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                                         Durban Branch Report August 2016 

 

The year 2016 is rapidly passing, and will soon be but a memory. The Durban Branch is fortunate to have been able to 

host monthly papers with overseas presenters. Most have been well attended, but some lacking the numbers that would 

be expected. A very enjoyable and well attended meeting was held at the impressive new Unicorn training centre by 

Lukoil. It gave guests and members a chance to view what training facilities are available. There are still papers in hand 

to be presented before the year’s end. The future of SAIMENA house still remains uncertain. A recent newspaper article 

suggests that the developers, Hoy Park Management, are still trying to push the project forward before promised fund-

ing from overseas investors is withdrawn. Time will tell what the outcome will be. Berea Rovers have promised pay-

ments for the use of SAIMENA house, which, according to them, it is not being utilized very much. The furnishings have 

deteriorated and there is a shortage of suitable chairs. In addition, the name-board at the entrance only has the letters 

“S” and “A” remaining, the others having presumably been recycled, as have the flag poles. It may only be a matter of 

time before the anchor also disappears. On the social side, two lunches were held at Royal Durban Golf Club and gener-

ally well attended. The annual golf day is in the process of being organized. Arrangements are being made for the annual 

dinner dance to be held at the Blue Waters Hotel on the 4th of November. The Durban Branch already has a few papers 

lined up for presentation, as well as other possible visits to various venues in Durban. 

 

Rogan Troon – Durban Branch Chairman 
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                           Cape Town Branch Report  
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19-May- Nuflow Presentation Monthly 
Meeting 

Water Damages Services 

8-Jul-15 SAIMENA Durban Branch lecture 8 July - Boiler failures and 
repairs 

Monthly 
Meeting 

Anthony King - Boiler & 
Industrial Plant  

6-Aug- 6 August - SAIMENA Monthly Meeting Monthly 
Meeting 

Brent Lacey - Lubrication 
Engineers SA (Pty) Ltd. 

17-Aug- SAIMENA Annual Lunch 2015 Annual Lunch SSI ShipConstruc-
tor CEO Darren Larkins 

22-Nov- The Annual SAIMENA/ SOMMSA Cricket fun day Cricket Day Not Specified 

8-Oct- DesSoft Technical Presentation Monthly 
Meeting 

Not Specified 

5-Nov- 5 November - SAIMENA Monthly Meeting Monthly 
Meeting Rudi Horn - BELZONA 

16-Oct- SAIMENA Golf Day Golf Day Jako Laubscher 

30-Nov- Wreath laying of William Froude on 30 November 2015 
Wreath laying 

Not Specified 
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                                     Saturation Dive Systems 

Most Marine Engineers unless they have worked on drill ships, offshore supply vessels ,  oil rigs, or a salvage com-

pany  may not have heard of a saturation dive system and indeed when I first saw one I thought it was some sort 

of space craft which indeed it is with the space being the oceans. According to those in the know  more is known 

about, outer space,  at least our Solar System ,  than our own planets oceans. (inner space), so you could consider 

the use of a saturation dive system  as equivalent to a future manned expedition to Mars. 

What are Saturation Dive Systems used for?  

Mostly in the oil and gas Industry, they are used for deep sea pipeline inspections,  sea bed well head repairs  and 

fitments, but also for deep sea survey work, salvage and I’m sure many other uses unbeknown to me. 

The method of operation is to lower one or  more divers to the depth required in a Dive Bell  from whence they 

emerge and carry out whatever task they have been assigned and thereafter bring them back to the surface. 

Sounds simple but as you all know that sort off work requires the diver/s to undergo decompression once back 

on the surface. 

If the system is being operated at sea on say a barge or offshore supply vessel, it will consist of 

1. One or more Deck Decompression Chambers ( DDC). 

2. A Hyperbaric Rescue Chamber ( HRC ), or Hyperbaric lifeboat 

3. A Dive Bell 

4. A Saturation control Container holding all the Instrumentation to control the dive and communications 

There are a number of other components such as winches and “A” frames to enable the bell and HRC to be low-

ered, life support equipment, interconnecting Transfer Under Pressure ( TUP), spools ,skids on which the major 

equipment rests, and many more items including at least one machinery container. 

 

 

 

 

 

                      Dive Bell           Hyperbaric Rescue Chamber 



Saturation Dive Systems Cont’d. 

All the dive systems I have been involved with have been designed to 300 Metres of sea water (MSW). Note  the emphasis 

on seawater. Due to its higher density than fresh water, the consequent  pressure is higher  than fresh water. 

Although registered for that depth most  operational conditions are at 50 to a 100 (MSW). 

So in brief how does this system work? 

Let us assume the divers are in the bell and the  “A” frame and winch have moved it over the water. The  bell is then lowered 

to the required depth by the winch with divers suited up .and prepared for the requisite depth . 

The saturation control  container  holds all the instrumentation to monitor , regulate, and communicate with the divers and 

the Bell  environment. The divers breath a mixture of Helium and Oxygen and  a machine called a Divers Heater maintains 

body temperature. 

Once the dive is complete the bell is raised and placed on top of the Deck Decompression Chamber  ( DDC ),  where a Trans-

fer  under Pressure spool  ( TUP ),is locked on between the two chambers  allowing the divers to enter the  DDC where the 

pressure is at whatever the  depth the divers were at. Decompression then takes place to normal atmospheric at sea level 

over a period of time, with food , medicines  and a number of other small items  being given to the divers through a  small 

airlock in the DDC. 

As with the bell the environment in the DDC is controlled via the Saturation control  room. 

OK so now the basic operation is complete but as with all  safety  requirements of a ship or barge with human habitation 

what happens to the Divers in a DDC when an abandon ship situation occurs? 

The divers can’t just leave the DDC  because they would get a really bad case of the bends  with  death the worst case and 

most probably brain damage the  best. 

Attached to the DDC by a TUP spool is a  Hyperbaric Rescue Chamber ( HRC ) the diver can move to the HRC, the TUP discon-

nected and the  HRC hatch secured. The HRC  environment is always the same as the DDC when  divers are there. 

The HRC has it own set of winches and “A” frame and can be launched out into the sea. The HRC is fitted with flotation  de-

vices so that the rescue craft can retrieve it without any ill effects to the divers. Another common device doing the same job 

is the Hyperbaric Lifeboat. 
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                 Saturation Control Position                                        Hyperbaric Lifeboat 



Saturation Dive Systems Cont’d 

 

 

The Hyperbaric lifeboat  could have an  underwater entry airlock attached to the DDC or a  watertight seal  side hatch for direct 
entry from a DDC.  The Hyperbaric Lifeboat can be launched with a  davit or a skid. 

There are numerous other bits of equipment such as scrubbers which are needed to  keep the CO2 content down in the DDC and 
HRC, Emergency batteries, Hyperbaric fire extinguishers ( a normal extinguisher is not effective in the high pressures  of a bell or 
DDC.),  a SART , Acrylic Windows and  so on.  

The HRC  and the Dive Bell  because they are utilised in the water have to be designed for stability so that they remain upright 
when immersed. Thus a physical “tilt” test ii carried out in water for at least the Dive Bell. The HRC stability test can be carried out  
by means of an inclinometer and a crane.  

Because the HRC  when used will possibly need to be towed there is a further test to determine its suitability by towing the unit in 
water at about 3 knots for a few minutes. 

The design and operation of Saturation Dive Systems are normally  dictated by Flag,, Class and IMCA. The systems come in modu-
lar form which enables it to be transferable,  although with some considerable effort , and fixed, usually to an Offshore Support 
vessel. 

I have tried to give you the reader a brief precis of Saturation Dive Systems I have worked with but there are many configurations.  

So to those  familiar with Saturation Dive Systems I ask not to be too critical, as to explain  all types of systems and  all the machin-
ery and equipment fitted to any SAT  System would take a book of biblical proportions. 

  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Acknowledgements  Iain Armstrong 
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                                        Full Saturation Dive System  (Modular ) 



                                                    The Voice Pipe 

Am glad to say that this series of the Two Oceans appears to have been received enthusiastically with many saying 

they enjoyed the read. But we are not resting on  our laurels and ask any readers that if they are not happy about 

something in the TOJ or have a suggestion on how to improve it then  please let us know. As always any articles will 

be gratefully received. 

 

So what events have transpired since the last edition. Iain Armstrong and Willem Deyzel have been made Honorary 

Fellows  and congratulations go out to them both and thanks for all the effort put in over the years on behalf of SAI-

MENA and the Marine Industry. 

 

At the last Council meet a consolidation of the bank accounts was agreed for both National and Branches. 

 

Specifically aimed at those youngsters on the SA Aghullas Training ship, Engineering Cadets have been given the go 

ahead to apply for the new SAIMENA grade of Student Member with a reduced fee per year. The figure of R50 per 

annum has been agreed for them.  

 

On the question of Companies being given the grade of Marine Partner Member, our President Dave Fiddler will be 

looking into this in more depth and will present his findings at the next Council Meeting. The student grade is al-

ready written into the constitution but not the Marine Partner Grade and as such this may  require a Special General 

Meeting in order to change the Constitution to create it if it is to be completed by this year.  

 

Mr John Mathee a fellow of the Institute of long standing has passed away and we offer our condolences to the 

family  and his wife Letitia in particular . John  was a member of SAIMENA since 1980. 

 

For the many members who  used to sail with  Safmarine  comes the news that the  present shore side management  

will be discontinued  and severance packages given to those involved .within a few months. Management will now 

be carried out by  a small group  in Cape Town with documentation controlled by  an Indian  subsidiary. I think that 

for all intents and purposes so dies a  shipping name  that holds so many memories for lots of our members. Don’t 

think it will be long before the name Safmarine emblazoned on  some of A.P. Moller’s  ships will also disappear. 
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                                                     The Electo Technca Offcer 
 
In an era when even somebody who uses a home computer “interfaces” with sophisticated technology and will, 
from time to time, value some IT support, we should not be surprised that ships have become infinitely more sophis-
ticated. Some years ago one of the engineering officers would act as the “electrical specialist” while a Radio Officer 
might, in addition to his or her communication duties, look after the  modest amount of electronic equipment that 
was carried, such as the radar or echo sounder. Radio Officers are no longer carried on  deep sea ships as communi-
cation equipment has become more “user friendly” and no longer requires a facility with the Morse code. 
On such ships as ferries or cruise ships, the quantity of electrical and electronic equipment has greatly grown and 
has required the services of a specialist team since the demise of the Radio Officer. The role of the Electro-Technical 
Officer (ETO) has been devised to answer this requirement, and aboard such ships fulfils an essential need. An addi-
tional and interesting career option has thus emerged to help to operate the sophisticated ships of the present. 
The training of the ETO is more specialised than that provided as part of the conventional engineering syllabus, be-
ing weighted towards the ship’s services that will use the electricity generated by the ship’s systems. The ETO will be 
trained to be familiar with the vessel’s considerable array of automation systems, alarm, monitoring and control sys-
tems, navigation and nautical equipment, IT outfits, along with communication systems. The ETO will be more of an 
electronics specialist than a conventional engineer, although he or she will be required to understand the principles 
of power generation and distribution. On a large passenger ship there will be a huge amount of electronic and elec-
trical equipment involved in the provision of passenger services, from those which control the internal “climate” of 
the ship to the considerable amount of entertainment equipment, and even the equipment that will control the rev-
enue of the ship. A passenger ship which might be considered a cross between a shopping centre, entertainment 
complex and a major hotel will need an ET team to keep it all running. 
Many of the best maritime colleges will now offer comprehensive training for ETO specialists, many of whom will be 
sponsored throughout their training by shipping companies or ship managers. The training will be a mixture of class-
room and laboratory/workshop sessions interspersed with periods at sea as a trainee ETO, which will give the candi-
date a good grounding in the sort of work that once he or she is qualified, will become the familiar pattern. The ETO 
will also be expected to undergo relatively frequent periods of retraining, as specialist equipment is introduced in 
what is a fast-changing area. 

He is responsible for maintenance of all the electrical motors on the ship i.e. in engine room and on deck. 

 He is in charge of maintenance of all switchboard including main switchboard and emergency switch-

board. 

He is responsible for maintenance of fire detectors and fire alarm system. 

He has to maintain all the ship’s alarm system. 

 He is responsible for the electronic system fitted onboard ship. 

He is responsible for the ship’s navigational lights and other navigational equipment. 

He is responsible for all the batteries that are connected to machineries onboard. It includes: 

   Emergency batteries for alarm and lights 

 Lifeboat batteries 

Batteries for emergency generator 

 Other batteries fitted onboard 

In short anything electrical 

The Editor 
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                         Propulsion's Composite Future  
 
The driving force behind shipping can be attributed to many factors, but the driving force behind 
the ships themselves is arguably their propellers. Research into improving this vital component has 
been virtually constant since its inception. While their size and shape may have changed over the 
years, NAB (Nickel Aluminum Bronze) is still by far the material of choice.  
 

 
 
The use of NAB as a material provides many advantages in terms of strength, however there are other fac-

tors to consider. Copper itself is an exhaustible mineral, and the reserve-production ratio for copper that is 

available in the mining industry is estimated to reach its limit over the next few decades. Demand from in-

creased construction in emerging countries and futures trading of the material have also driven up the price 

of copper worldwide. The economic aspect alone provides enough of an impetus to search for a new raw 

material that can provide a substitute. At the same time, the industry is also looking at ways to improve op-

erational efficiency.  

Although owners are now enjoying lower oil prices, they are faced with increasingly stringent environmental 

regulations that require substantial reductions in emissions. Cutting fuel consumption through improved effi-

ciency continues to be the most sustainable option for the industry. Composite materials are increasingly be-

ing used for their strength and corrosion resistant properties, proving to be a feasible alternative to NAB. In 

particular, glass fiber reinforced plastic (GFRP) and carbon fiber reinforced plastic (CFRP), both of which are 

composite plastic (CFRP), both of which are composite materials, have already been used in fields such as 

aerospace, automobiles and wind power generation, and their scope of application has been further expand-

ed due to their advantages. Fiber reinforced plastics offer another key advantage: their lower mass make 

them significantly lighter than their conventional metal counterparts.  

On the face, the benefits seem fairly obvious, lighter materials are cheaper to transport and assemble. Most 

importantly however, if this material could be applied to propellers, would its lower mass produce any re-
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Propulsion's Composite Future  cont’d 

 

reductions in operational costs? Are there any other benefits that could be gained using this material? The 

first question can be easily answered. Lightweight composition allows for larger blades which increase pro-

pulsive efficiency and consequently save fuel. ClassNK has been at the heart of efforts to see if the ad-

vantages of fiber reinforced plastics could be transformed into a workable reality for commercial shipping, as 

part of its overall research and development program. Within its Joint R&D for Industry Program Nakashima 

Propeller Co., Ltd. led a project with partners including the University of Tokyo, Japan’s National Maritime 

Research Institute (NMRI), Imabari Shipbuilding, NYK Line, and Monohakobi Technology Institute (MTI), to 

develop a propeller using CFRP as its main blade material. After a variety of tests on a newly proposed de-

sign, the CFRP propeller was approved for use on commercial vessels. The CFRP propeller was first fitted as 

part of the side thruster installation on the 499 gt chemical tanker Taiko Maru in 2012. Based on the success-

ful performance of the CFRP propellers installed on the vessel, shipowner Sowa Kaiun YK decided to extend 

the use of the CFRP propeller technology to its main propulsion system, making the vessel the first merchant 

ship in the world to use a CFRP propeller for its main propulsion system. Taiko Maru’s new CFRP main pro-

peller features an enlarged diameter (2.12m in place of 1.95m diameter of the original NAB propeller) thanks 

to its ultra-lightweight composition (60 percent less than conventional NAB propellers), providing the chemi-

cal tanker with higher propulsion efficiency. While the use of CFRP propellers as a solution for the very larg-

est of ships remains to be seen, the early signs are promising.  

Sea trials on Taiko Maru confirmed that the shaft power required by a merchant ship featuring a CFRP pro-

peller was reduced by 9 percent compared to conventional metal propellers at the same cruising speed. It 

was also reported that the use of the propeller resulted in a noticeable decrease of onboard noise caused by 

hull vibration, most likely attributable to the greater flexibility of the propeller blades which distribute flow 

pressure evenly across their surface to greatly lower the occurrence of cavitation. Based on the knowledge 

obtained through this joint R&D project, ClassNK also summarized the requirements for the approval of the 

manufacturing process for composite propellers and the testing/ inspections in the world’s first Guidelines 

on Composite Propellers (Part on Manufacturing/ Product Inspection). With further research and data on 

how the propeller works in real operations, the uses of CFRP propellers could be extended to larger vessels 

in the future. While no assumptions can be made yet, the future is bright for CFRP propellers.  

Source: ClassNK customer magazine   Submited by Rogan Troon 
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          Fluidised Bed Boiler 

 

Fluidisation is a method of mixing fuel and air in a specific proportion, for obtaining combustion. A fluidised bed 

may be defined as a bed of solid particles behaving as a fluid. It operates on the principal that when evenly distrib-

uted air is passed upward through a finely divided bed of solid particles at low velocity, the particles remain undis-

turbed, but if the velocity of air flow is steadily increased, a stage is reached when the individual particles are sus-

pended in the air stream. If the air velocity is further increased, the bed becomes highly turbulent and rapid mix-

ing of particles occur which appear like formation of bubbles in a boiling liquid and the process of combustion as a 

result is known as fluidised bed combustion . The velocity of air, causing fluidisation depends on a number of pa-

rameter,  such as  size of fuel particles and  density of air fuel mixture. 

 
 A fluidised furnace has an enclosed space with a base having openings to admit air. Crushed coal, ash and crushed 
dolomite  or limestone is mixed in the bed furnace and high velocity combustion air is then passed through the 
bed, entering from the furnace bottom. 

With the steady increase in the velocity of air, a stage will be reached when the pressure drop across the bed be-
comes equal to the weight per unit cross-section of the bed, and this particular critical velocity is called the mini-
mum fluidising velocity. With further increase in velocity of air, the bed will begin to expand and allow passage 
of additional air, in the form of bubbles. When the air velocity becomes 3 to 5 times the critical velocity, the bed 
resembles a violently boiling liquid. A pictorial representation of fluidised bed combustion is given in the figure be-
low . 

 

 

 

 

 

 

 

The water tubes of the boiler are directly immersed in the fluidised bed and the tubes, being in direct contact with 

the burning  particles, produce very high heat transfer rates. Because of this, the unit size is reduced to a great 

extent, and also produces combustion with very high efficiency.  

 
Fluidized Bed combustion can be in 2 variants of boiler namely :-  

1.Vertical type  :These are generally used in smaller plant, and has the capacity to produce steam of up to 6 
tonnes per hour only. Their vertical shape reduces the overall dimension of the steam boiler, and is extremely 
efficient in plants, where space provision is limited.. 

2.Horizontal type : These are almost 10 times in capacity when compared to vertical type fluidized bed combus-
tion boilers. They can produce as much as 60 tonnes of steam per hour, and are placed horizontally with respect 
to the boiler tubes. 

Two Oceans  Journal August 2016                                       Page 11 



Fluidised Beds Cont’d 

Although  the advantages of the  fluidised bed are many, the one major disadvantage is that the fan power has 

to be maintained at a considerably high value, since the air has to be supplied continuously at a very high pres-

sure for supporting the bed. This in turn increases the operating cost of the auxiliary units of the ship. This 

however is more than compensated by the high values of efficiency that the fluidised bed boiler provides.  

Fluidised-bed technology  also offers the advantage of reduced NOx and SO2 emissions by allowing the control 

of bed temperature and using reagents  

 

 

 

 

 

 

 

 

 

 

 

 

For  circulating Fluidised Bed Boilers, fine particles of partly burned bed material are carried along with the 

flue gases to the upper areas of the furnace and then into a cyclone. In the cyclone the heavier particles sepa-

rate from the gas and falls to the hopper of the cyclone. This returns to the furnace for recirculation. Hence 

the name Circulating Fluidised Bed combustion. The hot gases from the cyclone pass to the heat trans-

fer surfaces and then exit the boiler.  

 

The Editor 
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                                                                          TOO MANY OSV’s 

Statistics show that the number of  Offshore Supply Vessels  (OSV’s). rose 83 per cent between January 2008 and June 

2015, and  will rise by another 9 to 18 per cent this year, on top of the 4,400 OSV’s already operating,.  Charter rates have 

dropped for some vessels from $20000 to $6000 per day. 

 
                                                                     NEW INSTITUTE BRANCH   
The Institute of Marine Engineering, Science and Technology (IMarEST) based in London UK. has opened a branch in the Philip-

pines. which was formally launched  on April 21 2016.  
IMarEST  is the largest marine organization of its kind, with a membership of some 15,000 individuals in over 100 countries, in-
cluding the Philippines.   

 
                                                                URANIUM FROM SEAWATER 
The oceans hold more than four billion tons of uranium which is enough to meet global energy needs for the next 10,000 years 
but is expensive to extract. The U.S. Department of Energy  has  reported that they have developed a system whereby  new ad-
sorbents  reduce the cost of  extracting uranium from seawater by three to four times the existing cost. The absorbent consists 
of braids of polyethylene fibres containing a chemical species called amidoxime that attracts uranium.   
 

                                                                               SALVAGE RAIL 
A salvage item now available is the “Salvage Rail” which is a patented string of bags  which are attached to the stricken hull lon-
gitudinally by means of magnets or suction cups but  can be adapted to take Hilti bolts. 
Once attached the bags are filled with air in a controlled manner  and the vessel raised to the surface , water pumped out, and 
with the “Salvage Rail” still attached towed  to a repair yard. 

 
                                                                           SHIP POLLUTION 
According to the centre for climate and energy solutions, global marine shipping  is responsible for approximately 1.5 percent of 
global greenhouse gas emissions from anthropogenic sources. 
Under “business-as-usual” conditions, emissions from the global shipping fleet are expected to double by 2050. 
Shipping’s greenhouse gas emissions could be curtailed through changes in operational practices, improving the fuel efficiency 
of ships, and burning lower-carbon fuels. Combined together, these changes could reduce shipping emissions by 62 percent be-
low “business-as-usual” projections in 2050, which would mean emissions would stay at roughly current levels despite very large 
increases in shipping volume by mid-century. 

 

                                                                              BIGGEST CRUISE SHIP 
“Harmony of the Seas” now the biggest liner to have ever been built gives its passengers GPS  wrist bands to help them find 
their way around  the 18 decks and 16 various restaurants and cafes. 
These bracelets also known as WOW bands can also be used to pay for drinks, access cabins,  buy souvenirs  etc. Other technical 
innovations on this ship are virtual  balconies. Giving In some state cabins  real-time views of the ocean and cruise destinations. 
This ship having a GRT of  227,700  has a capacity for 6360 passengers  and needs 2100 crew to run her. 
 
 

                                                                        BALLAST  WATER MANAGEMENT 
The implementation of the  Ballast Water Management Convention is almost upon us only needing  0.18%  of global world ship-
ping tonnage represented by a country or countries to ratify it. There will be a very large number of ships going to a Yard to ret-
rofit the required Ballast Water Treatment plants.. Apparently  it needs two days to carry out the modifications below the water 
line and a further two days to  do the necessary above the water line.  Needless to say all the yards are rubbing their hands with 
glee and anxiously await that final ratification. 

 

                  News Snippets 
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       The TOJ  Crossword 
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                                   LAWHILL MARITIME CENTRE – EQUIPPING TOMORROW’S SEAFARERS 

 

Lawhill Maritime Centre developed on the mountainside above the Simon’s Town School from humble beginnings in 

a converted store room and a small prefab building 21 years ago. 

An ECDIS training centre, additional classrooms and cabins – now under construction – indicates the pace at which 

the Centre is expanding. Once the extensions are completed later this year, the Centre will have boarding accommo-

dation for 66 students in Grades 10 to 12 from all over South Africa and from Namibia. 

 

Lawhill Maritime Centre 

 

Some Background 

With Safmarine, Transnet National Ports Authority, South African Maritime Safety Authority, Grindrod, Smit Amandla 

Marine, General Botha Old Boys’ Association, Society for Master Mariners, South African Institute of Marine Engi-

neers and Naval Architectes and other sponsors, the Lawhill programme provides maritime education for students 

during their last three years of secondary schooling.   

A most generous grant from the TK Foundation (an affiliate of the Teekay Corporation of Vancouver, Canada, the larg-

est operator of Suezmax tankers) and assisted by other donors, the new Lawhill Maritime Centre was completed in 

January 2010 with accommodation for 54 maritime boarders, a dining saloon, galley, messrooms as well as two cus-

tom-built classrooms for the two specialised subjects, Maritime Economics and Nautical Science that are offered at 

the Centre.  About 70 day students also do these courses.  

Since many students come from financially-distressed backgrounds, the programme at Lawhill Centre offers an op-

portunity for them to gain the dignity of employment and recognition within their communities where many become 

role models. Given South Africa’s political history, such aspirations were beyond the dreams of many of their parents 

at a similar age.   
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Where do the Lawhill students serve? 

Marine engineering is the preferred career of a number of Lawhill past students.  

Mtobeli Krwabasini (from the Eastern Cape) and Lindokuhle Mvakade (from Mthatha) are serving second engi-

neers. Kelly Klaasen (head girl in the class of 2006) also went this route and, four years later, won the National Sea-

farer of the Year Award for being the first South African woman to qualify as a marine engineer. She has her sec-

ond engineer’s certificate, and had completed her studies towards her chief engineer’s qualification.  

Another marine engineer to emerge from Lawhill is Blondie Jobela (2007) who has also qualified as a marine engi-

neer and is currently serving as third engineer in cruiseships of the Royal Caribbean Line, Her two brothers - 

Msikeli (qualified navigation officer) and Thando (who completed his S3 and S4 in marine engineering in 2015) - 

also followed their elder sister to Lawhill and thence to sea. 

 

3rd Engineer Officer Blondie Jobela 

 

Another past student who was in tankers for much of his career is Vaughan Pillay, who after a spell ashore, re-

turned to sea to obtain his master’s certificate and currently commands vessels trading out of Singapore. 

Initially, Rolf Seiboldt-Berry did not enjoy life at sea in tankers, but after obtaining his second mate’s ticket and a 

spell at university, he went back to sea – this time aboard a well-known tanker outward from the US port. As the 

two ships were from the Grindrod fleet, he called the tanker, and naturally, also being on the 8 to 12 watch, the 

tanker’s third mate responded. 

Imagine his delighted surprise when Tyron discovered that his opposite number in the tanker was Paulette Mas-

wanganyi who had been a Lawhill Maritime Centre classmate a few years prior to their meeting via radio at sea in 

the US Gulf! 
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It is a small world 

Lawhill Maritime Centre has been the starting point for many young people who have taken their places in the ship-

ping industry.  

When the Island View Shipping bulker was heading towards New Orleans, Third Mate Tyron Campbell (a former 

Lawhill student and since promoted to Second Mate) sighted a Unicorn tanker outward from the US port. As the two 

ships were from the Grindrod fleet, he called the tanker, and naturally, also being on the 8 to 12 watch, the tanker’s 

third mate responded. 

Imagine his delighted surprise when Tyron discovered that his opposite number in the tanker was Paulette Mas-

wanganyi who had been a Lawhill Maritime Centre classmate a few years prior to their meeting via radio at sea in the 

US Gulf! 

 

2nd Officer Tyron Campbell 

Where do the students come from? 

Many young South Africans – some from sprawling townships or squalid shanty towns - are now in worthwhile careers 

at sea or ashore stemming from their maritime education at Lawhill Maritime Centre that takes its name from the four

-masted South African barque in which a number of the country's maritime leaders sailed in the 1940s.   

From his rural home in the Eastern Cape, Tobela Gqabu came to Lawhill at the start of his Grade 10 year in 2000. He 

soon proved to be an exemplary student, and, during a coastal training voyage in a containership in his senior year, he 

resolved that one day he would qualify as a master mariner. Eleven years later, after serving in products tankers, he 

achieved his goal and became the first Lawhill past student to gain his master’s certificate of competency. 
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superyacht in which he visited Norwegian fjords, Galapagos Islands and other Pacific archipelagos - garnering suffi-

cient seatime for his master’s certificate which he gained in 2015. 

The commercial manager for Smit Amandla Marine is Nomkhitha Mbele, an extremely  talented person who has risen 

through the ranks on absolute merit. Also preferring a shore-based career, Lauren Matthys (2001) joined Safmarine 

and, having gained her B.Comm degree is now in the Maersk team in Cape Town. Similarly, Gontso Mpholofolo (1999) 

has considerable experience in container shipping and currently is the national marketing manager for Singapore-

based P.I.L. Shipping. 

 

Gontso Mpholofolo 

Interspersed with footage taken aboard foreign-owned tankers, Second Mate Ainsley Olivier’s recent talk to the sen-

ior class at Lawhill, (he was Head Boy in 2007) came from the heart. Those video clips depicted his vessel rolling heavi-

ly during a wintry North Atlantic crossing; in contrast, other clips showed calm, tropical seas and sunsets, forming part 

of an inspirational presentation for his young audience. Ainsley described his sea-going experiences with frankness, 

telling of the good and the bad, the exciting and those oh-so-boring days. His delight in his chosen career and his de-

termination to move up the ladder to command were obvious, sparking enthusiasm among the students to follow his 

example.  

From Durban, Aubrey Sosibo (head boy in 2012) and Tsoso Hanong (2013) were the Dux in the Navigation Class at the 

Cape Peninsula University of Technology in 2013 and 2014 respectively. Aubrey is now a qualified navigating officer, 

and Tsoso, who was also a General Botha Old Boys’ bursary holder while at Lawhill, completed his S3 and S4 naviga-

tion courses at the university last year, as did Lucky Tetyana (2013) whose younger sister, Lukhona, is currently at 

Lawhill on a General Botha Old Boys’ bursary. holder while at Lawhill, completed his S3 and S4 navigation courses at 

the university last year, as did Lucky Tetyana (2013) whose younger sister, Lukhona, is currently at Lawhill on a Gen-

eral Botha Old Boys’ bursary.  
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Aubrey Sosibo 

 

These are only some of the young people who have moved through the Lawhill maritime programme – there are 

many others with similar stories - and the chain of successes continues as groups of new entrants begin their courses.  

And with a state-of-the-art ECDIS training facility, prospective seafarers among the group will have a real head start. 
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