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AND TANDLING

= SOME € OMMERNTS Ul

iamgz to have
besn Mz bave been engaged

in practicsil

Tk sree covers that of deckiand smiil peLroi engine-
driven ha) v Launches engaged 1n the towi of vu?.“ and punts

of the larger lighter-cum-tu d extensively
on Sydnsy H: ‘n the pre-war years, to that of Master of ship-
handling tug: engaged in the normal daily routine of assislting ships
to berth and saii, as well as cayrrying out ocean rescue and coastal
towage.

of timber, Use

in every & t of towing, the tug must be = Lighly manoeuvrable
vesssl, with a large displacement for her size and to have adequate
power zo that she can carry out the work for which she was designed.

; the shi }:*-e d
cvned by owner-skippers who van thies
s wo“k as well, Large rudder angie
being brought about thTOug} asc
boiler low, so that the sk cer, who steerved
ips, could see over it i  These .\,;e wooden-
were extremely handy and could carry out any
towage a«~3grwpau within the scope of their power, Tt is pleasing
to know that uuhic a few have been "dieseliged"” and are still in
oparation on Svdney Harbour although their designers., builders and
original owners have long since retired.

«ery 11ut¢e

ssity in order

and "Theresa Ward" for inscance, wers
Le _ineuies and 1500 respectively. They were
when {apart from moving "dead” ships when they
@unzo;de the fow}; all work was done on a towline.
rad a rake keel of approximately & feet, uwhich
ma/ nave p ded the Naval Arck itects with the auswers they were
iooking £df but ;zoxjded the Tug Masvers with absoclute frustration,
sapecialil 1 working the steelworks channel in Newcastle with the
”Lna‘giem”? and d vﬁrong ebb tide Tlowing soutn, and a fresh
southerly bree orthii The ablility of thav tug to stem
the tide because of h o decp heei, and lay with her stern Into the
wind because #¢ 1ight forefoot and forward top hamper. was
somsthing to '

soon learned, that in cases of ihe nature Jquoted

ab b o', beeause of her long 'engkf? narrow beam abd
very fine run ait, could be taken down ri«ar stern {irst, and in
fagt, a greal propoviion of her time was spent going from job to
iob stern first becausz 1t eliminated the need to swing her o

Tre "ZaintV ciass tugs of World War I vintage were for thelr
size, particulariy fine vessels from a bandling point of. view,
They were 1t3 me»:HLLY with a beam of 29 feet, and a loaded dis-
placement of 830 tons with load drafts of 13' Fiwd and 15" Aft,
Ajithough not carrying a greater rudder angle than 329, these tugs
handled well both ahead and astern, and were very good when working
a "stopper'.

The word “Stopper" needs some explanation, as it is a word
common only to New Scuth Wales ports : In Brisbane, Melbourne,
Adelaide and Fremantle it is called a "Bullrope” whilst in the
United Kingdom the name varies between "gog'" and "gob rope", which
originates from a "gog" or "gob" ring rivetted to the alt deck.

A "stopper" is always used by the stern tug, or in cases where
the towed vessel is mocing astern tiien the tug ahead, if ahead, uses
one Loo.
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; The "Saint" class tugs of course, were primarily designed as
H.M.S. Tugs for rescue work, and from a commercial operators
point of view, were most unhandy on deck. High engine roonm
skylights and consequently high tow beams were the order of the
day, and upper deck "tumblehome" was poor, so that the utmost
caution had to be exercised when coming alongside a modern ship
with a lot of "flare" forward and "run" aft. o

When the "Saint" elass tugs and their predecessors started to
show their age, tug owners in this country had to go ahead with
some kind of replacement programme, and, a few steam tugs were
built, embodying generally, all the faults possible so far as
cramped working space on deck for the deckhands, caused by over-
sized engine room skylights, both in width and height, and the
upper structure provided very little "tumblehome". in order to
complete the picture, these tugs were fitted with Kort Nozzles,
which, in a lot of instances impaired the manoeuvrability con-
siderably in order to obtain tractive effort, which couldn’t be
used in most cases, because the tugs would tow on a ship’s line,
the strength of which would be doubtful.

However, during the late 1950's, a vigorous replacement pro-
gramme was commenced, not only in this country, but in most
countries of the world. The attached sheets will indicate the
activity relating to completions and orders of tugs in the United
Kingdom for the year 1957.

: From the foregoing, it will be noted that the diesel engined
shiphandliing tug had come into its own, and consequently, vast.
improvements were made in the deck arrangements. Some owners,
because of location and peculiarities of the area of operation,
especially in the United Kingdom, made few changes in appearances
to that of Steam Tugs.

The Tug Owners that utilised the benefits of the change to
diesel power was that of the Tees Towing Company, whose fugs are
stationed at Middlesborough, wkich is on the Tees River. These
tugs have good deck space, the after deck being completely clear,
with the exception of a rope grating aft, a "gob" ring on the
centre line and bollards at each quarter. All berthing and un-
berthing of ships is performed on a tow line, the gear being
supplied by the ship, so that a capstan is not required. This
Tug Company also pioneered, in the tug "Acklam Cross", Diesel-
electric propulsion in 1932, and to the best of my knowledge is the
only owner of shiphandling tugs fitted with Voith-Schneider pro-
pulsion in the United Kingdom, the tugs being the "Hutton Cross"
and "Banbury Cross'".

The handling of tugs engaged in general duties as well as
shiphandling tugs is the same the world over, the only difference
being the peculiarities of the different ports themselves, that
require an abundant store of local knowledge in order to achieve
the utmost out of the vessel. :

.T have found that handling a tug in a river where there can
be a strong flow and ebb, can be a problem, especially if the tug
has to be swung. If the tug is too deep on the heel, even a tug
with a right-hand propeller, and swinging to starboard, using the
engines ahead and astern, the transverse thrust will not be of
mich assistance 1n throw{ng the stern into the tidal flow, whereas
a tug with very little difference in draft fore-and-aft will have
“no difficulty in turning as her lateral underwater area will be
fairly equal and the rudder power can be fully utilised.

The same problem arises when "hanging" on a line, awaiting
instruetions to commence towing, or, when berthing a vessel where
it is desirous of remaining in the best position in order to assist
the ship. The deep-heeled tug will want to stem the tide if any,
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and if the location is not subject to tidal influence, but is
subject to wind, then the deep-heeled tug with a 1igh% forefoot
will blow away faster, and consequently, in order to keep in
position a greater propeller speed is required, which can be
embarrassing to the ship.

It is also of the utmost importance that a tug should be
able to be handled when going astern with some sort of con-
fidence, and without continually sheering through having the
wind on the bow, and having to drop an anchor to keep her head
steady. It is to be clearly understood that in all the fore-
going comments, the tugs mentioned have been single screw.

From the capabilities of handiness, which of course includes
the positioning of the two-hook, we must deal with vision, and
tumblehonme.

It has been the practice in a number of modern tugs for the
wheelhouse to be positioned as far forward as possible, with the
result that the tug master can never see the stem, if steering
from abaft the wheel, consequently in those vessels the Master
stands forfard of the wheel and generally to starboard of amid-
ships.

This forward positioning of the wheelhouse of course,
restriets the overall view of the after deek, unless of course,
the wheelhouse is raised, and then it becomes a hindrance when
the tug is "lashed" alongside a ship, under the shoulder or aft,
Because of this fault, I have seen the for’ard tug lashed up as
far aft as the bridge on a modern ship, in order to avoid damage
to the wheelhouse through the ship’s flare, and it is more difficult
to push or drag 150 feet of vessel bodily through the water, than
at or near the extreme ends,

In order to achieve good visibility most shiphandling tugs
in service in the U,K., have a flying bridge on the wheelhouse
top, which is used in all weathers whilst towing, but I don't
agree that it is necessary to go to this extreme when a wheel-
house can be designed to give all the vision necessary.

I favour the positioning of the wheelhouse somewhere close
to 1/3rd of the tug's length abaft the stem. By positioning the
wheelhouse in this position, it is possible to see the tug'’'s
stem when standing abaft the wheel, and it is also feasible to
see the tow hook, and most of the after deck, especially so if
the wheelhouse is raised a height of some three feet above the
boat deck.

This positioning of the wheelhouse, allows for a better
tumblehome, in that the upper structure is abaft, or close to the
shoulder, and consequently close to the maximum beam of the tug.
If the mast is abai't the wheelhouse structure, it also has the
benefit of being protected by the maximum beam of the tug, and
eliminates, (as does a stepped back wheelhouse) anxiety when
"pushing-up" a vessel with a large "flare" or "run", and it can
easily be seen the advantages that this arrangement provides when
lashing-up alongside modern vessels, where every bit of tumblehome
counts.

With a stepped back wheelhouse, the fore part of the boat
deck provides an ideal stowage space for lead-line reels,
explosive box, breeches buoy gear, as well as space for ventil-
ators leading to the natural ventilation trunks to the accommo-~
datlion, the ventilator cowls being below the level of the wheelhouse
windows and therefore not blocking any vision.




The working deck layout on modern diesel tugs has been
vastly improved, and it is possible to walk from forward to
aft with a heaving line, or the end of a ship’s line, without
having to pass them around obstructions. This is extremely
important because speed in handling gear of this nature is
sometimes very necessary.

Good deckspace is a must, as deckhands need room to allow
them to throw heaving lines, most of which are upward throws,
Some little space is needed around bollards, and posts, especially
as the deckhands have to use 7" and 8" wmanila ropes, which in wet
weather swells and stiffens.

Some tugs in Australian ports carry their own towing gear,
so are therefore fitted with capstans in order that they can
retrieve it, and, because in most cases the tugs are capable of
coastal and deep sea towing, they also have a hatch on the aft
deck leading to a hold, or rope store.

These deck obstructions demand that some protection be
given to the towing gear, and the preservation of manoeuvrability,
and therefore tow-beams are placed over them. These beams ensure
that the tow line when working from the hook does not foul the
hateh coamings or the capstan control or capstan barrel. It is
not necessary to connect the tow beams from bulwark rail to bulwark
rail, as this only provides for further deck obstructions to the
deckhands, and restriciing the working space.

By referring to manceuvrability in the preceding paragraph
the inference was that if the towing gear should foul the Capstan,
it could well be that, (provided the towing gear didn't carry away,
or the capstan barrel didn’t 1ift off or bend the shaft) the tug
would be swung, as the towing point would be moved from the hook
to the aft end of the tug which would be extremely embarrassing,
without thinking of the dangers that may flow from such a happening.

The next important items in having a tug that will be manoeuv-
able, with good vision and good tumblehome and clear working decks,
is the positioning of the towing or strong posts and any bollards
that are decided upon. :

T strongly favour the positioning on the centre line forward,
and as far forward as a reasonable breasthook will allow, a
Cruciform type bollard, with the wings leading aft at approximately
the same angle as the bulwark rail. The bollards are referred to
as YH" bitts by tug nmen. This type of bollard allows two lines
to lead under the horizontal section, with the added advantage of
also being able to lay-up the two lines on the wings. In other
words, this bollard has the same advantage as a "Gob ring" or
Panama lead for making fast to high ships, with the addition of
being able to make fast on the spot, instead of leading the lines
away to other bollards. This saves unnecessary drift and conse-
quent rendering of the lines, uwhich can be a nuisance, especially
if the slack has to be continually taken up.

1 prefer two strong posts at each shoulder, the aftermost
post just at the start of the round of the shoulder, with the
second post between the aft post and the for'd "H" éitts. By
preferring a second strong post, to a cruciform bollard connected
tn the deck in approximately the same position, there is a saving
in deck space, and a line can be lead either for'd or aft, whereas
the Cruciform bollard on the deck, is well below bulwark height,
and consequently all lines must pass through a hawse pipe, which
can be the cause of severe chafe by causing a sharp nip. To my
way of thinking the only thing achieved by the fitting of cruciform
bollards at the shoulder, is to be sure of taking up valuable
working deck space, as well as having something to fall over !
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The positioning of the for‘d shoulder strong posts can have
quite some effect on the handling qualities when a tug is towing
an oil lighter, flat top barge etc., when it is generally essential
that the tugs head should be bowsed well in, so that the lighter
towed, 1s slightly across the tug’'s bow, so that the two, if looked
down upon, would appear to be wedge shaped, A spring made fast
to the post on the shoulder well for'd will have a tendency to
naturally cant the tugs head in towards the towed object, and if
the towing spring, head line and aft breast lines are handled
properly, the tow can proceed with the tug's helm being amidships.

The 'midships’ strong post port and starboard is just what
it is, and is generally only used when the tug is the "alongside"
tug when towing a "dead" ship, with one or more other tugs, or
when making fast alongside the berth, depending upon the port,
location of the berth and distribution of the mooring bollards on
the berth.

The bollards on the after deck, comprise a ceruciform bollard
on the centre line positioned as near to above the stern post as
possible, as this bollard is used consistently with a Ystopper"
"bull-rope" or "gog-rope',

At each quarter a plain set of mooring bollards, free of any
kevils or horns, so that a released tow~line will not foul on them,
with consequent dangers. A lot of modern harbour-cum shiphandling-
cum-sea tugs are not fitted with bellards at each guarter, but I
have found them extremely useful on ocean tows, and would not dis-
pense with them under any circumstance.

The number of hawse pipes fitted are 3 on either side, one
set in the bulwarks, between the for'‘d Cruciform and for'd post,
one abaft the aft shoulder post, and one abaft the quarter bollards
aft,

The positioning of the cruciform bollard for*ard, and the
spread of the vertical sections provide a good lead to the warping
barrel of the windlass. It is generally hopeless to position a
hawse pipe in the bulwarks for'd with a good line of lead to the
warping barrel of the windlass, because in practise the bow is
festooned with fender chains, and to pass a line through the hawse
pipe is tantamount to reeving a rope yarn over a nail, as the
pimnacle of achievement will be a chafed line !

The handling of towing gear at the aft end of the tug is
usually by a Capstan, but some tugs have wineches.

The advantage of a Capstan, far ocutweighs that of a hauling
wineh, because it takes up much less space and height, and a line
can be lead to it from any direction, whether over the bulwarks
or through the quarter hawse pipes. '

A winch on the other hand usually stands fairly high, but..the
main disadvantage is the fact that you can only heave a line either
from a forward or aft direction, and then a suitable molgogger or
a snatech block has to be used to maintain the direct line of pull,
Any variation from a good lead and you get ®riding" turns on the
"Winch~end" which can be embarrassing at the least and dangercus.
A wineh also, with it's greater sthwartship spread necessarily has
to be protected by a higher and longer athwartship tow-beam which
again r educes the working space, and when towing at sea, (or for
that matter a low eraft in the harbour) the high tow beam provides
a position where a "nip" or chafe point is ready made, requiring
special chafing gear to combat the problem,

A standard feature of our new tugs is the inclusion of a
hawser lead; set in the bulwarks on the centre line aft. The
lead consists of 2 vertical and 1 horizontal rollers, and is
designed to take shackles and thimbles up to 12 inches in width.




When wishing to retrieve a hawsor, the seetion of bulwark rail

is lifted out and the wire falls into the lead. This eliminates
lifting and Litiwng a2 molgogger into the bulwark rail, then 1lifting
the wire up and into it, only a matter of & to 9 lnCueQ? but a

wire can be extremely heavy 1if thiere is even only 15 fathoms of
WaTer. We have found it most necessary to heave our wires in
over a revolving sheave or roller, rather than over the bulwark
rail, as it inereases the 1life of the wire, keeps it free of turns,
which of course makes it szasier to handlie,

T will endeavourﬁ with the aid ol sketches, to illustrate
the variocus jobs that a shiphandling tug is required to do, when
attending ships together with some of the attendant traps that are
cons¢steac with ships working within a few feet of each other at
speeds up to & krnots in confined waters, as well as indicating how
“a tug should be made fast when towing lighters.

Towing of Lighters : 1 0 o
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In example Rg} the tug 1s gaae 25t too far up on the iighter,

and is too f;a@kaLua$w$de/ so that as zoon as an ahead movement

is gilven, the~¢endeﬂcy, until some headway is gained, is to sheer
away to starboard, and comsequently, in order to steer at all, a
considerable amount of port heln has to be carried. The effect
when going astern is to swing to port very quiekly, without gaining
much sternway.

In example {e) the tug has the lighter lashed up on her shoulder,
with her head bowsed well in, headline leading forward, as well as
the aft breastllne leading ferward, and fore or towing sprlng
leadlng sft.

This method allows good manoeuvrability and steering and when
having to take the headway off the tow, the transverse thrust of
the tug is counteracted by the “going astern on the port side of
the tow oniy" and usually the tow will lose all way without canting
mach to port.

In order to ‘back' a tow of this nature straight and then
swinging against the natursl "throw", which is head to port, it is
nscessary to siack up the aft breastline, thereby allowing a wedge
of water between tug and tow. Upon stopping the tug’s propeller,
the momentunm of the tow will cayrry the tug’s head to starboard.
A1l msnoeuvres of course zre subject to conditions of wind.
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If possible it is advisable when towing lighters alongside
to tow the "deep-end" first, as the leading deeper draft of the
tow offers sowe directional stability with the deep-end of the
tug, and is consequently much easier to steer, and manceuvre.

As illustrated in sketeh (a) how incorreet it is to lash-up
flat alongside, when all the weight is on the headline, it is
just as bad to lash-up too far aft with the tug's head bowsed
in because then the tow wants to run across the bow of the tug,
and a considerable amount of starboard helm has to be carried,
and the main weight is on the aft breastline. This is shown in

sketeh (b) -~ " .
® ; | }
l
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To my knowledge there are no set rule n how tug should be
lashed-up to tow a lighter, as every lighter h&as—seme character-
istics that doesn’t compare with another, and only experience after
many tows, and the general appearance of the tow will allow the
decision to be made on the method of lashing up.

At times, smaller tugs are called upon to tow lighters with
a high deck load, which restricts the Tug Master®’s view to such an
extent that he has to tow ahead. There are two methods used, one
using a tow line and bridle, the other by using two lines,
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The me —UsIingthe bridle allows the tug to work in a more
confined space, and towing from the towing bollard or tow hook
amidships allows complete freedom of steering.

The method using two lines, through the quarter pipe or lead
over the bulwarks to the quarter bollards, also allows considerable
freedom of steering, provided when you make the lines fast, you
arrange that either one can be slacked away, -and by so doing a
balance can be attained. This method of course, also allows the
tug's propeller wash to clear the tow.

The position alters somewhat when ship-handling tugs are
attending moving ships, and a lot of care has to be exercised to
avoid getting into serious trouble.

The operation of putting a towline aboard a moving ship, or
taking a line from a moving ship, is much harder than it may
appear, and the remarks previously passed about good vision being
necessary will be appreciated.

In Figure II it can be seen the action a tug experiences when
running up to take or pass a headline. It is correct that the
tug should run alongside the ship, rather than endeavour to turn
ahead of the ship.
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When abreast of the ship’s shoulder, the *outward run"
will tend to force the tug’s head away, (a) and when past the
point of balance (b), this action will act on the tug's port
quarter,; and if a Master's reflexes are slow, the stage is set
for the tug to run across the vessel's stem, In order to
avold happenings of this nature the Tuf Master, after ascertaining
that all is clear ahead makes the run-up, by facing aft watehing
the distance between the tug's bulwark rail and the ship's side,
and because at least 2/3rds or more of the tug is abaft the tug's
wheelhouse any change of direction is quickly seen and easily
rectified. It is also necessary to face aft to keep an eye on
the passing or boarding of the towline.

In Figure I1I when passing or boarding a line from a vessells
quarter, consideration must be given to the "inward run" exper-
lenced, especially so if you are taking a2 line from the starboard
guarter, and the ship applies starboard heim, From a beam distance
of 20ft. the "inward run" is very noticeable and therefore the
correct way is to pass at a slight angle across the ship's stern,
in other words, you look at the beam of the ship, the "run" aft,
and steer accordingly until the tug’'s head is clear, then once
again you face aft and kesep an eye on things. This is one instance
that it is a great asset to be able to see the tug's stem when
picking up a line. If you can't, you have a length of ship ahead
of you and an imaginary tug’s head that changes with any movement
of the tug master within the wheelhouse.

The aft tug after connecting the towline, usually connects
a "stopper" bullrope or "gog rope" to the towline in order that the
tug ecan manoceuvre astern of the tow, depending of course on the
berth location.

The word “stopper" has been previously explained, and the
stopper is a very necessary part of a tug's towing gear, and by
considered practical use of a stopper and application of rudder
angle, a tug can steer a ship with precision, provided that when
referring to a stern tug, the ship has headway, and, when used on
a head tug., the ship has sternway.

Figure IV indicates the use of a "stopper”.

(a) Assume the vessel in the figure is to berth starboard-side-

To, with a wind blowing on her port side. Because of the location
1t is necessary to come into the berth at an angle, which means

the tug on the starboard quarter has to assist in the swing. The
tug at (a) is towing the stern to starboard, but must get onto the
ship’s port guarter in order to save the vessel from the wind blowing
the vessel onto the berth.

(b} The tug master applies starboard helm, the "Stopper" is hove~
in using the capstan. This will assist the tug to swing and run
across the vessel's stern when the tug's propeller is stopped from
the ahead position.

When 1n position (b) bearing in mind that the ship is moving
away from the tug, the weight of the line made fast at the aft
end of the tug, commences to swing her, and if it is desired to
hurry up the process, a kick astern will accentuate the run across
the ship’s stern showing positions (¢) and then (d), At position
(c) the helm is to port to assist the swing of the stern in that
direction, and at position (d) the helm is to starboard and with
a kick ahead the stern is swung further, until the line of the
towline crosses the centre line, when the "stopper" can be eased
off as necessary.

This manceuvre (changing position from one quarter to the
other) can be comfortably carried out on a heavy ship, (having
very little headway) by steaming around on the line, and not using
a "stopper" at all.




In Figure V (a) (b) (e), with the "Stopper™ paid out to
what Tug Master’s call "halfway", the stern tug can comrfortably
steer a "dead” tow, provided of course there is not too much
headway on.

Should a tug be "dragging'" on a stopper in a tideway, or in
a position where the ship has a fair amount of head or sternway
on it is most unwise to work the stopper at half way. If you
try, the result usually is the carrying away of the "stopper”
which will leave the tug in a precarious position of (in tugboat
words) being caught "broad-off". or as the English and Scots say
"girted® i This can lead to possible capsizing should the main
hawser fall to part, or the tow hook for any reason cannot be
tripped.

(In order to prevent the tow hook jamming against the aft
side of the deck house, we equip our tugs with "stop" rails or
"horns" port and starboard in the way of the hook. The tow line
is thus kept clesar of the house, and the hook is therefore always
clear to release should a tug get caught "broad-off¥.)

Under the above circumstances of having to go round, the
towline is bowsed-down by the "stopper"” as neatly as possible
so that when the full weight comes onto the gear, the towline will
not be far off the centre line in welation to the point where the
"stopper" is laid up and made fast.

There are many tugs on the Tyne, Humber and Thames Rivers,
which have a hawse pipe, set into the bulwarks on the centre line
aft, the positioning of which assures the ultimate leverage that
can be brought to bear by the "stopper", and it is easy to see
that when "going round on a line" there must be the least amount
of effort required at the extreme end to swing the tug.

In some ports in Australia, ship~handling tugs sre not
always used on the end of a towline, the general trend being to
®lash-up”, & term meaning to make fast alongside. The "lash-up"
methods are widely used in the United States of America, and have
many advantages, the main one being that if necessary, when pushing,
full engine power can be used, which is something that can rarely
be done when towing on gear supplied by the tow. 1f you do get
gear from a ship that you can tow on at full speed, it is so heavy
that the tug's crew have difficulty boarding the gear and plaeing

e

the eye onto the nhook il

To illustrate Figure VI shows Sydney berths Nos. 9 to 14
Pyrmont, with vessels berthed at each berth, except No. 11 which
is a eross berth and only used by lighters.

A vessel has to sail from No, 10 berth, which is an inner
berth., Figurs VI (1) and (2) shows how the aft tug, on a short
towline - short by necessity, as the distance between the vesgsels
at Nos. 9 and 13/14 in some cases is only about 100 to 120ft., so
that the clearance on each side of a vessel using the inner berths
can be as 1little as 10 feet. Counsequently a vesgsel's stern
cannot be allowed to wander, and, by using a short tow line, a tug
travels a relatively shorter distance to get frum one quarter to
the other, than she would oun a long line, and can therefore shift
the line of pull faster in order to keep a vessel straight.

The aft tug (1) Y1ifts" the stern off, whilst the "head" tug
“"dangles" on the starboard head line, and a headline from the
vessel is still fast, so that the vessel camnot move astern and
collide with the vessel at No. 9.

When the stern is well elear the aft tug moves astern of the
vessel, the headline of the vessel to the wharf is let go, and so
some séern way is provided, with the head tug keeping abreast,
until the stern of the vessel ig well elear of the bow of the
Ship at No. 9. Then, under the pilot‘s instructions the head tug




puts weight on the starboard headline (2), to swing the ship's
head whilst the aft tug (2) moves onto the starboard quarter to
"hold" the stern, in order to straighten the tow for the passage
between the vessels moored at 9 and 13/1% berths. The arrows
indicate the directions of forces used and movement.

It is obvious that the tug on the starboard headline cannot
stay with safety in the position as shown in (3}? so the best
position for her, is to be tucked under the ship’s port bow,
made fast by a back spring lead from the for‘d cruciform of the
tug around the vessel’s stem to the starboard lead. The head
tug can go ahead on this spring, and thus completely control the
vessel's steering, when being towed astern. By applying starboard
helm, it is obvious that the tug can tow the vessel's head to port,
and by applying port helm the tug can push the vesselis head to
starboard, in other words, the vessel now has a bow rudder as long
as the tug, and steering can be accelerated with the tug increasing
propeller revolutions.

The Sketch Figure VI pos. (&) shows why a stepped back
wheelhouse and mast is just as important as orthodox tumblehome,
and the profile and head-on view of one of our modern tugs
illustrates the above.

Figure VI pos. (95) illustrates how, when the vessel is clear
of the berths, the relative positions of each tug, and their rudder
angles when swinging a vessel with stern way on, head to starboard.

Certain berths in most any port dictates that the best
possible service from a tug can be gained from "lashing" the tugs
alongside the ship, one tug forid, the other tug aft. For obvious
reasons, twin-screw tugs are the most adaptable for this type of
work, as more positive control can be exercised in position keeping.

At the present time there are only two twin-serewed tugs in
Australia, the "Sirius Cove" at Sydney and the small "Yuart" in
Bunbury. However, it has been proved over the years, if consid-
eration by shiphandlers is given to the "Speed of approach” of
their vessels to a desired berth, that a single-serew tug, "lashed-
up" in the best position that the tug master can find, will provide
an efficient and safe serviece.

It is rather distressing for a tug master, when ordered
alongside for'd or aft, when attending some mo&ern passenger
vessels, to find that there is either nowhere to connect a line
forward and aft, or the only leads aft are directly over, or in
the way of the propellers !

The common method of "lashing-up" is to use two lines only
forward; a breast from the forward cruciform and a fore spring
leading aft to the shoulder post. Both lines should lead through
the same hawsepipe. The forward breastline should lead slightly
astern, which of course, enables the tug if ordered te "push-in",
to go ahead, and without giving the ship headway, quickly reach
the position of being at right-angles to the tow. If ordered to
"go astern" to allow the tow to take the berth kindly, the spring
is fast and in readiness for the kick astern.

Figure VII illustrates the methods used.
Position (a) ship has headway, so in order to avoid carrying away
the forward breastline, it is necessary to leave the tug s rudder
hard over to port - you will recall the action on the tug’'s bow in
Figure II pos. (a). The action of the tug on the steering of the
ship when in this position if the tug’s serew is stopped, is to
drag the ship's head to starboard, so it is always prudent to
turn the screw over in the ahead position, at such revs as would
coincide with the assumed speed, in order to reduce if not eliminate
the drag.
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When approaching the berth, the tug in this position, uwhilst
the ship has headway, can cnly provide the ship with another
propeller, in other words, if the tug goes astern, the ship's
head will go to starboard. Should the vessel be well off the
berth and regquires a "push-in®, the tug goes ahesd, helm hard-
over to port, and the pesition is as shown in position {b).

To arrive at this position, the forward breastline would have

to be eased off a little. The tug is now in a position to
either push the bow in, or by going astern pull the bow %o
starboard., The position of the forward breastline, (as well as
the spring being bar tight) will hold the tug's head in position,
and will resist any transverse thrust. The tug will not remain
at right angles should the ship gather headwsy again, and care
has to be exercisad with the spring should the ship gather stern-
way, otherwise it will part under the sirsi

a4
5.

4 K

Position (¢ shows another method, using
leading through the cruciform bollard, one ahead

Position {d) and (e illustrate the tug at right angles {(d)
pushing-in, and (e) the spread of the lines when the tug goes
astern. The main draw back with this method 15 that when the
tug goes astern for more than a minute or so, she csunol resist
the transverse thrust of the propeller snd will end up back
alongside the ship giving the ship stern way.

The same characteristics applies in regards to pos. (aj (b)
(e) (8) (e) if the tug is lashed-up under the port shoulder of a
ship, with the exception that method (e) with subsequent position
(d) is alright if the tug has to push in, but position {e) becomes
untenable as the transverse propeller thrust will cant the tug
under the flare of the ship's bow, and in order to avoid damage
tn the mast, wheelhouse ete. the springs have to be slipped and

L3

tug backed away clear 1

[§

A tug that has to lash-up at the aft end of a vessel meets
with different problems than the head tug. A head tug, if the
superstructure has good tumblehome, can lash-up invariably in the
same position whether a ship is light or leoaded, but an after tug
has to consider the run of the ship as well as the propeller, and
propeller wash.

There are two methods, and these ave shown in Figure VIII
Position (a) shows the tug lashed-up where the ship has some
“flat" in the side, using the forward breastline and spring in the
same manner as the for'd tug. The rudder also is hard aport, not
only to ease the weight on the breastline but to ensure that should
the ship swing te¢ port or the breastline part, onily an extra kick
ahead will ease the pogition.

Position (b) is similar to that of Figure VII (b} : Even if
the tow should go astern, the propelier wash will not effect the
tug mich, as the wash, al the distance shown rung fairly aft to
forward, and only acts on the bow of the tug. Sternway of course
may reach a stage where the spring will have to be eased.

Position (¢) with a loaded, long and deep draft vessel may be
the only position where the aft "lash-up" tug can get with safely,
as well as being in the best position to render assistance,

In this case one forward spring is lead from the forward
eruciform aft and made fast on the vessel’s port guarter through
the lead. The tug then goes ahead on this spring, whilst the
other for'd spring is "sweated-up” and made fast. She is now in
a positlon where the bow is well secured, and can't be washed 1in
2ither direction by the propeller wash. The helm carried during
this operation, w2y only be slightly to port. Should the tow
require a "push-in" {(berthing port-side-to; it is easy to get
around, provided of course there is not too much headway, and in
order %o avoid going fore and aft under the "run' a spring can be
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put out from the port shoulder to the starboard icads of the
ship, and if considered necessary another one off the tug’s
starboard shoulder, these lines will keep the tug in position
even if the stern is amongst strong propeller sddies, I have
never yet however, put out the extra = :

‘ _ , uhe position of
the berth has never warranted the owi o e taken,

The =am: fies Lo lazhing-up
vessel, and * carae in thar
when lashed-un
vessel be goin
the water, i
away from t
the ship's :
the ship'’s
of course,

sebern on her
: «,iﬁf’(,

. Howeverﬁ
angles of 45°
because the t
of engine power,
position for SERYS : _
of 132ft. overall, =z am of 25 f
with a maxiwum rudder angls of 32
with one 104 4" G4 Beam of 26°AN,

It may weil ne asked why thers

rudder type tugs. and bthe author bas
proposition too.

As 1 see it, & iwin-screw
the most manceuvrahiz of tho :
having a defini sdvantage in wan
get from say tne port bow to i :
or two thirds o '
screw tug, that
the desire to
only be warranted onge every five vwaurs,
pensive refine o

In locati
refinement, b
tug. 4s the %

It is alsc necessary, {and I was
Manchesgter Ship Canal from Manchester
Locks) that the siern tugs employed
towing and wman irig a ship stern
the Canal, 1 “her ship is proc
A single serew made fast nhead
operation, =
end up head
lines couldn’ ¢

direction,
ogat this
er, and

_f

However, to geit back to the gu
twin-serew tugs in this country,
our perts, that this type of tug
so than Tug Ownerg think that twin screw Luz: . 3
porposition on the Thames. The PLA twin serew tugs that work in
the docks of course are a different proposition. From the Tug
Master's point of view, the advantage is only free running manceuv-
rability, whilst the disadvantages for generai harbour work is (a)
Vulnerability of fouling a serew with a line over the sidey (b)
anxiety when attending twin-serew ships and you are the aft "lash-
up”; (¢) anxiety when handling the tug in the vieinity of buoys.

el
Wy
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The disadvantages from an Owners and Superintendent’s
point of view, are that there are two of everything to look
after; main eng;ﬂesw gear boxes, shafts, tail shafts and stern
tubesﬂ as well as two spade type rudders in some of the
modern tugs, which all leads to a more expensive vessel, with a
conseguent heaviar maintenance charge over the years.

Regretfully. I cannot pass any comment on the ith
Schneider type propulsion for tugs,; as I have only seen
photographs of these vessels.

There are many more varied manceuvres that shi
tugs are called upon to perform than a short pz;
nature could possibly describe. Every tow,
Barge, a P&0 Liuner, General Cargo Vessel or
its own partic provlems, =23 well as the char
run of tide, weather, and most important, the i
the Pilot or Shirwester viiose Thoughts and acthi
vassel from the bridge right th radgf to where
made fast.

n elosing may I enumerate the things that
have - Good Manoceuvr abiijty good vision fore al
Tumblehome, open working space both forward an@
fast steering gear 3% t0 6 turns hard over to
9 to 12 secs., positive Bridge Control of the wmain
of course, every Tug Master's wishi the heavies®
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SOME COHMENTS 0N DESIGN AND UANDLING" by CAPTAIN N, ABEOTY

~ 10PH AUSUST, 196L,

Hr, ¥t has

known Pﬁr o

President, genbtlemen, been my good fortune to have

Ab?wb"' '0"

By x;ea"s aurl being instrumenta 1 ”Ii hig

. k-
QPTG

He has

c’i-
%
51
2

LA [saucxaistcias v OGY
Boglend and in uhe course o;? tb':i; voyage vas succes

salvaging & rathber large tanier, which vas in diff
the Boy of Biscay in a bad sbtorm. A vhat time, a’g;
picking wp tha he alzo managed to take phobogra
wihich e 6 see on his return home. The only
thing o7 the photographs just showed a gread wpll
of wal wg. He just bad bo bime it when he pot on
top OF ¢ he couid nobt even see the ship thas he
uas 4 thot since ke has been in Adelaide ard been
v, 1 s hove definibely
! 1 have wmuch
vt our reader

a shi omes 'i;o muﬁl*ng thig is a pavticular

trade 4 ig indeed & glca:m%‘c +o0 support this paper
aad I iscussion this evening will be very deep and
learne congrabulate Captain Abbobtt on a very fine paper.

Gomtlemen, I think it is guite fitting that Cu"usval”l Waller,
who hes very kimdly offered to meet the boumbardment cf guesbions
that I an guite sure will be fovthcoming, is hingelf a bug
Master.. He is inm fact the ié wstor of the Flagship of the
Yaraban Tug Company, the motor tug "Willara" - I mow throw the
meeting open for discussion. It is from such discussion that
we bemefit greatly.
'r,l?ger. mgy £ ot Capt ., Abkott bas
@?ﬁeho;:_e bub "ze- what his opinion
dth of wheelhous it your experience
é ke as near as e tumblehome allows
it ’~3e ‘as merrow 28 it cam be B there auy

want wheellhouses You on“";gr wart

particulariy wide.

No, you domt

su¥Picient room 0 work in comparabive case the telegraph and
wheel, The whkeeclbouse oan "Willera" amd "Manly Ceve', their Lype,

is guite wide enough, it would be ghout 8 fect., The width of
the wheelhouse does not matter os lopg as it is uoo 0 the
extromes of the hosbdeck, That climimabes the old fashioned
wines on o wheelbouse., The Theress Werd and Saint classe tugs
213 had wings to the vheelhouse to give the Master betber vision
pates

]

‘4o the aféer end of the tug, hub the wodern mpg now e}.zm*
all that and the vhe climase Goes not nmeed Ho be very wide at all.

comnecticn, would the modern tremd of fsummga dotble
g on eii;;‘zer side of the vheelhouse amé even douhle

g electric s" cering coantrols be sensible,

& *e 3&3;‘. as ﬁaeé ba make it cem,:eal and do aguay vwith

¥ eCORORiSe OR 3 .ze double conbrol?
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Cime lag, 702

of the gear as

ahead to a wer

automatica 7 on

failures o shat

8o it is nobt a question of the keavimess of the ‘gear, bub justh
purely better ¢o sccure the time lag?

Ho, heaviness has notalag to do with it at all, It is just to
prov1ac the correet time lag, because you have a tendency when
you are in a tight cormer to go from ahead to asbern very :
quickly, instead of pausing ot the stop sign for the appropriate
time of & or 7 seconds, On the “Nﬂii%“"' with a pewver telelraph,
you can go through from full ghead o full astern and she will
pick it up automatically at the right lapse of time, when the

propelier hes bad time t0.slov down,

will her own time aubomatically?

take
he weight

invitation
are noh wmesbers of +
have spenb the
for an owner
potentinl cwner
o the comment on
cuvrability by LC“ No
on the manceuwvrab

¥ would 1like Yo thank you for the
people from the Board, who
t0 be pres
well Hmovw,
most AFte“c
T bhave two auus*’
ab01u the 1mer11a5
also like o hLear
1% thkat is the corre
%y second question i
easy access I
deckhan

+h .
emt
ia nhin&inﬁ
%

&
w
(@}
T
<
[e]
0
]
;(!:'J
©-
o
o b
L’S“
o

three in our
piabe
type
'v"o 'V'ST

¥ort Hozzle -~ we have
Fwo ov wnch JwVC Lhe old typ
the

e
5
Q
]
i

)
Q !,
N ook

£ e
ol
1
[l
'
b
® W8
el 0
o)

by o
o §
g B
[« IRy

), B
[}

o
©
o
B
o]

[
bt with
is very difficuld to L
bendency, whem you are manceuvring
to go sidevays hefore e

The tug will ﬁo sideways with you vhich is quite inconvenient vhen
working in a tight corner, T ther two tugs with the plate type

rudder steer q

e o
well going uStG“Es plc'z ded you go siow, They
manoCTvVIe vVery et

vite
well arnd do mob g side siip which we experience

in the balanced rudder job.
The second guestion, as o casy access for deckhends, They do
need to get fvom the stern to the stem.zu'ck?yo in the oid class
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w propellers, the only omes actually ever dome are the "Oriapn!
e "Caunberra" and the labost ouo now the "Japera", the Australien
cional Linme ship., We feund them very efif ccwve, very easy,
”Jf.,gw""v" vhen going into a particuler Berth does nob have @
forvard at all, she only has one tug afé, and ¥ suppose half
the time ghe coula do without & LL“ at '!1}.,, The "Canberra' end
"Oriana" of course have not sefficient pover 4o manceuyre that
ship in confined spaces off +the § Sydney Cove, they need the tug
boats there., Forbusaho iyl

o
O

L
o T
po i
t&.
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c.?is’ &

MR, MITCHRLL Could you please comment on why in some parts of Britain the tu 159
{Locga 0o Docks). still take the vessels inbo docks, i.e, big docks, whereas here
it is gemerally accepibed that the docks do most of Lheir docking
and do thet rather By shore means.
CAPT, WALWER: Actually 1 +hink the only way you mean is Ly the flombting docks,
the tug to go straight thr Gugh with the tow

B, MITCHRLL;, In the Gladstome Bock, Liverpocl, the tug elways takes the ship
inbo the dock then pulls chr over +o ome side and the tug goes
cut under its own steam, It might be the docking authorities
there that a2llow ‘i‘,h%’;g &cne“a}ly in other paris 'bhcy insgigt on

- the tug Te'b'z;'ing go prior to the bow emtering the dock., Could you
comzent on tha

CAPT, WALRER: There is only ome dock capable of hondling & tug and ship, i,c.
Capitain Cook Dock, Garden Islend. Your dock, Ceckatoo,
{Sunderiand Dech} you could not get in thére witd ohc c.ve“a'ge Sship,
even with o small ship you could not get in, Plus the fact Lhat
T think the Sunderland Dock is stepped down, isn'd s&o? Coming
out of that dock, yeu voizla B c.nm.y foul a :arc*»eller on the
dockside, One of our tugs got ’ou;m cn Fitzroy Dock on the
steps down, the old fashiozed type - -“o I havc takon o ship into
Capt . Cook Bock on the bowline, sir g > through, and cowe oub
agein - thei was the "M&, Kiera" I thipk it was, It is still our
};1‘&0%;1’0@ even whken we pub bHhe a‘*‘c*"\f' carrier imto the dock to go

in with it
W, HITOEELL . The guestion I was really asking is "vhich is your preference'?
ZRER, @mm Biei}., i prefer to go st raight through with 1%, it is much casier
You have to put the ship i- onto the &ocknead., The Sutherland
Bock is guite geod really because you can get away from it guite

cagily, but in Capbzin {}"0 you gre surrounded by a small deck on
yaur port side and land on your starboard side and you have very

iittle rocm to manocuvre, perticula arly when you beve en aiveraft
carrier behind you with LLc £light deck with so much ovel‘haLg -
you have very little room to come out before the ship enters the
doclk, I would prfer to go through the dock if I cowld. I have
witnegsed this scene in Vancouver s zhey heve a floating dock there,
the tug goes straight through it, In Newcast le, it w rould Be a very
excellent thing teo. It would be very good if you could o that
but she always has "11’?'{: catvalk across the end of it - I think it
it permanently fixed or welded.

B. BLLIS: I dont think there would be many dock wasters that womld agree with
your preferemnce,

AFT, VALEER: When Morts Dock was opened, we useé to 0 in there to geu *LLe ships
out, They would never allcw the tug to go in close to the dockhead
because we used to affect the wood on the sills - there were alvays
screams ard yells from the dockmasters x‘:hwe, ¥But Sutherland Dock
is @ very good dock acbtually, Fitzroy is a bit of a bug bear, getblng
shlps into the F?i,"""ﬁj Dock, There is wery little room and there is
insufficient water on the port side. There is often guite a curreat
teo,
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of opinions

in regard
uociety'ﬁava*.ﬁrCJT act
it

There is & conflict

) i o
tugs. The American s regard the bollard
pell as being suddeniy applied, it iz dynamic, whevcas the
Americen Coastguard regard it as being graduelly spplied - stabic,
The dynamic gpproach st £ a G.H, twice as
greab as the graduel application, As a practical mop do you think
that the dynamic factor should be made mapdatory, glV*ﬁﬂ very
high ¢.M. such as some cases reaffirmed &f feel, or do you
think that it migLu Be more reasonable for the sea kecping
gualities, when they ge to sca, the ship counid coap“omloo
between & sudden aypilcauwon and gradual epplication for Ghe
tobpl pull?

The gracuai application is far superior sSo far as we &r
concerned in the horbour or outside tows, This s
approach docs not make semnse to us,

Thank you very much, we will have to ignorc the recommendations
of the learned body corresponding to this in Smerica,
That wag only my opinion though,

iike to add to that, that it gould not Le the &.M, thal

T would
monia be
the w

o

Cn

-
<)

to double tie would Be the extent of
rhed by the fovce and the avea enclosed By curves of

reight, it

&3n%mlc Eorcc muzst be compared end the G.M, could even be the
same, So lomg 29 we have cnough rveserve stability build vp for
the curve, so I domb think that it chould effect the &€.M. in any
case 4.

The Aumericans e
bollerd and the cembre of £ ;
npsebting. If the rudder effors is vegarded as dynamic you €0
get twice the G.M. that you do from a static,

imte comsidera whion Ghe distance %cbvoep the
oy ? effort Of the rudder, That cheiy

That is probably the result of o very raw epplication of a
straight formmln, which epproximates the amouwnt ©f work done
wvhich should not ke applied for Lués 930¢use of the shape of a
tug, as these do not belong to the type of ships, for whigh the
formule has been written,

5]
5

You commﬂntﬂa, Basbal B, OI e 73 Mrearunnin@ speed
especiglly in Ports like Sydney and Eobany Boy and in thab
conmcchion would you comment on the groving practice of ftwo gpeed
and three speed gcnv30v0° for LuES. )

the three speed,

We have the two speed gearboxes, I have not had
We snly have the two

I think thet is coming in the "Iron Cove,
speed ab the moment im Syduey.
uehion are nowv buildipg one

I think the Adelaide Steamship Coustr

with the three speed, aren't they?
Yes, there ave bwo I think, the "Taipan", she bhas just been
¥ s J

and the "Iron CGVQ“, ohe will be here wery soon with
3 speed gearbox. We bhave a free rvn gear in some ¢f our Lugs.
Yaratoh have ope and Fenwick's have two. We kave a towing gear
which reduces your vevolubions.- it is ap eagineering problem, I
do not kmow what it is - but I do Ffind it is very good to hang

lgunched,

on & linme with it in tovzng gear,
cmething aboudt the kind of free rupring speed

Would you say
which is desi:

You mean revolubions?

Mo, ships speed, .

We have to abide by the regulations on speed in the harbour.
Ceriain sections of the havbour are different speeds, We usually
run around at sbous 8 or 7 knots, depending on how much time we
have, we usually allcow about 2% noers from Sydney to Bobany Bay
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Capuvain, does this that in most cases it is very ravely
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9B no,

To itz beeatvse of the wash I case
aromnd Garde : is
fe

1{:,11&, fiockavoo ~ wo domb meon %O

R
do these things, we dowb just give the tug 2 burst, it is
wsually to chase a jfobh, e ::.130‘2.' 2 ship 2o comimg up and we wand
that particuisr one, we Lpesibion Commﬁyfs

hanging arcund and wwe frlil speed,

Would it he right Copbain to soy that particularly Mondsy
worning and Fridoy affsernoon the jobs of e:»:ri;e‘-*im.g o Eewmrmg
Port ave so cloge together thabt you have Yo hurry sbonndé ab
siax. pessible speed, and even hhen the tugmesters selceh the
vessels with fest working pilets whilst letiinmp some olmc*" siow
ones t‘m their bime $0 COBE UPB.

Boes it not agppesr from what hoas been gzid bomight, thabt there
iz a lot of ezecess power being imstalled in bugs?

We wonld use that power - shat execess pevwer - in ome in every
380 shipn., You could probably get away wi ivi it with lesgg power,

bt it would take you longer that is «JL We have ipcressed
the bollard puil on tugs by 25%., I do thimk ve are gebiing &
tittle bit high probadbly for the compaonies' cconcmic side of it,

2

Fhet is the capital Cost? It makes them hevder to build?

Fes, if you have higher bhollard pnll you haove higher Fuel
smmpbion, I thisk 'x;Le ali-round tug for uyéxzoy Harbour is
toms bolierd pull, The "Willara" ig £2%, the "Manly Cove"
and "Form fove" are a’lzovc" the same, but you wery rarvely use

that pewer. They got away with it for yezzrs beferchand vhen tugs
only had iL toms mex. bollard pulli, |

Moy 1 éé that I recently wrote to Captain Abbott ashing him
éf be woeuld comuent alsc on the desirability of baving these
high ?;e‘i ierd pullzs ond he veluctanitly answered me e,h:;t it was &
matter of Company go ii v ant he wounld wot be allowed 4o oay

N .

im that I &oow on the

o
r.'f‘

whigt he 'imo%m; Id

CCL"“LGE&y a 1ot of the big ships are handled with move tugs.
ratber than with mgge** tugs, I gob the impression thed he
wonld Be inclined to have the more tugs with emaller power,

it xmu?a’: 'mmn“ *’s"ui, ohc prestige value of more bollard pull

Pregtige cosis money.

I am wondering whether in fach frow o Maval Architecis poinmt of
view we gre chesing a E’:’y’i;z} = that is ‘bng,ﬁ heviag very Righ
bollard pulls which are only wsed once in 338 times,

It would net pay. That particular time when I wged a tug with g
Bolliard pull of 28 toms, like the "Tasker" has, ﬁ;assi’fg}.y they
hnew they did mot have m:{;.:" particaler tuvg ané they used ftup

tugs as for as the Company is concerned.

The iime heamdling with availedie limes is pracltically impos oogibie,
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CAPT . WALHER: The limes you take with a tug of 28 tons boliard pull, you need a
vory goed iime fto a;old it., It is 21l right on o Givect pull bet
when yom start swinging you are 2 pendulum on the end of o shig,
You swing from one guarber to the obher guarier, That is the danger
when you ged the achbual weight of the tug as well as the power that

breaks your limes,

M, BLLISB: This raises the 3301131“ Captain, that im an cmergeney Lo gus oh iustead
of pull =1 ;ghf" he Bobter. You could he guite thaukifvl that wou had
that extra pover, I suppose

CAPT . WALEEGR:. §% yes, £ couic_ monceunvre the M., "Eurraba', shke has o pull of abont

*E}Ei;r—ié ton cn & ship and I would use the mpzi T pover to move Lhat
ship, The ”E*h.t?ﬂ“a” has o moximum pu”l of 22} toms and I would use
that maximam powver apt get the ship fipished & minv'bes ezriier, You
de vse ib, it ism there, bub Lalf the time it i clofctanin N kv
is izwﬁyf, Bven manceuvring &b imes ] r, oaly for
i qucmc g, thet is oli, You would plarn bhc sase probably
E) 2

[&]

= et 13
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% minwtes later with 3cm4 frustraticen probably, than you would do
with weing fuwil power, Ye do have o tendency to use Hoo much power
because we have it there,
W, BLLIS:. I bmowr there have been bimes when T have hoped thet tugs would have
a 1little more pover, When you gre moving & dead hvza into deck and
vou get @ blow and the ship gebts dapgerously cloze to the dock walls,
AFT . WALAER: The tugs have the power, Yom have big tugs in Neweastle, the "Harila
am’i tke "Farm Cove" are twe good tugs. You bhave all the power ip the

crld bmt you cant wse it, Although you way think a ship is going
veLy slowly, it is better to go slov ond safely than guickly, You
cant combrol o ship vhen you & have too much speed on it, toe much
movement ome way or the other., It must be @ alow movement. You are
moving & masg of ik, 36, a{i;ﬁﬁa pong, The slower you are going inbo
a dock the betber, You have conbtrol ¢of a vessel vhon you mave
siowly bmb zet when you go fast,
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To follow on Mr, Ellis! poimb, if y(m ::Z B
puil under these condifions 5 grog

you completely 1ose comtrel., I% is
nudge rather then lose conbrol oom p} L

2igh poliard
g cf geny when
&,

BPE., VALKER: Ye hmve had ccezsions in Sydney vhen we were yaiiiw‘ hegvy wheat
ships from the n:e::t wher? around Peocock Peind o Dariing Harbomr -
it is guite o right apgle turn, then ancther right angle tuvrn around
into ¥alshk Boy - aand ws hove had occasion of Bow imcs nd so forsh
vhen we ore only on half speed, B ga'\'s’ﬂj doing only 160 sh £t reva,
when ske could Be doing 180, The shi ip is ’:01% tovards the vharf,
you hnow she is teking ¢ shear, but if you give it embra revs, Lhe
iime w1}l break, so ratker just keep as you are zad set the lime and
just help as you go along rabher sﬁ'm try and nge a sudden jovik,
Sometimes it dees not pay off, bub sometimes vhe line could not take
Qﬁy BFOTC 4

e
!
i

3

B, BT Does that mezan that since the ships provide the limen, you -wow have
‘ no conbrol over the strepgth of the limes? '

AFD, WALEER There ig & Fovmule thab relabtes to the bresking strain oc limes, bub
that is omnly for mew ilnwo W:i;h the ©ld lineg, we have 0 uge our
own 3&£§gemn‘i’ as to vhet straim it will hold, Fow tug Hosters have
a good idea of the strain of the line they get hold -ofo Occasionally
you fail, Bai {thab is QN yen can go dy. If we mse the ftugs limes,
the gpecial "barbour lime" for the purpose, we can reelly give service
Yy waing the fwll pmwe-: N

B, ALSOP I mobice that nethimg hag been said a‘bom rgdio velephonic
{» ¥.p.) commmunication between the Pilot or Shigiaster and $he Tug Master, To
w aghk exteat is this form of coumumication msed?

CAPT . YALKER: W hove the V.H.P. system in our tugs, the commercial dugs of H.B.W.
on wheh we have cur @omestic chanpels aad radio harbomr conmbrol, A%
vessels enbering or leavieg Sydmey snder tugs, all traflic goes
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B, ALBGP: Bees the
radic bele
ST, WALKER: Prom ok ‘z to tug they use it extengiv

wonh ., He gebs the channcl to work
what 4o do by using the o0id hand whi
{ iv:; fullosy exben

wse th
snd v?hm}eo

3o CLA T it nob froe thab o washing machinme factory uses the same Ireguency
as the tug service?

LPT, WALEER: hey hove tricd to ged »id of theom bub hove been unsreceusini,

3, LAST ¥ z reading bhe paper guickly for the

Lioyd's Begioter) ke fwin screw tug has meny edvambages fro
of view of mancenvrability. The ‘i;’“né +hot seens $o be mgpinst
the mai;-'rbeﬂar_ce angle and the number of exira paris. Wourld yor
able to comment on bl 4 1

e use of o swivelling Kort NHomzle which i3
common in Sweden as being almest eguivalent to twim screw? The Bord
Hozzle presumably that you have been spealking of tonight is the fized
type with the rudder behind 1t, I have seem & a womber of desigme
with g swivelling Herbt Nozz

FE . WALEER: Yhat is o Kort Budder, I have mever actusily scen ome, The enly
omes I have geen are those in the Navy Pimpaces with the K ré Bedders.
But I Believe thoere is in tke Menchegber Shipn Conal thot has
the Hord Badder wal o large tug end has o large bollard guil,
¥4 can pull wp in 3t 4l from full epeed sud com turm in its
ovn %m B from full op hob ig the Kor: Rudder. As o the {win
sercw vessel, I have had o ge 8t & twin serow fug in uyc,acz‘; the
"Sirius Cove'. OShe hendles cxbromely well Bud {-— cnd of tape
prevented recorging -

L EEEN: Conld it bo said that for plpces where only @ single tug iz available,
the twin screw tug hes the acvasta 156 of sguic’i{ shifiing capecity from
how Lo stern or vice Yersa 88 may ne reguived?

NET, WALKER: Yes, but that does not apply to Syduey Barbour.

MR, LAST: The hondlimg of lighters, elc. scems o0 be & bib crude, I was

wondering if you b ?Mve any cowems on the use of p pushipg type of
tug for the some purpose. b would geem vo me o be much move dirvect
ahd less likely o Ilcw?“""’ im that bthe tug is vight hohind the lighter
ingbead of alopgoid

APT. WALKER: Gur paviticuler 'i:r.ws could met do it becawse we are Loo hi@;?&a We have
vhe hy woconic hAull which has ¢ 4 bew on them and woml€ be too high
for +the average borge or pualb sronid Be on our svem and be a..emﬂ

to mebal acbnmliyo

B, LABY: T was thinking rather of the spesisl demign of o puching tug for the use
of hendling say, oil barges in the havbour

L)

AP WALEER: I donb think the work world wary it,. There is
There cre only three oil ’narge: the horbour of im
tags -= 'a’;ia"ee- as far oo chips bunkering is comcerned ané the ;}I‘eszem‘k

method that we uwse of lash uwp is guite sobisfachtory.
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B, FERWEICK: There AbRovt did nob comment on and
ab 3 yon. care Lo make goy comment on

spnfls worl:  is concermed?

19l
oy
]
'J o

The beighb
concerned,
hook would he BYEY
tanl $op Lo get the iime on ftep of oo
exvfeme in 'L'ize "Wanly Cove', Farm Coyve, iny Cove' whore yon

can walk o wp 0 bhe hook and pub the line on, it ic gebuanlily only
waigt high. ¥aigt high is g good zzma;i} Sur obher boob, %hc Yaratah
Bonts, you have %o chﬁzb on Lop of Liﬁe daily gervige “tapk o Blb
$he lime om Hhe hook, vhich is o disadvanbage.

g0 £p1r as the deckm.

wonld say the heighd

to climh up om ¢ G_;g QF z}i
Vhile e kr‘;vc the othey

Bezring
¢ "Joona", ¥
You have

g&e L.QGT °
N340

s
Bt

the boolr hom
Biave ome on i
from the deck,
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ais
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hooks is one of gresb iuberest im
it womid add Lo vhe valve of Ghis
gefinite informatiion om twhe hools,
¢ por medive of the Qiscusgion of the
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"Waldban"
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ook onn the M7,
from o dizc, and og
ide of the cob ot
ami vzﬁ. .,'i:"y pus

"-av Em
Tery owy to pu
B¢ eROTEN ; HRESS
5 %8 teyprific }.eve*-*agge ‘e @m *"‘ hack
in aGvantege of i, The slip. gf ar of fhig
i n such a way that is woll B *m;ecbc&
iable o work a1l ¢the a,:m;e, When the
acagg cven #rom the wheelilovse, he &
3ight rope apd the hook is away.

2@ I

14

pob ingi
and a3 reanld
"Eﬂx}ge“ gopiden
pualls ¢he lewer

a Hhe

v.qT

We bave a similar tyse on throe of our tugs. We have the Gormen fype,
it is e cumbergome thing, bub it ig very ef xiCiCl‘;"be That can ke ro-
legsed from the 3 hcelsmmc, But that hos been discompecied due $u fhe
fact thab it is fapgerons to the crew if bthey amyvhere mear the hook
vien it is Being 2 veleagod, 'z’“ ot hook onm tRat clesgy, Tthe Gerzmmp
design, is very ci’fzmem. cammolt fail Go ‘Lr: . 36 cammeb injuve
anyoRe, &5 you doms aryulere near the ook to release
it you can s veleage it ie" gide or “‘*03 vhe bogideck or go
said from tho x-weezuome ?:vi; i i8S an enonEORS conuTapbion.

TALEER

oﬂ"‘

aTT,

H' E"’ C“n

iz

&

That ip amainly due Lo the fach thet thoy ere tryimg t0 give the hook
a leverpge to keep the ship wpright vihea the componest of the paliiag
force goes lower in through the deck thon the atinchment of the hook,

thus giviag en afditional sbability safogusrd.

Another ¢hing that I would like $o sece imcorporated in this paper ig
the mosamd x:y of z*smg e Pleuger rodder, i.¢, the waterproof aobor
driving & small yrayi: Ier situsted in the centre of a rafder. Bo
you hnow if gny tng companien wve ever given this mstior eny
congsiderghion?

b, ALBOP:




CAPT , WALTER:

MR, BHEY.

7, ANDERBON
{Mavy)

CAPT . WALEIR:

R, BILIG:

I domb think so, actuglly I do nobt think that iv would be wery -
I do not know very much abouwb it - but dont forget that these tugs
hove limes around yonr sborn, close o your stern, uwader your stern,
you ave werking with iltcs arovod your }royei}er 21l the time, nob

i

negr your g:oyeiker I am neb saying that, but you hrve encugh Lo
- abtachmen

to your rudder, 1% it has moving parts, I mean. I h@re never geen

worry about your @woxciie~ alone without hoving auy oth

Eiy

C-‘\-

}.:

[

T

©

The Pleuger Rudder is mainly applicd 4o small carge vessels or

£ ~ s
cogatbersa
B0 fer as bowing kooks are comcerned, guite a 1ot of tugs have spring

lopded dovices., £ would like your op 1a¢cn as to whethey spring
lopding is cssenbial or whether i F iyt
Anether guestionm, while we ere sp

spers i0g 4 Moz S
disadvanboge in wy mind that has pob keen mcntioneé'bonight ig that
fring trials on a tug with & Hord Wozzle, I found that you have 0
anuzcxyabe vour reverse speed from the forward to asbernm ov o ptionary

mobion, For ingbsace, if you ore moving ohead Y

¢
s

positicn, 50 chenge the flow of waber yo& 17on
'0

to a stationary .
mc &uiiy nave €O cu; tﬁ yrovcﬁiors kefore th

came ac felato) uﬂls at 3 Tﬁlv was nobiced for the
fivst Sime when a ship was Lo b 5 — coming olongside was

& case of backvavds 3 Were able o "vnchrou4se
the spocé of the shi propeller reve,. This may
only Be becguse it W

The nozzie ships I have hendle@ I have found exbremely quick so far

a5 ahicad to astern movemenbs, ond they stop the headway very
gunickly. If you erc coming inmbo a wharf and you ave coming im ab
reduced opeed dowa o the 3Gwcs speed pad you eve im full astern

you get practically ingtant shop on the nozzle jobs I hweve worked
with, Ag for the sprimg isden hool, I think they are ezcellient,
T heve nover acuualiy'woraﬂd them but I would like $o see them
they ave very good indeed, particuiarly for umsipg wire OmLo ouy
hooks - our crove wems vale wive - the whole object of spring
iaden hook was $0 ta kn wire oOr wirs rope, the combing T
rope, 56 Lhet they teke it over to the spr ring, which 2 5t 1 e

'vz*». but cur Ccrews Oﬁb toke it, we Just have t0 use ks

>y has done & pal
uﬁéer m1€:1 it circumshonces., L% is o very Giff :
in ord amewer guestioms on a paper vhat has beed §1epa“ea by someone
else, I thipk it mey bave edded to the vaiva of the discussion

as thore are a pumber of poinis in or hao Gisagreed

with the guthor of the paper and I Chi ery good thing,
Ceptoin Walker, on behal? of ail present, i mﬁaia 1_ke %o thank you
for stepping in and falfilling this Gifficuls task
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affoctive effort: from say, ome bow 4o the obther with o modern fug in o
gmerter of the time that a "Baipt” class tug wonrld itake, ond unless your
towing gear is first class the "Saint! could ecasily carry it avey because ol
her amplification of weipht as she swings on the end of the Iine. {Bee

also Page &),

: Fqge L, - The ¥
has heen debated
Tug Mesters, aud I am pi

J
afvise ﬁhag Jhe éeeu £

azed Lo t
voted to win the doy through (a) easier manoeuyvabiiiw z
{v) resistance to Blowing avay and piveting of § 1
spneenvrability where the deeper fovefoot 324v1eo BORC Measnre Of
Girectional stability {d4) with a slizice keel ond correct placing of the
cruciform bollard afé, the deep forefoolt tug swings as quickly on a2
sbonpey

ting to gmoumt of
nril nesed i ooy owely At s»?aizaﬂ BOTLS
3 o

ol

nxdl c«()mr e

<
Heowever, generally 38 ¢ nond
depends on preveiling conds
but the 2 tugs do uee ful

G
Losded,

This garticmiar guestion is tied to Kr, Eken's comgents on
page 7, pavacrevh 12 - In Conbimemial poris with o large volume of
shipping and ha ge traffic it is @ practise to use & or 5 smell tugs on
hanpdliing one shlpg In obher words, there is ample work apari from

shiphandling 90 cccupy this number of tugs.

The recently
t0 vessels over 288 Tons
bearing on the size of %
the vicigity of 185! overa

In cpr counnt

ry, the volume of shipping is smalier snd barge
EEOSu DONR-2XKiGY on

% wonlé be umecopomical to provide

¢ tum-puki-sack when two standord
: [ 1

ons puil, co 2 do all apd

Lowage L8
5k smgiier

type tugs ng 1 it

avery Lo . the smailer typg (& off} vounld euploy

16 wmon, W »d tugs employ i men, mebl Torgelbbing $hat the
imitial © ace ebc, would be higher with & gmaller tugs.
Pasc 4 - Peragroph 12 ~ I wos privileged to spend a day on board a tug
agred the "Mezimusg! working on the ?y&ec This tug had a Xert Budder

aad a LG“ ‘r05ei39" ﬂsvkvmg in on shhvartchip tvenel., Unforteunately; the

Fort Buddevr's --maxizum angle WS 260, ccnscaueam iy, the bow arcypller
was o aeceuaiby, and I fermsd the G?LEEGE that she coulcn't do aryihzng in
the way of towi ﬁ& or memoceuvring that the twng "Wonga' could“‘t do,

Page B - Pore gr@yh & - I have the feeling thet im the discussion
cenﬂeﬂaﬂng docks that Coplain Welker was t hinking shout Dry and Floating
docks, wherces My, Mitchell was discussing the Gladstone dock which is e
web dock, Laeé by ships in the carge bendling f£ield ot branches Ne, i and
Mo, 2. There is alsoc a graving dock ab the W.W. cormer of the Gladstene
Dock. It is mecegsary Tov the head tuvg o go into the lock of the
Gladstoune Bock to caable the ship’s head to be held up, especially

if the tide is flowinmg. I have had the pleasure of a~oceedzng tkrough
the Gladsicne Deck lock and intc Hornby Book as well, with beth tugs

= Y &
lecking in with ths tov,

I hove omly steamed into the Caybtoin Cook Dock te shift a
Slasp, and all the ny Bock Mesters thot I have come in coubact with,
are very jeakem~ af their particular dock silic end keel bloeks, end
meke cerbain that a tag saster iz working near bhallowved growsd.
Fortunately, I kave mever been in gay tronble shead of o ship a@p&@achin;
a dry dock, aond have plwvays memaged te either stem the dock bead, passing
the towlinme ashore, then backing out clear. Heowever, it would be hardy
i? yew could steam straight through the Floatisg Dock at Newcastie, (¥.8.W.)
especially with e sitromg S.W. or §. wind blowing.,
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