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Editor's Note
Welcome to Small Angles

In this issue we have brought together people and ideas that are
shaping the evolving landscape of the towage industry.
Here we unveil what we believe is the biggest training deal in the towage
industry so far. In May SeaWays Global and Seaspan Marine signed 5year multi-million dollar contract See p#4 for more information
What’s more, we’re introducing a new section ‘Rob’s Ropes’ – drawing on
great insights on the ropes from the industry professional Rob Underhill
>> Turn to p#12 to hear his thoughts
Find out in this issue how your fellow tug masters were training in
Tahiti >> See the full story on p25
Finally, we’ve invited leading industry professionals to give you an
overview of the ‘Egina Project’. Experts including CARES's marine and
risk expert, Tow Master for Boskalis/Barge Solutions BV, ASD Tugs
Master of Afrik Delta Marine shared their experience with us >> Get the
full picture on p22

Small Angles Magazine
Published by SeaWays Global
For more information:
editor@smallangles.com

Your input into Small Angles magazine is welcome and essential. We
hope you like it and we look forward to hearing what you think - don't
hesitate to share your thoughts via editor@smallangles.com.
JULIA PONOMAREVA, EDITOR
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NEWS

SEASPAN MARINE AND
SEAWAYS GLOBAL
PARTNERSHIP
Source: www.seaspan.com

We are thrilled to be
able to bring this oneof-a-kind, world-class
training program to BC
Bart Reynolds, President of
Seaspan Marine
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Seaspan Marine announced today that it has entered into a
5-year, multi-million dollar agreement with SeaWays Global, a
UK-based provider of marine training and tugboat
simulations. As part of this partnership, SeaWays will offer
sophisticated, competency-based marine training and
tugboat simulation in support of the Seaspan’s ship escort,
ship assist and towing services.
“We are thrilled to be able to bring this one-of-a-kind, worldclass training program to BC,” said Bart Reynolds, President
of Seaspan Marine. “This partnership demonstrates our longterm commitment to leadership and excellence in our safety
and environmental performance, and we believe the
program will set a new benchmark for everyone operating in
our marine environment.”

“We are very proud to be partnering with
Seaspan to deliver this program right
here in North Vancouver,” adds Neil
Sadler, Managing Partner of SeaWays
Global. “Seaspan’s commitment to
providing high-quality training is going to
be key to the continuous safe and
effective operation of modern tugboats
in BC’s busy marine environment, and I
have no doubt it will provide a significant
competitive advantage.”

Seaspan’s investment commitment totals
over $6M and includes the installation of
a multi-console tugboat simulator at the
company’s North Vancouver Pemberton
Campus. In addition, the program will see
the implementation of on-going
simulator and live vessel training
programs for its tug masters, who
operate vessels in Vancouver Harbour,
on the Fraser River and along the BC
coast.
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IT WILL
NEVER
GET
EASIER

YOU
JUST GET
BETTER

HOW IT ALL STARTED
We invited brilliant tug masters working for Seaspan Marine to share
their life stories with us.

My name is Jamie Peever and I am proud
to say that I am the third generation of my
family to work as a Tugboat Captain.
My first real experience was with my father aboard the Sea
Cap 3 in 1989. It was a day that left a lasting impression on
me and later influenced my career choice. My father and I
arrived at Valley Towing in New Westminster expecting to
board the boat, but instead we boarded a sea plane. We
landed in the Juan de Fuca strait for our crew change.
There was a breeze and some chop on the water when we
landed. As we transferred to the tug, the plane’s wing
surged toward the Sea Cap 3’s housework.
I remember my dad standing on the trunk cabin and
fending the wing off. It was an exciting first experience for
me and I was eager to see what else his job had in store.
Once we settled in and the plane took off I was asked if I
wanted to steer. I jumped at the offer and was instructed
to steer on a landmark in the distance and not to let it
move from the centre of the window. I spent the rest of
that day taking in the sights, painting, and watching the
wheel.
Ten years later in the fall of 1999 I found myself again heading to work with my father, this time seriously
considering the tugs as my future career. We were on the Seaspan Charger for the week where I began
learning the duties and responsibilities of a deckhand. After several rides along I knew I wanted to
pursue work on the tugs, but with no actual work experience on my resume, finding a job was difficult at
first. I took the required Marine Emergency courses, Food Safe etc. and registered at the ILWU local 400. I
waited every day for two months in the Union hall but I was not dispatched. I grew tired of waiting so I
volunteered on a small tug, the “Iron Horse”. It was based in Richmond and still operates mainly in the
North arm and in the flats of Point Grey. I bounced around the Fraser river for the next four years
working for companies like Burrard, Valley Towing, and Hodder where I continued to gain experience
and local knowledge in both log and barge towing.
In May of 2004 I worked my first day as Master on the Sea Cap 7 towing logs into the pocket at Acorn
Mill. I had watched the job many times from the deck and was eager to try it myself. The job went very
smoothly and I realized on that glorious sunny day that I wanted to become a Captain.
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In July of 2004 I was hired by
Seaspan as a deckhand in the
river fleet. I worked aboard
the Seaspan Venture based in
Marpole in the North arm of
the Fraser River. I was very
fortunate to have a steady
position with a Captain who
was willing to train me. I had
many opportunities to transit
the bridges and practice
landing barges which really
helped me develop my boat
handling skills and build my
confidence. I then moved
onto the Seaspan Tempest
based in Port Kells which
works mainly up river. In
2008 I completed my 150 ton
Master ticket as well as my
Chief Mate 500.
In 2011 I was trained as
Master and began taking
relief work. I really enjoyed
working on the Seaspan
Scout when it was based in
Mission. Mission was a long
commute for many of my coworkers but the drive only
took me approximately 25
minutes. I therefore had
regular opportunities to work
up river and tow gravel
barges to and from Mainland
Sand and gravel. I enjoyed
the scenery and lack of boat
traffic up river. The fast water
and bridge transits were
always a thrill and a challenge
that I enjoyed most of the
time. I worked mainly in the
Fraser River until January
2017 when I was assigned a
position aboard the Cates 8
in Vancouver Harbour. I most
recently completed my
Master 500 in March 2018.
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My daily work routine usually
involves waking up at 04:50
and arriving in North
Vancouver at Seaspan for
06:00. I work out for an hour at
Seaspan’s gym and I board the
Cates 8 around 07:00. I
perform my engine room
checks and walk around
routine. I start my log and
write down the day’s tides. At
07:30 I call Seaspan dispatch
and receive the first job for the
day.
During the summer months a
typical first job might be
towing an oil barge from
Marine Petrobulk across the
Harbour to one of several
cruise ships docked at Canada
Place. Normally the Cates 8 will
tow the barge with an ASD tug
as an assist on the stern of the
barge. The deckhands help
monitor the final approach to
the ship and advise the tugs of
distance and final position.
Once secure, the barge usually
transfers product for several
hours before being towed back
to Marine Petrobulk.
The Cates 8 is often utilized as
a line boat. We normally arrive
at the berth early so we can be
sure the ship’s approach is
clear and make a note of the
current velocity and set, to
inform the pilot. As the ship
approaches the berth we
normally stand by the bow on
the opposite side of the ship
than the ASD tugs with their
lines up. Sometimes as the
ship enters the berth the pilot
will ask for the distance
forward or at times he may
require a push.

ASK
QUESTIONS
AND SEIZE
EVERY
OPPORTUNITY
TO GAIN
EXPERIENCE,
KNOWLEDGE
AND SKILL

There is a variety of jobs routinely performed
by the Cates 8 in Vancouver Harbour, from
assisting at the dry dock to towing chemical,
rail, oil, chip and salt barges. Our shift is 07301930.
In April of 2018 I was very fortunate to attend
the ASD Tug simulation training with SeaWays
in Portsmouth. The simulator training was a
great introduction to the operation of an ASD
tug as I had no previous ASD experience. The
instructors clearly explained and
demonstrated each manoeuvre and then
coached me through it. We then began
combining our new skills into circuits.
Repetition soon created muscle memory and
the controls felt more natural each day. As I
write this I am currently completing day 4 of
my on board training on the Seaspan Hawk in
Vancouver Harbour. So far I have assisted
with 3 ships and several oil barges, including
towing alongside. The training has been
challenging and also rewarding because of the
level of control expected from the instructors.
“Close enough is not good enough” is one of
the many phrases engrained into my mind by
the trainers. I feel confident that with practice
I will be able to operate an ASD tug safely and
efficiently with the skills I have learned from
SeaWays.
My advice for a young person wanting to
become a tug master is to ask questions and
seize every opportunity to gain experience,
knowledge and skill. Practice manoeuvring the
boat, make radio calls, learn the tie ups and
familiarize yourself with the collision
regulations. Never become complacent and
always put the crew and the boat’s safety first.
I have enjoyed my career so far and am
looking forward to the next chapter aboard
the ASD tugs.
Jamie Peever

ALWAYS PUT THE CREW
AND THE BOAT’S
SAFETY FIRST
09

MEET
MIKE
FOULKES
SEASPAN MARINE

10

I was introduced to tow boating
through a family friend. Ted Davis
owned a small yarding tug out of
New Westminster and needed
occasional help on weekends. Ted
was a patient man and made the
job fun and interesting. The food
was good too and as a bonus he
even paid me! At the time it never
dawned on me that this might
end up being my career.

Several years later, while preparing
for Labor Day weekend, a call came
in “does anybody want to work on a
tugboat ASAP?“.
I borrowed a pair of caulk boots, a
car, made some lunch and I was off.

I look forward to seeing what
the future Master will look like

That was 42 years ago.
I spent my first year working
the North Arm of the Fraser
River on a small yarding tug
servicing most of the many
mills in the Marpole area. We
were towing log booms and
chip barges. Of course it was
probably the worst job in the
fleet, but I didn’t know any
better.
I was lucky to have some great
mentors who took the time to
teach me some valuable skills
mostly associated with log
booms. Of course my old
skipper taught me a lot about
patience. Reflecting back now
I’m glad I stuck it out.
After my first year it was time
to spread my wings and the
coastal division was the next
adventure. I spent 13 years
towing log rafts and barges,
freight, sand and gravel and
bulk paper from Vancouver up
the coast through Alaska.

Six years through that journey I
took time out for schooling and
in 1982 achieved what today is
a 500 Ton Masters. I spent a
brief time working as a coastal
mate but was eventually
recruited to run a boat in the
River division.
In those days there was no
training, the phone just rang
and they told you the start
time, the dock and the boat.
Most often I had never set foot
on the boat. Those times were
extremely stressful.
Today it’s much different.
Seaspan has a strong training
culture. It starts with onboard
familiarizing on each boat in
your division. For upcoming
Masters it may start in the
simulator. Then six weeks
onboard training with a
training master on various tugs
in a variety of locations.

These guys are good and ready
when they are cut loose.
For the past 4 years I’ve been
active with the Seaspans onboard
training program and assisting
with instruction in our
conventional tug simulation which
is championed by our Port Captain
Chris Jensen.
Recently I took Neil and Steve of
SeaWays for a tour of our local
operation based out of Port Kells
onboard the Seaspan Tempest.
We ran them through the paces,
on a typical day we would tow up
to 12 barges in a 12 hour day. The
tugs are purpose built 80 ton 64
feet, 1800 hp twin screw with a
bow thruster. Having great
equipment keeps the job safe and
manageable.
Recently Seaspan signed an
impressive training contract with
SeaWays and I look forward to
seeing what the future Master will
look like.
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ROB
UNDERHILL

ROB'S ROPES
Hello one and all. My name is Robert
Underhill, some of you may know me from
my many years of providing Tow Ropes
and technical services, including Splicing
and training to the industry.
I have spent over 20 years working for the
towing industry, mainly in Australia, but
have been a member of the Tug and
Salvage Association for as long as I’ve
serviced the industry. I have delivered
several papers at the bi-annual forums.
I am now retired but have a passion for
rope, which is understandable as I have
worked with it since I was 15!
I am very conscious that for as many tugs
that are touched by this publication there
are towing rigs, the most common fibre in
use with vessels will be Dyneema of which
I have some experience, there could also
be Polyester, Polypropylene/Polyester mix
fibre and in a few cases Nylon. Wire is also
still in use in a great number of tugs.
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There are even Dyneema ropes now
in service that are made with mixed
fibres to provide extra positive
characteristics. All of these fibers
come with there own positive and
negative characteristics.
In the coming editions I hope that you
will send me questions regarding your
individual rigs to offer suggestions to
make the use of your rig better.
For example the general
characteristics of Dyneema is its light
weight to strength, the minimum
amount of elasticity in the rope, 1% at
normal working loads after initial
stretching to remove the
constructional stretch. Depending on
the type of Dyneema it may be
provided with manufacturers
enhancements that increase its ability
to withstand chafe and wear.

Many of the Dyneema lines in use these days will be fitted with extra chafe protection over high wear
areas which is generally additional Dyneema sleeving particularly in the working eye and the area likely to
be in contact with the serviced vessel's fairleeds.
As I write this article I find myself undertaking a consultancy for a project in Australia which is highlighting
the challenges of understanding the rope systems available and the merits of one over another and
getting it right to achieve outcomes that benefit all stakeholders.
Small Angles will give us all an opportunity to learn from each other and thus improve the towage
industry in general so let us grab this and run with it.

Send your questions by email to editor@smallangles.com
with the subject line “Rob's Ropes”
Issue 27 | 234
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OPERATING
CONTROLLABLE PITCH
PROPELLERS (CPP) IN
KORT NOZZLES
ARTICLE BY ARIE NYGH,
SEAWAYS CONSULTANTS
Preamble
There needs to be a good understanding
by tug masters of the Controllable Pitch
Propeller (CPP) and how it performs inside
a Kort Nozzle.
Most tugs with CPP when engaged in
towage operations will operate in the
Combination Mode setting, whereby the
propeller pitch is linked to the engine RPM.
Move the throttle control lever forward to
increase the pitch and the engine RPM also
increases, and vice versa.
The alternative is to operate in the set
engine RPM Fixed Mode and then control
the propeller thrust by adjustments of the
CPP pitch, again via the throttle control
lever that now only influences the propeller
blade pitch. This mode is generally used
when:
- Fire fighting if the tug's FiFi pump runs off
the main engine/s, or
- Undertaking towage in confined
waterways such as locks, or
- If there is a shaft generator fitted.
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Training Bulletin
This training bulletin has come about following an
incident whereby a tug with CPP lost an engine due
to automatic overspeed shutdown. It was identified
during the investigation that the shutdown of the
engine may have been caused by inadvertently
incorrect use of the reverse pitch feature of the
Controllable Pitch Propeller (CPP).
Given that there is generally only one Combinator
(throttle) Lever detent at the neutral (0°) pitch
position between forward and reverse pitch this is
easily done.
Consequently, it is felt that focus on this is required
along with training to ensure appropriate outcomes.
It is also recommended that tug masters read the
relevant section of their Azimuth Operating Manual
pertaining to the Main Propulsion Control and CPP
operational features.

A possible Scenario
When using the CPP in reverse pitch the
propeller has significantly less ‘bite’ in the
water due to the cone shape of the Kort
Nozzle around the propeller, i.e. the water
instead of flowing into the wide (front)
mouth of the Kort Nozzle to increase thrust
the water flows into the narrow end (back)
of the cone shape of the Nozzle. The
outcome is that the propeller produces
approximately half to one third of the thrust
astern with reverse pitch than it would
ahead.
Also identified is the throttle movement
from the (0°) pitch position to full astern
RPM & Pitch position is generally half that of
the movement required to go from the (0°)
pitch position to full ahead RPM and Pitch
position.
In the case of some modern combinator
(throttle) levers which are designed more for
aesthetics than practical application; the
very small movement required of the
combinator control throttles to go from 0°
pitch to 100° pitch means a mistake or over
driving of the tug is easily achieved.

KEY POINTS
A possible scenario being:
A tug master in the tension of the moment
does not realise where the Azi Pod is facing.
• The Azimuth Pod may be aft if engaged in
(say) Bow Ops. He/she applies full throttle
(RPM) then realises it is actually reverse
pitch,
• In turn creating an unwanted outcome.
Realising this the tug master then moves the
throttle quickly through to full ahead
RPM/Pitch.
The engine RPM responses quickly to this
throttle command:
• In trials I have undertaken the engine stays
at full RPM throughout. But the CPP takes
significantly more time to take off the
reverse pitch and then apply ahead pitch,
• In trials I have undertaken this can be up to
17 seconds. This means the engine RPM is
accelerating up to full or staying at full with
little load (torque) from the propeller when
the propeller blades are at or near 0° pitch.
Also of influence is the possible torque
created by water flow pressure, should the
tug be making way. This may cause the
engine to over-speed, in turn triggering the
automatic shutdown due to the over-speed
feature of the engine management system.
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MANAGEMENT OF THE
SITUATION
To effectively manage this situation I recommend
the following:
Tug masters have thorough working knowledge
of how the CPP system operates when the
propeller is encased in a Kort Nozzle. The indent
in the throttle control is adjusted to be as
noticeable (firm) to the feel as reasonably
possible.
Tug masters of tugs with Azimuth Pods, Kort
Nozzles and CPP should be trained and remain
conscious that they should not move the throttle
quickly from full astern RPM/pitch to full ahead
RPM/pitch (or vice versa) without a pause period
of at the 0° dent neutral position, while waiting
for the propeller blades to get to 0° pitch and the
engine RPM to decrease, before actioning the
next step in moving the combinatory throttle
control to the next setting.
• The tug master should observe via his/her
instrumentation that the CPP pitch is at zone

Different CPP Operating Modes
Free sailing mode is used when the tug is
transiting or escorting only.
Harbour mode: is used when the tug is engaged

before increasing the engine RPM.

in towage or assisting in berthing.

All throttle movements should be slow and

The difference is in free sailing mode you get a bit

controlled.
• From trials if the throttle is moved from full
astern pitch to full ahead pitch in one quick
movement the engine RPM remains at full power
throughout the entire period of pitch change.
The above in turn means there is a significant
period of time when the engine has no propeller
load on it,
• This may expose the engine to over-speed and
an associated automatic shutdown.
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longer pitch stroke due to reduced engine loads in
this type of operation, hence higher vessel speed
through the water.
For a more comprehensive understanding of the
system tugmasters should read and familiarise
themselves with the relevant information to be
found in the Azimuth and CPP Operations
Manual.

UNDERSTANDING CPP
OPERATING WITHIN A KORT
NOZZLE
How Variable Pitch
Propellers Work?
The mechanism that controls the
blades movement is located in the
boss of the propeller. This
mechanism can be operated from
either the engine room or bridge,
with the help of hydraulic cylinders.
In case the hydraulic system fails,
the blades can be locked in the
ahead position with the help of a
locking device.

Pic.1

Controllable Pitch Propellers (CPP)
A Fixed Pitch Propeller (FPP)
consists of fixed blades. This
means that the position of
blades cannot be changed. On
the contrary, CPP can move its
blade in the desired position by
changing the pitch of the blades.
So what difference does that
make?
With FPP the power generated
by the engine and the propulsive
forces produced by the propeller
cannot be controlled. This leads
to high amount of power
wastage and increased stresses
on the propeller. But in a CPP all
these negative effects can be
prevented, by just changing the
pitch of the CPP propeller.

A unique aspect of a CPP
is that the propeller
rotates in only one
direction, unlike FPP.
Thus there is no need of
a reverse clutch for going
astern.

Now let's have a look as to how a
ship can be propelled forward and
backwards just by movement of
the blades (Pic.1)
The diagram shows the cross
section of blades. We will assume
that the ship is moving in the
ahead direction and the arrows
show the direction of the forces
generated that pushes the ship
forward. When the blade is at the
zero position, the propulsive forces
acting on both the sides are equal
in magnitude, but opposite in
direction. Even though the net
propulsive force is zero, the
propeller absorbs a large amount
of energy to convert it to wake
turbulence. If the ship/tug is to
reverse, the blades are moved
even further, this will result in a
propulsive thrust in the forward
direction, facilitating the ship to
reverse.
The position of the blades are
adjusted according to the load of
the ship.
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Advantages
of CPP
A CPP can operate with minimum or negligible loss
in power. This helps to improve maneuverability of
the vessel. The direction from ahead to astern can
be changed in a relatively short period of time
depending on the condition of the load of the
ship/tug.
This not only helps to absorb all the power
generated by the engine but also helps to prevent
wastage of fuel.
In the case of some vessel/tug CPP the direction of
the thrust can be changed within 14 to 17 seconds.
A CPP can also be connected to a shaft generator or
FiFi pump driven via a PTO off the main engine. It
can be used for a wide range of rotational speed.
There is finite control over the propeller wash in
confined waterways, such as marina havens or
locks. Slightly higher free running speed can be
achieved when compared to a Fixed Pitch Propeller
(FPP).

Disadvantages
of CPP
The main disadvantage of CPP is that it is a highly
complex system. It is vulnerable due to numerous
hydraulic components and sealing rings.
As the sealing rings are outside the ship, damage of
a single sealing ring can result in oil pollution.
As the system is complex, repairs and maintenance
are difficult. If encased in a Kort Nozzle the thrust
astern when engaging reverse pitch is significantly
less than that experienced when thrusting ahead.
Usually about half to one third.
- I.e. If a tug can produce (say) 80 tonne bollard pull
with ahead (forward) thrust it will produce ≈40tbp
with astern (reverse pitch) thrust.
- This is due to the water flow coming in the narrow
back end of the cone shaped Kort Nozzle.

CPP OPERATING WITHIN A

KORT NOZZLE
To obtain the most thrust, a propeller must

The cross sectional area at the entrance of the

move as much water as possible in a given time.

nozzle is greater than at the trailing throat.

A nozzle will assist the propeller in doing this,

Since the water density is constant, the water

especially when a high thrust is needed at a low

must accelerate from one to the other.

ship/tug speed. If the CPP is within a duct, such

Hence the water is already moving faster as it

as a Kort Nozzle, bollard pull can increase up to

reaches the propeller than it would on a

30% over what would be achieved with an open

conventional open propeller. Therefore, more

blade propeller.

water is moved and more thrust created for the
same input power and torque.

As we already know, as the propeller blades
rotate in the water, they generate high-pressure

However, there are efficiency gains to be made

areas behind each blade and low-pressure

even when it comes to the nozzle design. Some

areas in front, and it is this pressure differential

designs will drag as the speed of the advance

that provides the force to drive the vessel.

increases. With the Kort nozzle design, this drag

However, losses occur at the tip of each blade

becomes more significant at higher speeds and

as water escapes from the high-pressure side of

can eventually reduce the overall thrust gain to

the blade to the low-pressure side, resulting in

zero.

little benefit in terms of pushing the vessel
forward. The presence of a close fitting duct
(nozzle) around the propeller reduces these
loses by restricting water flow to the propeller
tips.
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TYPES
There are two types of ducts: accelerating and decelerating. With accelerating ducts, the inflow velocity
and efficiency of the propeller is increased. This is the type that is used on heavily loaded propellers or
propellers with limited diameter. As Ludwig Kort performed extensive research on this type, it is often
called a "Kort Nozzle".
In a Kort Nozzle, the inflow velocity is increased, reducing pressure. This lowers thrust and torque of the
propeller. At the same time, a circulation occurs, resulting in an inward aimed force, which has a forward
component. The duct therefore has a positive thrust. This is normally larger than the thrust reduction of
the propeller. The small clearance between the propeller and duct reduces tip vortex, increasing
efficiency. As drag increases with increasing speed, eventually this will become larger than the added
thrust. Vessels that normally operate above this speed are therefore normally not fitted with ducts.
When towing, tugboats sail with low speed and heavily loaded propellers, and consequently are often
fitted with ducts.
Above are examples of two leading brands of Azimuth thrusters in Kort Nozzles:
Rolls Royce (left), with a Fixed Pitch Propeller (FPP) setup Schottel (right).
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EGINA
PROJECT
by Daniel Yarker, CARES

The FPSO Egina, which was built for Total
Upstream Nigeria Limited (TUPNI) by Samsung
Heavy Industries (SHI) has a length of 330m,
61m wide is 219,830 gross ton and will hold
up to 2.3 million barrels of oil when fully
operational. Egina will be stationed some 130
km off the coast of Nigeria at water depths of
more than 1,500m.
The FPSO is a complete integrated project and
will provide up 50,000 new jobs in Nigeria. She
will arrive one third built (the hull) by SHI in
Goeje, Korea then final work being completed
in 2 sections at the SH-MCI Quay at Ladol in
the Port of Lagos.

Source: http://businesshilights.com.ng

THE FPSO EGINA WILL HOLD UP TO 2.3
MILLION BARRELS OF OIL WHEN FULLY
OPERATIONAL.
CARES working with SeaWays Global and using the
Transas (now part of Wärtsilä) Academy facilities
were awarded the contract to firstly conduct the
‘Proving’ simulation which was to test the Tow
Manual (covering Arrival, Turning and Departure)
produced by the contracted Towing Company (made
up of Fairmount Marine and ADML). Then for 2
further training periods to cover the Arrival and
Turn, then finally the Departure.
For this a model of the FPSO was required for each
part of the simulation work (Arrival, Turn and
Departure).
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These were produced by Transas working
with the SHI design team in Goeje, Korea.
Meanwhile, as the specification of the tugs
would not be known until days for the
move, the SeaWays team created a
generic tug model that could be modified
to suit the requirements as they change;
and this proved extremely successful.
The Proving study took place in May 2017
and was successful. Also in attendance for
this were the key stakeholders of TOTAL,
Nigerian Ports Authority (NPA) and LOC.
The end result being that the
environmental thresholds for the move
were established, also tug configuration
and operations. This then was transferred
to the final copy of the Tow Manual.
Source: http://france-nigeria.org

We had 3 tug simulators in which the tug
masters rotated throughout the training.
SeaWays staff controlled the other 2 tugs
from the Instructor’s suite. The final
training period took place in May 2018 to
cover the departure and bringing in many
of the lessons identified during the actual
arrival and turn (having already taken
place in the Port of Lagos).
Throughout the project CARES and
SeaWays worked extremely hard. With
CARES closely driving the Project, working
with client and training the Tow Masters.
This left SeaWays free to concentrate on
the vital role of training the 5 Tug Masters
and this proved vital for one of the real
time moves when the weather suddenly
changed and the training kicked in.
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Source: gcaptain.com

EGINA PROJECT

UNDER THE SCOPE
MARCO
WEHRMANN,
BOSKALIS/
BARGE
SOLUTIONS BV
For the Egina FPSO project I am the lead
tow master for the port of Lagos entry,
including berthing at SHI-MCI yard,
turning at SHI-MCI yard during the
construction phase and departure of the
Egina FPSO from SHI-MCI yard and
towage to the Egina offshore field. Egina
FPSO is the largest ever FPSO and vessel
to arrive in the port of Lagos and will be
the largest ever FPSO working in
Nigerian waters after installation
offshore.
Main challenges faced during the project
are:
- Complexity of several companies,
stakeholders and nationalities working
together during the project preparation
and execution
- Planning of the operation with limited
environmental/tidal available and no
similar projects executed in the port of
Lagos before was a big challenge.

OLEKSANDR SLESARENKO, AFRIK DELTA MARINE
Being a part of the Great
team I’m acting as one of the
Tug Masters. My role is
pretty simple – get the job
done following instructions
from theTow Master in a
safe, fast and efficient
manner.
Actually, I’m an offshore ASD
& DP Master and for myself it
was a real challenge to adopt
to “confined” harbour towage
tasks which are a bit
different from my “routine”
offshore towage and support
duties.

Many thanks for SeaWays
instructors Steve and Neil for
really valuable support,
advises and professional tips
during two simulations done
in Portsmouth, Transas
Academy.
Our target at present stage is
to bring her inside Lagos
harbour, moor alongside
jetty, execute 2 turns and
bring her 10 nm out of Lagos
fairway buoy. We have
already successfully done the
entrance and 2 turns. The
final phase is scheduled for
the end of July.

The Transas simulator proving trials and
training with the tug masters involved in
the project turned out to be a good aid
to fine tune the project procedures and
allowed the tug masters/tow masters to
get familiar with the project and each
other which improved the effectiveness
of the execution of the project.
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SEAWAYS
TRAVELS TO
THE SOUTH
PACIFIC
WRITTEN BY NEIL SADLER,
SEAWAYS GLOBAL

SeaWays Global were delighted to have been
successful in a recent tender by the Port of
Papeete to deliver on water training to 5 Tug
Masters on board their new Damen 2810 ASD,
Aito Nui II.
Papette is the capital and largest city in French
Polynesia and has the main passenger cruise
ship terminal. The port is located on the island
of Tahiti and it welcomes approximately two
million tourists each year.
Nearly 250 years ago Capt. James Cook was
commissioned by the Royal Society and on
orders from the Admiralty to observe the
transit of Venus across the sun, a
phenomenon that would be visible from Tahiti
on 3 June 1769. The place that he landed on
board the HMS Endeavour was subsequently
named Point Venus, now a local beauty spot
with golden sands and calm waters.
The Port of Autonome De Papeete are
rightfully very proud of their new acquisition
but the new technology combined with the
high performance necessitated a training
programme to be put in place for the resident
Tug Masters and crews.
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The destination really couldn’t have been much
further from UK shores and the journey
required crossing the International dateline via
Dubai and Auckland before finally arriving on
Tahitian shores.
I had 1 week to deliver various elements of our
SeaWays Module 1 training programme to a
total of 5 Tug Masters as well as undertake a
series of vessel handling and winch trials to
ensure that the end users felt more confident
in handling their prized new asset. I couldn’t
have been made to feel more welcome by the
Harbour Master and Management team as well
as the tug crews that I spent the week with.
Everyone on board the Aito Nui II including
Engineers and deckhands were so eager to
learn and came into the experience with open
eyes, ears and minds with a determination to
find out as much as possible about the Damen
2810 and its operational capabilities.
The experience of the Tug Masters undertaking
the training ranged from 15 years and very
experienced to never having operated an ASD
before and therefore no experience;
Well, we all like a challenge don’t we?

Our days were split between theoretical lessons
first thing in the morning and discussing what we
would be undertaking during the day and then
stepping onboard and executing what we had
already discussed. Something that we at
SeaWays always maintain is ‘never assume
anything’. We take all of our trainees through the
same lessons and learning experience,
regardless of previous knowledge to ensure that
no stone remains unturned and that the
necessary base skills become embedded.
It was heartening to see the progress of
everyone throughout the week and watch the
confidence and competence grow.

There was enough confidence within the team to
utilise the tug in an operational capacity on
several container vessels and cruise ships
entering and exiting the port during the later
days of the training.
It must be said that the Port Management team
have chosen well and the Aito Nui II will have the
capability to meet the needs of the port for many
years to come. The Aito Nui I, which is an earlier
generation ASD tug currently operating alongside
Aito Nui II will likely be replaced in the not too
distant future and the Tug Masters and crews will
be better equipped with more knowledge to
make the necessary transition.
Very many thanks to all at Papeete for your
support and fantastic hospitality.
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