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COMMENT

(Not) Buttered on both sides

Kim Kemp - editor
Kim@interactmedia.co.za

Please join me in welcoming
Eamonn Ryan as the new
editor for The Civil Engineering
Contractor. Eamonn will be taking
on the role from the August issue.
I encourage you all to offer him
the same amazing support I have
enjoyed while in my role as editor
and wish him all the very best in
his new position.

Bustle

W

hy is it that as soon as we
have any significant rain, our
roads literally fall to pieces as
sinkholes occur and, on a smaller scale (sizewise, but on a larger scale in frequency),
potholes appear?
Taking a breather to watch a royal wedding
— between two people we all stand very
little chance of ever meeting (and for
me personally, no interest or desire) and
happening on an island far away — seems to
have served as a brief coping mechanism for
a country that is falling into an abyss — what
with endless delivery protests, burning toll
gates, national roads blocked, wage disputes,
trucks set on fire, illegal land grabs, and cash
in transit heists making daily headlines.
South Africans are bone-weary; we are
doing our best to just get to the next day, to
survive the endless onslaught of anger and
dissatisfaction. Our last reserves of energy
are being spent on conflict, mayhem, and
misinformation.
Grocery shopping recently brought this
latter observation into stark reality.
I was standing in front of a freezer, aghast
at the cost of the 500g brick of butter, and
muttered something about the ridiculous
cost under my breath, but loud enough for
the woman packing the frozen-item shelves
to hear. She commiserated immediately
with, “They are trying to kill us!” When I
queried as to whom “they” were, she said:
“The farmers. The farmers are trying to
kill us all with putting the prices up [and]
making everything so expensive. How can
we eat?”
To say I was surprised would be an
understatement.
What immediately sprung to mind was the
thousands of heads of cattle and dairy cows,
sheep, and pigs that had to be slaughtered in
the face of the terrible drought, as farmers
were unable to water or feed them.
I took pains to explain to my fellow
citizen the enormity of the drought’s effects.
With my fear that the language barrier
would prevent understanding, I resorted
to using flamboyant gestures and simple
descriptions; about how without water
nothing can live; how farmers were doing
their best to maintain a secure food supply
for a country with a burgeoning population;
how they had to kill so many of their
livestock; how the Department of Water

With the present mayhem in South Africa, we
are lucky to even have toast, let alone butter.

and Sanitation under Nomvula Mokonyane’s
‘leadership’ (used very lightly here) made
sure that infrastructure crumbled, that
water never got to those most in need,
and how she blamed the farmers for using
too much water, before swanning off to
the Department of Communications, where
she is currently serving as the Minister
of Communications, leaving a crippled,
‘broken’ water department in her wake.
I explained how this was causing the price
hikes, making everyday produce almost a
luxury owing to scarcity, and had nothing to
do with farmers trying to make a living and
an unrealistic profit.
I also threw in how listeriosis all but
decimated the ready-to-eat meats industry
that, according to the South African Meat
Processors Association (Sampa), has shed
about 2 000 jobs, while safety concerns
following the outbreak sent the prices and
demand for processed meat into a death
dive.
My new ‘bestie’ stood open-mouthed.
After a very intense pause, she almost
croaked: “I had no idea. We all think the
farmers are making things expensive; but
now you explain the drought, I understand
better.”
I hope Harry and Meghan enjoy a long and
happy marriage; glad there is something
reasonably pleasant being recorded in the
news — and don’t mind me while I eat my
toast without butter. nn
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Sealed deal

Rehabilitating one of Gauteng’s
busiest routes, during peak-hour
traffic and in all types of weather,
takes some doing. KPMM and
National Asphalt were up to the task.
Kim Kemp

While every reasonable precaution has been taken to ensure the accuracy of the
advice and information given, neither the editor, publisher, proprietor, staff, nor
any official body represented or published in this issue, will accept responsibility
for any damages, loss, injuries or false claims that may arise or be made in the
content. We subscribe to the Codes of Conduct of the Advertising Standards
Authority and the Press Ombudsman (refer separate explanations in this issue).
Disclaimers by individual companies are hereby overridden by this disclaimer.
Reproduction of any of the content is expressly forbidden in terms of the
Copyright Act of 1987 with all amendments. All requests to reproduce must be
made in writing to the publisher and such confirmation must be given in writing
before proceeding. A copy of where the reproduction was published must be
supplied to the publisher at the above address. No reasonable request will be
refused provided all conditions are met. All Publication and Exhibition titles are
registered as trade marks in terms of the Trade Marks Act of 1993 and are held
by Interact Media Defined (Pty) Ltd, Reg No 2014/092774/07.

20 Technology

It’s been a ball (and chain)

PRESS OMBUDSMAN: This publication has committed itself to maintain the

This publication subscribes to the Advertising Standards Authority (ASA) Code of
Conduct which represents truthful advertising. Should any reader feel/believe that
advertising in this publication lacks substantiation, is dishonest or misleading in any
way they may refer to the ASA. www.asasa.org.za

Our world-class local demolitions
industry is in the doldrums, even
though many structures on ageing
mines and CBDs are deserving of
demolition, sooner rather than later.

www.mdshurda.com

highest standards of journalism as embodied in the Press Code of Professional
Practice. If you believe we have failed to report news and comment accurately,
honestly and fairly, you may lodge a complaint with the Press ombudsman
either by email, fax or letter, or by telephoning the office for the procedure to
be followed.
Tel: +27 (0)11 484 3612/8 | Fax: +27 (0)11 484 3612/8
Email: pressombudsman@ombudsman.org.za | berylh@ombudsman.org.za
Website: www.ombudsman.org.za for the press code

26 Insight

Construction risk
management

Publisher of the year Trade Publication 2016.
Over 50 years' service to the industry.

IOL

winner of CESA/AON Engineering Excellence Awards.

The management of construction
contracts is the management
of risk, including community
unrest, business forum and taxi
association activity, all of which are
impacting on contracts.
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34 Thought
leaders

Take that, SANRAL!

Oft-times hailed as a modern-day Robin
Hood, Wayne Duvenage is the CEO of
the Organisation Undoing Tax Abuse, or
OUTA, which has become South Africa’s
only stay against the oppression of the
looming e-tolls.
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“Effectively, SANRAL would have
earned 21% of their national tolling
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income from 1% of their freeway
network. A case of overtaxing the
economic cash cow in Gauteng.”

38 Business intel
Africa’s infrastructure
challenges

CNBC

There is a growing pipeline of infra projects
in Africa that the private sector is becoming
increasingly involved in at an early stage to
ensure they come to fruition.
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ON POLICYMAKERS’ DESKS

The Australian

Clarity of renewables policy welcomed

New wind projects are being approved.

The signing of 27 contracts with independent power producers
(IPPs) marks the resumption of what up until two years ago
had been hailed as the most successful renewable energy
policy in the world, before it ground to a halt due to Eskom
intransience.
South Africa’s IPP programme got a confident boost in
early April after a last-minute court bid failed to stop newly
appointed energy minister Jeff Radebe from signing 27
contracts with various IPP producers.
The court bid by trade union Numsa had been prompted
by concerns that the renewable energy projects would lead
to job losses in the coal industry, but ignored the IPPs’
expected benefits. The deals are expected to unlock about
R56-billion of investment and to create 61 600 full-time jobs
over the next two to three years, 95% of which would go to
South Africans, including a high proportion in rural areas,
according to a media announcement on 8 March quoting
Radebe. The Renewable Energy Independent Power Producer
Procurement Programme (REIPPPP) supports an increase in
black participation in the industry and the creation of black
industrialists.
With an amended programme design, REIPP requires a
mandatory 40% South African entity participation and black
enterprise, including broad-based black participation in the
form of ownership, economic and socio-economic benefits.
“With these latest projects, black shareholding of 64.2%
of local ownership has been achieved, and shareholding by
black South Africans has also been secured across the value
chain. Black ownership and participation in engineering,
procurement and construction projects, as well as operating
and maintenance projects, has improved under this new
6 - CEC July 2018

round of projects,” Radebe explained in the media release.
This has been secured by means of the commitment by IPPs
to an average 40% of the procurement spend targeting local
goods and services from black-owned enterprises during the
construction period.
The REIPPPP focuses on ensuring sustainable benefits for
rural communities, and through its inclusive geographic
approach, has spread opportunities across the country’s rural
areas. Radebe explained that local community shareholding in
the newly signed projects would amount to 7.1%, or R1.63billion, expected to directly generate R5.9-billion net income
over the 20-year lifespan of these projects, with the potential
for further benefit from investments indirectly attracted to
such areas.
Radebe said that the signed IPP projects would contribute
R9.8-billion to socio-economic development initiatives and
R3.39-billion to enterprise development during the life of
the projects.
A further R105.7-billion of investment was in the pipeline.
Radebe announced the expediting of a further 20 projects
under the Small Renewable Programme, which caters for
projects between 1MW and 5MW. He has instructed the
Department of Energy to sign two coal IPP projects and the
19 projects under the expedited bid window.
Radebe said 59% of the jobs created as a result of the IPP
projects in bid window 3.5 and 4 will be located in the
Northern Cape, 15% in the Eastern Cape, and 13% in the
North West Province.
Some of the 27 projects signed will reach financial close
immediately, with a 31 July deadline for the rest. The initial
projects are expected to supply electricity to the grid by 2020.

ON PROJECT OWNERS’ DESKS

Economists predict
amended Mining Charter
will boom mining sector

Design phase for R200m Durban
cruise terminal imminent
Project: Marine, cruise terminal
Client:
Private sector
Location: Port of Durban

Total exposure

A new ‘green’ and energy efficient R200-million-plus cruise
terminal at the entrance to the Port of Durban entered
design phase in April, with the 18-month construction phase
due to commence in January 2019. The new terminal is
anticipated to commence operations in October 2020, at the
start of the 2020/21 cruise season.
The new cruise terminal aims to position Durban as a
‘smart’ port city and world-class cruise capital. It will enable
simultaneous embarkation and disembarkation of passengers
from multiple vessels, with parking for 200 vehicles, kerbside
drop-off facilities for 12 buses, dedicated drop-off areas for
baggage, separate screening and temporary waiting areas, as
well as separate passenger entry and exit facilities.
The new terminal could attract larger vessels and cruise
liners to South Africa, potentially extending the cruise season
serving the global USD40-billion/year industry. Cruise
vessel calls to Durban are projected to increase from 60 a
year to more than 150 a year by 2040, with the number of
passengers expected to commensurately more than triple
from 200 000 a year to over 700 000 a year.
Transnet National Ports Authority has signed an agreement
with a consortium known as KwaZulu Cruise Terminal
(KCT) that will see the latter proceed with construction of
the terminal. KCT, which was declared the preferred bidder
for the 25-year concession project in May 2017, is 70%
owned by MSC Cruises, the largest cruise line operating in
South African waters, and 30% by a BEE partner.
The official signing of the agreement had initially been
expected to occur before end-2017 but had taken longer
than expected due to the scale of the intended greenfield
project. The detailed design phase of the terminal will take
nine months to complete from April and will include Zulu
symbolism.

Investors estimate there could be as much as an 80%
increase in investment in the mining sector as a result of
a more predictable mining policy, according to Chamber
of Mines’ chief economist, Henk Langenhoven. This could
have a commensurate spill-over impact on infrastructure
roll-out.
An amended Mining Charter, due to be released in May,
could revitalise investment in the R230-billion mining
industry, which has hitherto been plagued by depressed
prices and policy uncertainty. Despite this, it continues to
contribute a hefty 7.48% to GDP, and greater certainty
regarding the charter is bound to enhance investor
confidence and a corresponding increase in civils projects.
Relations between the mining industry and the mineral
resources ministry have been frosty over the past year over
an impasse on the charter. This detracted from investment
into the sector, blocking stronger growth.
Addressing the policy impasse on the Mining Charter is
key to unlocking much-needed investment in the South
African mining industry. In April, mineral resources
minister Gwede Mantashe said that engagements with
stakeholders about the charter had largely been finalised
and that a new charter would be released at the end of May.
The Chamber of Mines registered a rare victory in
April when the High Court upheld the Chamber’s
interpretation of the once-empowered, always-empowered
principle, which had bedevilled relations with Mantashe’s
predecessor, Mosebenzi Zwane. The High Court held that
mining companies could claim recognition for prior BEE
transactions under which they had reached the industry’s
26% ownership threshold. This was notwithstanding the
empowerment partners having subsequently cashed in
their stake.

Gold Coast Bulletin

Mineral resources minister Gwede Mantashe says the Mining
Charter could be released by the end of May.

The Port of Durban prepares for the tripling of cruise liners.
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ON CONSULTANTS’ DESKS

Procurement funding released
for water project
Institutional
Federal Government of Nigeria
Kaduna State, Nigeria

Federal Airports Authority of Nigeria

The Federal Government of Nigeria has received financing
from the Islamic Development Bank towards the costs of
its Zaria Water Supply Expansion Project in Kaduna State.
It proposes to apply the proceeds to payments for the
eligible goods, works, and services to be procured under
this project. The principal objectives of this project are: to
improve access to a safe water supply for residents of the
city of Zaria and its environs; to improve service provision
and commercial viability of Kaduna State Water Board; and
to improve personal hygiene and sanitation practices among
school pupils and residents.

The water project in the northern Nigerian city of Zaria aims to
improve sanitation and personal hygiene.

The proposed investment programme, financed through
a combined loan and Istisna’a financing (Istisna’a is a
contract of exchange in Islamic finance with deferred
delivery, applied to specified made-to-order items), has
a total estimated cost of USD81-million and will require
the procurement of the following works and consultancy
services: Lot 2 – Construction of transmission mains from
the new Zaria 150MLD water treatment plant to Wusasa,
1no. concrete tank and 1no. elevated steel tank in Wusasa,
a town just outside the major city of Zaria in Kaduna State
in northern Nigeria.

Hunger for Culture

Project:
Client:
Location:

Road works under way in Zambia

Zambia’s biggest road project in two years
Project:
Client:
Location:

Institutional
Government of Zambia
Zambia

The government of Zambia has set aside funds for consultancy
services for technical assistance to its Road Development
Agency for the construction of approximately 321km of the
Lusaka-Ndola dual carriageway. The project includes bypass
roads in Kavwe and Kapiri Mphosi, and 45km of the LuanshyaFisenge-Masangano roads.
The construction of the Lusaka-Ndola dual carriageway
will on completion in total cover a stretch of approximately
844km. The total contract sum for construction of the road
project is USD1.2-billion and the work will be undertaken
by China Jiangxi Corporation over a period of four years.
The project will involve the construction of a new
carriageway from Lusaka to Ndola alongside the existing
one, and thereafter removing the existing road. The objective
of the project is to improve livelihoods of citizens, reduce
congestion on roads and time of travel, while enhancing road
safety.
This dual carriageway is one of the biggest road projects to
be undertaken in Zambia in the past two years.

Delmas to Gauteng road to be rehabilitated
Institutional
Mpumalanga Department of Finance
Mpumalanga

The contract for the rehabilitation and upgrading of a stretch of 13km of road
P36/2 from Delmas to the Gauteng border, in the Nkangala region of Mpumalanga
Province, has been awarded to Mhonyini Trading Enterprise for the amount of
R106.4-million. Site handover was 23 January 2018.
The contract duration is 18 months, though by April construction had not yet
commenced. Mhonyini Trading Enterprise is located in Thulamahashe, having been
established in 2005. The company boasts diverse experience and management
skills, which enable it to deliver cost-efficient service packages.
8 - CEC July 2018

Wikimedia Commons

Project:
Client:
Location:

A stretch of 13km of road P36/2 from
Delmas to the Gauteng border, is to
be rehabilitated for the amount of
R106.4-million.

ON CONTRACTORS’ SITES

Morocco World News

Côte d’Ivoire’s Port of Abidjan

The new terminal will be operational from June 2020.

international transport and logistics. The company has
enriched its expertise to become a tier-one supply chain
partner and one of the top 10 transport and logistics
companies in the world.
Bolloré has the largest integrated logistics network in
Africa.
Source: Leads2Business.co.za

IMGS Blog

Plans are underway for the construction of the second
container terminal at Côte d’Ivoire’s main Port of Abidjan.
French industrial conglomerate Bolloré has plans to invest
USD496.3-million from next year towards the terminal
construction project. This is according to Bolloré Transport
and Logistics deputy CEO, Philippe Labonne.
Côte d’Ivoire authorities want the main Port of Abidjan to
become a regional hub. Currently, the port is used to ship
cocoa beans from the world’s top cocoa producer and is also
a vital supply and export route for landlocked countries to
the north.
Labonne says that the terminal project is scheduled to kick
off in June or July next year: “It’s a question of building a
platform and setting up the port equipment,” he points out.
The new terminal will be operational from June 2020
and will be financed by the project’s partner, Maersk.
Meanwhile, the port authorities, through Chinese help, are
currently widening the canal leading to the port to reach 16
metres, which will allow larger ships to dock.
The project aims to boost terminal capacity by around
15% from its current roughly 1.2-million 20-foot equivalent
container units (TEU).
Bolloré Logistics is constantly adapting to its customers’
changing needs, apart from being a global leader in

Côte d’Ivoire has launched extensive upgrades to its ports to
support the growth of the natural resource sector and to attract
more of the regional transit trade.

CEC July 2018 - 9

INFRASTRUCTURE AFRICA
ALL OF AFRICA
Mixed outlook for
renewables in Africa
Renewable energy has a mixed market outlook
in Africa, says an article by GlobalData Energy
published in www.power-technology.com.
It reports that some countries appear
reluctant to develop renewable energy due
to abundant conventional resources, while for
some the development of renewable energy is
unaffordable. However, certain countries are
actively pursuing a renewables programme
through various support mechanisms such
as renewable targets, feed in tariffs (FiTs) /
auctions, net metering, and tax exemptions or
subsidies.
Some countries located in continental Africa
— namely Algeria, Angola, Egypt, Ghana,
Morocco, Nigeria, and South Africa — have
renewable energy targets, implying that these
governments are actively supporting the
growth of renewable energy in their respective
countries. The report found that while some
countries have capacity targets, others target
to achieve a fixed proportion of generation
from renewable sources.
A notable feature in this region is the growing
popularity of the auction/tender mechanism
to develop large-scale renewable projects;
countries like Egypt, Morocco, and South
Africa have auction mechanisms for various
renewable energy technologies. Countries
including Algeria, Kenya, Nigeria, and Tanzania
have already proposed renewable auctions and
they are expected to announce these within a
year. The report stated that from 2011 to date,
six rounds of reverse auctions were held in
South Africa. In these auctions, 6 376MW of
renewable power capacity from 102 renewable
projects has been awarded. Out of this awarded
capacity, wind power accounted for more than
50%, with 3 365MW capacity, followed by
solar PV with 2 322MW capacity.
The Egyptian government has decided to
do away with a FiT programme for its third
phase, replacing it with a tendering system for
renewable energy projects in 2018. A tender
for 600MW of solar power was issued in
December 2017.
Source: www.power-technology.com
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EAST AFRICA
RWANDA

Part-SA-financed Kigali water
project wins award
According to the website of the Investec Asset Management-managed
Emerging Africa Infrastructure Fund (EAIF), in an online vote of water
industry professionals from across the world, the 2018 World Water
Summit’s Water Deal of the Year Award went to Kigali Water Limited
(KWL). The global award came tops from a list of projects in North
America, Asia, and the Middle East, and was announced on 16 April at the
World Water Summit in Paris.
When operational, the KWL facility will supply 40-million litres of clean
water daily. It is EAIF’s first water project in a large city and a key component
in Rwanda’s drive to have fresh water available to its entire population. EAIF
was the Mandated Lead Arranger of the financing of the project, which was
announced on 27 November 2017. KWL is a subsidiary of Metito, one of the
world’s largest water infrastructure and utility providers.
The global water award is the second international water award to go to
the KWL project. Earlier this year, the media and infrastructure intelligence
organisation IJGlobal presented its Africa Water Deal of the Year Award to
KWL. During the Paris conference, Martin Proos, a director at EAIF’s fund
manager, Investec Asset Management, was a member of a distinguished
panel of water industry finance experts looking at the issue of ‘Establishing
Bankability’. The session addressed the challenge of making utilities bankable
and looked at the dynamics of attracting private finance into public private
partnerships in emerging markets.
Source: http://www.eaif.com/

SOUTHERN AFRICA
ZIMBABWE

Gwanda solar farm receives
USD52m guarantee
Gwanda solar farm, part of Zimbabwe’s series of national strategic power
projects, has received a USD52-million guarantee for the 100MW project
envisaged to reduce the country’s power shortage, from Chinese electrical
engineering group CHiNT Electric.
The firm has announced it is willing and ready to provide a guarantee
covering 30% of the engineering, procurement and construction (EPC)
aspect of the contract. By March this year, the solar project had not been able
to proceed. The implementation of the solar project will also receive a boost
following President Emmerson Mnangagwa’s state visit to China.
The project had been delayed as a result of arrears incurred under the previous
regime, which scuppered financial mobilisation. The advance payment would
be used, among other purposes, to fund the facility costs and fees. The advance
payment will be for the completion of any outstanding works.
Source: https://constructionreviewonline.com

news.rthk.hk

WORLD NEWS

China unveils the world’s largest bridge — an engineering masterpiece.

China has unveiled its latest infrastructural marvel: spanning
55km, a long snake of bitumen called the Hong Kong–
Zhuhai–Macau Bridge is the longest sea-crossing bridge ever
built. Working miles from land and high above the water,
construction conditions were tough. The bridge is due to open
within a couple of months and was first conceived of in 2003.
Construction commenced in December 2009.
It is considered an engineering wonder. The massive span of
concrete and steel is proof of China’s ability to build recordsetting megastructures. Cars will have to switch driving lanes
along the route: they will drive on the right along the Chinese
sections of the bridge, switching to the left in Hong Kong and
Macau, to match the driving styles in each city.
The main construction work has been completed and driving
trials are underway, although the Hong Kong–Zhuhai–Macau
Bridge is not yet open to the public. The bridge runs alongside
Hong Kong’s international airport — the busiest cargo airport
in the world, and a key reason for constructing the bridge is to
facilitate the export of goods from local factories.

These are located on the west side of the Pearl River Delta,
and the bridge will cut trip times between the three cities
from three hours to 30 minutes and is expected to boost
connectivity and tourism in the region.
The Hong Kong–Zhuhai–Macau Bridge is a core pillar of
China’s master plan to develop its own Greater Bay Area
— one which it hopes will in time rival the bay areas of San
Francisco, Sydney, New York, and Tokyo in terms of cohesion
and economic success. The official vision is that greater
regional integration will drive economic growth.
The Greater Bay Area in central southern China covers
56 500km2 and is home to an estimated 68-million people,
encompassing 11 cities — including Zhuhai, Hong Kong,
and Macau in Guangdong province. The region is vibrant and
economically productive. It takes up less than one per cent
of China’s land area and five per cent of its population, but
produces 12% of China’s GDP. When compared to countries
around the world, the Greater Bay Area already has the 11th
largest economy.
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WORLD NEWS

Wikipedia

The Dead Sea is shrinking by more than one metre a year.

Jordan is committed to implementing a Red Sea–Dead Sea
Water Conveyance Project, notwithstanding Israeli signals
that it is no longer keen on the regional scheme, if it ever was.
There are concerns that the project is not economically viable,
but proposals as to the scheme have been around for hundreds
of years while being often stymied by politics.
A Jordanian official warned that Israel’s frequently suggested
withdrawal from the project and deliberate creation of
stumbling blocks to hold the project back can “only hurt
regional stability”.
“We are ready to press ahead with the project, but Israel has
been repeatedly hindering it for some time now and this is
disrupting regional cooperation and undermining the slightest
chances for peace in the Middle East,” the source noted.
A recent opinion article in The Jerusalem Post suggested that
the project had a partisan political agenda, questioning Israel’s
need for the project. However, a senior government source
contacted by The Jordan Times said that Jordan would go ahead
with the Red–Dead project “with or without Israel”.
Jordan, Israel, and the Palestinian Authority signed a
memorandum of understanding (MoU) in December 2013
to implement the first phase of the Red–Dead seas project.
12 - CEC July 2018

Under the first phase, a total of 300-million cubic meters
(mcm) of seawater would be pumped to the Dead Sea from
the Red Sea each year, eventually rising to two-billion cubic
meters of seawater. A total of 85–100mcm of water will be
desalinated every year, while the seawater will be pumped out
from an intake located in the north of the Gulf of Aqaba.
A conveyor would be extended to transfer desalinated water
and a pipeline installed to dump the brine into the Dead Sea
in order to stop its constant decline, estimated at one metre
every year.
Several articles in Jordanian media have cited officials saying
that they do not need Israel for the pipeline, and even raising
the possibility of bringing in Saudi Arabia as a partner instead.
The R120-billion (USD10-billion) project has long been
seen as an early stage in a regional peace deal, which would see
the construction of a 220km pipeline transferring water from
the Red Sea to the Dead Sea — the lowest body of water on
earth — to benefit Israelis, Jordanians, and Palestinians, and
replenish the dwindling Dead Sea.
Besides providing an annual total of 100mcm of drinking
water to Palestinians, Jordanians, and Israelis, the Red–Dead
project would produce green energy.

Airports International

WORLD NEWS

Chennai Airport will have capacity to cater for 35-million passengers a year.

India, according to an IATA traffic study, is in seventh
position in terms of air traffic volumes and is likely
to take the third position by 2023/24, in the process
overtaking the UK, Japan, Spain, and Germany. To meet
the growing demand, the Indian government has launched
a new initiative, NABH Nirman (NextGen Airports for
Bharat), under which systems and processes are geared to
provide enhanced airport capacity to handle one billion
trips in the next 10–15 years. Cabinet has approved the
expansion and modernisation of three of the country’s
airport terminals at Chennai, Guwahati, and Lucknow
airports, at a cost of R4.6-billlion (USD370-million),
R2.6-billion (USD207.5-million), and R2.3-billion
(USD184.8-million), respectively. The new Lucknow
Airport integrated terminal will have an area of 88 000m²,

along with the existing terminal building of 16 292m².
The new terminal building will cater to the requirement
of passenger growth up to 2030/31, with an annual
capacity to handle 2.6-million international and 11-million
domestic passenger traffic.
The proposed Chennai Airport terminal building will
have a total built-up area of 336 000m², including the
present proposal measuring 197 000m². It will have an
annual capacity to handle 35-million passengers a year
and incorporate ‘green’ building features. It will cater for
passenger growth up until the year 2026/27.
The Guwahati Airport new terminal building will have
an area of 102 500m² to handle combined annual capacity
(old and new terminals) of nine million passengers a year,
and cater for passenger growth up to 2026/27.
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Twin Tower Memorial: On 13 March 2006, work on the
Reflecting Absence design began. The budget was
USD500-million.
In September 2008, construction workers raised the
3 500kg first column, near the footprint of the North
Tower. A total of 8 300 tons of steel were installed and
by April 2010, the reflecting pools were framed in steel,
with 85% of the concrete poured. By April, installation
of the granite coating for the reflecting pools began
and by June, workers had begun granite installation in
the South Pool. In July, the first soil shipments arrived
and in August, tree planting began on the memorial
plaza. Most of the memorial was finished for the 10th
anniversary of the terrorist attacks, with the museum
planned for completion one year later.
On 12 September 2011, one day after the 10th
anniversary of the attacks, the memorial opened to

nn

Joe Woolhead

the public.
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Sealed deal
Words and images by Kim Kemp
Rehabilitating one of Gauteng’s busiest routes, during peak-hour traffic and in all types
of weather, takes some doing. KPMM and National Asphalt were up to the task.

The truck moves swiftly over the milled
section, applying the tack coat.
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Lined up along the stretch, the entire rig comprises a Vögele Super 1803-2 paver and the MT 3000-2 offset Power Feeder, with a truck
emptying its load into the paver hopper.

S

tretching 16 kilometres along
the N4, from Proefplaas to the
Solomon Mahlangu Interchange,
a road project is presently underway.
It forms part of South African
National Roads Agency’s (SANRAL’s)
preventative maintenance programme
and is being undertaken by KPMM,
a construction company specialising
in township infrastructure, road
construction, and road rehabilitation.
Key supplier to KPMM, is National
Asphalt, a specialist in asphalt
products to the construction, mining,
and building industries throughout
southern Africa. National Asphalt
is tasked with the manufacture and
supply of the asphalt used on the
project.
While the road is not new, there
have been interventions during its
life to ensure that it is maintained
as part of SANRAL’s maintenance
code. “Every five to 10 years, an
intervention generally must take place
to prevent roads from falling into
disrepair,” comments Dave Bennett,
general manager at National Asphalt.

Scope of work
The roadworks entail the resurfacing
and resealing of a section of one of the
busiest highways in Gauteng, as well
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as the rehabilitation of three overpasses and four underpasses along
the 13-kilometre route. Included in
the scope of work is road-widening
along a section to provide access
to a proposed SANRAL/CSIR/UP
Transportation Research Centre.
The national route N4-01
generally consists of a six-lane dual
carriageway, which becomes a fourlane dual carriageway near the Simon
Vermooten Interchange.
The total area to be resurfaced is
451 100m2 and the project is estimated
to take 13 months, having started in
August last year.
The major component in this project
is the asphalt, which is manufactured
at National Asphalt’s Bonn Accord
branch in Pretoria.

The asphalt ‘recipe’
Neels Smith, operations manager
at National Asphalt, explains what
goes into making the fit-for-purpose
asphalt.
The plant produces the planned daily
quantity, says Smith and points out
that the company has both static and
mobile plants, supplying the industry
across the country.
“While we manufacture asphalt for a
variety of clients, each with their own

requirement,” says Smith, “for this
project, we produce 300-tons of A-E2
SMA per day.”
Aggregate and bitumen are the
ingredients for asphalt, with the
aggregate coming from a quarry
within a 30km radius, Smith explains.
“Different aggregate fractions are
required for the mix; it depends on
the ‘recipe’/specifications of the
project. Both ingredients are mixed
in a drum mixer at the asphalt plant.
It is heated to about 165°C and then
loaded onto the haulage trucks. The
lab at National Asphalt takes samples
of each truckload, which are subjected
to a battery of Marshall tests to
ensure that it has been manufactured
to the approved mix design. It is then
taken to the site and loaded into the
paving unit.”
National Asphalt has a process
laboratory where the final product
is tested to ensure that it complies
with and is within acceptable design
limits. Included in this process is
checking that the grading of the
aggregate complies with the desired
specifications of the mix for the
specific project. “The SMA for the
Proefplaas project consists of 10mm,
7.1mm aggregate and crusher dust
with binder content specified at

ON SITE

The versatile Vögele feeder with pivoting
conveyor ensures that the asphalt can be
precisely fed to the desired place.

The international roughness index (IRI)
is the roughness index most commonly
obtained from measured longitudinal
road profiles, which determines both
smoothness of road surface and ride.

The bitumen emulsion turns from brown
to black within 30 minutes, indicating that
the surface has become ‘tacky’ (hence
‘tack coat’) and is ready to receive the
asphalt. It forms a seal between the old,
milled asphalt and the new layer.

6.5%,” assures Breyten Dirks, regional
laboratory manager. Also included is
the cellulose fibres that prevent drain
down of the binder. Full Marshall
testing on the final product ensures
adherence to specifications.
Further to National Asphalt
implementing process control to
produce a product that meets the
specifications, an independent
SANAS-accredited laboratory was
appointed on this project and is
responsible for acceptance control
on the A-E2 and SMA. Statistical
acceptance procedures are used to
decide whether work should be
accepted, rejected, or accepted at a
reduced payment.
The maximum voidless density
(SANS 3001—AS11), often referred
to as the Rice test method, is used to
calculate air voids in the compacted
sample and the amount of bitumen
absorbed aggregate. The bulk density
(SANS 3001-AS10) is also determined,
whereby the asphalt is compacted (at
142°C) to determine the unit weight
of the compacted asphalt briquettes
and to obtain the percentage air voids.
“The target on this particular mix is
4.7%,” Dirks adds.
Binder extraction involves extracting
the binder from the mix with a solvent.
The binder content is calculated as the

difference of the mass of the mix and
that of the extracted aggregate. SMA
is a stone skeleton mix and for this
project is manufactured with an AE2
binder. This binder is also subjected to
various testing to ensure it provides
sufficient deformation resistance. It
should not be too rigid and prone to
cracking otherwise the mix can start
to deform, creating ruts in the road,
for example in designated truck lanes.
“Before offloading the AE2 into the
working tanks, on every load of AE2,
the softening point is checked,” Dirks
says, “to ensure it is within its range
of 65 to 85°C and complies with its
relevant specification.”
“With conventional bitumen, the
softening point is 46 to 56°C,” Smith
adds. “Over and above the Marshall
tests, the asphalt is also subjected to
performance testing, such as wheel
tracking, gyratory, and Modified
Lottman tests.”
After the contractor has completed
a base production, cores are drilled
from the road to determine density.
If the density has not been achieved,
the section is pulled up. “Paving 1 000
tons a day means nothing if the density
is wrong,” says Smith and adds, “If the
mix does not meet specification, it is
rejected and needs to come out.”

Resealing process
Riaan van Rensburg, construction
manager at KPMM, describes the
resealing process: “We need to
prepare the road, concrete side
drains and any joins. The old asphalt
is initially milled, or scoured, to
create a roughened surface to which
ultimately, the asphalt will adhere.
This surface is then sprayed with
SS60, a low viscosity anionic slow set
bitumen emulsion, which relies on the
evaporation of the water component
to cure, acting as a tack coat for an
asphalt overlay. This is diluted with
water and reduced to SS30.”
The initially brown in colour tack
coat is left to dry, turning black
within a brief period — depending
on ambient conditions — undergoing
a process called ‘breaking’. It is now
ready to receive the asphalt.
The asphalt-loaded trucks tip
the asphalt into an asphalt transfer
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In preparation for the new asphalt layer, the road is milled to create a better, rougher bonding surface.

vehicle, which transfers the asphalt to
the asphalt paver.
A paver is used to distribute, shape,
and partially compact the layer of
asphalt on the surface of the road. As
the paver passes over the prepared
road area, the feeder conveyors move
the asphalt to the rear of the paver,
while the distribution augers push the
asphalt outward to the desired width.
The screed then levels the layer of
asphalt and partially compacts it to
the desired shape, after which a heavy,
steel-wheeled roller follows the paver
to further compact the asphalt to the
desired thickness.
“Hand labour also ensures that the
joins are even, and the depth correct
before rolling,” Van Rensburg adds.
Using a manual depth measure for
spot checks and relying on pre-set
electronic levelling beams on the
paver, the desired asphalt thickness is
achieved. Smith adds, “There is also
an international roughness index (IRI)
specification, which determines the
texture of the road surface to ensure
vehicle traction and good rideability,
measured with a laser, which picks up
any irregularities on the road surface.
The specifications are so strict that
should the IRI not meet spec, the
layer is removed, at significant cost.”
“The results of this are heavily
dependent on the feeder and the
equipment we use,” Van Rensburg
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states, adding, “So far, we have had
excellent results as we use only the
best machines.”
Once the asphalt is laid, compacted,
and cooled down, it is only a matter
of a couple of hours before the section
can be reopened to the traffic, as the
surface sets within a short time.
Wirtgen Group’s Vögele range was
chosen for the project, comprising
the Super 1803-2 paver and the MT
3000-2 offset Power Feeder, with a
whopping R14-million-plus price tag.
In response to asking whether
removed asphalt can be recycled, Smith
says, “National Asphalt does recycling
mixes comprising between 20 and
40%; it’s just that it isn’t popular in
South Africa yet, whereas overseas
they use up to 100% recycled mix.”
Smith maintains that the company has
laid some test sections that will take a
couple of years to assess quality.

Challenges
Executed along a high traffic volume
section of the freeway brings its own
challenges, the biggest being that the
traffic must continue to flow, despite
the roadworks. This vehicle stream
must be diverted when a lane is
resurfaced, with workers cordoning
off the specific lane, in the face of
oncoming traffic.
The restricted working hours have
also impacted the project, which is

“The SMA for the Proefplaas
project consists of 10mm,
7.1mm aggregate and
crusher dust with binder
content specified at 6.5%.”
Neels Smith, National Asphalt
only permitted to work between
09:00 and 15:00 on weekdays and
07:00 to 14:00 on Saturdays, with
absolutely no work undertaken
during public holidays, including
all foreseeable statutory declared
election days. “We also have to be off
the road the day before and after the
Easter weekend, as well as the days of
school-term closure,” adds Francois
van Wyk, KPMM site agent.
“The heavy rain we have had over
the past few weeks has also impacted
productivity,” Van Wyk adds, saying
that to date, 18 days have been lost
owing to weather.
With bitumen a main component of
asphalt, Smith points out that supply
can be problematic, more so when
refineries are undergoing maintenance
“or shut down unexpectedly”, he says.
The commodity is expensive as it is
directly related to the current oil
price. However, Smith explains, the
project caters for this fluctuation in
its commercial clauses.

ON SITE
Table 1: Traffic count data

Site

CTO
Station
no.

Direction
of traffic

Proefplaas IC
SB On

1867

Proefplaas IC
N4 EB

Traffic volume data
Average
daily traffic
(ADT)

Average daily
truck traffic
(ADTT)

Percentage
of trucks

SB

65818

4859

7.4

1461

EB

48911

2276

4.7

Proefplaas IC
N4 WB

1462

WB

40894

1756

4.3

Watermeyer
St I/C

677

EB

41308

3190

7.7

WB

42622

2894

6.8

Rossouw St
I/C

678

EB

32666

2883

8.8

WB

35815

2324

6.5

Simon
Vermooten

679

EB

16569

1000

6.0

951

WB

20996

1080

5.1

691

EB

21875

1635

7.5

WB

23910

1591

6.7

Hans
Strijdom Dr
I/C*

*Hans Strijdom Drive is the old name for Solomon Mahlangu Drive, but still the name of the CTO Station.

Van Rensburg adds, “This project is
a reseal, that is why it is 25mm and
this specific stone mastic asphalt is
intended to carry heavy traffic, made
specifically for this project by National
Asphalt.” He refers to the project’s
documentation, which shows that at
the Proefplaas intersection where it
joins the N1 for example, the traffic
volumes reach 60 000–70 000 vehicles
a day, of which 7.4% are trucks.
Under standably,
diver ting
this amount of traffic around the
roadworks requires detailed, planned
operations, Van Rensburg stresses.
This traffic challenge is exacerbated
by the average South African driver’s
mentality, where a shortcut is the
norm, jumping lanes a given, and
intolerance the standard, Van Wyk
points out.
The project is proceeding on time
and both KPMM and National Asphalt
are confident that it will be completed
within its time frame. nn
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It’s been a ball (and chain)
By Eamonn Ryan

Jet Demolition

Our world-class local demolitions industry is in the doldrums, even though
many structures on ageing mines and CBDs are deserving of demolition
sooner rather than later.

Structures are usually demolished because they have reached
the end of their safe lifespan, but some stadiums, especially
for Olympics, are built for almost immediate obsolescence.
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Demolition vs refurbishment
“Demolition projects are generally
associated with forward-planning and
safety management. Clients would
typically opt to have a redundant
section of their plant demolished to
make way for expansion or growth,”
Bester says. “Alternatively, the cost
of demolition compared to the
maintenance and upkeep of a redundant
structure may result in the demolition
of the structure as part of the client’s
eventual plant-closure planning.

“We are also seeing an increase in
structures deteriorating beyond
the point of repair due to lack of
maintenance. We will almost always
encourage the demolition of those
types of structures before they reach
the point of becoming a risk to others.”
Almost a third of the buildings in
Johannesburg’s CBD deserve to be
condemned and demolished, if only
government had the budget, says
Richard Kelly, technical director at
Wreckers Dismantling. “Concrete only
has a certain lifespan, after which
it becomes a hazard,” he says. That
lifespan depends on the strength of the
concrete, but he explains, for example,
that many bridges and buildings in
South Africa date from the 1950s
and 1960s and consequently, cases of
concrete cancer are common.
He believes that refurbishment is not
an option in such cases. “At most, these
structures would only have a 10-year
lifespan left, even after expensive
renovation.”
Sometimes, infrastructure can
be demolished much sooner than
anyone could predict. Occasionally,
major infrastructure has a builtin obsolescence: when South Korea
built a brand new Olympic stadium in
Pyeongchang to host the 2018 Winter
Games, the USD109-million 35 000seat stadium was only ever meant to
be used four times before it would be
demolished. That cost amounts to an
astonishing USD10-million an hour of
use.
It was built to be obsolete: the county
in which the stadium is situated has
only 40 000 people, and once all the
competitors and guests had left, the
stadium would be useless for locals. In
fact, this scenario is rather typical for
Olympic events, and even in the case
of South Africa’s hosting of the 2010
FIFA Soccer World Cup. Judging by
poor attendances at top-flight games
that do not involve the country’s two
most popular clubs, Kaizer Chiefs and
Orlando Pirates, it appears government
spending more than R9-billion on
stadiums alone was a resounding
waste of money. The absence of fans
at football matches has given affected
municipalities that own the stadiums
a huge headache, as maintenance costs
drain city coffers with little income
to offset that expenditure. Would

Wreckers Dismantling

K

ate Bester, contract manager
at Jet Demolition, says, “The
industry has come a long
way since the days of ball-and-chain
demolition, and is now a profession
built on trust, experience, and proven
ability.”
The question of whether to repair
or demolish a structure is likely to
become ever more important as the
size of South Africa’s infrastructure
increases. According to a report
titled Infrastructure Insight: South Africa
by market research and information
service provider Ken Research,
the market value of South Africa’s
infrastructure increased by around
R70-billion during 2010–2015, a
trend which is set to continue as it is
anticipated to grow another R113billion by 2020. It predicted that
the market value of South Africa’s
infrastructure would have more
than doubled in just 10 years to
R335.3-billion.
The report looked at all key
infrastructure sectors, including
roads, railways, electricity and power,
water and sewerage, communication,
airports, and ports.
In the World Economic Forum’s Global
Competitiveness Report for 2015–2016,
South Africa (placed 59th out of 140
countries) ranks well ahead of other
major African economies in terms of its
overall infrastructure quality. Nearest
was Algeria at 101, Egypt at 114, and
the nearest sub-Saharan competitor
was Nigeria, ranked 133.
However, the risk with over-emphasis
on building new infrastructure at the cost
of not adequately maintaining existing
infrastructure is that the infrastructure
often requires demolition earlier than
might otherwise have been the case.
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When the 68-year-old Mike Perkin began
his trade in 1966, it was with a jack
hammer and a 14-pound hammer.
Explosives weren’t used back then,
not even for 30-metre-high chimneys.
He learned his trade the hard way — by
exercising extreme safety and care as
structures were demolished virtually
by hand.

“Concrete only has a certain
lifespan, after which it
becomes a hazard. That
lifespan depends on the
strength of the concrete.
Many bridges and buildings
in South Africa date from
the 1950s and 1960s
and consequently, cases
of concrete cancer are
common.”
Richard Kelly, technical director at
Wreckers Dismantling
demolition be a cheaper long-term
option?
Kelly says that Wreckers has been
involved in a number of demolitions of
structures (often just the steel frame)
of buildings condemned before they
were ever complete: one structure
in Nigeria’s Abuja, and another in
Tshwane.

Types of demolition
• Implosion: This is a violent inward
bursting that allows the sequential
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Bridges only have a certain lifespan, which is dependent on the strength of the cement used.

elimination of structure supports.
This is a common method more for
large buildings than infrastructure
such as bridges. The process is
dependent on factors like the area
where the building is located, the
building material, the purpose of
the demolition, and the way that
debris is going to be disposed of.
• High-reach
demolition:
This method has a threshold
height of more than 20 meters.
It is usually formed by a base
machine (excavator, tank, engine,
counterweights), a demolition arm
consisting of three sections, or by
a telescopic boom and a primary
tool attached to the base machine
(crushers, shears, hammers).
• Ball and crane: One of the oldest
and most used methods for building
demolition, the ball and crane uses a
wrecking ball weighing up to 13 500
pounds to demolish concrete and
masonry structures. The ball and
crane, however, is not suited to
all demolition applications. This
form of demolition creates a great
deal of dust, vibrations, and noise.
• Selective demolition: Although
it is a labour-intensive process
and often difficult to achieve in a
timely and economical manner, this
process is very popular right now.
The main purpose of this method is
to recover the maximum amount of
primarily reusable and secondary
recyclable material in a safe and
cost-effective procedure.
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•H y d r o d e m o l i t i o n :
Hydrodemolition is in its infancy in
Africa, but major structural repairs
to the M1 North highway bridges
over Oxford and Federation
roads in Johannesburg were
recently completed with the help
of hydrodemolition technology.
Commissioned
by
WBHO
Construction, in partnership with
Sanral, the project involved the
complete rehabilitation of the
bridges in Rosebank, involving
major
structural
repairs.
Hydrodemolition can target the
specific demolition area with
relative precision, which supports
a cleaner demolition site. Shotcrete
can be used in almost any concrete
project, and typically results
in a significant savings of time
and money. Unlike conventional
demolition
methods
like
jackhammering, hydrodemolition
does not damage the rebar or
surrounding structures. However,
it can be expensive.
Some demolition engineers focus on
steel-only structures. Steel is easier
to control than concrete as the latter
often just disintegrates.

Stiff competition among
local companies
Jet Demolition and Wreckers
Dismantling Cape offer full, turnkey
demolition services to the industrial
sector. Oftentimes this means

undertaking demolition works in
operational plants, immediately
adjacent to live services, and requires
careful integration of demolition
services with operational requirements.
“Jet Demolition is the leading, the
largest, and the most technically
advanced demolition company in
Africa. Accordingly, we have developed
demolition tools and methods that are
tailored to the task at hand, most of
which are not commercially available
locally,” says Bester. “We advocate
the separation of man from risk and
try to take a mechanical approach
to demolition wherever possible. Our
personnel are highly incentivised and
motivated, leading to a high skillretention throughout all economic
cycles. This differs greatly from most
demolition contracting companies, as
we value the skill offered by our teams
— this skill and a stable working
environment are crucial to the safe
and successful completion of the most
complicated demolition projects.”

What could possibly
go wrong?
Demolition is fraught with challenges,
and the skill of managing these
challenges defines the strength of a
company. The biggest challenge by far
is the management of people. “It is
critical to ensure skilled personnel
who are trained, confident in their
abilities, and firmly entrenched in a
Continued on page 24
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safety-culture partake in demolition activities,” says
Bester.
The nature of demolition works lends itself to risk, and
the onus is on the demolition contractor to best mitigate
and control these risks. “Without the strictest control
of all aspects of the work, these risks build to loss of
life, loss of income due to secondary damage, as well as
damage to reputation,” explains Bester.
Kelly concurs that demolition is a dangerous trade
requiring experienced and skilled personnel. “Safety is
the single biggest factor, and for this reason we retain
long-term staff. Some of our people have been with us
since we started in the 1980s. Hearing is a particular
issue: all demolition sites require hearing protection or
staff will quickly go deaf,” he says. All staff on site have
to be aware of the on-site environment. “They cannot
sleepwalk around,” says Kelly. “It particularly requires
experienced supervisors who perform a risk assessment
of each site and put in specific control measures for each
risk. The best qualification for this job is experience —
I’ve been doing demolition for 34 years.”

Local standards up to scratch
According to Kelly, safety standards were slipshod in the
1980s when Wreckers first entered the industry. They
quickly improved, and today he rates the local industry
on a par with the best in the world, although corruption
is an issue that affects safety standards. There have been
cases where tenders have not been publicly advertised
and as a result, he has seen rock blasters being used in a
futile attempt to try to demolish a hospital, by a member
of the unqualified ‘bakkie brigade’.
“Through various discussions with international
stakeholders, we have come to realise that South
African (and African) demolition companies tend to be
significantly more versatile than our international peers.
Jet Demolition won the Explosive Demolition Award
during the World Demolition Summit hosted in London
in 2017, for our implosion of the HG de Witt Building
in Pretoria. As far as we are aware, this is the first
African company to be recognised at this level, and we
are immensely proud and humbled by the recognition,”
Bester says.
Another factor the local industry is coming to grips
with is recycling materials. “Due to increased focus on
Green-star building practices, we are seeing more clients
requesting recycling solutions to demolition waste. The
unfortunate truth is that recycling the waste in such a
manner as to be re-usable, normally requires extensive
effort and cost. More often than not, these costs are not
adequately provided for at planning stage, and the full
recycling potential of a project is not reached.
“Scrap steel is generally sent to foundries for reprocessing,
as the recycling thereof is usually offset against the project
cost. The South African market is not yet fully aligned
for the recycling of general demolition waste (brick and
concrete) as costs are prohibitive. We are confident that
this trend will come about in the next few years and
look forward to adequate recycling budgets being made
available to the demolition industry,” Bester says.
26 - CEC July 2018

TECHNOLOGY

A bleak future?
There is not a lot of demolition work
at the moment. However, there could
be a bright future for the demolition
industry as there is no shortage of
work that needs to be done. Apart
from the work that would be done
in the Johannesburg CBD were there
budget for it, mentioned above by
Kelly, his colleague from Wreckers,
chairman Mike Perkin, says that
mining houses theoretically have
“billions” in dedicated reserves for
rehabilitation of mines.
This work is simply not taking
place. “The large mining companies
are selling off their mines to junior
mining houses, before they get to the
stage of rehabilitation. These juniors

in turn sell off the mine’s assets as
scrap and leave untouched the civils
work — because this is where the
cost really occurs. These infra works
are supposed to be demolished, but
it isn’t getting done. The mining
ministry is not following up to make
sure mines are being rehabilitated.
Money allocated for rehabilitation is
instead being squandered, and mines
are being left looking like a war
zone,” Perkin says.
Moves are afoot to introduce
regulations governing demolition
blasting. Perkin says the only
regulations currently in force are 1950sera. There is now an understanding
that an individual qualified to blast in
a mining or quarrying environment

is not also qualified to demolish
structures. “The chief inspector of
explosives within the Department of
Minerals and Energy has been in close
touch with the Institute of Explosives
Engineers UK about amending the
regulations, and these will soon be
gazetted,” Perkin says.
“We hope to see more stringent
selection of demolition service
providers, and more standardisation of
statutory requirements in the industry.
Relevant safety certifications, quality
registrations, and proven industry
experience of similar works are critical
in ensuring that demolition projects
are undertaken ethically, safely, and
to international best practice and
standards,” says Bester. nn
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Influences outside of the construction project, such as labour unrest issues, can have a significant impact on the project’s contract.

Construction risk management
By Ian Massey

The management of construction contracts is the management of risk,
including community unrest, business forum and taxi association activity, all
of which are impacting on contracts.

N

ormally, when we talk about
the management of risk on
construction contracts, we are
referring to commercial or physical risks
inherent in just getting the job done.
These sorts of risks are allocated (to one
or other of the parties) in accordance
with the contractual arrangement
between the parties. In other words, in
accordance with the (usually) standard
form contract and the special conditions
of contract prescribed by the employer
and his professional team.
However, there are other risks that
are becoming prevalent and which are
having a major impact on many of our
contracts. Such things as community
unrest, business forum and taxi
association activity are now common
and are a major risk for all contractors.
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Although our locally grown contract
forms have been adapted to deal with
these sorts of risks, the international
forms that we use (FIDIC and NEC)
are woefully inadequate to deal with
these risks and the contractor is left
seriously exposed.
Most contracts that are undertaken
in the southern African region are
what we refer to as adversarial. They
adopt a them-and-us approach to
implementing the contract.
In an environment where conflict is
the norm, choosing an implementation
strategy that promotes conflict
between the parties, may not be the
smartest move.
The exception (though in practice
this does not usually materialise) is
the NEC contract, which is intended

to be a more collaborative contract
implementation strategy. Clause 10.1
of that contract requires the parties to
the contract to conduct themselves in a
spirit of mutual trust and cooperation.
This clause 10.1 is intended to govern
each aspect of the NEC contract.
Those readers who have had exposure
to the NEC contract in the local
construction environment will know
that this simply does not happen. This
is not because the requirement of
working in a spirit of mutual trust
and cooperation is a bad thing or is an
impossible requirement, it is because
of the environment in which we work,
which is one of extreme polarisation.
The parties to construction
contracts, being the employers, the
consulting groups, the contractors,

INSIGHT

There is no reason why, for example,
the workforce could not be a part
of the alliance and perhaps benefit
financially from the success of the
alliance. Similarly, other stakeholders
could also participate on the same
basis. This could be for example the
community, the business forum, and
other interested parties.
When an alliance is formed to
carry out the work to a contract,
the members of the alliance all adopt
an open-book approach; there are
no hidden profits or agendas. The
expectations and aspirations of the
alliance members are also all aligned
so that there is no energy expended
in fighting contractual battles (such
as we see every day on our normal
adversarial contracts).
So, everyone works together and there
is one common goal. Sounds wonderful,
doesn’t it? If it is that easy, why haven’t
we been doing all our contracts this way
for the past 20 or 30 years?
Well, the answer is that we as
human beings find it easier to be in
conflict rather than in peace. Our
natural reaction is to go on the attack.
Cooperating is harder than fighting.
Special arrangements must therefore
be adopted to ensure that the parties
to the contract and the individuals
deployed on the contract are able to
collaborate.
So, when we are setting up an
alliance, we can either use a normal
competitive tender process or we can
have a prequalification process to select
a preferred bidder.
There are three criteria for making
the selection of the preferred bidder:
price, commercial terms, and cultural
fit. This last criterion is intended to
ensure that the parties can collaborate.
Once the alliance has been set up,
alliance non-friendly individuals are
either removed or are counselled so
that their conduct can be modified so
that they “trust before they mistrust”.
On many alliance contracts, any form
of extreme adversarial behaviour is
dealt with ruthlessly. For example, if
a dispute arises between the parties
to an alliance, either the disputing
parties are ejected from the alliance
or the whole alliance can be brought
to an end.
There is no doubt that there is a
move to more collaborative behaviour

anticipated by most of our contracts.
For example, both the NEC4 and the
FIDIC Rainbow Suite Second Edition,
both published last year, have dispute
avoidance mechanisms that will not
work if the parties to the contract
cannot collaborate (and that requires
trust and cooperation!).
Both our GCC and JBCC contracts in
South Africa have similar arrangements.
The GCC has an Amicable Settlement
clause and the JBCC has an arrangement
where the parties can adopt mediation
as a means of resolving differences.
Collaboration is therefore not an
unknown concept, but this observer
would suggest that to effectively
manage contract and construction risk,
we need to trust and cooperate to a
far greater extent than is currently
the case. On complex large contracts,
alliancing could provide a far more
attractive and effective option than the
adversarial implementation strategies
that we are seeing on the few mega
projects that are available for our local
contractors. nn

MDA

the subcontractors, the suppliers
and probably most importantly, the
workforce, all have separate agendas
and find it impossible, or at best, very
difficult, to work collaboratively.
This is one of the reasons that so
many of our contracts in this day and
age are unsuccessful. By unsuccessful,
we mean financially, from a programme
perspective, quality, and health and
safety issues. This translates into the
construction groups in South Africa
finding themselves in extreme financial
distress.
If one monitors the construction
scene in the United Kingdom for
example, things do not seem to be any
better there either.
One of our observations when
discussing risk management is that
if you do not manage the risk on a
construction contract, the risk will
manage you.
If we start from the perspective
of risk identification, with the
observation that a lack of cooperation
and trust exists between the parties
to the contract, and this, owing to the
environment that we work in, cannot
be changed, then that risk will manage
you and the contract will probably end
in disaster.
This is the reality of our construction
environment.
So, we have to do two things: We
have to find a way to trust and we
have to find a way to cooperate. The
adversarial implementation strategy
has been found not to work. The
alternative is collaboration.
In this observer’s view, the
collaborative model provided by the
NEC Engineering and Construction
Contract, does not go far enough and
an alliance-type contract form should
be adopted. As a part of the NEC4 suite
of documents published in the middle
of last year, an Alliance Contract was
introduced.
There are two types of alliances:
employer alliances and contractor
alliances. In the former, the employer,
the consultants, and the contractors all
form the alliance. In the latter case, just
the contractors make up the alliance.
In an environment such as ours where
we are endeavouring to find ways
of trusting and cooperating, an allinclusive arrangement like an employer
alliance seems the obvious way to go.

Ian Massey is director at MDA Consulting
construction and technology attorneys.

About MDA Consulting
MDA Consulting provides solutions
to contractual and commercial
challenges, while MDA Attorneys
(MDA) works closely alongside
clients, offering legal services
for large-scale construction and
technology projects in sub-Saharan
Africa and worldwide.
Clients include domestic and
international companies involved in
major projects in the infrastructure,
water management, petrochemical,
mining, energy, and building
sectors.
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Effective demolition
By Cobus Coetzee

Wikimedia

Demolition projects are just as common in South Africa as construction projects are,
since in some cases, the demolition project will be a pre-runner to the construction of
new structures.

Even in a demolition project, proper planning is necessary — especially the process to be followed in dismantling the structure.

W

hat makes demolition
projects challenging is that
there are some aspects that
require attention that are not required
when building new structures. These
include surveys to establish if any
asbestos was used in the construction
project, as well as the type of paint used,
as in older structures, it was standard
practice to use paint containing lead.
As with normal construction
projects, proper planning will be
required, especially the process that
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will be followed to dismantle the
structure. This will be critical, as
there is currently an earnest drive
towards the NDP 2030, headed by the
Department of Environmental Affairs.
To ensure we achieve the objectives
and targets set, we must reduce waste
production as well as divert waste
from landfill sites.
The diversion and recycling or reuse
of waste materials are extremely
important, as our current landfill
airspace has been reduced significantly

over the past few years, and there
will be no further permits issued for
establishing new landfill sites.
To ensure effective demolishing, the
demolishing contractor will have to
perform a comprehensive demolition
plan to address all aspects involved.
This will include the type of material
found in the structure and whether
special permits or services will be
required to remove the material.
The impact the demolition process
will have on the area, including

INSIGHT

an environmental impact, must be
considered, as well as any impact on
other established infrastructure and
communities.
Effective demolition will also
consider the logistics required,
specific equipment or resources, and
the project period.
Should this be a large-scale demolition
project, the contractor will have to
plan for accommodation of his project
personnel, and determine whether he
will need to employ members from
the community on the project.
Each of the projects will be treated
on a project specific plan; however,
compliance to statutory requirements
will be non-negotiable. It is therefore
crucial that the selected contractor has
the required expertise and experience

Not using specialised contractors to
perform the demolition part of the
project can result in incidents, work
stoppages, fines, and an irreversible
environmental impact. nn

to facilitate an effective demolition
project.
Currently, the Construction Industry
Development Board (Cidb) has a list
of more than 500 active demolition
companies registered on their website.
Unfortunately, most of the small
demolition projects are integrated into
the complete project scope; therefore,
it is then either subcontracted to
a small unregistered contractor or
undertaken by the principal contractor.
About SAFCEC
SAFCEC’s national office is in
Johannesburg, with regional offices
in the northern region, including
Gauteng, Limpopo, Mpumalanga,
North West Province, and Free State;
the Western and Northern Cape;
the Eastern Cape; and KwaZuluNatal. As a member-driven
organisation, the regional member
committee structure enables
SAFCEC to provide members
with opportunities to participate
in industry-related matters and
decision-making processes.

Kim Kemp

“We as human beings find
it easier to be in conflict
rather than in peace. Our
natural reaction is to go on
the attack.”

Cobus Coetzee is national advisor:
SHERQ for the South African Forum of
Civil Engineering Contractors (SAFCEC).
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Piling into the opposition
By Eamonn Ryan

Mega Pile Inland

Greg Whittaker, MD of Mega Pile Inland, cut his teeth in geotechnical engineering in the
Durban area, where most homes adjacent to the coast are constructed on piles.

Ground conditions are extremely variable, particularly in Gauteng. Over the years, Mega Pile has had to develop many of its own
systems, installation techniques, and machines as its own IP, says Greg Whittaker, MD of Mega Pile Inland.

I

n the decade 1996–2006, Whittaker
took his then-business, KwaZulu
Natal Piling, from being a wannabe
newcomer to one of the leading piling
and geotechnical local businesses, to the
point, he says, of being the company of
choice by consultants and developers.
Having been trained initially as a
cost accountant, Whittaker joined his
father’s construction business and —
like his own business later on — worked
his way from the bottom to the top,
dirtying his hands every inch of the way.
The construction sector at that time
was booming in the lead-up to the 2010
FIFA Soccer World Cup and the launch
of the Gautrain, which was boosting the
entire sector in its wake. He built the
business to more than 200 employees,
by which time it came to the notice
of the larger players, where mergers
among construction firms were all the
rage ahead of a strong trend to list on
the high-flying construction sector of
the JSE’s Main Board.
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The new owner, Sanyati Holdings,
had an aggregate annual turnover
of R2-billion, and Whittaker hit the
big time. However, he wasn’t made
for the corporate life. “I missed the
interaction with staff and clients and in
2009 left the business, and for the next
two-and-a-half years, I was involved
in property development in Durban
and Johannesburg. This enabled me to
spend time at home with my kids, but
my passion was always in geotechnical
engineering and I missed it. I decided to
start anew,” he says.

A challenging career
Yet, the piling sector is a specialised
and highly collusive business, which
Whittaker initially found tough to break
into in the Johannesburg market. “I
was an outsider in this region — even
though I was born in Johannesburg —
and it took a great deal of determination
and hard work. Then in May 2012,
Sanyati collapsed and went into

liquidation, and I was able to buy back
the plant and equipment and to employ
the specialist staff I’d left in Durban and
Johannesburg.”
He entered into a partnership with
a friend and relocated the head office
back to Durban, where the business
soon recovered to its former glory. A
year later, the partnership was dissolved
and Whittaker, tired of the weekly
commute between Johannesburg
and Durban, decided to establish the
business in Gauteng, named Mega Pile
Inland. The culture was returned to the
owner-managed family business he had
been used to since working for his dad.
He is always pulled back to piling, he
says, because once he had been blooded
in this specialist field as opposed to
building, he was smitten with the
“incredibly technical and innovative
nature of piling and lateral support”.
One of the major challenges associated
with piling is that “a lot of geotechnical
investigations are not accurate”. There
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It is a profession not without
challenges, primarily because
mistakes on site carry severe
financial penalties.
may be a suspicion of underground
conditions, but it is only proven once
works actually start. Works quotes
in consequence are almost invariably
qualified.
“Ground conditions are extremely
variable, particularly in Gauteng. Over
the years, we have had to develop
many of our own systems, installation
techniques, and machines as our own
IP. Today, we buy a lot of the equipment
— only imported top of the range
equipment manufactured by OEMs
such as Bauer, Casagrande, Commaccio,
Putzmeister, and Furukawa. This is a
highly capital-intensive business.” This
is a considerable barrier to entry, and
Whittaker points out that in Cape Town,
for instance, there are only two piling
companies, “so future opportunities are
open”.

Investment in skills
Skills are paramount in this business, and
Whittaker considers himself fortunate
to have been able to re-recruit the bulk

of his skilled team following the demise
of Sanyati. He also acquired scarce and
skilled staff in October 2017 when
a competitor, Duro Soletanche-Bachy,
retrenched its staff upon its closure
after 55 years.
“It is not easy to acquire these skills.
The big firms can afford to offer
bursaries, but we concentrate on
on-the-job training as far as possible. In
fact, that is the best way to learn piling.
We have in the past hired qualified
engineers who have disappointed in
practice, whereas others who have learnt
on-the-job succeeded. I have mentored
many employees into geotechnical
engineers, and empower people based
on performance rather than colour,
creed, or theoretical qualifications,” says
Whittaker. His own preference is to be
on site as much as possible and to be
hands-on with the firm’s marketing and
client liaison.
It is a profession not without challenges,
primarily because mistakes on site carry
severe financial penalties. At Deloitte’s
new office site in Waterfall City, such
a mistake by the bulk earthworks
contractor resulted in a portion of one
of Mega Pile’s lateral support walls
being literally blasted to smithereens.
“It was a potential disaster, but I am
proud of our response. We redesigned
a remedial solution to reinstate the

wall. We met the deadline by putting in
immensely long hours and coming up
with a highly innovative design.”
This type of response he attributes to
the firm having a sustainable structure
resultant from flat management and a
motivated team. “I am proud to say we
have the best quality skills of any of our
competitors — based on endorsements
by many of our clients. We aim to
innovate to dominate.”

The future
The geotechnical sector in South Africa
faces a tough future, explains Whittaker.
There’s a pyramid of contractors, with
the “rats and mice” at the bottom,
a mid-sized tier, and the few mega
companies occupying the tip. The big
firms construct stadiums and big marine
jobs like harbours. “These projects only
come along once every eight years or
more, so how do these firms carry their
expensive cost base consisting of plant,
equipment, and skills in the interim? I
would never want to play in that space.
In the mid category, you can either go
down to smaller jobs or up to compete
for the big projects. It creates much
more flexibility for us.”
He sees his firm growing in the future
to re-establish its Durban office and
open a new one in Cape Town — to
take on those two local operators. nn
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Project updates courtesy of Leads 2 Business.

Conceptual

Tender

Infrastructure - Mine

Infrastructure - Power

Mozambique
Following a strong concept study, including preliminary
metallurgical test work, tenders are being called by private
sector owner Battery Minerals for a definitive feasibility study
of Balama Central Graphite Mine, in Mozambique, with a value
in excess of R100-million. The concept study highlighted the
outstanding potential of the Balama Central Graphite project
and has indicated inferred resources of 16.3-million tonnes
grading 10.40% total graphitic carbon (TGC) and 0.21%
vanadium pentoxide.
Battery Minerals aims for the feasibility study to be complete
by the middle of 2018; it had planned to start the environmental
approvals process in the last quarter of 2017. Battery Minerals
intends to produce high-quality graphite for use in a full suite
of applications, from battery anodes plants through to flame
retardants, carbon steel additives, lubricants, graphite shapes,
and refractories. The project comprises a Stage 1 production
rate of 55 000tpa and Stage 2 rate of 110 000tpa. Combined
with another project, Montepuez, and subject to continued
positive economic, social, and technical investigations,
Balama Central provides scope for self-funded growth from a
~50 000tpa production rate in 2019 to more than 200 000tpa
in 2022.

Zimbabwe
A tender was issued in March 2018 for environmental
consulting services for the proposed development of
the Munyati repowering project in Zimbabwe, expected
to provide 70MW of power to the country. This will go
far to meet the daily power deficit in Zimbabwe of
between 300MW and 400MW. The Zimbabwe Power
Company (ZPC) is refurbishing small thermal power
stations to add power to the national power grid. The
project will be delivered through an EPC contractor,
and ZPC has already appointed contractors for the
three thermal stations, namely Harare, Bulawayo, and
Munyati.
The latter is a five-unit coal-fired power plant with
a total capacity of 100MW, which was completed
between 1953 and 1958. As of 2016, the plant is
generating 23MW on average, and will have its
electricity generation capacity restored to 100MW.
Coal is railed from Hwange Colliery, about 618km
away. The boilers are designed to burn ‘washed peas’
coal. Water is drawn from two sources: the Sebakwe
River, through a 23km-long canal, and the Munyati
Weir, through a 3km pipeline.

Tender
Infrastructure - Hydroelectrical
Zimbabwe
The Zambezi River Authority (ZRA) called for works tenders
for the final leg of the spillway rehabilitation procurement
process on the Kariba Dam project. The tender has
been released to a shortlist of pre-qualified companies,
which include China Gezhouba Group, CMC/ATB Kariba
Joint Venture, and GE Hydro France. The procurement is
expected to be completed in time for the works contract
to be awarded by the last quarter of 2018. The spillway
rehabilitation is being funded by the World Bank, the
African Development Bank, and the Government of
Sweden. The Kariba Dam Rehabilitation Project (KDRP)
consists of two components: the reshaping of the plunge
pool downstream of the dam wall, which commenced in
2017, and the rehabilitation of the spillway.

The spillway consists of the six gates in the upper part of
the concrete dam wall through which the ZRA releases
water into the plunge pool to manage the reservoir
water levels. The spillway rehabilitation comprises the
refurbishment of the upstream stop-beam guides and the
replacement of secondary concrete, as well as the design,
fabrication, and installation of an emergency gate and a
new gantry as an additional safety precaution. The works
are expected to be completed by 2025.
The USD294-million KDRP is funded by the co-operating
partners — the European Union, World Bank, African
Development Bank, the Government of Sweden — and
the ZRA on behalf of the governments of Zambia and
Zimbabwe.
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THOUGHT LEADERS

The huge groundswell against the e-tolls in Gauteng has resulted in an impasse,
with SANRAL out of pocket to the tune of at least R11-billion, and increasing.
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Take that, SANRAL!
By Kim Kemp
Oft-times hailed as a modern-day Robin Hood, Wayne Duvenage is the CEO of the
Organisation Undoing Tax Abuse, or OUTA, which has become South Africa’s only stay
against the oppression of the looming e-tolls.
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utspoken, candid, and known
for shooting from the hip,
Duvenage responds to some
of the questions raised during The Civil
Engineering Contractor’s June interview
with Louw Kannemeyer, South African
National Roads Agency Limited’s
(SANRAL’s) engineering executive.

system with the public for six months,
and then ran a referendum with the
public at which they received 75%
buy-in. So, it works well — when you
get the public buy-in. SANRAL failed
dismally in this regard,” he reiterates
with irritation.

One of the bones of contention
around the e-toll system is
that SANRAL didn’t ‘engage’
with the public. What could it
have done differently prior to
implementation to ensure buy-in
from the public?
Duvenage is quick off the mark: “The
extent of SANRAL’s public engagement
was dismal to say the least. It was a
‘box-ticking exercise’ as opposed to
meaningful engagement. All they did at
the end of 2007 was place one advert
in six newspapers, to request public
comment on the e-toll scheme. They
hid these adverts in some of the business
sections (least-read parts) of the
newspapers. The advert did not contain
tariffs and other vital information.”
He outlines that in total, a mere
28 responses to these adverts were
received and adds, “and yet, there
were 3.5-million registered vehicles in
Gauteng at the time. That in itself tells
you, the people were not informed of
the scheme.”
He stresses that there were no faceto-face public engagement sessions
either, until the public outrage started,
“long after the money was spent, and
the gantries were [already] erected. In
other words, the public engagement
was meaningless, and they had little
opportunity to engage or impact
on the decision, which is why the
constitution requires that meaningful
public engagement must happen,” he
points out.
Duvenage cites two examples of
successful public buy-in to a tolling
system after public engagement: “In
London and Stockholm where e-tolls
were successfully implemented, there
was widespread public engagement,
which culminated in public acceptance
after extra public transport needs were
addressed and the tariffs were agreed
to upfront by the people of those cities.
In fact, in Stockholm, they tested the

“The same e-toll scheme
was supposed to be
implemented in the Western
Cape in 2012. Fortunately,
the City of Cape Town caught
the plan ahead of time —
probably because it was DA
run and, in Gauteng’s case, it
was ANC run at the time, so
political pressure to question
Gauteng’s tolls was less
likely.”
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Word
around
our
South
African braais, however, is that
outstanding e-toll fines, whether
from fleet owners/operators
and private drivers, will prevent
renewing driving licenses should
the fees remain unpaid.
Duvenage considers this and answers:
“It appears that this is the intention of
the amendments being sought in a bill
to change the AARTO Act. However,
consider this: If indeed the amendments
to the Act seeks to place a block on
license renewals for unpaid e-tolls, in
effect, a national government system
(e-tolls) is being used to ‘force’ a
local government regulation (vehicle
licensing) into effect.
“In other words, the local metros
and municipalities’ revenues from
vehicle licenses becomes negatively
impacted. There is a conflict between
the different levels of powers and their
respective revenues in this regard, thus
a big constitutional battle looms if this
happens.
“Secondly, there are three-million
registered vehicles with unpaid e-tolls;
does government or SANRAL seriously
believe they will block three-million

vehicles from being relicensed? They
cannot be selective and only block
those vehicles above a certain amount
outstanding. All vehicles owing will have
to be blocked. In reality, we sincerely
doubt this extent of ‘lawfare’ between
the government and the people will
ever happen,” he says with a degree of
dismissiveness.
Okay, so despite our best efforts,
the e-toll system has been in
place since December 2013 and,
whether or not we like it, there
must have been a financial impact
on the consumer down the line,
what with the fee being added
to haulage companies fleets and
so on? What do you assess the
damage at?
“It’s hard to say. All the trucking
companies and businesses with fleets
transporting freight, food, goods, and
services have passed this cost on to
the consumer (well, only the 25–30%
paying). The best way to measure this
is to see that over the past four years,
there is a combined outstanding e-toll
bill of close to R11-billion, largely from
the people and businesses in Gauteng.
There is very little hope or chance of
SANRAL being able to suck this amount
of money out of the Gauteng economy.”
Realistically, are there benefits to
the system, seriously?
Duvenage thinks for a moment and says,
“Let’s put it this way. The benefits of
e-tolling in cities where this has worked,
have largely been due to the investment
of the e-toll collections into improving
integrated public transport systems and
alternative options for the public to get
to and from work. In the Gauteng case,
all the money went to pay for a road
upgrade — overpriced by around 100%
— and nothing went into providing
additional park-and-ride points, buses,
trains and so on. When the toll money
only goes to widen the roads, in the
absence of improved public transport
options, you get a phenomenon known
as ‘induced congestion’, which means
that more cars are attracted to the
wider road network and within five to
seven years, the roads are as congested
again as prior to the widening. This is
precisely what has happened here.

“So yes, benefits of congestion easing
were obtained — for a while — but
that’s now past. And what will they
do now, build another lane? Where?
The additional freeway links are long
overdue by the provincial authorities.”
We all know — and chafe at the
fact — that the money collected
was going offshore. So, in a failed
system, how much money did the
overseas collection company make
on the deal? Word is, nothing, and
that they are champing at the bit
to end the contract?
The CEO chuckles and responds, “They
certainly didn’t get what they were
counting on. Initially, the tender was
secured on their (ETC) bid for over
R1-billion per annum income — and
increasing — to operate the system.
But, over the past few years, they’ve
got less than R800-million per annum
— and declining. SANRAL got next to
nothing due to the failed compliance
levels. Had they achieved the income
of around R3-billion they sought,
based on around 93% compliance, they
would have effectively achieved an extra
R2-billion for themselves per annum.
Effectively, SANRAL would have earned
21% of their national tolling income
from 1% of their freeway network. A
case of overtaxing the economic cash
cow in Gauteng,” Duvenage adds with
evident contempt.
As OUTA has made such a
concerted stand against the
tolls, in retrospect, what was its
involvement while the tolls were
being built?
“One needs to understand that the
tolls and the freeway upgrade are two
different matters. The e-tolls is just
a financing mechanism for a freeway
upgrade. Virtually the entire public was
unaware of the e-toll decision taken to
pay for the freeway upgrade, until they saw
the gantries being built in Q3 of 2010.
“In the absence of a meaningful public
engagement programme, like any social
infrastructure upgrade, this project
was largely taken as being financed by
normal taxes, just as all urban freeways
were built in the past, when these
became congested owing to growth of
the economy.

“Furthermore, OUTA did not exist at
the time the Gauteng freeways were
being built (2008 to 2011). OUTA was
only formed in Feb 2012.”
This came about through the
combined efforts of the South
African Vehicle Renting and Leasing
Association (SAVRALA), the Retail
Motor Industries (RMI), South African
National Consumers Union (SANCU),
Southern Africa Tourism Services
Association (SATSA), and the QuadPara
Association of South Africa (QASA),
Duvenage explains.
“SAVRALA attended one meeting
in Centurion in the winter of 2008
(after the e-toll decision had been
taken), where SANRAL gave a highlevel discussion on a number of things,
including a new electronic tolling
scheme they had for the Gauteng
freeways. However, they did not give
sufficient detail to direct any decisionmaking or understanding of how the
scheme might impact their industry at
the time.
“When asked to give more input,
SANRAL said they would engage with
the car rental industry at a future date
— which they never did. Besides, as
I indicated earlier, the e-toll decision
had already been taken, so this late
engagement was meaningless.
“One must ask oneself, how was it
possible that the biggest fleet operators
(car rental, road freight industry,
courier companies and the like) were
not aware of the scheme until the
end of 2010, when the upgrade was
almost complete — four years after the
decision was signed off by government?
Again, a sign of sheer lack of meaningful
public engagement by SANRAL.”
Anything you would like to bring
attention to, or get off your chest?
Duvenage takes the opportunity keenly
and says: “I was the CEO of Avis at the
time and the chairperson of SAVRALA.
All my industry colleagues will confirm,
no-one knew anything about the scheme
until it was too late. SANRAL kept this
well under the radar from the public
and then sprung it on them at the last
minute, so to speak, when it was too
late to object.
“Take note of this: the same
e-toll scheme was supposed to be

www.dailymaverick.co.za

THOUGHT LEADERS

Wayne Duvenage is both founder and
recognised face of OUTA, South Africa’s
voice in a world of enforced silence.

“There are three-million
registered vehicles with
unpaid e-tolls; does
government or SANRAL
seriously believe they will
block three-million vehicles
from being relicensed?”

implemented in the Western Cape in
2012. Fortunately, the City of Cape
Town caught the plan ahead of time —
probably because it was DA run and, in
Gauteng’s case, it was ANC run at the
time, so political pressure to question
Gauteng’s tolls was less likely.
“Cape Town managed to halt it
in its tracks, based on poor public
engagement, high costs, and
administrative challenges — the same
problems the Gauteng system suffered
from. All three courts ruled against
SANRAL (High Court, Supreme Court
of Appeal, and the Constitutional Court)
on the Western Cape scheme. The only
reason the Gauteng scheme was allowed
to proceed, was due to the fact that
the money had been borrowed and the
roads already built, which doesn’t make
it right,” he adds pointedly.
Duvenage adds in conclusion: “In
reality, SANRAL has misled the public
and run roughshod over due process.”
Note: For OUTA’s formal position
paper on the e-toll issue, see
https://www.outa.co.za/wp-content/
uploads/2016/12/2014-09-01Beyond-the-Impasse-FNL.pdf. nn
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Africa’s infrastructure
challenges
By Sandile Hlophe, partner: government and public sector at EY
There is a growing pipeline of infra projects in Africa that the private sector is
becoming increasingly involved in at an early stage to ensure they come to fruition.

I

n what has for the past five years
been a weak construction market,
funders and construction companies
are no longer waiting on governments
to complete project feasibilities to open
up this pipeline and ensure bankable
projects — especially given the fact that
the harvesting of many mega projects
is dependent on a five-yearly election
cycle.
One of the biggest challenges in
infra development across Africa is the
lack of funding. Each of the major
economies in sub-Saharan Africa —
South Africa, Nigeria and Kenya — has
been plagued by economic slowdown
issues, currency weakness, and low oil
prices, thereby reducing its capability
to execute projects — though not its
appetite.
During the decade up to about 2010,
these countries had an infra boom in
renewable energy, roads, and sports
facilities, but have since experienced a
slowdown. For any economy to grow,
it requires infra to connect its cities
and to connect it with other countries.
An economic slowdown typically
reduces state revenue, usually without
a concomitant reduction in social
spending. This significantly hampers
the amount of capital available for
infra projects.

Government response
We have seen a threefold response by
governments across Africa:
Firstly, some have embarked on
international roadshows to promote
their country’s economic prospects,
greater attendance at the World
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Economic Forum, and visits to the
world’s larger capital markets in the
US and Europe. The response has been
favourable: although Africa’s GDP
growth rate has slowed below 5%,
that is still materially higher than the
OECD growth rate. Pension funds
have remained interested in funding
African infra projects, especially as
these are long-term assets that match
their need for longer time-horizon
investments. Bond markets have also
been a fruitful source of capital for
African investments for the same
reason.
However, this type of funding also
slows during an economic slowdown,
as the liquidity of a pension fund is
generally negatively affected, and they
seek more liquid investments in cash
and money markets.
Secondly, African governments
have responded by tapping their
own domestic pension funds and
encouraging participation by their
Development Finance Institutions
(DFIs). In most African countries, the
state is the biggest single employer, and
many of these public sector pension
funds have broadened their investment
mandates to allow infra-type
investments of between 5% and 10%
of their assets under management. In
addition, other pension funds and asset
managers have similarly broadened
their investment mandates to include
more infra in their investment classes.
DFIs, like pension funds, used to
have a country-only mandate, but
many — the African Development
Bank, DBSA, IDC, and the Nigeria-

based Africa Finance Corporation
(AFC) — can now invest pan-African
into projects up to 10% or 15% of
their assets under management.
Thirdly, there has been a marked
increase in collaboration between
the public sector, DFIs, and other
funding institutions and private sector
construction players. The purpose has
been to get involved earlier down the
value chain to ensure projects meet all
the bankable feasibility requirements:
viability; how to fund the feasibility;
construction; and the mitigation of
risk.

A swelling project pipeline
The result of these actions has been
a considerable build-up of projects
in the pipeline, either at the stage
of conceptualisation or feasibility,
though not yet having reached the
stage of execution. This is primarily
due to lack of funds, as there is
no shortage of prospective projects.
As funding is being released
more on a continent-wide basis,
infra construction companies are
mirroring this trend through a
process of mergers and acquisitions
(M&A) to extend their footprints
across the continent.
These are companies that are
operating to international standards
and
becoming
increasingly
inter nationally
competitive.
We have, for instance, seen large
cement manufacturers like Dangote
Cement and Lafarge moving into
new markets. These companies are
simultaneously forming partnerships
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where each country typically has a
local content requirement compelling
such partnerships.
In terms of M&A, we have also
seen equity partners looking to do
in-country acquisitions to participate
in the local project pipeline across
Africa. A major trend has been South
African companies moving into West
and East Africa, with EU, US and
Middle East companies moving into
Africa. This is a positive trend for
Africa, as it gets local companies
involved, gives companies exposure
to new technology, and opens up a
pipeline of projects to be harvested
that otherwise might not have
happened.
There is an increasing trend for
private companies to put forward
non-solicited bids, with prefeasibility funded by the company,
a consortium, and possibly a DFI.
If the project gets the go-ahead, the
consortium or company will be in
the front seat, but this is dependent
on the maturity of PPP Frameworks
to enable such procurement.
Nonetheless, early participation helps
unlock the pipeline of projects as it is
easier to model the revenue stream.
The types of projects the private
sector will get involved in are those
with an economic impact that can
be monetised. This in turn enables
government to focus its energies on
social projects involving services
projects such as building hospitals,
schools, and prisons.

Government becomes the
regulator, not the executor

whereas in an economic boom more
projects can happen.
In this regard, new artificial
intelligence (AI) technologies can
assist with the project pipeline.
Technology can assist with design and
tracking of projects, bringing them
within the critical five-year timeline
and therefore able to get done. There
have been concerns that AI will reduce
employment, but this has not been
seen. In any case, government will
have a role to play here in insisting
projects have a strong local content
component and that they create
enhanced value-add jobs and re-skill
the workforce. nn

These two types of projects are
increasingly being separated out in
the budget process. However, because
the former are typically larger and
more high-profile projects, there
is still an urge by government to
become involved. Any project does
in any case require government
participation at some stage as the
regulations enabler for infra projects
(for example, right of way legislation
and off-take pricing regulation).
Ideally, governments should focus
on regulation to ensure the country’s
projects are not overpriced and rather
leave the planning around economicimpact projects to the private sector.
Governments follow a certain cycle:
once a new government is installed,
it embarks on a wave of projects as
it has the timeline to deliver. Closer
to the close of its term, this slows
down as government concentrates
on people-pleasing service delivery
ahead of the election. Projects often
get delayed during that time. Kenya
has recently had a protracted election
process, while both Nigeria and
South Africa have elections scheduled
for 2019. After that, we can expect
an uptick in projects during the next
24 to 36 months.

PPPs overcome obstacles
This is a primary reason why
government should be less involved
in large economic projects. These
typically have a five-year execution
period and are prone to be delayed
for political reasons, as they become
affected by competing social needs
for education, health, and social
grants. It is the private-publicpartnership (PPP) format that best
ensures the continuity of the project.
However, these require clear PPP
Framework regulations providing for
a competitive pricing process, and
education of the public around the
user-pays model, so they understand
that they will ultimately have to pay
for that asset. In this regard, the
public consultation process is vital. In
an economic slowdown, citizens are
often unwilling or unable to pay —
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DFIs, like pension funds,
used to have a countryonly mandate, but many
— the African Development
Bank, DBSA, IDC, and the
Nigeria-based Africa Finance
Corporation (AFC) — can
now invest pan-African
into projects up to 10% or
15% of their assets under
management.
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SUPPLY CHAIN NEWS
Decorative concrete solutions can raise the aesthetic value of
both new projects and renovations, and CHRYSO Southern
Africa is able to provide leading-edge expertise and products
to customers in the region.
For new concrete, CHRYSO’s solutions vary from stamped
concrete and sanded-effect concrete, to exposed aggregate
concrete and luminescent concrete — to name just a few.
The CHRYSO® DuraPrint process creates unique horizontal
surfaces of stamped concrete in applications like pavements
and playgrounds, resembling natural materials like stone,
wood, or paving stones. For walls, whether interior or
exterior, CHRYSO® Vertic’Art technology allows decorative
effects to be created with use of reliefs, textures, and colours
on fresh concrete.
A non-slip sanded effect is also on offer for new concrete;
CHRYSO® GraniStab® makes a concrete slab look like a
continuous granite surface, while CHRYSO® ColorStab® gives
a stabilised sanded effect that is good for heavy footfall.
For both aesthetic and safety value, luminescent concrete
contains particles that glow brightly in the dark — making
CHRYSO® Lumin P and P+ the perfect solution for pathways,
pool sides, and patios. The range of products for new concrete
developments also includes shaped, pervious, and coloured
concrete solutions.
The products are also ideal for renovating old concrete
surfaces, with effects and screeds to rejuvenate the look
and durability of worn or damaged concrete. A popular
choice for contemporary interiors is the high-quality mineral

Chryso

The art of new and renovated concrete
effect provided by
the millimetric Béton
Ciré range, suitable
for hotels, restaurants,
homes, and other
environments; it can
be applied on floors,
walls, furniture, and
worktops in a wide
range of colours.
There is also the
Microscreed process, a
thinner alternative to
stamped concrete, on
offer with CHRYSO®
RenoPrint — creating
CHRYSO® Color provides a mineral
the appearance of
rendering that is rich in colours and
natural
materials
resistant to UV rays.
but measuring only
6–10mm thick. An even thinner coating of just 2mm is
available with CHRYSO® Texture Top® — suitable for
esplanades, pavements, terraces, and paths; the textured
surface over old concrete is anti-slip and provides excellent
mechanical resistance.
The products for concrete renovations include a quickdrying resin finish for outdoor (CHRYSO® ResiCoat), patinas
for restoring colour (CHRYSO® ColorTop Patinas), and ink
dyes for dense and polished concretes.

The usability of an industrial HMI (human machine
interface, also referred to as a user interface or terminal)
system is determined by its processing power, its fast
response time to user input, and its flexibility to enable
industrial machine operators to interact with a machine
in a graphical, visual way. The fastest, easiest way to tap
into real-time information is via mobile, wireless service
devices.
With quick access to data, today’s key to efficiency,
Schneider Electric South Africa’s latest innovation —
the Magelis GTU range of HMI solutions — will be
appreciated by users as the application with a multi-touch
screen, which can be as easy and comfortable to use as a
smartphone or tablet. Schneider Electric has targeted the
product at the food and beverage, mining, mineral, and
wastewater industries. Magelis GTU has been optimised
for the latest HMI configuration software from Schneider
Electric, featuring intuitive navigation and numerous
connectivity options such as remote access.
The smartphone-like HMI integrates with system
architecture due to its embedded interfaces: dual Ethernet
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Schneider Electric

‘Smarter’ with new HMI solution
gigabit port for network
connectivity;
dual
serial and one optional
fieldbus interface for
easy communication
with industrial devices.
The fieldbus is used in
process and building
automation, as well
Magelis GTU has been optimised
as in automotive
for the latest HMI configuration
engineering, among
software from Schneider Electric.
other uses. The device
minimises wiring with up to four USB ports for connecting
peripherals, making it a cost-effective solution.
To make data easily accessible at all times, the screen
display size and type can be changed or replaced without
any special tools while employing removable memory
units in order to protect all system and user data. The
application automatically resizes to fit the new display,
and through a front USB port with protection, HMI data
can be accessed and copied conveniently at any moment.
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