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Chairman’s Report – March 2020 

By Glynn Chamberlain 

 

Hello again fellow EMRIG’ers, 

Due to my tardiness, this newsletter is late yet again, however, it does give me a chance to add some 

content, which was lacking for me.  So, I can talk about the swap meet 😊 

On Saturday the 7th March, we had the first swap meet of the year.  71 tables in total, and that was without 

one of the big traders that normally joins us for this Swap Meet. 

The Meet went down very well again!  It was the normal hive of business, and, as someone else mentioned, 

a fantastic social event where we get together with like-minded friends and have a good time. 

Set up was a blast with many hands helping.  A very big thank you to everyone who was there and helped 

out.  Unfortunately, the tear down was not so well attended.  In the end there were only about 5 of the 

club members helping.  Don’t forget, we also need to help the traders to cart their wares back to their cars. 

Please guys (Members), we need your help for these events, and not just for the set up, but also the tear 

down.  Please give your club a hand! 

Coming to the club house and finances…  For your info, we have had some issues with our billing. Our 

electricity charge was exorbitant, and items like rates, refuse removal and the like were now included in the 
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bill!  The Rates and refuse have been sorted out and are now excluded from the bill, as it was in the past. 

Fortunately, our formidable Colin TT is also engaging the centre management regarding the electricity 

charges, and this issue should be put to bed in the not too distant future. 

Lastly, Layout maintenance…  Again, Colin TT has been doing a lot of fault-finding on the Digitrax system and, 

slowly, issues are being knocked off one by one.  The club is in the process of acquiring a second command 

station for “just in case”. It also comes with a DT 400 throttle as our current one has gone in for repairs.  

There is still one module where the wiring is not correct and a bit “Light”, so, shortly, that will be pulled out 

and repaired and then, hopefully, the voltage drop in some areas of the HO layout will be a thing of the past. 

Well, that is it from me for this month. 

Till next month, 

Happy railroading. 

Glynn Chamberlain 

 

Other Club News 

By Brian Dawson 

“Mr EMRIC” has paid his subs again! 

Yip, despite our best efforts to try and get him to change his ways, one of our members has paid his club 

subs, and ONCE AGAIN, as he did last year, USED THE REFERENCE “EMRIC” on his internet banking pay-

ment, instead of his name!  Sir, we have absolutely no idea who you are!!  So we can’t issue your Name Tag 

confirming that you are a paid up member!...  PLEASE… guys, check your banking beneficiary reference… 

and if you are “Mr EMRIC”, get hold of Jan Kruger (or any one of the Committee Members) and reveal your 

secret identity, so that we can get our membership list and numbers up to date, and issue you with your 

Name Tag! 

Kevin Chamberlain has now also left the building… 

 Kevin, our chairman Glynn’s boet, has resigned from the club, and has unfortunately (eish!, there goes yet 

another one! – last year it was Bob Brunt, and the year before it was Peter Fish and Ron Poole, who left us 

for greener pastures overseas!) set off on his way to the US of A.  Unfortunately for Kevin and his wife Char-

lene, they have STILL not been issued with the required visas for them to emigrate, despite months and 

months of waiting to join their boys (and now also their furniture!!) in Texas, and so they have meanwhile 

left to go and stay with friends in Liverpool in the UK for a bit, and try to get the paperwork sorted out from 

there instead.   So Kevin, who has been a stalwart of the club for many years, and was always one to step in 
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and help out wherever hands were needed, is no longer around (otherwise he’d have been helping set out 

tables for the swap meet, as usual!).   

You will have seen from last month’s newsletter that Kevin will be setting up a train shop (the “N Gauge 

Wherehouse”) in Texas just a soon as he gets there (in fact, the shop is there ready and just waiting for him 

to arrive and get the business started!!  His business will include mailorder shopping, so we’ll be able to get 

all manner of American railway goodies that we need from him!  He just needs to get there so that it can 

start!!  

Bon Voyage, Kevin and Charlene!    

EMRIG Email Group (a re-post, because a number of our members seem to be ignoring this!) 

Glynn has set up a mailing group for the club, and has sent out a number of emails to members in this re-

gard, to encourage all the members to join the mailing group.  If everyone who is a member would PLEASE 

join this group (by simply replying to that email or clicking on the link he has provided), it will make the 

lives of those of us who have to send out emails on behalf of the club (particularly Glynn, Mark and myself) 

a whole lot easier!  Currently, when sending out the newsletter link, I have to go into the membership da-

tabase, sort the member categories, then copy and paste all the relevant email addresses into my Gmail 

email, and send from there.  If you would ALL just join the group, then I would only need to send the news-

letter link to a single email address, from my regular account.  Please join???  You won’t be receiving any 

additional spam than what we normally send you!! …  

Swap Meets (Elsewhere, then Back At Northmead!) 

The next swap meet (once the dust from ours has settled) will be the PMTC swap meet in Pretoria on Sat-

urday 28th March, and the one after that will be at Krugersdorp on 25th April, again hosted by Crossroads 

Hobbies.  And then, once again, we will be hosting one at Northmead on 30th May! 

Upcoming Layout Visit  

Our first layout visit for a loooooonnngg time will take place on Sunday 29th March, to the very impressive 

Chamdor Fremo Group (an off-shoot of the GFG club), situated in large industrial premises in Chamdor, an 

industrial area south of Krugersdorp.  The area is quite safe (is accessed from Ontdekkers Rd), and parking 

is available inside the premises, behind a closed and manned gate (with 24 hour security on the premises).   

The Chamdor club will be holding their monthly “running session” on the day of our visit, so there should 

be a lot of activity taking place on the layout, and lots to see and look at!  The layout is Mid-west American, 

basically 1950s-1980s period, where they run steam and diesel power (all DCC, almost all with sound), with 

a multitude of industries / mines / yards along the way where freight cars (all of which have waybills) are 

dropped off and picked up along designated single-line routes with passing loops.   There are currently 

three classification yards (and a fourth under construction), and 19 additional industry yards, usually with 

three or more different industries or sidings at each of these yards, linked by long single track runs.  There 

are currently around 200 freight wagons on the layout, all waiting to be moved somewhere! 
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The Great Model Train Expo (TGMTE) 

I’ve recently heard confirmation (from the horse’s mouth!) that TGMTE will be taking place at the end of 

September this year!  Previously it was held on the first weekend of October, but this year Marinus has 

brought it forward by a week, to coincide with the school holidays.  So it will take place on the weekend of 

26th and 27th September, at Hoerskool FLORIDA, this time, where they apparently have the biggest school 

hall in Gauteng, and we can all be under one roof, rather than having to pitch tents and share classrooms!  

EMRIG will of course be taking part in TGMTE (being one of the premier train clubs in Gauteng, of course!), 

with both our HO and N Gauge Exhibition Layouts set up (for DCC) as usual.  And so we’ll be calling for 

members to assist with getting all our stuff there, setting it up (possibly on the weekend before, and if not, 

then definitely on the public holiday Thursday 24th September), and then obviously running our trains to 

entertain and inspire the general public during the weekend.  Afterwards we’ll need to break everything up 

and return it to the club on the Sunday in the late afternoon.  PLEASE diarise now, and keep that weekend 

free!   We will set up a roster of members running their trains at different times throughout the weekend, 

so that you will not only have an opportunity to run trains, but also get to see all the other activities, includ-

ing the many trader tables.  The TGMTE weekend will take the place of a Layout Visit in September.     

Club Membership and Name Tags 

For those of you who’ve paid your 2020 membership fees (other than “Mr EMRIC”!), our treasurer Jan has 

issued your new 2020 membership tag.  The new membership tags, once printed, are placed in a small 

Tupperware container at the club on the Admin Table, so when you next come to the club after having 

made your payment, please ask the guy on Key Duty to check for / give you your new tag.   

Club Communications Media (our regular monthly reminder) 

These are our newsletter, our Website, our Whatsapp Group, and our Facebook page, and occasional gen-

eral Email correspondence… 

The Website address is www.emrig.co.za.   

The Newsletter is uploaded to the club’s website each month, and a link to the website location is emailed 

to members once the latest newsletter is available.  Members who have requested such, are emailed a 

copy of the newsletter.  Printed copies of all recent newsletters are also housed in the club library (in a blue 

file).      

The Whatsapp Chatgroup is administered by Niel Wilson.  To be added to the group, you need to be an ac-

tive paid-up member of the club.  Send Niel a message at 078-305-5248, and he will add you to the group.   

The Facebook page...  Type “EMRIG” in the searchbox at the top of your Facebook homepage (this assumes 

you are on Facebook).  This will bring up the club’s page.  And if you like it, “Like” it!!!  ;-) 

Emails are sent to club members when there is something important that you need to be notified about. 

 

http://www.emrig.co.za/
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Swap Meet Feedback 

By Brian Dawson, photos by Brian Dawson and Terrence Marx 

Once again it was a fantastic Swap Meet, in my view!  And 

this time I was able to attend and see it first hand and 

spend some money, as I was NOT on duty in the clubroom 

for a change (Mark drew that short straw, due to the 

change of date, otherwise it would have been Terrence – 

for the past two meets it’s been me!).  Mark, however, as 

the Swap Meet Coordinator, also had to plan and coordi-

nate the table layout (and Jan, of course, collected every-

one’s money!) 

We had 21 traders participating (okay – that did include 

EMRIG with 2x tables), with a total of 71 tables between 

them – and that was without Dream Trains being in at-

tendance (Wynand normally takes anything between 10 

and 15 tables…)!   

With the new gym entrance being in the corner of the 

mall next to Mr Price, things had to be set up a bit differ-

ently to what we have been used to for the last few occa-

sions…  Dick the Treeman got there nice and early as usu-

al, and offloaded ALL his numerous boxes and crates and trommels, and carried everything through to 

where he has been used to setting up for the past few years, in front of Mr Price… only to find that there 

were no tables positioned there (pic below) so as not to interfere with the gym access!...  So once the ta-

bles were in place, they then had to move everything to their newly-allocated position (pic below), midway 

up the mall concourse!   Sorry, Dick (and staff!). 
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And Mervyn and Minnie found themselves set 

up in the breeziest spot in the mall, directly 

opposite the new entrance!   There was a bit of 

an easterly gale blowing through there early 

on, but fortunately the breeze abated a bit lat-

er on in the morning.  It was quite strange not 

to see Doug Langford helping out Mervyn as he 

usually does (Doug was the guy who sold me 

my first little DCC loco, the little Great Western 

tank loco that I use for the shunting puzzle, due 

to his insistence that I should start off my DCC 

career by “going British”!!), as Doug’s wife is 

not well, and he was unable to help out this 

time…  And the other strange thing was to see that Mervyn actually had some N Gauge wagons (and even a 

couple of locos and cabooses) for sale at very reasonable prices!  Second-hand N Gauge wagons seemed to 

me to be as scarce as hen’s teeth!  So that’s where I spent most of my money…  The really strange thing, 

however, was to see that some of them were still there for sale when it came time to pack up!   
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And another unusual comment I heard, as I was helping him carry stuff back to his car afterwards, was 

Mervyn saying that he might even be going home with more stuff than he had brought to Benoni, despite 

having sold lots and lots!  This really surprised me, to find that guys are bringing excess items to the Swap 

Meet, and offering them to Mervyn, who will then buy them up if he sees that they have a resale value.  

Apparently this happens regularly, but I was quite unaware of it…   

 

Something else that I found a bit strange was to see Theuns Wessels there as a trader! – offloading some of 

his excess SAR rolling stock, also at very reasonable prices (for SAR, that is!).  I had always thought that SAR 

was Theuns’ primary model train interest, but he assured me that the SAR stuff was just a side-line, and 

that he’s not going to stop running trains anytime soon! 

I chatted to a number of the traders afterwards, and they all seemed pretty happy with the way that the 

day had turned out.  Yes, the buying public does seem to be down a bit from what we have been used to 

for the past few years, which it seems is a function of the state of our economy (and perhaps also due to 

the fact that we are definitely “an aging hobby”), but the traders still feel it’s worth their while to make the 

trip out to Benoni.   We’re glad that they do!!! 

 

One other new experience for me this time, and I wasn’t the only one to notice and comment on it, was the 

number of very dishy young ladies in their sexy gym outfits, coming and going on their way to or from the 
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gym entrance!...  I have a feeling that, for the next Swap Meet, there are going to be some traders demand-

ing to have their tables down near the gym entrance end of the table set-up!  The scenic landscape (at least 

in the vicinity of the gym) has definitely improved, despite Dick the Treeman not being down there in his 

usual position!!  So it seems there was some additional benefit for us, in the Trinergy Gym displacing us and 

moving into the Mall!...  (other than that we’ve now got a club room with carpets and ceilings!)… 

Look out for our next Swap Meet… on 30th May!!........ 

(The State of…) PRASA 

Copied from the RSSA February 2020 Newsletter 

Editor’s Note: The following article appeared in the RSSA Newsletter of February 2020, but originally ap-
peared in the Daily Maverick, probably sometime in December 2019 or January 2020. It doesn’t have a lot of 
good things to say about the current state of affairs at PRASA…   
 
The arson that destroyed 18 train carriages at Cape Town Station comes as no surprise to pas-
sengers, employees and other stakeholders in the passenger rail industry. Insiders who spoke to 
Daily Maverick say it is a natural consequence of the incompetence of the bad decisions made by 
the organisation’s leadership recently.  
 
At the end of October 2019, the Passenger Rail Agency of South Africa (Prasa) cancelled all con-
tracts of its security providers, firing about 3,000 security guards countrywide and leaving its infra-
structure unguarded and ripe for thieves to loot and vandalise as they pleased.  
 
The fire gutted the carriages in Cape Town, equivalent to two train sets, in the early hours of 
Thursday 28 November 2019. The cause of the fire is thought to be arson. While the cost of the 
damage is yet to be determined, Prasa recently bought two new train sets at a cost of R146 million 
each.  
 
This was the second major attack on Prasa infrastructure that year, after another fire ripped 
through two platforms at the same station in April, destroying two coaches. In October 2018, an-
other fire destroyed eight carriages. Over the past three years, more than 140 train carriages were 
destroyed by arson around the country as angry commuters, let down by atrocious service, took 
out their frustration on the assets, bringing the cost to billions.  
 
The worsening situation is also man-made, however.  
 
Nkosinathi Sishi, the interim chief executive officer of Prasa, told a media briefing in November that 
the utility had cancelled the contracts of more than 20 security companies because they were 
found by the Public Protector in 2015 to be irregularly appointed. But senior managers say they 
warned against the cancellation of the security contracts before there were duly appointed re-
placement contracts. Sishi then said Prasa would rely on its own internal security compliment of 
3,000 personnel, as well as the police.  
 
Since then it’s been open season, with large tracts of electrical cable being stripped for sale in the 
scrap yards. The Central Line running between the Langa / Nyanga townships and the Cape Town 
city centre has been closed for the past month, when thieves made away with unguarded power 
lines and steel from the tracks. Millions of passengers who cannot afford alternative forms of 
transport have been left stranded as a result of the train cancellations.  
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A senior manager in Gauteng says the former security guards who were dismissed with the cancel-
lations of the contracts would most likely have a hand in the destruction of the infrastructure: “Re-
member the security guards patrolled the system, they protected it, so they know where its most 
valuable assets are. If a guy has been in the system for five to ten years, he knows it back to front. 
He knows where the long copper cables are. So if you just fire the company that employs him, and 
the company fires him, he vents against the asset he has been guarding.”  
 
Firing the previous security companies before there were replacement guards meant the infrastruc-
ture was ripe for picking, said the executive.  
 
“We warned these people. We told them: an irregular contract we can handle. But you create a 
disaster you can’t handle when you leave infrastructure unguarded. But this board and the execu-
tive have no clue what they are doing.”  
 
Weeks after their dismissal, three security companies took Prasa to the Western Cape high court, 
praying the court to order their contracts be reinstated and that the court rules that Prasa had en-
dangered the lives of passengers and employees when it terminated the contracts. Civil society 
organisation #UniteBehind joined the three applicants as a friend of the court.  
 
Judge president John Hlophe ruled in favour of the applicants – Sechaba Protection Services, High 
Goals Investments and Chuma Security Services – on 19 November 2019, ordering Prasa to rein-
state the contracts until it had appointed their replacements to take over, according to Group Up.  
 
While Prasa said it would respect the court’s decision, the security workers have not yet been rein-
stated. In various offices in Gauteng, the former security guards went on the rampage for several 
weeks, demanding to be reinstated to their old jobs, and for their unpaid October salaries to be 
paid. At Umjantshi House in Johannesburg, they stormed and vandalised the offices and vehicles 
before being chased away by riot police who had to fire tear gas to disperse them.  
 
However, it is not only the debacle of the dismissed security officers that is hurting Prasa and run-
ning it to the ground. The incompetence of the management team has played a much bigger role.  
“In the Western Cape region Prasa employs 900 guards who have to patrol its infrastructure of de-
pots and guard the overhead power cables and the train tracks,” says a security manager in the 
regional office. “Every night and every day the security guards must be armed in their patrols as 
they have to protect the infrastructure. But the whole region has only 50 firearms. Tell me, how do 
you deal with that?”  
 
The manager claims that controls have long broken down at the utility, with nobody holding em-
ployees in the security unit accountable. This results in guards clocking in to work at night, then 
use vehicles supposedly to go on patrol, while in effect they go back home to sleep.  
 
He says Prasa is paying about R3 million in overtime claims while it is not getting the benefit of that 
expenditure. In March, Sishi became the seventh interim chief executive to be appointed to the po-
sition since July 2015, when the last permanent chief executive officer, Lucky Montana resigned 
amid evidence of corruption and negative findings of corruption by Public Protector Thuli Madon-
sela. The six brief holders of the office before Sishi are all by the wayside, felled by scandals of 
corruption and political interference.  
 
The interim board led by Chairman Khanyisile Kweyama has been in place since April 2018. It re-
placed another interim board appointed by former transport minister Blade Nzimande, which also 
fell due to allegations of corruption on the part of some of the directors and executives. Prasa last 
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had a permanently appointed board in 2017, when the term of chairman Popo Molefe’s term ex-
pired.  
 
The blind seem to be leading the blind on the management of Prasa. A human resources practi-
tioner, chairman Kweyama brings no business management experience. A teacher, Sishi was 
brought in as a non-executive director, also by Nzimande, before being asked to be a caretaker 
CEO when another Nzimande-appointee fell by the wayside, amid allegations of malfeasance and 
incompetence.  
 
They are all certainly outsiders to the railway industry, as are the rest of the board members. 
Transport minister Fikile Mbalula is no better. A career politician who spends time taking selfies for 
social media, Mbalula has no real-world work experience outside of politics. The term of the current 
board expired in October, but Mbalula simply extended it without any explanation.  
 
Questioned in November on the long overdue appointment of a new, competent board, Mbalula 
only said he’d appoint a new board before the end of the year.  
 
Operations at Prasa, meanwhile, have been deteriorating at a fast pace. The utility said in its finan-
cial report for the year ended March that it had only met 26% of its own performance targets. Pas-
senger revenue dropped 48% to R1.2 billion in the period. But the operations have since worsened 
in the intervening period, with passengers finding alternative transport means and abandoning the 
cheap but poor, or non-existent, service.  
 
A Daily Maverick attempt to ride a train on Thursday in Johannesburg, ended in failure before it 
had begun. This reporter purchased a return ticket to Germiston, an old mining town east of the 
city, and spent three hours in a dilapidated and dirty station reeking of urine while waiting for a train 
that was not to come; another cable had been stolen on the route serving the busy townships of 
Natalspruit in Germiston, the towns of Springs and Benoni, as well as Pretoria.  
 
In the three hours at Park Station, only four train movements were observed.  
 
With no security anywhere, bored passengers walked and sat on the tracks while waiting for their 
trains, a security breach that used to attract immediate arrest when the system still worked.  
 

Daily Maverick 

 
Editor’s Note: … and here also follows the February 2020 editorial comment from the RSSA Edi-
tor, who is obviously pretty disillusioned by what’s currently happening at Transnet… 
 
The current situation on the SA Railways does not look very positive. Constant theft of infrastruc-
ture not to mention the burning of coaches and the breakdown of the PRASA trains.  
 
The present structure of the rail infrastructure and the operators are to blame.  
 
In the days of the old SAR, everything was in one business, which had a general manager who 
reported directly to the Transport Minister.  
 
Today we have two separate entities - PRASA and TFR - each with their own board of directors, 
each owning its own tracks and own trains. When one company uses the others’ tracks, payment 
has to be made.  
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This is an accounting nightmare, plus I was told that the mainline passenger services’ price to run 
a train from JHB to CT more than doubled due to the special subsidised price for passenger trains 
being cancelled.  
 
Now is the time to fix this. For rail it should be split into 3 divisions. One division to own and main-
tain all the infrastructure, the second to run passenger trains (metro and long distance), and the 
third to run freight, each with a general manager reporting to the Transnet Board.  
 
Each division will pay for the use of the rail infrastructure. And finally the whole lot should be run by 
railwaymen, not political appointees who know nothing about how to run a railway.  
 
Finally I have just read that the new Transnet CEO is a lady, Portia Derby.  Derby is the former 
wife of Brian Molefe, former Eskom CEO and a former Transnet CEO.  
 
According to a statement, the Minister of Public Enterprises approved the recommendation for her 
appointment made by the Transnet board. Cabinet gave its approval on Friday.  
 
Derby is a former director-general of the Department of Public Enterprises, which has Transnet as 
one of the state-owned entities it oversees.  
 
"She will work with the board, management team, workers, unions and other stakeholders to re-
build an institution that was severely affected by state capture and large-scale corruption.”  
 
Another political appointee…. Does not bode well…. 
 

Construction of the Kaaimansrivier Railway Bridge 

By Dr Johannes Haarhoff, FSAICE 

Editor’s Note: I have previously explained my fascination with the Garden Route, and have 

previously included in this newsletter some articles describing the early (and very challenging!) 

railway developments of the area. However, something that was missing or glossed over in the 

previous articles, was the construction of the Kaaimans Bridge, which is an absolute icon of South 

African railway bridges.  Niel Wilson came across, and forwarded to me, this article which 

appeared in the November 2019 edition of Civil Engineering, the monthly publication of the South 

African Institute of Civil Engineering (SAICE).  Dr Johannes Haarhoff is a member of SAICE, and the 

SAICE History and Heritage Panel.  I am so pleased that he took the trouble to write up this 

fascinating history, of the construction of a beautiful and iconic railway bridge!   

The article was obviously written for civil engineers, by a doctor of civil engineering, and he goes 

into a lot of technical detail regarding the construction, in particular the difficulties that the 

contractor had in putting down the numerous caissons in the river bed.  I have taken the liberty of 

shortening the article somewhat (for us non-engineers) by leaving out some of the technical stuff 

regarding the caissons…  
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INTRODUCTION 
 
The railway line between George and Knysna traverses some of the most scenic terrain in South Africa, fully 
deserving labels such as the “Lake District”, “Garden Route” or “Eden”. The running of the highly popular 
“Outeniqua Choo-Tjoe” tourist train on this line provided a thrilling glimpse of the area – now sadly retired 
after heavy rain and catastrophic landslides and washaways blocked the line in July 2006. The Kaaimansriv-
ier Bridge is the icon of the George-Knysna line. It is viewed on a daily basis by many travellers from the fine 
lookout at Dolphin Point on the N2 immediately above the bridge. Ninety years after being put into service 
on 30 November 1928, the story of its construction deserves to be told once more.  
 
The construction of the George-Knysna line was preceded by about 30 years of planning and preparation. 
The benefits of such a line were first mooted in the 1890s. Shortly after the Anglo-Boer War, a flying survey 
was conducted in 1904, but Unification in 1910 and World War One during 1914–1918 stunted railway de-
velopment for many years. In 1921 the SAR&H Resident Engineer based at George, Herbert G Dempster, 
made a more detailed survey of the route with a cost estimate. Parliament approved his proposal by prom-
ulgation of Act 30 of 1922, and budgetary approval followed in 1924. Act 30 of 1922 ambitiously authorised 
the construction of 18 new lines throughout South Africa, totalling 1 372 km, which obviously could not be 
tackled all at once. By October 1923, the first 171 km had been opened for traffic. By the end of October 
1924, a further 426 km had been opened. The George-Knysna line had to wait until 1925 before construc-
tion could commence. 
 
CONSTRUCTION COMMENCES 
 
In January 1925, the South African Railways and Harbours (SAR&H) dispatched its engineers to start con-
struction. At this time, the Chief Civil Engineer was Robert Catherwood Wallace, assisted by Theodore Hein-
rich Watermeyer as Assistant Chief Civil Engineer, both based in Johannesburg. They picked Nicholas King-
swell Prettejohn, who was credited at his death as “the Engineer who had built more railways in the Union 
than any Engineer then in service”, as Resident Engineer to oversee construction. He was a colourful char-
acter and had a brilliant construction record, with the completion of the Prieska-Kalkfontein railway line 
during World War One in record time possibly as the high point of his career. Prettejohn split his team to 
build the 68 km line from both ends. The eastern section from Knysna was put in charge of Engineer 
Townshend and the western section from George in charge of engineer TF Bromley. They were to be assist-
ed by engineers Walton, WEA Milward, TV More, CJ Pybus (who resigned a few months later), AB Ferguson 
and SA Pethick, as well as surveyor Mickleburgh and clerks WR Townshend and G Keeling. Except for the 
first 8 km from George to the Kaaimansrivier Bridge, most of the work was done departmentally by the 
SAR&H, who also built all the tunnels after gaining considerable tunnelling experience on other projects 
throughout South Africa. The heavy earthworks and plate-laying of the first 8 km were put out to tender. 
The plate-laying contract went to the experienced contractor Cartwright who, 20 years earlier, had worked 
with the legendary railway engineer George Pauling on the Sir Lowry’s Pass and Riversdale-Mossel Bay lines.  
 
Prettejohn’s first step was to peg out the precise route between George and the Kaaimansrivier – at some 
points it was “almost impossible to get a foothold along these krantzes” and that “at present only a foot-
path has been made”. The survey was further slowed down by the extensive bush-cutting required to esti-
mate the earthworks quantities, but was eventually completed on 19 February 1925. Prettejohn now pro-
posed to move Dempster’s route to a lower level that would shorten the line by 540 m, reduce the earth-
works and also move the railway line on the eastern side of the Kaaimansrivier further away from the mo-
tor road that was being built at the same time. A second survey team had also started at Swartvlei and pro-
gressed at twice the speed – by 19 February they had already completed 16 km up to Goukamma.  
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With the new route between George and the Kaaimansrivier approved by the Chief Civil Engineer, its com-
pletion was a high priority. The existing wagon route from George to Wilderness allowed the transport of 
lighter material, but the heavier equipment and materials required for the Kaaimansrivier Bridge would 
have to wait for the completion of the difficult section of railway line from George. From George, the line 
dropped about 215 m over a distance of 12.9 km along the left bank of the Meul River at an average slope 
of 1:60, all the way to Victoria Bay, requiring a river diversion through a deep, wide rock cutting of 80 m 
long and numerous embankments. From Victoria Bay, more heavy rock cutting with two tunnels into 
treacherous cliffs high above the sea had to be completed before the Kaaimansrivier was reached. By 19 
February, a contract for the first 3.8 km already had 250 men at work, which would soon rise to a total of 
400 to 500 men working on the George-Wilderness section.  
 
A further priority was the construction of a temporary wooden bridge to get the rail materials to the 55 km 
of line between Kaaimansrivier and Knysna, as well as providing a working platform for constructing the 
permanent bridge alongside. The two-bridge arrangement demanded a set of points on both sides of the 
river to allow trains to a lower track towards the temporary bridge during construction. These temporary 
rail deviations were steep – 1:25 on the George side and 1:30 on the Wilderness side. On the George side, 
the upper track after the points is shown in Figure 1 as it passed through a small cutting on the way to the 
bridge. Tunnelling started during October 1925 and was projected to be complete by June 1926. Before 
then, all material to the contractor, who had already arrived on site during April 1925, was delivered by ox 
wagon to the causeway over the Kaaimansrivier (at the current N2 bridge), from where the heavier materi-
al was floated to the bridge site.  
 

 
Figure 1.The set of points on the George side to deviate traffic to either the permanent or temporary bridge, with the 

temporary bridge under construction in the background.  Photograph taken around July 1926 

 
The construction of two bridges, three tunnels and multiple cuttings over three years around the 
Kaaimansrivier meant that a large workforce of several hundred would have to be accommodated close by. 
There was certainly a construction camp at Leentjiesklip (the large rock at the very end of Wilderness beach 
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closest to the Kaaimansrivier). It is speculated that a second camp was located where the N2 crosses the 
Kaaimansrivier, where a large terrace close to fresh water was available. Food supplies reached the camps 
by road. In addition, Mr J Steele of George opened a shop on the west bank of the Kaaimansrivier. The con-
struction site itself was serviced with fresh water pumped from a source 1 600 m away from the bridge site 
after Prettejohn insisted that seawater or the water from the Kaaimansrivier estuary would not be allowed 
for the mixing of concrete.  
 
Having settled the survey teams, the final route and the first contracts with their associated infrastructure, 
Prettejohn turned to the geotechnical aspects of the proposed bridge site. The Department of Water Sup-
ply and Irrigation provided a boring team and equipment with Foreman Jack L Cairncross in charge (Figure 
2). A series of five boreholes were drilled down to bedrock, roughly evenly spaced on the bridge centreline. 
Closer to the abutments, eleven probings were made to refusal or a maximum of 8 m. The geological profile 
at the bridge site, shown in Figure 3, was then characterised as:  

 sand 5 m deep with minor intermittent shell layers, underlain by  

 a thin “hard shell layer”, underlain by   

 “sand with black mud and vegetable matter” about 15 m deep, underlain by   

 “hard shell” about 4 m deep, underlain by   

 “hard mica schist” about 24 m below the surface at the centre of the river channel, cropping out at 
both abutments.  

 

 
Figure 2. The drill rig used by foreman Cairncross to determine depth of the bedrock.  Photo taken around March 1925 

 
A sixth borehole had to be abandoned due to the “considerable problems” caused by the pebbles encoun-
tered at the upper “hard shell layer”. Cairncross also anticipated that very little water trouble in any of the 
holes in the river bed could be expected. The water could be easily kept under control by pumping.  



 

Page 15 of 30 

 

 
On the weekend of 20 September 1925, the area “was visited by one of the heaviest rainfalls that has oc-
curred in this district for many years” and the Kaaimansrivier came down in full flood. A deep channel was 
washed out on one side of the river bed and rock slips on the Wilderness side of the bridge stopped all con-
struction. The new road alongside the railway line was badly damaged and impassable for vehicle traffic 
due to large rock slips. It was anticipated that the Divisional Council would need a month or six weeks to 
repair the road. Most importantly, the experienced eye of Prettejohn alerted him to a danger previously 
unforeseen – an observation that had consequences for the later construction of the permanent bridge, as 
will be discussed shortly. 
 
DESIGN OF THE PERMANENT BRIDGE 
 
On 14 May 1925, Prettejohn collated all the available geotechnical information at the bridge site and sub-
mitted it to the Chief Civil Engineer, with the following comment in his covering letter:  
 
“It would appear on account of the foundations that the bridge will require to be founded on concrete cylin-
ders.”  
 
As an aside, Prettejohn made an additional suggestion which is relevant today, as the survival of the bridge 
might very well depend on its tourism potential:  
 
“Whatever design is approved of, would you entertain the suggestion of making the structure of sufficient 
width to permit the bridge on completion being used as a halt, with a stairway on either side down to the 
sea shore?” 
 
On 3 July 1925, the SAR&H Bridge Engineer in Johannesburg presented a cost comparison of three different 
bridge types. A bridge with 15 m long concrete arches (no price provided) or a bridge with 12 m concrete 
beams on concrete piers (₤25 000) was found to be more expensive than a bridge with four 12 m spans and 
twelve 9 m spans, all spans for the latter recovered from earlier steel bridge upgrades (₤16 000). At the 
time, the SAR&H managed an ongoing main line upgrade programme to accommodate heavier and faster 
main line trains, which usually involved the replacement of the old steel spans. Putting these redundant 
spans to work on lighter branch lines had obvious benefits. The Kaaimansrivier Bridge deck would therefore 
employ used, recovered steel spans.  
 

 
Figure 3. The geotechnical profile of the centreline of the permanent bridge as provided in the tender documents.  

Note the extent of the piers (the caisson portions) which are below the water level. 

 
The twelve 9 m steel spans used at the Kaaimansrivier were previously in use on the Natal South Coast, 
completed in 1901. The remaining four 12 m spans came from the bridge over the Baakens River in Port 
Elizabeth, originally built in 1892. All the spans were sent to Assistant Bridge Engineer B Antliff at the Bridge 
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Depot at De Aar, where they were refurbished for use at the Kaaimansrivier. The spans had to be adapted 
to allow for a footway and hand railings – the latter of expensive boiler tubing, because wire would perish 
quickly in the harsh marine environment. The unusual layout of the bridge with two curves separated by a 
straight section complicated the allowance to be made for the cant of the line on the bridge. The cant was 
to be taken up by 260 wooden sleepers, each sleeper cut with a precise, unique taper which necessitated 
the numbering of the sleepers. Moreover, every third sleeper had to be 0.9 m longer to support the walk-
way; the sleepers between had to have the standard length of 2.1 m. The sleepers, with bolts of varying 
lengths, were cut to their exact dimensions at the Bridge Depot in De Aar.  
 
The design team next turned to the bridge foundations. After considering the cost implications of five dif-
ferent foundation types, the Chief Civil Engineer proposed on 22 September 1925 a complicated combina-
tion of concrete caissons down to 3 m below sand level, which would then rest on piles below. He qualified 
this proposal by asking Prettejohn whether such a complicated proposal would be practical to build. Fortui-
tously, this letter was written at exactly the same time when Prettejohn was watching the Kaaimansrivier 
coming down in an angry mood, referred to earlier. He made the key observation that the river bed was 
easily washed out to a depth of about 7 m, with the point of washout moving from side to side at will. 
Prettejohn responded promptly, “strongly recommending” concrete caissons all the way down to bedrock 
as he was “of an opinion [that] the nature of the bed of this river was too treacherous for any type of float-
ing foundation”. Although the all-caisson option would be more expensive, the Chief Civil Engineer with-
drew his proposal and accepted Prettejohn’s suggestion, shown in Figure 3. 
 
The next question was whether to put the permanent bridge out to tender, or to do the work depart-
mentally. The Chief Civil Engineer leaned towards departmental construction (probably because of the un-
predictability of the foundation conditions), but Prettejohn argued successfully for a private contractor. 
Contractors could procure special equipment quicker than the SAR&H. Furthermore, the payment of staff 
working under exceptional conditions, subject to SAR&H regulations, would be “almost impossible to carry 
out.” By now it was December 1925 and the Bridge Engineer in Johannesburg proceeded to prepare the 
tender documents. On 15 January 1926, Prettejohn received a draft set of documents for his review and 
possible amendments. On 15 February 1926, five tenders were received. The tenderers were EG Dowse & 
Co from Johannesburg; R Giletti from Redhill, Durban; D Mackenzie from Johannesburg; Roberts & Olivier 
from Oudtshoorn; and MD Vallero from Durban. Vallero’s tender, the cheapest at ₤18 228, was approved 
by William Hoy, SAR&H General Manager, on 10 March 1926. The contract starting date was 9 April 1926 
with completion scheduled for 15 June 1927 – a construction period of less than 15 months for the comple-
tion of both temporary and permanent bridges. The contract was structured such that the SAR&H supplied 
all materials, while Vallero had to supply all labour and equipment. The SAR&H budget for the entire 
Kaaimansrivier Bridge project was about ₤38 000, of which Vallero finally got about ₤20 000. The rest went 
towards Vallero’s materials, the refurbishing of the 16 reused bridge spans and the erection of the bridge 
superstructure. 
 
THE TEMPORARY BRIDGE 
 
During April 1926, the bridge contractor arrived on site from Durban. The company was owned by Michele 
Domenico Vallero, born at Valperga north of Turin, Italy, on 28 May 1887. As a young man, Vallero worked 
in the USA and the Cape Colony before returning to Italy to marry. He was back in South Africa by 1913 and 
worked on contracts in the Cape Province and Natal before arriving at Kaaimansrivier. Vallero’s foreman on 
site was another Italian, Bapiste Giletti, who had previous experience of concreting.  
 
Soon after Vallero’s arrival, Prettejohn made a few changes to the temporary bridge as specified in the con-
tract, which did not affect the contractual completion date. The temporary bridge had to be moved from 
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the upstream to the downstream side of the permanent bridge and the level of the track on the temporary 
bridge was raised from 4.6 m to 7.9 m above the sand level. The last point was queried by head office, as 
the tidal variation allowed for seemed to be excessive, compared to measurements made at Knysna har-
bour. Prettejohn explained that he based his proposed level after close observation of where driftwood and 
other ocean debris were deposited on the riverbank. Moreover, he took the wave action into account 
which he observed at the site during the previous 15 months, which was much more severe than anticipat-
ed. Fortunately, Prettejohn’s practical experience won the day – Figure 6 shows the severe wave action 
during storm conditions.  
 

 
Figure 4. Start of construction at the George end of the bridge, showing concrete footings of the first wooden sup-

ports for the temporary bridge and the foundations of Piers 1 and 2 of the permanent bridge, around May 1926 

 
The construction of the temporary bridge, designed to carry a 150 tonne train, is illustrated in Figures 4, 5 
and 6. The bridge had 36 timber spans of 4.6 m. The first eight trestles on the George side and the first four 
on the Knysna side were supported by regular concrete foundations; the rest rested on wooden piles, each 
15 m long. The piles were driven from the George end from a 3½ tonne movable steam-driven rig which 
cantilevered out from the previous support, through the sand to bedrock or refusal.  
 
In June 1926, as the temporary bridge construction got under way, Engineer Bromley who was in charge of 
the western section, was transferred to act as Resident Engineer of the Klerksdorp-Maquassi-Vermaas line 
then under construction. Bromley’s position on the George-Knysna line was filled during July 1926 by Engi-
neer RA Glenday, relieved from working on the foundation problem at the Durban grain elevator. Glenday 
was to supervise the bridge construction, temporary and permanent, from his arrival up to the end of the 
contract.  
 
The work on both the temporary and permanent bridges did not go as planned. Instead of having the tem-
porary bridge completed by the end of August, Vallero was still working on it during September, when work 
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had to be stopped from 16 to 23 September due to heavy rains and flooding. In October, all work was halt-
ed again for a full week by foul weather.  
 
Prettejohn was not pleased with the slow progress. By the start of October 1926, he formally voiced his 
concern in a report to the Chief Civil Engineer, but still held out hope that, once problems with equipment 
breakdowns and a boiler inspection were ironed out, “there should be no reason why a satisfactory month-
ly progress could not be obtained in future”, also adding that he regrets to state that “Contractor Vallero’s 
general organisation on this bridge leaves much to be desired.” A month later, after admitting to the lost 
week due to foul weather, Prettejohn’s next report to the Chief Civil Engineer was worded in no uncertain 
terms:  
 
“In connection with the work generally, I desire to bring to your notice, in my opinion Contractor Vallero will 
not have half of this bridge completed by the date of expiry of his contract, viz 15 June 1927. The cause I 
firstly attribute to lack of organisation, constant changes of the method of carrying out the work, under-
staffed in the way of artisans, and the disinclination to lay out money on plant, and further, in my opinion, 
the job has proved a bigger piece of work than Contractor Vallero first anticipated. He has been given every 
assistance possible from the staff on the works, but unfortunately he changes his mind and method of pro-
cedure almost daily.”  

 

 
Figure 5. Construction activity on the temporary bridge during September 1926, while caissons for the permanent 

bridge were under way up to Pier 8 
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Vallero, in turn, blamed the poor progress on adverse weather conditions. He pointed to his good progress 
on driving six 15.8 m piles in a week if the weather was good. He described the weather conditions in a viv-
id way to Prettejohn:  
 
“You may imagine what can be done when the force of the wind is such as to be able to shift the piling 
frame bodily of over 3’6” and, at a later date in spite of all precautions taken, the same thing happened. As 
the wind in this particular spot is a daily nuisance, with very sudden variations of direction and strength, 
men on this structure cannot effectively do any work with facility and confidence …”  
 

 
Figure 6. The temporary bridge nearing completion during September 1926, with work suspended due to rough seas. 

 
Work on the temporary bridge, which was scheduled for completion by the end of September 1926, 
dragged on until the middle of February 1927. Prettejohn also had second thoughts about the design of the 
temporary bridge and brought his own SAR&H gang onto the structure to add additional bracing not origi-
nally allowed for. As soon as the temporary bridge was completed, it was put to work – first by construction 
trains, and from July 1928 for carrying regular trains operating between George and Knysna. 
 
THE PERMANENT BRIDGE 
 
The Kaaimansrivier Bridge has an overall length of 158 m, divided over 12 spans of 9.1 m and four spans of 
12.2 m. From the George end, there are seven short spans, then four longer spans, and finally another five 
short spans, supported on piers numbered from Pier 1 to Pier 15. The track enters the bridge, again from 
the George side, on a curve with radius 100 m up to Pier 4, followed by a transition curve to Pier 8, a 
straight section to Pier 10, a second transition curve, and finally leaving the bridge on a curve with radius 
100 m starting at Pier 12. The archives do not explicitly motivate why different span lengths and a combina-
tion of straight and curved sections were selected – it was probably dictated by the availability of reusable 
steel spans. The level of the track is 12.5 m above high water ordinary spring tide, compared to the 7.9 m of 
the temporary bridge.  
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The foundations of the 15 bridge piers were at the heart of the construction. Piers 1, 2 and 15, being adja-
cent to the abutments where the bedrock was close to the surface, were found on conventional founda-
tions cast into excavations down to bedrock. The remaining 12 piers had to be supported by caissons which 
were to be sunk to bedrock.  
 
Work on the permanent bridge started as soon as Vallero arrived on site in April 1926. The construction 
programme of the permanent bridge slipped from the beginning. The progress on the permanent bridge 
predictably suffered while Vallero was also working on the temporary bridge, as he directed more re-
sources to the temporary bridge. The completion of the temporary bridge, however, did not improve the 
rate of progress on the permanent bridge. We find the following scribbled comment by the Bridge Engineer 
on Prettejohn’s progress report for November 1926:  
 
“When the weather for a period has been less difficult failing a commensurate improvement in his progress 
it looks as though it would be necessary to take the work away from Vallero and do it departmentally.”  
 

 
Figure 7. A construction train on the newly completed temporary bridge in November 1926 

 
By February 1927, Prettejohn provided a detailed report on the lack of progress to the Chief Civil Engineer. 
He admitted to difficult soil conditions that slowed down caisson penetration and was satisfied with the 
quality of Vallero’s work, but not happy about the speed at which it is done, which he blamed on Vallero’s 
inexperience with the type of work done. However, he did not think it would be possible to dismiss Valero 
in terms of the contract before the completion date. The Chief Civil Engineer concurred, stating that “… all 
we can do is to warn Vallero that we will take over the work if the contract is not complete by 15 June 
[1927].” Vallero’s slow progress was not only due to inexperience and poor organisation, as claimed by the 
SAR&H officials. He had at least four real problems to contend with:  
 

 Labour problems. The black labourers (with fixed contracts to Vallero) went on strike early on to 
claim the same pay as the white “poor relief workers” (paid by the SAR&H on a piecework basis for 
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other parts of the project). The police had to be called in to remove the ringleaders before those 
remaining returned to work. Vallero also noted the frequent absenteeism on Mondays due to alco-
hol abuse throughout the contract.  

 

 Bad seas. When the sea tide rose during periods of strong river flow, heavy unforeseen swells up 
the river were encountered. This slowed down the work in many ways. The long 15.8 m wooden 
piles could not be floated to the temporary bridge, having to wait up to three days at a time for the 
waves to subside. Workers had to be withdrawn from the structures, with workers swept off the 
structures (without injury) on two occasions. On 4 February 1927, all temporary timber and shut-
tering were stripped and swept up the river, which took five days to be recovered and reassembled. 
Caissons freshly cast were damaged while the concrete was green. Caissons 8 and 11 had to be 
demolished and constructed from scratch. The waves suspended so much sand in the water below 
the bridge that pumps and jetting equipment were clogged and rendered unusable. Vallero esti-
mated that bad seas alone cost him three months of working days.  

 

 Bad weather. The labourers used the slightest excuse of rain during winter to remain in their huts. 
On occasion only about ten workers turned up for work. To this was added severe cold and rain on 
a number of days when the work had to be stopped completely. Vallero wryly added that “peculiar-
ly enough the seas were always at their quietest when it was raining or just after rain.”  

 

 Hard clay. This slowed down the sinking of the caissons and was a serious hindrance to progress – a 
problem discussed in more detail under the next heading.  

 

 
Figure 8. The almost completed bridge cuts a rather forlorn sight by about October 1928, with Pier 10 almost com-

pleted and still struggling to sink Pier 9 to bedrock 

 
Three weeks before the completion date of 15 June 1927, Vallero officially asked for six extra months to 
complete the contract. He based the extension on the first three points listed in the previous paragraph. 
After visiting the site personally on 13 September 1927, the Chief Civil Engineer agreed to extend the com-
pletion date by nine months to 16 March 1928, with the proviso that his progress would be reviewed on 16 
January 1928 and terminated if “good and rapid progress was not being made”. When the extended com-
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pletion date in March 1928 was reached, the Chief Civil Engineer concurred with the Resident Engineer that 
“under the circumstances the best working arrangement will be to extend the contract date of completion 
from month to month”. By the start of 1928, the construction activity on the George-Knysna line started to 
wind down.  Prettejohn went on leave from February for one or two months and engineer CW Ballenden 
was temporarily called up from the Wintersrush-Koopmansfontein line (between Kimberley and Postmas-
burg) to act on his behalf.  
 
By 16 June 1928, three months after the extended completion date, it appears that all the caissons had 
been sunk to bedrock, except for Caissons 9 and 10. Vallero, however, remained on site to complete the 
entire contract. With everything complete, except only two remaining caissons already partially sunk, there 
probably would not be much to gain by ordering him off site as the SAR&H was legally entitled to. 
 
THE CAISSON PROBLEM 
 
The difficulty in sinking the concrete caissons of the permanent bridge to bedrock was undoubtedly the 
major cause of Vallero’s slow progress.  To Prettejohn, the integrity of the caissons was a key concern, 
aroused during the flood of September 1925 when a channel was scoured in the river, deeper than anyone 
had anticipated. The base of the foundations had to be able to withstand scour at the base of the caissons.  
 
Caisson construction, in its simplest form, entails the casting of a fairly thin “ring” of concrete on the sur-
face, then removing the material on the inside of the caisson. As the caisson settles, successive “rings” of 
concrete are added to the top as the caisson goes down. The process continues until the caisson encoun-
ters bedrock or when settlement ceases. Once the caisson reaches the desired position, excess concrete 
protruding at the top is trimmed off and discarded. To allow a caisson to “cut” its way more easily into un-
derlying material, the bottom of the caisson underside is bevelled towards the inside to produce a sharp 
cutting edge, capped with heavy steel. The caisson design adopted for the Kaaimansrivier Bridge was more 
complicated than just a simple ring.  
 
The problem at the Kaaimansrivier Bridge was that the caissons settled very slowly, or not at all, long be-
fore bedrock was reached. This problem was reported by Prettejohn as early as October 1926 when Caisson 
4 was started (Caisson 3 was too shallow to cause the problem). After the “considerable trouble” encoun-
tered with Caisson 4 which was only 6 m deep, he correctly attributed the problem to two root causes. First, 
the cross-section of the caisson was not a conventional thin annular ring, but a rather complicated shape 
with limited clear space to operate the grab and, more importantly, with large “dead areas” under the cais-
son where material could not be reached by a grab. The angle of repose of the soil was such that it had to 
be excavated by grab to almost 2 m below the cutting edge before the “dead areas” would be cleared. Sec-
ond, the material to be removed was a very hard mixture of sand, clay and rocks – not the “black mud and 
vegetable matter” as it was characterised in the tender document.  
 
Prettejohn acknowledged that the geotechnical information available at tender stage was misleading to 
both the designers and the contractor:  
 
“I do not think that there can be any doubt that the whole of his [Vallero’s] trouble has been due to the de-
sign of the caissons being wholly unsuited to the nature of the material he has been sinking through; or, go-
ing back a step further, to the erroneous information, as to the nature of the material, shown by the bor-
ings.”  
 
Vallero, despite all the technical difficulties encountered with the caissons, soldiered on and by end July 
1928 all the piers were completed to bridge girder level, except Piers 9 and 10. Caisson 10 was finally sealed 
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on 5 September, and Caisson 9 a month later on 8 October 1928. The construction of Pier 9 and the instal-
lation of the bridge deck by the SAR&H followed – finally bringing a successful end to a remarkable series of 
engineering difficulties (Figures 13 and 14). Moreover, despite the time delays, the entire Kaaimansrivier 
Bridge project came to ₤33 000, ₤5 000 less than budgeted for.  
 
EPILOGUE 
 
The Kaaimansrivier Bridge entered official service on 30 November 1928 when the first scheduled train 
crossed the bridge. Up to the very end, the fickle weather played a part. A week before the opening, heavy 
rains were once more responsible for washaways on the line which prompted the Station Master at George 
to send the following telegraph to Johannesburg: “Anticipate serious delay completion Kaaimans Bridge”. 
The washaways were presumably repaired in time, for the opening went ahead as planned.  
 
The temporary bridge was broken up in early 1929, and here the tenacious soil conditions had the final say, 
as the extraction of the timber piles of the temporary bridge turned out to be more difficult than anticipat-
ed. A special pile extractor had to be supplied from Durban for a period of four to five weeks for this pur-
pose.  
 

 
Figure 9. In January 1929, the new bridge is finally in operation and the temporary bridge in the process of being bro-

ken up.  The walkway and handrails of the permanent bridge (to be fixed onto the protruding ends of every third 
sleeper) are still outstanding in this picture. 

 
Nicholas Kingswell Prettejohn left the Kaaimansrivier Bridge when he took long leave from August 1928 to 
January 1929. Shortly after his return, Prettejohn was put in charge of New Works in Cape Town from Feb-
ruary 1929. He retired on 1 August 1931 at the age of 59 and died in 1935.  
 
Michele Domenico Vallero struggled to find contracts after the completion of the Kaaimansrivier Bridge 
(this was at the time of the worldwide Great Depression). He returned with his wife, two daughters and 
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three sons to Italy in 1931 only to move to South Africa a final time in 1935 with two of his sons. He stayed 
in Pretoria where he started a brick-making business. Vallero died in Pretoria on 31 December 1950.  
 
The Kaaimansrivier Bridge, today merely a fleeting glimpse to most motorists in a breathtakingly beautiful 
setting, deserves to be remembered as a monument to a previous generation of never-say-die engineers. In 
the words of a letter by Vallero to Prettejohn dated 28 May 1927:  
 
“I frankly did not realise how awkward work in such a harmless-looking seaway could be and proved to be.”  
 

 
Figure 10.   Aerial view of the completed Kaaimansrivier Bridge, bracketed by two railway tunnels on the George side, 

and the N2 lookout at Dolphin Point and a third tunnel on the Knysna side 
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Whose Layout Is This??? (Answer to be provided in our next edition) 
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Clues…. A beautiful Bavarian (Marklin!) layout not too far from the Vaal River…. This layout boasted variable 
lighting on the backdrop wall, to turn night into day and back again through beautiful sunrises and sunsets, 
as well as a working cable way, paragliders, hot air balloons, a hovering police helicopter, and overhead 
catenary throughout.    
 
Answer to the February edition question…:  That was just a very small part of the CHAMDOR FREMO 
GROUP layout, where we will be going for our Layout Visit at the end of March.  There is SO MUCH MORE to 
see at Chamdor!  It will be worth your while to attend the Layout Visit!!  
 
 

  The EMRIG Water Tower Challenge. 

By …… no-one again, this month, but Mark Peddle (responding to my challenge to get this going 

again!) assures me he will have something ready for next month!  He’s been a bit preoccupied 

sorting out a Swap Meet for the past few weeks! 

 

Water Tower Challenge Honours Board 

 2015 October  Glynn Chamberlain 

 2015 November Niel Wilson 

 2015 December  Terrence Marx (Part 1) 

 2016 January   Terrence Marx (Part 2) 

 2016 February  Terrence Marx (Part 3) 

 2016 March  Terrence Marx (Part 4) 
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 2016 April  Peter Fish 

 2016 May  Colin Anstis 

 2016 June  Dave Wynne 

 …… then the ball got dropped for a bit… (no newsletters, change of Editor…) 

 2017 March  Brian Dawson 

 2017 April  Kevin Chamberlain 

 2017 May  Kobus Pelser (Part 1) 

 2017 June  Kobus Pelser (Part 2) 

 2017 July   Kobus Pelser (Part 3) 

 2017 August  Doug Buchanan didn’t participate (write), needs to donate to charity! 

 2017 September Karel van Breda 

 2017 October  Carl Andrews 

 2017 November and December and 2018 January  ….. no contributions ….. 

 2018 February  Margaret Wynne (who stepped in and offered to fill the gap!) 

 2018 March & April … waiting for articles ……….. 

 2018 May  Ash Pappa 

 2018 June  John Henry (volunteered an article) 

 2018 July  Margaret Wynne entertained us with her story on trollies! 

 2018 August  …. Nothing once again…  

 2018 September Brian Dawson 

 2018 October  …. Nothing once again…  

 2018 November … same story… 

 2018 December … same story….  

 2019 January to date…  …still nothing has changed    … and THEN………..!!!! 

 2019 May, June, July & Aug Kobus Pelser (thank you for all your hard work, Kobus!) 

 2019 September Shane Brinkley (all the way from Perth!!) 

 …………… and nothing has happened since then………….      
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 Upcoming Key Duty Roster:- 

 

For ease of reference, we normally include here the Key Duty Roster up to the end of the following month 

for the respective newsletter published.  But below is the 2020 Duty Roster till the end of March 2020.   

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

the full duty roster list on the noticeboard at the club, and the copy emailed to duty members, if required. 

As always, if you cannot make your assigned slot, please make an arrangement to swap with someone.  

Entries in Bold italics indicate a change from the original schedule.  

  Date Name   Date Name 

   1 Wed 4-3 Kallie vB 

1 Sat 7-3 Mark P 2 Wed 11-3 Colin A 

2 Sat 14-3 Colin TT 3 Wed 18-3 Dave W 

3 Sat 21-3 Kobus P 4 Wed 25-3 Brian D 

4 Sat 28-3 Colin A 1 Wed 1-4 Kallie vB 

1 Sat 4-4 William vdB  2 Wed 8-4 Colin A  

2 Sat 11-4 Johan dV 3 Wed 15-4 Dave W 

3 Sat 18-4 Theuns W 4 Wed 22-4 Brian D 

4 Sat 25-4 Glynn C 5 Wed 29-4 Jan K 

1 Sat 2-5 Mark P 1 Wed 6-5 Kallie vB 

2 Sat 9-5 Terrence M 2 Wed 13-5 Colin A 

3 Sat 16-5 Kobus P 3 Wed 20-5 Dave W 

4 Sat 23-5 Colin A 4 Wed 27-5 Brian D 

 

To guys doing Key Duty, remember to also empty the dustbins and check that the kitchen area is tidied up 

before you leave, as part of your duty.  ALL extension cables are to be UNPLUGGED at the wall sockets to 

protect the layout equipment against possible power surges due to lightning etc (be careful with the one 

closest to the window, powering the IR, as this also powers the Security Gate lock!!!).  

Mark, as our Secretary, is responsible for the roster and the updating thereof – so for any changes that 

need to be made, please liaise with Mark, or just swap out with someone else if you can’t make your date, 

and then let Mark know what you have arranged.  
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Club Diary and Other Upcoming Activities:- 

 

 Saturday 7th March (Changed date!), EMRIG Swap Meet at Northmead Mall 

 Saturday 28th March, PMTC Swap Meet, Pretoria 

 Sunday 29th March, Layout Visit to Chamdor Fremo Group!!! 

 Friday 10 to Monday 13th April, Sandstone Easter Steam Weekend, near Ficksburg  

 Saturday 25th April, Maintenance Workshop / Clinic at Northmead Mall 

 Saturday 25th April, Crossroads Hobbies Swap Meet, Krugersdorp 

 Sunday 26th April, Richies Toy Fair, Hoerskool Florida 

 Weekend 1st, 2nd 3rd May, Mini Model Fair, Centurion 

 Saturday 30th May, EMRIG Swap Meet at Northmead Mall 

 Sunday 28th June, Layout Visit to ………………………!! (TBA) 

 Weekend 26th & 27th September, TGMTE at Florida Hoerskool 

 

2020 Club Committee Contact details:- 

 

Seeing as no new members were voted onto the Committee at the recent AGM, all contact details remain 
as they were…  

Chairman – Glynn Chamberlain     glynn.chamberlain@gmail.com 

Secretary – Mark Peddle     mark@icemountain.co.za 

Treasurer – Jan Kruger        jan.kruger10@gmail.com 

Layout Manager – Colin Tanner-Tremaine   cttremaine@mweb.co.za 

Webmaster – Glynn Chamberlain      glynn.chamberlain@gmail.com 

Newsletter Editor – Brian Dawson      brian.dawson@iafrica.com 

Publicity – Mark Peddle       mark@icemountain.co.za 

Swap Meet Manager – Mark Peddle     mark@icemountain.co.za 

mailto:glynn.chamberlain@gmail.com
mailto:glynn.chamberlain@gmail.com
mailto:mark@icemountain.co.za
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Club Banking Details:- 

 

Banking details: - 

Name: - Eastern Model Railway Interest Group 

Bank: -  FNB Northmead Square     Account No: -    625 483 74149     Branch code: - 250 112.  

Please, DO NOT forget to put YOUR NAME as the reference.  

IMPORTANT NOTE – SUBS FOR 2020 ARE NOW DUE FOR PAYMENT; THEY NEED TO 
BE PAID BEFORE THE END OF MARCH, PLEASE. 

THE SUBSCRIPTION FEES FOR 2020 WERE DISCUSSED AND FINALISED AT THE AGM.   
THEY ARE BEING KEPT AT R400,00 FOR ORDINARY MEMBERS, AND R600,00 FOR 
FAMILY MEMBERSHIP.  BUT (AND ONLY IF YOU WERE A PAID UP MEMBER IN GOOD 
STANDING IN 2019) THERE IS A DISCOUNT OF 50% APPLICABLE ON THE ABOVE! 

PLEASE CAN WE ASK THAT EVERYONE PAY BY INTERNET TRANSFER IF AT ALL 
POSSIBLE? – CASH DEPOSITS COST THE CLUB MONEY!!!   

AND PLEASE USE YOUR NAME AS THE REFERENCE WITH YOUR PAYMENT – AND 
NOT “EMRIC” (sic), AS ONE ANONYMOUS (UNIDENTIFIABLE!!) MEMBER DID THIS 
PAST YEAR… AND AGAIN THIS YEAR!!!!     

 

 

 

 


