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Chairman’s News 

By Colin Tanner-Tremaine 

 

Can you believe that we are half way through the year already!  The winter 

solstice is next week! And the Antarctic is about to hit us this coming 

weekend. I want to emigrate again but thanks to the exchange rate I cannot 

afford it.  In 1970 when we came to South Africa, the land of milk and honey, 

the pound Stirling was worth R1.40 and a gallon of petrol cost 38 cents!!    

However we do have sunny days frequently and good beaches and game 

parks, and model railways. 

 

There is more good news too. Mervyn Mark of swap meet fame has 
donated to EMRIG a “H and M Duette” train controller, the same as the one we did have before 
some  %^&* ^%  (Edited by editor. Sorry Colin )  took it from us.  Thanks a stack to Merv, your 
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donation is much appreciated. So one day soon I will connect it up on the exhibition layout so that 
one can run their DC analogue trains. I have run my West Country Class on the outer track from it 
but the other has a bad connection which I have now fixed. I will also identify it with EMRIG 
painted on the top. 
 
We also had a visit from a group of school children to see our little trains. This went down well and 
we hope that more groups come to enjoy our world of miniature trains. A separate write up 
covering this event is enclosed below. 
 
Northmead Mall management have appointed a new contractor to fix our leaking roof, who should 
have come to survey the problem on Wednesday but did not show up! Typical. Also the triangular 
shaped shop opposite our shop 23 has been leased to a toy shop which should benefit us. I do not 
know what sort of toys but at least it will attract people to our end of the mall.  The Mall marketing 
department are also interested in our activities, they have helped by telling the Sausage Saloon 
and the nuts and samoosa lady to set up their stalls near our swap meet. That was a good move, 
coffee and hot dogs on our doorstep.  Now the Marketing manager is asking for statistics and 
details of stalls, sellers, buyers, visitors and turnover figures (which I will not provide). A good sign 
but more work for me. 
 
Yes the swapmeet on the 28th was another success, even without Dreamtrains and Craigs Models, 
16 tables short.  However we managed 35 tables occupied with some new sellers and we covered 
our costs with a small margin.  As usual a special thanks to all the members who came to set up 
the table, laid the cloths, assist the traders with carrying their wares and tidying up afterwards. 
Thanks guys, your assistance is much appreciated, again. 
 
In my last Newsletter I suggested that we increase the policing of our layouts and possibly install a 
CCTV system.  I have not received any comments or other suggestions on this proposal but I have 
obtained a formal quotation from a local supplier, the price being R15,500. Can we afford this 
expenditure? I do not think so. The offer includes 4 cameras, a split screen monitor and server 
system and all installation, cabling and labour. Comments please? I reckon that all we need is 4 
dummy cameras installed as a threat! 
 
The question of allowing visitors to drive our or their own trains on our layouts was covered in the 
last Newsletter, again no response from the members.  When I find the time I will add new rules to 
our Rules and Procedures document. 
 
Finally welcome to our new members, Xavier De Lemos and his son Alexander, a keen 10 year old? 
May your stay with us be a happy and long one and that you learn something from us. 
 
Regards to all, 
 
Colin TT. 
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Editors ramblings 

By Glynn Chamberlain. 

 
Let me start off by saying that the team has come to the party again and very many thanks to them 
all. Dave Wynne in the Water Tower Challenge has supplied an absolute whopper of an article! So 
much so that it has been broken into two with Part 2 coming in next month’s edition. 
 
However, with that said, it would be nice to see some articles going forward of modelling. Either 
how to make trees, cleaning locomotives, your layout etc. I will pen an article about a development 
on my layout that many an EMRIG’er could read and enjoy some satisfaction! I will arguably 
publish that one in the August issue. So that gives Dave’s challenger an extra 2 months. So, who 
has Dave nominated? 
 
Thanks again to Jean and John for their respective articles. Jean is into his part 2 of his European 
2007 tour this month with John completing his article on a Frateschi decoder install. Part 3. There 
is an addendum to this series of articles John was writing, however, he ran out of time and so will 
be published next month. 
 
Going back now to Colin TT’s “Locomotives, Engines and Trains seen on my Model Railway”, Bob 
Brunt supplied some interesting information in response to Colin’s “not knowing” why they were 
called “RATS”. Refer his email below:  
 
Hello 
 
The reason why class 25 locomotives were known as “RATS” is because of their numbers on the 
former LMS railways, then known as the West coast main line and the Midland region of British Rail. 
 
The theory was that there were so many class 24 and class 25’s in use that a person was never 
more than 10 yards from one – the same proximity of people to an actual rodent style rat. 
 
The class 25 that is pictured in the article in May’s newsletter is a class 25/2 and models the first 
example in traffic with the revised cleaner body style. Class 25’s were a development of the class 24, 
the main difference being an uprated Sulzer engine. The earlier body style had a lot of body side 
grills to filter the air into the engine compartment. When the body style was changed the air intake 
filters were moved up to the cantrail to reduce their clogging, reduction of air quality and resulting 
engine ware. 
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The depicted model was one of only 5 examples with the new body style and train heating steam 
generators. These 5 locomotives were numbered 25083 to 25087. In service, their uniqueness 
tended to keep the 5 together until withdrawal of the class commenced because the lighter trains 
that they were designed for started to disappear. 
 
Hope the information is of interest, 
 
Regards 
 
Bob 
 
In a second email, Bob also had the following to say: -  
 
Hi Glynn 
 
Colin may also be interested that the depicted loco was involved in a rear end collision with a class 
47 up in Scotland, some fatalities. It was caused by an earth fault on the traction motors, the class 
25 came to a halt after leaving the station and was rear ended by the following train. (Who said 
diesels were boring!) 
 
Bob 
 
Just goes to show you the information out there from all the members! 
 
To end from my side, Colin had some spare time and wrote a lengthy article for his editorial space 
. So much so, that I have also split it into two. So part two is coming next month and Colin is off 
the hook next month. He just has to worry about his chairman’s news.  
 
Cheers folk. We hope you all enjoy! 
Ed 
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Tiny Tots Visit 

By Colin Tanner-Tremaine 

 
The Tiny Tots come to see our little trains 

A couple of weeks ago the principal of the Tiny Tots Nursery school called me and asked whether 

she could bring her pupils to see our model railway.  She had seen our layout on the previous week 

and thought that it would be a good educational and entertaining visit for the kids.  How right she 

was, so without any hesitation I agreed. So on Wednesday, as planned, along came the teacher 

with the little children, all with individualised yellow tee shirts, following behind. 

 

Dave Wynne and I were a bit taken aback as none of them were tall enough to see the trains, and 

secondly, would they behave themselves. Are our trains at risk of being grabbed by little hands?  

They were only 4-5 year olds so we rustled up all the chairs and had 2 sharing a chair. Sure enough 

the temptation to reach out and touch the trains was almost overpowering but one word from the 

teacher put an end to that, they were from then on very well behaved. 

So Dave and I drove a train each while explaining what it was and what it was doing.  The Spoornet 

Passenger train and my American steam engine freight train. As to be expected they were 

fascinated and took great interest in the trains and what we had to tell them. Now we all know 

Dave Wynne, he was in his element keeping the kids engaged counting trucks, colours, telling 

stories, asking questions etc. 
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They also went round the layout to see all the modules, some taking the chairs with them. 

So all went well and we hope that these youngsters will remember their visit and take up a 

technical if not a railway career.  Maybe others will hear of this visit and come and see our little 

world of model railways. 

 

What a pleasure to entertain these little people, I hope that we have some more. Dave will no 

doubt agree with me. 

Colin Tanner-Tremaine 
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Chasing Steam trains in Europe. 

By Jean Dulez 

 
 

European tour 2007, part two 
Back to Europe 

 

The next day was set aside for more travelling; firstly back to London by train, then onto Düsseldorf 

by plane. From Düsseldorf, it was a short drive over the nearby border into Holland. In the EEC 

these days, national boundaries do not exist any longer; apart from customs posts for inter-state 

trucks, transporting merchandise. There is a town on the Dutch border called Venlo. 

 

Dutch intercity train departing Venlo; typical French designed electrics 

 

Although there is a preserved steam line in the area, usually operating over weekends, this was not 

the purpose of the trip; the objective was to visit a sophisticated pump factory belonging to the 

Weir Group. This huge technical operation was an eye opener and specialises in the manufacture 
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of high pressure positive displacement pumps designed for moving very heavy thick slurries over 

lengthy pipe line distances. 

In between, I managed an afternoon at the local station. The Dutch trains arrive and depart from 

the western end and the German trains from the other side. As far as modern traction operations 

are concerned, this was an interesting yard visit. 

After departing Düsseldorf again, I flew down to Milan and then on to Florence. I had a friend to 

see there, plus obviously looking at the architectural delights of this fabled Renaissance city. 

The railway was not forgotten and I finally spent a late afternoon at the main Florence railway sta-

tion, observing and filming mainly suburban and intercity trains. As opposed to other parts of Eu-

rope and the UK, where trespassing on any railway reserve to take photos would immediately bring 

out officials to chase one away, in Italy no one seemed to care!  I followed in the footsteps of rail-

way officials and passengers alike who jumped down off platforms and crossed lines “a-la-Sud-

Africain”! 

This slack attitude was soon to change when getting back to the stricter northern European states.  

 

 ICE type and regular electric trains at Florence station 

Switzerland 

My next stopover between the 7th to the 10th of September was in Switzerland with Jean François 

Couëdou, the other linesider from the May South African steam tour. He had, prior to my tour de-

parture, alerted me to another steam event in Switzerland: the festivities to mark the 125th anni-
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versary of the opening of the St Gotthard Railway trans¬alpine tunnel in 1882. He intended driving 

through to Switzerland, from nearby Lyon, in the south eastern France where he lives. 

Hence, part of my tour had to be rearranged and which was the reason I had initially to travel to 

the UK and then back to the continent: the Chemnitz and St Gotthard events were a full two week-

ends apart. 

 

The old St Gotthard Pass; the new tunnel passes right underneath, so only a few Swiss local all 

stations will use this route daily now 

After flying into Zurich, I took a well-managed Swiss train down to Erstfeld at the foot of the St 

Gotthard northern ascent, to meet up with Jean François. 

Here, a number of museum locomotives (steam and electric) were stabled at the local railway mu-

seum. One group of German enthusiasts had travelled from Stuttgart behind an 01 Pacific and was 

joined by another German Pacific with some Swiss coaches. There was also another special, a Swiss 

2-10-0 pulling several vintage coaches. Two steam locomotives from the Czech Republic's railway 

museum were not permitted to run through the tunnels by the SBB (Schweitzeriche Bundesbahn 

or Swiss Federal Railways) because of concerns with the operating systems and loading gauge con-

straints. 

The Swiss and German Pacifies were combined into one train at Erstfeld and headed up the pass, 

banked by a vintage Swiss electric. However, this was preceded by the 2-10-0 `Euro Vapeur' short 

train. 

Of course, linesiding in these mountainous parts with hundreds of onlookers and enthusiasts along 

narrow country roads was always going to be a real challenge. It was a case of one shot leaving Erf-



 

Page 10 of 35 

 

stfeld and another at the entrance to the double track spirals at Wassen, below the actual tunnel 

portal. 

 

The two German 01 Pacifics on the southern side of the pass 

Enthusiasts from both trains had been bussed to a good photo vantage point, which we also joined. 

Whilst awaiting the steamers (which had to be looped further back in order to allow following pas-

senger trains and freights to overtake) we could observe the passing traffic. This being the main 

route through the Alps between Germany and Italy, there was a train every five minutes in each 

direction. 

During the interlude, a typical Swiss cow, equipped with regulation bell, entertained the enthusi-

asts by running up and down the side of the line. 

The Wassen double spirals on the St Gotthard line are still a railway engineering marvel; a double 

line comprising curved tunnels with bridging viaducts - really quite difficult to film from a repre-

sentative view point. 

Further on, at the tunnel portal at Goschenen, there was a service stop. At this station there is a 

terminus for a metre gauge private rack railway that climbs to Andermatt; but we shall talk about 

this later. 

Getting through the lower down road tunnel was itself a major mission, something we were des-

tined to do four times in the next three days. The traffic congestion is severe, compounded by in-

terstate heavy duty trucks — South Africa is not the only country with this problem. Sometimes an 
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hour's wait in a five kilometre queue was necessary. Only a certain number of vehicles are allowed 

at a time in the tunnel for safety reasons (no bumper to bumper traffic). 

The old 18 km St Gotthard railway tunnel is about to be supplemented by a very deep 54km new 

tunnel, much lower down the pass (in fact, just opened last week). This is intended to relieve the 

road congestion with dedicated motor vehicle trains. This tunnel will rate as the longest tunnel in 

the world, surpassing the Channel tunnel by several kilometres and is 3.5km below the mountain 

at the deepest point. 

By the time we exited the existing road tunnel both trains had proceeded well down the southern 

slope. The 2-10-0 had suffered water problems and had to be rescued by a vintage electric unit, we 

caught this train at Biasca, about 30km down. 

Biasca was another staging point for several SBB and museum displays, including an old pre 1900 

steamer. 

We had to travel 20km further to the southern overnight point at Bellinzona to find the Pacifies 

(also location of SBB workshops for the St Gotthard line). 

For the entire period, so far, we had experienced sunny weather. In fact, it had been a good Sep-

tember in continental Europe, following weeks of endless mid-summer rain over the past two 

months. 

The following day Sunday the 9th, the Swiss train and 2-10-0 returned from Bellinzona. This was 

filmed leaving at a small village called Claro and then further up the line over the southern ascent 

double spirals at La Vorgo. Hundreds of photographers had gathered at a vantage spot, indicating 

where we had to stand, if one could find space! 

A massive highway bridge (about 80m high) also spans this valley at the location. 

At the service at La Vorgo, an electric was shoved in the front again, spoiling the rest of the trip. 

The organisers feared that the loco may run out of water in the tunnel, something the SBB would 

not even want to tempt. 
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Locomotives, Engines and Trains seen on my Model Railway 

By Colin Tanner-Tremaine 

 

PART 4  

In this instalment I have included some more models of recent diesel locomotives. 

 

Class 47 Co-Co Diesel Electric, Brush Type 4 

 

 
 

My model is one of the first diesel loco models fitted with sound produced by Bachmann 

Branchline of Leicester England. It looks good, works well and the sound is acceptable although at 

top speed notch there is a distinct cyclic change in the engine noise similar to that on their class 46 

diesels.  However it is one of my favourite locos and is usually rostered on the Shell oil train or the 

container train. In real life the prototypes were employed on express passenger, fast freight, oil 

trains and intermodal type trains, in fact anything that needed pulling. My model has good tractive 

effort, the motor driving all 6 axles via carden shafts and gear towers on the bogies.  Electrical pick 

up is simple but good, so a reliable loco suitable for hauling long trains round my layout and up the 

inclines the worst of which is about 1.3%. 
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The British Rail Class 47 is a class of British Railway Diesel Electric locomotive that was developed 

by Brush Traction in the 1960s. A total of 512 Class 47s were built between 1962 and 1968 at 

Crewe Works and Brush's Falcon Works at Loughborough, which made them the most numerous 

class of British mainline diesel locomotive at the time. 

They were fitted with the Sulzer 12LDA28C twin bank twelve-cylinder unit producing 2,750 bhp 

(2,050kW) - though this was later derated to 2,580 bhp (1,920 kW) to improve reliability - and have 

been used on both passenger and freight trains on Britain's railways for over 50 years. Their 

tractive effort was 55,000 or 60,000 lbs and maximum design speeds of 90 or 75 mph depending 

on the gearing.  Despite the introduction of more modern types of traction, a significant number 

are still in use, both on the mainline and on heritage railways.  As of July 2015, 82 locomotives still 

exist as Class 47s, with further examples having been converted to other classes; approximately 30 

retain "operational status" on the mainline. 
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Class 50 Co-Co Diesel Electric English Electric Type 5 

Hornby have produced an excellent model of this fine locomotive. It comes fitted with an ESU 

LokSound decoder and the performance of the sound and traction is just brilliant. Complete with 

guard’s whistle, air compressor and all loco auxiliary sounds one cannot ask for more. The control 

of speed is just perfect, plenty of tractive effort, the model hauls my rake of 10 Mk1 blue and grey 

coaches round my layout just like the real thing. Best buy to date, I love it. 

The Class 50 fleet was designed and built by the English Electric Company at their Vulcan Foundry 

works at Newton le Willows near Preston, between February 1966 and October 1967.  50 

machines were built and were used by British Railways on the West Coast Main line to handle 

passenger trains north from Crewe to Scotland. The locos were initially leased to British Railways to 

replace the big pacific steam locomotives that were being phased out on this route and were often 

double headed to make the most out of their 100 mph capability to reduce journey times. 

 

They were known as English Electric Type 4s, the finished locos were given running numbers D400 

to D449, but during the late sixties the D prefix was dropped by British Railways following the 

eradication of steam locomotives.  The prime mover was the English Electric 16CSVT 16 cylinder 

246 litre diesel engine that developed 2700HP, 2010kW. All 6 axles were driven by a 400Hp axle 

hung nose suspended traction motors.  Maximum design speed was 100mph with peak tractive 

effort of 45,500 lbs, 33,000 continuous at 23mph.  

After completion of the electrification of the West Coast mainline to Scotland in 1972 the 

locomotives were gradually transferred to the Western Region for use on the London Paddington 

to Bristol and the South West routes.  At about this time all locomotives were purchased by British 

Railways who then renumbered them onto the TOPS series.  No 401 to 449 became 50001 to 

50049 with No 400 becoming 50050. The Western Region’s policy of naming locomotives after 

warships resulted in all members of the class taking the name of a Second World War Naval vessel. 



 

Page 15 of 35 

 

 

After the introduction of the High Speed Trains (HSTs) on the main lines from Paddington in 1977 

the locomotives were put to work on the Southern Region’s Waterloo to Exeter route as well as 

routes taking them to Birmingham from both Paddington and Bristol. A major refurbishment of the 

class was undertaken in the early 1980s. The rework simplified a lot of the complex electronics and 

removed many redundant features of the control system.  Also the air intake fan arrangement 

which had produced the classic Class 50 sound that had led to the nickname of “Hoover” was 

changed.  The locos were then returned to the Western Region and withdrawal from service began 

in 1997 through to 1994. Several have been preserved, notably 50037 “Illustrious” which is on the 

Severn Valley Railway, as well as on my layout. 

 

Class 60 Co-Co Diesel Electric Brush type 5 

This model is another excellent Hornby creation. I obtained it complete with factory-fitted sound, 

an ESU Loksound decoder into which Hornby have done a great job with the sound files. 

Performance is very good, it pulls like a true diesel and is the model with the highest tractive effort 

on my layout, very similar to the Hornby Class 50.  Driving this loco is only a pleasure as it has all 

the features one would want. I usually employ it to haul my ballast train of 19 hoppers as shown in 

the photos with no problem at all even on the 1.3% inclines.  It is a handsome loco with clean lines, 

great detail, working lights and sprung buffers.  The single motor has large flywheels connected to 

the bogies by carden shaft and gear towers.  All six axles are driven and they have current 

collectors on all wheels. Hence good reliability, no hiccups, as long as the wheels are clean! A great 

buy, one of the best. 

 

 



 

Page 16 of 35 

 

In the 1980s, British Rail decided it had a requirement for a high powered Type 5 diesel locomotive 

for use on its Train Load freight sector. On 10 August 1987, the British Railways Board issued a 

competitive tender for response by 7 November, for a fleet of 100 locomotives. Brush was the 

successful tenderer, and an order was placed for 100 locomotives in a deal worth around £120 

million. 

Brush sub-contracted parts construction, with final construction at Brush's erecting shops at 

Loughborough. The body shells, shared with the Class 92 electric locomotives, were fabricated by 

Prokor in Wakefield. The engine was a higher-powered development of the Mirrlees engine 

previously fitted experimentally to 3 Class 37 locos. The first locomotive was delivered in June 1989 

and sent to Derby for testing, which revealed a number of teething problems. Parts requiring 

modifications included the axle box suspension and the Mirrlees engine cylinder head. 

The prime mover was the MB275T model diesel engine that developed 3100 HP 2300kW, the 

maximum tractive effort being 105,000 lbs and maximum speed of 60 mph, 97 kph. The loco was 

designed for heavy freight duty and was extensively employed on stone, ballast, oil and steel trains. 

 

 
 

 

 

 

https://en.wikipedia.org/wiki/British_Rail
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Silent no More. 

By John Burkhardt 

 

 

 

 

 

FRATESCHI SAR CLASS 34 
Part 3 

9. Final Assembly 

Before snapping the running boards back onto the shell, insert the led weights taking care to ob-

serve the angles to match the slanting walls of the bonnet, and the grooves to match the guides. 

 

Front Weight & Running Board installed 

The final Part 3 of the Frateschi Class 34 diesel install is short and does not require any different steps than those for 

the previous model discussed, however although we used the same decoder in the Frateschi, because of motor and 

mechanical differences between manufacturers of the locos, there are some CV’s you may want to experiment with to 

get optimum results for your conditions. Space permitting at the end I will list the choices available in sound decoders 

to suit this loco and also expound some of my philosophies to arrive at the right choice. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

LIMA SAR CLASS 34 

In Parts 1 & 2 we prepared the Loco chassis to improve electrical pick up and to accept the wire connections from the 

shell, which we modified to accept mounting of a speaker, LED lights and a PCB type decoder. All that now remains for 

us to do is to mate the two assemblies and program the decoder for optimal performance of the loco. 

However as I was loaned another of these models, and while on my work bench I decided to photograph the possible 

fitment of some other components, shown in the addendum below and while they are more costly, they do offer some 

interesting alternatives 
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Rear Weight & Running Board installed 

 

To determine the length of the 4-wire harness required we lay the body shell on its side next to 

the chassis in the correct driving direction and line the lock tab up with the hole in the body shell. 

The idea here is to make the harness length as short as possible to little wire being squashed into 

space above drive line when putting the body back onto the chassis, but still have enough flexibil-

ity to get to the chassis parts for maintenance work. 

 

Body & Chassis Alignment 
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Trimming Harness 

After trimming the harness to length, take a mm or so off each e wires insulation and pre-tin the 

ends before soldering to the respective solder points we prepared on the PCB mounted above the 

motor, taking care to observe the correct color coding. Should we need to separate body from 

chassis for repair or maintenance work on either it is easy to heat the four solder joints so work on 

either is not hampered by the other and avoids damages caused.       

 

Solder Connections to Chassis 
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Before we place the body back on the chassis I would cut two short length of insulation tap or if 

have KAPTON tape and stick over the solder joints sticking it to either side of the motor. Although 

the height inside the shell should be sufficient to keep the decoder far enough away from harm I 

still like to use this belts and braces approach. 

10. Programming (this is identical to the previous article on the LIMA)   

Putting your newly completed install first on the programming track, before being tempted to 

place it on track connected to full track power is an essential safety check to confirm that your in-

stall is sound as the programmer would detect any incorrect wiring and report this with an error 

code accordingly. However due to the large capacitor connected to this decoder to keep the sound 

alive during micro power interruptions the programming current from most DCC systems is not 

sufficient to read back a TSUNAMI decoder and for that a programming booster, such as the 

PTB100 is required. However writing to the decoder in broadcasting mode should work although 

we won’t get the appropriate acknowledgment. Nowadays, when changing operational CV’s such 

as volumes, etc. it has become an accustomed method to do so in OPS mode programming on the 

main where the intended change can be heard or observed, and the operation repeated till the 

desired effect/level is attained. Caveat here is that one needs to know what one is doing, especial-

ly in a club environment as it is possible to mess around with any other loco’s settings on the track.  

Like with the choice of components used for the install, programming is again a personal thing. 

What is right for me might not necessarily be right for another. One thing is sure is that the factory 

setting, while having its purpose as a base is never the best settings for any locomotive operation, 

so I shall endeavor to give you my standard CV settings in the hope that they work as well for you. 

If you do not know how to program a decoder yet you’re welcome to contact me for more info or 

a hands-on demo: 

 CV01 = Ad2 = 34 in principle I don’t like 2-digit addressing as it is very limited and leads to 

duplications. I prefer 4-digit addressing not least because the cue is printed on the cab! If 

you are working with a DIGITRAX system and DT4xx it is easy to enter the 4-digit address 

when in Ad2 by pressing the RH throttle knob to put the programmer into the Ad4 mode. 

 CV02 = 0-3 Start Voltage in today’s state of the art decoders rarely needs a change from 

factory default as normally the BEMF controls take over as from speed step 1 (SS1). 

 CV03 = 50 Acceleration rate. This relatively high value is needed for SoundTraxx’s Digital 

Dynamic Exhaust (DDE) feature to do its job properly. What it does is relate BEMF to sound 

volume so that depending on application of voltage by the speed control we will hear the 

engine sound simulating the appropriate loaded or light sound - spin the knob and she’ll 

bark! 
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 CV04 = 36 Brake rate. Like for the acceleration rate a relatively high value is need, yet a bit 

toned down as we don’t want to over run every stop block. 

 CV17&18 = Extended address. Again if we are using DIGITRAX the system will do this for 

you automatically when you choose Ad04 over AD02, for other systems please consult the 

relevant manual. Should your system require individual values to be entered, I can provide 

an Excel spread sheet that calculates the values when entering the desired 4-digit address. 

 CV29 = 34 Configuration Register. Assuming you decide to use a 4-digit address, the normal 

value for this CV is 38. But as I do not allow analogue DC operation of my locos nor ADC lo-

cos on my layout I disable analogue stretching in all my decoders and my DCC system, 

which cuts out a lot of garbage induced gremlins down the line. 

 CV113 = 255 Quiet Mode. Any value greater than zero in this CV allows you to set the de-

coder to be quiet on startup and only come to life when either the speed control is ad-

vanced to greater than zero or a function is turned on, as well as make it go quiet after a 

given time period if speed control is set at zero and all functions are off. In my case I chose 

the maximum time of 64 sec. 

 CV115 = Horn Select. Choose your preferred horn from the list provided in the decoder in-

structions that gives you the most acceptable compromise. 

 CV128 = 128 Master Volume. We tend to keep locos to loud but this is an individual’s 

choice and hence could be kept at factory default of 192. 

 CV129 = 255 Horn Volume. As I reduce the master volume I need to raise the volume of the 

horn to max level. 

 CV130 = 0 Bell Volume. As the SAR did not equip their locos with a warning bell the easiest 

way is to set volume at zero, although the correct way would be to remap this to a higher 

function key – but that needs advance programming knowledge, the subject of a future 

paper. 

 CV153 = 6 Graphic Equaliser. This decoder has a sophisticated full feature/range graphic 

equaliser on board with which you can play to your heart’s content to get (to your ear) the 

best sound out of you install, but at this stage all I’m concerned with is to adjust it to the 

standard setting most suitable for the type/size of speaker we used. 

 CV196 = 20 Brake squeal sensitivity. Again this is a user’s taste CV as you may want the 

brake squeal come on earlier or later when decelerating the loco to a stop. 
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 CV198 = 20 Automatic sounds. I usually am not in favor of functions being automated but 

since my operators tend to forget to evoke the correct signals it is a welcome aid to get 

nearer to prototypical operation 

To see all the 255 CV’s available with which you can customize your decoder, you should log onto:  

http://www.soundtraxx.com/manuals.php 

And look for the Tsunami Technical Reference Manual to open and/or download: 

http://www.soundtraxx.com/manuals/tsunami_diesel_technical_reference_0213.pdf 

In the next issue, there will be a Youtube URL to a video of this locomotive: 

 

 

This concludes part 3 of the Frateschi install. Next month I will show you a few enhancements I 

implemented on subsequent installs, after the two shown in the last two articles. To add to the 

operational interest I added a cab light as well as a crew which really becomes visible when the 

cab light is switched on when stationary at the platform, etc.  

I’m out of here. 

John Burkhardt 2016.05.25 

http://www.soundtraxx.com/manuals.php
http://www.soundtraxx.com/manuals/tsunami_diesel_technical_reference_0213.pdf
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The EMRIG Water Tower Challenge. 

By Dave Wynne. 

1. Prologue 

Colin Anstis  nominated me for the Water Tower Challenge. Thank you Colin - maybe it is better to 

do it earlier than later in my EMRIG career. I have been a member of EMRIG for close to two years 

and have certainly  not seen all the different countries and eras of EMRIG members' layouts. 

Nevertheless, I suspect not too many EMRIG members model non-state SA Rail. I sold my small 

LIMA SAR etc. a while ago. So for this Challenge I decided to both learn more about SA, coal, rail, 

with a focus on suggesting EMRIG members model some Eskom steam railways.  

It is now my turn to nominate someone to take up the EMRIG Water Tower Challenge and I 

nominate Clive Sheppard - do enjoy the experience Clive. 

First a little bit about me - that's easy to write because I know it well. My railway experiences 

started at a very young age peering from my pram through the railings shown below watching the 

steam engines at Knaresborough between Harrogate and York (England). I'm sure it influenced my 

interest in railway modelling. 

 

  

Figure 1 Knaresborough as seen in 2008 
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Personal early life steam train experiences do definitely affect most of us for a long time. We know 

the addiction is life-long but not fatal. My experiences with steam started in England's north east: 

from Knaresborough, York to my grandmother near Ferryhill, an aunt in Darlington- so I saw the 

Locomotion 1 on its plinth at Darlington station and heard the stories of George Stephenson and 

the new era of railways which opened with the Stockton and Darlington Railway on 27 September 

1825 (Crump, 2007), Locomotion No. 1 (originally named Active) is the first steam locomotive to 

carry passengers on a public rail line, the Stockton and Darlington Railway, an aunt in Doncaster, an 

uncle in Leeds (where Kitty was built - see later) (Eskom Heritage, 1990) via London to Kent 

another aunt - the Southern Region of electrics and green coaches. Then, at the age of 16, to Africa 

for a school holiday. Once I had had my injection of Africa,  I never went back to England! Living in 

Zambia, steam trains from Ndola to Lusaka and return for school was adventurous and fun then 

long trips from Chingola/Kitwe/Ndola to Cape Town - one day to get to Ndola (100km), 5 days in 

total to get to C.T. via Bulawayo and Botswana - students packed the trains and got to know each 

other.  

After working in copper mining and smelting in Zambia, Rhodesia (now Zimbabwe) and South 

Africa, I joined Eskom or ESCOM - EVKOM as it was until 1987 - I worked for Eskom for many years 

and know that there were steam locomotives at many places. I thought I might write something for 

EMRIG about Eskom locos. However I found lots had been already written. Nevertheless, reading 

the History of Steam Locomotives that served the SA electricity supply industry (Parsons, 2014) 

and other sources I was tempted to find out more.  

Researching  Eskom's locomotives invariably leads to Dave Parsons,  the driver of Kitty, foreman of 

the locomotive maintenance team at Rosherville central workshops, and Rick Searle and Steve 

Conradie who did major research on the locomotives. Steve did lots of art work too. Some of the 

EMRIG members will know them, no doubt bringing back fond memories.  

I worked at Grootvlei Power Station from late 1985 to late 1987. The loco there then was quite 

large, not simply a 0-6-0 shunter. I think it was Avonside 4-8-2 side tank, built by Avonside Engine 

Company, which was a locomotive manufacturer in Avon Street, St. Philip's, Bristol, England 

between 1864 and 1934. The loco was bought in 1927 by Eskom/VFP (Eskom Heritage, 1990). 

Eskom locos thus were often mismatched to their duties.  In 1958 Hunslet 2-6-0 was loaned to 

Grootvlei Power Station, then under construction, to serve as a stationary boiler for steam-

cleaning the boiler tubes and steam pipes of the power station’s No 1 boiler, being lifted up into 

the power station's innards in the process. She was returned to Vereeniging power station until the 

Vereeniging station closed down in 1969. Hunslet was then sent back to Rosherville power station 

where she again shared duties with “Kitty”.  Avonside was eventually given to the South African 

National Railway and Steam Museum, later to be returned to Eskom, Rosherville (Parsons, The 

History of the steam locomotives that have served the electricity supply industry in South Africa, 

2014). 

https://en.wikipedia.org/wiki/Steam_locomotive
https://en.wikipedia.org/wiki/Stockton_and_Darlington_Railway
https://en.wikipedia.org/wiki/Locomotive
https://en.wikipedia.org/wiki/St_Philip%27s_Marsh
https://en.wikipedia.org/wiki/Bristol
https://en.wikipedia.org/wiki/England
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 A mismatch of duty also happened at Swartkops. By having an ex-Cape Government Railway 4-6-0 

express passenger engine as a industrial coal shunter is well illustrated at Swartkops power station, 

Port Elizabeth. The wheel slip and the consequent volcano of fire was captured in night photos 

when Colin Garratt visited. (Garratt, 1974). Swartkops was acquired by Escom and eventually sold 

to PE Municipality in April 1955. 

Thinking about all this steam stuff made me dig a little deeper..... 

 

2. Very Early days - a long time ago 

Human development and fire have long been debated and associated with Africa. At the base of a 

bush-covered hill in South Africa’s Northern Cape province, a massive stone outcropping marks the 

entrance to one of humanity’s oldest known dwelling places. Humans and our apelike ancestors 

have lived in Wonderwerk Cave for 2 million years — most recently in the early 1900s, when a farm 

couple and their 14 children called it home. (No TV reception in those days!) Wonderwerk holds 

another distinction: The cave contains the earliest solid evidence that our ancient human forebears 

(probably Homo erectus) were using fire. (Miller, 2013). Much more recently, close to Mossel Bay, 

modern men (and women), Homo sapiens, The Pinnacle Point Man, are believed to have lived in a 

cave at Pinnacle Point 164,000 years ago. (If you have not been there I recommend a guided tour 

visit - fascinating). 

The remnants have provided much insight into the types of materials that were available during 

that early time, what they ate and how they lived. These all bear testimony to their way of life and 

level of advancement. (Lubbe, 2016). By analogy the steam engines in factories, mines and mills, 

steam ships and steam railways surely will tell some of our story to archaeologists and sociologists 

in the future.  We seem to have a built in affinity for fire and steam - the sounds, the smell and the 

power, especially at night. 

Classical elements typically refer to the pre-scientific concepts in Ancient Greece, of earth, water, 

air, fire, and aether, which were proposed to explain the nature and complexity of all matter in 

terms of simpler substances.1  (Wiki, 2016) - sounds like the basics of a steam engine to me. Thus, 

it is not surprising that we railway modellers feel afflicted with a fundamental, very basic passion 

when it comes to steam. We model very fundamental human needs through our layouts. I 

understand some people do enjoy diesels too! 

                                                      

1
 Ancient cultures in Egypt, Babylonia, Japan, Tibet, and India had similar lists, sometimes referring 

in local languages to "air" as "wind" and the fifth element as "void". The Chinese Wu Xing system 

lists Wood (木 mù), Fire (火 huǒ), Earth   (土 tǔ), Metal (金 jīn), and Water (水 shuǐ), though these 

are described more as energies or transitions than as types of material. 

https://en.wikipedia.org/wiki/Classical_Greece
https://en.wikipedia.org/wiki/Earth_(classical_element)
https://en.wikipedia.org/wiki/Water_(classical_element)
https://en.wikipedia.org/wiki/Air_(classical_element)
https://en.wikipedia.org/wiki/Fire_(classical_element)
https://en.wikipedia.org/wiki/Aether_(classical_element)
https://en.wikipedia.org/wiki/Wu_Xing
https://en.wikipedia.org/wiki/Wood_(Wu_Xing)
https://en.wiktionary.org/wiki/%E6%9C%A8
https://en.wikipedia.org/wiki/Fire_(Wu_Xing)
https://en.wiktionary.org/wiki/%E7%81%AB
https://en.wikipedia.org/wiki/Earth_(Wu_Xing)
https://en.wiktionary.org/wiki/%E5%9C%9F
https://en.wikipedia.org/wiki/Metal_(Wu_Xing)
https://en.wiktionary.org/wiki/%E9%87%91
https://en.wikipedia.org/wiki/Water_(Wu_Xing)
https://en.wiktionary.org/wiki/%E6%B0%B4
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The search for heat, light and transport continued for centuries around the world. Transport on 

land and on water developed by using rivers, lakes, canals with human power, animal power, wind 

power, water power and eventually steam power. The development of mining for minerals and 

metals, coal followed by oil with the expansion of trade that followed led to the inventions and 

industrial revolutions that followed. Moving from water to steam, wood to coal and from cast iron 

to wrought  iron and steel changed the world. Many of the earliest railways  in the world were 

privately owned. However, the pressures from politicians, military minded powers, businesses and 

royalty in some countries shaped the pace and extent of the development of economies, electricity 

and steam power.  

3. Early days of steam in South Africa 

We cannot talk about trains in South Africa without recognising the great socio-political forces 

affecting the need. The railways of South Africa were associated with a number of governments 

and industries. In the late nineteenth century, South Africa comprised a number of semi-

autonomous territories and two independent Boer republics. The Boer republics of the 

independent South African Republic of the Transvaal and the smaller Republic of the Orange Free 

State had a chequered history and strained relations with the surrounding British overlords 

(Messerschmidt & Conradie, 2000). The competitive exploitation of the resources of Africa played 

out at a rapid pace, once that diamonds were discovered in the Kimberly area,  alluvial gold in the 

eastern Transvaal and, later, the gold of the Witwatersrand. It brought bountiful capital and 

enterprise into the region. The supply of electricity initially began, mainly for lighting, under the 

auspices of towns and municipalities. From Kimberly in 1892 followed by Pretoria, Cape Town, 

Durban and Pietermaritzburg. East London in the Eastern Cape Colony had installed a system by 

1899, Bloemfontein in the Free State in 1900 and Port Elizabeth by 1906.  

Whilst the early gold deposits found on the Witwatersrand were mined by hand, the need for 

steam, compressed air and electricity soon rose astronomically. Initially energy for the mining 

industry came from firewood stoking the furnaces of the stationary engines on the Rand. Soon the 

prohibitive costs of hauling wood prompted the search for an alternative. The mining area was not 

only rich in gold but also rich seams of coal. Coal deposits had been found in the eastern Cape 

(Indwe and Cyphergat) and in Natal (Newcastle) in the second half of the nineteenth century but 

were far from potential markets and difficult and expensive to exploit (Eskom). 

In December 1876, ten years before the Witwatersrand gold discoveries, the Orange Free State 

government, probably still smarting from losing "their" Kimberly diamond fields to the British, 

commissioned George William Stow to conduct a geological survey of its northern districts. In 1878 

Stow discovered an outcrop of coal at the confluence of the Taaibosch  Spruit and the Vaal River 

and dug a seven metre shaft striking a solid coal seam four-and-a-half meters thick. He dug some 

more holes. The Free State refused to renew his contract because they hoped for something more 

precious than coal far from the markets.  
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So, Stow went to Kimberly where he met Sammy Marks who immediately recognised the potential 

of Stow's find. Marks own test shaft convinced him that the coal find was "sufficient to last South 

Africa for 50 and perhaps 100 years". Marks, as usual, was not far off the mark. That coalmine, the 

first on the Free State banks of the Vaal River is still being mined today (Messerschmidt & Conradie, 

2000). The Vaal Colliery had its share of competition once coal was discovered no more than 30km 

to the east of Johannesburg, firstly at Boksburg then Brakpan. Vaal was producing 200t per week 

and carting it to Johannesburg at a cost of 30 shillings a ton. This production gives an idea of the 

tonnage compared to today. 2  

To Marks, the solution was a railway. His expert consultant estimated that by rail the cost would 

drop to five shillings per ton. The Transvaal government did not own a railway system but had 

granted a concession to the Nederlandsche  Zuid-Afrikaansche  Spoorweg-Maatschappij 

[Netherlands-South African Railway Company or NZASM] in 1887. The NZASM completed a 

tramline between Johannesburg and Boksburg in 1890 and a line between Pretoria and Germiston. 

By some brilliant negotiations involving both potential lines to the coast at Delagoa Bay (Maputo) 

and to the Cape, Marks with Cecil John Rhodes backing succeeded in getting the rail to pass next to 

the Vaal Colliery on land Marks and Lewis held. The Cape Government Railway (CGR) at that time 

were getting coal all the way from Wales!  

The Transvaal was considered a foreign country. Amazingly, the Vaal Colliery in the Orange Free 

State, supplied the Cape Government Railway throughout the Anglo-Boer War. 

Marks believed that the waste coal from his Vaal Colliery could be used to supply power stations to 

generate electricity for the gold mines of the Reef. How correct he was. 

Although they needed an alternative to wood, initially mining houses were rather sceptical about 

using electricity and, in 1894, the firm of Siemens & Halske of Berlin, Germany and John Hubert 

Davies of Johannesburg applied for permission to lay main lines of cables and branch lines along 

the reef. The various agreements resulted in the formation of the Rand Central Electricity Works 

(RCWE) in 1895. Thus, the first central power station to supply electricity on a commercial basis to 

the gold mines on the Witwatersrand was built at what is now the town of Brakpan. 

(Messerschmidt & Conradie, 2000)  

The RCEW was taken over by the Victoria Falls Power Company (VFP) in 1906. The latter then 

erected a large new power station on the site which became operational in 1907. (Eskom Heritage, 

1990) 

                                                      

2
 The new Majuba rail from Ermelo to Majuba should transport 21 million tonnes of coal per year - taking that amount 

off the roads leading to less cost, less damage and less road deaths (Breytenbach, 2016) 
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4. How the need for coal has developed over the years 

Internationally, coal is currently the most widely used primary fuel, accounting for approximately 

36% of the world's electricity production.  

Coal has traditionally dominated the energy supply sector in South Africa, from as early as 1880 

when coal from the Vereeniging area was supplied to the Kimberly diamond fields. Presently, a 

large percentage of our country's primary energy needs are provided by coal. This is unlikely to 

change significantly in the next decade, due to the relative lack of suitable alternatives to coal as 

an energy source. 

South Africa produces an average of 224 million tons of marketable coal annually, (remember Mr 

Marks' 200t per week from Vaal Colliery in 1887) making it the fifth largest coal producing country 

in the world. The key role played by our coal reserves in the economy is illustrated by the fact that 

Eskom is the 7th largest electricity generator in the world, and Sasol the largest coal-to-chemicals 

(including diesel) producer.  

So, if you enjoy model railways using steam, electricity, diesel or diesel-electric the prototypes all 

need coal in South Africa.   

For those members who have not been to a power station recently, Lethabo near Vereeniging  has 

a visitors' centre with tours. 

South Africa's coal fields are mainly concentrated in Mpumalanga, which limits the location options 

for coal power stations. (Eskom). There are other coal fields e.g. South Vaal, Waterberg, 

Soutpansberg, Springbok Flats etc. which become technically and economically viable as the 

economy, environmental pressures and use of coal develop. 

 

5. State owned railways 

The growth and electrification of South Africa's railways caused a massive increase in electricity. So 

more power stations were needed so more locos needed to supply Eskom with coal even though 

more pit-head stations were built - some with direct conveyor belts between mine and power 

station. Eskom even tried to pump coal with water in pipelines to Komati  - the project failed, but 

at least they tried. 

Central South African Railways (CSAR) was established in 1902 to take over from the Imperial 

Military Railway (IMR), following the signing of the Boer surrender on 31st May 1902, ending the 

Second Anglo-Boer war. Imagine the bureaucracy and communications involved in getting 
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approvals for preparing for peace after the Anglo-Boer War. "And on August 6th the House of 

Commons had voted £6,500,000 as a grant in aid of the revenues of the Transvaal and Orange River 

Colony. Of this sum, £1,000,000 was required for the purchase of fresh rolling-stock for the 

Imperial Military Railways, still placed under the direction of Sir Percy (then Colonel) Girouard" 

(Worsfold). 

The CSAR, became part of the South African Railways (SAR) in 1910. 

 

Natal Government Railways (NGR)  

Locomotive No 13 is one of seven locomotives built by Kitson & Co in 1879 for the main line 

service of the Natal Government Railway (NGR). They were the first locomotives n South Africa 

with the 4-6-0 wheel arrangement and the most powerful in service until 1888. Renumbered 47 at 

some stage. Number 13 was to become Kitson and was obtained by the VFP in 1913. (More about 

this loco  later) 

 

In 1910 when the Union of South Africa was formed, the CSAR, the CGR and the NGR were merged 

into a single railway system. The three systems functioned separately until they were finally 

consolidated in 1914. The name of the SAR was changed to S A Transport Services (SATS) on 1 April 

1981 whilst SATS was privatised on 1 April 1990 becoming TRANSNET the State as its sole 

shareholder. In July 2007, Transnet unveiled a new image which entailed adopting a monolithic 

brand and Spoornet was renamed Transnet Freight Rail.  (Yolanda Meyer - Transnet Freight Rail). 

PRASA was established in 2008 to deliver commuter rail services, long distance (inter-city) rail and 

bus services.3 

 

Historically, SAR reclassified the K&S class into the “C” class and renumbered the locomotives 47 to 

62. The “C” class locomotives were used mainly for harbour shunting.  

 

                                                      

3
 PRASA is established in terms of Section 22 of the Legal Succession to the South African Transport Services Act on 

2008 (as amended). It is a public entity wholly-owned by Government and report to the Minister of Transport. The 

legal mandate directs PRASA to deliver commuter rail services in the Metropolitan areas of South Africa, long-distance 

(inter-city) rail and bus services within, to and from the borders of the Republic of South Africa. This mandate is 

implemented in consultation with and under the guidance of the Minister of Transport. (Passenger Rail Agency of 

South Africa (PRASA)) 
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6. Private Railways 

The railways of the Victoria Falls Power Company4  (VFP) were originally private. However, the 

Power Act 1910, was passed by the old Transvaal Colonial Government and came into force only 

three days before Union. The purpose of the Act was to authorise and expand the operations of 

the VFP, but it is significant  

to find provision already made for expropriation by the State after a period of 35 years. The State 

viewed the provision of electricity as a public service. (Escom/Evkom, 1923 -1973). In accordance 

with conditions first stipulated in the Power Act of 1910 and included in the Electricity Act of 1922, 

all assets of the VFP were expropriated and taken over by ESCOM in 1948. Eskom was formerly 

known as the Electricity Supply Commission (ESCOM). 

South Africa has had many privately owned steam locomotives.  Loads tended to be bulky such as 

coal, gold ore, copper ore and concentrate, limestone, iron ore agricultural crops, maize, sugar, 

wheat  and still has a few especially the collection at Sandstone. (Sandstone). There are several 

restored railways available to the public - e.g. Sandstone, Umgeni Steam Railway, Reef Steamers, 

Rovos Rail and Atlantic Rail. 

The steam locos of Eskom have now been well documented. One document alone is over 60 pages. 

(Parsons, 2014). Thus, for those hungry for more detail I suggest you explore the Bibliography at 

the end of this article. 

Opportunities for modelling private railways in South Africa are many - industry, sugar mills, mines, 

power stations, refineries, harbours, agriculture, goods in industrial city areas. One could also 

include the early NZASM tram lines Johannesburg to Brakpan and between Pretoria and Germiston. 

I have chosen to mention a few modelling opportunities taken from the paper by D Parsons  

 

7. Consolidated Brief History 

The VFP was established in 1906 and the Rand Mines Power Supply Company (RMPS) in 1908. 

Their primary objective was to supply electricity to the gold mines of the Witwatersrand. However, 

the very first commercial undertaking to supply electricity to the gold mines was the RCEW which 

was established in 1895. RCEW built a power station at what is now the town of Brakpan. It was at 

Brakpan that the very first steam locomotive connected with the electricity supply industry of 

                                                      

4
 The VFP was registered in Southern Rhodesia in 1906 to harness the Victoria Falls for electricity generation. This did 

not happen until 1938. Three years after registration the words and Transvaal were added. 
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South Africa saw service. No details of this locomotive are known. The locomotive, accompanied 

by 20 trucks, was shipped from Europe in 1897 and was used to transport coal from a nearby 

colliery to the power station. In 1904, the RCEW acquired a second locomotive which came to be 

known as Volta 0-4-2 side tank. Trains hauling coal were brought by the railways to points near the 

power stations. Each power station was then responsible for the haulage of the coal trucks to its 

coal staithes. Eight steam locomotives were obtained by the VFP for this purpose between the 

years 1910 and 1924.  

 

 

 

Figure 2 The First Locomotive and Trucks of Rand Central Electric 

 Modelling Opportunity 

 

In 1919 the South African Railways and Harbours Administration (SAR&H) had decided to electrify 

the Natal main line as well as the Cape Peninsula suburban lines. The absence of an electricity 

supply to these areas caused the SAR to provide for its own power stations. Consequently, the SAR 

commenced with the construction of a power station at Colenso in 1922. When the Electricity 

Supply Commission (ESCOM), (named changed to Eskom in 1987) was established in 1923, it was 
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arranged with the SAR that ESCOM would acquire the Colenso power station upon its completion. 

Furthermore, it was arranged that ESCOM would build power stations at Durban and Cape Town, 

mainly for supplying power to the railways. Colenso power station was taken over in 1927. 

Congella, in Durban, and Salt River, in Cape Town, both came into operation in 1928. ESCOM 

acquired eleven steam locomotives during the years 1927 to 1951 to transport coal to these power 

stations. The VFP acquired a further three steam locomotives to augment their existing motive 

power as well as to serve Witbank Power Station (Eskom Heritage, 1990). 

But why all the fuss and bother about old steam locomotives, or for that matter, about any of these 

noisy and smelly old things? Perhaps Gordon Watson who spent a lifetime working with them, 

came close to the answer when he wrote a short article under the title “The Romance of Steam” 
5in which he says the following:-  

“In the realm of sound the steam locomotive possesses attributes which have the power to stir the 

souls of men. The rhythmic beat of the exhaust is the basis of music, its tempo denotes urgency, 

power, brutality when working hard; contentment tranquillity and even lethargy when running 

easily. Men have spent months of patient work to provide it with a warning cry which is at once 

penetrating, melodious, and characteristic. It has become the most widely recognised sound in the 

world. 

The men who work with steam locomotives and indeed many who do not, have often endowed 

the machine with human attributes. Experienced and completely normal locomotive men may be 

heard talking to their engines in a manner that makes the uninformed observer question their 

sanity. But it is these men who, by being one with the machine, have demonstrated time and again 

that the steam locomotive is capable of almost incredible feats of power and performance when it 

is understood and sensitively handled. 

But, as with the introduction of modern machines which always have the maximum power 

available at the mere flick of a simple lever and therefore no longer requires to be “nursed” before 

making some extra demand of it, so it is that as from that time the human feeling towards these 

machines has gone for ever.” 

 

There is no doubt that these little steam locomotives stirred many souls in a very modest way6. 

                                                      

5
 There is a sense of connection to paragraph 2 - Very Early Days - A Long Time Ago 

 

6
 Steam and its sounds have been used passionately in films, music, songs, art, poetry, novels etc. "Kitty" has been 

used in various film productions over the years. 
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(Parsons, 2014) 
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Next Month’s part 2,  we continue with the challenge for Emrig members. (Ed) 

 

 

Water Tower Challenge Honour board 

• 2015 October  Glynn Chamberlain 

• 2015 November Niel Wilson 

• 2015 December  Terrance Marx (Part 1) 

• 2016 January   Terrance Marx (Part 2) 

• 2016 February  Terrance Marx (Part 3) 

• 2016 March  Terrance Marx (Part 4) 

• 2016 April  Peter Fish 

• 2016 May  Colin Anstis 

• 2016 June  Dave Wynne 
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Upcoming Duty Roster 

 

Hi guys. Over the past month, one or two folk have missed their respective “Duty Roster” date. 

Fortunately due to the regulars, they have opened up and it has been business as usual. For 

reference, we will include the duty roster up to the end of the following month for the 

respective newsletter published. So, in this article, below is the Duty Roster till the end of July. 

Cell numbers have been removed due to this newsletter being public; however, they are on the 

duty roster list on the noticeboard at the club. 

As always, if you cannot make your assigned slot, make a plan with someone. 

Please note, the red below indicates where either we have no one or, that person is unable to 

open on his day. PLEASE can we have some volunteers to help take over the two below dates? 

  Date Name   Date Name 

2 Sat 11-06 Peter F 3 Wed 15-06 Dave Wynne 

3 Sat 18-06 Theuns W 4 Wed 22-06 Colin TT 

4 Sat 25-06 Glynn C 5 Wed 29-06 John H 

1 Sat 02-07   1 Wed 06-07 Clive Sheppard 

2 Sat 09-07 Terence M 2 Wed 13-07 Colin A 

3 Sat 16-07 Kobus P 3 Wed 20-07 Colin TT 

4 Sat 23-07 Colin A 4 Wed 27-07 Dave Wynne 

5 Sat 30-07 William vd B 1 Wed 03-08 Clive Sheppard 

1 Sat 06-08 Colin TT 2 Wed 10-08 Colin A 
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Club Diary:- 

 

For other dates, please visit the calendar on the club website.  

 Saturday the 24th September, EMRIG Swap Meet. 

 Saturday the 17th December EMRIG Swap Meet. 
 

Club Contact details:- 

 

Chairman – Colin Tanner-Tremaine – cttremaine@mweb.co.za – 0828280665 

Secretary – Peter Fish – pfish@absamail.co.za 

Treasurer – Colin Tanner-Tremaine – cttremaine@mweb.co.za – 0828280665 

Webmaster – Glynn Chamberlain – glynn.chamberlain@gmail.com 

 

Club Banking Details:- 

 

 

Banking details: - 

Bank: -   FNB Northmead Square 

Name: -   Eastern Model Railway Interest Group 

Account No: -  625 483 74149 

Branch code: -   250 112. Please, DO NOT forget to put your name as reference.  

http://emrig.co.za/?page_id=44
mailto:cttremaine@mweb.co.za
mailto:pfish@absamail.co.za
mailto:cttremaine@mweb.co.za
mailto:glynn.chamberlain@gmail.com

