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EDITOR'S NOTE
By Julia Ponomareva

Time flies in our business. With pride we present the fifth
issue of our Small Angles Magazine. Although the fourth
edition is fresh in our memory, we feel we should keep you
up-to-date with our endeavors to serve our customers in

Newsletter
To keep up with the
latest towage industry
news and events, make
sure you’re signed up to
receive our regular
newsletter.

the best possible way. In that respect we would like to
announce the launch of the Small Angles website, live now
at www.smallangles.com. Through enlightening interviews,
and insightful articles, Small Angles explores what it means
to be a tug master today.
We wish you a lot of fun with reading the articles from all
over the ‘world of Small Angles’.

Subscribe Now
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Rob's Ropes
Rob Underhill on ropes

Stretcher and the working
end of the tow line
In this edition I want to discuss the connection between your main line or stretcher and the
working end of the tow line.
When I started in the towage game back in the late 80s any interface was undertaken with a “Cow
Hitch” properly called a Strop Bend. (Look it up on Google. )
A few years on saw the introduction of Eye to Eye connection. Both of these methods are good
and have positives and negatives in their use. The most negative fact with both is that neither is
convenient to disconnect.
This week I had some time with my friend Klaus WALTHER from GLEISTEIN Rope of Germany and
among other things he showed me the new adaptation that Gleistein has developed for a towing
connection called GeoLink.
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This method of connecting tow ropes

Of course choosing it as a weak link will give

systems together has been around for quite

you a known point of separation so that the

a few years but in the way of our efficient

major components of the tow system can be

German friends they have developed the

reused by simply connecting a new tail into

GeoLink such that it utilises the R and D

the system which should take only minutes

that they have undertaken on Soft Shackles.

to reconnect the tug to the tow.

Therefore the GeoLink can very easily be
undone enabling the change over of lines to
be undertaken much easier.
Another advantage of this system,
depending upon the diameter of the
GeoLink Dyneema and the number of turns
used you can have it as either a strong or
weak link.
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I would highly recommend

It is a timely reminder of the

that you look into this type of

challenge of using these

connection for updates on

fittings when there is a

your tugs. If more info is

possibility of the rope being

required with regard to the

trapped between the vertical

GeoLink specifically you could

and horizontal rollers. Good

contact Gleistein at

advice is not to use these

www.gleistein.com

fittings if a standard fairlead
is available.

On another matter the photo
below shows a poorly covered

As normal I encourage you to

line working in a set of roller

contact me through the Small

fairleads.

Angles team or via my e-Mail
with any questions or topics
you wish to have explored in
our coming editions.
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TUG MASTER - PILOT
TRAINING TRIP

SAFETY
TRAVELS

I had brought my own hard hat, gloves and
safety boots. All things I would need when
transferring from the pilot boat to the
ship.
We proceeded down the gangway where
our pilot boat was waiting for us. Today it
was the pilot vessel “Hampshire”. It is

I work as a Tug Master for SMS Towage in

crewed by two people, a launch coxswain

Portsmouth Harbour. We perform harbour

and a marine officer who keeps a lookout

towage duties for all commercial vessels

and helps the pilots on and off the boat.

into the port. I was therefore keen to take

There were two other harbour pilots on

a trip with the pilots on-board Maersk

board heading out to MSC Oscar which

Northampton. The weather was fair with a

was bound for Southampton. I took my

slight breeze from the east giving a slight

seat, fastened my seatbelt and got

swell out by the Nab Tower. Inside the

comfortable. We then headed out of the

harbour conditions were calm.

harbour entrance and sped off towards
the ship. Today we were meeting the

Here are a few facts about Maersk

vessel 4 miles south of the Nab Tower

Northampton.

which was about 45 mins away.

Type of Ship: Geared containership

The wind was from the East meaning we

carrying refrigerated containers.

had a slight swell to contend with. The

Length: 210m

seats on board are all fitted with shock

Breadth: 30m

absorbers meaning it’s a very comfortable

Gross Tonnage: 26,718t

ride. I chatted to the pilot about our vessel

Flag: Singapore

and the towage requirements.

Last port of call: Santa Marta, Colombia.

Maersk Northampton required 3 tugs, one

I arrived at the Camber to meet the

made fast to the ship on the bow, one on

Portsmouth Pilot who would be taking me

the stern and one on the port quarter. The

out to the ship. I had met the pilot several

tugs in use were Irishman, Guardsman and

times before and spoken to him many

SD Tempest.

times on the radio when carrying out our
duties.
He discussed the boarding arrangements
and gave me a Portsmouth pilot all
weather jacket, which included a lifejacket
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THE
APPROACH
We approached the ship and I
prepared myself to board. I
walked around the outside edge
of the boat to find the bow
leaning onto the ship below the
pilot ladder. The marine officer
then told me when to begin
climbing the ladder and to do it
slowly whilst always holding the
ladder. It was about a seven
metre climb.
Once on board I was met by the
crew who escorted us to the
bridge. Seven sets of stairs later
we reached the bridge
exhausted and out of breath.
We were greeted by the Captain,
third officer and helmsman. We
introduced ourselves and the
pilot then informed the Captain
of the berthing plan and the
arrival plan for the vessel. I took
up position on the port side of
the bridge so I could see all the
tug movements. The pilot
navigated the ship through the
Nab deepwater channel and
proceeded towards the forts.
The Queens Harbour Master
then informed us of a warship
movement inside the port which
we couldn’t pass until it was
completed. We therefore
reduced our speed which
delayed our arrival to give them
plenty of time to finish the
movement.

12

The pilot told the captain it would be 20 mins
until the tugs connected and to have his crew
ready to send a line to the tugs. We then passed
between the sea forts “Horse Sand Fort” and “No
Man’s Land Fort”. We started turning to
starboard for our entry into the Bar channel into
Portsmouth with the Portsmouth skyline
looming into view.
The pilot and I then discussed how the tugs
would connect to the ship. This was very
interesting as it was hard to tell the aspect of
the tug from the bridge. The pilot then
contacted the tugs on the radio and discussed
the manoeuvre with the tug masters. The tug
masters discussed the speed they would make
fast to the ship, where they are going to
approach from and the Safe Working Load of the
bitts they would be connected to.
As we entered the Bar channel, we could see the
first two tugs waiting just off Spit Sand Fort on
either side of the channel. I moved to the
starboard bridge wing and watched the tug
“Tempest” manoeuvre around our stern to a
position dead astern of the ship. You could
barely see the tug, its mast only being visible
above the containers on the stern of the ship.
The tug then informed the pilot that he was all
fast to the ship and lengthened his towing gear
out ready to tow the ship when necessary. The
Tempest's role was to act as brake and assist
the ship around North Corner and Fountain Lake
corner if necessary.
The forward tug, Irishman, then made his
approach and disappeared under the bow to
make fast. We wouldn’t see the forward tug
again until he was on the port or starboard bow
towing. The forward tug's main role was to
assist the vessel around North Corner and
Fountain Lake corner, then go push – pull off the
berth.
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As we moved towards the commercial basin
and Albert Johnson Quay, the captain
opened the cover of the starboard bridge
wing manoeuvring console and checked
everything was fully functioning.
We had to squeeze past a ferry with a
bunker barge alongside. The fuelling had
been stopped before we passed. This
looked quite tight for the tugs, but having
been in this situation before, I knew there
was more room than it looked from the
ship. The pilot then ordered the ship to
stop its engines and now it was over to the
tugs and pilot to get the ship alongside.

As we approached the harbour entrance,
the third tug was waiting by the Gosport
side of the harbour. He then
manoeuvred alongside us and made fast
on the port quarter. He would be
operating stern first in order to assist
the ship around North Corner and
Fountain Lake corner as necessary.
The ship then proceeded up the harbour
until we reached North Corner where we
would be making a 45-degree turn to
starboard. At this point the tugs took
over and helped turn the ship around
the corner, the bow tug pulling to
starboard and stern tug pulling to port.
This was all done with little effort,
showing the skills of all involved.
The next corner to negotiate was
Fountain Lake corner. This turn was not
as sharp but as the ship was reducing
speed all the time, the tugs again helped
the vessel around the corner with the
forward tug pulling the bow to starboard
and the stern tug pulling the stern to
port.
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The pilot used the tugs to push/pull the ship
until it was flat alongside the quay with the
odd burst of engines to move the ship forward
or aft. The pilot gave the orders to the Captain
who gave them to the third officer who
operated the main engines from inside the
bridge. I observed the tug movements
throughout.
It was great to get this perspective as it
showed me the tugs were often out of sight,
especially once the pilot and captain had
moved to the starboard bridge wing. I
discussed the manoeuvre with the pilot
afterwards and both agreed it had gone well
although the coffee on the ship could be
better. The tugs kept a good position
throughout and applied adequate power
levels. We discussed the importance of good
communication between the tug masters and
pilot and how this can keep everyone in a safe
position throughout the manoeuvre. I
discussed the connection of the tugs with the
pilot and how we find more and more ships
seem to try to throw thick messenger lines onboard which means the crews often struggle
to get the line to the tugs.
All in all, we both found it a useful exercise
and agreed to do it again in the future. The
following day another tug master was going to
accompany the pilot for departure and
another pilot was going to go on-board one of
the tugs. We also hold regular dialogue with
the pilots to discuss how operations had gone
and if we could improve anything. This is very
beneficial and builds good relationships within
the port.
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HOW IT ALL STARTED

#Career_in_towage

I started my career in a more traditional role. To be
honest, I still don’t really know why I went to sea.
Maybe growing up on an island or because my father

Contributed by Paul
Baskerville of Kotug Towage

had been to sea subconsciously gave me the idea.
The 80s were a barren period for British shipping and
taking on cadets was probably furthest from their
minds but I managed to secure a cadetship with the
Royal Fleet Auxiliary and off I went. I spent 18 years
at sea and for the most part I thoroughly enjoyed it
sailing on a variety of ships and all over the world.
As seems to be common these days I was made
redundant on more than one occasion. After one such
time I stumbled across an advert for a Tug Mate with
a small independent British Tug owner who had just
secured a contract servicing a UK refinery. And so
began my towage career. Having spent some time as
Mate I was promoted to Master onboard and spent
seven very enjoyable years driving their ASD tugs.
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Find more stories like this
on our website
www.smallangles.com

Regrettably again the refinery closed and I found
myself in search of new employment until my present
employers KOTUG International, now Kotug Smit,
offered me employment, first in Rotterdam and now
in the UK where their business is steadily growing. I
have worked on a variety of their tugs including the
Rotor Tug, Azimuth Tractor Drives and Azimuth Stern
Drives. The work is varied and I am often working in
challenging conditions on strong tidal rivers. We work
a two week on/off schedule which allows for a good
work life balance. Day to day work varies dependent
on shipping but on top of the towage days are kept
filled with planned maintenance, survey work and
admin.
Even in the 15 years I’ve been involved in the towage
industry, tug design continues to evolve.
Port authorities are demanding more bollard pull for
the larger ships we are now seeing but with existing
or smaller tug hulls. Compliment these issues with
crews now living onboard more regularly than was
the case previously creates a need for some
ingenious designs to be developed.
Looking forward it seems the push towards
autonomous ships and tugs is gathering pace and I
don’t doubt the technology will become more reliable
in the future. What I don’t doubt also is that you can
never take away the human element required in
shipping and the towage industry as no remote
controlled vessel comes with the years of gained
experience which so many good tug boat Captains
carry with them.

17

DESIGN & TRAINING =
SUCCESS

Capt. Ron Burchett

Ron Burchett – designer, tester, trainer and operator – all these
components make for successful tugboat operation.
Ron was born in Tofino on the West Coast of Vancouver Island, Canada. His Asperger Syndrome
prompted him to question everything he saw about boats. At age six he spent time in the boatyard with
Mr. Hansen and carved yellow cedar hulls with the instruction from the native indigenous carvers –
“You must see the shape that you want in the wood and carve away the parts that you do not want”. His
affliction gives him the ability to see things in 3D. He would carve his hulls and test them off the end of
the dock – checking for stability and maneuverability. By 10 years old he was standing watch on his
father’s log towing tug.
Before radar, he learned “kelp navigation”. Feeling the wind on his cheek, checking the direction of the
waves and watching for the tide line all made it easier to travel – even in fog.
Ron “the wharf rat” worked on tugs on and off up and down the British Columbia coast from age ten.
He then came ashore to learn more by working in shipyards – starting with Masimoto’s.
Being in the shipyard gave him the tools to build professional models and also the experience of the
tradesmen gave him the ability to forward technology. The apprenticeship proved to be very valuable.
He realized that full-sized and model boats required the same knowledge and techniques.
Ron received commissions to build model boats for the naval architects to test their designs and to
make changes as required. It was at that time he realized he could use the models for training
purposes. It led to validation by the maritime suppliers – Voith, Schottel and other major suppliers. It
gave the tug companies an opportunity to test their new designs dynamically and to come up with
training programs.
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Now that we had models that were
capable of training the marine coastal
pilots, he was recommended to supply
the training models to Port Revel in
France. That was twenty-three years
ago. Ron has since added a training tug
to Port Ashe in Australia as well as tugs
to Warsash in Southampton and Mass
Maritime in Boston. Once they had the
tools the pilot trainers were able to
use the tugs to represent real life – the
scale effect was proven.
This led to trainers being able to
evaluate new techniques and methods
of training and also to re-create
accidents and assess the physics. This
led to risk analysis and is where we are
today. There is an evolution in tug
designs and propulsion which we are
able to evaluate and test with model
designs. There has been more
development in the last 25 years than
at any time in history – a real game
changer.
The outcome of all this was the
development of a training tug in
conjunction with Robert Allen Ltd. Ron
designed and built the “BRAtt” (Burchet
Rob Allen training tug) a 26 ft. tug with
two ASD Z -Drives. This boat has
already been used to train over 130

With Ron’s knowledge and experience he can cover all
aspects of the towing industry. He can conceive it, design it,
build it and drive it, as well as train the new operators and
train the trainers.
All this gives us the tools to advance the technology and the
training and also evaluate the design. It makes everything

people with excellent results.

better and safer. The training required is similar to learning

Ron has now progressed to designing

truck. Technology is advancing so quickly. Now we have the

full sized boats for mission specific
jobs based on many factors – i.e.
location, weather conditions and size
of ships to be handled. An example of
this would be taking the requirements
and building around them accounting
for the life cycle of the boat and the
training required for specific tasks.

to drive a high powered race car after driving an old pickup
platform, we can take the design to the next level. We have
the data to do that now – we didn’t have it before.
Looking into the future, training will be critical as the tugs
become more powerful and capable. With the lack of
apprenticeship today, training and validation is more
critical than ever. It has been suggested that we use
autonomous vehicles but the requirements of spatial
awareness and timing factors to do the job increases risk
immensely. We haven’t reached that level of data
technology yet. Four eyeballs are still better than a camera.
This offers challenges for the future training techniques.
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TWO NEW TUGS FOR ORKNEY ISLANDS
COUNCIL’S MARINE SERVICES

The design and build contract for the 32-metre tugs was secured by
Sanmar Shipyards of Turkey.
Construction is due to take place at Sanmar’s new specialist tug
building facility, all of which is undercover, at Altinova about an hour
south of Istanbul.
Delivery of the first tug is due around the May 2020, with second tug
three months after that. The names of the new tugs will be decided by
public vote in due course, but they are currently described simply as
Orkney 1 and Orkney 2. They will each cost £6.1 million.
The Council’s Marine Services team currently operates three tugs,
each with a bollard pull of 55 tons.
The operation of tugs, with a full fire-fighting capability, is an essential
component of the long running services provided to the Flotta oil
terminal.
They are mainly used for Flotta tanker operations, but over their 30
years of life they have undertaken a broad range of other operations,
including increasing Ship to Ship transfer business, cruise ship
berthings, marine renewables device towing, and complex charter
operations for oil-related vessels and platforms.
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THE CURRENT
VESSELS HAVE BEEN
WORKED HARD AND
ARE NOW REACHING
THE END OF THEIR
USEFUL LIVES IN
ORKNEY.

The tugs have also been involved

They will have a full fire-fighting

in their fair share of emergency

capability, forward and aft

assistance operations and, though

winches and will be much more

thankfully never used in the role,

capable than the current tugs,

they are a crucial component in

further improving operational

the marine pollution and fire-

safety as well as increasing the

fighting response plan for the

operational flexibility available

harbour area. Without the tugs,

to the Harbour Authority.

there would have been no oil port
operation, an activity which has

Brian Archibald, Head of Marine

been a key economic driver for

Services and the Council’s

Orkney for over 40 years.

Harbour Master, said: “The
current tugs have served us very

The current vessels have been

well indeed for over 30 years

worked hard and are now reaching

and the three vessels, with their

the end of their useful lives in

highly skilled crews, have

Orkney.

provided an excellent service for
Flotta and other marine business

WE HAVE SUITABLY
MODIFIED THE
DESIGN WITH OUR
DESIGNERS NOT

As a result, the Council approved

at the highest standards.

the purchase of two new-build

Although the tugs have been

tugs to a modern design and to

expertly maintained, they are

modern standards of safety,

now approaching the end of

stability and operational

their useful life in Orkney and, in

capability.

order for Scapa Flow to maintain

Following a competitive

its faultless safety record and to

procurement process, Sanmar was

continue to thrive as an income

selected as the successful tender

generator for our islands, the

with Canadian Designer Robert

new tugs are essential.

Allan Limited’s RAstar 3200SX
design. The new tugs will each

We are replacing two now and

have up to 80 tons of bollard pull

will work on the best solution to

and will be powered through two

replacing the third tug over the

Rolls Royce azimuth stern drives

next 12 months or so. I am

with controllable pitch propellers.

delighted that we have selected

ONLY ACCORDING
TO THE TENDER
REQUIREMENTS, BUT
ALSO ACCORDING

Sanmar as the yard to build
They will have some specific

these two new ships – I was

features for Orkney’s conditions

highly impressed with their

and operations, but the overall

modern facilities, design team

design is well proven world-wide.

capabilities and quality of

TO THE DEMANDING

workmanship I observed when I

CONDITIONS OF

December."

visited the shipyard in

ORKNEY
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“They have an excellent reputation as one of the top

“Over and above this, I have

builders of tugs worldwide and I look forward to working

responsibility for the safe operation of

with them over the course of this contract.”

the harbour and these new tugs are
essential to maintaining our

Councillor Graham Sinclair is Chair of the Council’s

reputation for safety. The design

Development and Infrastructure Committee. He said: “We

expertise and skills of Sanmar in

are proud of the services we have provided to Flotta over

building the new tugs means that we

the decades and that we will continue to do this at the

can look forward to the arrival of two

same time as establishing Orkney as the pre-eminent

fantastic new vessels and I very much

location for ship to ship operations in northern Europe,

look forward to seeing them operate

with 66 operations last year."

in local waters in 2020.”

This growth along with the Flotta operation would not be

Ali Gurun, from Sanmar Shipyards

possible without world class tugs and crews and this

said: “We are proud to be building

success means that now is the time to invest in this

these two superb Robert Allan Limited

essential equipment.

design tugs for Orkney. We have
visited the port and spent time with

“This will allow the Council to make the most of current and

the team and the crew and tried to

future marine business opportunities and this will enable

understand the operational needs of

harbour operations to continue to cover the full costs of

the area. As a result, we have suitably

the Marine Service operations as well as where appropriate

modified the design with our

providing a return to the Strategic Reserve Fund, which in

designers not only according to the

turn provides the opportunity for the Council to maintain

tender requirements, but also

services as a whole at a time of financial challenge."

according to the demanding
conditions of Orkney.”
Marine Services is also in the process
of purchasing a new pilot vessel from
Spain. This already under construction
and should arrive in August this year.

They have an
excellent reputation
as one of the top
builders of tugs
worldwide and I look
forward to working
with them over the
course of this
contract.
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THE SAFE WORKING LOAD (SWL)
SHIP’S TOWING EQUIPMENT
BY HENK HENSEN

The bollard pull of harbour tugs has

2. Another consequence is that tugs have to

increased considerably from about 20 - 30

reduce power in such a way that bitts and

tons up to around 70 – 80 tons nowadays,

fairleads can cope with the towline force. In

with up to 100 tons for terminal tugs, in a

other words, the tugs should pull with such an

period of approximately 30 - 40 years. These

amount of power that the towline force on

powerful terminal tugs often operate in port

ship’s bitts and fairleads is not more than their

areas as well.

respective SWL values.

This has three important consequences for

3. Pulling with reduced power has the

ship handling with tugs:

consequence of increased risk for the ship to
be handled. When for instance an incoming

1. The strength of bitts, fairleads and

ship needs two tugs of 70 tons to compensate

supporting structures of the ships being

for the wind pressure, they cannot deliver that

assisted did not keep pace with the

power and the ship may start drifting, or an

increasing power of tugs and consequently

extra tug has to be ordered; an unacceptable

increasing tow line forces.

situation.

This has resulted in situations where bollards
and/or fairleads have been damaged or even
ruptured from their foundations. There is no
clear relation between the power of tugs and
the strength of ship’s bitts and fairleads.

Some important aspects of the requirements
will be highlighted:
Shipboard fitting means bollards and bitts,
fairleads, stand rollers and chocks used for the
normal mooring of the ship and similar used
for the normal towing of the ship. Any weld,
bolt or other fastening connecting the
shipboard fitting to the supporting hull
structure is part of the shipboard fitting and
subject to any industry standard applicable to
such fitting. Supporting hull structure means
that part of the ship structure on/in which the
shipboard fitting is placed and which is directly
submitted to the forces exerted on the
shipboard fitting.
The design load used for normal towing
operations (e.g. harbour/manoeuvring) should
be 1.25 times the intended maximum towing
load (e.g. static bollard pull) as indicated on
the towing and mooring arrangement plan.

GUIDANCE ON
SHIPBOARD
TOWING AND
MOORING
EQUIPMENT
In 2005 IMO came out with MSC/Circ.
1175 `Guidance on Shipboard Towing
and Mooring Equipment', as a guideline
when applying SOLAS II-1/3-8. The
requirements mentioned in MSC/Circ.
1175 were introduced in the IACS
Members Rules (IACS Unified
Requirement (UR) A2. The requirements
became mandatory for all new
displacement type ships on 1 Jan 2007.
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The method of application of the design load to the fittings and supporting hull structure should be
taken into account such that the total load need not be more than twice the design load mentioned
above, which corresponds to 2.5 times the intended maximum towing load (e.g. the tug’s static bollard
pull) as indicated on the towing and mooring arrangement plan. This applies to fairleads, chocks and
stand rollers where the towline makes an angle and the resultant force on the fitting is thus higher
than the design load on the towline.
The Safe Working Load (SWL) used for normal towing operations (harbor/manoeuvring) should not
exceed 80% of the design load of 1.25, being 1 times the intended maximum towing load (e.g. static
bollard pull) as indicated on the towing and mooring arrangement plan.
Where the towline makes an angle the SWL of the fittings takes into account the larger forces on the
fittings due to that angle, as mentioned above.
The above provisions on SWL apply for a single post basis (no more than one turn of one line).
The towing and arrangements plan should define the method of use of towing lines.
The towing and mooring arrangements plan should include following information:
·

location on the ship;

·

fitting type;

·

SWL;

·

purpose (mooring/harbour towing/escort towing); and

·

method of applying load of towing or mooring line including limiting fleet angles.

The following questions arise:
1.

Does the intended maximum towing load (e.g. static bollard pull) as indicated on the towing and

mooring arrangement plan comply with reality in the port, such as the bollard pull of tugs in the port?
If this would be the case, which it isn’t, the effect of steep towlines and dynamic loads in the towline
are still not taken into account.
2.

The above rules apply to ships built on or after 2007. How is the situation on board ships before

that date?
IACS UR A2 “Shipboard fittings and supporting hull structures associated with towing and mooring on
conventional ships” (see above) exists since January 2004 and has regularly been updated. There are no
clear requirements before 2004 (probably shipyard standards).
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What about corrosion which often occurs on
deck and below deck in top part of ballast
tanks. Many vessels have ballast tanks in
forward and aft end for trim purposes and in
several cases the towing fittings are mounted
above these tanks.
Conclusion
It can be concluded that considering the bollard
pull of tugs, the forces in the towline, and the
present requirements for ship fittings, an unsafe
situation easily develops in ports, due to the fact
that powerful tugs may not be able to use full
power to keep the ship under control.
Recommendation
Always check on the towing and mooring
arrangements plan for the SWL of bitts and
fairleads to be used for towlines. Unless a higher
towing load is marked, the SWL for mooring
should be taken as the limiting load for the
bollard.
If bollards and fairleads are marked with TOW,
then this value can be used.
Use the lowest SWL value of bollard and fairlead
for the maximum allowable towline force, which
may result in tugs being unable to pull at full
power. In that case extra tugs might be needed.
Further work
Please be advised that both the circular and the
regulation are currently (2017) under review in an
IMO (SDC Sub-Committee) Correspondence Group.
SDC is not scheduled to complete its
consideration of this item until its meeting in
2019.
Any outputs from this work will then have to go to
the Maritime Safety Committee for finalisation.
Any amendment to SOLAS regulation II-1/3-8 will
not now enter into force until 1 January 2024
(according to the 4 year cycle of amendments for
SOLAS); though changes to MSC.1/Circ.1175 could
be agreed as early as May 2019 (if the meeting of
SDC that year, is sufficiently early that year)
though it could be May 2020 (as reported by IACS).
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PAUL ROBINSON APPOINTED CHIEF
OPERATING OFFICER OF SEAWAYS
GLOBAL
We are happy to announce
that Commodore Paul
Robinson, Royal Navy has
been appointed Chief
Operating Officer, SeaWays
Global as of 13 March 2019.
Paul has over 40 years of
experience in maritime
business. After a full career
in the Royal Navy, including
several command positions,
he moved to the commercial
maritime sector managing a
marine services portfolio
which included a £1Bn PFI
contract providing towage
and other support services
in the UK Royal Dockyards.

With a background in business development as well as contract delivery, in his new role, Paul will be
responsible for leading and supporting further development of the SeaWays brand.
Paul said:
“I have worked with SeaWays for 4 years in a supporting role and am thrilled to be moving into a
more pivotal position. Under Steve and Neil’s guidance SeaWays Global has built on the fantastic
foundations laid by Arie Nygh. Having secured some superb long-term business, the company now
stands on the edge of even more truly outstanding opportunities. We have a very exciting time
ahead.”
SeaWays Global are delighted to welcome Paul into the role of Chief Operating Officer for the
business. Both Neil Sadler and Steve Sandy know that the continued growth of SeaWays Global is in
very good hands with Paul at the helm and he will certainly bring a great deal of experience and
necessary skills to enable us to reach our goals year on year. The business is seeing huge growth
which is enabling us to expand our team and with this many exciting opportunities are becoming
available. As Chief Operating Officer, Paul will be pivotal in shaping the future of SeaWays Global
and will deliver on all future growth areas. This will in turn enable SeaWays Global to consistently
enhance and grow our training products and customer base, keeping the world class standard as
the standard for the industry.
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SEASPAN MARINE TRANSPORTATION
WELCOMES NEW VICE PRESIDENT,
HEALTH, SAFETY, ENVIRONMENT
AND QUALITY

Seaspan Marine Transportation is pleased to announce the appointment of Steve Barron as Vice
President, Health, Safety, Environment and Quality (HSEQ). As a member of Seaspan’s senior
leadership team, Steve is responsible for providing strategic leadership and direction for all health,
safety, environment and quality management systems throughout Seaspan Marine, Seaspan Ferries
and Marine Petrobulk. He oversees the HSEQ strategy, business plans and initiatives and leads a
team of dedicated safety professionals.
“Steve is a Master Mariner who brings more than 35 years of operational, safety, quality and
environmental management experience in the maritime and offshore industries to Seaspan,” says
Frank Butzelaar, CEO of Seaspan Marine Transportation. “As Seaspan continues to focus on building
a world-class safety culture, I am confident that Steve’s dedication to safety and his passion for
continuous improvement will help us achieve this.”
Steve joins Seaspan from International Maritime Services, where he was Director HSEQ. He has
served as Principal Maritime Advisor and Incident Investigator to three governments, Harbour
Master of eight ports and Senior Lecturer at two maritime academies, including three years as
Senior Lecturer at the Australian Maritime University.
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