, 84.5°E was moving in a north-westerly direction. By 1200 on the 30th the
depression had developed into a cyclonic storm and intensified further. It was in

position 12.3°N, 81.0°E with a central pressure of 994 mb and was predicted to
pass over the Tamil Nadu coast, close to Madras.
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On the 29th the vessel was anchored 4 n.mile off Madras harbour and was
experiencing overcast skies with intermittent rain; the wind was NExN’ly, force 3
while the pressure was 1012 mb. At 0630 on the 30th the wind was NE'ly, force 6,
the pressure was 1011 mb and there were heavy, squally rain showers. During the
afternoon the wind backed slowly to NxE at 1330 whereupon it began to veer and
increase in strength, the pressure falling to 1008.7 mb (corrected). Between 1530
and 1730 the following observations were made:

Time Wind Weather Sea Swell Visibility  Pressure Dry bulb
Dir'n  Force (m) (m) (n.mile) (mb)
1530 NExN 6 Overcast. 4/5 6 5/6 1009.6 25.0°
Heavy rain
and squalls.
1630 NExE 8 " 5 6 6 1008.6
1730 ENE 9 " 5/6 6 5 1007.9

At this point Madras Port Control issued a warning that the cyclone was due to
pass over Madras in the early hours of the 31st. It was then considered prudent to
leave the anchorage as the E’ly winds had created a lee shore. The following
observations were made over the next few hours:

Time Pos’n of ship Wind Weather Sea Swell Pressure
Dir'n  Force (m) (m) (mb)
Continuous
1930  13°05'N, 80° 26'E NNE 10 heavy rain. 7 5 1002.0
2030  13°04'N, 80°27'E ESE 7 N 7 517 9935
2130 13°04'N, 80°27'E ESE 8/9 y 7 7 994.5
2230 13°04'N, 80° 29'E ESE 9 " 7 517 395.8
2330 13°05'N, 80° 32'E SSE 9 " 7 7 598.6

(By 2300 the cyclone was centred over Madras)

From 0030 on the 3Ist the wind continued to veer and decrease such that by
0230 the wind was S’ly, force 7 while the pressure was 1009.2 mb. By 0830 the
weather had abated sufficiently for the vessel to return to the anchorage.

Much chaos was caused within the harbour while one vessel outside lost both
anchors and grounded, and a tug parted both her tow lines. Onshore, 26 people
were killed; of these, 15 were in Madras including a family of 7 killed by a
collapsing wall.

Position of ship on the 29th: 13° 07'N, 80° 23'E.

THUNDERSTORM
Red Sea

m.v. Flinders Bay. Captain A.E. Spencer. Suez to Fremantle. Observers: the
Master and ship’s company.

31 October 1994. At 1800 UTC "an intense electrical storm was observed
crossing from west-north-west to east-south-east. At first, the bulk of the lightning
was concentrated on the starboard beam, with occasional distant thunder being
heard. Frequent bursts of forked lightning gave a spectacular display; sometimes
forks appeared to radiate outwards from one central point, some hugging the cloud
base whilst others descended to connect with the sea surface, see sketch.,
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top, then about half-way down the colours changed from grey to cream, with tan
and yellow also visible. The dorsal fin was quite large with a long smooth curve
turning into a sharp point. The dolphins played around the ship and in the bow
wave for about 15 minutes before apparently becoming bored and drifting aft. By
using a Dolphin Survey Project identification chart, the dolphins were confirmed
as Common Dolphins.

At about 1840 a small group of perhaps four whales were seen blowing about
I km off the port beam. Although only the spouts were visible they were deemed
to belong to whales owing to their size. At about 1940 six more whales were
spotted around 0.5 n.mile off the starboard beam. They were blowing and although
one clearly broke the surface, it was impossible to identify it from that range. Later
at about 2000 a lone whale passed the vessel at about 30 m off, heading north. It
was breaking the surface from slightly forward of the blowhole to just forward of
the dorsal fin. When it dived below the surface the dorsal fin appeared and was
very small but the tail never left the water. The whale was very siender behind the
dorsal fin especially in comparison to the area around the blowhole. At the same
time, a school of about 30 dolphins was sighted heading north-east; these were
seen about 400 m off the starboard bow but were not identified.

During the period of observation the sky was overcast and the wind was S’ly,
force 2.

Position of ship: 42° 25'N, 65° 13'W.

Indian Ocean

m.v. Kowloon Bay. Captain D. Robertson. Singapore to Colombo. Observers: the
Master, Mr B. Argent, Chief Officer, Mr D. Pritchard, 2nd Officer, Mr M. Hayes,
3rd Officer and members of ship’s company.

16 December 1994, At 0630 UTC just as the Third Officer was handing over to
the Second Officer they noticed what looked like a group of palm-frond fish trap
markers in the water about half a mile ahead and slightly to port. Having recently
transitted the Strait of Malacca where such things are common, little attention was
paid to it until a Killer Whale jumped at least 2 m clear of the surface and what
proved to be two other whales started to play.

As shown in the sketches the dorsal fins of two whales were all scarred but the
tallest fin was the most distinctive at about 1.8 m high. The ship passed no more
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‘rescued’ them (see photograph on page 181) and placed them in a cardboard box
with some water. In the morning, another one was found on deck and was also
taken to the cardboard box; the first two birds were offered the chance to escape,
one left and one opted to stay.

The vessel left St Kilda that morning, taking the two hostages along. They
appeared to be very young and weak. On the morning of the 9th, after accusations
on the bridge about who was wearing a woman’s ‘musk’ scent, it was decided to
release the captives some 30 n.mile north of Sula Sgeir. With a little persuasion
they were launched skywards and the observers hoped they would survive.

Position of ship: approx. 57° 48'N, 08° 31'W.

Note. Captain P.W. Chilman, of the Royal Naval Birdwatching Society. comments:

‘These were either British Storm Petrels (Hydrobates pelagicus) or Leach’s Storm Petrels
(Oceanodroma leucorhoa), the photograph does not show the details necessary to identify them for
certain. 1 would say that they were probably Leach’s Storm Petrels from the size of the bird in the hand
and the length of the wing. The musky smell is a feature of these birds and can sometimes be very
noticeable. The Leach’s Storm Petrel breeds on St Kilda but the British Storm Petrel breeds on other
Scottish Islands.

‘The observers say the birds looked very young and weak: adults and juveniles cannot readily be
distinguished from each other. They are very poor walkers, usually pushing themselves along on their
bellies. Uniess they are obviously damaged or waterlogged, [ believe it is best to launch them
overboard so that they can feed. Leach’s Storm Petrel has quite a strong flight but the British Storm
Petrel looks as if it can scarcely keep airborne. although it looks much the same in a gale or a calm.”

Indian Ocean

m.v. Moreton Bay. Captain G.J.H. Peaston. Fremantle to Singapore. Observers:
Mr J.G. Swindlehurst, Chief Officer and Mr D. Ewing, Watchkeeper.

1 December 1994. At 0415 UTC two frigatebirds were observed flying past the
vessel in a south-south-easterly direction. Roughly the same size as each other,
their only difference appeared to be in the colour of the plumage on the throat and
chest area, and on the lower abdomen. The leader had a white throat and chest
with dark plumage over the rest of the body whilst the other one had the white
plumage in the lower abdominal area. Reference to Harrison’s Seabirds of the
World indicated that the latter was an adult male Christmas Frigatebird and that
the former was then likely to be a female. It was assumed they were a breeding
pair.

Later in the day, at 1040, a mainly white-plumaged bird was observed to fly
rapidly along the length of the vessel and attempt to land on the upper radar
scanner. It seemed to be rather shocked and surprised to find at the last instant that
the scanner was actually turning at the time, and narrowly avoided a collision. It
subsequently flew off to the foremast where it settled on the yard arm, perhaps to
smooth its somewhat ruffled feathers.

Whilst in flight, the bird was noted to be of the gannet family: reference to
Seabirds of the World showed that no gannets are known to frequent the area, so a
booby was identified. A more positive identification was achieved through the
pictures in the book, which showed the Masked Booby to be the only
predominantly white member of this family. When flying towards the foremast,
the bird was observed to scratch its left ear with a leg; the observers, never having
seen this before, were somewhat ‘gobsmacked’.

Position of ship at 0415 UTC: 09° 34’S, 106° 03'E.
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Note. Captain Chilman comments:

*The first observation certainly sounds like the Christmas Frigatebird (Fregata andrewsi). aithough
at this date not necessarily a breeding pair as the breeding dates are reported to be April to June. The
only known breeding colony is at Christmas lsland where there are said to be less than 2000 pairs.
Little is known about their dispersal but they regularly occur along the coast of Java and Sumatera and
up into the Andaman Sea, Java Sea and possibly as far as the Gulf of Siam.

*As suggested, the second observation is very likely to be the Masked Booby (Sula dactvlatra) but 1
think the Red-footed Booby (Sula sula) is also possible. Both breed in the area of the report and range
widely. I have seen them scratching their heads in flight, quite a feat, sometimes they stall and drop
with some confusion.’

MOTH
Strait of Malacca

m.v. British Skill. Captain G.M. Hallett. At Lalang Terminal, Sumatera.
Observers: the Master, Mr T.T. Latto, 2nd Officer, Mr C.G. Vernon, 3rd Officer,
Mr M.G. Spencer, Radio Officer and Mr A.J. Slater, Cadet.

11 October 1994, Whilst the vessel was loading cargo, a butterfly [sic.] was
found flying around the bridge. As shown in the photograph on page 181, its wing-
span was about 15 cm, it was dark-grey to black in colour with diagonal white
stripes on its wings, and white tips on its ‘swallow-tails’ were also noted. After
being photographed it was coaxed outside the bridge. During the loading, it could
be seen flying around the lights outside the bridge but on sailing from Lalang
Terminal it sadly was found dead at the back of the bridge.

Position of ship: 01° 11.6’N, 102° 13.2'E.

Note. Dr R. Goodden. Director of Worldwide Butterflies, Compton House, Sherborne, comments:

“The moth is the Rain Moth, Nyctalemon Species (Uraniidae), almost certainly N. patrocius. It is one
of the largest species in the world, usually but not always nocturnal. The moths are sometimes seen
after the rains, feeding at damp places. They are also encountered at rest by day in places where
lighting has attracted them. The range extends from Malaysia, across the Philippines to New Guinea.”

BIOLUMINESCENCE
Eastern North Atlantic

s.t.s. Astrid. Captain F.R.M. Scott. Lisbon to Madeira. Observers: the Master and
all of Aft Port Watch.

2 October 1994. At 2205 UTC whilst the ship was heading south down
the Portuguese coast at 6 knots, under power. Very bright and sparkling
bioluminescence developed over a period of 30 minutes. Three dolphins were then
sighted bowriding by Lookouts, being detected by their luminous wakes — better
than the Red Arrows’ smoke displays!.

The phenomenon persisted for about an hour but became less pronounced after
20 minutes when the bioluminescence suddenly faded.

Position of ship: 41° 50’N, 09° 32'W.

Note. Dr P.J. Herring, of the Institute of Oceanographic Sciences. Deacon Laboratory, comments:
‘Anyone fortunate enough to see dolphins in luminescent waters is always impressed. They are

indeed the marine equivalent of the Red Arrows! They produce luminescence by the thin turbulent
layer over their bodies, and luminous dinoflagellates are the usual organisms involved.”
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even redder. Part of the answer may be that the air under the cloud has been “cleaned™ of dust by rain
falling through it as compared with the air above the cloud. but more importantly the blue light
preferentially scattered off by the air would be remixed with the primary light in a ducting process
involving diffuse radiation.

“What about the green band below the yellow? It we try to interpret this as overlap of the violet and
the yellow. we would need the violet to be as bright as the yellow (the reference to “deep violet™ makes
this doubtful) but also some quite independent source for the violet would have to be sought: it would
have to have a sharp upper boundary, meaning that it could not have arisen from general scattering off
the yellow. If the violet is much less bright than the yellow, we can safely explain it as the result of
ordinary preferential scattering of short wavelengths from that yellow (no remixing beyond the duct) by
the air, and not producing any noticeable etfects by overlap. In that case the green band would ahmost
certainly arise by refraction (and as with the yellow. subsequent scattering off the haze “screen™ to the
observer), and moist air as expected under the clouds would very likely enhance the greens.

‘On second thoughts. it might not even be too difficult to explain a concentration of red near the
horizon mixing with blue to give a “violet” that was really a purple (if that was what was seen). This
would be an ordinary twilight effect (really the redder. brighter bottom of the orange seen) which
would probably not be interrupted in any way by the cloud.”

METEORS
South Atlantic Ocean

m.v. Bora Universal. Captain R.J. Kendall. Paranagua to Durban. Observer:
Mr A. Oginski, 3rd Officer.

2 December 1994. At 2350 UTC whilst on a course of 099°, a group of meteors
was sighted in the proximity of Sirius and consisted of one large meteor which
was white in colour and apparently of the magnitude of Sirius, followed by three
or four smaller ones, also white.
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As shown in the sketch, the initial altitude of the meteors was about 30° and
they disappeared at an altitude of 17°. The sky was clear and cloudless and the
meteors were visible for 2—3 seconds.

Position of ship: 27° 56’S, 31° 49'W.
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Eastern North Atlantic

m.v. Tonbridge. Captain 1. Kaye. Tranmere to Kuwait. Observer: Mr A.H. Hamdy,
3rd Officer.

29 October 1994. At 2150 UTC a large, bright meteor was sighted on the port
side of the vessel. Appearing to fall from Aldebaran, or between Bellatrix and
Aldebaran, it proceeded to travel for 4-5 seconds towards Menkar.

During the period the head of the meteor was obviously white in colour and was
noted to be brighter than any other star, having a magnitude of about —1.6, the
same as Sirius; there was also a golden-yellow coloured tail making not less than
about 2° of arc.

Position of ship: 41° 07'N, 11° 16.4'W.

Note. Mr H. Miles. Director of the Artificial Satellite Section, British Astronomical Association.
comments:

“The phenemenon was typical of that produced by an average fireball, generated when a small
fragment of interplanetary material entered the atmosphere and decayed.’

AURORA BOREALIS
North Sea

m.v. Superiority. Captain P. Whitehouse. Uddevalla to Wicklow. Observer: the
Master.

24/25 October 1994. Between 1915 and 1945 UTC a short auroral display was
seen. 1t commenced at 1915 as a homogeneous arc lying from 290°-035° at an
elevation of about 15° but contracted to about 320°-020° at [945. At this point
some rays were visible at the western end of the arc.

Position of ship: 58° 15'N, 02° 12'W.

m.v. Selectivity. Captain T.L. Jeffery. United Kingdom east coast passage.
Observer: Mr 1LA. Marson, Chief Officer.

28/29 November 1994. The vessel was proceeding on a northerly course up the
north-east coast of England on an exceptionally clear night with very little cloud
(1 okta cirrus to the south-west) and stars visible to within 5° of the horizon when,
at 0220 UTC, a pale glow was observed on a true bearing of 000°-025° at an
altitude of 10°-15°. This glow was identified as an auroral patch as shown in the
Marine Observer's Handbook. The patch showed no colours and stars were visible
through it. From time to time the patch doubled in size but this was not so much a
pulsating enlargement however, it was suddenly bigger and then just as suddenly
smaller again. The patch finally disappeared at about 0300.

Position of ship: 55° 30'N, 01° 30'W.

UNIDENTIFIED LIGHT
North Pacific Ocean

m.v Pacific Crane. Captain G. Dodsworth. Panama to Japan. Observer: Mr T.
Bannister, 2nd Officer.

1 November 1994. At 1257 UTC a very high intensity light appeared bearing
300°, altitude 30°. It rapidly crossed ahead of the vessel, gaining height to reach an
altitude of about 70° as it passed the ship’s heading of 262°, see sketch.
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The object, which had a long white tail visible throughout the event, branched
into four during the final 30 seconds of the sighting and disappeared at 1259 on a
bearing 150°. The sky cover was 5 oktas of stratocumulus but the phenomenon
was highly visible through the cloud.

Position of ship: 21° 39.6'N, 169° 54.4'W.

VOLCANIC DEBRIS
South Pacific Ocean

m.v. Clydebank. Captain D.E. Ginder. Lautoka to Noumea. Observers: the Master,
Mr A.D. MacPherson, Chief Officer and members of ship’s company.

4 December 1994. Whilst on a heading of 245° at 16.5 knots numerous streaks
and patches were observed all around the vessel between 0000 UTC and 0100. On
transiting these patches it was seen that they were made up of volcanic debris such
as pumice dust and what was assumed to be sulphurous remains. The streaks were
distinctly yellow in colour (hence the assumption that it was sulphur) and aligned
themselves along the wind direction giving a ‘greasy’ texture to the sea surface
and a worried look to the faces of the engineers.

The wind was SExS’ly, force 3 and two distinct swells were predominant, the
first being 150°, period 6 seconds, height 2 m while the second was 200°, period
12 seconds, height 3 m but the swell was definitely a little confused. A report of
the sighting was sent to Auckland Radio for their information.

Position of ship: 19° 55'S, 172° 39’E.
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Current Practices

In the second of our short series of articles on the practice of ocean current
observing, we reprint the final section of an article published ten years ago, the
first part of which was published in the previous edition. In later editions we will
discuss today’s methods and look into the crystal ball to try and divine the future
for obtaining reliable ocean current data.

The Reliability of Surface Current Observations II*

By G.E. VENENDAALS

For more than a century and a quarter ships’ crews of the voluntary observing fleet
have made meteorological and surface current observations. Those observations
recorded in the ships’ logbooks are the backbone of the Marine Archive now held
in the Meteorological Office, Bracknell, U.K. Much use is made of computer
processing for providing suitable statistical data which form the basis of maps and
current roses. This article outlines the method of processing used in the
Netherlands, illustrating various situations the observer at sea may encounter. The
supposition that the use of modern navigation equipment could hamper the making
of current observations is discussed, and situations that could cause the reduction
of accuracy and reliability of current mean values are mentioned. In essence: how
reliable are surface current observations from ships collected in the past few years,
and particularly those that will be collected in years to come?

5. Representativeness

In the foregoing situations it is clearly possible to deduce the mean current
affecting the vessel over a distance between the two fixes when the DR plot was
started and finished. The ideal current observation would represent the purely non-
tidal movement of water at a single point at a given time, the absolute current
velocity (which will be examined later). Such an observation has not been made in
practice from a ship on passage but departure from the ideal does not usually
decrease the value of the results to a serious extent so long as certain terms,
conditions and limitations are heeded.

Course. In determining the Sea-position it is important that the course or
courses should be corrected for leeway so that the difference between Sea-position
(or DR position) and fix is not due to a combination of wind and current effects.
The course is corrected by adding the estimated leeway-angle when the wind is
coming in from the port side, and by subtracting that angle when the wind is
coming in from the starboard side. If doubt should arise about the appropriate
allowance for leeway (during gales), an observation should not be recorded. The
use of modern electronic navigation equipment could be of great advantage in that
position accuracy increases considerably. In the case, however, that Satnav, Loran,
Decca, radar and the like are sensors in an integrated navigation system interfaced
to an adaptive autopilot, the observation data cannot be used. Such a system is
very well capable of keeping a ship on a preset ground track but corrections are

#Reprinted from Journal of Navigation, May 1985, by courtesy of the Editor.
§Netherlands Maritime Information Centre, Royal Netherlands Maritime Institute.
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not noted or recorded. At best the total deviation or course correction can be
presented, but the value represents the resultant of all offset-causing influences
like wind, current, Coriolis force, evasion, give-way manoeuvring, ¢tc., sometimes
distinguishing between course offsets caused by the ship and those caused by the
weather. An example of such a ship’s plotted track is shown in Figure 7. Course
corrections are automatically put in by the navigation equipment and executed by
the autopilot.

Figure 7.

Speed and distance. As important as correcting the course is the accurate
recording of speed through the water. All observations with speed or distances
measured with respect to the sea bottom are unsuitable for processing. This could
be the case when a distance was recorded with:

(a) A distance-meter as part of satellite or inertial navigation equipment
(distance made good).

(b) The aforementioned integrated navigation systems interfaced to an adaptive
steering gear or an ‘intelligent’ autopilot.

(c) A Doppler log on ‘bottom track’. One can imagine a ship being at anchor
with a zero-indicating Doppler log, and a watchkeeping officer paying out the
chain just to prevent the anchor from dragging due to a 3 knot tidal current.

Even the data from a Doppler log in the ‘water track’ mode can be less reliable
because the set and drift of the reflecting layer are not known. Besides, this layer
can be positioned from 6 to 24 fathoms (or more) beneath the ship’s keel, not
necessarily indicating the surface current.

Absolute current velocity. It has been suggested? that the measurement of the
horizontal water velocity can be accomplished by means of newly developed
shipboard acoustic profilers. The principle of operation of an acoustic profiler is
based on the Doppler shift measurable in the acoustic back-scatter return from
zooplankton in the upper ocean’. If the returned signal is due to zooplankton
alone, then the Doppler shift is a measure of the velocity of the water relative to
the ship. But when Navstar GPS is used by that ship for navigation and position
fixing, then the measured water velocity is relative to an Earth-fixed coordinate
reference. In other words, an observation made by an acoustic profiler in
conjunction with Navstar GPS produces an absolute current. velocity, which looks
more like an Eulerian method of current measurement than a Lagrangian one.
Ocean current mean values of the latter, represented in atlases, maps and current
charts, contain the deviation of the observing platforms caused by the often
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neglected Coriolis force. One should bear in mind that an 18 knot VLCC
experiences a drift angle of 1.8° at 45° latitude, resulting in a drift of 14 n.mile per
24 hours, exclusively caused by the Coriolis force*. When the speed of that vessel
is reduced to 2 knots, the drift angle increases to 5.3°. The Eulerian method, on the
contrary, applies to fixed points where current vectors are (mostly simultaneously)
measured by fixed current meters.

6. Conclusion

Ships are nowadays equipped with modern electronic navigation systems,
Doppler logs, adaptive autopilots and so on. The advent of advanced electronic
equipment benefits the (questionable) economic need for fuel saving by steering a
ship along the shortest distance between two points, at the same time phasing out
the possibility of obtaining data of the vessel’s movement with respect to the
water. Navstar GPS, for instance, with its 30 yards positioning accuracy, has the
‘advantage’ that corrections can be applied continually to compensate for any set
to one side or another of the intended course. In the decade to come it will be
almost impossible for the voluntary observer at sea to collect the correct data for
current observations.

This said, one could question the reliability, or representativeness, of the
surface current observations from ships on passage, collected in the last few
vears, and even more so those that will be collected in the future.

The Marine Archive has been mentioned. Observations have been collected
over a long period of time; yet the number available is not large enough,
particularly in view of the fact that seasonal (or even shorter periods of time)
changes in the pattern of currents occur in some areas. There is a need for
observations of currents over comparatively short distances to show local
variations. The World Meteorological Organization intends to prepare a
climatological atlas for the whole world, based on observatioh data over the period
1961-1990, stored in the Marine Archive. Ocean current data will be included ‘for
the benefit of shipping’ provided that reliable observations can be made in the
years to come.
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Services to the Marine Community*

By CaptaiNn G.V.MACKIE

For the majority of modern city dwellers, the impact of what we call bad weather
has little more than nuisance value. Raining? Turn on the windscreen wipers. Very
cold? Turn up the central heating another notch. Very hot? Check that the air-
conditioning is working.

Previous generations were more vulnerablé to local vagaries in the weather than
we are today. The food in their mouths depended on the weather in their particular
district, and they became very knowledgeable in predicting for that district just
what might be expected to happen to the weather in the next few hours or days. If
the crops could be brought in before the heavy rain came, that was a matter of life
and death to the smaller, more isolated communities of our ancestors. Modern
transport and communications have reduced human vulnerability to the vagaries of
weather and climate. However, there are still groups which are continually
vulnerable to the effects of adverse weather, and for whom avoidance of heavy
weather is still ultimately a matter of life and death. Mariners form one such
group.

All of us know what the weather is doing here and now. But mariners have a
need to know what the weather will be doing there (where they intend to be) and
then (when they expect to get there). Knowing what the weather is doing there and
now might give them very strong indications that there will'not be a pleasant place
to be by then and elsewhere would be much better.

It is therefore not surprising that mariners were among the first to set up
national and international weather services, seizing upon the opportunities offered
by the invention of the electric telegraph: at last there was an opportunity to know
what the weather was doing there to predict from the facts what it was likely to do
here — and take action accordingly. While rural communities had always had
their legendary weather lore, meteorology as a science had previously been the
province of private individuals studying for their own interest and satisfaction.

Lieutenant Maury of the U.S. Navy was one such individual, and when he was
appointed to the Department of Charts and Instruments in Washington D.C. in
1841, he made the most of his opportunities to collect data on winds and ocean
currents to advance his studies. As well as using archive data, he prevailed on
vessels of the navy and mercantile marine to make abstracts of weather conditions
from their deck logbooks. Using these data he was able to compile and issue a
trade winds and current chart for the New York to Rio de Janeiro passage. His
only condition for issuing the chart was that he should receive weather information
from the vessels’ logs. The value of his charts became apparent when the average
passage time to Australia was reduced from 124 to 97 days. The very beginnings,
perhaps, of what today we call Weather Routeing?

In 1853, the U.S.A. called a conference of western maritime nations in Brussels
in order to consider the benefits of co-operation and the establishment of uniform
systems of observing, reporting and instrumentation. This conference was
convened for the express purpose of improving navigation and led directly to the
setting up of national weather services in all the participating countries by 1858,
namely the U.S.A., Britain, France, Belgium, The Netherlands, Portugal, Norway,
Sweden and Denmark.

*Summary of a paper presented by the Met. Office Marine Superintendent to the Intergovernmental
Oceanographic Commission at WMO Headquarters, Geneva, in March 1995,
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The U.K. Meteorological Office was established in 1854 as part of the Board of
Trade by Admiral FitzRoy. Incidentally, the word ‘forecast’ appears to have been
invented by Admiral FitzRoy. Like Lieutenant Maury, Admiral FitzRoy had
always had a great interest in weather as it affected ships and navigation.

The single factor that enabled both these gentlemen to realise at least some of
their ambitions, was the invention of the electric telegraph. This allowed messages
to be received on a daily basis from widely separated areas and a clearer picture to
be obtained of weather systems. By 1861 Admiral FitzRoy was able to record that
‘22 reports are now received each morning (except Sundays) and ten each
afternoon besides five from the Continent’ and during that same year the vessel
storm warning cone system was devised, which was regarded as a great step
forward in the utilisation of meteorological knowledge. That system of storm
cones was to continue in the U.K. for well over 120 years.

Ever since the time of Lieutenant Maury and Admiral FitzRoy, the range of
meteorological services offered to mariners has been steadily expanding. Every
advance in communications seems to have been utilised as it became available:
W/T weather reports were first transmitted to shore by transatlantic liners in 1909,
the International Ice Patrol was introduced in 1912 following the loss of the
Titanic, and in 1919 after the end of the World War I, broadcasting of weather
shipping bulletins was started.

The following decade saw the introduction of defined areas in the weather
bulletins for shipping such as those first broadcast for U.K. waters in January
1924. These areas were later redefined to accommodate the need for shipping
forecasts to cover a wider area — the high seas forecast. Both the transmission
mode, W/T by Morse Code, and the areas changed little until 1979, when the
International Maritime Organisation (IMO) resolved to make use of the latest
developments in marine communications, in particular satellite communications,
and at the same time reflect a greater level of international co-operation between
maritime nations of the world. This saw the establishment of the Inmarsat
Organisation. On the initiative of the IMO, member states of all interested bodies,
the International Hydrographic Organisation and the WMO adopted the Global
Maritime Distress and Safety System (GMDSS) in 1988, establishing a worldwide
search and rescue plan with its supporting communications networks as its central
theme. The promulgation of meteorological warnings and forecasts to shipping
forms part of the GMDSS. The new communications equipment now required on
board ships for GMDSS depends not on their tonnage as previously but on the sea
areas in which they sail. In general terms this means that the further from coastal
waters a vessel ventures, the more comprehensive must be her communications
equipment. The GMDSS network permits the automatic receipt on board ship of
navigational and weather information relating to ship safety by radio telex,
telephony and satellite communications. Under the GMDSS the requirement to
carry a radio officer ceases. The formal introduction of GMDSS took place on
| February 1992 and the gradual introduction of the system means that full
compliance by all ships will be required by 1 February 1999.

The GMDSS is an example of how international shipping has responded to the
concern of governments; this is reflected in international treaties and hence in
national legislation concerned with improved safety of life at sea, safe navigation,
and effective control of marine pollution and damage to the environment. There is
at the same time pressure to operate ships more effectively and economically. The
trend towards large ships sailing with reduced crews will continue. It is therefore
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imperative that the various types of information presented to the Master and his
Officers visually and automatically, are clear and unambiguous and in presentation
do not require further interpretation or extrapolation, whilst recognising their
professional competence and training.

Whilst it was over a century ago that our primary efforts were directed to
enhancing the safety of ships in transit on the open oceans, it has since become
obvious that we must, to an extent, redirect our emphasis to the main ports and
harbours and coastal environs. It is here that the superships, which are designed to
cope with high seas conditions successfully, are most vulnerable to small
variations in meteorological and oceanographic conditions, and to errors of
judgement by harbour pilots and shipmasters. There is a perceptible change in
approach to the provision of essential forecasts, and warnings of meteorological
and oceanographic conditions.

It is widely known that superships are taxing all aspects of ports and harbour
developments around the world. Very high expenses are associated with ships
waiting their turn to navigate shallow and narrow channels; when underway in
close confines the costs of small errors in judgement become enormous. The threat
of a major disaster also grows enormously, whether it be by collision, fire, a spill
of toxic substances, flooding or other marine casualty; the resultant regulatory
burden becomes even heavier.

This seminar is focusing on a specific element of data capture which it is
envisaged will form part of environmental information required by a port equipped
with modern facilities. These services may be defined as:

1. A real-time observing and reporting system that provides a continuous
stream of meteorological and oceanographic parameters.

2. Precise mesoscale analyses and forecasts of weather and water
conditions in channels, fairways, docking areas and anchorages.

3. A central facility in which the continuously acquired data are
evaluated, processed and prepared for dissemination.

4. A near-real-time forecast and warning data dissemination system that
ensures continuous delivery to the users in minimum elapsed time.

These port services will necessarily have to deal primarily with current
conditions, but they will also routinely provide outlooks to 12 and 24 hours.
Harbour Masters, pilots, dock superintendents, disaster control officials, shipping
companies will all demand a steady stream of this type of information, which will
be processed by a knowledgeable team of environmental experts, including
oceanographers: a system to be developed, much like the aviation industry’s air
traffic control centres, where all aspects of the marine environment will be
directed to the safe, efficient and rapid conduct of marine business in confined
conditions. Surface-based radars must play a significant part in the provision of the
required data.

It is interesting to note that the first recorded application of weather phenomena
detected by radar was made in the Royal Naval ship H.M.S. Nigeria in 1942.
Frontal precipitation was detected on a wavelength of 7.5 metres, but the
information, though valuable, was uncertain, and it was only with the later
development of sets operating on centimetre wavelengths that more definite results
were obtained.

As one moves farther from the shore, the density and diversity of marine
activities become correspondingly reduced. Nevertheless safety, economy and
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efficiency are primary objectives of the offshore oil and gas industries.
Dissemination systems and forecast updating requirements are perhaps more
critical for services to the offshore industries, as it is appreciated that an offshore
operator must take into account the extended outlooks so that he may plan
intelligently.

In conclusion, we should recognise that the user-community which we serve
also constitutes a vital part of the surface meteorological and oceanographical
observation programme, which is essential to the production of forecasts and
warnings, especially in maritime coastal regions. The data acquisition and process
system necessary to support the services to ports and harbours, shipping and
the offshore industry must therefore be an essential component of the total
programme. 1t should become a fully shared and mutually beneficial enterprise.

Search and Rescue activities and current observations
on board the Lincolnshire

(By A.B. FLEMING, PRINCIPAL OBSERVING QFFICER. M.V. LINCOLNSHIRE)

The first account details the activities of the vessel (Master, Captain R.A.F.
Edwards) during a Search and Rescue situation on 23 December 1994, and also
comments on the current experienced during the incident. On 31 January further
observations of current behaviour were made in the western Caribbean.

Whilst on passage from Stockton CA. to Panama the vessel was 12 n.mile south
of the Panamanian coast, just outside the Gulf of Panama, when at 0340 Local
Time the vessel was contacted by the U.S. Air Force by Satcom phone and
informed about a vessel in distress in position 06° 57.8'N, 79° 22.5'W. Five
persons had been reported to have taken to a liferaft and that a flare had been
sighted in the area by a U.S. aircraft. The raft was equipped with flashing strobe
lights. After the Master was informed, the decision was taken to alter course to the
position given by the U.S. Air Force.

The following are extracts from the log of the vessel. All times are Local
(UTC-5).

0342:  Morro de Puercos bearing 327° x 11.7', a/c to 098° to proceed to given
position.

0610: RCC (USCG Panama) in contact and give vessel a computer predicted
position for which to proceed. This position 06° S0'N, 079° 27'W. v/l a/c
to 140°.

0653: Vessel on scene of distress, commence Expanding Square Search Pattern.

0728: RCC Panama in contact and inform that helicopter assistance is ‘on the
way’.

0824: Sat Fix 06° 54.5'N, 079° 31.8'W, a/c to 047°.

0857: Vessel now back at original calculated position and commences a
modified search pattern, (as described below).

0907: USCG helicopter arrives on scene.

1207: U.S. Air Force aircraft whilst rocking its wings crosses ahead of vessel
heading on a course of 154°. Vessel a/c to 154° and follows the aircraft.
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[231: Liferaft sighted ahead at a distance of 4'.

1245: Vessel informed by RCC Panama that 4 survivors have been picked up
from liferaft, and that 3 persons are still missing. Vessel instructed to
circle liferaft and to proceed to initial position given by USCG.

1600: Vessel clear of initial search area and released to proceed on passage to
Balboa.

On arrival at the scene the vessel commenced an ‘Expanding Square Search
Pattern’ as described in the Merchant Ship Search and Rescue manual
(MERSAR). After some time this search pattern was improved upon by a modified
‘Lateral North-South Zig-zag® search pattern taking into account the wind and
current being experienced at the time, the former of which was Northerly, force
4/5. The current was later believed to be in the region of 3 knots.

It was commented that the wind would have had a greater effect on the liferaft
than the current but according to the MERSAR manual, the liferaft would be
expected to drift at a rate of approximately 1.2 knots. Assuming that the initial
position where the survivors took to the raft was correct, the raft had drifted at a
rate of 4.2 knots. One reason for the inaccuracy of the USCG position may be that
when the raft was located, the ship’s rescue boat/liferaft was secured to it (see
photograph on page 181), and there is always the possibility that the boat would be
more susceptible to effects from currents rather than the wind.

According to the NP 7 (South America Pilot Volume III) the current flows
northwards along the western Colombian coast and into the Gulf of Panama where
it rotates in an anti-clockwise direction and then outward and back into the Pacific
Ocean. From observations made during this incident, the current must flow north
very close along the coast and then expand out from the Gulf of Panama, from a
westerly to a south-westerly direction, as shown in the diagram opposite. The
Admiralty Pilot is quoted as saying that the current flows strongly along the
western side of the Gulf of Panama particularly in the dry season, and has been
recorded at up to 2 knots on the ebb tide from Balboa.

Following the search and rescue operation the Lincolnshire continued her
passage to Balboa and, on 31 December while stopped and drifting for gas freeing
operations en route from Panama to Pajaritos, more observations of currents were
made in a position south-east of the Yucatan Channel in the western Caribbean.

During previous passages through the Yucatan Channel the vessel had always
experienced large amounts of set and the vessel’s speed often exceeded 19 knots
on a westbound passage, the usual speed being 16.5 knots.

The vessel was stopped for a total of 43 hours and during such time drifted a
distance of 103 miles, which would give a drift rate of 2.4 knots. As described in
the diagram on page 194, the drift apparently occurred in three stages.

At 2030 Local Time on 31 December the vessel was stopped in 17° 25'N,
81° 30°'W (position A); over the next 18.5 hours it drifted to 17° 38'N, 82° 06'W
(position B), a distance of 36 miles and setting 291° at a rate of 1.9 knots. From
this position at 1500 Local Time on 1 January 1995 the vessel set 268° at a rate of
2.6 knots for 17.4 hours to be in 17° 36.4'N, 82° 58.1'W (position C). The vessel
then got under way at 1530 from 17° 32'N, 83° 21'W (position D) to which she
had set 258° at a rate of 3 knots over 7.1 hours.

The wind throughout the stoppage was E’ly to NE’ly, force 3-4. Sea
temperature was 27° and the weather was good with a maximum of 4 oktas of
cloud at any one time.
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Specially prepared questionnaires were distributed with 510 copies of the
October 1994 edition of The Marine Observer. This represented 30% of the copies
published, and the questionnaires were randomly distributed to readers at sea and
on land, including subscribers, asking for them to be returned by 1 February 1995:
this date was subsequently extended by one month. The questions asked in the
survey document ranged from the company position of the reader, how the journal
was used and stored, satisfaction with its contents and layout, and suggestions for
readers’ and alternative contributions for possible publication.

Extracts from the MIRU Report

The aim of the research was to find information concerning reader satisfaction
about the journal and its contents. Fifty-seven questionnaires were returned
completed, giving a response rate of 11.0%, but not all respondents answered all
the questions. The low response rate may not reflect the true distribution of
satisfaction levels, as respondents having stronger feelings are more likely to reply
than those with indifferent feelings.

The Marine Observer is considered an interesting and excellent journal. It is
also deemed invaluable as reference material in the education, training and welfare
of seafarers, and as a source document. The journal is received regularly by almost
all readers and takes an average of approximately 3-4 weeks to arrive. Nearly
three-quarters of respondents stated the journal was held for library purposes and
regular reference.

Generally, the majority of readers were satisfied with the content and layout of
the journal. A few readers however, felt that the Fleet Lists were not updated
quickly enough, that they contained occasional mistakes with ships and personnel
names, and that the lists should be published more frequently. The majority of
respondents were satisfied with the layout although some thought that the style of
writing could be more simple and illustrative.

A high percentage of respondents felt that more colour photographs should be
inciuded in the journal, which in turn would encourage them to submit.
photographs if they knew there was a chance of publication. As to content, more
comments by experts was suggested and articles on observational hints, technical
reviews and how logs are processed were requested. Some respondents felt that
too much space was devoted to the Presentation of Barographs and that the
Retirements section should be omitted. More space should be given to items about
Oil Industry involvement. One respondent suggested that a journal that opened flat
would be an asset on board ship. Several readers mentioned that a little more
humour by way of anecdotes or topical cartoons could be included.

Editorial comment

We were gratified to note the mainly favourable response to questions of
satisfaction with most aspects of The Marine Observer, despite the very
disappointing return rate of survey forms, although replies were received from
most classes of reader, both afloat and ashore. With hindsight we now believe we
should have resisted the recommendation of MIRU to limit distribution of survey
forms to 30% of copies, and asked for a full distribution. We might then have had
upwards of 200 readers’ views out of a total print run of 1700 copies. As it is, the
level of response recorded is seen as not fully representative of the readership as a
whole, and we comment accordingly.
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All suggestions from respondents will be considered and, unless mentioned in
the comments which follow, action will be taken to enhance the journal in
accordance with their views. Governing all our operations there are restraints upon
the time and resources available to us in the publication of the journal.

On close examination of many of the suggestions, it is clear that the remedy lies
with the readers themselves, particularly shipboard correspondents. We have
always tried to stress the point that The Marine Observer is primarily a journal for
and about the active participants of the Voluntary Observing Fleet, and we do our
best to make acceptable selections from all the marine observational material that
we receive from ships’ staff. Naturally only some of this is suitable for publication
and a considerable amount of editorial time is spent in editing and compilation to
present the items in an acceptable format for final publication. This applies to all
input, be it humour, cartoons, technical items and hints on observing. We believe it
is the observers at the sharp end who have the most to impart to their colleagues,
and this is clear from many responses in the survey, showing that the items most
enjoyed are those directly contributed by or related to observers. Needless to say,
we always welcome articles of any length, short items and readers’ letters for
publication.

One of the restrictions imposed upon us in the matter of content is that colour
photography is limited to four pages per issue: however, it may come as a surprise
to readers to find that we are not often able to fill those four pages to the maximum
with acceptable, good quality photographs, either from contributors or sometimes
to enhance articles of our own choosing. We realise the difficulties in obtaining
photographs at sea which will turn out to be sufficiently clear and interesting when
developed, and we never intend nor would we be thanked for publishing
photographs where the subject is indistinguishable or so distant as to be almost
invisible, no matter how interesting the subject matter. Unfortunately polaroid
prints are rarely suitable for publication. In order of preference for printing,
transparencies are best closely followed by prints. Clearly the better quality the
prints, the greater chance there is that they will be of publishable quality.
However, it should be remembered that any photograph is better than none at all if
it is purely for expert identification and comment, and therefore we ask
contributors to continue to send us all their prints of interesting marine sightings
for scientific study and comment, which in itself is demanded by readers. All
photographic material will always be returned to the senders when requested.

On the matter of Fleet Lists, we will do our best to reduce our errors to a
minimum in compiling a long and difficult table. The conditions for the
compilation of the main Fleet List are clearly laid out at the head of the list in each
July edition. We publish only the details entered (normally by the Principal
Observing Officer) in the most recent log to be received from each ship during the
previous twelve months, out of the 900 or so logs submitted annually. We strongly
recommend Masters to check all the main details in the log, before adding his
signature inside the last page and sending it off or handing it over to a Port Met.
Officer. In this way, ships can ensure that the details published are as accurate as
possible. We do not think it is useful to publish the names of officers on ships they
were in more than twelve months prior to the current Fleet List. We have carefully
considered requests for Fleet Lists to be published more frequently to provide
more up-to-date entries. Once again, unfortunately the time and manpower
resources available to us do not permit us to publish the complete list more than
once annually: however, we have decided to include an updated list of new
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recruits every quarter when the full list is not published, as from January 1995.
Thus, the full list will continue to be published in July, and the list of new recruits
in January, April and October. Information for these lists will still be needed about
3'~ months in advance of publication.

Like our readers, we would prefer to have more expert comment for publication
alongside the mariners weather log reports, as well as for provision to the ships
concerned for their interest. In some cases, such as for whales and dolphins, also
for insects generally, despite our continuing efforts we have been unable to find
replacement correspondents for those that have given up doing this for us. If
readers could help us in finding suitable experts in the fields mentioned above,
who would be prepared to receive regular reports and voluntarily analyse and
comment upon them, we would be delighted to hear of them. As with most aspects
of compiling elements for the journal, we do not have a budget from which we can
offer fees or monetary rewards to contributors.

On the subject of retirements, we were somewhat chastened to read one
comment that there was no interest in reading about ‘old men’ receiving
barographs or retiring. We wonder whether the ‘young man’ who wrote this has
now realised that he will one day be an ‘old man’ himself, and that it is precisely
for the good work he is doing now that he may deserve this type of recognition in
his later days, as well as to give encouragement to today’s young men.

We are most grateful to all those who took the trouble to provide us with food
for thought, which is certain to be acted upon and will hopefully improve the
journal. I for one will feel that my twelve years as Deputy Editor, most ably
assisted by Mrs Jan Freeman, our experienced Sub-editor, whose knowledge as a
Scientific Officer is invaluable to the veracity of the publication, will have been
worthwhile if even only one of the comments received will have helped to create a
better, brighter publication.

Although I will be helping to provide input to a few subsequent issues of The
Marine Observer, this will be the last edition to be published before my retirement
at the end of 1995. May the journal continue to flourish with your help for many
long voyages to come.

Corposants in the Channel

m.v. Pride of Hampshire, P&O European Ferries (Portsmouth), Captain E. Banks
and Principal Observer S. Ohene, was on her regular return crossing to Portsmouth
from Cherbourg on the night of 27/28 July 1994, when the following unusual
phenomenon was experienced.

Between 0330 and 0400, as the ship was off Dunnose Head, Isle of Wight, in
approximate position 50° 18'N, 01° 06'W, thunder was heard and a blue electric
discharge was observed from the port bridge wing dodger. When the area was
approached, observers’ hair was electrically charged, and when hands were held
above the dodger (which is constructed of plastic material), blue electrical
discharges up to 65 mm long, similar to a Bunsen burner flame, were seen to
come from finger tips. The WNW’ly wind, force 4, appeared to be carrying the
electrical charge from the direction of the thunder heard on the port side. Both
bridge VHF sets were put out of action whilst this phenomenon lasted. The
weather at the time was overcast with 8 oktas of cumulonimbus cloud, the air
temperature was 17.1° and sea temperature 15.5°. This phenomenon was enjoyed
by Second Officer D. Nixon, Technical Officer R. Nobel and SG1A W. Moore.
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AURORA NOTES OCTOBER TO DECEMBER 1994
By R.J. Livesry

{Director of the Aurora Section of the British Astronomical Association)

Reports of auroral sightings made by mariners during the period under review are
summarised in Table 1.

Table 1 — Marine aurora observations October to December 1994

Darte Snie GEOGRAPHIC Tme Forms N SeQuENCE

Posimon {utc)
24/25 Oct. Superiority 58° 15'N, 02°12'W 1915-1945 , HA.HA+RR. Max. alt. 15°.
28/29 Nov. Selectivity 55°30'N, 0I°30'W 0220-0300" P.Alt. 10°-15°.

KEY: HA = homogeneous arc, P = patch, RR = rayed.

There were no major mid-latitude auroral storms during the period. There was
an aurora on the night of 3/4 October which was reported from Scotland through
to mid-Canada, and another aurora on 29/30 October that was strong in Canada
and the United States. That of 30/31 October was observed from the Isle of Man
through to North Dakota in the United States. The October aurorae while lying on
the 27-day repeat cycle for coronal-hole generated storms, were also associated
with a transient shock-wave in the particle stream arriving at the Earth from the
sun and could well have accounted for the stronger auroral activity. This shock-
wave compressed the Earth’s magnetic field such that the GOES-7 satellite,
normally lying in orbit within the field, found itself outside the field as the field
boundary contracted to within the satellite’s orbital radius.

A further aurora in mid-latitudes was observed on 26/27 November from the
Moray Firth through to eastern Canada, and there was another similar aurora on
5/6 December. From October to December in British waters there were in all some
24 event nights. These consisted mostly of quiet glows, quiet homogeneous arcs
and sometimes rays. On ten nights auroral light was observed down to the latitude
of Portpatrick and equatorwards. On a further nine nights aurora was visible at the
Moray Firth from Banff to R.A.F. Kinloss, while on the remaining nights auroral
light was observed from Fair Isle and Sumburgh Airport. On most nights of the
period some Canadian or American meteorological stations reported the presence
of aurora somewhere in North America, the lowest latitude at which it was
recorded on any night depending upon the strength of the magnetic and auroral
activity as generated by the sun.

In the last year or so there has been a reduction in the number of ships reporting
on auroral sightings. At the sunspot minimum in 1976, some 20 ships submitted 70
reports. At the next minimmum, in 1986, about 21 ships sent in 50 reports. In 1994,
close to the coming sunspot minimum, so far 7 ships have made 10 reports. During
the sunspot maximum of 1989, a total of 44 ships sent in 111 reports but these
figures were enhanced by the great aurora of 13/14 March which was observed by
ships as far south as the Caribbean Sea and as far north as Madagascar.

To examine the pattern of marine auroral observing, the annual number of
individual ships and the total of reports received were calculated for the years
1976-1994. The results are given in Figure 1. It was noted that there are no longer
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deep-sea trawlers reporting from the region of the Barents Sea, and some well-
known observing ships have not appeared in the lists in recent years. For example,
the Atlantic Causeway was lost in the Falklands War, sadly. There has thus been
evidence of some decline in the number and distribution of ships available to
observe the aurora.

Looking now at solar and auroral activity, there is some suggestion in British
and American land-based auroral records that as total activity fell from 1989 to
1993, the quiet aurorae comprising glows and homogeneous arcs without rays or
movement, remained generally active, for example at the latitude of Orkney, with
an upturn in 1994. This could mean that the quieter aurorae being generated by the
solar coronal holes prevalent this last year or so, may have been missed by ships
that mainly recorded the more active events that were declining in numbers.

As a test of this supposition, the annual frequency of magnetic storm sudden-
commencements was determined and added to Figure 1. These magnetic events
are associated with shock-waves in the particle stream arriving from the sun, and
have a statistical correlation with more active aurorae which spread down into
lower latitudes. The correlation between storm sudden-commencements and the
number of ships reporting aurora in any year is not exact but it is worth noting.

LETTERS TO THE EDITOR
Does the moon influence the weather?

I have not recorded any detailed data relating severity of the weather, the state of
the tide, and the phase of the moon. However, for about ten years I have always
considered there is a greater risk of severe weather occurring at spring tides, near
full or new moon, and for the few days after that period, than there is at neap tides,
near half moon and the few days afterwards.

At first this was noticed while trading to tidal ports, where it was imperative to
arrive on spring tides for reasons of draft. Invariably, if we were arriving at a time
when springs were falling and we were already tight for time, we would always
find that the weather would further exasperate our chances of arriving on time. For
many years | have joked about the weather being worse at full and new moon, but
now I begin to wonder if there is perhaps a pattern.

During the last year I have taken a mental note on each occasion when returning
to U.K. waters. Studying the weather maps and using my own experience, I find
that, when taking into consideration the phase of the moon, I can usually predict if
an Atlantic depression or family of depressions, will deepen and accelerate, or fill
and/or occlude itself to a stop. I have found myself expecting Force 10-11 when
only Force 8-9 has been forecast with unerring accuracy. Also I have expected
only Force 6-8, again when Force 8-9 has been predicted.

My theory works like this. From around full moon up to nearly a week
afterwards, assume any low will deepen. From around half moon up to nearly a
week afterwards, assume that any low will fill. This is not to imply that the
weather cannot be good at full moon, or bad at neaps and half moon, but it is
useful for prediction ahead of the weather conditions at that time.

Recently I have had good reason to believe there is some substance to the above
theory, and intend to continue to note more closely its accuracy. The effect is most
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noticeable at full moon, or a little after, and less obvious at the new moon period.

I would be keen to know if anyone else has noticed any similar trend, or if such
a trend is used at all by the Met. Office in forecasts.
Captain H.J. Norton, Master of the Celtic Challenger, C.M. Willie & Co, Cardiff.

Editor’s note.

I. Captain Norton’s fascinating theory was received with interest by Mr Martin Stubbs, Head,
Central Forecasting Office, who responds as follows:

*Many people have felt that there is some correlation between the phases of the moon and the
development of the atmosphere. Several years ago, before the use of computers in the forecasting of the
weather, attempls were made by meteorologists to establish useful rules based on the phases of the
moon. But when subjected to rigorous scientific examination the evidence was weak. Nowadays the
Met. Office prepares its forecasts by using the information provided by ships, satellites and other
observing platforms to generate an analysis of the state of the atmosphere at a particular time, and then
by computing how that state of the atmosphere changes due to the effects of heating, moisture content
and the wind flow. The gravitational forces due to the moon in this process are very small and are
considered not to have a significant effect.’

2. In ancient times the moon featured very prominently in weather lore, and in many civilisations it
was held to have godly powers. The following rhyming proverb is thought to be little more than a mere
100 years old and its message, so quaintly put. is largely correct. For all practical purposes, the moon
has no influence on the Earth’s weather:

The moon and the weather
May change together

Bur change of the moon

Does not change the weather.
Ifwe'd no moon ar all,

And that may seem strange
We still would have weather
That's subject to change.

Initiation by waterspout

After a discussion with the Master about waterspouts and how I had never
witnessed one, [ was extremely happy to receive a call from him on this evening
[10 December 1994, the day before arrival New Orleans.]. T arrived on the bridge
to see a waterspout on the starboard side at a range of about 4 miles, it could be
clearly seen but was too distant to photograph. Thinking the spectacle was over,
I was ready to leave the bridge when 1 noticed a disturbance on the surface of the
sea close on the port bow. I readied my camera to find the disturbance became a
fully-formed waterspout in less than a minute. The ‘spout formed from what
appeared to be a disturbance of the sea surface, with the cloud base forming a
point directing to the sea. The ‘cloud pointer’ continued to elongate to the
disturbance which by now had moved to the port beam at a range of 400 m, at
most. The waterspout could clearly be seen to rotate in a clockwise direction and
as it passed close by, we on the bridge wing were soaked by the water it had drawn
up. I am pleased that my first significant meteorological observation of unusual
phenomena was so spectacular and so near as to provide this photograph. [See
front cover.]
Mr D.A. McCracken, Helios, Kvaerner Shipping A/S, Oslo.
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When she joined her first ship as a marine engineer in 1922, Victoria
Drummond started a career lasting 40 years but which was considered entirely
unsuitable for a lady.

Reconstructed from her diaries and memoirs by her niece, this is the life story
told in the first person of a remarkable woman, the first to qualify as a marine
engineer in the Merchant Navy, and rewarded for her wartime courage and skill
with the M.B.E. and Lloyd’s War Medal for Bravery at Sea. It was the Blue
Funnel Line that initially took her to sea as an Assistant Engineer and after a short
period with British India she sailed the rest of her career in foreign flag tonnage,
mainly because of prejudice against women engineers by British companies.

The book is a wonderful record of life at sea during a long and unique career,
highlighting the tenacity of the woman and the ways in which she surmounted the
many difficulties and obstacles she encountered to remain at sea until she retired in
1962 at the age of 68 after completing 49 voyages.

Giants of the Sea — Whales, Dolphins and their Habitats by Gaetano Cafiero and
Maddalena Jahoda. 255 mm x 360 mm, 360 pp., illus., ISBN 1-85310-511-2,
Swan Hill Press/Airlife Publishing Ltd, 101 Longden Road, Shrewsbury,
Shropshire SY3 9EB. Tel: 01743 235651. Fax: 01743 232944, Price: £19.95.

The colour photography work in this book is so stunning that it tends to
overshadow the worthwhile text and lengthy captions, all of which give a new
understanding to the world of the cetaceans. To gain more knowledge about the
largest and most intelligent creatures on the planet should help in our total
understanding of the complex interactions of all life on Earth.

The artwork alone makes the book worth its price, and with their scientific and
Journalistic lineage, the two professional authors based in Italy have provided a work
which should appeal to students of all ages as well as any enquiring adult reader.

The Rise and Fall of British Shipbuilding by Anthony Burton. 160 mm x 240 mm,
272 pp., illus., ISBN 0-09-472920-4. Constable & Co., 3 The Lanchesters,
162 Fulham Palace Road, London W6 9ER. Tel: 0181 741 3663. Fax: 0181 748 7562.
Price: £16.95.

Continuing his prolific output, the publisher and author presents a detailed
analysis of the rise and decline of the once world leader in shipbuilding. From
early Victorian times onwards he charts the gradual displacement of Britain as the
epitome of ship constructors, painting a somewhat sombre picture of today’s
position compared to the heyday of the industry at the beginning of the nineteenth
century. Ship construction from the early days of wooden vessels to the present is
all included in coherent and well illustrated style, and it is a book sure to be
absorbing to any reader with an interest in shipping and shipbuilding.

JET.H.






Notices to Marine Observers

WEATHER BULLETINS FOR SHIPPING, BBC — SCHEDULE
' CHANGES

The following advice was received from the BBC just in time for going to press
with this edition, but no sooner.

As from 0045 clock time on Tuesday 3 October 1995, the schedule for the late
night weather bulletins for shipping broadcast on BBC Radio 4, will be changed as
required by the BBC as follows:

Bulletin Old time New time
Coastal waters 0033 0045
Inshore waters 0038 0050 approx.

These bulietins will be broadcast on BBC Radio 4 frequencies, including
198 kHz, 1515 m Long Wave. The change is made to enable BBC Radio 4 to
broadcast a new late night readings strand, which the BBC hope may appeal to
many of those already listening to the weather and shipping services. Any queries
about this change should be addressed to the Chief Assistant, BBC Radio 4,
Broadcasting House, London W1A 1AA.

TRADE WINDS ROUND THE WORLD CRUISING RALLY

Almost two years after the germination of an idea for a yacht rally around the
world, the R.A.F. Yacht Club Trade Winds Rally commences in October 1995.
Commodore and Chairman Malcolm Mclaren writes in the sixth edition of the
rally broadsheet Trade Winds that he wishes the fifty or so participants a safe,
happy and momentous voyage after more than eighteen months of preparation for
the adventure of a lifetime. Dr McLaren will accompany the boats on their
circumnavigation in his boat Malmac, as Commodore of the Trade Winds Rally.

After leaving the U.K. in.July, the boats, about fifty in number, ranging in
length from 30 to over 60 feet and crewed by upwards of two people, will
complete several weeks of preparation in Gibraltar with a final fortnight of
briefings and social events, before departing westwards on 23 October towards
Tenerife, where they are due to stay from 31 October to 15 November. Then on 6
December they are due to arrive in Antigua, where they will remain as guests of
two different harbours until 2 January 1996. After the New Year festivities they
will continue westwards through the Caribbean, ultimately for the Panama Canal
and the Pacific crossing.

En route they will be attending yachting, cultural, trade and social events and
they are sponsored by the Mercantile International Group. Their weather and
forecasting consultant is Jim Allen, retired Met. Office scientist and former Head
of the Gibraltar Met. Office, who has written special words of advice for the rally
yacht people in the current issue of their magazine. The boats also carry Ocean
Vigil marine life identification and recording packs issued by the Marine
Conservation Society. Several of the yachts are also equipped with Met. Office
VOF equipment and stationery in order to record the weather en route whenever
possible.

This is not a race but a rally in company, and most of the boats are skippered or
owned by R.A.F. Yacht Club members.
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