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The New Zealand Pilot
Kia ora koutou

A

warm welcome to you all from the editorial team
of the rebooted New Zealand Pilot’s Magazine in
this, our first publication since taking on the role. Six
months have passed since the last edition from the
previous editor Hugh O’Neill. Hugh displayed a level of
commitment that consistently produced a magazine of
high quality and relevance on our behalf for the last 10
years. That commitment has rightly earned him
legendary status. My only hope is that we, the new
editorial team, can live up to that standard and build on it
over time.
The first item I would like to draw your attention to is
the 2021 Conference flyer on the inside front cover. 16th/
17th November in Nelson. Further details on registration
and speakers will follow in the next few weeks, but please
keep those dates clear if you can.
The aims of this magazine are simple. We want to
produce a magazine that is written for and read by New
Zealand pilots, that looks forward, back, inward, and
outward and discusses current issues around piloting
practice worldwide. We also want it to be of interest to
our partners – other pilot’s associations, port companies,
councils, regulators, and equipment manufacturers. We
encourage articles of interest from all of our partners.
For this first edition, we’re starting with a pdf format.
We hope to publish the next edition in a Flip HTML
format, which will open up a whole world of further
opportunities including hyperlinks to further reading,
websites, social media, and video files.
We’ve got a few regular features planned, some of which
you’ll recognise from previous editions, such as Ports of
Call. In addition to a short article about your port (or
your neighbours), we encourage correspondents to send
us some nice photos of your port or your people. We’ve

added a couple of our own for this edition to plug some
gaps.
Historical articles are very welcome – about your port,
region, people, or shipping in general. We’ve included an
article on the life and career of Dick King from Nelson in
this edition.
Each edition will also include good practice articles
reproduced from other publications around the world or
written by our own members. In this edition we include a
technical article written by Ed Verbeek in 2016 on
correct interpretation and limitations of PPU predictors.
It’s an oldie but a goodie. We’ve also included a recent
article by our own John Clarke on threat and error
management in the maritime sector.
Other planned features such as “Questions to the Exec”,
don’t appear in this edition because nobody’s asked us
anything yet. This is where you can hold the NZMPA
Executive members to account by posing questions, no
matter how controversial. If you have any questions or
comments, please email or phone any member of the
Executive or the Editorial team.
The more input we get from you the readers, the better
the magazine will become. So we encourage feedback and
input from everyone and in any form you see fit. We hope
you enjoy this edition.
Ngā mihi

The Editorial Team
Matt Conyers, Colin Sellars, Steve Banks
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The Channel:
An update from the NZMPA President

A

s a start I would like to thank the editorial team for
stepping up to the plate to make this happen. We are
extremely excited with the reimagining and launch of our
digital pilot magazine and hope that it is equally well
received with its viewership.
The NZMPA Good Practice Guide for Pilots (Core
Competencies) is nearing a presentable draft and will go
out for consultation with the membership before it is
launched later this year. The document has evolved into a
framework from which generic and port specific pilot
training and assessment could stem. It has taken a little
longer than originally envisioned but you can’t rush
quality, which is what I am confident the document will
reflect once released.
Last year, MNZ issued a general exemption to pilots from
the requirement to comply with Maritime Rule 53.4(2)(A).
That is the requirement not to board a non-compliant
ladder until the deficiency has been rectified. The
Association was opposed to this exemption and we sought
legal advice. As a result, we attended a Select Committee
hearing on 5 May and made a submission to the
Regulations Review Committee to have the exemption
removed. John and Bevan from Izard Western presented on
our behalf and Capt. Lew Henderson represented the
NZMPA Executive. The hearing was open to the public
and streamed live. It was also recorded and can be watched
here: https://www.facebook.com/watch/live/?
v=221557693073495&ref=watch_permalink
We now await the findings of the Committee. While this
legal process takes place, representatives from MNZ,
Marine Managers, and the NZMPA executive have formed
a working group in an attempt to make the approach to
non-compliant ladders consistent across all NZ ports. An
advisory document, including drawings of compliant pilot
transfer arrangements is being drafted by this group, that
can be ratified by all NZ ports and sent to all vessels
arriving in NZ. Attached to the document will be a short
pilot transfer arrangement declaration/check list to be
completed by the Master and returned to the port prior to
boarding a pilot.
I would like to share something I experienced a couple of
months ago. I was scheduled to bring in a trawler, mid tide
into Bluff. I followed the standard procedures we do before
all jobs and noted what I thought was the time for low
water when in fact the opposite was true. A classic case of
confirmation bias, I formed an opinion and embraced it
even though on the ride out I could see the tide was doing
the opposite. The reason I mention this, is because I think
of what the noted Israeli psychologist Daniel Kahneman
suggests to reduce confirmation bias when it arises. He
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NZMPA President

suggests “adversarial collaboration” which means bringing
together two researchers who disagree and have them
conduct an experiment jointly.
In this instance the experiment was piloting, and the
“adversarial collaboration” was me and the PPU. My initial
actions were based on my own confirmation bias, until my
adversary showed me otherwise. This helped not only to
reduce, but to destroy the confirmation bias that had
formed in my mind, because the data it gave me forced me
to question my actions.
In Bluff, we have recently received the largest container
ships ever to call at the port and we have adopted a 2-pilot
approach to these. Having a knowledgeable colleague with
you really does reduce the workload for the lead pilot
particularly in an environment where BRM is not what it
should be. While this would be an ideal approach to deal
with the severe lack of quality BRM on our coast
encountered by pilots, it may not be a financially viable
option. This is where I personally view my PPU unit as a
reliable co-pilot who helps to ease the workload to a large
extent. Yes, it is a machine and has its failings, but the
benefits far outweigh its failings. It also comes down to
understanding your co-pilot so the two can work in
harmony together. This can only be achieved by having a
good working knowledge of your PPU.
This leads me onto a really interesting article I read which
was sent to me about due diligence. For those interested,
visit http://r2a.com.au. The article I am referencing here
is the one that deals with the outcome of the findings of
the White Island eruption –
“Perhaps what has surprised many in NZ is the observation
by NZ Worksafe, that for critical (kill or maim) hazards like
volcanic eruptions, it only has to be reasonably foreseeable,
not actually have happened before. That is, the fact that the
hazard has not occurred before is not sufficient to warrant
not thinking about it any further.”
All in all, due diligence has become endemic to the point that
it has become, in the philosopher Immanuel Kant’s terms,
a categorical imperative.”
Due diligence includes a lot of factors for a Pilot, but in my
opinion having a sound working knowledge of your PPU
and not just taking it along for the ride plays a big part in
due diligence.
In the words of William Penn – “Patience and Diligence,
like faith, remove mountains”
Soli deo Gloria

Paul James
Blu Pilot, NZMPA President

Meet the New President…
Bluff Pilot Paul James was
nominated and duly elected
President of the Association at
the last AGM in Dunedin 2021.
For those of you who don’t
know Paul, we posed him a few
simple questions about his
background and his
motivations.
Describe your rst trip to sea? What type of ship
was it and where did it trade?

years. The thing I miss most is the camaraderie I shared with
my shipboard mates.

My first trip to sea was onboard the Maersk Nautilus (the
original one) and no she was not commanded by Captain
Nemo!. She was a 270,000t VLCC, 322m length overall, 56m
beam and a 19.8m draft – a monster for her time, she traded
between Saudi Arabia (Persian Gulf side) to a couple of
ports in Japan. I sailed on the vessel for little over a year.

What motivates you as President?

Who were your mentors or role models that you
sailed with? What did they teach you? Are you still in
contact?
I first went to sea in 1998, so I have had my fair share of
mentors and role models over the years. I feel that singling
any one person out would be to dishonour the others. One
thing they have all had in common is the integrity and
passion with which they carried out a job they all loved,
whether it was sailing on cargo ships across the world,
driving passenger vessels across the cook strait or piloting
ships in Bluff.
When did you decide that you wanted to be a pilot
and why?
It was my second ship ever, Maersk Crest – a car carrier that
traded around the world. As a cadet I did a lot of steering in
and out of the ports and had a first-hand view of some
highly skilled ship handling (car carriers are not easy beasts
to tame). I knew then if I was to continue in this profession
that being a pilot is the job I would ideally love to be doing.
Was the transition from Master to Pilot di cult for
you? Do you miss anything from your sea going
career?
I quit sailing as a Master with Maersk as I was missing out
on family life and wanted to be home more often. We made
the move to New Zealand with an opportunity I was given
with Interislander as a third officer. It was a hard move, not
only because I had to restart my career but because I had left
a company I had spent my entire sea going career with – 15

I have always had an attitude of being part of the solution. I
was humbled with the opportunity to lead an association that
is doing its bit in representing pilots in relevant sectors of
the industry that ensures we have a voice in decisions that are
being made. I also have a strong desire to try and constantly
improve and grow in the way I do my job and feel that it
plays a big part in my drive for association work.
If you could magically change two things in the
maritime industry today, what would they be?
Safer and fool proof boarding arrangements for Pilots. BRM
on all cargo vessels would be of the same standard as most
cruise ships.
What do you enjoy in your time o ?
Spending time with my family would be my favourite thing
to do in my down time, whether its at home or on one of our
many road trips around the country. I enjoy watching sci fi
serials. I have also recently discovered my interest in target
shooting and look forward to my weekly event.
Tell us a little about your home life and family
background?
I grew up in a city called Pune, in India, with my mother and
older sister while my dad was away serving as a Colonel in
the army. We weren’t able to live with my father as he was
part of the ‘border force’ living and working in war zones.
My mother who is a retired pathologist, used to run her own
clinic and my sister who had a long career in the airline
industry is now pursuing her passion of caring for animals.
I have been married to Shauna for the last 15 years but we
have been part of each other’s lives for the past 27 years (we
met when I was 14). We are blessed to have a 12-year-old son
Nathanael and a 13-year-old dog Max. We are very thankful
to God for being in a country where we can spend quality
time together.
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Acknowledgement to
Exceptional Service
The first issue of the magazine under its new
editorial team cannot be released without
acknowledgement of its previous editor. Hugh
O’Neill served as editor for 10 years from 2011 –
2020 and during that time single-handedly published
40 magazines. With great determination he managed
to release a new issue every 3 months without
failure, and that in itself is an amazing feat.
Speaking from a personal perspective, I got to know
Hugh after attending my first AGM in 2011, when
Hugh coordinated the meeting in Otago. I
subsequently got to know Hugh much better after
becoming Vice President in 2012 and then President
in 2015. We worked closely over the next 9 years
and both decided to step down from our roles last
year, however I hope that will not be the last I see of
Hugh.
As an editor Hugh never failed to contribute
numerous articles, and also generate discussion and
debate. His Masters Degree in Maritime History
and desire to challenge tradition and inequalities

always made for interesting reading. His Scottish
pride plus passion for all things maritime was always
evident in his articles and to those who met him. In
recognition of his commitment to our profession
and the association, Hugh was awarded Life
Membership last year.
I finally wish to thank Hugh for his determination
and commitment in leading the group of Otago
pilots who managed and facilitated last year’s
conference and AGM in Dunedin. This in itself
would be a major task for anyone, however Hugh did
this at the same time as he supported his beautiful
wife Karen who was battling a long-term illness at
the same time. Many will not know that Karen spent
time in hospital during the week of the conference
and was lost to Hugh and his daughters a few weeks
later. Having met Karen on a number of occasions,
my heart goes out to Hugh, and daughters Ellie,
Sophie and Maddie.

Steve Banks
Secretary and past-President

.
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Use the App!
Lew Henderson, CentrePort Pilot
(with much help from Troy Evans)

I

t is now 5 years since NZMPA started our
reporting data base. Our thanks must go to
Troy Evans for this excellent work as a part of
our web presence. The report available on the web
site has evolved from 2016 with more fields and
specifics so we can use the data more constructively.
The NZMPA Executive acts on behalf of its
members with many agencies - notably MNZ,
IMPA, AMPI, Chirp and others. However, we need
information to support our endeavours and data
collected from these reports is our prime tool.
Without specifics and verifiable information, we
only have our opinions, and agencies like MNZ
need proof of problems.
In 2019 we decided to commit to an App for Pilots.
This is now fully operational, and the reporting
tool is in use. It is specifically designed to capture
Pilot Ladder or PBA problems and is now able to
produce a PDF report that can be used for internal
or company specific reporting.
The App will direct you to the NZMPA website if
the report is concerning other parts of our
operation. Here are a few stats from Troy:

Total 126 reports from May 2020 - May 2021
1%

2%

Pilot ladder

22%

Total reports to the Web tool - 769 over 5
years
450 have been passed onto MNZ, 335 onto
Chirp.
Auckland, Napier, Wellington, Lyttleton have
sent over 100 each - a couple of our ports have
sent less than 5.
Most problems are with container and bulk
with some from cruise, fishing, and general
Most problems are with ladders, but this is
reducing as more ladders reports come via the
App tool.
The App is increasing as a method of reporting
but overall, the number of reports through both
systems is waning. It is your legal responsibility to
report non-compliant issues to MNZ and it is much
easier to do this through our system.

Vessel issue
Crew
Lack of BRM
PPU

75%

The more we report then the higher the probability
that we can achieve change and make our lives safer.

Other
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Feature: Threat and error management

Reproduced from ‘Seaways’ January 2021

Threat and error
management
‘Defensive driving’ for the maritime sector

John Clarke MNI

I

n aviation training there is a well-known saying:
‘A superior pilot uses his superior judgement to avoid situations
that would require his superior skills.’
The UK’s Civil Aviation Authority quotes this when describing
the concept of Threat and Error Management to people who may not
be familiar with it.
If you are a mariner and you’ve never heard the term threat and error
management (TEM) used before, you are not alone. It is not a widely
recognised term in the maritime industry, but it probably will be heard
more regularly in coming years.
The subject piqued my interest when I encountered an overview
of it on a bridge resource management (BRM) course and it was
mentioned again later at a safety seminar. I began to think that I should
find out a little more about threat and error management and whether
or not it had any relevance to my work as a harbour pilot. After an
initial internet search, I found that virtually all of the TEM literature
presently available online was specifically related to aviation or
emergency/operating room medicine. There were only a few references
to maritime TEM, but nothing more detailed than one or two BRM
syllabuses listing TEM as a topic heading.
After researching a large number of available articles and discussing
the concept with some human-factors experts including Ravi Nijjer
(Marine Consultancy Group) and Bob Hubble (Wrightway Training)
I was able to get a better grasp on the subject and it is clear to me now
that threat and error management is something that mariners will need
to become familiar with in future.

Most of our maritime human factors knowledge devolves directly
from the aviation industry. If you compare the topics covered in
aviation CRM workbooks with our own BRM texts, they are very
similar: leadership, situational awareness, workload management,
stress, fatigue, cultural factors, communication, and decision-making.
Given that TEM has been progressively introduced into training and
line operations in the aviation and medical professions since the late
90s, it seems certain that maritime human factors training facilitators
will follow suit; indeed, a progressive few have been doing so for some
years already.

What is TEM?

There is no consistent definition of threat and error management.
I’ve seen it referred to variously as:
An overarching safety concept
A set of attitudes and behaviours
A set of practices that support safer operations
The practical application of CRM theory to operations
A way to use human factors skills to ensure technical skills are
properly applied.

Bridge resource management first
introduced mariners to human factors theory
and is a valuable contributor to maritime
safety. Threat and error management is the
logical next step forward

Where did TEM come from?

The origin of TEM lies in the aviation industry in the mid-1990s. It
had been noted that despite high levels of human factors awareness
and crew resource management (CRM) training in the industry, errors
continued to be made in the cockpit. There followed a realisation and
acceptance that it was impossible to eliminate human error entirely,
so it would be better to put the focus on training aviators to use CRM
practices to manage the errors. This was considered in the aviation
world to be a breakthrough moment.
Since then, TEM theory has rapidly developed and has now become
daily practice among commercial aviators whether working in singlepilot charter flight cabins or wide-body jet cockpits. Even so, aviation
academics still cannot agree about whether CRM is part of TEM,
or TEM is a part of CRM. Some sources describe TEM as sixth
generation CRM. Notwithstanding the debate, it does seem to work
for them in practice and that probably indicates it is more important to
consider the utility of TEM than to view it as a science.

1014 | Seaways | January 2021
Threat and Error Management_SGS.indd 14

This lack of consistency isn’t very helpful but fortunately the UK
Civil Aviation Authority provides some clarity in its Flight-crew human
factors handbook (2014). In that publication CAA defines threat and
error management as: ‘…the practice of thinking ahead in order to
predict and avoid errors and operational threats, and manage any that
occur (similar to the practice of defensive driving)’ (CAA, 2014).
A critical point to note is that proficient TEM practitioners accept
that errors will occur, and understand that they can’t ever know what
all the errors will be or when they will happen. The aviation industry
refers to pilots with a good TEM attitude as operating in ‘a state of
chronic unease’; they constantly look for and expect threats and errors
to arise. The belief is that anticipation builds vigilance, vigilance is
the key to recognising threats and errors, and recognition leads in most
cases to recovery.
It could be said that TEM is consistent with the vigilant and
Read Seaways online at www.nautinst.org/seaways
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thorough attitude that good seamen have always displayed. Most
mariners would agree that there have always been Masters and pilots
who seemed to attract less excitement and drama in their working lives
than many of their peers. Mariners might even view TEM as simply the
practice of good seamanship.

The TEM model
In an attempt to cut through the jargon and make TEM more userfriendly, academics have developed a visual model to illustrate the
relationships between threats and errors and crew actions to manage
them. A number of versions of this model can be found with slight
variations. The following model is adapted from Helmreich et al
(1999).
In this TEM model threats are categorised as:
External (mechanical failure, vessel condition, environmental, poor
communication, traffic, or external errors etc)
Internal (fatigue, distraction, boredom, over/under-confidence, lack
of currency, lack of skill, behavioural, stress etc)
Errors are classified as:
Internal (bridge team slips, lapses, mistakes, violations)
External (engine room or deck crew, VTS, other traffic, terminals,
tugs etc).
The model proposes using BRM behaviours as TEM
countermeasures to:
Recognise and avoid threats
Detect and trap errors.

TEM countermeasures
TEM describes specific practical countermeasures to manage the
threats and errors:
Planning countermeasures, including passage planning, briefing,
workload delegation and contingency plans.
Execution countermeasures, such as monitoring, cross-checking,
closed-loop communications, workload and automation management.
Review countermeasures, eg monitoring and modifying plans as the
passage proceeds, thinking aloud, assertiveness, asking questions.
Mariners will recognise these countermeasures. They are simply the
practical application of bridge resource management.

What is the relationship between TEM and risk
management?
Risk management sits at the heart of our safety management systems.
But it is important to remember that no matter how good your SMS
is, procedures don’t navigate ships – mariners do. And like all humans,
mariners must be expected to make mistakes.
Risk management and TEM can be considered as two sides of
the same safety management coin: risk management is the process
of deciding whether or not an operation can be conducted to an
acceptable level of risk, whereas TEM is the process of managing
the safety of a particular operation once it is already underway (Civil
Aviation Safety Authority (CASA), 2017). CASA does qualify that
statement by noting that there are overlaps between risk management
and TEM in the planning, preparation and post-operations review
stages of an operation.

The TEM model
EXTERNAL
THREATS

Expected
events

INTERNAL
THREATS

BRM
BEHAVIOURS

OUTCOMES

External
error

Bridge team error

Threat recognition
and error avoidance
behaviours

A safe
passage

Read Seaways online at www.nautinst.org/seaways
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Unexpected
events

Error detection
and management
behaviours

!

INCIDENT/
ACCIDENT

Additional
error
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What does good TEM look like in
practice?

Sometimes it can be easier to show examples than to
describe a new concept. I am a harbour pilot so I will
use an example that is familiar to me: a pilot setting
out to sail a ship and adopting sound TEM practices.
Before leaving home, the pilot obtains up-to-date
weather and tidal information from official sources.
The pilot checks all personal safety equipment,
checks the PPU and radio batteries are charged
and that they have back-ups for any other essential
equipment. At the office the pilot completes all
required planning documentation and calculations.
The latest information about the pilotage area and the
ship is reviewed.
The pilot takes a moment to consider what actions,
conditions or events are likely to produce errors
on this particular day, leading to the identification
of internal and external threats applicable to
this pilotage. The pilot considers how best these
anticipated threats could be avoided. The pilot
considers fatigue, stress and any latent threats to
personal performance.
On the ship, the pilot leads a bridge team briefing
and follows any pre-departure procedures. The pilot
familiarises themselves with key navigational aids
and assesses the bridge team for indications of stress,
fatigue or dysfunction. The briefing includes all
known or anticipated threats such as scheduled traffic
or tidal constraints. The briefing discusses proposed
countermeasures to anticipated and unanticipated
threats. Tasks are delegated and responsibilities
defined.
Once the pilotage begins the pilot devotes most of
their attention to keeping the ship on track according
to the pilotage plan. The pilot’s primary source of
information is looking out of the bridge windows at
physical navigation aids and surrounding landscape,
cross-checked against secondary sources where this
does not distract from conning the ship. The pilot

Key TEM
take-aways
Nobody can predict which
hazards will affect a ship
on any given day
Unanticipated external
threats and internal errors
will occur during every
pilotage or navigational
watch
Prepare and plan well
Assume nothing
Continue to check the
critical things
Stay vigilant
Expect surprises

takes opportunities to check that the bridge team is
continuing to monitor the ship’s progress.
The pilot monitors their own situational awareness
and prioritises or delegates tasks to manage workload
and minimise distraction. As the ship proceeds along
the route the pilot continues to look outside the
bridge and scans bridge equipment for threats that
may not have been anticipated, and monitors critical
actions of bridge team members to trap errors.
When confronted by threats and errors, the pilot’s
first priority is to continue to con the ship. The pilot
does not fixate on managing the threat or error to
the detriment of the ship’s control. The pilot takes
immediate actions such as reducing speed or steering
away from hazards to allow more time to resolve
threats or error. If the ship is entering an unsafe
situation, the pilot first recovers the ship to a safe
position before dealing with other problems.
In the pilot boat, on the way back to the berth, the
pilot takes a moment to reflect on all threats, errors
and unsafe states that were encountered during the
pilotage, and what could have been done better.
Later, the pilot might discuss the threats, errors and
unsafe states with other pilots to improve TEM
strategies.
That’s what threat and error management should
look like if it is done right: a combination of practices,
attitudes and behaviours that minimises opportunities
for human-error accidents.

Where do we go from here?

It was bridge resource management that introduced
mariners to human factors theory, and it took many
years for BRM to be widely accepted as a valuable
contributor to maritime safety. Threat and error
management is the logical next step forward, taking
the theories from the BRM courses and applying
them to the real world of practical navigators.
Threat and error management needs to become
a core aspect of training and assessment for both
deck officers and pilots. TEM training offers a
golden opportunity to replace the traditional way in
which seamanship skills are developed (ie through
bitter experience of self or others) with exposure to
abnormal or emergency situations in a controlled
manner such as a classroom, simulator or mentored
bridge operations.
As a newly introduced concept, it will take time
for TEM to become widely accepted. Realistically
though, the better mariners have always had this sort
of habit – they just didn’t use this name for it. TEM
endorses good seamanlike practices and provides a
more organised way to apply those practices on the
bridge. Mariners seeking to elevate their performance
from ‘competent’ to ‘superior’ should adopt the
TEM mindset and use superior judgement to avoid
situations that would require the use of superior skills.

TEM takes bridge resource
management a stage further
16 | Seaways | January 2021
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New Zealand Maritime School
Simulation centre

•
•
•
•
•
•
•
•
•
•

Advanced Maritime Pilot training
Tug-master training
Dynamic Positioning training
Podded propulsion training
Ship handling training
HELM/BRM training
Port Development projects
Harbour research
Maritime Risk assessment
Bespoke training

Largest Ship Simulation Centre in the
Southern Hemisphere Launched
Captain Kees Buckens, FNI, MBA
Industry Engagement and Simulator Training Manager, New Zealand Maritime School
The New Zealand Maritime School (NZMS) has upgraded its
simulation centre to help students and industry prepare for the
future of shipping in the region.

The school acknowledges the valuable contribution of our
industry partners in delivering the centre for students.
Dutch tugboat construction company Damen and global
technology corporation Kongsberg have generously donated
two sets of Rolls Royce control handles.
The control handles match those found in modern tugs,
including Sparky, the new electric tug to be delivered to the
Port of Auckland later this year.

On Thursday, 8 April Transport Minister Michael Wood
opened the new centre that operates a total of seven bridges:
A full mission bridge simulator
Four part-task bridges
Two Full mission tug and dynamic positioning
simulators
A full mission engine room simulator
These new additions making it the largest Det Norske Veritascertified ship simulator in the Southern Hemisphere.
“The new technology guarantees a realistic experience for the
trainees,” says NZMS Industry Engagement and Simulation
Manager Kees Buckens.
“It enables increasingly larger ships to enter New Zealand and
Australian ports. The ports are building larger and more
powerful tugboats, resulting in significant growth of the
tugboat fleet in Australasia. The new Full Mission Tug
Simulators are critical in the training programs for both new
and experienced tug masters,” he says.
The two additional part-task tug simulators mean NZMS can
plan emergency tow jobs for up to four tugs working on one
vessel.
The Simulation Centre is the only Nautical Institute-accredited
training facility for Dynamic Positioning training in the
country.
The simulators are also used by the Royal New Zealand Navy
for simulation of the new HMNZS Manawanui for typespecific, podded propulsion, ship-handling and Dynamic
Positioning training.

The consoles in the full mission tug and dynamic positioning
simulators were designed in cooperation with the school’s tug
master training partner Seaways to develop realistic and userfriendly controls.
“The Maritime School has partnered with industry to create a
leading facility. Our students train on the systems they’ll use in
industry so they can make a significant contribution to this
vital sector in our economy,” says Manukau Institute of
Technology (MIT) Chief Executive Gus Gilmore. MIT
operates NZMS.
The full mission bridge simulator is in high demand by the
maritime industry for pilot Continuous Professional
Development (CPD) training and for research, port
development projects and maritime risk assessment studies.
Since 1924, NZMS has established itself as the premier
provider of maritime and logistics training in New Zealand.
The school provides a range of short courses, diploma
programs, in-house training services and consultancies
through the region.
The school offers training programs for nautical and
engineering programs to the international STCW code,
accepting up to 25 students per strand a year.
NZMS also offers training for yacht masters and for all
domestic maritime qualifications under NZ Maritime Rules.
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Living Legend:
Captain Richard Arthur King
Interview and article by: Matthew Conyer

I

first met Dick King in 2013 shortly after I began
piloting in Nelson. He accompanied me on the
departure of MV Chengtu from Brunt Quay, Nelson
as a compass adjuster. With a glint in his eye, he
introduced himself to me just as Dick the compass
adjuster. The weather was lousy - a rain bearing
northerly 20-25 knots and we were into the first hour of
the spring ebb. Dick watched me making hard work of
the departure. I got out in one piece, after which he went
up to the compass binnacle and worked his magic in the
rain while we steered courses that he shouted down the
voice pipe from the monkey island. I knew nothing of
Dick’s career at that point, but I have gradually learned
more and more about him from chance meetings and
from listening to those that worked with him. So, I asked
him if he’d have a beer and a yarn with me so I could get
his angle on it all.

Liverpool to the West coast of Africa and the East Coast
of the United States. We carried general cargo which
could be anything

Dick’s father Waldemar, known to his friends and family
as Bert, was born in Odessa, the son of a British trader
who part owned a vessel which traded tannery products
across the Black Sea. The family left Odessa in the early
1920’s with the onset of civil war and revolution. Bert
was educated in Newcastle and then came to Taranaki at
the age of 16 to begin farming.

mv Sulima c.1955

Dick was born in Nelson in 1938 and grew up on a farm
in Taranaki, but he had no desire to follow in his father’s
footsteps. Dick says, “my father came to New Zealand at
16 to become a farmer, and I left New Zealand at 16 to
become a sailor.”
Sea going career
Dick’s seagoing career began in 1954 with pre-sea
training at King Edward VII Nautical School in London.
“My old man said that if I was going to learn to be a
sailor, I would have to learn properly, and he thought the
only place I would learn properly was in England”.
“I did all my sea-time with Elder Dempster Lines. They
had a big fleet of liners and were trading mainly from

s
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from trucks, cars and locomotives to shoes, socks, and
edibles. My first trip to sea as apprentice was on the SS
Sulima.”

“I did 4 years of sea time on Elder Dempster ships. The
last 6 months of my apprenticeship before going back to
King Edward VII was as 3rd mate on the SS Benin, a
collier running between Port Harcourt and Lagos.”
“When I got back to school in 1959, I worked really
hard. I shot through my 2nd mates exams and I put my
name down for Port Line. I did all my sea time for Chief
Mates with Port Line and took my ticket in London in
mid-1962.”
“In October 1962, I paid off the Port Lincoln in Bluff
during the Cuban missile crisis, and that was the end of
my time with Port Line”.
“At that stage, I’d had a gut full of being away at sea, and
I took a job as a milk tanker driver in Taranaki. So, my
first command was a milk truck for about a year and a
half, and I thoroughly enjoyed that time! But I was the
only tanker driver in New Zealand with a foreign going
Mates ticket. I said to myself – do you really want to do
this for the rest of your life?

I only needed another year of sea time to take my
master’s ticket, and I could really do something with
that. So, I took a job with the Northern Steamship
Company as 2nd Mate, sailing on the Onehunga.

Gilbert Inkster was brilliant, and everything I learned
about piloting in the early days was from him. He was
my mentor. He was a lovely guy and he only passed away
3 or 4 years ago.”

“I worked 12-hour shifts
loading hopper barges from
a large bucket dredge”
“My first job as a trainee was to do hand soundings of
all the berths with a 100 ft lead line from a dingy. It took
all winter.”

Onehunga c.1964
“With the rules as they were at the time, if I sailed for
500 NM or more around the coast doing watch on watch
(4 on, 4 off), I could double my sea time. So, I did a year’s
sea time in 6 months. It was bloody hard work though!”
“I took my Foreign Going Master’s at Auckland Nav
School in 1966 and then took a job as a Hopper Barge
Master in Port Taranaki. I worked 12-hour shifts
loading hopper barges from a large bucket dredge,
taking them out a mile or so to the spoil ground, then
driving them back alongside the bucket dredge to load
up again. That was a marvellous bit of ship handling
experience, they were proper little ships. These barges
were about 80 foot and could do up to 6 knots, and we
worked in all conditions – it was a steep learning curve.
There was me, an engineer, and a deckhand, and we just
went at it all day. We used to berth on both sides, and the
dredge was a moving target to come alongside. I did that
for about 2 years, and it was during this time that I
decided that I wanted to be a pilot.”

“The main part of my job though was as tug master. I
remember my first job. I jumped on the Wakatu for the
first time and there was a deckhand and an engineer with
me. The engineer already had her fired up. I knew I
could drive the boat – it had a throttle and a wheel, and I
knew what everything was supposed to do, and it did.
But I’d never worked a tug before. The deck hand was
brilliant and when I told him that I’d never worked a tug
before, he just shrugged and said ‘don’t worry, I’ll tell you
what to do…’”
“So, we backed out of the berth into the basin, and he
(the deckhand) talked me through the process of getting
alongside the ship and taking the line. We always took
the line from the offshore shoulder.”
“We’d approach from aft, get up to the shoulder and the
crew would lower the line down to us. So, we did that
and I pushed and pulled and did what I was told to do.
That was in the early days of pilots carrying VHF
radios.”

Tug master and pilot
“1st April 1968 is a date that always sticks in my mind,
that was the day I started with the Nelson Harbour
Board. The job I started was Junior Pilot/tug master.
Well, the tug turned out to be an overgrown launch. The
Wakatu was single screw, 350 HP, 3 t bollard pull.”
“There were 2 other pilots at the time – Harbour Master
Ron Murphy and his deputy Gilbert Inkster. Murphy
was bloody hopeless! But
Tug Wakatu c.1962
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“One of the problems we used to have with the Wakatu
was that she used to overheat if she ran at full power for
any length of time. So, the engineer would start winding
the revs back. The pilot could be asking for more and
more power while he was actually getting less and less!”
“6 months into the training, Ron Murphy told me that
one of my examiners was going to be Captain Norm
Collins. He was Master of the Puriri, one of the local
Anchor Company ships and Ron had arranged for me to
join the Puriri so he could get a look at me and report
back.”
“So, I flew to Wellington to join the ship, we sailed
across Cook Strait, through French Pass and then he put
me on the shake at about 3 in the morning when we were
off Snapper Point off the Boulder Bank. ‘There’s Nelson –
she’s all yours…’ he said pointing at the shore lights
when I arrived on the bridge.”
“I followed the course he had left her on for a bit. There
was no radar and in the dark I thought I was too far off
the Boulder Bank, so I bought her closer in. Then I
thought I was too close in, so I took her further out.
Anyway, we zig-zagged in and out until eventually I saw
the outer leading lights and I got in and swung and
alongside without any bother.”
“Norm Collins had a few words with me after the job. He
said ‘you learned a lesson there didn’t you son? Remember a
visiting Master probably won’t know where he is when you get
on board.’ So, I got my Nelson License at the end of
October 1968.”

became deputy. Then a few years later, Gilbert went back
to sea as Master with Guardian Cement, and I became
Harbour Master at the age of 35.”
Aids to navigation and vessels
In 1968, half of the berths that you see today at Port
Nelson were still under construction and there were
large areas of the basin being reclaimed.
The positions of many of the leading lights and beacons
in use then remain unchanged today. But while they are
now powered lights with solar charged batteries and
nominal ranges, in 1968 they were oil lamps with wicks
that required frequent trimming to burn bright.

“The pilot could be asking for
more and more power while
he was actually getting less
and less!”
Dick remembers, “the oil lamps were serviced weekly by
the Harbour Board, and you knew when they were due
because the lamps got really dim. But within a year or
two we got an electric cable run out to the outer leads”
“We handled some pretty big ships back then, the Port
Line ships were over 10000 GRT and they were often
twin screw with a single rudder, which didn’t help! We
used the anchor a lot to drive into the berth. In the early
days with only one small tug, we had to. Gilbert was the
expert, and he taught me how. One on deck was enough
cable, more than that and the Mate wouldn’t be able to
heave it back on board. We also used to run head and
stern lines ashore from out in the basin with the pilot
launch so that we could heave ships alongside.”

Puriri c.1965

Among other large vessels at this time, the product
tanker SS Athelviscount was a regular visitor, 171m
LOA, 21m beam with a summer dwt of 18500, all with a
3t tug. Prior to the arrival of the Wakatu in 1962,
vessels had been swung and berthed with only an anchor
and a launch for assistance with running lines and the
occasional push.

Dick continues, “At that point, I thought I had it all
figured out. Ron Murphy would soon retire, and Gilbert
Inkster would become Harbour Master. He was 45, so in
15 years when he retired, I would take his place as
Harbour Master at the age of 45. As things turned out,
Gilbert became Harbour Master the following year and I

Dick became Chief Pilot and Harbour Master in Nelson
in 1974. Just prior to this, he and the then Harbour
Master Gilbert Inkster had been behind the design and
delivery of the Dunedin built tug WH Parr with a 22t
bollard pull. She was the first ASD tug on the New
Zealand coast and was fitted out with a number of
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innovative features such as the horizontally mounted
wheel fender on the bow. This fender could freewheel
and lock allowing the tug to move along the ship’s hull
while still pushing.

WH Parr c.2012
Almost 50 years on she is still in service and going
strong. She had been commissioned to address the everincreasing size and displacement of vessels visiting the
port. Also during Dick’s tenure, the Waimea was built.
She was the first high speed, planing-hull pilot launch in
New Zealand. She was also the first pilot launch in New
Zealand with a fibreglass hull.

“Ports in New Zealand are
entirely run by elected officials
who have no experience in
maritime operations and
whose senior executives may
be equally inexperienced.”

with which, as a practical seafarer, I have little patience. The
principal reason for my resignation is the increasing difficulty
I have found in providing the proper level of service for
shipping in an expanding port with the existing restrictive
organisation.”2 years later, Dick stood for election onto
the Harbour Board and was successful. He was successful
again in 1986 and was on the board in the time of the
Port Companies Act 1988, overseeing the period of
handover to Port Nelson Ltd. This was just the kind of
reform he had called for when he had resigned as
Harbour Master.
Dick retained strong professional ties with the port. He
became president of the Nelson Volunteer Coastguard.
He started his own company in 1981 - Compass Marine
Ltd. He offered compass adjustment services, operated a
scenic cruise vessel Top Cat in Tasman Bay, marine
consulting services, nautical surveying, draft and cargo
surveys, marine insurance assessing, and independent
marine pilotage.
Between 1981 and 2018, Dick held pilots licences in
Nelson, Queen Charlotte Sound, Tory Channel, Pelorus
Sound, Gisborne, Whanganui and Tarakohe. The list of
pilots he has helped to train is long – John Westbrook,
John Tregidga, John Clarke, John Henderson, John
Davis, Jean Naude, Bob Miles, and Dennis McGee. Some
of these are legends in their own right. John Tregidga
was employed by Dick as a trainee pilot in 1978. He is
still piloting in Nelson today and is the most
accomplished ship handler I have ever observed.
Dick has a successful career spanning 6 decades. He has
handled all sizes of vessels from hopper barges to the
QEII, from 3t tugs to rig movers. He is a professional of
his time – when pilots relied solely on their eyes and
their skill because they were the only tools they had. He
stands up for what he believes in and he does it all with
an unassuming and friendly manner.

A change of plan
Despite these successes, Dick resigned as Harbour
Master in 1980 with some strong words for the Harbour
Board. Frustrated with the structure of harbour
administration as it was at the time, he was quoted in the
Nelson Evening Mail: “Ports in New Zealand are entirely
run by elected officials who have no experience in maritime
operations and whose senior executives may be equally
inexperienced. This system is served adequately if boards note
and accept the advice of those employed to advise. They are
collectively responsible for the system we are stuck with and

Dick King, living legend

19

Reproduced
frompredictors
‘Seaways’ July 2016
Feature:
position

Feature: Position predictors

Making the most
of the predictor
Mk I eyeball versus
glass cockpit, or Mk
I eyeball and glass
cockpit?

Capt Ed Verbeek MNI

N

othing beats a well-trained Mk I eyeball as
source of information when you are more
or less lined-up and approaching the lock.
Nothing beats a high quality predictor
as source of information when you have to make the
S-bend towards the lock, with a vessel 45 metres wide,
a lock 47.5 metres wide, and the last leg to the lock
only just over a ship’s length.
It is important to be equally well trained in the use
of both – and to know which is appropriate when.

Discovering the predictor

Somewhere around 2003 I made my first voyage with
the ANMS (Amsterdam Navigator Marginal Ships)
on a deep draft vessel. We were still discovering
all the possibilities of this equipment, both in the
positive and negative sense. I was very impressed with
the accuracy of positioning (up to 1 cm), course,
speed, Rate of Turn (RoT). All this was calculated
independently of the ship’s equipment. The ANMS
has a predictor, and I think this is a magnificent tool.
But when I made a turn from a heading of 100° to
077° I discovered that I was skidding out of the curve
- yet this was only a small turn, and one where I had
never experienced any problems in the past, without
using any equipment at all. Later in this article I will
Read
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tell you why it happened and how to prevent it.
In the 1970s, when the size of tankers, and to a
lesser extent bulk carriers, increased dramatically,
dredged deep-draft channels became necessary
to reach the Netherlands ports. The mandatory
navigational equipment on these ships was not
accurate enough to safely navigate these narrow
channels. Since that time, in addition to the ships
equipment, Netherlands pilots have been equipped
with portable high-precision position finding
equipment. Today, this equipment is not only used for
deep draft vessels making a passage through a channel
at sea, but for all voyages involving vessels of marginal
size, including lock passages and swinging in very
tight turning basins.
The meaning of high precision in this context
has changed over the years, from Decca HiFix (+/50 metres), to DGPS during the times of selective
availability , which offered accuracy to 5 metres
either way, to the present hardware using GPS-RTK
technology (cm accuracy). In addition to greater
accuracy, the equipment also provided more and
more information. Decca only provided the position,
which needed to be plotted on paper charts. Today,
equipment using Qastor software provides an outline
of the vessel on a ENC with the latest soundings,
Course Over Ground (COG) and Speed over Ground
(SOG), transverse speed at bow and stern, prediction
and AIS targets.
This additional information is extremely useful
July 2016 | Seaways | 11
www.nautinst.org/seaways

Feature: Position predictors

Feature: position predictors

Antenna GPS
No current

Pivot point

Bow

Stern

Vector and longitudinal speed
are identical at this point
CCRP

Drift to port

Drift

Drift to starboard

Radius

TC

TC

TC

TC

Longitudinal speed (same for all points)

Latspeed starboard (different)
Vector (different)

The trouble with the vector

Let’s start with the vector. The first question is: the
vector of what? The vector straight from the GPS
shows the movement of the antenna of the GPS. This
means that on the GPS display, the figures showing as
COG and SOG are course and speed of the antenna.
On many ships, this is also the vector, the COG and
SOG that is shown on the radar and ECDIS.
On ships with integrated bridge equipment, the
vector and the COG / SOG that is displayed on radar
and ECDIS is the vector calculated at a specific
point that can be chosen, known as the Consistent
Common Reference Point (CCRP). Generally this is
the bridge, sometimes a radar scanner position.
When the vessel has no RoT, then the vector of a
point (antenna, CCRP) can be considered the vector
of the ship, as the whole ship is moving in the same
direction. As soon as the vessel has a noticeable RoT,
every point on the vessel has a different vector (resulting
in a different COG and SOG) (see diagram above).
12 | Seaways | July 2016
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TC
Vector arrows not to scale
The latitudinal speed (drift) vector
is the result of the vector of the total
movement and the longitudinal and
speed vector (original diagram available
on request)

Latspeed port (different)

and helps to maintain far better control, but we have
had to learn (and are still learning) how to interpret
the information that is available. In my experience as
both a pilot and an instructor, I have seen crews who
interpret this data in ways which are unwarranted,
and sometimes scary.

Usual situation
pivot point inside
the vessel

The diagram shows a vessel
turning where there is no
current, and the pivot point
is inside the vessel. Every
point on the vessel follows
a concentric circle with
the same turn centre, and
all points have the same
longitudinal speed. The
vector and the transverse
speed are different for each
point. All points forward of
the pivot point have a drift
in (to starboard in a right
turn), all points aft of the
pivot point have a drift out
(to port in a right turn).

Vessel turning: vectors of bow and stern are almost
180° different.

If the GPS antenna were at the stern, the radar or
ECDIS would display a SOG of 3.5 kts. This could
give the impression that the vessel is still moving ahead
quite fast. The longitudinal speed however is only 0.2
kts. I have experienced a number of captains that were
quite disturbed by this situation (see illustration and
explanation, above and left).
The vector on radar or ECDIS does not show how the
vessel is moving, but how a point on the vessel is moving.
Read Seaways online at www.nautinst.org/seaways
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If, for the space of this article, we forget all discussions
about what a pivot point is, and for convenience sake
consider the pivot point to be a point without drift on
the centre line of the vessel, then the further the chosen
vector is from the pivot point, the greater the difference
between the vector and the way the vessel is moving.
An example is shown on the next page, for a cruise
vessel moving stern first towards the berth at the
West-side of the basin. Both illustrations show exactly
the same situation.

Feature: Position predictors

compensate appropriately. If the ship is yawing, it
gives a more stable indication than the predictor.
When the vessel makes a turn (has RoT), using the
vector can lead to misinterpretations. The higher
the RoT and the further away from the pivot point
(VL moving forward with bridge aft, VL moving
astern with bridge forward) the more misleading
the vector can be. Now the predictor is the proper
instrument to check

The importance of input

Vector to port, pointing to the berth. Vector indicates
how the CCRP is moving

Predictor moving to starboard, away from the berth.
Predictor (in red) indicates how the vessel is moving

This demonstrates that as soon as a vessel makes a turn,
it is very difficult to make any conclusions as to the
drift or the longitudinal speed of the vessel based on
‘the’ vector. An example taken from an investigation
report: the difference between the so-called COG and
heading was around 25°, while the SOG was around 10
kts. Using the formula tg drift angle = cross component
current / speed, to achieve a 25° drift, the cross
component of the current should have been around 4.7
kts. In real life the current was about 1 kt. The vessel
had quite a large RoT, so the COG was not the COG
of the vessel, but the COG of either the GPS antenna or
the CCRP, quite a distance from the pivot point.
My conclusions are that
When the vessel follows a straight track (no, or
very limited RoT), the vector (COG / SOG) is
very useful to determine the direction in which
the vessel is proceeding. Under these conditions
the vector is a good tool to check the drift and
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When a vessel has RoT, the true vector gives misleading
information. If a predictor is available, this might be a
more appropriate means to check the expected path
of the vessel. Although many ECDIS brands have the
option of prediction, outside of our pilot equipment
I have only seen predictors used on passenger vessels.
However I expect that they will be used more and more.
Most of the present generation of predictors show where
the vessel can be expected to be in a specified time if
speed and RoT stay the same during that time. The first
thing to remember is: garbage in = garbage out. The
inputs of speed and RoT need to be reliable.
Even in the case of ships that are firmly alongside,
depending on the quality of the GPS receivers, the
position will have been moving around over the course
of 24 hours. Gyro compasses might also wander around
by +/- 1 °. When the vessel moves, in addition to the
static errors, there might be imperfections because of
the delay in response of gyro and GPS.
When GPS is used as speed input, if the predictor is
to be used the data should be filtered/averaged as little
as possible, so that the predictor will react immediately
when the speed changes. Low filtering is only possible
with high quality GPS receivers, which determine the
position with sufficient accuracy. I know that the use of
Doppler logs is often promoted as speed input, as these
are not filtered. However in real life Doppler logs are
not always reliable during ship handling.
As the predictor calculates based on the movement
during a very short time span, the predictor will
magnify any imperfection from the sensors. The
longer the predictor looks ahead, the more these
imperfections will be magnified.
Even with the best inputs, there might be influences
that make the prediction less accurate. For example:
on a vessel that starts to heel when it makes a turn, the
GPS antenna will make a lateral movement due to
the list experienced. The predictor will take this into
account as an extra movement and use it to calculate
the future position, which will then be incorrect.
We have found that the inputs from the pilot
plug-in are often not accurate enough to be used as
inputs for the predictor. This is especially so for RoT
information. There is a fair chance that the inputs are
also not accurate enough to be used for prediction on
the vessel’s own equipment.
The calculation model used by the software is also
very important. There used to be a manufacturer
which used different prediction software in its radar
July 2016 | Seaways | 13
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and ECDIS. The results were similar, as long as the
vessel was moving forward in transit. However, when
the vessel was manoeuvring there could be a large
difference between the two - with the prediction given
by the ECDIS far superior to that from the radar.

Speed and predictor timespan

Even when all inputs are good, it is necessary to have an
understanding of what the predictor shows to be able to
know when to use the information and when to disregard it.
The predictor shows the position the vessel will end up
in if the speed and the RoT stay exactly the same. The
longer the time span, the less chance that this will be
the case. This implies that the predictor should normally
be set on a limited timespan, depending on the speed.
On higher speeds 90 to 120 seconds is a nice timespan.
When the vessel is proceeding very slowly, (e.g. for a
large displacement vessel proceeding at speeds around
one knot) the timespan can be increased to between 3
and a maximum of 5 minutes. This longer period is not
intended to give an indication of where the vessel will
be in 5 minutes, but it is necessary to be able to discern
trends. The way in which the predictor displays the
information is important here. As the timespan covered by
the predictor becomes longer, lines originating from the
present position and extending to one outline in the future
will not suffice: an outline every minute will give much
better information. However, the outline should not invite
the error that the navigator starts to ‘live in the future’ that they think the vessel is already in the position it will
only reach in three minutes time. This error can be made
quite easily. The best way to avoid living in the future
is to have a look out of the window: that will bring you
back to the now.

Only one ship’s outline

Ship’s outline every minute,
14 | Seaways | July 2016
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Dealing with
change

The subject of when to look where (scanning
patterns) is an important issue to which I will
revert later.

A capesize vessel is departing,
with two pilots on board for
the lock passage. My assisting
pilot has close to seven years’
experience, and will qualify as
lead pilot for a vessel this size
in two months. It is daylight,
with little wind, making this
a perfect opportunity for him
to gain experience under my
guidance, so I ask if he would
like to unmoor the vessel.

Stages of a turn

Because of the topography
of berth, the aft tug needs
to pull out the stern further
than the forward tug needs
to pull the bow. There is
also wind on the bow. Once
underway, the prediction
shows that the vessel is
clearing a barge combination
moored on dolphins behind
us. The second pilot decides
not to change anything, as
the prediction looks quite
acceptable. However, because
the aft tug is pulling more
than the forward tug and the
wind is pushing the vessel
astern, slowly an increasing
stern speed develops, with no
change in settings (propulsion
stopped, no change in tug
orders). The predictor moves
slowly closer and closer to the
barge. I need to encourage
the pilot to give an ahead
order, and by that time it
needs to be more than Dead
Slow. As with all seamanship,
mentoring matters.

There are several stages when the vessel goes through
a turn:
If the predictor is set to 120 secs, the predictor
will cross the next track when the vessel is still a
minute away from the wheel-over line. Focussing
too much on keeping the predictor on the next
track will result in starting the turn too early. Most
equipment has good ways to show the wheelover
line (WOL) / wheelover point (WOP), so it is quite
easy to realise this danger and to wait until the
proper position is reached.
Once in the turn, keeping the predictor on
track works very well indeed (assuming that the
track shows a fixed radius controlled curve). It
is extremely hard, if not impossible, to make a
controlled turn just on visuals. Even utilising
WOL and checking lines by using parallel
indexing comes nowhere near the accuracy and
control of using the predictor. No eye can beat
the predictor in making the turn. I am convinced
a number of accidents could have been
prevented by utilising a decent predictor.
When margins are very tight, remember that a
predictor is a calculator: it calculates, it cannot
think. When the vessel is under influence of
wind or current, the calculator does not realise
that the wind or current will have a different
angle of attack during the turn. This can be
counteracted by keeping the predictor in the
early stages of the turn just slightly (about a ship’s
beam) up-current/up-wind. The vessel will only
end up in the place the predictor indicates if the
RoT and speed are maintained. When the vessel
reacts to the wind, rudder and engine settings
have to be adjusted to maintain this RoT and
speed. Alternatively, when the predictor shows
the vessel’s tendency to head for a place you don’t
want to be, you need to know how the RoT and
speed need to be changed to make sure that the
vessel does not end up there.
At the end of the turn, the predictor shows where
you are in the selected timespan. So if you have the
predictor set at 5 minutes, then 5 minutes before the
end of the turn the predictor will start to cross the next
track. If you now slow down the turn in order to keep
the predictor on track, you will definitely overshoot.
It is vital to maintain the turn until the turn is
completed. The predictor calculates using the present
RoT; it doesn’t know that you will stop turning in 30
seconds. This is what happened to me the first time
I used the predictor, as explained at the beginning of
the article.
Read Seaways online at www.nautinst.org/seaways
July 2016 | Seaways | 14
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The predictor has no way of knowing when
circumstances change. The thinking and anticipating
has to be done by the person conning the vessel.

Just before entering the breakwaters:
RoT to port as the vessel needs to be heading 100
when it is out of the current. Also RoT to port to
anticipate the kick to starboard, when the bow gets
out of the current and stern still goes North with 3 kts.

Predictor overshoots: good turn!

At the end of the turn, your visual clues are great.
You can see exactly where you will end up. It is time
to disregard the predictor and use your visuals. Look
outside and you will realise that you are not there yet.
The predictor has no way of knowing when
circumstances suddenly change suddenly. If the vessel
suddenly comes off-current and loses drift, like when
you pass a breakwater, and it is necessary to make
an anticipating manoeuvre, the predictor will give
misleading information. Again, the predictor can only
calculate and react to what is happening now. The
thinking and anticipating needs to be done by the
person conning the vessel.
Next generation predictors are based on the ship’s
model. They take into account the reaction of the
vessel to the settings of the controls, and to the
environmental conditions. Although they are often
more correct than the first generation predictors, there
is one great disadvantage. There is no way of knowing
when the prediction is correct, and when it is not.
This effect becomes worse the more often they are
correct. For me, the only safe option is to assume they
are 100% unreliable.

When to use the predictor –
and when to ignore it

Approaching the breakwaters with a steady driftangle, no RoT. Stable situation. Predictor usable.
Read
Seaways online
www.nautinst.org/seaways
15
| Seaways
| July at
2016
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Predictor calculates with continuing current and
RoT - and puts the vessel on the N-Breakwater.
Under these conditions this will never happen. If
rudder to starboard is given, the vessel will run
aground at the South side. Ignore predictor.

Passed the end of the breakwater: no current, no RoT.
Stable situation, the predictor can be used again.

Developing scanning patterns

I have mentioned the need to look out of the window.
If I want to make use of the predictor, then I have
to observe the predictor over a longer timespan to
discern trends. I need to see a movie, not a still. A
choice needs to be made. Do I navigate on equipment
with visuals as back-up? This means observing the
equipment for longer times, and checking visuals at
regular intervals.
Or do I navigate visually? This means that I observe
the scene for longer timespans, occasionally checking
certain aspects on the instruments.
Just like any instrument, the eyes have strengths
and weaknesses. We need to develop strategies to
decide when to use primarily instruments and when
to use primarily visuals. We need to develop scanning
patterns for both situations to make sure that we don’t
neglect the instruments when navigating on visuals,
and don’t neglect the visuals when navigating on
instruments. The scanning patterns should also help
us to know which data to check when. Most conning
displays have an abundance of data, which might
be useful sometimes, but can lead to information
overload at other times.
July 2016 | Seaways | 15
www.nautinst.org/seaways

20/06/2016 18:10

Feature: Position predictors

Feature: position predictors

Instruments or visuals? Some examples

Turn started slightly too early. Predictor now on next track.

Turn started nicely, predictor between virtual lock walls.

3 minute predictor overshooting, as it should at this stage.
2 minute predictor starting to overshoot, again as it should.
1 minute in between virtual lock walls, appropriate for Port side mooring.

RoT stopped: predictor back between virtual lock walls.
Change to primarily visual approach.

From the start of a turn to ¾ of the way
through, use a wheelover line to mark the
start of the turn (this might be visual range, a
parallel indexing line, navigation line on the
ECDIS) and use the instruments (predictor, RoT,
SOG) as a guide to see if you are following the
track, occasionally checking outside.
At the end of the turn (as soon as the time
span of the predictor is longer than the time
span left until the end of the turn), finish the
turn visually, with occasional checks of the
instruments (predictor, RoT, SOG).

Approaching a lock
The approach starts with an emphasis on the
instruments:
Do not start the turn until the wheel-over
line is reached (point identified on the ENC
and checked visually),
Give a large rudder angle to start the turn.
Maintain this angle until the predictor is on
the next track.
Reduce the rudder angle and maintain the
predictor on track.
When the 3 minute predictor starts to

16 | Seaways | July 2016
www.nautinst.org/seaways

11-16 Position predictor feature 300dpi CMYK.indd 16

overshoot the next track, look out of the
window more often.
Continue turning until the 1 minute
predictor starts to overshoot. Verify ship’s
position visually and stop the turn.
The same strategy is used for the next turn to
port. Now the predictor is brought between the
virtual extended lock walls. Again, make sure to
keep turning until the 1 min outline is between
the virtual extended lock walls.
Once the vessel is properly lined up: use a
visual approach, and use the equipment on a
regular basis as a check/to calibrate your visual
cues, lateral and transverse speeds and RoT.
Develop a scanning pattern for this.
In the lock, continue to use a scanning
pattern: long gaze forward, short look to 090°,
short look to the stern, short check of the
instruments (lat/long speeds). Then start the
process again with a long look forward.

Straight leg, steady heading:
Leading line available (official or improvised)

Primary: Visual: Leading Line for following the
track, background bearings to check drift.
Secondary: Instruments: ECDIS/RADAR: vector
to check movement and drift, compass.
No leading line (official or improvised) available:
Primary instruments: ECDIS/RADAR track
and vector. Compass.
Secondary: Visual: check movement against
background.

Turn
Start at Wheel over Line,
Primary: Instrument position ECDIS
Secondary: Visual check
During turn until predictor crosses next leg:
Primary: Instruments: ECDIS keep predictor
at track; RoT; Compass
Secondary: Visual check
End of turn:
Primary: Visual: finish turn
Secondary: Instruments: check on RoT,
Compass, ECDIS position. Ignore predictor
and vector.

Read Seaways online at www.nautinst.org/seaways
July 2016 | Seaways | 16
20/06/2016
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Working with Pilots Towards
Better Outcomes
Mark Rothwell
Senior Nautical Advisor, Maritime NZ
The work of the maritime pilots around the country has
certainly come to the forefront of public consciousness
recently with media reporting about COVID-19 and the
effect on the supply chain, of which pilots remain an
integral part. Although the word “COVID” may be
dominating our professional lives at present, I wanted to
look more widely at the ongoing interactions between
Maritime NZ and pilots, and the desire on Maritime NZ’s
part to keep dialogue flowing and engage in robust
thinking in this space.
In no particular order, here are some of the activities we
have been engaged in recently:
COVID-19
Maritime NZ’s COVID-19 team meets regularly with
pilots to ensure appropriate engagement in government’s
approach to COVID-19. This has included things like
PPE, vaccinations, testing and crew changes. This has
been in response to the key role pilots provide at the
border, from ensuring seaborne trade flows, to being
useful, practical contributors to the government objective
of maintaining New Zealand’s strategy of elimination of
this virus.
Also related to COVID-19, we are engaged with pilots
and pilotage providers concerning the difficult challenges
of meeting proficiency requirements due to the pandemic
restrictions and the ability to complete training (as is the
situation at Taharoa), and difficulty completing annual
currency requirements (such as the case in Fiordland
with no cruise ship visits). Both these situations require
some innovative and pragmatic thinking and the broader
use of technology, especially the role of simulators. It is
likely that the solutions we jointly arrive at for these
cases will have wider applicability in other ports and
locations facing similar challenges
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Maritime Rule Part 90: Pilotage
It has become clear to those involved with Rule 90 that
there is room for improvement, especially in regard to the
flexibility of pilotage limits (both areas and tonnage) and
looking towards a more outcomes-based (rather than
prescriptive) Rule.
But rather that just tweak the present Rule, a policy
investigation into the system underpinning ‘Navigational
safety in Pilotage Waters’ is underway and has made
good progress to date. Given that it is looking at the
whole system (i.e., not just the pilots; it includes all the
actors in the system like the ships’ masters and crew,
shipping companies, port operators etc.), the research and
analysis required is being undertaken in a methodical
way. Progress has been made on identifying a proposal
for an overall thematic approach, and a number of more
detailed issues have also been identified that are being
considered and worked through within Maritime NZ.
Overall, the object of the policy investigation is to
propose a preliminary Maritime NZ position on the
overall thematic approach, and on the more detailed
issues identified. These will be subject to a formal
consultation process with the relevant sector groups like
NZMPA. We’re hoping that consultation will occur later
in 2021. A final Maritime NZ position will be determined
following sector consultation and further analysis.
Representatives of Maritime NZ’s Regulatory Systems
Design team met with the NZMPA on Friday 12 March
2021. Given the recent personnel changes on both sides,
the meeting mainly focused on relationship building and
sharing information. However, it is good to see that
initial discussions have begun, and we will keep you
informed of progress in this matter.

Structured pilot training programmes and
pro ciency plans
The requirements for these are laid out in Rule 90 and
Maritime NZ has been reviewing our internal procedures
for considering the Director’s approval for these
programmes and plans. We have referred to the
NZMPA’s ‘Good Practice Guide to Pilotage Planning’
during this review. Looking to the future we are
considering whether there should be more commonality
between plans (while also recognising the individuality
of different port and harbours). Any future direction
needs to align with the Health and Safety at Work Act
2015 and also the Port and Harbour Marine Safety Code
standards.
As you are aware, the training programmes for each port
describe the route from trainee through to unlimited
pilot. There is an interesting question as to whether there
should be more standardisation of the competencies
required to progress along this route (notwithstanding
the need for individual port-specific competencies), and
how simulators may play a greater role in pilot training
and proficiency. We are aware that the United Kingdom
and other countries have followed this model and we are
keen to hear stakeholder views on this subject. In a
similar vein, what is good and appropriate pilot
continuing professional education (CPE)? How much
CPE is required every year/five years to maintain sound
competence? These thoughts are best fed into the
thematic review being undertaken (described the Rule 90
section above).
Understanding maritime pilot decision-making
This is a research project by the University of the
Sunshine Coast in Australia in which several New
Zealand pilots and Maritime NZ nautical staff have
participated. Preliminary results could be with us in
June/July. This subject relates to the work of the Port
and Harbour Marine Safety Code as well as the
Navigation Safety in Pilotage Waters review being
undertaken. We are anticipating that the outcome of this
research project will enhance cohesion across the sector.

The Maritime Labour Convention (MLC 2006)
Pilots can play a unique role in ensuring seafarer welfare
under this Convention, often being the first point of
contact for arrivals in New Zealand. As is often the case,
seafarers aboard foreign-flagged ships can experience
difficulty in raising concerns about their treatment and
welfare to an appropriate authority. In these cases, the
matter goes unreported and unknown to Maritime NZ.
However, pilots are in a special position to assist in MLCrelated matters whether by being approached by a
seafarer or seeing something “not right”. We encourage
you to report these approaches and what you have seen
promptly to Maritime NZ so that we can act swiftly to
investigate. The identity of the source of the complaint
will remain anonymous.
Please send any MLC complains as follows:
Toll free 0508 225522 or to a local Maritime NZ office or
https://www.maritimenz.govt.nz/commercial/safety/
maritime-labour-convention/complaints.asp
The Port and Harbour Marine Safety Code
Maritime NZ is one partner in this tri-partite agreement,
and we are proactive in supporting good outcomes for the
Code. How can the Code support good pilotage
outcomes? There are a number of pilots on the Code
working group who bring their expertise to bear, and the
Code recently fully endorsed the NZMPA Good Practice
Guide to Pilotage Planning as a Code-supporting
document. Thus ports need to be mindful of it when
formulating their safety management systems in order to
comply with the Code.
Additionally, the Code working group encourages pilots
to become part of the annual peer-review panels that
visit ports (other than their own). This provides great
opportunities for cross-pollination of ideas and a deeper
understanding by pilots of the workings of the Code and
their part in it. We encourage pilots to volunteer through
Marine Managers if you are interested.
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27

 


Ports of Call
Northport

providing carbon friendly products to our waterborne
callers.
Terminal Automation is ongoing. A work in progress
that promises to get us back on track with the finishing
line in sight. Assuming the AI doesn’t become self-aware
and have another agenda other than putting coloured
boxes in neat rows.

Auckland
Greetings from Ports of Auckland, supplier of choice
products from distant lands for the ever grateful people
of Auckland.

Pilots, meanwhile, continue to do their bit for the
country. Regular Covid testing, injections in arms, masks
on faces, gloves on sweaty hands, “helpful” texts from the
Ministry of Health... Did anyone sign up for this? It’s
going to continue to be an interesting year.
Tauranga

What’s new in our world? Car ships are back with a
vengeance. Yes, we do need more cars to keep the ratio of
vehicles to road cones in balance. Great to have shipping
numbers bouncing back after the gloom of 2020 and
Covid 19.
Numerous deep draft container ships are springing up
from over the horizon as they forget to turn right when
passing Northport. Contrary to what our unbiased local
print media would have the general public believe, the
double tracked rail superhighway from the port of the
Winterless North is not quite there yet. While we wait
for the dredging project to take off here in Auckland our
tides allow us to make the best use of piloting prospects.
Love them or hate them, tides keep things interesting!
A belated congratulations to the newest full time Pilot at
Ports of Auckland, Sam Eves. Sam replaced Geoff
Roberts earlier this year and has slotted in well with
Matthew Holbrook’s team. Training for Sam’s next
licence is underway and progressing well. Geoff has been
sighted around the country taking his sweet time on road
trips and sampling local beers, living our collective
dream.
Matthew Dundas is now training for his next licence. I’m
sure other ports agree that training and consolidating
takes time, and never ends. Future proofing is no quick
thing so it’s a constant battle to stay prepared for
movement in teams.
Another good bit of news is that our little blue bunker
ship, Awanuia is back in action after a break of several
months. She is now under charter to BP, tasked with
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Gisborne
The impending re-development of the berth structure at
Gisborne, creating capacity for 2 log ships to load
concurrently, has left us challenged for berth space for the
relatively deep draft tug Waimata (68t BP, 5.2m draft).
Titirangi, at 40 years old is getting a bit tired also and
hence the week prior to Xmas 2020 was spent fine-tuning
tug building contracts with Cheoy Lee Shipyards Ltd.
The new tugs will be an identical pair of Robert Allan
designed Ramparts 2100-CL. The 2100-CL is a new
design from the Robert Allan stable at 21.4m LOA, 11m
Beam and producing 50t BP over the stern – this will
provide our designed approx’ 45t BP over the bow. The
tugs have been designed from scratch as a 2-man
operated day boat. Working draft should be less than
4.5m with designated tug berths to be developed in the
shallow, sheltered waters of the inner harbour.
The only real disappointment in the process leading up to
contract signing was that we could not elicit interest
from a NZ based shipyard to build the tugs. This was
despite the fact that Jonesy was stumbling around the
country throwing (our) money around like a drunken
politician trying to buy votes.

We have been fortunate to engage former Ship Co Ltd
Operations Manager Brett Armstrong to provide
oversight of the project on site at the shipyard in China.
Brett is sitting out his MIQ in Guangzhou as I write.
Delivery of the 2 tugs is scheduled for March & April
2022 at Hong Kong with the vessels to then be shipped to
NZ via heavy lift transport.
Waimata will be available to a new owner from sometime
Q2/3 2022 and I would encourage any port looking for a
serious towage option to enquire sooner rather than later.
Having recently completed her initial 5-year survey &
docking, she is an outstanding vessel with very low
running hours and active escort capability. It would be a
shame to see her lost to the NZ Coast through offshore
sale.
Further to the berth rebuild at Gisborne, we are in the
final stages of appointing a contractor to carry out the
works with demolition of the Berth 7 end of the
structure to commence approximately July 2021.
Planning is well advanced on operating SIMOPS around
log loading and engineering works for the next 18
months or so.
On the cargo front, the year to 31 March has been a
continuation of growth in log exports seen in recent
years. Whilst always looking for opportunities to
diversify the cargo mix through the Port, the fact that a
big chunk of our eggs are invested in the Chinese log
market basket has been fortuitous in a Covid-19 disrupted
year. The year ended with records being smashed in
March – 341,673 tonnes of logs exported, and 341,673
tones carted in for the month. This achieved despite 62
hours of weather delays through the month.
Cheers, Chris.
Napier
Borders are open and we’re off like a robber’s dog, last
one out turns off the lights…
With a year’s backlog of training it’s off to Aussie we
trot. Manned model, CPD, check pilot and 6 wharf
development simulations needed, we are back and forth
across the Tasman enough to make up for some lost Air
NZ status points and the added bonus of getting a swab
in a foreign land.

happened but.. Kota Bahagia has waved good bye and
gone on her merry way after a rather prolonged visit.
6 Wharf construction continues, with the new channel
due to open and handle its first vessel in September, its
time for us to learn the in’s and outs of a completely new
approach channel and during the middle of winter, what
better place to do it than the balmy climes of Smartship
in Brisbane.
Wellington
As we drift along into Winter those of us in sunny
Wellington are wondering if this new weather "normal"
is a result of global warming. Last year we were closed
down for Covid and the weather was mild and
unseasonably calm. This year appears to be the same. We
are nearly 1 month for the shortest day and have had long
periods of settled weather. The surfers love it- the skiers
are crying foul. A far cry from the April storms that
resulted in the loss of the Wahine. Still I am not
complaining - it is much easier to communicate in a mask
when the wind is not trying to tear it from your face.
Shipping has been steady with our base trades
performing well. Not quite the congestion of our bigger
ports but the wall of wood keeps arriving daily. There
still appear to be cruise ships booked for later in the year
but there is much water to pass under the bridge before
they arrive. We will now have to get some practice in for
Burnham wharf as more Aussie flights need more Jet
fuel. We are slowly getting back into training and
catching up with the CPE which was on hold for the past
year.
Now all (or most of us anyway) are vaccinated, and
slowly more of the ships crews will be, I wonder when
the need for Covid PPE will reduce and mask free
piloting and coffee on the bridge will return. Remember
the good old days shaking hands with the Captain....
Lew @ CentrePort
Taranaki

When preparing for another attempt at having the article
written well in advance (utterly unsuccessful) I asked the
guys for ideas, usual suspects get mentioned (6 wharf,
training, “just keep it short and sweet”, New PPU’s/
RTK) Thinking back doesn’t appear too much has
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Nelson

Timaru

Picton
With the exception of a few super yachts who darted for
cover at the first whiff of a COVID outbreak in
Auckland, piloting in the Marlborough Sounds has
consisted of the slow and steady comings and goings of
log ships and the more energetic PEC checks for Cook
Strait ferry Masters for the last two quarters. It was a
busy summer on the water though, with every man and
his dog out for a cruise on the water or a fish. It was good
to see the marinas and bars busy again.
Resource consent has been granted for the construction
of the new ferry terminal, and a lot of time and effort is
going into designs for wharfs, terminals, rail and roading
around the port and town – nothing concrete yet though
(pardon the pun)!
In the last two months, Port Marlborough pilots have
embarked on a collaborative project with Strait NZ and
Interislander Masters to align our pilotage plans. We are
also consulting with both ferry companies and MNZ on
bringing Pilot Exempt Masters into our training and
proficiency plan. The hope is that we will be able to draw
on each other’s knowledge and skill and keep the Tory
Channel pilot license alive, while raising standards for all
three operators. A bit idealistic, maybe, and there is still a
lot of work left to do.
Lyttelton

Otago
Progress continues on many fronts: we are in the process
of fine tuning a Mentor Pilot program, in which an
established pilot will pair up with a trainee to assess and
assist their progress through the ranks.
We have decided on revised vessel parameters for license
grades, primarily for our Grade II Pilots, by increasing
the Lower Harbour max LOA, whilst decreasing the
Upper Harbour max LOA, and Ravensbourne ‘until
comfortable’!
Hugh O. has asked for tourniquet supplies and training
for the pilot launch coxswains (granted), as well as in-sea
testing of pilot jackets (denied). And if pilots behave,
then we may all be getting new Navicom Harbour Pilot
PPU’s, a current meter in the Swing Basin, and blue lead
lights at the Cross Channel and Islands. Thanks Dad!
Sumanth and I are off to Port Ash in early September for
manned model training. We were meant to go to Port
Revel last October, which is thankfully not in the cards, as
I’m happy to skip 24 hours in the air. Let’s hope the
bubble remains unbroken and that no unexpected
holidays ensue! And nice work by Sumanth, who lost
engines on the Kota Laris for over 14 minutes and kept
her mid-channel without tugs. It may be a record, and if
so, one that we hope he keeps. Hope your firewood and
base layers are sorted--ours are as we need them yearround!
Josh Osborne
Port Otago Pilot
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Until next time, safe pilotages.

After our visits around the country, looking at what new
tugs are being operated, we have made the decision to
purchase a Damen 2412 ATD and her arrival will be in
roughly three month’s time.

Corey Madill

It is a very interesting process purchasing the single
most expensive asset that South Port has ever made, all
while communicating over Zoom, due to a travelrestricted, Covid-world. The management team are quite
rightly nervous about it. One of the reasons we decided
to go with Damen is that there were two already built in
Vietnam waiting to be purchased, and all that needs to be
done are finishing touches ready for life in South Port.
The first time anyone will get to see her in person is
when she sails into the Port in early August. She will be a
welcome sight, but we are under no illusion that there is a
steep road ahead of us learning how to drive an Azimuth
tug safely and efficiently.
Thank you to the ports in Gisborne, Napier, New
Plymouth and Timaru for taking the time to show us
over their tugs and share their experiences.
We now have a HD overlay (bENC) running on our
Qastor 2.5 PPU software using the updated depth
soundings from a survey the Port had commissioned in
2019. It is quite interesting to see how much more, or
less, water there is on any given tide with the ship’s draft
inputted. Something that, for me, took a few pilotages to
get used to.
I would like to say a big thank you to John Barker and
David Bate from POAL for their help with getting the
bENC set up; it is a complex system and it is great to
have NZ based colleagues to draw from.
Lastly, for this edition, we have had to go 51 days (might
actually be more) without our lovely pilot boat Takitimu
II due to damage sustained from a fishing vessel. The
Takitimu II was built locally to handle the weather in
Foveaux Strait which is, at best, not that nice for
boarding/disembarking vessels.

Pilot Exempt Masters
Earlier this year, Interislande hosted a workshop as a
cooperative venture with the Marlborough Harbour
Master. The participants were invited to discuss and
identify any issues with regards to the way we operate in
the Marlborough Sounds. The general commission was
to scope out areas of strengthening our safety practices
and future proofing our operations, whilst ensuring
safeguard measures are in place for the marine
environment, and other users of the Sounds.
One of the main outcomes from this workshop was the
formation of a working group tasked with looking at our
Pilotage Plans, plus recommendations for improving
navigation safety in Tory Channel and Queen Charlotte
Sound. One of the key aims was to look at the possibility
of a common Pilotage Plan for the 3 main stakeholders Port Marlborough Marine Pilots, Bluebridge, and
Interislander. The key guiding publication referenced for
this effort was our recently published Good Practice
Guide to Pilotage Planning. All three stakeholders were
well represented in this working group, by PEC Masters,
Port Managers and Marine and Safety Managers.
The last meeting was held on Tuesday 5th May, with
group findings and recommendations to go out to Marine
Managers, PEC Masters and Marine Pilots for feedback.
Having PEC Masters from both Ferry Operators
involved in this key process, was a great step forward in
cooperative work, and the sharing of knowledge and
skills to improve operational safety.
James Mariner
PEC Master Interislander

I’m sure everyone who reads this will know how vital our
pilot boats are. They are the trusty work-horses that
ensure our safety out there on the water, and it is not
until you do not have one that you realise how much you
need one, or in our case, miss one.
A big thank you to Port Otago for the loan of the Paerata
which kept us going while the Takitimu was being
repaired; it just goes to show how important it is to have
collegiality between ports.
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SANMAR to Build Five Technologically
Advanced Tugs to Serve LNG Canada

S

anmar Shipyards is proud to announce the contract
signing with HaiSea Marine for the build and
delivery of two (2) LNG Fuelled Escort Tugs and
three (3) Electric Battery Powered Harbour Tugs which
will provide ship-assist and escort towing services to
LNG carriers calling at LNG Canada’s new export
facility in Kitimat, British Columbia, Canada.
Following an initial tender process which began in 2018,
HaiSea Marine has awarded the contract for all five (5)
tugs to Sanmar plus an option for a 6th. The LNG tugs
will be built in Sanmar Shipyards Altinova while the
Electric Tugs will be built in Sanmar Shipyards Tuzla.
The tugs have been designed by Vancouver-based Robert
Allan Ltd. (RAL). The larger RAstar 4000 DF vessels
will be the most powerful Azimuth Stern Drive (ASD)
escort tugs on Canada’s west coast, and will rank among
the world’s highest-performing escort tugs.
At 40 metres in length and with over 100 tonnes of
bollard pull, they will generate indirect escort forces of
approximately 200 tonnes. ASD tugs are equipped with
two stern engines capable of generating a 360°, alldirectional propulsion force.

RAstar 4000 DF LNG fuelled escort tug
The RAstar 4000 DF escort tugs will perform the
majority of their missions using natural gas as their
primary fuel. This allows major emissions reductions
compared to conventional diesel tugs of the same power,
in compliance with the most stringent emissions
standards in the international marine industry. In
addition to these environmental benchmarks, the escort
tugs will be capable of pollution response/oil spill
recovery, fire fighting of marine terminal fires, person
overboard response, and emergency towage of vessels.
At 28 metres in length, with
approximately 70 tonnes
bollard pull and 6000 kWh
of battery capacity each, the
first-of-class ElectRA 2800
battery-electric harbour
tugs will perform all of
their ship-berthing and
unberthing missions on
battery power alone. Bollard
pull is primarily used for
measuring the strength of
tugboats, with the largest
commercial harbour tugs
having around 60 to 65
tonnes-force.

ElectRA 2800 battery-electric harbour tug
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With ample clean hydroelectric power available in
Kitimat, the harbour tugs will be able to recharge from
dedicated shore charging facilities at their berths between
jobs, effectively resulting in zero emissions.
Robert Allan Ltd. (RAL) President and CEO Mike
Fitzpatrick welcomes the opportunity to work with this
project, noting that his firm already has a long-standing
relationship with Seaspan and Sanmar, and said, “Robert
Allan Ltd. are thrilled that Sanmar has been chosen by
HaiSea Marine to build these ground-breaking tugs for
LNG Canada’s new export facility. We are especially
eager to see these tugs built because they will be
operating in our local waters here in British Columbia.
Both the dual fuel escort tugs and the battery electric
shiphandling tugs will set the gold standard for reduced
emission tugboats for the next decade.
All of the significant steps forward in tugboat design
made by Robert Allan Ltd. in the past several decades
have come on projects like this where we have a
challenging set of operational requirements, an
experienced operator that is focussed on the total cost of
ownership rather than just the capital cost, and a high
quality shipyard like Sanmar that can build these
technically advanced vessels right the first time.”
Ali Gurun, Vice President of Sanmar, said, “We are very
excited that HaiSea Marine has chosen Sanmar for
building and delivering the two technologically advanced
dual fuel escort tugs and the three battery powered
harbour tugs that will serve LNG Canada’s new export
facility in Kitimat, British Columbia. The 5 vessels,
including the option for a 6th, will be among the world's
most technologically advanced tugs ever built as a fleet.
The bidding process included complexities in the tug
designs which involve state-of-the-art new technologies.
It is a sign of our on-going good relationship with
Seaspan, who have previously bought two 24m 75-tonnes
bollard pull tugs from our fleet, the second of which
recently left Turkey for her 60-day maiden voyage to
Canada.
We were able to offer achievable proposals that matched
their vision for future requirements at Kitimat, with
powerful tugs operating with minimal impact on the
environment. Backed by more than 40 years of expertise
and with unrivalled state-of-the-art facilities, Sanmar is
proud to be leading the drive to a more sustainable and
environmentally-friendly tugboat industry.”

About HaiSea Marine
HaiSea Marine (HaiSea), a partnership between the
Haisla First Nation and Seaspan ULC, is proud to be part
of LNG Canada’s (LNGC) export facility in Kitimat, BC,
providing ship-assist and escort services to the LNG
carriers. HaiSea is a marine transportation company with
a diverse fleet of tugs and barges serving the over 200
km of scenic waterways in the Kitimat and the Douglas
Channel region of British Columbia. The goal is to
provide LNG Canada, the Port of Kitimat, surrounding
communities, and the relevant partners unparalleled
marine transportation services with industry-leading,
state-of-the-art vessels. Seaspan and the Haisla have
hundreds of years of combined experience in these
waterways. HaiSea’s mandate is to operate at the highest
level of safety and environmental standards, which will
allow this legacy to thrive for generations to come.
Frank Butzelaar, Seaspan Marine CEO said: “Signing this
contract with Sanmar brings HaiSea one step closer to
delivering on the promise made to the Haisla Nation
when this partnership was conceived over a decade ago.
These vessels represent the future - they are
revolutionary in both their technology and their ability to
create opportunity for the Haisla people. This remains
HaiSea’s promise.”
About Sanmar Shipyards
With more than 40 years’ experience, Sanmar Shipyards
has a worldwide reputation for innovation and excellence
at its two custom-built state-of-the-art shipyards at Tuzla
and Altinova in Turkey. Renowned for a wide portfolio of
technologically-advanced tugs based on world-leading
designs from naval architects such as Robert Allan Ltd
(RAL), built on demand to customers’ specific operational
needs and leads the world in the construction of RAL
tugboats, with approx. 250 built to date. Range of tugs
includes LNG-fueled, hybrid and autonomous vessels.
The company, which also operates tugs, prides itself on
focusing on the need to minimize or eliminate negative
environmental impact. Sanmar Shipyards works in close
partnership with customers at every stage of a project,
and offers unrivalled after sales and post-delivery
technological support.
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Excellence is
in the details.
In striving to support your business beyond the delivery of our vessels, we focus on maximising
their operational excellence. In seeking to achieve this, we leave no stone unturned. Every aspect
of our tugs is functional, down to the smallest detail. Winch protection and closed cooling systems
may not be the most obvious features of a tug, but they play a significant part in ensuring extended
docking intervals and guaranteeing you a vessel that is safe, sustainable, efficient and reliable.

Find out more on Damen.com

Pictured here:
ASD Tug 2010
ASD Tug 2312
RSD-E Tug 2513

Sabik Marine is World’s Largest Marine AToN Manufacturer.
We offer a full range of solutions including:

MARINE LANTERNS
•

Omni Directional Lanterns

•

Buoy Lanterns

•

Range Lights

•

Sector Lights

•

Port Entry Lights

FULLY SELF-CONTAINED
•

1NM to 12+ NMs

•

Range Lights

•

AIS Lanterns

MONITORING & CONTROL
•

Bluetooth Control – currently available on 10+ products

•

Web based Remote Monitoring

•

GSM & Satellite options

•

All Products come with a 3 Year Warranty

•

Over 100 Years of Industry Experience

To find out more, please see us at Booth 7

SENSOR SYSTEMS (NZ) LTD
Unit 1, 185 Montgomerie Rd, Airport Oaks, Auckland, NZ
Ph: (09) 275-4578 Email: info@sensorsystems.co.nz

www.s e n s or s ys t e m s .co.nz
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Join the NZ
Pilots setting
the standard
with eMPX

sales@ or team@ masterpilotexchange.com
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MARINE POWER SOLUTIONS

POWER UP
The Scania 9 and 13-litre in-line and 16-litre V8 engines span from
220 hp to 1,200 hp and provide the kind of power needed for demanding
applications like pilot boats, fishing vessels, patrol craft, aquaculture
vessels, passenger ferries and coastguard vessels.
The reliability of the engines, as well as their outstanding power-to-weight
ratio, immediate response, and exceptional fuel efficiency
make them ideal for any operation.
To learn more, visit our website or contact
South Pacific Diesel Systems Limited
0800 SCANIA – (0800 722 642).
www.dieselenginz.com
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THE ORC
PILOT BOAT
As used by:
Port Phillip Sea Pilots
Mid West Ports
Flinders Ports
Svitzer
Rio Tinto
Esperance Port Authority
The Port Authority of NSW - Port Kembla
Port of Townsville
Gladstone Ports Authority
Tasmanian Ports Corporation
Lyttelton Ports Corporation - NZ
PrimePort - NZ

Mal Hart 66 Yuilles Road
Mornington Victoria 3931 Australia
E: contact@hartmarine.com.au
P: 61 3 5975 5622
F: 61 3 5975 9634
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www.hartmarine.com.au

