
'\'' Ii\ I "' . 
't ~'\J-(\.,,, , 

I 

D-3 

1952 
NEW ZEALAND 

REPORT OF ROYAL COMMISSION TO INQUIRE INTO 
AND.REPORT UPON THE NEW ZEALAND 

GOVERNMENT RAILWAYS 

Lmd on the 1.'able of the House of Representatives by Command of His Excellency 

Commission to Inquire Into and Report Upon the New Zealand 
Government Railways 

ELIZABETH THE SECOND by the Grace· of God;~ of Great Britain, Northern 
Ireland, and the British Dominions beyond the Seas, Queen, 
Defender of the Faith: 
To Our Trusty and Well-beloved SmJoHN ANDREW CHARLES ALLUM 

c:B.E., Mayor of the City of Auckland; WALTER Osw ALD GrnB, 
Company Director and Manager, of Wellington; and CARL 
VI9TOR SMITH, C.B.E., Company Director, of Dunedin: 
GREETING: 

WHEREAS we have deemed it expedient that a Commission should issue 
to inquire into the New Zealand Government Railways : 

Now know ye that We, reposing trust ·aml confidence in your 
impartiality, integrity, and ability, do hereby nominate, constitute, and 
appoint you, the said · 

• 
Sir John Andrew Charles Allum, C.B.E., 
Walter Oswald Gibb, and 
Carl Victor Smith, C.B.E. 

to be a Co:m,mission to inquire into and report upon all aspects· of 
the New Zealand Government Railways, their future development and 
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R, E. OWEN, Government Printer 
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sphere of operations, and, in particular, but without in any way 
limiting the scope of the inquiry- ~nd your powers relating thereto, · 
to inquire into and report upon the following matters:- _ 

1. The adequacy. and efficiency of all· services operated by the 
New Zealand Railways Department, and of its motive power, 
rolling-stock, road service vehicles, stations, sheds, workshops, 
yards, and similar establishments. 

2. The adequacy in numbers, experience, efficiency,_ and 
"f1:i1opility of· the, exi$thig staff and. steps, tf any~ :necess~ri;l :to 

co:ns~xv:e .and augment "the staff or improve its location: bv means 
of h~msing, -hcistels; and the like: .. . . . . . ... 

3. The inGidehc€(o,f com.petltion'by other transport operationt,;, 
the effect of subsidies on services, and the desirability of delineating 
a sphere of operations for railway services and other transport 
operations. · 

4. The desirability or otherwise of the abandonment of 
· •working (either whollror part1y:or tempotarily oi· permanently) 

of any portion or portions of the railway system or of any stations 
thereon having regard to the present and prospective resources 
of the railways in staff and facilities, the :financial results of 
operating such lines or stations, and the extent to which they are 
used, and the' alternative transport arrange;ments (if any) which 

.. should be made available in the.event of such abandonmei:i.t.·· . 
5. The adequacy. ~nd suit~bility ·of the scale of goods rates, 

passenger fares, and all other charges for railway services having 
· regard to the proper sphere of· railway operations; the costs '.hf 
operation,· th~· competitive situation,· ahd the capacity of the 
railways to handle existing and prospective traffic. 

And generally to inquire into· and· report upon such other 
matters as may come to your notice.inthe course of ·your inquiries 

· , '', and which you · consider should be investigated in connection 
therewith, and upon any matters affecting the premises which you 
consider should be brought to. the attention of the. Government. 

·.·And We do hereby appoint you the said 
Sir J ohnr Andrew Charles Allum 

'to be Chairman of the said ·_commission: 
And for the better emibling you to carry these presents into· effect 

you are hereby authorized and empowered to make and conduct any. 
inquiry under these presents at • such time and. place as . you deem 
expedient, with power to adjourn from time to time and place to place 
as you think :fit, and so that these presents shall continue in force, 
and the inquiry. may at any time and place be resumed although not 
regularly adjourned from time to time or from place to place: 
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And you are hereby strictly charged and directed that you shall 
not at any time publish or otherwise disclose, save to His Excellency 
the · Governor-General, in pursuance of these presents or by His 
Excellency's direction, the contents of any report so made or to be 
made by you or any evidence or information obtained by you in the 
exercise of the powers hereby conferred upon you except such evidence 
or information as is received in the course of a sitting open to the 
public: 

And We do further ordain that you have liberty to report your 
proceedings and :findings under this Our Commission from time to 
time if you shall judge it expedient so to do : 

. .And, using all~due diligence, you are required to report to His 
Excellency the Governor-General, in writing under your hands and 
seals, not later than the 30th day of June 1952, your :findings and 
opinions on the matters aforesaid, together with such recommendations 

. as you think :fit to make in respect thereof : 

And, lastly, it is hereby declared that these presents are issued 
under the authority of the Letters Patent to His late Majesty dated 
the; 11th day of May 1917, and under the authority of and subject to 
the provisions of the Commissions of Inquiry Act 1908, and with the 
advice and consent of the Executive Counc.il of New Zealand. 

, In witness whereof -we have caused this Our Commission to be 
issued and the Seal of New Zealand to be hereunto affixed at Wellington, 
this· 3rd day of March in the year of Our Lord one thousand nine 
hundred..and fifty-two, and in the first year of Our Reign, .. 

Witness Our Trusty and Well-beloved Bernard Cyril, Baron 
Freyberg, on whom has been conferred the Victoria Cross, 
Knight Grand Cross of Our Most Distinguished Order of 
Saint Michael and Saint . George, Knight Commander of Our 
Most Honourable Order of the Bath, Knight Commander of 
Our Most Excellent Order of the British Empire, Companion 

.... of Our Distinguished Service Order, Lieutenant-General in 
Our Army, Governor-General and Commander-in-Chief in and 
over New Zealand and its Dependencies, acting by and with 
the advice and consent of the Executive Council of New 
Zealand. 

[L.s.J FREYBERG, Governor~General. 
By His Excellency's Command-

W. S. GOOSMAN, Minister of Railways . 

. j · :,\A:pproved in Council,_ 

,,~ T. ,J. SHERRARD, Clerk of the Executive Council. 
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REPORT 

To His Excellency the Right Honourable Bernard Cyril, Baron Freyberg, 
on whom ·has been conferred the Victoria Cross, Knight Grand Cross 
of Our Most Distinguished Order of Saint Michael and Saint George, 
Knight Commander of Our Most Honourable Order of the Bath,· 
Knight Commander of Our Most Excellent Order of the British 
Empire, Companion of Our Distinguished Service Order, Lieutenant­
General in Our Army, Governor-General and Commander-in-Chief jn 
and over New Zealand and its Dependeneies. 

MAY _I'L' PLEASE Youa ExELLENCY,-

Y our Commission commenced sitting in Auckland on the 24th March 
1952, and heard evidence until the 26th March inclusive, and then proceeded 
to Dunedin, evidence being taken there on 1st April. From Dunedin your 
Commission proceeded to Christchurch, where evidence was heard on 21st and· 
22nd April. Your Commission returned to Wellington and heard evide:qce 
from the 5th to 8th May, and on 15th May hea:r;,d evidence at Nelson. After 
hearing evidence at Palmerston North on the 26th May your Comrq.ission 
returnad to Wellington. · 

The hearing of evidence was completed at Wellington on 27th -May and 
your Commission then · <iarefully reviewed all evidence,. both oral and written, 
placed before- it. 

In addition to its public sittings your Commission had discussions with 
various local bodies and organizations at Donnelly's Crossing, Darga ville, 
Blenheim, New Plymouth, and Wanganui. Your Commission inspected various 
branch lines throughout the railway system, and also workshops, marshalling 
yards, goods sheds, and various other facilities. 

The following is a list of the witnesses examined:-
H. C. Lusty, General Manager, New Zealand Government Railways, Wellington. 
D. A. Clarke, Transportation Superintendent, New Zealand Government Railways, 

Wellington. 
A. H. Murison, Chief Civil Engineer, New Zealand Government Railways, Wellington. 
E. J. Brennan, Managing Director, Northern Road Transport, Ltd., Auckland. 
H. J. Knight, Secretary, New Ze11,land Road Transport Alliance, New Zealand Carriers' 

Federation, and New Zealand Passenger Services' Federation, Wellington. 
J. P. Glenie, Chairman, Communications and Transport Committee, Auckland Chamber 

of Commerce, Auekland. 
H. Turner, Managing Director, Turners and Growers, Ltd., Auckland. 
C. L. Edwards, Manager, Edwards Motors, Ltd., Auckland. 
E. H. Alington, Chief Accountant, New Zealand. Government Railways, Wellington. 
S. M. Conway, Secretary, New Zealand Citrus Council (Inc.), Auckland, · 
J. R. Tyson, Secretary, Pukekohe Chamber of Commerce, Pukekohe, · 
S. Ensor, Mayor, 'Thames. 
W. E .. Hodges, Commercial Manager, New Zealand Government Railways; Wellington. 
R. F. Black, Chief Mechanical Engineer, New Zealand Government Railways, Wellington. 
E. V. Friend, Staff Clerk, District Civil Engineer's Office, New Zealand Government 

Railways, Auckland. 
W. G. Sommerville, Representing Hobson County Col!ncil, Dargavil1e. 
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H. L. Hedger, Councillor, Omapere Riding, Hokianga, County. 
D. V. Day, President, Federated Farmers of New Zealand, Auckland Province (Inc.), 

(Waiuku Branch), Waiuku. . . 
H. O. England, President, Auckland. Master Carriers' Association (Inc.) and Auckland 

Owner-Drivers Carriers' Association (Inc.), Auckland. 
R. W. Bennett, Councillor, Franklin County· Council, Pukekohe. 
F. N. Hemphill, Town Clerk, Waiuku '.l'own Board, Waiuku. 
W. Ringer, President, Waiuku Chamber of Commerce, Waiuku. 
J. R. Barker, Commercial Agent, New Zealand Government Railways, Auckland. 
G. J" •. Errington, President, Otago Expansion League, Dunedin . 
.J. Phillips, Otago Comm.ercial Transport Association (Inc.), Dunedin) 
J". Preston, Chairman, Otago Harbour Board, Dunedin. 
W. P. Hartstonge, Mayor, Borough of Mosgiel. 
J .. A. McPhail, Secretary, New Zealand Port Employers' Association (Inc.), Dunedin 

Branch, Dunedin. . 
.T. A. Bradshaw, Staff Instructor, New Zealand Government Railways, Dunedin .. 
M, S. Arthur, President, Dunedin Chamber of Commerce (Inc.), Dunedin. . 
-0. D. Fraser, Secretary, Canterbury Sale Yards Co., Ltd., Christchurch. . · 
R. C. Neville, President, New Zealand Road Transport Alliance (Christchurch Branch), 

Christchurch. · . 
D. J". _Cunningham,• Chairman, Christchurch and Suburban Carriers' and Customhouse 

Agents' Association,. Ltd., Christchurch. . 
F. J. Murray, Secretary, Federated Coal Merchants (South Island), Christchurch. 
·T. W. Qurr, ·Secretary, Christchurch Tomato and Stone Fruit Growers' Association, Ltd., 

Christchurch. 
W. F. Sillars, Secretary, New Zealand Port Employers' Association (Inc.), (Christ-

church Branch), · Christchurch. 
R. A. Witbrock, Vice-President, Canterbury Chamber of Commerce, Christchurch. 
H. M. Carr, Representing North Canterbury Lime Trade Group, Christchurch. · 
J. B. Bayley, Member, Federated Farmers of New Zealand, North Canterbury Provincial 

District, Christcl;mrch. . . 
. J. F. G. Blakeley, Chairman, Federated Farmers of New Zealand, North Canterbury 

Provincial District, Christchurch. 
•C. J". Alford, Surfaceman, New Zealand Government Railways, Styx . 
. .J. L. Laby, Chairman, Cargo Control Committee, Christchurch. 
L .. C. Walker, Christchurch. · 
W. R.. Carey, President, Automobile Association, Canterbury, Christchurch. 
C. H. Crombie, Representing the Canterbury Steam Shipping Co., Ltd., Christchurch. 
A. P. O'Shea, General Secretary, Federated Farmers of New Zealand (Inc.), Wellington. 
J". M. ;Jeffs, Secretary, Wellington Carriers' Association, Wellington. 
W. H. ;Johannsen, Carrier, Wellington.-
A. L. Hunt, .President, Dominion Settlement and Population Association (Inc.), 

Wellington. 
,c. A. R. Walker, Fruit Distributors, Ltd., Wellington. 
H. Maddock,. Publicity and Advertising Manager, New Zealand Government Railways, 

Wellington. 
· P. W. Gasson, Comptroller, Refreshment Branch, New Zealand Government Railways, 

Wellington . 
.T. B. Main, President, Amalgamated Society of Railway Servants, Wellington. 
T. F. Gebbie, General Secretary, the New Zealand Railway Tradesmen's Association, 

Wellington. . 
·w. E. Worsfold, Staff Superintendent, New Zealand Government Railways, Wellington .• 
,G. Fairburn, Comptroller of Stores, New, Zealand Government Railways, Wellington. 
A. E. Davenport, General Manager, State Hydro-electric Department, Wellington. 
-8. Newman, Managing Director, Newman Brothers (North· Island), Ltd., Palmerston 
· North. · 

F. G. Tebay, Managing Director, Hawke's Bay Motor Co., Ltd., Napier. 
A. R. Tarr, General Secretary, New Zealand Railway Officers' institute (Inc.), Wellington. 

, N. D. Binnie, "Chairman, Overseas Shipowners' Allotment Committee, Wellington .. 
.Captain M. T. Holm, Secretary, New Zealand Port Employers' Association, Wellington. 
G. H. Norman, Secretary, New Zealand Shipowners' Federation, Wellington. 
R. V. Frederic, Superintendent, New Zealand Government Railways Road Services, 

Wellington. 
F. W. Aickin, Ex General Manager, New Zealand Government Railways, Wellington. 
D .. G. Ormsby, Representing Auckland Provincial Lime Millers' Association, Aµckland. 
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Professor Munro, ·Representing the Progressive and Ratepayers' .Associations of Ta'\Vll 
Flat, Linden, Porirua, Titahi Bay, Paremata, Plimmerton, Pukerua Bay, and 
Paekakari.ki. 

H. Trewby, Wellington. 
V. J. Wilson, Clerk; New Zealand Government·Railways, Wellington. 
J. Walker, Transport Licensing and Co-ordination Officer, New Zealand Government 

Railways, Wellington. 
G. L. Laurenson, Commissioner of Transport, Wellington. 
T. D. Ward, Assistant Secretary, Dominion Sawmillers·' Federation (Inc.), Wellington .. 
J. V. Kean, Executive Officer, Professional Engineers' Association of New Zealand (Inc.) .. 
Y. B. Grainger, Executive Officer, Commercial Division, New Zealand Forest Service,. 

Wellington. 
E. A. Gibson, Director of Civil Aviation, Wellington. 
J. S. Hunter, Deputy Chairman, National Airways Corporation. 
C. C. Couchman, General Secretary, New Zealand Locomotive Engine-drivers, Firemen,. 

and Cleaners' Association, Wellington. 
R. T. Smith, 0hairman, Main Highways Board. 
J. A. Harley, Mayor, Nelson. 
J. H. Brunt, Vice-President, Nelson Provincial Progress League, Nelson. 
W. D. Dron, Representing Nelson Provincial Federated Farmers, Nelson. 
S. A. Whitehead, Secretary, the Nelson Trades and Labour Council, Nelson. 
W. H. Parr, Managing Secretary, Nelson :EI:arbour Board, Nelson. 
H. G. West, Nelson District Licensed Goods Operators' Association (Inc.), Nelson. 
S. A.- Croucher, Managing Director, Nelson Suburban Bus Co., Ltd., and Cotton's, 

Bus Co., Ltd., Nelson. ' 
J. Newman, and P. S. Boyes, Transport (Nelson), Ltd., Nelson. 
G. Tremaine, Mayor, Palmerston North. 
A. J. Beattie, President, G. R. Kear, representing Palmerston North Chamber 0£ 

. Commerce, Palmerston North. 
J. E. Greenslade, President, New Zealand Carriers' Federation (Manawatu Branch), 

Palmerston North. 
J. B. Bergin, Representing Foxton Chamber of Commerce, Foxton. 
R. ~- Speirs, Timber Merchant, Foxton. 
J. t>. McDavitt, Secretary, New Zealand Motor Oinnibus Proprietors' Association,, 

Wellington. 
C. F. Lowe, Representing New Zealand Dairy Produce Cool Stores Association, Wellington. 
J. B. Walton, Representing North Island and South Island Freezing Companies" 

Associations, Wellington. 
H. C. Campbell, Accountant, New Zealand Road Transport Alliance, Wellington. 
T. M. McKewen, Secretary, New Zealand Count.ies' Association (Inc.), Wellington. 
F. W .. Lindup, Inspecting Engineer, Ministry of Works, Wellington. . 
Fi R. Murray, Train Running Officer, New Zealand Government Railways, Wellington .. 
E. R. McKilfop, Commissioner of Works, Wellington. 

Written evidence was also submitted by the following:­
w; E. Knowles, K. W. Denton, G. May, Stockbuyers, Oxford. 
T. D. Lee and others, Christchurch. 
J. ,Corbett, Secretary, New Zealand Carriers' Federation (Inc.), the New Zealand: · 

Road Transport Alliance (Inc.), North Otago Branches. 
T. H. Brehant, Guard, New Zealand Government Railways, Timaru. 
D. Scott, Guard, New Zealand Government Railways, Timarui 
Blenheim Chamber of Commerce, Blenheim.. 
W. Knudsen, County Clerk, Awatere County Council, Seddon. 
G .. .T. Struthers, Greymouth. 
D. J. Sullivan, Secretary, the New Zeaiand Road Transport Alliance (Inc.), Buller· 

Branch. 
P. A. Hannifin, Officer in Charge, New Zealand _Government Railways Road Serviees.,.. 

Waimate. 
E .. Roberts, Oamaru. , 
R. H. Clark, Public Accountant, Dunedin. 
P. G. Duncan, Orchardist, Dunedin. 
R. H. Cardno, Port Chalmers·. 
R. Sr Thompson, Wetherstones, Lawrence. 
A. M. · Kinnaird, Earnscleugh Fruitgrowers' Association, Ltd., Alexandra. 

· .: W. R. Sin.art, OtautaU:; · 
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E. C .. ,s. Hay, Secretary, . Southland District Motor, Transport :Association· (Ine.), 
. Inver.cargill . 

.J. S. Haywood, Secretary, The New Zealand Roaq.: Transport Alliance (Inc.), Wai;i>ara-
Amuri-Cheviot Branch. · · 

.J.M. Bottomley, East Chatton, Gore R.D. 
G. Hewton, Managing ·Director, H. and H,. Motors, Ltd., Invercargill. 
Secretary, Federated Farmers of New Zealand (Inc.), Gisborne Provincial District, 

Gisborne. , 
S. S. Green, Representing Settlers of Donnelly's Crossing and the Ridings of Tutamoe 

and Waipoua. . .. 
J. W. Wydur, Donnelly's Qrossing. 
The Kaikohe Businessmen's Association, Kaikohe. 
The K!!,ikohe Chamber of. Co=erce, Kaikohe. · 
The Whangarei Chamber of Commerce, Whangarei. 
<J. Waymouth, Secretary,. the New Zealand Road Transport Alliance (Inc.), ·Whanwei 

Branch. 
W. Trueman, Town Clerk, Foxt13n Borough Council. 
D. F. Lagan, Secretary, New Zealand Timber Merchants' Federation (Inc.); Wellington. 
B. Hutchin, Chairman, Taranaki Local Bodies' ,Association, Eltham. 
B. E. Pope, Secretary, Takanini Racing Owners, Breeders', and Trainers' Association 

(Inc.), Takanini. · · 
·C. F. Laing; Hon. Secretary, Auckland Associated Mountain Clubs, Auckland. 
'The Auckland Harbour Board. 
Federated Farmers of New Zealand (Inc.), Auckland Province. 
-G. Loretz, Hon. Secretary, Rosebank ·Peninsular Property Protection Association, 

Avondale. 
'T. A. F. Stone, Retired Railway Engineer, Auckland. 
L. J. Wydur, Auckland. ' 
.J. L. Stichbury, Patumahoe. 
'Te Aroha Chamber of Co=erce. 
O;. E. Button, Secretary, Thames Valley Carriers' Association (Inc.), Thames. 
D. E. Friedlander, Putaruru Master Carriers' Association, Putaruru. 
J. W. Sutherland, Thames. 
Matamata County Council. . 
.A. E. Wilson, Secretary, Te Puke Chamber of Co=erce, Te Puke. 
I. E. Thompson, Secretary, Opotiki Carriers' Association (Inc.), Opotiki. 
P. Adds, Ohura. . . 
F. C. Daniell, Masterton. 
P. G. James, ·sailmaker, New Zealand Government Railways, East Town. 
K. E. McLennan; Gisborne. 
A. J. Hills, Hastings. 
·C. H. Beddis, Hastings. 
H. G. Carr, Secretary, the New Zealand Road Transport Alliance (Inc.), Hawke's Bay 

Branch. 
·T. May, ·Ganger, New Zealand Government Railways, Opapa. 
'The New Zealand Road Transport Alliance (Inc.), South Hawke's Bay Branch. 
H. J. Topp, Manager, the Farmers' Mauriceville Lime Company, Ltd., Mauriceville. 
-0. F. Wood; Masterton. 
Shannon Borough Council . 
.J. R. Richardson, Johnsonville. 
W. London, Trentham. 
New Zealand.Port Employers' Association (Inc.), New Plymouth Branch. 
·New Plymouth Harbour Board. 
D. B. Curry, The New Zealand Road Transport Alliance (Inc.), Wairarapa Branch, 

Masterton. · 
X. :U:a=ond, Hunterville. 

· W. J. Gardner, Secretary, Harbours' Association of New Zealand, Wellington. 
A. R. Dellow, General Secretary, New Zealand Manufacturers' Federation, Wellington. 
A. Headifin, Secretary, New Zealand Apple and Pear Marketing Board, Wellington. 
A. D. M. G. Laing, Wellington. · 
T. F. Simpson, Lower Hutt. 
H.J. Conder, Wellington. 
I. T. G. Jolmston, Hon. Secretary, the New Zealand Railway and Locomotive Society. 
N. W. McCormick, County Clerk, Waikohu County Council, Te Karaka . 
. J. Newman, representing Newman Bros., Ltd., Nelson. 
W. P. J. Allf!,rdyce, Nelson. 
H. C. Hanes, President, Gisborne Chamber of Commerce, Gisborne. 
S. -Cameron, Hon. Secretary, the New Zealand Institute of Refrigeration Engineers. 
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We commenced our duties immediately after our appointment, and in 
dealing with the' various topics contained in the order of reference we have­
given careful consideration to the points raised and have endeavoured to answer 
all matters· contained therein. The order of reference· is wide and overlaps in 
parts; because of this a certain amount of repetition has been unavoidable. 

As the completion of this report was regarded as urgent, we decided to· 
direct our attention more to the major facts· creating the present. position of 
the railways and endeavoured to find a solution, rather than investigate a wide 
range of details which should be the responsibility of management. 

The financial· year of the Railways Department closed on 31st March 1952. 
We have since. viewed the financial results for last year and have in most cases 
been able to obtain the latest statistical information. Some -of the comparative­

' statistics we have referred to are, however, of necessity 'related to the financial 
year ended 31st March 1951. · 

This report is divided as follows :-
Preface. 

1. The Present Position of the Railways. 
_2. The Order of Reference Nos. 1, 2, 3, 4, 5. 
3. Other Matters Affecting Railways. 
4. General and Recommendations. 

'j 
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PREFACE 
SHORTLY after we entered on our investigations we realized that in a.n 
-undertaking turning over approximately two million pounds per month a. very 
-small margin of error in costing or calculating a. suitable tariff could; · at the 
,end of the financial year, produce the difference between a profit and a loss. 
•One of the early submissions made raised doubts in our minds as to whether 
the railways · freight tariffs were soundly . based · and whether the Department 
really knew their basic costs for individual commodities transported. We 
doubted also whether railway freights for what , are popularly knowr,i as 
·" short hauls " were actually as unprofitable as the Department deemed them 
to be. We realized, also, that as Section No. 5 of the order of reference required 
us to report to Your Excellency as to the adequacy and suitability of the scale 
.ef goods rates, passenger fares, and other charges, it would be most desirable . 
to investigate the. costs of this intricate organization. We therefore arranged 
to engage the services of Mr. L. C. Nisbet, F.P.A.N.Z., who has in recent years 
had extensive experience in . investigating and reviewing the financial returns 
.and costs of several large _industrial organizations, including transport, both in 
the course of public practice and for the Government Stabilization Commission. 

We wish here to express our thanks to the Hon. the Minister of Justice for 
releasing Mr. Nisbet for a time from his duties as a member of the· Licensing 
•Commission. · 

Mr. Nisbet has reported to us in some detail, and we regard his report of 
such moment in the operation of the Railways that we have incorporated it 
in full as Appendix No. l. We regard the question of costing in the Railways 
Department as a matter of supreme importance, and we strongly recommend 
a careful perusal of the whole of Mr. Nisbet's report. The matter is referred 
to in further detail in Part 2 of this report. · 

We _take this opportunity. of e~pressi:rig publicly our great appreciation of 
Mr. Nisbet 's strong sense of national duty in undertaking this task at very , 
,short notice and, within our knowledge, at very considerable inconvenience. 
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PART 1 

BRIEF OUTLINE OF THE PRF.SENT POSmON OF THE 
RAILWAYS 

WE :found the present position to be as follows:-
(1) The gross earnings for the year ending 31st March 1952 increased 

by £1,907,695, but the gross expenditure increased by £3,115,973. 
(2) As a result the operational earnings fell :from a profit of £5,790· 

in 1951 to a loss of. £1,202,488, without provision for any· inter~t. .. , 
(3) With interest charges added the total loss amounted to••. 

£4,199,005. 
· (4) The operating earnings increased by 76-18d. per revenue train-­

mile, but the operating expenses increased by 99·87d. 
( 5) Largely owing to the dislocatio_n caused by the strike, necessitating· 

a serious curtailment of passenger services, the number of passenger 
journeys decreased by 3,531,519. · 

. (6) The tonnage carried increased by 212;914 tons. 
( 7) Branch Lines : With only one exception all the Branch lines 

-show a loss. 
(8) The loss of £21,616 in operating refrei,.hment-rooms in 1951 · 

inpreased to £50,053 in 1952. 
(9) A profit of £2,863 in operating bookstalls in 1951 turned into a. 

loss of £2,393 in 1952. · · 
. (10) The New Zealand Railway Road Services show a loss of £28,2001 

in 1952, compared with a loss of £52,504 in 1951. 
(11) The staff shortages as submitted by the Department amount to: 

~~o. . 
(12) The shortage of locomotive-running staff prevents the operation 

of more trai~ while shortage of workshop staff delays repairs to wagons.' 
. : .. (13) At 31st March 1952 over 280,000 private motor-cars were­
registered, an increase of 30,000 over 1951. At the same date 95,181 
commercial vehicles were registered, being an increase of 10;260 over 1951. . 

(14) There is increasing competition from road transport, brought 
about mainly through a substantial increase in the number of licences. 
(temporary 1or otherwise) granted by the Licensing Authorities for the 
carriage of goods and. comparatively little policing of the Transport 
Regulations. (The number of temporary licences now being granted per· 
month averages 1,644.) 

( 15) For a variety of reasons, a shortage of wagons is creating· 
serious dislocation to industry and shipping -and at the same time is losing 
valuable earning capacity for the Railways. 

(16) Shipping Congestion: Owing to the heavy influx of goods, with 
consequent abnormal i:i;icrease in the number of overseas vessels arrivingl 
at one time during the past year, the wharves of New Zealand ports have, 
been more congested during the past year than at any time in New­
Zealand's history, thu~ creating a quite unforeseen traffic problem. 
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( 17) The general salary and wage increase of 15 per cent cost 
£1,000,000, while the new General Division Order for a full year plus 
arrears amounted to £565,000. 

(18) Fuel oil (locomotive) increased during the year from £8 19s. 5d. 
to £21. In 1953 the Department wiU have to face a fwl year at the increased 
cost of fuel oil, which is estimated to cost £1,173,048. 

On the other hand, we have been impressed by the loyalty of the railway­
-men, who, under difficult conditions which have involved long and continuous 
,overtime, and with very little publici encouragement, have kept the railways 
running. 

At the same time the working of long hours, the postp~ilemenf of 'annual 
leave, public criticism-much of it quite unjustified-and being associated with 
a concern showing a loss brought abQut over the years very largely by political 
.considerations, has a discouraging effect on morale and . enlistment. We hope 
'.that if our recommendations are _adopted new life will enter the railway service. 



D-3· 12 

PART 2 

ORDER OF REFERENCE No. I 
'l.'he adequacy and efficiency of all services operated by the New 

· Zealand Rali,lways Depa1·tment and of its motive power, rolling stock, 
road service vehicles, stations, sheds, workshops, ya!f'ds, and · siniilar 
establishments. · 

ADMINISTRATION (See Appendix 2) 

We received the greatest consideration from all branches of the 
Department, and. therefore do not. like making any comparisons. We have 
had, however, a closer contact with the Accounting Branch than with any 
other and would like to place on record our experience. 

The Accounting Administration operates to a very high degree of efficiency. 
The capacity of the branch and the speed with which it is able to compile 
and deal with the mass of records necessary to the railway system is quite 
surprising. A striking example of this is the fact that, although the revenue 

. handled is in the region of £2,000,000 per month, the financial accounts for the 
year ended 31st March 1952 were balanced and completed by 25th April 1952. 

The office is conducted with a comparatively small staff, and extensive use 
is made of the most modern mechanized office equipment. Because of this, 
:financial information is quickly compiled, and were it is not for the assistance 
which we received from this source the completion· of this report would have 
been a very much longer task. 

The Accountancy Division is also continuously on the watch for tnethods. 
of improvement in the systems attaching to the general clerical work of the 
railways, and it is interesting to note that in April 1951 a new parcels system 
was introduced to reduce accounting, and this directly resulted in a staff 
saving of 90 persons. In the Goods Offices it is now proposed to introduce a 
:riew accounting system which it is estimated will result in a staff saving of at 
least 200 persons. · ' 

As a result of_ our own experience as well as that of the Consulting 
Accountant appointed to· examine certain aspects of . the railway accounts, 
we feel that a very much greater use could be made of the statistical and 
financial analysis available, and under Order of Reference No. 5 we have 
recommended the appointment of a fully staffed Costing Section whose job 
it would be to investigate continuously and pinpoint weaknesses in railway 
economy. 

PASSENGER AND GOODS SERVICES 

The Coaching Revenue statistics for the years ended 31st March 1951 and_ 
1952 were as follows:- · 

Total coaching revenue 

' Passenger train-miles 

· 1952 
£ 

.. 2,784,390 
No. 

. . 3,856,590 

1951 
£ 

3,195,543 
No. 

5,000,074 

Variation 
£ 

-4ll,l53 
No. 

-1,143,484 
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The decrease in the number of passengers carried was in large measure 
due to the strike. Passenger fares were increased on 2nd March 1952, and any 
benefit to revenue will be felt ill the current financial year. 

The goods and live-stock statistics for the years ended 31st March 1951 
and 1952 were as follows:--'-

1952. 1951. Yariation. 
£ £ £ 

Revenue 16,957,810 14,978,599 +l,979,211 
No, No. No. 

Revenue tonnage 9,828,771 9;615,857 +212,914 

Higher tariff rates were introduced on. 15th March 1950, 8th October 1950, 
and 16th December 1951. The revenue increase was further assisted. by the 
fact that there was no Easter in the year ended 31st March 1952, while there 
were two in the previous year. Leap year also contributed an extra day':; 
revenue, which is approximately £65,000. Against this the Department. had 
to face the loss of revenue occasioned by the strike and floods in Canterbury 
where traffic on the Midland Line was disrupted for a month. Shortage of 
wagons also prevented the Department from transporting all the bulk phosphate, 
sulphur, timber, and fertilizer offering. 

PRESENT PASSENGER ·SERVICES 
The following table shows the progressive decline in rail passenger services. 

Column A shows the services in 1943 before coal shortage cuts (suburban train 
services shown as in 1951); column B the services operating before the water­
front strike; column C the services operating today; and column D the number 

. of services not now running owing . to crew shortages :-

.Auckland-Wellington 

.Auckland-Opua • . . 

.Auckland-Rotorua .. 

.Auckland-Taneatua 
Auckland - New Plymouth .. 
Wellington - New Plymouth .. 
Wellington-Gis borne 
Pa.lmerston North - Napier .. 
Wellington-Napier .. 
New Plymouth - Wanganui .. 
Wellington - Palmerston North 
.Auckland- Frankton Junction 
.Auckland-Mercer 
Kaikohe Branch 
.Auckland Suburban : North line 
Auckland Suburban: South line 
Wellington Suburban: Hutt Valley 
Christchurch-Picton 
Christchurch-Greymouth 
Christchurch-Dunedin 
Dunedin-Invercargill 
Fa..irlie Branch 
Oa.maru-Dunedin 
Ba.lclutha-Dunedin .. 
Clinton-Inverca.rgill .. 
Dunedin - Port Chalmers 
Dunedin-Mosgiel 
Invercargill-Bluff 
Dunedin-Cromwell .. 

Before 
1944. 

(A) 
26 
12 
12 
12 
6 

12 
12 
6 
8 

12 
28 
16 
12 
24 

117 
338 
514 
12 
8 

18 
20 
12 
24 
12 
12 

117 
139 
84 
12 

Before 
1951. 

(B) 
26 

6 
6 
6 
4 
8 
6 
3 
5 
6 

28 
16 
12 
18 

117 
338 
514 
.6 

6 
22 
22 
IO 
24 

6 
12 

117 
139 
84 

6 

May, 
1952. 

(C) 
26 
4 
4 
4 
4 
4 
4 
2 
2 
2 

14 
8 
6 

16 
48 

257 
407 

4 
4 

16 
18 
6 
6 
2 

10 
117 
139 
68 

6 

Number Not 
Now Running 
Owing to Crew 

Shortages. 

(D) 

8 
8 
8 
2 
8 
8 
4 
6 

10 
14 
8 
6 
8 

69 
81 

107 
8 
4 
6 
4 
6 

18 
IO 
2 

16 
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We consider that these services , are inadequate and the infrequency is 
having the effect of forcing an increasing number of people to other forms of 
transport. Although very little ·· can be done in the immediate future, it is 
the aim of• the railways to provide by smalll.er units, faster and more frequent 
services, a.nd we agree that through this policy passenger traffic should increase. 

RAILCARS 
The following railcar: services are at present in operation :-
(a) 6 Wairarapa type cars are used between Wellington - Upper Hutt -

Masterton - Woodville a:nd Palmerston North. 
(b) 6 Standard type railcars are used between Wellington and New 

Plymouth and between Napier and Gisborne with one week-end . 
return trip between Gisborne and Wellington. 

( c). 9 Vulcan railcars are used between Ohristchurch-Greymoutb-Ross and 
Westport. 

There are 35 new railcars on order. These are approximately equal in 
carrying capacity to 70 of the present type, and it is the Department's intention 

· to use them as follows :-
15 S Auckland-Whangarei.:...Opua. 
. l Auckland-Rotorua-Taneatua-Taumarunui. . , 
5 Wellington - Upper Hutt - Masterton - Woodville - Palmel'.stQn 

North. · · 
15 S Ohristchurch.:.._Greymouth-Ross-Westport. 

l Christchurch-Picton. · 
j . 

This will release 6 '\Vairarapa and 9 Vulcan railcars for use where their 
lower seating capacity will be sufficient for prospective traffic requirements. 
The following areas are the most likely ones:- · · 

6 New Plymouth - · Taumarunui. 
(Wairarapa) 

(*Dunedin-Cromwell (Otago Central). 
9 J Invercargill-Lumsden. 

(Vulcan) l Invercargill-Tuatapere. 
Invercargill-Bluff. 

* It is also proposed to run the Dunedin-Cromwell railcars between Dunedin-Mosgiel 
and Port Chalmers during their availability in off peak hours. 

We are advised that the question of replacing all provincial expresses with 
railcars ( except at holiday and peak traffic periods) has been examined. A 
total of 101 railcars (i.e., 45 more than at prese:p.t in service and on order) 
would enable this to be dorie and would also permit the elimination of all local 
passenger trains (Auckland- Frankton Junction, Wellington-Palmerston 
North, Wanganui-New Plymouth) and the majority of mixed trains. Whilst 
we agree tha.t all of these services are very desirable, we are of the opinion that 
fast railcar services, either daylight or evening, between Auckland-Wellington 
and Christchurch-Dunedin-Invercargill would ·be most popular with the 
travelling public and profitable to the Railways. The inability of the Railways 
Department to provide a daylight service was responsible for the present 
privately operated Landlirn:ir Road Service between Auckland and Wellington. 
'l'his it is estimated by the .Department, causes a loss of revenue to the railways 

· of £20,000 annually. Furthermore, there is no night service between Dunedih­
Ohristchurch during the week, and consequently two days travelling are 
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necessary for the purpose of a onec.day visit to either•centre. An application 
for an evening road service to overcome this disadvantage was recently. opposed 
by the railways, and if granted will mean a further loss in revenue. The 
institution of an evening railcar service between these two centres will obviate 
the n.eed for any such road service. We consider thest: fast through railcar 
services of such importance as to warrant their priority when the first of the 
new railcars come to hand. 

The dislocation created by the strike, the lack of staff and rolling-stock, 
the competition from motor transport, and the shipping congestion have all 
combined to make train running difficult. Making allowances for all these 
factors, however, there has· been a very definite lowering of the standard .of 
service to the public. Railways are no longer a monopoly, but have to face the 
competition of road and air services and the private motor-car. Price is not the 
,;mly factor in securing business, and any disadvantages such as high charges 
and lack of flexibility that the railways :µiay suffer compared with road or other 
transport can in some measure be offset by service and goodwill. 

The cancellation or alteration in the times of train departure, and the 
slow delivery of goods, although caused · by . outside factors, · are irritating and.· 
tend 'to make the public look elsewhere for transport · sei:vice, with the danger 
that when the service is improved the customers may not be regained. ... . 

Every effort should be made to remove any causes for complaint. Although 
the bulk of the railways revenue actually comes from · goods traffic, in the mind 
of the general public railways are associated with passenger trains and stations. 
Dissatisfied passengers can be the indirect means of losing goods traffic business. 
On the other hand, a high standard of passenger service can have far-reaching 
effects in other branches of the railways. · ·' 

We do not subscribe to the view held by many people that rail passenger 
traffic is dying and that the whole future of the railways lies in goods haulage. 
On the contrary, with the prospective development of railcars, diesel electric, 
and also electric traction, bringing faster and more frequent services, passenger' i 
traffic should increase. It is all the more important, therefore, that· a )high 
standard of service be established. 

ADEQUACY AND EFFICIENCY OF ROAD SERVICES OPERATED. 
BY THE DEPARTMENT AND OF ROAD SERVICE VEHICLES 

The Railways Department operates the road services, which are shown on 
Maps Nos. 3 North Island and 4 South Island. The services. are detailed in 
Appendix No. 5. 

The following tables convey a picture of the structure :-

Total capital investment 
Vehicles in use-,­

Passenger 
Goods 

Number of staff engaged ...... 
Mileage for year ended 31st March 1952 
Passenger-journeys for year ended 

31st March 1952 
Goods tonnage transported 

779 
289 

£2,812,766. 

, ,l,068.i' 
1,725. . 

22,716;244 vehicle-nii}es. · 

24,663,915 journeys. 
221,689 tons. 

'·i . 
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Operating Results 

Year Ended Annual Passengers 
31st Ma.rob, · Mileage. Carried. 

1927 150,060 200,955 
1928 546,800 860,036 
1929 1,704,724 2,919,605 
1930 1,819,501 3,304,586 
1931 1,701,633 3,187,554 
1932 1,302,524 2,384,679 
1933 1,335,152 2,740,263 
1934· 1,324,879 2,783,184 
1935 1,562,832 3,011,187 
1936 1,792,872 3,242,469 
1937 3;416,632 4,556,316 
1938 4,630,938 .5,446,339 
1939 5,828,545 5,732,282 
1940 6,212,286 6,665,999 
1941 7,055,439 7,730,678 
1942 7,697,751 9,022,526 
1943 6,131,769 9,889,184 
1944 6,768,673 11,611,230 
1945 8,457,053 13,750,754 
1946 11,546,053 16,587,833 
1947 17,144,390 20,364,278 
1948 19,196,096 21,537,007 
1949 20,691,342 23,532,473 
1950 22,327,470 25,696,036 
i95l 21,979,135 24,090,928 
1952 22,716,244 24,663,915 

The capital investment is as £oUows :-

(1) Vehicles and Plant-
(a) Vehicles not yet fully depreciated-

Passenger .. .. .. . . 
Goods .. .. . . .. 
Ancillary .. .. .. . . 

(b) Vehicles fully depreciated but still in service-
Passenger .. .. .. . . 
Goods .. .. . . .. 
Ancillary .. .. .. . . 

(2) Goodwill-
Passenger .. .. .. .. 
Goods and ancillary .. .. . . 

Sub-total of (1) and (2) .. .. 
(3) Offices arid garage buildings, including bus shelters 

Land· .. .. ·. .. .. . . 

Total (I), (2), a.nd (3) .. .. 

Goods Profit. Tonnage. 

-----·· 
£ 

521 
2,368 
5,672 
8,598 

5,689 21,698 
12,035 21,974 

101,901 25,538 
82,407 9,260 
51,870 31,846 
42,416 · 42,730 
33,184 48,054 
25,087 66,.533 
25,070 81,132 
34,620 139,857 

128,517 166,899 
183,909 75,281 
197;897 27,336 
200,886 
208,.,669 
221,689 

I Original Capital I ·Depreciation 
Cost. Provided. 

I 
I 
I £ £ 
! 1,333,889 564,995 

55,947 18,528 
44,107 26,664 

1,433,943 610,187 

477,067 477,067 
35,659 35,659 
42,084 42,084 

554,810 554,810 

325,896 311,308 
82,507 75,701 

408,403 387,009 

2,397,156 1,552,006 

355,008 
60,602 

415,610 

2,812,766 

Loss. 

£ 
100 
234 

9~327 
11,416 
5,843 
2,951 

69,654 
52,504 
28,200 

I Book Value at 
31st .March 1951. 

£ 
768,894 
37,419 
17,443 

I 823,756 

.. 

. .. 

.. 

.. 

14,588 
6,806 

I 21,394 

845,150 

NoTJ):.-As at 31st March 1952 goodwill item £21,394 had been reduced to £6,170. 
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The " rolling-stock " of the railway road service comprises the following 
:fleet:-

Omnibuses----,. 
20 seaters ( including driver) 5 
25 seaters ( including driver) 39 
30 seaters ( including driver) 83 
35 seaters (including driver) 145 

over 35 seaters ( including driver) 83 
355 

School buses ...... 8 
Service coaches---,. 

10 ~eaters (including driver) 5 
12 seaters (including driver) 6 
15 seaters ( including driver) 31 
20 seaters ( including driver) 44 

over 20 seaters (including driver) 232 
318 

Composite vehicles ..... 17 
Passenger trucks ·2 
Troop carriers· 2 

Motor-cars-
Touring cars }79 Taxis 
Service vehicles 

Motor-lorries-
Light ( under 2 tons) 11 
Heavy ( over 2 tons) 229 
Vans ...... 13 
Articulated- trucks ..... 11 

264 
Trailers 10 
Utility vehicles 13 

1,068 

A.s· the Railways Department has continued to _ operate the vehicles taken 
. .over from the previous owners, the fleet consists of many different makes, 
but some measure of standardization is being effected as new vehicles are being 
purchased and the older vehicles are being scrapped. 

· Of the above vehicles, 66 omnibuses and 11 articulated freight lorries are , 
diesel operated, and arrangements have been made to convert further petrol 
vehicles to diesel fuel in oPder to effect further economies in operating costs. 

Age of Vehicles 
A. survey made in December 1951 showed the age of the total fleet controlled 

by the Road Services Branch to be as under :-

· Service Coaches, Tour Cars, Omnibus and Composite Vehicles, ·Average for-Age-groups, - School Buses. Passenger Trucks, Lorries. Taxis, All Vehicles. 
Troop Carriers. Service Cars. -

Per Cent. Per Cent. Per Cent. Per Cen:t. Per Cent. 
Under 10 years .. 70·4 67·7 66·1 44·8 66·33 
Over 10 years .. 29·6 32·3 33·9 55·2 33·67 

- --
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'.,i:Approximately 10 pel" cent of the service vehicle~ are being replaced each 
year, and no difficulty is being experienced now in maintaining a satisfactoryi, 
standard. 

The comprehensive coverage afforded by Road Services Department caa 
be gauged by refereuce to the Maps Nos. 3 and 4, together with Appendix 5, 
mentioned earlier. 

It is the opinion of your Commission that the services provided are 
adeq_uate for present requirements. 

•' It. is convenient to refer here to some financial aspects of the Road Servic~ 
operations. 

During the last ten years this Department has earned a surplus of 
£454,134 for the railway accounts and has by this amount reduced the necessity 
for subsidy from the Consolidated Fund. 

The annual mileage run and goods tonnage carried have both shown a. 
sa~isfactory rate of growth year by year. · 

, Although expenditure has exceeded revenue during the past three years,. 
the loss has been reduced from £69,654 in 1950 to £28,200 in 1952. 

These losses have been incurred mainly by passenger traffic on suburban 
running, particularly the Wellington- Hutt Valley and Johnsonville suburban 
·routes. 

i During the year ended 31st March 1952 this service carried over 13 million 
passengers and received a gross revenue of £428,280. However, as expenditure 
amoun,ted to £475,621, which includes an interest charge of £5,795, the service 
showed a loss of £47,341, being the equivalent of 0;85d. per passenger journey. 

On the 2nd March 1952 passenger fares were increased on the route­
sei:vices of the New Zealand Railways Road Services, and it is anticipated that 
the financial result of these services during the year ending 31st March 1953 
w.:ill be satisfactory. The suburban passenger fares, however, were not increased, 
and we find that there has been only one increase since the Railways Department 
took; over the services in 1927-i.e., twenty-five years ago. It seems to us quite 
wrong that the Railways Department should bear the loss incurred in providing 
the, road services to the Hutt Valley. We are of the opinion that the portioa 
otthe loss which is attributable to the railways providing the eqJivalent of a 
civ.i~·, omnibus service in the Hutt Valley should be borne by the local people, : 
rather than by the general taxpayers. In other cities where there are publicly­
owned road passenger transport undertakings the local people must · pay 
eeowmic fares or the local ratepayers must make good any loss. 

·: We recommend-
(!) That the Railways Department forthwith fix and charge 

economic fares for what are known as the Hutt Valley and Suburban 
i .\', \ '·, · road services. 

(2) That the local authorities whose territories are served by the ' 
New Zealand Railways road services be approached to form er 
Transport Board to take over at valuation, c;i:nd operate the road 
services. from the opening of the electric railway. to the Hutt Valley. 

Or alternatively-
.• That the Raiiways Department operate the road services on 

behalf of · the respective local authorities. who will each year pay to, 
the Railways Department any loss which may be incurred. · · 
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If none of these alternatives be adopted, we recommend that on the opewin9 
of the electric railwOf!J to the Hutt Valley this road service be abandoned. We 
do not consider that the provision of suburban omnibus services is a· true 
function of the Railways Department, and, judging by experience elsewhere, 
the abandonment of the services is not likely to cause the citizens any real 
liarm, because some private operator will undoubtedly be prepared to undertake 
the responsibility. 
. Furthermore, in view of the high cost of the Hutt electrification scheme 
and the density of traffic between Petone and Wellington, we recommend that 
after the line is electrified, no bus service be permitted on this section . 

. · We ·have referred in some detail to the lfutt Valley Road Services. There 
are also other services where losses are being incurred and where it is doubtful 
if their continuance is really the function of the Railways Department. 

We recommend- · 
That the Road Services Department undertakes a careful resurvey 

of the position with a view to disposing of many of the smaller 
services which could be profitably operated by owner-drivers. 

. From our observations, we are of the opinion that the Road Services 
Department is in the main efficiently managed and conducted. It is, however, 
capable of improvement, particularly in small details which mean much to the 
travelling public. 

·•· 
_RAIL/ AIR SERVICE 

. This is a comparatively new service. For the year ended 31st March 1952 
the tonnage carried was 22,662 tons, compared with 14,460 tons in 1951. The 
revenue was £302,859 and the profit was £14,742. 

New Zealand Railways accepts air freight for transport from any railway­
station in the North Island to any railway station in the South Island, and 
vice versa. Transport is as follows :-

North' Island: Rail between station concerned and. Paekakariki; road 
Paekakariki-Paraparaumu. 

Air: Paraparaumu-W oodbourne. 
South Island: Rail between station concerned and Blenheim; roac}. 

between Blenheim and W oodbourne. 
The great bulk of the traffic carried is so routed; in addition, special 

direct flights are made at times,-e.g., stud sheep Masterton-Dunedin: fruit, 
Alexandra-Paraparaumu. These are almost invariably inter-Island. 

Receiving and Delivery Depots 
Every railway-station in New Zealand serves as a rail/air depot. In 

addition, there are special depots at Auckland, Wellington, and Christchurch. 

Aircraft 
The rail/air service was inaugurated in February 1947 with aircraft 

chartered fr@m the Royal New Zealand Air Force. Later the National Airways 
Corporation took over these aircraft, and the Department chartered them from 
the Corporation. As from June 1951 the service. has been maintained with 
aircraft and crews chartered by the Railways Department from a private 
company, Straits Air Freight Express, Ltd., who are in no way concerned with 
the operation other than the supply and maintenance of aircraft. The terms 
of the contract preclude the company from carrying any freight whatsoever 
other than for the Railways Department. 
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Type of Traffic Carrled 
All classes of merchandise and live-stock are carried. The greater proportion 

of the merchandise, however, is that which tends to be light and bulky rather 
than heavy and compact. Accordingly, the lighter types· of merchandise are 

. attracted· to .air transport despite .a much higher rate per ton. 
Trips are run as traffic warrants. Six return trips daily comprise the 

normal service on the Cook Strait run. 
·: The Department considers the rail/air service to be not only a profitable 

subsidiary service, but a service which is of great convenience and value to 
. the community as it makes inter-Island air transport available to every locality 
served by a railway-station. Facility to combine air transport with rail 
transport in such a way that the comparatively costly air component is reduced 
to a minimum gives a fast yet comparatively cheap service, and this makes the 
advantages of - air transport available to numerous users whose traffic is 
comprised of commodities which will not bear the cost of direct air transport 
from point of origin to destination. 

In another part of this report we have drawn attention to the uneconomical 
overlapping of the New Zealand transport services. We can foresee problems 
arising from the expansion of this rail/air service if open competition should 
develop between two State-owned transport organizations. 

REFRESHMENT-ROOMS 
This Department showed a loss of £50,053 for the year ended 31st March 

· 1952. 1 Included in the figures is an. item of £25,524 for Head Office charges 
covermg wages, interest, and miscellaneous. . 

We draw attention to the fact that t4e following refreshment-rooms, which 
provide hot meals, account for £30,471 of the total loss, made up as follows:-

Frankton 
Taihape 
Marton 
Napier 
Christchurch 
Otira 
Oamaru 

Total 

£ 
8;081 
1,642 
9,357. 
1,155 
1,123 
3,681 
5,432 

. £30,471 

Wellington shows a loss of £5,103. As in other rooms, little or no benefit 
was received from the price increase granted on 2nd March 1952. These 
rooms are in rather a different category as the largest part of the turnover 
comes from city users. Steps• are being taken to improve the position. 

The total number of hot meals served in all rooms showed a decrease of 
13,057, and was no doubt affected by the curtailment of rail services. , 

It is obvious, however, that (a) comparatively few of the travelling public 
buy a hot meal except in Christchurch, where the ferry passengers are provided 
with breakfast, and ( b) a very large staff, including , a chef; is required to 
provide these hot meals. 

The following figures show the number of hot meals served at these rooms, 
the number of trains per week which stop long enough to enable passengers to· 
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partake of a meal, the number of dining0 room staff, counter staff, and total 
staff employed :-

Number I Numb!'r I Aver,11ge I Dining-ro. om I of Meals of Trams Number St ff 
Served.· j Per Week. Per Meal. a · 

ton .. .. 34,781 19 37 17 

Counter 
Staff. 

16 

Total., 

33 Frank 
Taih ape (a) .. .. 13,966 (12) .. 

Buses only 
5 5 5 

on .. .. .. 36,708 10 71 17 9 26 
·er (a) 

Mart 
Na.pl 
Chri 
Otira 
Oam 

.. .. 2,133 6 7 5 5 5 
stchurch (b) .. .. 26,551 6 85 10 5 15 

(c} .. .. .. 9,996 4 48 8 5 13 
aru .. .. .. i 46,156 12 74 17 7 24 

(a) Taihape and Na pier use the same staff for the dining-room and counter refreshments. 
( b) In Christchurch the dining-room staff is 5 full time and 5 part time, and counter staff is 

4 full time and 1 part time. • 
( c) In Otira the dining-room staff is 7 full time and 1 part time, and counter staff is 4 full 

time and 1 part time. · 

In the case of Palmerston North, where no hot meals are served but where 
the receipts are £24,793, the staff employed is 15. 
. We are of the opinion that to increase the price of a meal to an economic 
level would involve a further heavy decline in the number of meals served. 

We therefore recommend-
That the serving of hot meals be discontinued at Frankton. 

Marton, Napier. Otira~ and Oamrau, and that a cold buffet with. say, 
soup and potatoes be supplied in its place. 

If most of the food were supplied by an outside caterer a very big reduction 
in kitchen staff could be made. 

At the present time a whole-time staff is employed at all refreshment-rooms, 
eve:p_ although there may be only two or three trains per week. This is 
obviously very uneconomic, and we suggest that in these cases every effort 
should be made to secure part-time staff. . 

After examining each individual case and considering the needs--of the 
travelling public, we recommend-

(a) That the refreshment~rooms at Woodville and Kaitoke be 
closed. 

*(b) That the Taumarunui rooms be not opened for the" Limited," 
which arrives at 3.55 a.m. · 

*(c) That the Ohakune rooms be not open for the arrival of the 
express at 1.56 a.m. and 2.53 a.m. 

(NOTE.-*The number of passengers who alight off these expresses is v&y smaH 
indeed and in no way warrants paying penal rates to a staff.) 

Steps are now. being taken to close certain rooms for one day per week, 
and the staff in other rooms will be reduced. 

The steps taken to remodel the refreshment-rooms at such points as 
Frankton and Palmerston North are to be commended, and we suggest that 
continued experiments in layout be made to solve the problem of catering for 
large numbers as quickly as possible in order to shorten the time of the 
journey. 

Submissions were received suggesting that dining cars be reinstated or 
buffet cars introduced. As regards the former, after hearing the evidence we 
are satisfied that the difficulties and loss experienced in the past would be 
very much greater today, and therefore we have no recommendation to make. 
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· We gave serious thought, however,. to the installation of buffet cars on the 
principal train services. We agree that these would be an added convenience 
to the travelling public, but there are difficulties. The installation of a buffet 
car would reduce the number of passengers per train by one ear load, and as 
the passenger traffic today is being carried at a very heavy loss this would 
have a serious effect on railway economy. A still bigger objection lies in the 
construction of the New Zealand carriages which are not of the corridor type. 
A buffet ear on the '' Limited,'' for example, placed between the first and 
second class carriages and serving a light supper and morning tea, would 
involve a continual stream of people passing backwards and forwards through 
the carriages. · . 

We suggest that the matter be kept in mind when smaller units are being 
introduced. 

BOOKSTALLS 
· There are fifteen .bookstalls operated by the Department. The turnover for 

1952 was £246,429, and gross profit £18,870. Wages absorbed £26,092, largely 
. due to the penal rates incurred as bookstalls of necessity cannot observe 
ordinary shop-keeping hours. 

The loss for the year was £2,393, but included in the accounts is a charge 
for rent of £17,517 and £4,868 for headquarters staff. The rent is based on 
a percentage. of revenue, and although this is only a transfer to Head Office 
Accounts it makes the trading position appear to be worse than it actually is. 

PUJUJCITY AND ADVERTISING BRANCH 
After paying £13,622 to the Railways Revenue Account for rent of 

advertising sites and space and rent of buildings this branch shows a profit of 
£10,621. 

. The quality of the work turned out is very good, alld the Department is to 
be comm~nded for the high standard of production of its railway booklets, 
pamphlets, and other publications. 

On the other hand, we feel that its public relations side could with advantage 
be strengthened and encouraged. In the course of our investigations we formed 
the opinion that the public was ill informed on a large number of interesting 
railway matters and that oft-times the critieism of the railways was due to 
ignorance for which the Department was to some extent itself to .blame. 

We consider that the publicity should have, amongst other objects, two aims 
. -to keep the public well informed on all railway activities, present and future, 
and to induce young people to make the railways a career. 

Railway news, if properly presented, always makes good '' copy,'' and the 
1·ailways generally and the various branches in particular abound with interesting 
information about. which the public knows very little. Little is known, for 
-example, of the reasons for, or the difficulties surrounding, the proposed 
,electrification of the main trunk. Practically nothing is known of the variety 
and quality of the work turned out by the workshops or of the high standard 

. of apprentice training available there. 
The railways 'are a trading concern and, like other trading concerns, should 

advertise itself and the career it can offer. . About 50 per cent of recruits to the 
railways are relatives of railwaymen, and it is quite probable that they join the 
service because' they already know something about it. · · 

The Publicity and Advertising Branch is conducted with a very small 
executive staff which has so many other activities to cover that it is not possible 
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for it to give all the time necessary to develop the public relations side of its 
publicity. , To achieve this we recommend :-
~ · · The appointment of a special Public Relations Officer. 

It would· be the duty of this officer, though attached to the Publicity Branch: 
to .work in close itssociation with the General Manager. 

MOTIVE POWER 

LOCOMOTIVES 

, The locomotive stock as at the 31st March 1952, the number on order, and 
anticipated delivery date is as follows:~ 

Number on 
Order. 

Anticipated Date 
of Delivery. 

Coal-fired steam locomotives. 
Oil-fired· 

Present 
Stock. 
558 

77 16 
56 
57 

1952 
1952-57 
1952-54 

Diesel-electric main-line locomotives 
Diesel-mechanical shunting locomotives 
Petrol and diesel rail shunting tractors 
Electric locomotives 

4 
28 
22 
21 

6 
35 Railcars 

710 170 
We must express concern at the position we found regarding future supplies 

of locomotives. During our sittings there was produced the report of the 
previous General Manager, Mr. F. W. Aickin, in which he advocates the 
immediate commencement of electrification of the North Island Main Trunk, 
which involves the purchasing of a number of electric locomotives. At an early 
stage in our investigations the present General Manager, Mr. H. C. Lusty,. 
indicated that he did not endorse his predecessor's report, and that he was 
considering an alternative. At the conclusion of our investigations Mr. Lusty 
placed before us a further submission, dated 3rd June 1952, in which he says, 
inter alia,- · 

'' There is, in my opinion, no necessity to proceed with the work 
in the immediate future and, in view of the fact that sufficient 
locomotives will be available to meet all traffic needs for ten years to 
come, there is ample time to have electrification and alternative 
schemes carefully and thoroughly considered before a final decision is 
made. I would like to see such an investigation carried out by our 
responsible senior officers without undue haste and without the influence 
from outside which has been evident in respect to the electrification 
proposal.'' . 

Reporting on the question of the future locomotive power position on 13th 
January 1950, the then Chief Mechanical Engineer, Mr. P. R. Angus, indicated 
that according to his estimates 323 new locomotives would be required over the' 
ten years to 1961. On 18th September 1951 the present. Chief Mechanical · 
Engineer, Mr. R. F. Black, reported on the matter and he said, inter alia,- . · 

'' The foregoing survey indicates that the position is safe for the 
next five years, but this is entirely dependent on the success of tM, 
thirty-one diesel electric locomotive$ on· order, and by this I mean also 
that these engines will be sufficiently reliaWe to do an annual mileage of 
60,000 per year in both Islands. 

'' Any failure to realize this will mean a corresponding shortage 
of locomotive power to move the traffic, and, correspondingly, aggravate 
the shortage of locomotive running staff, as we are also depending on 
one-man operation of these units on goods trpins to help relieve our 
grave manpower shortage.'' 
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The apparent conflict of opm10n is disturbing, and leaves us unable to 
express any opinion as to whether or not the locomotives in stock, and on order, 
wiU be sufficient for t"µe next ten years. It seems to us that the question is 
largely bound up with the p:roposal to electrify the North Island Main Trunk, 
and that until this question is finally settled, one way or the other, authoritative 
opinion cannot be expressed. 

REP AIRS TO LOCOMOTIVES 

Due to the serious arrears of repairs over the last five years, the overall 
condition on a high proportion of the locomotive stock is very much below 1939 
standards. 

An indication of the position is found in the Engine Failure Return. An 
average figure pre-war was 30,000 miles per failure, while to-day it is 
approximately 12,000 in the North Island and approximately 19,000 in the 
South Island. 

In the North Island the deterioration is due almost entirely to the excessive 
number of locomotives overdue for overhaul and the very excessive mileage 
which such engines have to run between overhauls. 

In the South Island the position is not so bad, but it has been affected by 
the fact that in the last twenty years only 34 new locomotives have been added 
to stock, compared with 105 in the Nl':lrth Island. 

CARS AND WAGONS 

Cars 
The following is the comparison between the stock of passengers cars, 

railcai-s, multiple units, brake vans and postal vans at 31st March 1939 and 31st 
March 1952 :-

North Island­
Carriages · 
Railcars 
Multiple units 
Brake vans 
Postal vans 

South Island­
Carriages 
Railcars 
Brake vans 
Postal vans 

31st March 1939. 
873 
13 
12 

266 
7 

616 
2 

207 
4 

31st March 1952. 
843 
12 
86 

271 
4 

608 
9 

196 
4 

In the North Island from 1939 to '1941 a normal programme of new-car 
construction was undertaken at Otahuhu, and during this period some 200 cars 
and vans were constructed. Owing to inability to obtain materials and the 
shortage_ of staff it has not been possible to recommence any major car 
construction .Programme. 

In the South Island during the same period some 160 cars and vans were. 
constructed but it has not bee11 possible to start a further programme. 

WAGONS 

The wagon position. comparison is as follows:-

31st March 1939 
31st March 1952 
Net increase since 1939 ,,,,,, 
Net increase, per -cent .... ,, 

N ortlr Island. 
14,563 
18,191 

3,628 
24·9 

South Island. 
13,838 
17,140 

3,302 
23·9 
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The stock at 31st March 1952 was made up as follows.:-

.. 

Type of Wagons. 
Live-stock 
Highside 
Lowside , 
Covered 
Flat top 
Insulated 
Hopper coal 
Miscellaneous 

Total. 
4,453 

20,883 
1,702 
2,166 

960 
1,197 
1,177 
2,793 

35,331 
In addition to the wagons listed above, there is a total of 159 tank wagons 

owned by private companies and other Government Departments and used for 
the transport of petrol and oil in bulk. 

REP Ams TO WAGONS 

Wagons under or awaiting repair as at 31st March 1952 =~ 

(a) Live-stock 
( b) Other Wagons 

Total Equivalent, 
Four-wheeled, 
North Island. 

529 
1,806 

Total Equivalent, 
Four-wheeled, 
Soath Island. 

205 
1,321 

Consequent on the shortage of wagons and other rolling-stock there has 
been an increasil\g tendency to make repairs to wagons which have reached, or 
almost reached, the end of their useful life as a means of efficient transport. 
As at 31st March 1952 the railway stock of wagons included a total of no less 
than 12,593, which are forty or more years old: 

Wagons are written off at the rate of 2½ per cent per annum of the original 
cost. No study is undertaken to ascertain the man-hour content of repairs to 
w1;1gons which have been fully depreciated. Wagons are pooled for repairs, 
and job costing to individual wagons is not carried out. 

Upon investigation it may be found, under normal conditions, to be more 
economical to use man-power on new wagon assembly lines rather than on 
repairs. Old wagons may also be a weak link in a train, and should it happen 
to be the cause of a derailment the hidden cost due to such derailment could 
quite possibly be in excess of the cost of a new wagon. 

Repairs are very costly in man-power, and in respect of some classes of 
wagons can be as high as 250 man-hours per wagon. It will therefore be seen 
that the question of whether it is economic to carry out major repairs to older 
wagons become very important. 

In another part of this report we have recommended the appointment of 
special Cost Research Officers from the railways accounting division, and the 
above example is just indicative of one of many avenues of investigation in 
which these. officers could be employed with considerable benefit to the 
Department. 

WAGONS ON ORDER 

A total of 4,479 wagons were on order at 31st March 1952. Of these, 4,060 
will come from overseas, while 419 are being built in New Zealand. It is 
expected that all orders will be completed by the end of 1953. 
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SHORTAGE OF WAGONS 
Considerable publicity has. been given to the shortage of wagons, but from 

the facts given below it will be seen that all the blame should not rest on the 
railways. . 

A very .good system of wagon control is used. The records of wagon 
stocks for both Islands are being balanced daily, and a daily report of all 
shipping traffic and loadings from large industries is obtained from each district. 

In the meantime the operations of the railways have been greatly hampered 
by the inability of the railways to meet all the peak demands, and this has also 
had a considerable effect on the year's trading. · '· 

Various factors have been responsible :-
, ·--., · · (i) T-he shortage of labour iri the workshops has affected the repair 
· ,· alid 'maintenance of wagons (see above)'. ·. · · · ·· 

(2) The coal shortage reduced' tl'ain services, and in consequence 
wagons were delayed in transit, thus reducing the number of wagons 
available for fu:r:ther loading. . 

(3) The five-day wee~ restricj;s the activities of carriers. Formerly 
ci:rriers could effect deliveries from railway sheds on Saturday mornings. 

''~ow ;(p.e_majority of warehouses and merchants observe Saturday as a.full 
holid'ay, and this in turn results in many railway wagons remaining under · 
load :over the week-ends .. 

(4) The quite abnormal congestion of . .shipping resulting from the 
strjke .and the easing of import restrictions has thrown a heavy strain on 
wagon supply. To speed up the turn-around of ships, shipping companies 

ihave diverted vessels to less.congested ports or have eliminated ports of 
· · discharge by putting out at one p0rt cargo for other areas and railing' it 
· to its • final destination. · 1 

( 5) The over0 ordering of trucks by shipping companies is serious and ~ 
immobilizes many wagons. For example, the average percentage of trucks 
over•ordered to the ship-side at the port of Wellington is 46 per cent, while 
at New Plymouth and -Auckland it ,is 20 per cent. · 

(6) The inadequacy of much of the yard and shed accommodation 
causes consequent delays in 13hunting and discharge of goods. 
... (7) Some importers. have .. been using the wagons for storage instead 

· or · their own warehou_ses. 
As mentioned earlier; 4,548 wagons are on order and should be in service 

by the end of 1953, and as the present shipping congestion is not likely to 
.continue the position will improve. The full benefit of the;;e wagons, however, 

.. will iiotJ:>e felt unless steps are tak!:)n to illlprove shed and yard accoi:p.modation. 

. Some. of the above . factors will adjust themselves, but. we feel .that, strong 
measures should be taken to penalize those who. use trucks for warehousing. 
Recently there were some 140 wagons lying in Wellington for nea;r ly six weeks 
wait.fog for the importers concerned · to iollect their .goods. · . · · 
i. W~ consider that the De:partment has by press advertis~ng and other 
·methods given ample, publicity to the_ ne~essity for prompt un~oading of goi;jds 
· wagons. Even with the most efficient utilization of wagons the Departm,ent h.as 
to maintain some 300 wagons on hand for every 100 trucks under load. · · It is 
certainly unreasonable to expect the Railways to provide wagons for storage as 
an alternative to warehousing, and we therefore recommend......: · 

The suspension of the press publicity (which' has ab:-eady cost 
· ·over · £2,000) and the correction of the problem by increasing the 

demurrage from 25s: a · day to 60s; a day for each four.:wheeled 
wagon. 
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WORKSHOPS 
We visited the main workshops in the four centres. The Hillside and 

:Hutt workshops are occupied with locomotive construction and repairs, while 
the Addington and Otahuhu shops are responsible for cars and wagons. There 
are other smaller workshops at East Town, Napier, Nelson and Invercargill, but 
these were not visited. 

The workshops are all well equipped with modern machine tools and plant, 
but, as mentioned in another part of this report, the shortage of man-power 
not only. prevents the full use of this plant but throws production out of 
balance. 

From our inquiries we are of the opinion that the existing workshops and 
their capacity, given a larger staff, are adequate to cope with railways require­
ments for some years ahead. Some additional equipment of a special nature 
may be necessary for the overhaul of new types of locomotives. 

The man-hours per overhaul are certainly greater than they were in 1939, 
but this is at least in part due to the more extensive overhauls on account of 
longer intervals between '' shopping '' periods. Without intensive investiga­
tion into the costing side it is not possible to gauge the extent to which the 
increased man-hours are justifiable. 

TARPAULINS 
During the hearing of the. submissions evidence was produced indicating 

that an additional factor creating a shortage of wagons was the shortage of 
.tarpaulins. 

An examination of the accounts show that the number of tarpaulins 
unaccounted for on the 31st March 1952 was 3,696. (The 1951 figure was 
4,171.) As the average cost of a tarpaulin is £14 for light-type canvas and 
£22 for old-type heavy canvas, this would appear to represent a loss of at least 
£50,000. 

On inquiry we were informed that, owing to the difficulty in taking stock, 
these figures may not be accurate. As the sum involved is considerable, a careful 
recheck should be. made, and if it is .found that a large number are in fact 
missing we consider that much 1 stricter control must be exercised by the 
Department and a determined effort made to recover possession of those missing. 

SHEDS AND YARDS 
We were not able to examine all the sheds and yards, but did see the 

proposed work at Auckland, Newmarket, Frankton, l\fa:rton, New Plymouth, 
Middleton, Dunedin, Burnside, and Timaru. There is ample evidence of conJ 
gestion causing <;lelays and inefficiency, and we are satisfied that these works, 
and from internal evidence the other works named in the estimates, are necessary. 

We inspected the Palmerston North statioµ, goods sheds, and marshalli:µg 
yards, and also the formation work done to'Wards the deviation of this li:µe 
from the centre of the city to the outskirts. We were impressed by the utter 
inconvenience of the present facilities; the difficulties which it creates for all 
sections of the staff, sometimes for considerable periods. We were informed 
that as long as twenty-five years ago the relief of congestion at Palmerston' 
North W!l-S considered urgent. 

: Whilst the completion of the deviation is a major work which should not 
be undertaken at a time of peak costs and labour shortages,. some 'relief of the 
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existing position is an urgent priority. This could be given by means of a shunt 
line and marshalling and unloading· yards at the northern end of the deviation, 
and this work would fit in with and be part of the ultimate deviation. 

Although this work is not at present in the estimates, we recommend that 
it be added to the priority list. 

RAILWAY PPRTS 
We visited the railway ports at Lyttelton, Port Chalmers, Bluff, New 

Plymouth, Wanganui, Timaru, and Oamaru, and submissions were made to 
us regarding the working of these ports. We are satisfied that, whatever con­
ditions may have existed in the past to justify the railways in working shipping 
ports, there is now no justification, with the exception of Greymouth and 
Westport, which are virtually coal-loading ports. At railway ports today the 
railways employ the wharf labour, haul goods from the wharfs, sort the 
shipments, and finally deliver the goods to local carriers or the consignees. 
Railway wagons badly needed for their proper service are too often used as 
storage accommodation by merchants importing goods through railway ports. 
We are of the opinion that the railways should not be involved in employing 
the wharf labour or in receiving and· sorting the goods. These are the duties 
of the shippi:qg companies and the Harbour aoards, and eventually it should 
be possible for goods to be taken to and from the wharfs both by rail and road, 
as is done in other ports-for example, Wellington and Auckland. We 
recommend, therefore---.:. _ 

That. with the exception of Greymouth and Westport. the affected 
Harbour Boards be given notice that the Railways will not · 
indefinitely continue working the ports, and that negotiations be 
entered into with each Harbour B,oard with the object of giving effect 
to this · recommendation at the earliest possible date. 

We realize that necessarily this must be a long-term policy, because existing 
physical difficulties in. the meantime preclude or limit the full development of 

· the wharf :facilities we envisage. · 

Submissions· have been made to us that additional sidings, shunting yards, 
and shed accommodation should be made available atrailway ports, but it is 
our opinion that while the railways should take action reasonably to meet· 
immediate needs, no major works should be undertaken unless with the 
co-operation of, and at the expense of, the particular Harbour Board. 

CASTLECLIFF RAILWAY 
At W anganui we were informed of tentative approaches for the acquisition 

of the Oastlecliff Railway, which is at present and has for. many years been 
operated by the Oastlecliff Railway Company between Oastlecliff and Wanganui 
town wharf. We can see no adequate reasons for the Department involving 
itself in further commitments and liabilities by the purchase of this line. 

We are, however, concerned that the Department undertakes all handling 
. and sorting of ships' cargoes at the Wanganui town wharf at a rate which is 
quite uneconomic, and we recommend-

That the charge for this service should be increased immediately 
to an amount sufficient to cover the actual costs plus a margin for 
contingencies. 
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LAKE WAKATIPU S'l'EAMERS 
The revenue for the year ended 31st March showed a· decrease of £1,230, 

while the expenditure increased by £972. The loss for the year was £6,181, 
.compared with £3,979 in 1951. The mileage run showed a decrease of 5,252 
miles owing to the fact that only one vessel was in service and reduced running 
was necessary during the period of the strike. 

The '' Ben Lomond,'' which was one of the original steamers, has now been 
withdrawn. As the cost of overhaul is likely to be heavy, a proposal has been 
·made that a new diesel-driven vessel be obtained which would be used during 
the greater part of the year, thus enabling the more ·expensive '' Earnslaw '' to be 
laid up except during the summer season. If this proposal is carried out it is 
estimated that the present operating loss will be reduced by about £885 per 
annum. 

· The present service has been showing consistent losses over the years. There 
is a proposal to construct a road from Queenstown to Glenorchy, and if this is 
done the steamer losses will increase considerably. The future of Queeni;;town 
appears to lie in its development as a tourist centre, and the passenger traffic 
carried is mainly from that source. · 

If it is Government policy to provide a steam.er service for the residents at 
the head of the lake rather than construct a road round the lake to serve this 
area, then we consider that every _effort should be made to continue the existing 
service on the most efficient basis possible, If, however, it is Government policy 
to construct a road then it would appear very inadvisable to purchase another 

,--steamer. 
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PART 2 

ORDER OF REFERENCE No. 2 
The adequacy in numbers, experience, efficiency, and mobility of the 

existing staff, and steps, if any, necessary to consefve and augment the staff· 
or improve its location by means of housing, hostels, and the like. 

We are convinced that one of the main obstacles preventing the Railways 
Department from providing an adequate service and greatly improving its. 
financial position is the shortage of staff. 

The reasons for the Dominion-wide shortage of manpower are well-known, 
and it is obvious that as long as large public works of a nationa:l nature are, 
embarked on, making heavy demands on the existing pool of skilled tradesmen, . 
and employers continue to offer wages well in excess of award rates, the railways 
must be badly handicapped in their efforts to secure or even maintain an adequate, 
staff;, 

The shortage of staff has a very definite effect on the financial. side of the, 
railways also, and the sum paid out in '' avoida_ble '' overtime last year amounted. 
to approximately £800,000. · 

The railway system is an intricate organization employing over 25,000• 
persons, of whom a large percentage are highly skilled in different phases of" 
railway work, all essential if the the system is to work efficiently. 

At the present time the shortages in the various branches are as follows:--
Salaried Division 499 
General Division­

Traffic 
Locomotive running 
Locomotive depots 
Car and wagon depots 
Way and works ..... . 
Signals and communications 
Stores 
Sawmill 
Refreshments 
Road services 
Workshops 

'fotal-Salaried Division 
Genera:l Division 

Grand Total 

499 
4,421 

4,920 

1,104 
605 
100 
45 

979 
219 
24 
13 
94 
82 

1,176 
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, We are not in a position to confirm these figures. We know that 1at the 
'Present time, as the result· of a reduced train running schedule, the shortage 
is· not causing undue embarrassment in soine sections; but we know a,lso iliat 
•it is because of shoi•tage particularly of locomotive men that a full sched'u'le 
is not being run, whilst, in adl!lition, many improvements to the service· are 
unable to be made. _ In any ~ase, it ,has to be borne in mind that over :ff long 

'period of years the 'railways have -~.hown a steady increase in traffic of}rom 
·2½ per cent to 3 per cent annuallr, and t~ere is a.big b~klog of worlt,1f.,,be 
,overtaken before a completely efficient service can be provided. · 

Recruitment of staff for the railways is affected by several factors; some 
,-of which are~· · 

The shortage of houses f~equently involves railwaymen living some distmice 
from their work, and thereby makes mght-shift work less attractive than' it 
need be. 

The, housing position has_ an ~ffect_ on the_ condition of compulsory tr?J].sfer. 
The incidence . qf social security, which .. is compulsory, diminishes , the 

a,ttraction of the Government superannuation scheme, which is voluntary., , 
. The. inability of the_,pepartment in recent years to grant,regular annµal 

leave, which is directly caused. by the present staff s:0.ortage. This is evii;l~n~~d 
.by the fact .that as at 31st March 1952 the annu11l leave in arrears: was:-:::,-.,Jf,,. 

Salaried Division. , 67,737 days 
General Division .... 186,029 days 

Total 253,766 days 

In addition to insufficient .!'recruitment of permanent staf! tO be trained 
.as railwaymen, the shortage has been aggravated by the normal retirement of 
trained staff on the completion of forty years' service. The, following table 
shows the effect of these retirements on various branches of the service during 
the next five years up to the end of 1957'. :--

·1 
l 
l 

, l 
I 
'l 

,· 
952* .. 
953 .. 
954 .. 
955 .. 
956 ... 
957 .. 

Total . , 

Year: 

.. .. 

.. .. 

.. . . 

.. .. 

.. .. 

.. , .. 

.. . . 

Salaried Division. 

Clerical. Foremen, &C. 
-·-----·-

A. I n: A. I B. 

70 10 31 82 
67 1 32 33 
64 ·2 31 19 
96 5 32 32 

126 5 20 27 
75 4 22 27 

l 4981 271 1681 220 

General Division. ... 
,_, ___ 

Tota1'.- ·· 
Locomotive Other . ,. 

Running. Branches. 
' ,• 

' j ·I I. A. B. . A, B .. ·A; " J'I. 
' 

' 
27 .. 7 256 135' 348 
35 1 7 122 141 157 
42 3 ·10 us 147' 142 
35 8 15 150 178 195 
40 5 11 126 197 163 
26 20 

71 169 I 130 220 
:-_--,. ·1-,--

2_05 37 57 I 941 I 928 i 1,2~5 
I ' --~----,-"---~-~~~~----~---~------------'-'-' '---·-

A On c~mpleting forty y~ars ' service. 
B On attaining sixty years of ,age. 

· · · * The 1952· · :figures under '' · B '' include members who are already · over sixty )'ettrs' 'of 
.-age and are eligible to retire. -: • -, : . · 

In 1951 the retirements numbered 245, while the resignations amount~d to 
,5,986. Of this number the reasons given by 3,182 for leaving were to go to 
·" other employment for higher• remuneration or with improved conditions• or 
:{prospects. '' 



D-3 32 

The lack of sufficient staff in one branch can have an immediate and! 
detrimental effect on another. . In the Civil Engineering Branch, for example­
the engineering staff in 1939 numbered 59, and is today still only 59, of whom 
44 are fully qualified. This has to be compared with a desired strength of 70,. 
which was thought necessary as long ago as 1939. 

Unless sufficient engineers are forthcoming it is difficult to see much 
progress being made with important improvements beneficial to the railways,. 
and tliis will have far reaching effects on other branches. 

In the Locomotive Branch severe staff shortages have had a most noticeable· 
effect involving a reduction of trains and the working of long hours with 
exoossive night shifts, thus making the service less attractive and influencing 
more resignations, 

Since 1939 there has been a 34·7 per cent increase in gross ton-miles, but 
the total staff has been increased by only 277, and of this number there is a 
much larger proportion of casual, unskilled; and female staff than formerly. The 
shortage of skilled operating staff as well as· tradesmen has caused time0tables. 
to be reduced. Even with the restricted time-table, long hours are being 
worked by the traffic and· locomotive operating staff, as will . be seen from the 
following figures, which show the percentage who worked the hours specified 
for the week ending 1st March 1952 :- · 

Upto48 Over 48 Over 54 
Hours. to 54. to 60. Over 60. 

Per Cent. Per Cent. Per Cent. Per Cent. 
Guards 31 30 24 15 
Shunters 38 35 18 9 
Engine-drivers } 
Firemen and 33 36 22 9 

cleaners 

The guards, shunters, engine-drivers, firemen and cleaners could not, of 
course, function without the necessary administration and train running· 
branches of the railways organization, but nevertheless these are the men who 
actually " run the trains " from the average viewpoint. It will be noted from 
the above table that an average of only 34 per cent of the men were able to­
enjoy a working-week of forty0eight hours or less, whilst on the average 11 per 
cent of the nien worked a week of over sixty hours. It is also to be remembered 
that a high percentage of the hours worked are worked at night. The partic'Ular · 
week given is just a typical example and serves to indicate the general loyalty· 
of railwaymen to the job, as we have mentioned earlier in our report. 

Shortage of staff in the workshops· is also a serious matter, particularly in 
the North Island. Prior to the war the car and van stock in the South Island 
was being maintained to a very high standard, and the North Island standard 
was good. At the present time the South Island is at the same level as the 
North Island was pre-war, but in the North Island the maintenance has 
deteriora:ted to a very low level so that the average '' -shopping '' period is just 
on three years. As Main Trunk cars must be '' shopped '' at fifteen to eighteen 
months, many cars in secondary services are running about five years between 
" shopping:'' 

In the Hutt Workshops and the North Island running sheds heavy overtime· 
has- been worked for years trying to keep abreast of the locomotive overhaul 
position, but nevertheless the condition of many locomotives is very much below 
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pre-war standards. Locomotives due for overhaul at 90,000 miles are frequently 
not overhauled until they have run 140,000 to 160,000 miles. In the South 
Island the position is relatively satisfactory. 

The apprentice training in the workshops is excellent, but unfortunately 
many of these highly trained young men have left for other employment. As an 
example, at Hutt Workshops figures show that 64 per .cent of apprentices in 
all trades and 70·5 per cent of apprentice fitters have left the service within 
two years after completion of apprenticeship. · In the electrical fitter group, a 
group started with the object of providing a skilled staff capable of maintaining 
and overhauling the electric units and equipment, 66·6 per cent of the 
apprentices left within the same period. 

In the locomotive boilermaking section, a highly skilled trade, a most serious 
shortage of employees has also developed, and steps to improve the position are 
an urgent necessity. The number of boilermakers at the Hutt Workshops is 
now only 36, and about half of these are fifty years of age or more. There are 
only two apprentice boilermakers at Hutt and only six at Hillside, and unless 
more staff, including apprentices, are obtained a serious hold-up in boilermaking, 
maintenance, and repair work is inevitable. 

It is estimated by the Department that 1,176 more men are required· for 
the workshops-particularly in the North Island, where a much bigger mileage 
is run and the shortage is greater. · 

The railways are in a different category from any other Government 
Department. It is a trading concern, without the monopoly of the Post Office 
and is in competition with other forms of transport. It· has to protect a very 
large sum of the country's capital, yet its hands are tied. when it comes to 
competing for staff. Although its sphere of influence has been the subject of a· 
wide divergence of opinion, the fact remains that it plays, and always will play, 
a very important part in the country's economy. It cannot do that with a 
steadily decreasing staff. Not only does such a decline in staff involve a 
;reduction in the service the railways can give, but it also has a discouraging 
effect on recruiting. 

We do not suggest that the Railways Department be given a free hand to . 
. compete for labour, but we think that the service should, and can, be made more 
attractive than it is at present. 

In an endeavour, therefore, to recruit additional staff and, what is even 
more · important, prevent further resignations, we recommend-

2-D 3 

(a) That immediate steps be taken to initiate a scheme to provide 
sufficient houses to meet the railways requirement. We suggest that 
these might be found by importing prefabricated houses or by 
granting the railways an increased allocation of State houses. or by, 
building them with railway staff. or · by combination of all three· 
methods. 

(b) That a special intensive recruiting campaign be conducted 
overseas to bring to New Zealand a complete shipload of men who 
are trained or willing to be trained for locomotive operating or for the 
workshops; that to assist in this campaign the possibility be explored 
of obtaining young men from Britain on. say; a three-year contract 
basis · affording them the opportunity to return at the end of that 
period if they so desire. · . - ,. 

(c) That to ~ncourage railwaymen io reinain with the railwais. 
a long-service increment be awarded at the completion of each five 
or ten years of service. 
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(d) That a scheme be adopted whereby cadets showing suitable 
promise after two or three years in the service be given a University 
training in whatever , course would be of most advantage to the 
railways, at the expense of the Department. 

(e) That a system be adopted whereby each year some of the 
young and promising members be sent overseas to :work in an over­
seas railway. Not only would this have the effect of implementing 
the training of possible future heads qf Departments, but the know­
ledge that such a scheme was in existence and applying to al.I 
departments would be a .further inducement to_ encourage young men 
to join the service. It should not be difficult to arrange this on an 
exchange basis, so that the actual cost is negligible. 

(f) That steps be taken to encourage railwaymen to improve 
their standard. of technical education in what is such an important 
national organization by · providing some incentive for candidates 
who pass the necessary examinations. 

(g) That, as many railwaymen live in railway houses which they 
have to vacate when they retire, -consideration J:>e given to devising 
a scheme whereby a railwayman on retirement has the option of 
drawing his contribution and the Government's, plus compound 
interest, in a lump sum or drawing his superannuation in the ordinary 
way. 

(h) Th-0:t, as there are many departments in the workshops in 
which an incentive bonus scheme would be successful in producing 
advantageous results steps be taken to institute a· suitable scheme. 

(i) That, as the amenities provided in many of the country , 
railway houses are very poor, steps be taken to improve these 
amenities. (There are 1,898 railway houses which do not have a 
septic tank or sewerage service and 134 houses which are not 
equipped with hot-water service. Although shortage of labour may 
prevent major works being completed, these improvements could be 
carried out with local labour.) 

(j) That hostel and boarding settlements accommodation· be 
improved, particular attention being paid to the accommodation of 

1 

the younger men. 
(k) That, to assist in meeting the shortage of skilled labour in 

the workshops, an adult apprenticeship scheme be reintroduced with 
suitable safeguards for the existing skilled staff. 

(I} That a determined effort be made to ensure that annual leave 
in arrears is drastically reduced. 

(m} That, in view of the attractive salaries being offered • 
elsewhere for Professional Civil Engineering staff .and the urgent 
necessity for maintaining a full engineering staff in the Railways 

. Department, the scale of salaries being paid today be revised. 

/·. In another part of this report we have referred to the work done by the . 
locomotive staff. It would appear that in the future, there will be an increasing 1 

use of diesel electric traction or electrification. At the same time, there will 
still be the necessity for training engine-drivers, and we can see a danger that , 
men will not be prepared to become an engine-driver if there is uncertainty .l·f:-­

about their future promotion. · · · 

t 
I 
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We recommend therefore-
That the whole basis of promotion for the locomotive staff be 

reviewed. 
In an organization employing, and dependent on, a staff of 25,000 people 

a considerable expenditure would be justified if it would ensure a regular 
supply of skilled staff coming forward. 

A special school was conducted for many years, but was discontinued 
prior to 1939. This school ran courses lasting approximately three months, 
a hostel being provided for those whose homes were out of town. We co~ider 
that if the scope of .the school was enlarged and the duration of the course 
extended, a wider and more attractive appeal could be provided. 

We recommend, therefore--
Ca) That the present recruiting campaign through primary and 

secondary schools be intensified. 
' (b) · That a special school be re-established on conditions ~uitable 

to present-day requirements. · 

We think that if this is arranged on the basis of, say, a nine or twelve 
months' course this initial training by understanding tutors will provide lads 
with a good general insight into many phases of railways work and so help 
them to select the branch of the service for which they are best fitted or in 
which they have the greatest interest. 

We think, too, that this will assist to mitigate the losses of staff at an 
early period after employment. 

It is our opinion that consideration can, with advantage to the railways, 
be given to the following factors:- · 

(a) Whether the present slow mte of promotion in many branches 
of the service has an adver~e effect on the recruitment of staff. 

(b) Whether all the staff transfers which are constantly occuri:ing 
are necessary. 

( c) Whether the basis of '' authorized establishments '' -i.e., the 
number of staff in many stations--is sound in the light of present conditions. 
We. consider that these are matters which should be examined by the 

management and an effort made to bring the bases of railways employment more 
into line with the conditions applying in outside industry. 

We received a number of complaints regarding some of the existing 
conditions of service. It was not possible to investigate all these, and in any 
case individually they were too small to merit special recommendation. If they 
are justified, however, they would be put right with very little difficulty. 

We mention this because in any large organization a good staff relationship 
is of paramount importance. Matters which may appear small to management 
may loom large in the minds of the individuals concerned, and, if unadjusted 
too. long, destroy confidence. We suggest, therefore, that this aspect of manage­
merit be given special attention. 

In order to emphasize the urgency for immediate action to solve the pressing 
staff shortage problems we have given some prominence to specific sections of 
the railways and the state of staff shortages therein. It would be misleading, 
however, if this was taken as indicating that there are not many serious shortages 

.in man-power in other branches. 'fhe cases we have quoted are merely indicative 
of the general situation. · · 
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PART 2 

ORDER OF REFERE?fCE No. 3 
The incidence of competition by. other tramsport operations, the 

effect of subsidies on services; and the desirability of delineating a 
sphere of opermtions for railway service's and other transport operations. 

The railways have always been faced with the competition of coastal 
shipping, but in recent years there has been acute competition from road services 
and more recently from air transport . 

. It was in 1926 that the competition of road transport first became 
sufficiently serious to require legislative action with the object of giving a 
measure of protection to publicly-owned transport undertakings. Since that 

. time attempts have been made by further legislati_on so to regulate road 
transport as to prevent its operations unduly adversely affecting the publicly­
owned services. Goods and passenger services have been licensed, and in an . 
endeavour to ensure the fullest protection the railways purchased a number of 
the licensed services, some of which have been_ abandoned and some of which 
are still operating. In theory the provisions of the Transport -Licensing 
legislation should give a very substantial measure of protection to. the railways, 
but in practice this has not always proved to be the case. Private operators 
have . discovered loopholes, the use of which has resulted in substantial road 
operations which it appears clear were never contemplated when the legislation 
was enacted, and, in _ the case of goods transport, an extraordinarily large 
numb~r of temporary licences is issued authorizing the carriage of goods over 
routes. ' 

· As regards passenger transport, _at present there is legislative provision 
(Transport Licensing Regulations 1950, Amendment No. 3) for the running 
of contract road passenger services for traffic which properly comes within this 
category. This legislation is in line with legislation enacted in Great Britain 
to cover this class of traffic, and so long as services are operated under the 
conditions laid down there can be no complaint. 

We are informed, however, that there are a number of contract licences 
in existence which contain no proper contracting conditions, arid these are 

. used often in conjunction with subordinate booking agencies to cover services· 
which a.re wastefully competitive with the regular passenger services by rail and 
road; It seems .tq us that all such licences should be reviewed, and that contract 
trips sh~uld be r'\in only as authorized by the legislation. · 

"The existing legislation restricts the operation of private transporters of 
goods 'to within the limit of a distance of 30 miles alongside a railway; although · 
the Transport Licensing· Authorities .may and do in their judgment issue 
licences authorizing services within and beyoiid that distance. For all practical ;\ 
purposes the restrictive provision appears to have limited effect. There is a ' \ 
further provision that the Transport Licensing Authorities have no power to l 

_l 
,_, 



The following table . givmg particulars of temporary licences issued is illuminating, and m. our · opinion discloses a very 
unsatisfactory state of affairs:-

31st March, 

1952 .. .. 
1951 .. .. 
1950 .. .. 

TEMPORARY LICENCES 

No. 1 .Administrative District No. 2 · Administrative District No. S·Administratlve 
(Transport Licensing (Transport Licensing District (Transport 

Licensing Districts Districts Included). · Districts Included). Included). 

1. I 2. I 3. I 4. 5. I 6. I 7. 8. I 9. 

Goods 

868 J 4,536 I 1,444 I 1,714 1,326 I· 1,041 I 2,882 262 I 2,878 
y '--y---1 

.. 8,562 5,249 3;140 

.. 9,445 1,969 2,224 

.. .. .. . . 

No. 1 .Administrative District includes Nos. 1, 2, 3, and 4 Transport Licencing Districts. 
No. 2 Administrative District includes Nos. 5, 6, and 7 Transport Licencing Districts. 
No. 3 Administrative District includes Nos. 8 and 9 Transport Licencing Districts .. 
No •. 4 .Administrative District includes Nos. 10 and 11 Transport Licencing llistricts. 

{
I. North .Auckland. 
2 . .Auckland, Franklin County, Thames. 
3. Waikato, Piako, Matamata, Otorohanga, Waitomo. 

L 4. Rotorua, Tauranga, Whakatane, Opotiki, Taupo. 
( 5. Hawke's Bay and East Coast to Dannevirke. 
~ 6. New Plymouth to Taumarunui and Wanganui. 
L 7. Wellington to Taihape, Marton, Woodville, and Wairarapa. 

{ 8. West Coast, Buller, and Nelson to Kaikoura. 
9. Canterbury-Cheviot to Waimate. 

{ 10. W aitaki River to Clutha and Lakes County. 
11. Southland a.nd Wallace Counties. 

No. 4 .Administrative 
District (Transport 
Licensing Districts 

Included). Tote.I. 

10 I 11. 

1,812 I 967 19,730 
'--y---1 

2,779 
2,468 16,106 
. . 12,872· 
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grant a licence for a service, either passenger or goods, which has substantially 
the same· terminal points and routes as any service fo_r which the Honourable 
the lVIinister of Railways is the holder of a licence, but the lVIinister may waive 
his rights. 

We reeeived some submissions that the 30-mile limit should be increased 
to 50 miles, others that it should be extended to 100 miles, and still others 
that it remain at 30 miles. It was obvious to us that the varying submissions 
were mainly based on _self-interest rather- than the wider national interest, 
and there is obviously a conflict of opinion. From a national viewpoint we can 
find no valid grounds for extending the 30-mile limit, which can be considered 
as reasonable for the local carriage of goods. 

It was further submitted to us that the Minister's rights should be 
abrogated, but we · find nothing in the submission~ which would justify such a 
step. We must, however, make the comment that we consider it the clear duty o:r 
the railways to give the public reasonable service and not to rest on any 
protection which is afforded. If it can be established that a service is necessary,. 
it is our opinion that it is the duty of the railways to supply the service or not 
to oppose the application of a private operator. 

'-Ne desire. here to draw attention to what is to us the surprising recom­
mendation of the Commissioner of Transport : '' That the Railways Department 
be relieved of responsibility for running non-paying passenger trains, and that 
any necessary services be provided by private enterprise road services.'' 

We can see no justification for this negative attitude, which assumes that 
the railways passenger service will always run at a loss and ignores the 
posa'i.bility of their providing more frequent and more profitable services by the 
use of railcars, &c. It further ignores the large volume of indirect expenses at 
present borne by the passenger services, which would be a very severe penalty 
on the freight rates if the passenger services were discontinued. 

For some time past the railways have been handicapped by the shortage of 
coal and locomotive operating staff, with the result that it has been necessary 
seriously to curtail service. The coal position has improved, but the shortage 
of staff remains. However, when this is overcome the normal train services 
should be resumed . 

. When a comparison is made between the railway undertaking and the 
road services it must be remembered that the former provides and maintains 
its own highway with all the necessary safety and controlling devices. In the 
ca~e of road services the highway with any provisions designed to ensure 
safety is in the first instance provided by the general public, who contribute 
substantially to the maintenance and upkeep. It is true that the operators of 
heavy vehicles pay certain fees and taxes, but these seem insufficient to 
compensate for the wear-and-tear of the highway and the use of the facilities. 
The private operator is at liberty to withdraw his vehicles at any time, and he 
is left with no responsibility for the capital cost of the highway which he has 
used. Therefore, it appears clear that the private road operator is subsidized 
both as to capital and maintenance. 

The Secretary of the New Zealand Counties' Association in his submission 
stated-

'' Any move to transfer heavy haulage to roads should be resisted 
as, the cost of maintaining roads for heavy haulage is imposing a 
terrific burden on the counties' finances.'' 
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In giving evidence the Secretary . stated that it is not the counties' policy 
that. the goods should be kept off the roads for all time, and that the submission 
is related to the existing conditions. He stated that the roads today are not 
in a state to carry the traffic which they are being asked to bear. He complained 
of persistent over-loaq.ing of motor-trucks, especially on bridges. It appears 
that when the classification of the roads was changed some two years ago the 
comities said then that they did not think the roads would stand up to the 
loads which were going to be imposed on them. Now, after two years' experience, 
the counties are convinced that the roads are not standing up to the traffic, 
and that they are breaking up. The Secretary informed us that in classifying 
the roads the counties are virtually in the hands of the Transport Department, 
which may insist on a classification higher than the County Council's engineer 
may consider is warranted.· Apparently while any disagreement between the 
County Councils and Transport Department continues, the latter may not 
elassify a road, in· which case any weight of traffic may traverse it. 

The present legislation purports to place on road operators the responsibility 
of common carriers. There appears, however, to be no effective way in which 
this responsibility can be enforced, and road operators are in fact left to 
choose their loads. The railways undertaking, on the other hand, is obliged 
to accept without discrimination freight which is offered. It is true that the 

• present shortages of staff and equipment are embarrassing the railways, with 
the result that in some cases alternative means of transport must be provided, 
but this is only a passing phase. 

Some witnesses who have appeared before us have asserted that both rail 
and road services should be provided, regardless of whether the provision of 
both is economically justified. It seems to us that this contention cannot be 
sustained and that a decision must be made as to which service is to operate. 

We are of the opinion that it is clearly established that long-distance 
transport is a special function of the railways, which should be fully protected 
in giving that service. There is ~so little doubt that on occasions the transport 
of goods by road is ei,sential. 

Therefore, if the railways are to be effectively protected, we recommend~ 
(a) That the position of current licences authorizing the carriage 

of goods in competition or substantially in competition with rail be 
. reviewed. and that no further such licences be issued. · 

(b) That the issuing of any temporary licences be the function 
of the Railways Department. 

(c) That contract licences for the carriage of passengers be 
issued only for specific trips of the special nature as clearly stated 
in existing legiski:tion. 

(d) That there be enacted any legislation necessary to giv, 
effect to the foregoing recommendations. 

So far as ~he air services are concerned, the present competition is serious 
only in the carriage of passengers. The evidence submitted to us shows that 

· the commercial airways service is in a very·favourable position in that it has no 
responsibility to provide its landing facilities or navigational aids. This. was 
8pecially emphasized by the evidence of the Deputy Chairman of the National 
Airways Corporation when he told us that the cost of· the new Rongotai 
Aerodrome would not be borne by his organization. We understand that· this 
airport is designed primarily for civil aviation, and its establishment may well 
result in further reducing the number of. long distance passengers to Wellington 
carried by rail. 
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From the evidence submitted it is obvious that the present state of 
transport in the Dominion is chaotic and the cost of distribution, which is borne 
eventually by the public, is too· high. 

In road transport the present licensing regulations are being evaded in 
many cases; thousands of temporary licences are being issued, and there is a 
lack of . uniformity in the granting of licences. Ineffective ch~ck is placed on 
the speed or weights of lorries with the result that soon the country will have 
to face a very heayY bill for road maintenance. 

In air transport we find that the Railways Department is applying for a 
licence to operate further air freight services, presumably in competition with 
the National Airways Corporation, which is virtually another Government 
Department. 

ln sea transport, we find that, in order to compete with coastal shipping, the. 
railways charge special rates of freight which may or may not be economic.• 

Unless action is taken, the position will get steadily worse, and we 
recommend, therefore-

j' 

( a) That there shall be established an over-riding organization 
charged with the responsibility of advising Government in regulating 
the respective forms of transport in the matter of their development, 
competition. charges. and general conduct. 

(b) That this authority be composed of independent members and 
not of representatives of rail. road. sea. and air services. 
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PART 2 

ORDER OF REFERENCE No. 4 
The desirability, or otherwise, of the abandonment of working 

(either wholly or partly, or temporarily or permooently) of any portion, 
or portions of th(:) railway system or of any stations · thereon having 
regard to the present and prospective resources of the railways in staff 
amd facilities, the finandal results of operating such lines or stations,· 
and the extent to which they are used, ®d the alternative transport 
arrangements ( if any) which should be made avaiwble in the event of 
such abandonment. 

BRANCH LINES 
The branch. lines were constructed in order to develop the districts which . 

they serve .. · As we state elsewhere in this re~ort, tµe Railways Department 
gained no :financial advantage from the great betterment which was created. 
For many years in the past the residents of the districts almost completely 
relied upon the rail services for the transport of their produce and goods, and 
of themselves. With the advent of good roads and the development of motor 
trucks, road transport services soon became available, and the people useci 
them, with the result that now practically all the branch lines are working at 
a loss. The financial loss is bad enough, but it is to be remembered that the 
-0peration of the branch lines calls for labour, rolling-stock, and materials, badly 
needed for the main line services. 

In considering this matter, which is one of the most difficult with which 
we have had to deal, we have to take into account the submission of the General 
Manager· of Railways, that he believes the time has arrived for some branches 
to be closed, and that the test which we should apply is, " What service would 
from the ,national point of view be the .cheapest1'.' A representative of the 
Federated Farmers of New Zealand submitted that branch lines should not be 
closed because of losses, so long as losses are being made on the passenger 
traffic, especially the suburban passenger traffic. Then we had the straight-out 
statement of people affected that they want both road and rail services regardless 
of the economic result. It seems to us that much more is needed than the 
sentiments contained in these submissions. In approaching the problem we 
have not sought to find reasons for closing a particular branch line, but rather 
reasons for keeping it open. 

We have not been able to overlook the fact that branch lines were 
constructed many years ago when the carriage of farm produce to the rail was 
invariably by means of horse-drawn vehicles. This necessitated frequent 
" flag " stations on the routes, but, because of modern motor transport from 
the £arm, many of these could be eliminated now without detriment. A reduction 
in the number of small stations would obviate many stops, resulting in speedier 
services and savings in both operating and maintenance costs. 

Under existing conditions. the ·abandonment of services and lines is 
expensive. The transfer of staffs is a factor for consideration, whilst salvage 
costs of the existing assets will eat heavily into the realizations therefrom. The 
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use of l.abour for salvaging is also necessary, and the Department is already 
short of labour. Notwithstanding this, however, there is no doubt that the 
Department's facilities are '' spread too thinly,'' and some changes in the extent 
of operations are essential. 

We are of the opinion that as soon as diesel locomotives come to hand in 
sufficient numbers the greatest possible use should be made of them on branch 
lines to reduce operating costs, and that careful consideration should be given 
to increasing the frequency of some .of the se:cvices._. . . 

We visited many of the dist~icts · se~ved by branch--lines and ourselves saw 
the lO'Cal · c·ctnditions. In other cases the conditions are well known to us. We 
believe that the question of branch lines cannot fairly be determined by ·any 
~neral principle, and that each branch must be considered on its own, and this 
we have done.• We have taken into account the available road transport services, 
the charact'er . of the roads, · the possibilities of any further. development, the 
feeder value of the traffic, and any special factor affecting a particular branch 
line. · 

In those cases where we have recommended that the branch line shall be 
closed we do not consider the Railways Department has any obligation to 
provide a road service; or to supplement any existing road service. The· 
p~oplE:i of the district affected have chosen the road service, and, having made 
their choice, they cannot reasonably expect the railway service to continue. as. a 
mere convenience to transport. commodities for the. carriage of which low rates 
of freight are charged. 

It is with some doubt and reluctance that we recommE:ind the continuance 
of certain branch· lines, because we realize that unless their financial return 
ca:q.. i>e subst.antially improved it is only a matter . of time before further · 
consideration must be given to their continuance. - In these cases we recommend 
that the Railways Department give ·effect to our recommendations, and to· the 
people who are affected we repeat the observation which has been made to them·. 
by others in the past, that if they desire to retain their line, then they must 
support it whole~heartedly. -

The branch lines feed into th{) main lines a considerable revenue· in many 
cases, and in arriving at the operating loss or profit on branch lines th~ 
Department adopts the following method, which appear~ ,sound :- . 

' 
REVENUE 

(a) The revenue from traffic between any two stations on the•same branch 
is credited wholly to the branch. · 

(b) Revenue from traffic. between stations ~the branch and stations on 
the main line is apportioned between the branch and main• line acco~ding to 
the mileage the traffic is conveyed on each line. -

( c) Revenue from such sources as rents of dwellings and leases located 
on th~ branch are credited wholly to the particular branch. 

E:ig>ENDITURE 

__ (d) Separate accounts and records are kept to segregate branch-line 
e~penditure from main-line expenditure. · . 

( e) The wages of staff employed wholly on the branch are debited against 
·-the.branch. The wages of staff employed partly on the branch line and partly 

on -the main line are apportioned according to the time worked on each line. 
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(f) Maintenance of Way and Works: Depreciation is included in respect 
of buildings and bridges on the branch line. Renewals of track-contributions 
are based on life of track and the cost of replacement of mileage of branch 
line. General maintenance-actual wages and material on branch. · 

(g) Locomotive Transportation: If engine runs wholly on ,branch line, 
, actual wages, fuel, and stores are charged. If erigine used for runni:qg -on 
main line as well, the costs for branch are based on a rate. per engine•mik,for 

, the engine-miles run on, ~ranch. Engine repairs are charged -,On -..a mileage 
, basis, separate rates for eacl]. class of engine. · . · . . · < -- . , 

. r, •. ·. (h). Traffic Transpor_tation: .. The whole of. the expenditure .. :at stat½>ni,, ,on 
branch line is debited to branch line account. Wages . of _Jg:ll;t,J:dt't;.,o}'; .-~!ib-tn· 
employees located at junction station are charged to branch line on the oasis 
of man-hours attributable to branch line. . 

(i) Maintenance and Depreciation of'.Rolling Sto'c"k ai;e· a~JJOttiohed::\o 
.. the branch in accofda.uce with the mileage run . .on .branch line.'.: :J :,t' :; c;:'k" 

~ , (j) ., Each bran.ch is q.EMted with a p_roportion of the expenses of p:tl!,1!agement 
according to,the revenue ea:rned. . -•· . , .·. 

It was found that whilst _road transport of goods: is seriously affectingJ4e 
railways revenue· there is no: real competition against the railways by ;rn~ 
transport for the: carriage of low-rated traffic. There is; however, a ~9st 
noticeable tendency for road traffic to endeavour to .attract the cream o:f t)le 
business-that is, high-rated traffic-which is in most cases easier and cleaner 

· -to handle, leaving the low-rated traffic such as lime, fertilizer, &e.'; ,'to be 
transported by the railways. · · · · 

It should be pointed out that in all ·cases the results given for branch-line 
-operations do not include any addition for interest on capital. If interest be 
included, the loss in each case is substantially larger. 

The information which we have obtained and our recommendations are 
set out hereafter. 

Waiuku Branch (Paerata-Waiuku, distance 12m. 55ch.). 
The operating revenue and expenditure for this branch are given below :-

Year. Coaching· Goods. Total Branch Branch Operating 
Revenue. Revenue. Revenue. Expenditure. Loss. 

£ £ £ £ ' £ 
1938 751 6,557 7,308 12,970 5,662 
1939 648 6,219 6,867 12,893 6,026 

.1940 659 5,560 6,219 12,243 6,024 
1951 190 6,175 6,365 13,670 7,305 

There are seven stations on this branch which provides five goods trains 
.each way per week. . . 

The percentage of operating loss to total branch revenue was 114·7 per 
cent in 1951; in 1940 it was 96·8 per cent; in 1938 it was 77·4 per cent . 

. Main-l_ine revenue of branch-line traffic, £~1,805. . 
The capital cost of-'this branch line; excluding rolling-stock, as at 31st 

March 1951 was £210,062. · 
· The Depart1;1ent ~_pe:r~te.s a -frequent N.Z.R. _road· passenger. service from 

,Auckland to W amku. · It also operates a goods ancillary road·ser\r1ee Aucklan.d-
Waiuku via Pukekoh~, Monday...'..Friday- inclusive. . . . · · 

Prior to 19th February 1951, with one ancillary lorry running: the li.veragE 
;;,load was, 4 toruL 6 cwt; per trip, ; Since 19th F.ebruary 1~.51, with up td thre€ 
lorries (and one less train) available;:·the.average:load. is,5,.tons 7 cwt;:pe1:<trip. 
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The bulk · of the general goods from . Auckland to W aiulm and district is 
already carried by private road transport operators. 

There ·is evidence that some twenty years ago representatives of this area 
staled they were prepared to accept increased freight charges and endeavour 
to influence· the traffic to the Department rather than risk the closing of the 
line. . The present revenue position indicates that any efforts in this direction 
have not been successful. · 

In view of the large number of licensed road operators in this area, the 
exc~llence of the roads throughout the district, and the fact that this short 

· branch line cannot in any sense be considered as developmental, we recommend 
tlmt· it be closed. · 

Greytc,wn Branch (Woodside-Greytown, distance 3 miles). 
'fhe · operating revenue and . expenditure for this branch are given below:-
. Y.. Coach.mg Goods; TotaJ. Branch Bm.nch . Operating-· 

l~ 
1939 
194& · 
1951 

Revenue. Revenue. Rev~ue. Expenditure. · Loss. 
• & £ . £ £" 

102 2m 359 2,001 2,ass 
101 264 365 3,214 2,849 
no . 281 391 s,2a1 2,87li 
50 428 478 6,411 5,983 

This short branch provides a service of :fifteen mixed trains each way per 
week for a total annual branch revenue of £478. 

The percentage of operating loss to total branch revenue was 1244·2 per 
cent in 1951; in 1940 it was 735·5 per cent; in 1938 it was 734·8 per cent. 

Main-line-revenue of branch-line traffic, £8,990. 
Excluding rolling stock, the capital cost of the branch line as at 31st 

1\farch 1951 was £9,970. 
There are efficient and adequate local carrying services in the area. 
We recommend that this line be closed . 

• 

Foxton Branch (Longburn-Foxton, distance 19 m: 19 ch.). 
The operating revenue· and expenditure for this branch are given below:-

Coaching Goods. Total Branch Operating Operating 
Year. Revenue. Revenue. Revenue. Expenditure. Loss. Loss Per 

Mile. 
£ £ £ £ £ £ 

1951 101 4,324. 4,425 9,363 4,938 247 

There are eight stations on this branch .and a ·seMice by goods train only " 
on three days per week. 

The percentage of· operating loss was 111·5 per cent in 1951. 
Main-line revenue of branch-line traffic, £25,987. 
Excluding rolling-stock, the capital cost of the branch line as at 31st 

March ·1951 · was £64,890. 
· Foxton is served by the followh1g through N.Z.R. road passenger services: 
Wellington-raihape, Taumarunui, Rotorua, and Wanganui. 

The Department runs a goods ancillary lorry between Palmerston North 
and Foxton five days a week. · 
· The Department provides a goods road service between Foxton and 
Wellington 1\fonday to Thursday inclusive. 
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Traffic 
The goods handled on this line for one year ended 23rd June 1951 were 

analysed at the stations, and the main commodities found to be as under:-
Outward. Inward. 

Cattle and calves No. 1,582 684 
Sheep and pigs No. 17,136 9,127 
Timber Sup. ft. 221,790 1,702,110 
Woolpack Tons 1,560 
Coal .. 2,068 
Jute, tow, hemp, and matting 630 
Flax ,, 434 
Cotton-wool " 

155 
Root crops 

" 
1,080 180 

Hay " 
687 

Miscellaneous .. 815 2,197 
Post$ 470 
Shooks ,.. 244 
Lime and manure ,. 3;695 

Present Road Transport 
H. G. Irons, operating under an area licence transferred from Messrs. 

Osborne's Transport, Ltd., runs regular daily route services between Palmerston 
North and Foxton:, and Palmerston North and Levin. Most of the local traffic 
in these areas is handled by this licensee. There are, however, numerous 
holders of area licences who could institute a regular route service Palmerston 
North - Foxton -- Levin, as the distance is less than 30 miles.· 

The Department operates an ancillary lorry daily between Foxton .and 
Palmerston North, the lorry being stabled at Foxton. The Palmerston North -
Wellington ancillary service also serves Foxton Station: 

The Department also operates a road ,Service between Foxton and Wellington 
on a route licence. Down traffic consists of vegetables, eggs, and general, whilst 
up traffic consists of general merchandise. Four lorries and drivers are located 
at Foxton for this service. Generally two lorries per day make the return trip. 

Revenue and expenditure of the ancillary service are included in the 
foregoing operating figures. 

Mileages 
Longburn-Foxton-rail 19 miles 19 chains. 
Longburn:-Foxton-road 19 miles. 
Longburn-Levin-rail 24 miles 58 chains. 
Levin-F'oxton-road 12 miles. 

The area served by this branch is very well roaded, and your Commission 
recommends that this line be closed as soon as possible. 

Eyreton Branch (Kaiapoi-Horrelville, distance 18 m. 51 ch.). 
The operating revenue and expenditure for this branch are given below :-

Coaching Goods Total Branch Branch Operating Operating 
Year. Revenue. Revenue. Revenue. Expenditure. Loss. . . Loss 

Per Mile. 
£ £. £ £ £ £ 

1951 5 2,231 2,236 6,696 4,460 235 
N.B.~Oxford and Eyreton branches were previously treated a11 one branch line. No comparison 

with previous years, 

There are eight stations on this branch, and a service of only two goods trains 
each way per week is. maintained. This is more than sufficient to cope with the 
traffic offering. · 
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The percentage of operating loss to total branch revenue was 199·4 per cent 
in 1951. 

Main-line revenue of bran.ch~line traffic, £5,248. 
Excluding. rolling-stock, the capital cost of the branch line as at 31st March 

1951 was £38,636. 
The branch serves the area between the Waimakariri River and the Oxford 

Branch, and runs roughly parallel with the Oxford Branch t.o Horrelville, the 
distance between the two branches varying from 6 miles to 2½ miles. The farming 
area north of the Waimakariri River is, in the main, not more than 6 miles from 
the Oxford Branch or the main north line. · . . 

At ,.Horrelville the. ~tate Forest Service load regular; ·consignments-' of 
firewood and logs from· the nearby. Eyrewell State Forest, about 8 wagons per 
week being: loaded. The nearest station on the Oxford Bran~h which could serve 
this area: is Bennetts, which is approximately 3 miles from Horrelville. 

Du~i:ng the past four years t:he Department has Jl'Ull :an ~ncillary lorry 
covez:ing the Eyreton Branch area. The lorry ru~s from ,Christchurch ,to 
Rangiora, thence along the Oxford Branch to Oxford-West/backto ™nri~tts, 
and, along. the- Eyreton Branch. to ;Kaiapoi. •>:It ,the"-',returns to Christchurch . 

. T:Iie lorry; of 5 to 6 tons capacity, runs on five· days ·per week and has a full 
load on the, outward journey and a part load on the return journey. · 

, The traffic by the ancillary lorry has fallen away :recently owing to the 
operations of Langford Motors, Ltd., who hold a route licence from Oxford to 
Christchurch. Previously Oxford Transport, Ltd., operated, in the Oxford area 

' and also over the route Oxfo;rd-Christchurch, but in October 1951 the company 
tran1:1ferred the route licence to Langford Motors, Ltd. The fact that the latter 
company carts from farm to store, and vice versa, whereas railways ancillary 
lorries can only operate between .railway goods sheds and stations, makes the 
company's service' more attractive than the Department's. 

Considering the comparatively small tonnage handled on the Eyreton 
Branch, the abandonment of this service would occasion no great hardship to 
any farmers in the area as they are served by other railway stations and transport 
services. 

There might be some degree· of hardship caused to Messrs. Richard Evans, 
Ltd., the flourmillers at Wetheral, if the Eyreton Branch were lifted, as it would 
be necessary for this firm to cart by road to Kaiapoi all flour produced in the 
mill, but this is only a distance. of four miles . 

. This mill (which employs only five men) obtains practically the whole of• 
its wheat from the local area by road, with an occasional consignment by rail 
from other stations on the Eyreton Branch. Wheat imported from Australia is 
also received at the mill at W etheral, but ng~ in large quantities. The mill's 
allotment of wheat from the last shipment-.:Of Australian wheat to arrive at 
Lyttelton was eight LA wagons, and Stationmaster, Kaia poi, states this is typical 
of other similar consignments. 

. In previous years a certain amount of wheat was received at the W etheral 
mill from stations in the Rangiora-Waiau-Parnassus area, but it is understood 
that the Wheat Committee has . instructed. that in future all wheat must· be 
consigned to the nearest flourmill. There are also flourmills at W aikari and 
Southbrook which serve the North Canterbury District. The mill at Waikari is 

1owned. by thE.l same firm as that at Wetheral. The flourmill at Southbrook is on 
the inain line and is only 3 miles by road from Wetheral. 
, . ,;: Practically the whole.of the flour from the Wetheral inill is consigned to 
~Lytt~l:ton for ~hipment to the··North Island, but a smalLquantity is railed 11orth 
to Blenheim and Nelson. ·· · · · 
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'l'he··very slow turn~round of wagons on a branch wher¢ trains rll:n only 
twice a week is a serious aspect, and on the Eyreton Branch wagons which a;r(:l: 
put off by Tuesday's train are . not availal}le until the , following Thursday. 
Similarly, wagons put off by Thursday's train are not available until \:µe; 
.following Tuesday. , 

Wl:l r,l:lcommend that this branch line should be closed .. 

Waimate Branch (Studholme - Waihao Downs, distance 12 m. 55 ch.). 
The· operating revenue and expenditure for this. branch are given below :_.c, · 

1938*; ,. 
1939* 
1940*• 
1951 

Year. Coaching Goods Total Branch Branch Operating 
Revenue. Revenue. Revenue. Expenditure. Loss. 

£ £ £ £ £ 
9&~. •. 1,840 . 2,801 8,042 5,241 
959 ,.. . ' \;5lW · 2,485 8,461 . 5,976 

· 964 · · · r;599 2;563 8;210 5,647 •:,,. -~. 
· 35 , . 3~161 3,196 15,465 12,269 

' * lncludes Road Motor Rev;enue. : ,, 
.,. ' 

Tliere are fou't station$; ,o,n this branch, which provides a service of six goods 
tratns t~3:~h way· per week'St~d:µohne-Waimatei and two goods trains per week· 
Waimate:.::.:Waihao Downs.·: : ... , . ·, 

The percentage of operating loss to total branch revenue was 383·8 per cent 
in 1951; iri 1940 it was 220--3 ·per :cent; in' 1938 it was 187· 1 per cent. 

Main-line revenue of branch-line traffic, '.£37,760: · . 
Excluding rolling:stock:,.the capital cost of:the branch line as at 31st March 

1951 was £51,168. · • 
The Department runs daily passenger road services ,Waimate-Studholm,e 

ahd road ancillary goods services .Monday t@ Friday from Timaru to Oamaru 
v:ia Waimate. 

There are four road operators holq.ing twenty-nine ,vehicle authorities at 
Waimate. They can convey,general goods betweenWaimate and Timaru without 
restriction. Tiniaru operators can do this also. 

Practically all supplies £or W aimate businessmen are received by road.· 
The position 0£ the Branch Waimate- Waihao Downs is poorly patronized, 

it being the practice of road operators to carry right through to load at Waimate. 
We recommend that this branch line be closed. 

Outram Branch (Mosgiel-Outram,.distance 9 m.). 
The operating revenue and expenditure £or this branch are given below:-

Year. Coaching Goods Total Branch Branch Operating 
Revenue. Revenue. · Revenue. Expenditure. Loss. 

£ £ £ £ £ 
1938 259 909 1,168 3,151 1,983 
1939 251 989 1,240 3,181 1,941 
1940 ·285 903 1, 188· 4,056 2,868 
1951 115 953 1,068 6,124 5,056 

There are eight stations on this branch which provides a service of four 
goods trains each way per week. The Department provides a road passenger 
~rvice seven days per week to Dunedin. . 

. The percentage 0£ operating loss to total branch revenue was 473·4 per 
cerit in 1951; in 1940 it was 241·4 per cent; in 1938 it was 169·7 per cent; 

Main-line revenue 0£ branch-line traffic, £6,247. 
Excluding rolling-stock, the capital cost of the branch line as at 31st 

March· 1951 was £43,684. • 
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The district is well developed agriculturally and is served by excellent 
roads. · 

· There are fifteeen road 'operators domiciled in the area served by , this 
branch, and between them they hold twenty-seven vehicle authorities. They 
may run to or from Dunedin as required for general goods. . · · · 

We can see no good reason for continuance of this rail service at such 
high cost, and we recommend that the line be closed. 

Waikaia Branch (Riversdale-Waikaia, distance rn m; 53 ch.). (Previously called 
'' S1Vitzers '' Branch.) . . 

The operating revenue and expenditure for this branch are given below:-

Coaching Goods Total Branch Branch Operating Opexating ' 
Year. Revenue. Rev· enue. R E diture Loss. Loss evenue. xpen . Per Mile. 

£ £ £ £ £ £ 
1938 82 1,448 1,530 2,688 1,158 83 
1939 29 1,208 1,237 3,600 2,363 169 
1940 31 1,356 1,387 4,326 2,939 210 
1951 25 . 2,678 2,703 6,936 4,233 302 

There are six stations on this branch, which is served by two goods trains 
each way per week. ·· 

The percentage of operating loss was.156·6 per cent in 1951; in 1940 it was· 
211'.8 per cent; in 1938 it was 75·6 per cent. 

· <The capital cost of the branch line, excluding rolling-stock, as at 31st 
March 1951 was £73,656. · 

Main~line revenue of branch-line traffic, £15,008. 
: 'The majority of live-stock transport from this district is by road, whilst 

other fa.rm products to be conveyed by rail could be easily loaded at Riversdale. 
Lime is mainly distributed to the district by road. 

The continuation of- train running on this line is unwarranted, and · we 
recommend that it be closed. · 

Wyndham Branch (Edendale-Wyndham, distance 3 m. 58 ch.). 

938 
939 
940 
951 

The operating revenue and expenditure for this branch are given below:-

Year; 
Coaching Goods. Total Branch Operating Operating 
Revenue. Revenue. Branch Expenditure. Loss. Loss 

£ 
52 
57 
26 
18 

£ 
809 
904 
955. 

1,392 

Revenue. Per Mile, 
£ £ £ £ 

861 1, 711 850 213 
961 1,974 1,013 253 
981 1,642 661 165 

·1,410 4,584 3,174 794 
N.B.-1951 expenditure includes £1,400 non--recurring expenditure on dwellings. 

This branch line provides a service of three goods trains each way per week. • 
'he -h&minal is less than 4 miles from the main Invercargill-Dunedin line. · 

The percentage of loss in 1951 was 225·1 per cent; in 1940 it was 67·3 per 
mt; in 1938 it was 98·7 per cent. 

The capital cost of the line as at 31st March 1951 was £23,256. 
Main-line revenue of branch-line traffic, £20,132. 
The staff { excluding engine crews) is 1 stationmaster, 1 office assistant, 

casual surfacemen. · 
We recommend that the branch be closed as a branch line unless arrange­

ents be made to work traffic as required by means of a .diesel shunter located. 
Edendale. 
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Hedgehope · Branch (Winton-Hedgehope, distance· 12 m. 56 ch.). 
Operating revenue and expenditure for this branch are given below:-

Coaching Goods Total Branch Operating Operating 
Year. Revenue. Revenue. Branch Expenditure. Loss. Loss. i\ 

Revenue, Per Mile. 
£ '£ £ £ £ £ 

1938 21 1,943 1,964 3,568 1,604 123 
1939 28 2,049 2,077 3,417 1,340 103 
1940 31 2,252 2,283 2,655 372 29 
1951 6 3,160 3,166 5,370 2,204 170 

This branch has seven stations, and a service of five goods trains each way 
per week is provided. · 

The percentage of operating loss was 69·6 per cent in 1951; in 1940 it 
was 16·2 per cent; in 1938 it was 81·6 per cent. 

Excluding rolling-stock, the capital cost of the branch line as at 31st March 
1951 was £23,151. · 

Main line revenue of branch line traffic, £28,368. 
Main-line traffic on this line is from the lime-works at Kings and Browns 

(6 miles from Winton), and this represents much of the main-line revenue. 
The district is well served by roads and road transport operators, and no 

hardship would be created by making Browns the terminal and closing the rest 
of the branch line. 

We recommend that this be done. 
Respecting the following branch lines we recommend-

(!) That they be continued for a further period. 
(2) That a special survey of these lines be mdde by the railways 

officers with a view to the elimination of some of the flag stations. 
and economy in staff. · 

Notes: Central Otago Branch has thirty-four stations en 
route and a total staff of 108. excluding engine crews. Kurow 
Branch has thirteen stations en route and a total staff of 18. 
excluding engine crews. 
(3) That the representatives of the various district organizations 

-i.e.. farmers' organizations. local Chambers of Commerce. County 
Councils. and other local authorities. be advised of the desirability 
in their own interests. of giving and encouraging more substantial 
support to the railways if they desire the closing of their local lines 
to be avoided. 

Dargaville - Donnelly's Crossing ( distance 24 m. 2 ch.). 
The operating revenue and expenditure for this branch are given below:-

----.. Coaching Goods Total Branch Operating 
Year. Revenue. Revenue. Branch Expenditure. Loss. 

Revenue. 
£ £ £ £ £ 

1938 2,123 2,617 4,740 8,381 3,641 
1939 2,061 1,933 3,994 12,766 8,772 
1940 2,106 1,021 3,127 9,915 6,788 
1949 1,151 2,303 3,454 19,354 15,900 
1951 877 2,611 3,488 17,310 13,822 

There are ten stations on this branch, which provides a service of three . 
mixed trains each way per week. The schedule time for the run is two hours. 
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The percentage ,of operating loss to· total branch· revenue ,was. 396•2. pe,r ·cent · 
in 1951; ;iml94,9. it w~ 460·3 .pel,' cent;.· in 1938 it was 76·8 .per cent. 

. Main-line revenue of branchsline traffic, £10,065. . . 
/fl The capital cost, excluding rolling-stock, as at 31st March 1951 was £180,884 . 
. The Dargaville to Donnelly's Crossing section of line, which was completed 

in 1923, was operated as an isolated section until linked with the North Island 
system in 1941,: ' . · ' ·.. · · : . ·, 

'l'he operating loss .. fo( the ten years preceding 1938 averaged £2,q75: 
per annum. . : . 

Since 1941 separate accounts for the branch line have not been kept, but 
early in 1948 a survey was Illa.de of rail traffic over this'line, and owing to the 
p@:r patronage the Department recommended that the rail service should be,~ 
discontinued. · ·· · > · · , . ' , · ·. ·, . ·.. , . . . • · . , . . 

However, as a result of represeri.fatiorts froni /focal residents and their.I 
pfedge· to support the iailway;-the then Minister of.Railways 'deeided that the . 
line should remain open. . , ·. ·:' ~ 

·' In order that the position ·<lou).d .again be; reviewed; .s(:}parate. a,c<lounts were 
kept for the .years ~nded De~emper :1949 and Ju,ne a.961, the :r;iet operating .losses 
for thos,e years l:~eing p5,90O 3A<it£1;3;~22 i'esI).ectively .. ,.,. . . . .· .. · .. .. .. ,.'I 
P~senger, Traffic ' ' '. ! . ,, : . . . . •· . . ' •, . ', T 

. . The Railways Departtne~t, already operates pa'.ksenger ~·~ad services. in thl.$ ; 
area, and .. asserts that if the line is closed it will 'be possible wjth the in~reased · 
utilization of the present staff and number ·of vehicles to p;r.'ovide a service by 
road between Dargaville and Donnelly's:Oi-ossfrig; wliichwillgive 'a much better 
service than at present given by the slow mixed trains. · · · · · . · , ·· 

j 

Goods Tra,/ficl' 
. A special analysis of the traffic on the branch· shows the·following tonnage 

and wagons used for the year ended. 31st March 1951 :-

Wool .. 
Cheese .. 
Ljme ... 
Fertilizer 
Timber 
Bulk traffic - .. 
Miscellaneous 

Live-stock 

inwar4.-

I Number 
Tons .. , of 

.. 
1,451 
2,611 

43 
249 

1,098 
Number 

791 
I 

Wagons.· 

139. 
331 

8 
54 

811 

38 

·,_' 1 

. Ou_tw~rii .. 

Tons.·, 1 

56 
182 
24 
14 

771 
170 
300 

Number. 
7,274 

Number 
of 

Wagons. 

14 
28 
2 
2 

119 
30 

194 

293 

Total. 

TOl)S. 

56 
182 

1,475 
2,625 

814 • 
419 

1,398 
Number 
8,065 

I Number 
of 

Wagons. 

14 
28 

141 
333 
127 
84 

1,005 

331 

.. · A substantial volume of timber, liv,e-stock, and other goods. is already con­
veyed by road. As the length of the line is only _24 miles the additional cost 
by road of traffic at present rail-borne would not be great, and the closing of the 
line should not affect the economy of the district in its present state . 

. Timbe,r 
This traffic by rail averages only 7,000 superficial feet p,er week, which 

is less than the quantity of approximately 10,000 superficial feet per week which 
is. now conveyed by road to a Dargaville timber yard from Donnelly's Crossing 
and from W•eka W eka Valley ( 30 miles from Donnelly's Crossing) . 
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Live-stock . 
The live-stock_ carried by rail during the year ended 31st March 1951 was 

~onveyed in 38 wagons inwards and 293 outwards . 
. ,A feature of the carriage by rail in this area is the light average loading 

'oi tw,eiity-four head per railway wagon, which is approximately one-third of 
the ~apacity of the wagons. · 

: :::-~ 
Ftrtilizetr and Lime. 

v,:~The clo~ing of the line would result in inc~ased freight charges. As an 
illustration the additional cost for traffic for 5 miles. beyond th.e terminps of 

JJ:le ~;r~n<;.ll :~oulcl be J~s. ~q. per to:1.l; J<;>r Jertµi~;+EI Pf~ ?~- 4d,. per ,ton for lime. 
·The '{fn~:r,eM'es would be· smaller for locations nearer Darga ville. · ·. ., 

Summary - _, .-.... -;; 
,.(.,,1\§¼ .following are tne mafµ factorl3 cq-n~e:i;-n,ing the Dargaville - Donnelly's 

Cros~irig' s'ectfon oflirie :_:__:_:· . . . . . . ' . · . . · , . · · , 

(a) The present.·; volume of ,·,traffic,' ist.iriadequate for• ·economical 
operation. 

(b) The loss on working is apprpximately £14,000 annually, with.out 
any allqwance· for interest.. · · . . . 

· ( c) Road transport _is already handling cream, and a substantial 
;: ·· proportion of the timber and live-stock. 

We have devoted much consideration to the problem this particular branch 
line poses, and we visited the district. 

The district served by this branch line is some 150 miles north-west of 
Auckland; the area may be said to be still in the developmental stage and there 
are substantial areas of land capable of greater productive capacity with: the 
utilization of modern methods. Additionally, the district is not well served by 
roads, nor are the existing roads satisfactory for the increased traffic which would 
follow the abandonment of this line. The main road is periodically subject 
to serious :flooding and at times impassable for days. At such times the settlers 
of this outback area would be marooned were there no railway service on which 
to rely.··· · 

Though there is little expectation that the line can produce suffieient 
revenue to cover the operating expenses in the foreseeable future, there is also 
little doubt that the position can be quite substantially improved by the solid 
support of the settlers in the area and the co~operation of the Department. · 

From our inquiries we have learned of no immediate plans for substantially 
improved main roads in the area, and in this absence we cannot recomµiend 
the closing of this line at the..present juncture. , 

In a submission made to us the Hobson County. Council supported the 
.retentipn of the line. The Cimncil stated that the State highway (DargaviUe­
Ohaewai) is unable to bear the strain of the heavy traffic which would .be 
imposed on it if the line were closed. 

The Ohairman of the County Council, speaking on behalf of his Council, 
rec9~n1endedthat the road traffic should be diverte~lto the rail. : 

We- re~ommend, thereiore, that the service be continued if possible until 
the main highway is improved, but that the position be again reviewed by the 
Departpient as at 31st March 195,4 in the light of the figures whf cli will be 
availab1e over this period. ' · 
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K:aikohe Branch ( Otiria-Okaihau, distanc·e 24 m. 42 ch.) . 
-The operating revenue and expenditure for this branch is given below :-

Total Opera.ting 
Year. Coaching Goods Branch Branch Opera.ting Loss 

Revenue.· Revenue. Revenue. Expenditure. Loss. Per Mile. 
£ £ £ £ £ £ 

1938 1,678 5,112 6,790 14,664 7,874 31~ 
1939 1,572 5,481 7,053 14,750 7,697 308 
1940 1,739 5,570 7,309 16,404 9,095 364 
1951 2,097 16,798 18,895 42,141 23,246 930 

Trarin Services 
Eight mixed trains each way per week; two goods trains each *• Plw 

week; · · 

Ompital Cost 
. Excluding rolling-stock, .the capital cost of the branch line as al 31st Marqh 

1951 was £356,166. . · 
Main-line revenue of branch-line traffic, £114,926. 

Moutohora Branch ( Gisborne-Moutohora, distance 48 m. 4 7 ch.). 
The operating revenue and expenditure of this branch is given below:-

Tota.I Branch Opera.ting 
Year. Coaching Goods Branch Expenditure. Loss. 

Revenue. Revenue. Revenue. 
£ £ £ £ £ 

1938 2,929 20,570 23,49!t 26,800 3,301 
1939 2,874 28,076 30,950 33,573 2,623 
1940 2,680 25,357 28,037 32,527 4,490 
1941 2,438 20,649 23,087 29,270 6,183 
1942 2,240 23,758 25,998 35,380 9,382 
1951 766 6,602 7,368 46,451 39,083 

. There are thirteen stations on this branch. The service provided is five 
goods trains each way per week. The Department operates a road passenger 
service with one return trip daily between Mato-Moutohora-G:isborne. .Addition­
ally, the Department runs a goods ancillary road service as required. This 
averages two return trips per week, and is mainly for cream traffic. . 

The percentage of operating loss was 530·4 per cent in 1951; in 1942 it wa3 . 
. 36 per cent; in 1938 it was 14 per cent. 

Main-line revenue of branch-line traffic, £15,421. 
The capital cost of the branch line, excluding rolling-stock, as at 31st March 

1951 was £511,419. . 
The Moutohora Branch was subject to slips and washouts during 1950-51. 

.Approximately half the length of the branch was closed to traffic for eight 
months of the 1951 year for which accounts were kept. This has resulted in 
the operating loss for 1951 rising to £39,083. · 

We were assured by executive officers of the Department that the economics 
of this line were carefully investigated prior to its reinstatement. 

Metal Traffic 
In the past metal has been railed ex Moutohora in the following quantities:-

Year. . Tons. Year, Tons • 
1936 24,523 1940 42,071) 
1937 20,358 1941 .. 25,971-
1938 26,179 1942 37r08~ 
1939 50,791 
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At present metal is being railed at the rate of approximately 20,000 tons 
per annum. The metal is used mainly by the Works Department, by the local 
bodies in the Gisborne area, and by concrete-products manufacturers in Gisborne. 

The metal produced at Moutohora is good quality '' greywacke '' and 
comprises the only good-quality metal available in the Gisborne area. Alternative 
sources are Palmerston North and Dannevirke. The price of metal ex Palmerston 
North or Dannevirke by rail would be approximately the same as Moutohora 
metal conveyed by road. 

The present output of bentonite at Waipaoa is about 10 tons per week, 
altlrcmgh the capacity of the present plant is 60 tons per week. 

The following table gives a comparison of rail and road schedule rates for 
road metal to Gisborne and intermediate stations:- . 

Rate Per Ton. 
Miles by 

Rall, l Rall, Road. 

s. d. s. d. 
Moutohora. to Gisborne 49 . 14 0 73 4 .. Makaraka 46 14 0 . 68 5 

Waipaoa 36 12 0 54 8 
TeKaraka 32 11 3 46 6 
Puha .. 29 10 6 44 0 
Waikohu 26 10. 0 36 10 
Rakauroa JI 5 8 17 9 

We have now been informed that as from 15th May 1952 the rail rate. for 
metal .from Moutohora to Gisborne has been increased to 17s. 6d. 

In addition to the above traffic approximately 4,000 tons of fertilizer per 
annum are carried to areas along this line. This is mainly railed from New 
Plymouth and Wanganui, these being the situations of the fertilizer-works which 
at present supply this province. Approximately 8,000 bales of wool per annum 
are loaded along this li;ne for transport to Gisborne, Napier, and Wellington. 
Approximately 5,000 tons of logs for milling are also carried. 

The main highway, which parallels the line as far as Matawai, is structurally 
unable to carry the heavy traffic which would be diverted to it by closing the 
Jine, and the road suffered severe damace during the period the line was closed 
by slips and washouts in 1951. 

":'he ro~d _bridges have restricted load/limits as low as six tons gross, and this 
effectively hm1ts the transport of heavy loads by road. 

We therefore consider that in the national interest it will be necessary to 
· continue the services by this line for a further period .of two years, but careful 
review of the revenue and expenditure should be made during this time. We 
believe, however, that the new rate for transport of metal from Moutohora to 
Gisborne is not yet economic, and. we recommend that it be increased. 

, We are advised by the officers of the Department that the line can cope with 
at least 50 per cent additional traffic without any increase in operating costs. 

In view .of this the answer to whether the line be eventually retained appears 
to depend on the settlers themselves and tbe other interested parties who would' 
be affected. 
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, Opnnake Branch ( Te Roti-Opu;nake, distanee 22 m. 50 ch.) . _ 

1938 
'1939 
1940 
1951 

The operating revenue and expenditure for this branch is given below:~ 

Yea,r. ·coaching 
'Revenue. 

£ 
221 
308 
249 
181 

Total Operating 
Goods Branch Brancli Operating Loss Per 

Revenue. Revenue. Expenditure. Loss. Mile. 
£ .£ £ £ £ 

6,{184 6,905 11,512 4,607 200 
6,524 ., 6,832' 11,150 4,318 188 
6,984 _7 ,233 12,380 5,147 224 . 

Operating 
Loss. 

Pet Cent. 
66·7 . 
63·2 
71·1. 
76·6 . 14,~0~ ,, " ~~.?90 25,9)?4 11,334. 493 

T.rain' Services ·r •., :: ::> .. :::; ;' 
,,.,,· ,~,.,FJ::ve mixed traiµ.s, ~ll.(!h WJY p.~r. :we~k .. 
,·.·:•, ;.~:,vi' •• , . •·· -~. ·, . . . . . - . . ·, . 

Capital Cost · '" :,, ·, 
E~clud.1:Qg:;,rq\Hµg,stock, the capital cost 0£ the branch line as at 31st March•, 

J 951 was £449,976. .. .. .. : -•/ ,,,i:,~ ,, 
· Main-line revenue.o:ii'bra~ch-1tri'e traffic, £62,973. 

Oxford Branc;h (Rangfora-O:ii'.ford,West, distance 21 m, 75 ch.). _ .. 
· The operating revenue and e~penditure for this b~a~ch is. given belC>w :-

Year. 

1951 

- Coa(lhing'° Goods TotaJ Branch · Branch ,Operating Operating 
Revenue;.. Revenue. Revenue. Expenditure. · Loss. Loss -

£ 
178 

£ 
5,324 

£ 
,5,502 

£ 
9,921 

£ 
4,419 

Per Mile. 
£ 

201 
'N.B.-Oxford and Eyreton branches were previously treated as one branch, hence no comparison 

with previous years. 

There -are nine stations on this branch. The service provided is two goods 
trains each way per week. 

The percentage of operating loss to total branch revenue wa~ 80·3 per cent 
in 1951. . · 

' Main-line revenue of branch-line· traffic, £9,117. 
Excluding rolling-stock, the capital cost as at 31st March 1951 wa,s £49,634. 
This branch has met the full impact of the Oxford Transport Co., which has 

held a route licence (road) between Oxford and Christchurch since 1946. 
We recommend-

(!) The continuation of this service. 
(2) That as soon as suitable diesel mechanical traction is 

available it should be used for this service. 
(3') That when (2) can be implemented the frequency of the 

service be increased to cater for the anticipated increas~d traffic 
following on the closing of the Eyreton Branch. and in an endeavour 
to improve the revenue. 

Whitecliffs Branch (Darfield-Whitecliffs, distance 11 m. 32 ch.). 
The operating revenue and expenditure for this branch are given below :-

Year. 

t19;18·, 
J 19:W 
· 1940 

1951 

Coa,ching 
· Revenue: 

£ 
,· 61. 

63 
40 
13 

Train Services 

. ' Total Operating 
Goods Branch Branch · Operating Loss Per 

Revenue. Revenue. Expenditure. Loss. Mile. 
£ £ £ £ £ 

2,442 . 2,503 3,990 L487· ·• 124 
;!;326 2,389 .6,436 ,._ 4,047 __ 33? 
2,711 2,751" 3,590 " " 839" . '70' 
4,064 4,077 7,371 3,294 275 

Three goods trains each way per week. 

Operating 
,.Loss. 

Per Cent. 
69·4 

lQ9'.4 
30·4 

. ·> 80·'1 



Capital Cost \ 
Excluding rolling-stock, the capital: cost of the:bran:ch line as at 31st March 

1951 was £23,731. • · · · 
Main-line revenue of brancb.-linetraffic, £19,797: 

Springburn Branch (Tinwald-:Springburn, distance,27 Ill'.. 2}ch.); . -
The operating ikvenue and expenditure for tp.is branch are given below :-

Year. 

1938 
193fl 
1940 
1951 

Coaching 
· Revenue. 

£ 
103 
76 
60 
15 

. Train- Services 

Goods 
Revenue. 

£ 
3,691 
3,968 
4,488 

. 6,087 

Total Operating 
Branch Branch Operating ... Los~. Per 

Revenue. Ex~nditure. . Loss.. Mile. 
£ . £ . . £ £ 

. 3;794 6,678 -2,884 103 
4,044 5,759 l,715 61 
4,548 5,752 1;204 43 
6,102 11,598 5.;496 '196 

Two goods trains each way per week. 

Capital, Cost , 

Operating 
Loss. 

Per Cent. 
76·0 
42·4 : •f 
26·4 , ·;; 
90·0 .! 

Excluding rolling-stock, the capital cost of the branch line as at:31st March· 
1951 was £63,981. ' i 

Main-line revenue of branchaline traffic, M9,4:39. 

Little River Branch (Lincoln-: Little River, distance 22 m. 34 ch.). 
The operating revenue and expenditure for this branch are given below :-

Year. 

1938 
1939 
1940 · 
1951* 

Coaching 
Revenue. 

£ 
2,170 
2,151 
2,015 
1,155 

Goods 
Revenue. 

£ 
6,118 
6,491 
6,254 
8;380 

Total Operating 
Branch Branch Operating Loss Per 

· Revenue, Expenditnr{l. Loss. Mile. 
t £ £ . £ 

8,288 13,163 4,875 - 212 
8,642 14,927 6,285 273 
8,269 17,203 8,934 388 
9,5.35 20,340 10,805 470 

* Figures are for nine months ended 31st March 1951. 

Train Servweis 
Nine goods trains each way per week. 

Cwpital, Cost _ 

Opera.ting 
Loss. 

Per Cent. 
58·8 
'72·5 

108·0 
113·~-

Excluding rolling-stock, the capital cost of the branch line as at 31st March 
1951 was £108,534. · 

Main-line revenue of branch-line traffic, £7,063.\ 

Southbridge Branch (Hornby-Southbridge, distance 25 m. 39 ch.'). 
The operating revenue and expenditure for this branch are given below :-
, Total Operating 

Year. Coaching Goods Branch Branch OIM)rating Loss Per . Opera.ting· 
Revenue. Revenue. Revenue. Expenditure. Loss. Mile. Loss. 

£ £ £ £ £ £ Per Cent_ 
1938 
1939 
1940 
195lt 

3,126 15,381 18,507 17,334 . 1,173* 45* 
2,930 14,3,90 17,320 18,121 801 31 
2,818 16,794 19,612 22,499 2,887 lll 
2,007 19,578 21,585 25,487 3,902 150 
* Profit. t Figures are for nine months ended 31st March 1951. 

Trarin Service 
Five goods trains each way per week. 

4·6 
14·7 
18·0, 
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OapitcrJ, Go-st 
Excluding rolling-stock, the capital cost of the branch line as at 31st March 

1951 was £93,962. 
Main-line revenue of branch-line traffic, £19,591. 

Methven Branch (Rakaia-Methven, distance 22 m. 13 ch.). 
The operating revenue and expenditure for this branch are given below :,-

Year. 

1938 
1939 
1940 
195lt 

Coaching. 
Revenue, 

£ 
.793 
683 
683 
129 

* Profit. 

frwin Services 

Goods 
Revenue. 

·£ 
9,534 
7,339 

·9,200 
14,875 

Total Operatin,g 
Branch Branch Operating . Loss Per 

Revenue. Expenditure. Loss. Mile. 
~ £ £ £ 

10~327 12,842 2,515 109 
8,022 12,315" , 4,293 187 
9,883 12,095- 2,212 96 

15,004 13,535 1,469 64* 
t Figures are for nine months ended 31st March 1951. 

Operating. 
Loss. 

Per Cent. 
24·3 
53·5 
22·3 

One return trip Rakaia to Methven by a mixed train each day, Monday .to 
Friday inclusive. · · 

'Japitai, Cost • 
Excluding rolling-stock, the· capital cost of the branch line as at 31st March 

L951 was £77,876. . 
Main-line revenue .of branch-line traffic, £47,250; 

I .. . . 
Fairlie Branch (W ashdyke-Fairlie, distance 35 m. 5 ch.). V 

The operating revenue -and expenditure for this branch are given. below :-. 

l938 
[939 
l940 
l951 

Year. Coaching 
Revenue • 

. £ 

2,047 
1,909· 
2,166 
2,350 

~ravn Setrvices 

Goods 
Revenue; 

£ 
13,140 
12,639 
14,627, 
23,218 

Total Operating 
Branch Branch Operating Loss Per 

Revenue. Expenclitlire. Loss'.. Mile. 
£ £ £ £ 

15,187 15,D84 103* 3* 
14,548 16,102 1,554 43 
16,793 15,613 1,180* 33* 
25,568 31,819 6,251 174 

* Profit. 

Three mixed trains each way per week. 
Two goods trains each way per· week. 

·'\· 

la'lpital Cost 

Operating 
Loss. 

Per Cent. 

10·6 

24·4 

Excluding rolling-stock, the capital cost of the branch line as at 31st March 
951 was £146,812. 

Main-line revenue of branch-line traffic, £57,001. 

Curow Branch (Pukeuri-Kurow, distaiice 36 m. 21 ch.). 
The operating revenue and expenditure for this branch are given below :_:_ 

Total Operating 
Year. Coaching Goods Branch Branch Operating Loss Per Operating 

Revenue. Revenue. Revenue. Expenditure. Loss. Mile. Loss. 
£ £ £· £ £ £ P!)r Cent. 

938 1,243 6,862 8,105 14,132 6,027 163 74·3 
939 1,083 6,879 7,962 15,158 7,196 194 90··3 
940 1,103 9,230 10,333 13,413 a,080 83 29·8 
951 262 15,635 15,897 24,667 8,770 237 55·1 
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Train Services 
Four goods trains each way per week. 

Oa'[Yri.tal Cost l\o 
Excluding rolling-stock, the capital cost of the branch line as at 31st March 

1951 was £98,020. 
Main-line revenue'of branch-line traffic, £28,975. 

Ngapara Branch (W aiareka-N gapara, distance 14 m. 77 .ch.) . 
The operating revenue and expenditure for this branch are given below :-

Year. 

1938* 
1939* 
1940.* 
1951 

Coaching 
Revenue. 

£ 
2,614 
2,377 
2,181 

6 

Goods 
Revenue. 

£ 
3,118 
2,825 
3,209 
6,430 

. Total Operating 
Branch Branch Operating Loss.Per 

Revenue. Expenditure. Loss. Mile .. 
£ £ £ £ 

5,732 6,434 702 47 
5,202 7,959 2,757 184 
5,390 7,203 • 1,813 121 
6,436 8,942 2,506 167 

* Includes road motor revenue and expenditure. 

Trrfin Services 
Two goods trains each way per week. 

C:arpital Cost 

Operating 
Loss. 

Per Cent. 
12·2 
53·0 
33·6 
38·9 

Excluding rolling-stock, the capital cost of the branch line as at 31st March 
1951 was £83,592. · 

Mafo-line revenue of branch-line traffic, £109,570. 
There are lime-works at Weston on this line. The output railed is 

approximately 500 tons daily. 

Dunback Branch (Palmerston-Dunback, distance 8 m. 46 ch.). 
The operating revenue and expenditure for this branch are given below :-

Total Operating 
Year, Coaching Goods Branch Branch Operating Loss Per Operating 

Revenue. Revenue. Revenue. ·Expenditure. Loss. Mile. Loss. 
£ £ £ £ £ £ Per Cent. 

1938 2.7 2,309 2,336 2,628 292 32 12·5 
1939 30 2,466 2,496 3,363' 867 96 34·17 
1940 18 2,895 2,913 3,215 302 34 10·3 
1951 7 3,527 3,534 5,074 1,540 171 43·5 

Train S errviceis 
Five goods trains each way p,er week. 

Ca1pitai, Cost 
Excluding rolling-stock, the capital cost of the branch line as at 31st March 

1951 was £33,074. ' · 
Main-line revenue of branch-line traffic, £20,784. 
We. hiwe been advised that' traffic on this line will increase considerably 

very shortly and that the. increase will be solely in the carriage of limestone and 
carbonate. This appears to justify the charging of an economic rate, and we 
recommend accordingly. 
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Otago Central (Wingatui-Cromwell, distance 146 m. 61 ch.). J 
The operating i:evenue and expenditure :for this_ branch are given below :- f 

Total 
Year. Coaohing Goods Branch Branch Operating 

Revenue. Revenue. Revenue. Expenditure. Loss. 
£ £ £ £ £ 

193_8 19,137 94,044 113,181 138,571 25,390 
1939 17,579 91,523 109,102 140;232 31,130 
1940 18;400 88,968 107,368 142,150 34,787 
1951* 11,827 138,356 150,183 167,715 17,532 

*Figures are for nine months ended 31st March 1951. 

Train Services 
Three mixed trains, Dunedin-Cromwell, per week. 
Five mixed trains, Dunedin-Ranfurly, per week. 
Five goods trains each way per week. 

Capital Cost I _ 

Operating 
I,.oss Per Operating 

Mile. Loss. 
£ Per Cent. 

173 22·4 
212 28·4 
237 32·4 
119 ll·6 

Excluding rolling-stock, the capital cost of the branch line as at 31st March 
1951 was £1,495,986. 

· Main-line revenue of branch-line traffic, £60,153 . 

• 
. Roxburgh Branch (Milton-Roxburgh, distance 60m. 40ch.). 

The operating revenue and expenditure for this branch are given below:-
1 Coaching Goods Total Branch Operating Operating Operating 

Year. Revenue. Revenue. Branch. Expendi- Loss. Loss Per Loss. 
Revenue. ture. Mile. Per Cent, 

1938 
i939 
1940 
1951* 

Train Services_ 

£ 
841 
521 
605 
432 

£ 
13,844 
13,197 
13,236 
33,057 

_£ £ £ £ 
14,685" 30,818 16,133 264 
13,718 28,849 15,131 248 
13,841 28,950 15,109 248 
33,489 47,735 14;246 234 

* Figures are for nine months ended 31st March 1951. 

Five goods trains each way per week. 
Five goods trains to 1:1,nd from Lawrence per week. 

Capital Cost -~ 

109•8 
110·3 
109•1 
42·5 

Excluding rolling-stock, the capital cost of the branch line as at 31st March 
. 1951 was £728,467. _ _ _ 

Main-line revenue of branch-line traffic, £52,860 . 
../ 

Catlins River Branch (Balclutha-Tahakopa, distance 42 m. 57 ch.). 
The op~rating revenue and exP,enditure for this branch are given below:--

Coaching Goods Total Branch Operating Operating Operating 
Ye11,r. Revenue. Revenue. Branch Expendi- Loss. Loss Per _Loss. 

Revenue. ture. ~e. 
£ £ £ £ £ £_ Per Cent. 

1938 2,322 13,235 15,557 18;11s 2,556 59 -· 16·4_ 
1939 2,123 12,413 14,536 18,395 3,859 90 26•6· 

·1940 2,019. 13,432 15,451 21-,325 5,874 137 38·0 
1951 1,594 16,720 18,314 37,146 18,832' 438 102·8: 
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Train Services 
One passenger train each way.per week. 
Five mixed trains each way per week. 

Capital Cost 
Excluding· rolling-stock, the capital cost of the branch lin:e as at 31st March 

1951 was £465,203. 

}fain-line revenue of branch-line traffic, £56,910. 
. . 

Tapanui Branch ('Waipahi-Edievale, dist{l,nce 26 m. 11 ch.). 
The operating revenue and expenditure fpr this branch are given below :-

Coaching Goods Total Branch Operating Operating Operating 
Year. Revenue. Revenue. Branch Expendi- . Loss. Loss Per Loss. 

1938* 
1939* 
1940* 
195lt 

£ 
1,247 
1,238 
1,154 

25 

£ 
5,523 
5,208 
5,545 

11,654 

Revenue. ture. Mile. 
£ £ £ £ 

6,770 10,659 3,889 144 
6,446 12,262 5,816 215 
6,699 12,202 5,503 204 

11,679 17,730 6,051 224 

Per Cent. 
57·4 
90·2 
82·1 
51·8 

* Includes road motor revenue and expenditure. t Figures are for nine months ended 31st 
March 1951. 

Train Service 
Five goods trains each way per week. 

Capi"l-tal Cost • 
Excluding rolling-stock, the capital cost of the branch line as at 31st March 

1951 was £124,955. · 

Main-line revenue_of branch-line traffic, £53,638. 

Waikaka Branch (McNab-Waikaka, distance 12m. 47 ch.). 
· The operating revenue and expenditure for this branch are given below :-

Year. 
. Coaching Goods Total Branch Operating Operating Opera.ting 
Revenue. Revenue. Branch Expendi- Loss. Loss Per Loss. 

1938 
1939 
1940 
1951 

T1·<dn Services 

£ 
21 
22 
22 

6 

£. 
1,599 
1,866 
2,043 
4,448 

Revenue. ture. Mile. 
£ £ £ £ 

1,620 4,015 2,395 184 
1,888 3,865 1,977 152 
2,065 3,503 1,438 111 
4,454 7,154 2,700 208 

Three.goods trains each way per week. 

Capitol Cost 

Per Cent. 
.147•8 
104·7 
69·6 
60•6 

Excluding rolling-stock, the CIIJ)ital cost of the branch line as at 31st March 
1951 was £67,683. , 

Main-line revenue of branch-line traffic, £26,124. 
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Seaward Bush (Invercargill-Tokanui, distance 33 m. 64 ch.). 
The operating revenue and expenditure for this branch are given below :'-

Co'hching Goods Total Branch Operating Operating Operating 
Revenue. Revenue. Branch Expendi- Loss. Loss Per Loss. Year. 

1938 
1939 
1940 
1951 

Train Services 

£ 
850 

1,073 
1,252 

776 

£ 
7,379 
8,407 
8,809 

23,874 

Revenue. ture. Mile. 
£ £ £ £ 

8,229 13,755 5,526 163 
9,480 15,516 6,036 178 

10,061 13,556 3,495 103 
24,650 29,202 4,552 134 

One mixed train each way per week. 
Four goods trains each way per week . 

. Ca-pi,tal Cost 

Per Cent. 
67·1 
63·6 
34•7 
18·4 

Excluding rolling-stock, the capital cost of the branch line as at 31st March 
1951 was £187,136. 

l\fain-line revenue of branch-line traffic, £27,460. 

Orawia · Branch ( Tuatapere-Orawia, distance 8 m. 23 ch.). 
· The operating revenue and expenditure for this branch are given beloW>:-

Coaching Goods Total Branch Operating Operating Operating 
Year. ·Revenue. Revenue. Branch Expendi- Loss. Los:SPer Loss. 

Revenue. ture. Mile. 
£ £ £ £ £ £ Per Cent. 

1938 , 13 717 730 2,061 1,331 148 182·3 
1939 15 999 1,014 1,805 791 88 78·1 
1940. 16 934 950 1,343 393 44 41·3 
1951 2 1,430 1,432 2,519 1,087 121 75·9 

Train Services 
Two goods trains each way per week. 

Capital, Cost 
Excluding rolling-stock; the capital cost of the branch line as at 31st March 

1951 was £112,616. 
Main-line revenue of branch-line traffic, £14,587. / 

Mossbum Branch (Lumsden-Mossburn, distance 11 m. 57 ch.). 
The operating revenue and expenditure for this branch are given below :...,... 

Year. 

. 1938 
1939 
1940 
1951 

Coaching Goods Total 
Revenue. Revenue. Branch 

Revenue. 
£ £ £ 
34 1,287 1,321 
27 1,040 1,067 . 
28 1,096 1,124 
4 3,765 3,769 

Stations on Branch­
Castle Rock 
Murray . Creek . 
Mossburn 

T ravn S ervfoes 

Branch 
Expendi-

ture. 
£ 

1,615 
2,216 
2,152 
5,008 

Three goods trains. each way per week.· 

Operating Operating Operating 
Loss. Loss Per Loss. 

Mile. 
£ £ Per Cent. 

294 25 22·2 
l,149 96 107·7 
1,028 86 91·4 
1,239 103 32·8 

Miles from Lumsden. 
4 . 

8 
12 
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passenger Road Services: Departmental 
· This branch is ·provided· with a Monday-Saturday service with Lumsden 

through the Lumsden-Matuku and Lumsden - Eglinton Valley services. 

Capital Cost . 
Excluding rolling-stock, the. capital cost of the branch line as at 31st March 

1951 was £27,508. 
Main-line revenue of branch-line traffic, £20,830. 

Nelson Section (Nelson-Glenhope, distance 60 m. 8 ch.). 

1938 
1939 
1940 
1951 

The operating revenue and expenditure for this section are given below :-

year. 
Coaching Goods Total Branch Operating Operating 
Revenue. Revenue. Branch Expenditure. Loss. Loss. 

£ 
2,612 
2,556 
2,502 

591 

£. 
9,343 
8,587 
7,ol3 

20,886 

Revenue. ' Per Mile. 
£ £ £ £ 

11,955 23,127 11,172 183 
11,143 22,273 11,130 182 
10,015 23,517 13,502 221 
21,477 46,457 24,980 410 

This line has .twenty-three stations on the route and, excluding engine crews 
located on the section, the staff totals 39. The. service consists of three mixed 
trains, plus one goods train, each way per week. . . 

The percentage of operating loss was 116·3 in 1951; in 1940 it was 134·8; 
in 1938 it was 93·4. · 

Excluding rolling0stock, the capital cost of the Nelson Section as at 31st 
March 1951 was:-

N elson-Glenhope 
Glenhope-Kawatiri 

( Track lifted and credits for 
materials ·allowed) 

£ 
·368,950 
122,142 

£491,092 

The Department provides a passenger road service six days a week each 
way Nelson-Wakefield, with extension to Belgrbve on five days a week, a:p.d a 
service Nelson-Murchison runs three days a week each way. 

Freight tonnage handled by the railway. per annum approximates 25,000 
tons, with an average haul for 1951 of 31 miles. 

The·main commodities carried for 1951 were:-

Lime for farmlands 
Coal (brown) 
Timber 
Cement 
Manures 
Goods at local rates 
Other lime, clay, &c. 
Live-stock · 
Meat, fat, tallow ...... 
Fruit and vegetables 

Tons .. 
2,000 
2,200 
2,600 
3,400 
3,590 
3,500 
2,100 
1,500 
1,000 

700 

Average Haul 
Miles. 

20 
51 
55 
49 
17 
' 9 
26 
45 
7 
8 



62-

The service equals eight trains one way per. week or 416 trains_ per-¥~-­
Oi;i. t~Ei. ~asis of the total branch revenue for 1951 of £21,47'7, this rEipref,'len1:s an . 
average of £51 of revenue for each' train _run, or approximately 17:;i. f0;l'. eiwll. · 
mile of the route. · · 

We visited Nelson, heard submissions from representative groups who were· 
· mainly concerned with the ,extension of the line to Inangahua. 'l'his proposal 
has bee:n extensively canvassed over a long period of years ; there is a wealth 
of information both in printed· pamphlets and in departmental records on the· •., 
~~ i 

The length of line required to " bridge the gap '' from Glenhope to · -f 
Inangahua is approximately 50 miles. Much of this new construction would;_ -i 
be through most difficult country for railway engineering. · Only a smaU 
portion of the area has much prospective agricultural value, and the prospective­
coal production is . by no means. unlimited according to the reports we have-
perused from the Agricultural and Geological Survey Departments. _ 

In weighing up any such proposed link-up regard also has to be given to 
the condition of the existing Nelson-Glenhope line,· which is in poor conditio.,1+ , 
and ·of very light rail construction. Taking a realistic _view of the position!, 
a new and improved line would_require to be laid right,from Nelson in order to 
provide a satisfactory service ; an estimate of the cost of " bridging the gap ,,. 
is in the region of £7 to £8 million pounds, and this estimate is probably 
conservative. • 

The operating cost per mile is estimated to be at least £5,300, and a revenue-
of approximately £265,000 per annum would be required to meet the operating 
costs without any margin for contingencies. These calculations do not make any 1 

provision for interest on the capital outlay, 'for which a still ,higher revenue 
would be required. 

:/"jo indications of any revenue estimates were obtainable by us from examina­
tion of the witnesses who appeared, but from our own observations arid the other 
information available it appears that the possibility of the railway earning more 
than a fraction of the necessary revenue is very remote. · , .-

Moreover, the area is served by one of the most efficient road transport 
organizations in the Dominion, and this is evidenced by the comparatively low 
freight rates of the company concerned. 

We could find no evidence that any difficulty is experienced by the primary 
producers or the commereial community in either outward or inward transport. 
Some 66,000 _ tons of freight are already transported by road annually, and it 
would probably be difficult to influence any great portion of this traffic back to 
rail without a complete embargo on road traffic. 

It iS"" significant that frozen meat for shipment overseas is transported by 
road from the freezing-works at Stoke to the ship's .side, a distance of 
approximately 8 miles. . 

We appreciate that Nelson, by reason of its geographical position, is to an 
-extent isolated without a railway, and that roads to the highest standard should 
be provid~d. U:ntil such time ~s a first-class road constructed to t!J-?_dern 
standards 1s provided to connect with Inangahua, we recommend that no action be 
taken to close the existing railway service; we cannot recommend any new 
construction work towards bridging the gap, either in the whole or in part. 
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PART 2 

ORDER OF REFERENCE No. 5 
The adequacy and suitabiUty o.f the scale o.f goods rates, passenger 

.far·es, and all other charges for milway services having regm·d to the 
prope1· sphere of railway operations,· the costs of operation, the com­
petitive situation, and the capacity of the rail.ways to handle existing 
and prospective traffic. 

• I 

The following statement gives a comparison of the financial position of the 
'· ~ :.railways for the years 1952, 1951, and 1939 :-

Total capital 
Gross earnings 

•Gross expenditure 
Net earnings 
Net loss 
Net revenue--

Operating .. 
Subsidiary services 
Non-operating revenue 

· Interest charges .. 

1952. 
£ 

88,070,000 
23,993,186 

. . 25,195,674 

1,202,488 

1,418,058* 
333,652* 
549,222 

2,996,517 
Excess of interest charges over net revenue .. 

, Total route mileage 
4,199,005 
No. 3,539 

,.Capital cost per mile 
Ratio expenditure to earnings, per cent. 

·Percentage of net earnings to average capital 

£24,886 
105·01 

* Denotes loss. 

1951. 
£ 

84,992,093 
22,085,491 
22,079,701 

5,790 

225,072* 
297,302* 
528,164 

2,882,476 
2,876,686 
No. 3,531 

£24,070 
99·97 
0·007 

193\l. 
£ 

58,676,608 
9,345,387 
8,644,324 

701,063 

341,427 
9,694* 

369,330 
2,.418,116 
1,717,053' 
No. 3,332 

£17,679 
!)2•50 

1~23 

NoTE.-;-The interest charge stated above for the year ended 31st March 1952 is subject 
to con:firma tion by Treasury. \ · 

It. will be noted that the ratio of expenditure· to earnings for 1952 was 
105·01 per cent. The aim of railway companies overseas is to keep expenditure 
within a ratio of 75 to 80 per cent of earnings, leaving the balance available for 
taxes, interest, and profit. 

The operating earnings per revenue train-mile were .. 
But the operating expenses per revenue train-mile were 
The total coaching revenue per passenger train-mile was 

1952. 
d. 

389·89 
.. 417·40 
., 173•28 

1951. 
d. 

317·71 
317·53 
153·38 

It will be noted that the coaching revenue is 0 providing less than half of its 
J)roportion of operating earnings per train-mile. 

The operations of all services for the year ended 31st March 1952 resulted 
1n a deficit of £1,202,488. The gross revenue increased by 8·64 per cent to 
£23,993,186, and gross expenditure by 14·11 per cent to £25,195,674. This 
latter figure does not include £2,996,517 interest charge to the railways on their 
.capital. 
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The following table details the net revenue position:-'-
1952. 1951. 

Railway operation- £ £ 
North Island 541,513 loss 252,620 profit 
South Island 848,497 loss 452, 712 loss 
Nelson 28,048 loss 24,980 loss 

Total operating 1,418,058 loss 225,072 loss 

Miscellaneous n~n-operating. revenue 549,222 profit 528,164 profit 

Subsidiary serviceir-
Lake W akatipu 6, 181.loss 3,979 loss 
Refreshment Branch 50,054 loss 21,616 loss 
Bookstalls 2,393 loss 2,863 profit 
Advertising Branch 10,621 profit 9, 919 profit 
Dwellings 256,763 loss 237,532 loss 
Non-operatiJ:/.g buildings 8,318 profit 5,547 profit 
Road services .. 28,200 loss 52,504 loss 

Total subsidiaries 333,652 loss 297, 302 loss 
) 

Total .. 1,202,488 loss 5, 790 profit 

.. 
The net loss £1,202,488 and· intel'est charges £2,996,517 are met by subsidy 

from the Economic Stabilization vote each year. 

During the years 1939 to 1945 moderate increases in expenditure were more 
than offset by a substantially increased volume of traffic. Since 1945 expenditure 
has increased out of relation to revenue, and this is largely due to improved 
wages arid higher fuel costs, which have not been fully passed on but have been 
mainly absorbed in the present railways ra.tes schedule . 

.Gross expenditure was made up as follows:-
1952. 1951. 

£ .£ 
Wages 14,826,560 13,063,898 
Coal and oil (locomotive) 2,647,560 2,223,014 
Stores and material 3,467,821 3,251,512 
Depreciation and renewals 2,256,933 1,751,653 
Miscellaneous 1,996,800 1,789,624 

7 
Total 25,195,674 22,079,701 

The coaching revenue for the year ended 31st March 1952 was derived as 
under (1951 figures are included for comparative purposes):- ,, 

Passenger . revenue 
Parcels 
Luggage 
Mails 

Total railways coaching 
revenue (excludes road 

1952. 1951. Variation. 
£ £ £ £. 

2,264,922 2,662,987 -398,065 14·~ 
286,581 296,114 -9,563 3·23 

80,988 87,191 -6,203 7·11 
151,899 149,221 +2,678 l ·80 

services) 2, 7.84, 390 3,195,543 +411,153 12·87 

The goods and live-stock revenue for the year ended 31st March 1952 
comprised 84·38 per cent of operating revenue, compared with 80·96 1per cent 
for the previous year. 
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The :following statements show the tonnages and revenue of goods traffic 
under the four main headings :-

Live-stock .. .. 
Timber .. .. .. 
Coal .. .. . . 
Other _goods .. .. 

Total . , .. 
Less refunds, &c, .. 
Total .. .. 

Revenue. Tonnage. I 
~-~-~~ 

1952. 

Tons. 
638,895 
743,947 

1,952,411 
6,493,518 

9,828,771 

.. 
I .. 

Variation From ·1 Variation From 
1951. 1952· 1951. 

Tons. 
5,932 

-64,057 
+83,618 

+199,285 

+212,914 

. . 
I .. 

-- -i 
o;, I . £ I £ o/c 

0:92 i 1,440,624. +214,976 17?5 
7·.93 1 1,411,490 J -3,782 0·2 
4·471 2,126,152 I +248,769 13•2 
3·17 12,051,160 I +1,529,239, 14·5, . I 

4 
7 
5 
3 

2·21 117,029,4261 +1,989,202 13·2 3 

.. I 11,6161 +9,991 '16-21 
I . I . . : 16,957,810 +1,979,2111 13·21 

The total tonnage carried, 9,828,771 tons, was an increase of ·212,914 tons 
over "1951 year, being 2·21 per cent increase. Earlier in the year traffic was 
still adversely affected by the continuance of the waterfront strike and allied 
disputes, and during the period April to July 1951 there was a fall of 578,546 
tons. Subsequently traffic increased by 791,460 tons to give a net increase for 
the year of 212,914 tons. 

Freight revenue increased by £1,989,202, or 13·21 per cent to a new record 
of £16,957,810. Approximately £1,000,000 of this increase was due to higher 
tariff rates, the balance being earned through the greater tonnage handled 
coupled with a longer average haul. · 

The accounting structure of the New Zealand Railways docs not provide for 
expenditure costing of its passenger and goods traffic separately. By appropri­
ating expenditure of a general nature on the basis of passenger train or gross 
ton-miles it is possible to arrive at a reasonable assessment of the separate costs 
of coaching. and goods traffic. The Chief Accountant has prepared a statement 
showing the estimated revenue and expenditure for the year ending 31st Marc:i;i, 
1953; as follows :- · · 

Coaching. Goods Total Subsidiary Total. Traffic. Traffic. Operating. Services, 
£ £ £ £ £ 

Expenditure 6,169,000 16,937,000 23,106,000 3,776,000 26,882,000 
Interest 967,000 1,965,000 2,932,000 268,000 3,200,000 

-----
7,136,000 18,902,000 26,038,000 4,044,000 30,082,000 

Revenue .. 3,610,000 19,225,000 22,835,000 4,049,000 26,884,000 

Profit .. 323,000 5,000 .. 
Loss .. 3,526,000 3,203,000 3,198,000 

== 

This statement, which includes interest charges, is based upon current 
tariffs and operating costs and shows that the coaching traffic will be · carried 
at an estimated loss of £3,526,000, while the goods traffic will return an estimated 
surplus of £323,000. · · · 

Even if it were possible to eliminate passenger traffic from the railways 
entirely the goods traffic would requiJ'le to bear the whole of the indirect expense 
and would then show a very substantial loss. 

The estimated expenditure set out above included £2,685,000 for imported 
oil and coal, We lire adyi_sed that if New Zealand coal supplies were sufficient 

3-D 3 
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to avoid the use of imported fuel the expenditure estimate would be £1,815,000 
lower. Our view is that 'it will always be necessary to maintain a number of 
oil-fuel locomotives as an insurance for the future . 

. We found that increases in rates have lagged behind increased costs of 
op,eration. . 

Since 1938 t,he operating costs have increased by 144 per cent, whe1·eas 
during the same period:- · _ . 

Passenger rates have been .inc1·eased only twice, and the tqtal increase is eq11.al 
to 45 per cent only. . 

Parcels and Zugg.age rates have been increased three times, and· the total 
increase is equal ·to 78 per cent. · 

Goods rates have been increased four times, the rate increases varying 
according to classes· of goods. The total effective increase varies between 63 per 
cent and 111 per cent. 

The present scale of charges for all railway services is insufficient to meet 
the costs of operation and interest as at present constituted. 

It would' be. undesirable, however, to increase all railways rates sehedu~ 
immediately and indiscriminately. A proper analysis of the position affectirtg 
individual· tariffs must first be made. Some rates are obviously too low, others 
appear to be adequate, whilst others again app_ear economic over some distances 
but then taper too steeply. Such an analysis can only be carried out by resear<'Jt 
into costs under the various rate headings. , 

. We therefore recommend:-
That a fully staffed Costing Section be set up in:imediately under 

the control of the Chief Accountant. 
We are satisfied that the Department already has suitable officers, or officers 

who can be suitably trained for this important work. The assistance and 
guidance of an outside consultant would be very valuable at least in the early 
stages for the development of this section. We are satisfied also that this Costing 
Section of, say, six persons continuously engaged -in investigating the many 
~venues of· railway costs would result in tremendous benefits to the railways 
economy. 

One of the main reasons for the losses being made by the railways is due to 
the delay in recovering increased costs. At the present time the Arbitration 
Court is hearing an application for a cost:of-living increase. We are not 
concerned with the merits or otherwise of the case, but we would point out that 
if; for example, an increase of 10s. -per week was awarded, the cost to the 
Railways Department would be £66,666 for every month that elapsed before·that 
amount was recovered by'One method or another. 

We stress the desirability for prompt decisions on policy being given to the 
Railways Department .on matters of this nature as such additional charges 
cannot be absorbed by the railways economy without some corresponding increase 
in freights and fares. 

Whilst the Railways Department should be run on businesslike methods, ~d 
we have referred to this aspect elsewhere, the business of railwayi:, differs widely 
,from ordinary commercial undertaki:Q.gs. In industry and in the commercial 
world generally the ratio of sales to capital employed is frequently 3½ to 1-i.e., 
capital is '' turned over '' 3½ times annually. In the New Zealand Railways the 
ratio of revenue to capital is 1 to 3·3-i.e., capital is '' turned over '' once in 
every 3½ years approximately. · 
. . With qnly one exception as far as we have been able to ascertain, the 
railways have never received any benefit from the land-betterment values which 
they- have undoubtedly- created. in the openin~ up and development of areas since 
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their inception very many years ago. The establishment of railways throughout 
the country has in past years been of great value to the community at large and 
was in the national interest. The only benefit derived by the railways has been 
the ·revenues from the services given. 

Notwithstanding this, the railways have been charged, and to-day are still 
liable, for all the capital they have expended in making and maintaining their 
own railroads-the permanent-way and, in fact, are charged with the interest 
thereon. The interest charge, though not earned in recent years, absorbs too 
much of the railway revenue. It is the equivalent of 10·6 per cent of the revenue 
required to meet the full expenditure, including interest. We know 0£ no 
commercial undertaking which could function successfully if it had to allocate 
.10·6 per cent of its gross revenue as an interest charge on capital. 

Furthermore, this interest charge has never been provided for as such in the 
· railways rates schedules, and if it is to be regarded as a cost it must be taken 
into account and the rates schedules revised accordingly. We do not consider 
such a proposal is practical as thereby the rates schedules would become 
unbalanced competitively. Our view is that interest should be considered 
as a profit and not as a cost; that Government should determine what additional 
sum over and above operating expenses it flXpects the railways to earn and 
indicate this goal to the management in order that they may plan accordingly. 

After giving due regard to the railways' past history of national develop­
ment we venture the opinion that if the railways were expected to earn all 
operating expenses plus 1 per cent dividend on the present total capital, this 
would be reasonable and should be capable of achievement. 

At present the railcar fare, which is the standard second-elass, is not 
economical, and we recommend:-

That as and . when new railcars are put into operation an 
economic fare (which lies somewhere between second- and first-class 
fare) be charged. · 

Subject to our observations elsewhere in this report in the matter of rolling­
stock, we are satisfied that with the developments in hand and equipment on 
order the railways have capacity to handle the existing and the foreseeable · 
prospective traffic other than the Auckland suburban passenger traffic. 

7 Freight Rail/ Air Service 
The rail/air service is operated at a satisfactory profit and; in addition, 

railway revenue is earned for the South Island Main 'rrunk railway. The 
Department's operating results are set out hereunder:-

Year.Ended Traffic Carried, Revenue. Expenditure. Profit. 
Long Tons. 

£ £ £ 
31st March 1948 5,850 63,326 51,292 12,034 
31st March 1949 7,850 97,805 73,879 23,926 
31st March 1950 9,900 126,643 100,581 26,062 
31st March 1951 .. 14,460 186,007 149,290 36,717 
31st March 1952* .. 22,662 302,859 288,117 14,742 

* Profit below normal owing to-(a) rise in ground handling costs, principally wages of loading 
and unloading gangs and lorry drivers; (b) temporary charter of expensive "Commando" aircraft 
ex Hong Kong to maintain service when National Airways Corporation aircraft were withdrawn 
during the waterfront strike. 

In addition to this direct profit, substantial additional revenue was eamed 
for the South Island Main Trunk-Railway. For example, during the year ended 
31st March 1951 South Island railage Blenheim-Christchurch amounted to 
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approximately £50,000. Since ,the rail/air traffic was accommodated on existing , 
trains and no additional facilities were needed, this suni was largely net revenue 
to rail. . 

During stoppages on the waterfront air services were the only means of 
moving urgent and essential commodities inter-Island. When the waterfront 
dispute occurred last year the rail/air service, which normally carried up to 
1,400 ton.s per four-weekly period, handled up to 3,500 tons per period. 

We referred earlier to the· one case, as far as we are aware, where the 
railways did benefit from the land-betterment values which it created. 'fhis is 
the case of what is known as the Petone-W aterloo Railway extension, and as a 
matter of interest and for future guidance a brief resume is given hereunder. 

In the late 1920 's an area of approximately 600 acres of land was purchased 
for the purposes of settlement and development in the Hutt Valley, including 
the proposed construction of a railway through the area. 'l'he purchase, disposal, 
and allocation of all land affected under this scheme was conducted by the Lands 
and Survey Department. 1 

The railway was subsequently constructed, also new workshops at Woburn, 
the latter occupying an area of approximately 66. acres. 

• . .! considerable area of land was sold, and after the payment for l~nd 
acquired; }ncidental expenses\ subdivision, roa1ing, sewe~ing, · &c., the tradin!I 
a~count disclosed a substantial profit, of~ which a considerable amount was 
credited towards the original cost of construction of the railway line. 

The financial position brought about under this arrangement shows the 
following P?Sition :-

1 • The original capital cost ·was 
.'J.'he profits on realization were 

Leaving net capital cost as at 31st March 1952 

£ s. d. 
292,192 10 2 
185,018 8 11 

107,174 1 3 

. W~ have not made specific recommendations regarding freight charges, 
because the actual costs of transpor~ in relation to variously classified rates are 
not known. These must be the subject of costing studies within the Railways 
Department, and, as the results of these become available, the freight structure 
m:ust be reviewed to provide economic rates. 

For similar reasons it is not possible to state definitely that all '' short 
hauls '' are unprofitable. From the investigations made, the indications are that 
many types of goods transported over short distances-i.e., up to 30 miles--'-are 
showing results quite profitable to the railways and that in many cases goods 
carried long distances are being transported at a loss. The tonnage carried under 
the category .of " short hauls" in the North Island is. approximately 650,000-
tons; in the South Island the '' short haul '' tonnage approximates 2,000,000 
tons. 

The positive facts regarding costs can only be ascertained through: 
continuous investigations by the permanent costing section which we have 
recommended to be set up immediately. · 

Competitively, the railways suffer many disadvantages because as '' public 
carriers " they are required to transport all classes of commodities. They are 
required also to maintain time-tables and. run passenger servfoes for such 
passengers who may require to travel, and whether a full train load is available 
or not;· by comparison, private transport operators, though they may be termed 
'' common carriers,'' are not so completely tied and generally operate on the plan 
of a profitable capacity basis. 

· We deem it necessary to say also that in many instances Government policy 
over the years and pressure from individual groups have affected freight tariffs 
in a manner which has been detrimental to the railways economy. 
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PART 3 

OTHER MATTERS AFFECTING RAILWAYS­

MANAGEMENT 

D-3 

'fhe railways and ancillary services, with assets valued at £88,070,000, an 
income for the last financial year of nearly £24,000,000, and a staff of approxi­
mately 25,000 persons, constitutes the largest commercial undertaking in New 
Zealand. Notwithstanding its vitally important position in the national economy 
the railways have only restricted monopoly of transport and must face the 
growing competition of other forms of transport. Indeed, during the past 
twenty-five years the competition of road transport in particular has been and 
remains severe, and now there is the developing competiti(rn of the air services. 
However much protection may be granted to the railways, it is not probable 
that they will ever enjoy a complete monopoly, and great skill and judgment will 
be necessary wisely to manage and to meet the inevitable competition. 

In any undertaking it is necessary to determine policy and essential to take 
steps to avoid periodical disruption of that policy; continuity of policy is 
important if it is to succeed. We find that in the railways the management 
and responsibilities are shared between the Hon. the Minister of Railways and 
the General Mlttlager, and that the Minister must from time to time seek 
Cabinet's confirfnation of his proposals. This procedure takes time, and 
naturally results in delays occurring in deciding important matters, some of 
which call for urgent attention. As a result of this system both the lH:inister and 
the General Manager are called upon to devote much of their time to matters 
of relative unimportance. Changes in Government and consequently in the 
.Minister of Railways are inevitable, and must be accepted. 

As regards management, we find that since 1st June 1928, a period of 
twenty-four years, seven gentlemen have occupied the position of General 
Manager, the term of office of six of them averaging less than four years. 'fhe 
present General Manager took office on the 1st August 1951. 'fhe unwisdom of 
these relatively rapid changes has just been well demonstrated in the matter of 
the proposal to electrify the North Island Main 'l'runk. The last General 
Manager recommended Government to adopt his proposal and to . make an 
imniediate start with it, and Government accepted the scheme in principle. 'fhe 
present General Manager holds a different view; he believes that electrification 
can wait and he desires to develop an alternative proposal for consideration. 

In technical matters we do not consider ourselves competent to judge 
between the opinions of two General Managers, but no business of this magnitude 
has any hope of being successful if changes in major policy can occur every few 
years with a change of managership. Before the present Manager can develop 
his ideas another General 1\fanager may assume office who may support one or 
other opinion or have even another of his own. 
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Furthermore, we do not believe that in these days of constantly changing 
iconomic conditions it is possible for one man to run successfully a trading 
~oncern with a turnover of £24,000,000 annually. 

We find also that in many· cases senior officers retire from their positions 
;vithin a short time of attaining them. At the present time, of twenty-three 
>fficers now employed and who may be described as " top men," only four will 
,e in the Service in five years' time. This state of affairs is not conducive to the 
1uccess of any undertaking. No business with branches throughout the Dominion 
;vould keep changing its· .branch managers before they had time to know the 
listrict and their customers and develop goodwill. 

The reason for this constant change lies in the operation- of the forty years/ 
·etiring principle. We understand the reluctance of railwaymen to agree to any 
1lteration of this principle, and we appreciate their point of view. To meet this 
view, therefore, but at the same time to obtain more efficient and continuous 
nanagement, we recommend- • 

That only certain key positions be classed as special appoint­
ments, and that no officer shall be appointed to such a position unless 

.. his appointment can be made for a period of not less than seven 
years, and that only in special circumstances shall he remain in that 
office after his forty years' service has been completed. 

In the best interests of the railway we believe that (a) steps must be taken 
;o relieve the Minister of the continual demands on his time and energy in 
iealing with day-by-day matters and (b) the actual management should be 
!hared l>y more than one man. In the past Boards or Commissions that have 
:reen sei up to run the railways have niet with limited success. We think one 
)f the main reasons for this has been that railways require such specialization 
,hat men trained in the railways are necessary on such managing bodies. We 
:ielieve, however, that a lifetime spent in a Government Department ,does not 
produce the commercial outlook or the customers' point of view, and that 
therefore a:ri. infusion of such an outlook would be invaluable. We consider 
,hat such management would also be. greatly assisted by someone with financial 
:tbility. . . 

We do not see how the railways can be completely divorced from political 
~ontrol, no matter. how desirable that may be. The Government is responsible 
bo the people for the money it has expended and will expend• in the future. 
Although the final control must be in the hands of Government, it is desirable 
that those .composing the management be given as free a hand as possible and 
that, after policy has been decided upon by Government, full responsibility for 
~arrying out that policy be left with them. 

It is possible and practical that much more·efficient managelltent would be 
lbtained if, instead of the whole responsibility lying in one man's hands, the 
management was vested in an eX!ecutive of five, three of whom would be railway 
lfficers, and one of the five members as Chairman. 

We consider, however, that the most effective method would be by means of 
1 Corporation on lines somewhat similar to that of such bodies as the National 
Airways Corporation, State Advances Corporation, and the Bank of New 
Zealand, and accordingly we l'ecommend :-. -

I. That there shall be established a Corporation. to be called the New 
Zealand . Railways Corporation, and that the Corporation shall take over, 
manage, and -develop the railways system and its ancillary services. 
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2. That the Corporation shall consist of five (5) Directors to be appointed 
by the Governor-General, of whom one shall be appointed by him to be the 
Chairman. 

(a) That three of the above-mentioned Directors shall be appointed 
from the members of the railway service on a full-time basis, and that 
two shall be appointed from persons outside the service. 

(b) That in all cases the persons shall be appointed because of their 
knowledge and ability, and that no one shall be appointed in any 
representative capacity. 

(c) That no person shall be appointed or remain as a Director if he 
is actively associated with or financially interested in the operation of 
any form of transport other than that of the Corporation. 

(d) That the Directors be appointed for a period of not less than 
seven years, and that they be capable of reappointment. 
3. That the Corporation-

(a) Shall appoint a General Manager, who shall be the Chief 
Executive Officer of the Corporation, and it shall be empowered to appoint 
such other officers as it thinks necessary. 

(b) Shall be empowered to appoint such employees as it thinks fit. 
and on taking over the railways undertaking with its ancillary services 
the terms and conditions of employment shall be those then in force. 

4. That the capital of the Corporation shall be £88,070,000, which is the 
ascertained capital employed in the railways undertaking as at the 31st 
March 1952, and _that this sum be adjusted from time to time as works are 
abandoned, lines are closed, and/or assets are written off, and that 

(a) The above-named sum of £88,070,000 shall be regarded as an 
investment by Government, and the Corporation shall be under no 
obligation to pay any interest on such sum. In the case of additional 
capital moneys provided subsequent to 31st March 1952 the Corporation 
shall pay to the Consolidated Fund interest at the rate ruling for Govern­
ment loans at the time and times the additional capital moneys are made 
available to the Corporation; and 

(b) The capital shall be regarded as permanently invested, and it 
shall be the responsibility of the Corporation before making any payment 
of interest to make adequate financial provision for obsolescence and 
replacement and maintenance of the. assets of the undertaking; and 

(c) Any profits remaining after the payment of any interest and 
making the provisions provided for under (b) shall be paid by the 
Corporation to the Consolidated Fund, unless the Corporation is of 
opinion that the money is required for development of the undertaking, 
the improvement of services, the reduction of charges and/ or provision 
against possible future losses. 

5. That the Corporation, with the approval -of the Governor-General in 
Council, shall be empowered to acquire any shares or other interest in any 
other organization which is carrying on or interested in the establishment, 
maintenance, and operation of any transport undertaking, whether goods or 
passenger, in New Zealand. 

6. That the Corporation shall be empowered to do all things which, in 
its judgment, are necessary for the efficient management, operation, and 
development of the railways system and its ancillary services, within the 
limits of the revenue of the undertaking and any capitcd moneys provided 
(Ind in ac;:cQrdance with, O,overnment policy. 
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7. That the Corporation shall-
( a) Have regard to any representations which may be made by the 

Minister of Railways in respect of any functions or business of the 
Corporation. and shall give effect to any decisions of Government in 
relation thereto conveyed to the Directors in writing by the Minister of 
Railways. 

· (b) Carry out the directions of the Minister of Railways to establish 
. and operate or to continue to maintain any service and/or to charge 

any special rate of freight for the carriage of goods and/or to charge 
any special fare or fares for the carriage of passengers. , 

(c) Notify the Minister of Railways in w,riting if the Directors are of 
the opinion that the carrying out of any directions of Governmentandjor 
the Minister of Railways will result in financial loss. and in such cases 
Government shall pay. to · the. Corporation the amount of any such loss 
incurred in each financial year. 

8. That the· Corporation be required from time to time to survey tl\e 
anticipated needs of the undertaking. and-

(a) Determine the capifol works which are considered necessary in 
order to. give to the public the service which can reasonably be 
demanded. · 

(b) In considering these matters not only use the services of its own 
officers. but be empowered also to call for reports from officers of appro­

. priate Government Departments and. where in the judgment of the 
Corporation it is necessary, then to engage the services of outside 
persons who are competent to advise. 

'·· (c) Prepare and present its report to the Minister of Railways. who 
shall take steps to ensure that the report shall. without delay. receive the 
attention of Government. and that. the Corporation be given early advice 
1of the decision of Government regarding the works which are approved 
and the rate at which the necessary capital moneys will be made available 
to the Corporation. 

( d) Having received the decision of Government. shall take such 
steps as to ensure that the works shall be carried out in an orderly and 
progressive manner. 

9. That the Corporation shall within a reasonable time after the conclusion 
of each financial year cause to be· prepared and sent to the Audit Office a 
yearly balance-sheet and a profit and loss account. together with such other 
statements of accounts as may be necessary fully to show the financial 
position of the Corporation. When audited. the accounts of the Corporation 
shall be submitted by the Corporation to the Minister of Railways. together 
with a report of the operations of the Corporation for the year in question . 

. -IO. That the Corporation shall be empowered to make any by-laws 
which are necessary for the safe. efficient. and proper operation of the 
undertaking. 

We recommend a Corporation consisting of five Directors because the . 
present condition of the railways is such that for some very considerable time 
the Corporation will be faced with a great task in doing all that is necessary 
to bring the undertaking to its proper position. In our opinion, it is of vital 
importance that all the Directors shall be able to devote ample time to tile 
business of the Corporation and that the Directors appointed from amongst the 
officer~ of the 7ailways shall not hold dual positions, 
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We recommend that two of the Directors shall be appointed from persons 
outside the railways because, as· previously stated, we are of the opinion that 
the Corporation should have . a proper and full appreciation of the views of 
the commercial and industrial community and of the users of the undertaking 
in general. We believe also that the personnel has been weakened by the 
system of retirement which has retained, and is still retaining, many senior 
officers in their positions for only relatively short periods. We have also to 
point out that the:re does not appear to be any .system of training officers to 
take up the highest position of General Manager. These remarks are not 
intended in any way to question the ability of present or past officers. 

Once experience has been gained in the operations of, the Corporation 
and the undertaking is again firmly established on a suc<!essful basis, further 
consideration could be given to the question of Directors. It might well then 
be found that the number could be :reduced and that they could all be 
appointed from amongst the officers of the railways. Although we believe 
it is important that at the outset two outside Directors shall be appointed, we 
most stt-ongly urge that in any later rearrangement which retains outside 
Directors the majority of the Directors shall always be appointed from amongst 
r.ailway officers. 

We are impressed by the fact that for the successful control of the railways 
undertaking it is essential to engage men who have devoted their lives to the 
highly specialized work of railways . 

. We recommend that the capital as at the 31st March 1952----,namely, 
£88,Q70,000-be considered as an investment by Government, which in fact 
it is, and that no fixed rate of interest shall be payable on it. Any financial 
return to Government should be by way of payment to the Consolidated Fund 
of any profit remaining after a!'].equate sums of· money have been set asjoo 
to provide for obsolescence, and replacement and maintenance of the ass'e.ts 
of the undertaking, and the payment of interest on any new capital hereafter 
provided to the Corporation. 

It cannot be denied that the railways made possible the full development 
of New Zealand as a great agricultural and pastoral country. It is also true 
that the railways have received for their services only the :(reights and fares 
which they have earned. They have received no financial gain from the , 
betterment which they have created, and had they received the advantage of 
this betterment a great part of the present ca:r,ital could have been written 
off long ago. 

Elsewhere in this report we refer to the Petone-W aterloo Railway Extension, 
this btiing the only case of which we can find any record where, in developing 
a district, the Railways Department got a direct financial benefit from betterment. 
This case confirms our opinion that had a similar policy been adopted in the 
general development of the railways system the betterment gained would have· 
largely offset the cost of the railway works." · 

When the railways were constructed they were the only practical means of 
land transport of goods in pulk. With the advent of good roads and the develop­
ment of motor transport the position changed, and the people did not hesitate to 
use whichever means of transport they found more convenient or cheaper. The 
people of each locality themselves found the money, both for the construction of 
the good roads and their maintenance, but the same people were not called upon 
to make any direct contribution to the cost of the railway track. 

4-D 3· 
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It seems to us that the railways having provided transport facilities which 
were vital to the full development of the country and having received no direct 
:financial gain for the enormous betterment which was created; the capital sum 
for which the Department is now responsible should be regarded as an investment 
which will pay a dividend only if profits are earned. 

We realize that at a given time in the past the value of the railways for 
developmental purposes virtually ceased, but it is impossible to determine the 
date. It seems to us better to take the capital figure as it stoop, at the 31st March 
1952 and to recommend that the railways undertaking shall be-made responsible 
for the payment only of interest on new capital made available after that date. 

Fuel 
Coal 

• 
As reg~rds coal, the Under-secretary for Mines was asked whether in his 

opinion adequate supplies of coal can be made available for railway purposes­
that is, taking into consi~eration the probable changeover of the oil-burning 
locomotives to coal-burning locomotives. His advice is that, assuming tl\e Rail­
ways Department require one-third hard coal and two-thirds soft coal, sufficient 
supplies can be made available within a reasonable period, say, three years, and 
that thereafter_ an annual increase in demand of 5 per cent can be met. 

o{i 
So far as oil is concerned it appears that in normal circumstances adequate 

supplies can be made available, but we would draw attention to the extraordinary 
advanc~ in the coSt of this commodity. We find that at the outset the Railways 
Department obtained fuel oil from stocks held by Navy and at a cost of £6 10s. 
per ton. · This was only a temporary arrangement, and since September 194 7 
fuel oil has been supplied 'by-contractors under a contract which expir,es on 31st 
December 1953. When supplies commenced from the contractors an immediate 
rise in price took plac,e, and fro:rri that day onwards the price has increased from 
£8 5s. per ton to £21 per t_on today., No doubt abnormal conditions account for 
today's high price, but it appears clear that while supplies are · available the 
p#ce of this commodity can be considered as unstable. 

E~ectricity 
The General Manager of the State Hydro-electric Department · informed 

us that the General Manager of Railways had supplied his Department with a 
.statement of the estimated power requirements for railway electrification in the 

' North Island covering Auckland and Wellington suburban railways and the 
Main Trunk line for a period of years ending 31st March 1961. The estimated 
requirement for that year was given as 252,500,000 units .. The General Manager 
of the , State Hydro-electric Department compared this estimate with the 
anticipated total power requirements of the North Island for the same year of 
4,500 million units. It will thus be seen that the estimated power requirements 
of·the Railways Department would represent only between 5 per cent and 6 per 
cent of the total for the North Island for the year named-that is 31st March 
1961. . 

- The General Manager of the State Hydro-electric Department sees no reasoil, 
why the estimated power requirements for railway purposes, if requires}, should 
no~ be met provided that sufficient notice is given so that the necessary plant can 
be procured and installed. .. , · ' , 

f , , 

, 

I 
t ~· 
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From the information with which we have been supplied it appears that 
adequate supplies of coal, oil, and electricity are available to the railways. 

Murapara: New Railway Line 
No details of the new line now being constructed for the Murapara project 

have been. placed before us, but we understand :from the Department that no 
arrangements have been made as to freight charges nor has any guarantee been 
given that when a road is completed traffic will not be diverted from rail to road, 
as has already happened in so many cases in New Zealand. 

To avoid this railway becoming another liability on the State, and as 
private interests are involved in the project, we strongly recommend that 
immediate steps be taken to conclude a mutually satisfactory and protective 
economic arrangement between the RaHway Department and the interested· 
parties; v 

Electrification of Main Trunk 
During the hearing of the submissions the Main Trunk · Electrification 

Report, prepared under the signature of the late General Manager, was produced, 
and it has been' read by us. We. have also had an opportunity of hearing 
alternative evidence. 

Although the Government has approved the principle of the electrification · 
of the Main Trunk we consider it necessary to report that there is a wide. 
divergence of opinion on the subject as between the authors of the report and 
the prese:rit management. 

Whilst there appears to be merit in the proposal to electrify the Main Trunk 
line. there: appears also to be similar merit in the diesel electric and diesel form 
of propulsion advocated by the. present management. ( 

There also appears to be some doubt as to the soundness of some of the 
arguments advanced in favour of electrification. For example,· one of th6 
important arguments put forward was that nearly £6,000,000 would require to 
be spent on new locomotives between ·the present time and 1961, whereas we are 
advised by the present management that" A recent survey of the position·shows 
that after taking into account all factors, the locomotives on hand and on order . 
are more than sufficient :for estimated requirements for~another ten years; and , 
this applies to both Islands, not the North only." 

As we are not technically qualified to judge, we cannot express- a worth­
while opinion, but as there appears to be an element of doubt, and as so many 
other matters are dependant on a final decision being made, we recommend that 
before any atteJ;I1pt is made to implement the suggested electrification scheme 
expert opinion be consulted. · 

Back Loading and the Effect of Subsidies 
Our attention has been drawn to the fact that vehicles transporting com­

modities by road such as fertilizers and timber, which in normal circumstances 
would. be carried by rail, must in the main traverse the route empty in one 
direction. This condition, particularly as regards timber, is of temporary nature 
only and will cease as soon as the railways have more wagons and labour available. 
Save· in exceptional cases, it is undesirable to permit back loading of the road­
vehicles as it must be remembered that such back loading is the normal forward 
loading of the railways. To d~sturb railway loading further would unbalance the 
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traffic of the railways and thus cause still more harm. The objective should be to 
improve the railways service so that the carriage by road can end at the earliest 
possible date. . . 

With reference to fertilizer, the position differs in some respects and a main 
problem appears to be in the lack of adequate storage facilities on farms and the 
requests from all quarters for delivery to the farms within a very localized 
perjod. We are assured by the Railways Department that if arrangements are 
made. for the spread of deliveries over a longer period they can handle all the 

· fertilizer traffic without difficulty. This would· obviate the necessity for the 
substantial subsidies which are at prsesent being paid. 

Regarding timber, the somewhat absurd position arises of timber transport , 
by road from Rotorua· and Putaruru areas to Auckland although supplies· of 
empty trucks are travelling in the same direction, at least from Frankton . to 
Auckland. As this road transport is at present subsidized for the whole distarn;e, 
we suggest that the amount of subsidy could be• substantially reduced by limiting 
its application to the Rotorua-Frankton section of the haul. 

Awatere County Fire Hazard 
During a visit to Blenheim we received submissions relative to the fire 

hazard created by sparks and embers from p~ssing trains in the Awatere County. 
The area has a low annual rainfall, and during the dry season there is a. very 
definite fire risk and potential damage is considerable. Two lives have been lost 
in recent years through grass fires. 

We were impressed by the measures initiated by the settlers and the co­
operation of the Railway Department towards greater freedom from this menace'. 
The utp10st possible co-ordination of the efforts of all interests is essential to 
reduce the risk, which is constant during summer months, to the barest minimum. 

We consider that until oil-burning or diesel locomotiv;es are available in 
sufficient number to provide for the trains passing through this area, " burning 
off " by the Department adjacent to. the rail route should be undertaken as early 
in the season as possible and after advice has been given to the settlers whose 
properties adjoin the areas affected. 

Auckland Suburban Transport 
· · We have perused the report on Auckland transport submitted on the 14th 

March 1950 by Sir William Halcow, M.I.C.E., and Mr. J. P. Thomas, M.I.E.E., 
both of London, and we recommend an early decision on their recommendations. 
Sir William Halcow and Mr. J. P. Thomas deal extensively with the suburban 
railways of Auckland, and it appears that until the recommendations of these 
gentlemen, who are eminent in their respective spheres, are substantially adopted 
the railways cannot successfully operate a suburban railway passenger service 
in Auckland. · 

· Paeroa-Pokeno Proposed Railway 
We have examined the evidence in connection with the construction of the 

Paeroa-Pokeno Railway. · 
The latest estimated cost is over £2,000,000. An amount of £249,000 has 

already been spent. The line, if constructed, is estimated by the Department to 
run at a loss of £46,120, excluding interest, even. assuming that certain traffic 
will be diverted to rail. The main argument in favour of its construction appears 
to be the fact that the time for the through jou:r;ney to Auckland would save · 
over two hours and permit the through journey to Gisborne being undertaken in 

"ll 
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approximately twelve hours, including five and a half hours by road. It is also 
suggested that with the diversion of some of the traffic it might be practicable to 
po1;1tpone the proposed yard rearrangement at Frankton Junction. 

There is no evidence to suggest that the district itself will show a big increase 
either in productivity or in population in the immediate future, judging by the 
estimate submitted to us of a 29 per cent increase in productivity during the next 
thirty years. The district is well roaded, with a good transport system. It would 
still be necessary to run a train from Paeroa to Frankton. The proposed 
rearrangement of the yards at Frankton Junction will still have to be completed 
eventually, and therefore there would be no actual saving. 

We are of the opinion that this line should not be proceeded with until there 
is definite evidence tha_t operating,costs will be met by earning capacity. 

We received a number of submissions on matters which did not come within 
the scope of our inquiries. .Although these matters may not be specifically 
referred to or dealt with in this report, we have in every case passed them on 
to the Railways Executive for their consideration and attention. 

( 
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PART 4 

GENERAL AND RECOMMENDATIONS 
We give below a ~ummary of our principal recommendations:­
Order of 
Reference 

'No. 
1 

2 

Page. 
-

18 That the Railways Department forthwith fix and charge economia 
fares on the Hutt Valley road services. 

18 That the Hutt Valley road services be .taken over at valuation qy 
the local authorities concerned when the Hutt Valley railway 
is electrified; or, alternatively, That the Railways Department 
operate the road services on behalf of the local authorities, who 

18 

19 

19 

21 

21 

21 

21 

23 
26 

28 

28 

33-34. 

35 

35 

will meet operating losses. 
That in the event of· the road services not.· being disposed of, or 

operated on behalf of the local authorities, such services be 
discontinued when the electric rail services commence. 

That after the Hutt Valley line is electrified no competitive bu.& 
service be permitted to operate between Petone and Wellington. 

That a review be made of road services operation by the Railways 
Department with a view to disposal to owner-drive.r operators. 

That the serving of hot meals in railway refreshment-rooms at 
· Frankton Junction, Marton, Napier, Otira, and Oamaru be 

discontinued and a cold buffet be substituted. . 
That the railway refreshme:p.t-rooins at Woodville and Kaitoke be 

closed. 
That the railway refreshment-rooms at Taumarunui be not opened 

for the Auckland~ Wellington " Limited Express " which arrives 
at 3.55 a.m. 

That the railway refreshment-rooms at Ohakune Junction be not 
opened f9r the " Limited " Express trains which arrive at 
1.56 a.m. and 2.53 a.m. 

That a Public Relations Officer be appointed. 
That press publicity relating to the emptying of wagons be dis­

continued and that demurrage charges be increased from 25s. 
per day to 60s. per day for each four-wheeled wagon. 

That, with the exception of Greymouth and Westport, the Railways 
Department discontinue operating ports and that approaches 
be made accordingly to the Harbour Boards concerned. · 

That the handling and sorting charges on ships' goods at W anganui 
Town Wharf be increased by an amount sufficient to cover the 
actual costs·, plus a margin for contingencies. 

That in order to recruit additional staff and retain existing staff, 
action as outlined in the detailed proposals be put into effect. 

That the whole basis <,>f promotion · for the locomotive staff be 
reviewed. · 

That the present recruiting campaign through schools be intensified 
and a special school be re-established. 
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Order of 
Reference 

No. 
Page. 

3 39 That the position of current licences authorizing the carriage of 
goods in competition or substantially in competition with rail 
services be reviewed, and that no further such licences be issued. 

39 That the Railways Department be the issuing authority for all 
temporary licences and that the necessary legislation be enacted 
to. give effect to this recommendation. 

4 

5 

39 Thtt contract licences for the carriage of passengers be issued only 
for the specific trips of the special nature as clearly stated in the 

. existing legislation. " 
40 That there shall be established an over-riding organization charged 

with the responsibility of advising the Government in regu-
., lating the respective forms of transport in th~ matter of their 

development, completion, charges, and general conduct ; and 
. that this authority be composed of independent members and not 
of rrpresentatives of rail, road, sea, or air services. 

49 Recomm,endations regarding the closing or continued operation of 
branch lines. 

66 That a fully staffed Costing Section be set up under the control of 
the Chief Accountant. 

67 That as and when new railcars are put. into operation an economic 
fare (which lies somewhere between the second- and first-class 
fare) be charged. , ' 

70 That only certain key positions be classed as special appointments, 
and that no officer shall be appointed to such a position unless 
his appointment can be made for a period of not less than seven 
years, and that o~y in special circu:°1stances shall he remain i17 .. 
that office after his forty years' serv1ce has been completed. ~ 

· 70-71 That there shall be established a Corporation, to be called the New 
· Zealand Railways Corporation, and that the Corporation shall 
take over, manage, and develop the railways system1 and its 
ancillary services. 

We have attached to this report the undermeiitioned appendices :-
1. Report on the Accountancy.,System and Costing Methods by L. C. Nisbet, 

F.P.A.N.Z. 
2. Schedules (2) of the Administration. . 
3. Clock GI'.aph Comparison of Revenue and Expenditure, 1939-1952. 
4. Passenger Car Stock Graph. · 
5. Schedule of the Road Services. 
6 and 7. Passenger Traffic and Journeys. 
8 ang_ 9. Goods wagons and Tonnage. 
10 and 11. Gross Ton-miles. 

· 12 and 13. Net Ton-miles and Average Haul. Graphs. 
14 and 15. Average Train Load and Aggregate Wagon Capacity. 
16. Operating Figures, all New Zealand Main and Branch Lin.es. 
17 / 45. Operating Figures, Branch Lines. 
Maps, No. 1: North Island Railway System. 
Maps, No. 2. South Island Railway System. 
Maps, No. 3 : North Island Road Services. 
Maps, No. 4: South Island Road Services. 
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We reiterate our belief that there is a future for the railways and that they 
can be run without loss. 

A knowledge of the actual costs, the shaping of policy thereby, and a 
departure from the present practice of securing business regardless of loss ; the 
refunding t~ the railways of losses deliberately incurred by Government; the 
realization by management and staff alike that they are niembers of the largest 
transport concern in the Dominion, requiring· a high standard of service to the 
public, and, in return, receiving sympathetic consideration from the public; a 
greater continuity of service from those in key positions; these factors are all 
essential for the future success of the railways, but, above all, there must be 
leadership and inspiration. 

. · Iri concluding this unanimous report we wish to express our sincere thariks 
to the Hon. the Minister of Railways for his active co-operation in placing at our 
disposal every document we requested; to all the officers of the Railways 
Department at Head Office and in the districts for their kindness and assistance ; 
to our Secretaries and the stenographers for their help at all times so willingly 
given; and to the officers of other Government Departments from whom it was 
necessary for us to seek information. 

Without this co-operation the · completion of our report within the time 
allotted would have been a very much more onerous task. 

We return herewith the Commission with which Your Excellency was pleased 
to. entrust us. · 

Given under our hands and seals this twentieth day of June 1952. 
j ' ' 

JoHN A. C. ALLUM, Chairman. 
WALTER 0. GrnBlc .. 
C. ·v. SMITH j omm1Ss10ners. 
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APPEJNDIX I 

REPORT ON THE ACCOUNTING SYSTEM AND 
COSTING METHODS 

By L .. C. NISBET, F.P.A.N.Z. 

AN APPRECIATION 

D-3 

I have enjoyed working with the Chief Accountant and his staff, who have 
been kind and most co-operative. In particular, I would like to say how grateful 
I am to Mr. E. H. Alington for his courtesy, patience, and valuable assistance. 
Arising from my work with him, I have met other senior officers of the Railways, -
and to these gentlemen also I express my thanks for their courtesies and keen 
desire to help. 

L. C. NISBET; 
Wellington, 4th June 1952. 

The Chairman and Members, 
The Royal Commission on the New Zealand Railways, 

Wellington. 
GENTLEMEN,-

AccoUNTING SYSTEM AND CosTI,NG RECORDS 

. As was requested by the Commission early in April 1952, I have 
examined the accounting system and costing records at the Head Office of the ( 

· Railways Department, and now have pleasure in submitting my report, together 
with ·some comments which may be of assistance to the Commission. 

Because of the time factor, my inquiries have necessarily been limited to 
a review of the books and records (together with relevant statistics) held at 
Head Office. I have had many discussions with the Chief Accountant and have 
also had discussions with those in charge of the various trading activities~e.g., 
transport, road services, refreshment-rooms, and books,talls. · 

The Railways_Department is a vast un_dertaking, and a detailed examination 
of the full accounting plan and the day-to-day use made of the information 
furnished by it would not only take some months, but would entail visits to at 
least some of the major branches, depots, and workshops. 

I have divided my report into the following headings:-
A. FinancfaLAccounting and Statistics. 
B. Costing and Tariff Rates. 
C. Estimates, financial year 1952-53. 
D. Brief Comments on Various Matters. 

A. FINANCIAL ACCOUNTING AND STATISTICS 
J. The Chief Accountant controls the accounts, audit, and statistical work 

of the Department and deals with all matters affecting railway finance. This 
includes the accounting work performed in the Way and Works, Workshops, 
Locomotive, and Stores Branches, as well as the subsidiary services-viz., road 
services, refreshment-rooms, bookstalls, advertising, dwellings, and Lake 
W akatipu steamers. · 
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2. The accounting system is very good indeed. It is based on a series of 
returns, and summaries, which are forwarded to Head Office regularly. These 
schedules provide a detailed analysis of revenue and expenditure so that the 
information contained therein can be sub-analysed to a marked extent. 

3. The accounts are closed at the end of each four-weekly period, and Profit 
and Loss Accounts for operating and subsidiary services are presented four­
weekly and annually. 
· · 4. In addition to the Capital Account and General Balance-sheet which are 

produced annually for the Department, the Chief Accountant furnishes 
individual balance-sheets annually for the subsidiary services. 

5. A wide variety of statistical data designed to indicate trends in operating 
. efficiency is prepared in the Chief Accountant's office. A review of operations 
is also prepared four-weekly for the General Manager and supplied for the 
information of the heads of branches and district officers. A similar review, 
tµough much more comprehensive in scope, is made for each year's operations. 

' . 6. Due to good organization, the accounts and returns for each four-weekly 
period are. completed before the next accounting period commences. The work, 
flows smoothly, and the annual trading accounts for the financial year ended 
31st March 1952 were completed on the 24th April last. This is a good perform­
ance, judged by any standards. 

7. The staff is both able and loyal, and I am amazed that such a 
comparatively small Head Office staff should be able to produce such an output 
of work so regularly. 

8. The cross-check on goods way-billing by means of Power Samas 
accounting machines is another evidence of the efficiency in this section. 

9~ Due to shortage of staff, some of the accounting Work has had to be 
eliminated in the meantime, specific examples of work curtailed and/or 

· flµspended being-
(a) The compilation of the mileage run by cars, vans, and wagons. 
(b) The compilation of locomotive mileage under some headings. 

10. As far as I have been able to ascertain, the statistics taken out for the 
New Zealan<'l Railways cover the same basic information as is prepared for 
English and American railways. 

11. The outlook of the accounting division is progressive, as is evidenced 
by the reorganization as from 1st April 1951 of parcels accounting, resulting in 
a saving of about 90 in the number of employees erigaged in parcels accounting 
and clerical work. · 

12. Recently a scheme was evolved to revise -the goods accounting system, 
and Cabinet approval l)..as now been given to the change. When the new system 
comes into force about August 1952 it is estimated that there will be staff savings 
of at least 200 persons. 

13. I am i;iatisfied from my inquiries that the Chief Accountant's Branch is 
producing, or has the basic information to produce at reasonably short notice, 
almost any financial and statistical figures that management may call for. 

B. COSTING AND TARIFF RATES 
1. The accounting system does not provide for expenditure costing of its 

passenger and goods traffic separately. Costs of operating are measured at either 
so much per 1,000 gross ton-miles (passengers being assessed at 16 per ton), or 
at so mu~h per net ton-mile. The total expenditure is divided by the ton-miles, 
and the resultant figures, which are averages, are presumed to be the costs per 
ton-mile. The present-day cost per net ton-mile is not known. 
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2. Separate costs are not kept for passenger and for goods operations except 
to the extent that wagon, carriage, and railcar maintenance costs and deprecia­
tion are available. These costs, together ,,,ith several other minor items which 
are a definite charge either to passenger or to goods traffic, comprise only about 
20 per cent of operating costs. 

3. Therefore, in order to obtain estimates of passenger and goods costs, 
bases have to be established for allocating about 80 per cent of the total operating 
costs. The Department considers that the statistics available are adequate to 
provide a reasonably satisfactory basis of allocation. 

4. The complete break-down of passenger and goods costs requires a detailed 
study of statistics and the expenditure accounts. For instance, the cost of 
carrying a certain commodity depends mainly on the average net wagon load, 
the extent of empty wagon haulage, the labour involved in loading and 
unloading, and accounting. ' 

5. In order to obtain reliable estimates, research-whic.n takes time-into 
each of these aspects and into a number of others is necessary. Though there are 
difficulties in traffic costing, none is insuperable, and the finding of reliable costs 
is only a question of making proper investigations. 

6. Just recently the Department has taken out some commodity costs based 
on the 1953 estimates of expenditure. It is considered that sufficient work has 
been put into the present investigations to provide reasonably reliable estimates, 
except in so far as small consignments are concerned. The time factor has not 
permitted the carrying out of such cost investigations as are necessary to assess 
accurate handling and office costs on small lots traffic and general merchandise, 
and these estimates are qualified accordingly. 

7. These costs, which show the varying profits and losses per commodity per 
length of haul, are based on the average costs which apply throughout the system. 
The actual cost of carrying a certain commodity between two given points may 
differ considerably from the average. For instance, the cost of locomotive fu~ 
varies in different localities, while the nature of the terrain also causes differences 
in costs. Another factor is varying densities of traffic. High densities mean low 
fixed costs, while low density means high fixed charges. The full incidence of 
branch lines on costs is another unknown factor at present. 

8. The Department has also taken out a study showing the estimated 
earnings for North Island short haul traffic. The estimated excess of revenue 
over the variable costs of earning it- from this source is assessed at £212,914, sc 
that diversion from rail of all traffic in the North Island for distances under 30 
miles would decrease railway net revenue by about £212,914 per annum. 

No similar studies have yet been taken out for the South Island. 
9. Similar studies for passenger traffic would take about six months. 

Passenger transportation calls for an expensive type of service, depending as 
it does on an exacting time-table, speed, and comfort of passengers. No details 
are available of the results of operating suburban passenger trains. 

10. Estimates for 1953 show an estimated loss on coaching of £3,526,000 
(including £967,000 provision for interest), and the need to analyse and localize 
the sources of this loss is urgent. 

11. No industrial organization of this nature and size can afford to run 
without the aid of a fully-staffed costing section. The Chief Accountant and his 
staff have the knowledge and ability to undertake this work, but cannot do so 
unless sufficient staff is available to enable the essential work to flow smoothly. 

12. I therefore recommend that a properly constituted costing section be set 
up under the control of the Chief Accountant. With the concurrence of the 
General Manager, this team of specialists should be free to investigate, and report 
back to the Chief Accountant, any activity affecting the finances of the railways 
and the subsidiary services. 
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13. These officers should have no other duties and should be free to devote 
themselves full-time to research. Their sole concern should be costs and 
ina-ximum operating efficiency. 

14. The Chief Accountant would submit these reports and recommendations. 
to the General Manager, who in turn, after consulting the sections concerned, 
would issue any necessary directions. 

Workshops 
15. The method of costing in use in the workshops is job costing. Wages 

at average rates, materials at cost, and overhead are charged to each job. The 
overhead rate is adjusted at intervals to correct for ·any over or under recoveries 
of this item, so that for all practical purposes, the total cost of the workshops is 
charged annually to-

(a) Railway operations. 
(b) Capital. 
(c) Stores. 

Full details of costs, both in man-hours and money, together with com­
parisons for similar work in previous years, are available to the management. 

Road Services 
16. The revenue derived from this source is analysed by· districts, and 

further analysed to show omnibus traffic separately from route traffic. 
·17. The costs of operating are charged to the district fleets and thus more 

ace1irate data of operating costs for omnibus and route traffic can be obtained 
than is the case with the railways. Each four - weeks District Managers receive 
from Head Office details of their operating expenses. District Managers obtain 
their daily capacities from passenger way-bills. Such information is not 
assembled at Head Office. 

18.' Head Office used to take out individual costs of r~pairs for each vehicle, 
but, due to shortage of staff, have had to curtail this work. However, such basic 
information is contained at the various depots and can be assembled if required 
for any particular purpose. A •history record is kept in respect of each tire, and 
the tire records are carried on the buses to which the tires are fitted, and 
accompany· the tire when it is removed. .- _ 

19. Here again adequate statistics are available, and I am satisfied that the 
Profit and Loss Accounts prepared for each district show a clear picture of the 
operating results. Passenger fares were increased on route services (not 
suburban) as from 2nd March 1952, and it is anticipated that for 1952-53 the 
results from road services operations will prove satisfactory. 

20. For 1951-52 the Wellington suburban service carried 13,303,114 
passengers, gross revenue being £428,280. However, expenditure (including an 
interest charge of £5,795) amounted to £475,621, and this i:;ervice was run at a 
loss of £47,341, being the equivalent of 0.85d. per passenger-journey. The 
Department cannot see any improvement on earnings from this service in the 
meantime. 

Refrel!,hment-rQoms 
21. The accounting system and control of revenue and expenditure in- this 

section is sound. A physical stock-check is taken at each '' room '' every four 
w~eks, and.the stock purchased and sold is reconciled with revenue. The number 
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of cups of tea sold is calculated as follows :-at each refreshm.ent-roolll t ~ are 
slides which hold a specified number of clean cups; ais soon as a train rts, 
the clean cups remaining on the slides are counted by the wpervisor a the 
difference is presumed to be the number of cups sold. •· 

22. Goods which are ~~d iri packets, as well as bott!es of cordials;i-are 
balanced by count. . Quantities of food used are measured •against appropite 
standards, e.g.- · · . ·'.fl 

Tea is served fo 10-pint teapots, with so many ounces of tea to the pot}:_ A 
pound of tea should yield a standa:r;d number of cups. ' 

Details are kept of the number of sandwiches cut. and put out. Tb.e 
quantity of tood which is thrown away is recorded and taken into account wM~ 
revenue and expenditure is accounted. · · ,~ 

23. The wages cost varies at the different refreshment and dining romrii\ 
and the numbers employed cannot be compared with the numbers employed in 
catering businesses in the towns and cities. The staff required is governed by-:-

( a) Volume of business arising from the train. 
(b) The. duration of the train stop. 

A. big factor, particularly in the dining-rooms, is the cost of idle time. The 
cost of staffing the refreshment-rooms to cater for Sunday passenger services is 
also an added burden to the Depa:rtm_ent. 

Bookstalls 
24. These are under the control of the sa:rhe officers as are the refreshment­

i'ooms, and the accounting plan follows similar principles. 

Interest 
25. Whether interest is to be regarded as a cost or not is for Gpvernmeni{_g 

determine. If it is a cost, then it must be taken into account when considerin~ 
what is required of tariff rates. If it is to be regarded as a profit and not a cost 
then interest should not be charged, though perhaps the equivalent of a dividenc 
.could be paid to the Consolidated Fund when railway finances permit. 

26. Simarly, it is for Government to determine what additional profits, iJ 
any, it expects the Department to earn. Management must be given an attainaW.i 
goal. Not to budget and plan to achieve the desired results is both unrealisti< 
and unbusiness-like. 

Tariff Rates 
27. Tariff rates follow the long-established railway practice throughout thi 

world of differential rates, classified for commodities and tape;red for distance 
When railways were new, rates were more or less uniform, and based on weigh 
and distance. The classification system was evolved when the railroads Joun< 
that a proportion of the expenses were unaffected by some increase in the volumi 
of business and that, the fixed overheads having been recovered from existin1 
business, extra business yielded extra profits. Arising from bargaining for thi 
extra profitable . traffic arose the dictum of charging what the traffic will bear 

The above is an entirely diffe:i:ent principle from carrying traffic at reduc04 
rates in order to minimize losses. 

In New Zealand rail freights are in the main based on avoirdupois ani 
distance. 
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Exceptions :~ • 
(a) Wool-charged at so much per bale. 
(b) Timber-charged per 100 superficial feet. 
( c) Live-stock-charged per head or per truck. 
( d) Motor-vehicles-charged per unit. -
( e) Class G goods-charged on cubic measurement. 

The origin of the basic classification in New Zealand is obscure. The tariff 
rates applying in New Zealand today are not directly related to railway costs, 
because such costs are unknown. 

28. The attention of the Commission is drawn to page 30 of the "Chief 
Accountant's Review· of Financial Operations Year ended 31st 1'Iarch 1952." 
This table sets out the classification of goods and live-stock traffic and earnings 
by commodities. While these figures are factually correct, they are misleading 
and capable of mis-interpretation when used in conjunction with the 'statement 
that the revenue from goods was 3·81d. per net ton-mile, whereas to meet the loss 
(and interest) revenue of 4·75d. per net ton-mile was required. 

29. The inference is that all goods traffic which yielded revenue of less than 
· 4·75d. per net ton-mile was carried at a loss, whereas the cost studies referred to 
tn paragraph 7 of this heading (B) show that this is far from true in every case. 
This emphasises the need for further research, and every effort must be made 
to avoid carrying traffic at a loss. 

· 30. It is only fair to the goods traffic to say that the estimates for 1953 show 
estimated profits from goods of £323,000 after allowing £1,965,000 for interest, 
while it is estimated that passenger traffic will show a loss of £3,526,000 
( including £967,000 interest). 

C. ESTIMATES. 1952-53 
1. Based on to-day's tariffs and operating costs, the Chief Accountant has 

prepared a statement setting out the estimated revenue and expenditure for the 
Railways Department for the financial year ending 31st l\Iarch 1953. 

2. This shows as follows :-
Coaching Goods Total Subsidiary 
Traffic. Traffic. Operating. Services. Total. 

£ £ £ £ £ 
Expenditure 6,169,000 16,937,000 23,106,000 3,776,000 26,882,000 
J;riterest 967,000 1,965,000 2,932,000 268,000 3,2,00,000 

Revenue 
7,136,000 18,902,000 26,038,000 4,044,000 30,082,000. 

...... 3,610,000 19,225,000 22,835,000 4,049,000 26,884,000 

Profit 323,000 5,000 

Loss· 3,526,000 3,203,000 3,198,000 

3. It is clea;r that coaching traffic is yielding little more than the presumed 
variable expenses attaching to passenger transportation, but it is also apparent 
that if passenger services were to cease altogether, then the coaching loss would 
be transferred to goods and tend to become the goods loss. A. major problem is 
to reduce the amount of the coaching loss. . . 

4. The revenue derived from goods for 1951-52 was 3·81d. per net ton-mile . 
. .A recovery of 4·75d. per net ton-mile would ~ave met the loss and interest. 

5. For 1952-53 it is estimated that goods traffic will have to yield a return 
o:f 4·798d. per net ton-mile if the Department is to meet all expenditure, including 
interest. A.ny increase in passenger rates would reduce this latter figure. 
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D. BRIEF COMMENTS ON VARIOUS MATTERS 
I. Capital Structure and Interest Charge 

The estimated gross revenue for 1952-53 is 
The capital as at the 31st March 1952 was..... . ..... 

£26,884,00( 
£88,070,00( 

giving a ratio of revenue to capital of 1 : 3·3, 
whereas in industry and in the commercial world generally the ratio of sales tc 
shareholders' funds could easily be 3: 1 and is frequently higher, depending 011 

the nature of the business. _ · 
The interest charge absorbs too much of the railway revenue, being thE 

equivalent to 10·6 per cent of the revenue, which has to be earned in order to 
meet the full operating expenditure including interest. 

2. Branch Lines 
It is advocated overseas that, by the elimination of branch lines and ··by 

making delivery on such routes by road transport from the nearest main stations, 
the railways can give a'' door to door,'' service resulting in a gain in goodwill. 
I understand that the Transport Regulations in New Zealand prevent this and 
that the ancillary carriers here can deliver only to railway-stations-delivery 
from there being the prerogative of local carriers. 

3. Railcars 
Second-class fares are charged on all railcars. The Chief Accountant has 

drawn attention to the need to increase these fares by at least 25 per cent, and 
his view is supported by his estimates of costs as shown on the Schedule headed 
" Rail Cars-Revenue and Expenditure Per Car Mile ". 

The savings in time, plus the extra comfort, warrant the payment of 
increased fares by railcar passengers. 

r 

4. Road Services: Wellington Suburban l 
It seems wrong that the Railways Department should have to bear the full 

loss incurred in providing a road service to the Hutt Valley. Surely that 
proportion which is attributable to the railways providing the equivalent of a 
civic bus service for local bodies in the Hutt Valley should be borne by the local 
public rather than by the general taxpayers. 

5. Goods Sheds 
The Transportation Manager has drawn attention to the unsuitability of 

goods sheds for handling inward cargoes from ships where no wharf sheds exist. 

6. Delays-
Delays in passing on big increases in costs arising from such items as higher 

rates of wages and higher costs for coal and fuel are a contributing factor in 
adding to the fosses of the Department. 

7. Conclusion 
In conclusion, I urge the need for setting up a fully staffed Costing Section 

under the control of the Chief Accountant. 
I am at your service should you wish to discuss. any matters affecting 

railway accounting. 
L. C. NISBET. 
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Exceptions :~ • 
(a) Wool-charged at so much per bale. 
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while it is estimated that passenger traffic will show a loss of £3,526,000 
(:including £967;000 interest). · 

C. ESTIMATES, 1952-53 
1. Based on to-day's tariffs and operating costs, the Chief .Accountant has 

prepared a statement setting out the estimated revenue and expenditure for the 
Railways Department for the financial year ending 31st March 1953. 

2. This shows as follows:-
Coaching Goods Total Subsidiary 
Traffic. Traffic. Operating. Services. Total. 

£ £ £ £ £ 
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J;nterest 967,000 1,965,000 2,932,000 268,000 3,2,00,000 

7,136,000 18,902,000 26,038,000 4,044,000 30,082,000 
Revenue 3,610,000 19,225,000 22,835,000 4,049,000 26,884,000 · 

Profit 323,000 5,000 

Loss ...... 3,526,000 3,203,000 3,198,000 

3. It is clear that coaching traffic is yielding little more than the presumed 
variable expenses attaching to passenger transportation, but it is also apparent 
that if passenger services were to cease altogether, then the coaching loss would 
be transferred to goods and tend to become the goods loss. .A major problem is 
to reduce the amount of the coaching loss. 

4. The revenue derived from goods for 1951-52 was 3·81d. per net ton-mile . 
. .A recovery of 4·75d. per net ton-mile would have met the loss and interest. 

5. For 1952-53 it is estimated that goods traffic will have to yield a return 
of 4·798d. per net ton-mile if the Department is to meet all expenditure, including 
interest. .Any increase in passenger rates would reduce this latter figure. 
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( Prepgrafion ot 
tQrif'f cha~) 

. I ~-/5:: 
CLE 

WAY & WORKS 
BRANCH 

CHIEF C.IVIL 
E.NGINEER.. 

· (ln charqe of constndion and 
maintUtance o.f permanentw91:J 
and fi,cul stn.cctures, signals, 
communiCia+ion:; at1d elictric:al 
work..) 

A.II. Mur1son 
¢15-3-55 
~-.J/-7-SI 

ACCOUNTS 
& FINANCE. 

CHIEF 
ACCOUNTANT 

(In charqz, of f1nQnce,.also 
CUJdif and stotistica, 
da+a.) 

E.H.Annqron 
¢6-/0-32 
~ /S-8-SO 

CDMMER.CIAL 
A.GE.MTS 

{Securing of tro tftc. It 
Liaiaon with clients) 

QOAD 
SERVICES 

SUPERltJTENOENT 

(In charqe of pqssenqer 
and gooos road serVIOZ-5) 

P.A. Toqlor 
¢29-2-52. * //-2-48 

MECHANIC, 
BRANCt 

CHIEF MECHANJ( 
. ENGINEER 

(ln chal"qe of cons+rc. 
mointenan~ of loco, 
wagon roll~nq s•ock.1 

traction,also work 
locornonve running 

R.r.6/ock 
¢.J0-6-64-
"" 3-7-51 

¢ Dote or reflremenf (40 year.s serY1ce) 
1<.· f}c,fe or CYfJpo/nfmeof., 



Appendix 2. 

I I 
ADMINISTRATIVE 

DIVISION 
TRANSPORTATION r1,. 
SUPERINTENDENT LJ. /l.Cbr.fe'Y/S-7-52 , I I ~-1-e-sI 

r;qerctld CHIEF /. Th<Jmq.s 
3 CLERK¢2G-2-69 

ASST. TRAt-.15PORTM. J. ~ .,_ L rJ. 
5UPERINTENDEMT .• ne//ener:20-10-52 

· i.C· /1-9 -so 
"/ · I ¾f 4-9-SI 

l G£.MEIW- CLAIMS AGENT. 

IEflAL 
.RKS 

AAIL ,\\R FR.EIGHTS. 
TRANSPORT LICENSING. 

RECORDS. 

-------------

~L 
i 

' I I 
I 
,I 
I 
I 
I 
I • 

TRAFFIC 
BRANCH 

TRAIN RUNNING 
STAFF 

REFRESHMENT 
BRANCH 

PU SUCITY & ADVERTISING 
BRANCH ----------, --------, ------, 

1ctionond 
nonveand 
,elad-ric 
~hops and 
staff.) 

DIST~ICT TRAFFlC COMPTROLLER 
MANAGERS 

(2esP.onsible fur +rain servioz.s (In diarqe; of re~shment 
for +he movewn01t of goods rooms and boolc.sta1'5.) 
Qnd passenqer~ .) j/: &-/. 

. . L-FS0/77 
A ,_u, AU J.S:K,nq /-4-52 

vo-~"''Y'O f/)/,1-7-.5:(- ~- IS-7- ~ ~- /6-4-40 

WANG'ANVI rlif..:l:.:tl. -~ /8-//-47. . 

WB-LING'TON r/i~~h_'}~. /-8-SI 
W.A.Breocl, 

CI/RISTCHU.QCH ¢ 2 8-3-52: ,g-. 21-8-47 

DUNEDIN lf--/!<J~~n_* 22-7-SI 

/,W.eRCARGILL w ff;,~~- /.1-/0-4-7 

MAUAGER. 

(In charqe o+ disolo':I and P"f,SS 
adverti$inq, phofoqrop~, plan 
ond li4hoqrqphie prim-iriq .) 

I/. Atuo'clocl 
(/>B-S-52 

~- /b-9-51 



I 

D-J. 

TRANSPORT 
OF'FICER.&. 

TRAIN RUNNING 
OF'FICEU. 

W~SUPPLV 
0Ff"IC£RS. 

STAFF OFF1Cf.a. 
TUINCOMTID\. 

0PERA1\lll$. 
Cl.ERICAL 

STAFF. 

TRAFFIC BRANCH 

DIST. TRAFFIC MANAGERS 

I 
ASST. 015T.111Aff"IC MANAGER.& 

ASST. TRAFFIC 
MANAGEU. 

LAIJD OFFICE. 

LAND OFFICER 

j 
CU!:IUCAL 

STAFF 

I 
I 

CL.UUCAL. 
STAFF' 

01!:S' 
ENG 



i MING 
ilNEER 

I 

FIi.LO 
Of'RC.fll. 

ASST. STAFF' SUPT. 
(PUSONNr.L) 

I 

OIIEF 
MESSEMGElt.. 

WAY as WORKS BRANCH 
CHIEF CIVIL ENGINEER. 

RESEARCH 
f.NGltt£ER 
l!NGINUf.S 
DaAFftMDI 

INVESTIGATING 
ENGINfER. 

DISTRICT ENGINEERS 
I 

SlGtfAU\ ~ dJt,IIWIIJINICATICINS 
ENGINEER 

C.HIEF Cl.ERK 
o.dtCAL 

STAFF 

I I I 
ll£SIDl!HT ~- AS:IT. OISTfUCT R.UIOENT 
(.NEJN WOtl¥S} ENGU. (CML) ENG RS. 

IW,1A$1' Pl.AMT CIVIL CHIEF $6.~EUCT. 
$JPEII.VISOR., OVl!.Ql!IUL OIGIWEIU C.Ll!.RK LINES IN5f'RS. 

I IMSP~ fOREM!N DRAFTING c~ 
0 ... I 

Pf!Slltt. WAY. OfWOIUCS. STA.Fr STAFF ASST.SIG.&EUC'r. 
111.AHT I 

I 
LINl!5 INSPR.S. 

INSPRS. w.wb~ GAHG£U 
I ~CONSTil.$ IIF. 

6UUAC041!.N 
LMIOUlt&RS 

.,:; ia.J,IWG I . I I 
~MAN A$5f. l'Ol!£MNI MTCE:.IHOP PLANT 

IMSMS. TRM1ftlfftt. O'l'WORIIS. l'()ltl!MEH, l"OIWIIDI. PAINTER.. 

~ I I I I 
TirADl!5MIDI. TRAOUMOI. FITTEU. PAINTIR5, 

CA1tPD11'1!115. L,AIIDUIIEIC,. I.AIIOIJRt:a. LABCIUIWIS. ueouco.s. 
8RINE"1GI. 
LAIIOURERI!. 

I 
STAFF 

SUPERINTENDENT 

SIQITEXAMINING 
OFFICER.. 

SUP£1lYtSOR. STA 
TRAINIIIIG JILINAR 

COMMUNIC'ATi<>NS 

. 5LJTSOR!I. 
MMNTUIMCE 
~ CONSTM..s,:,i.Ff. 



STAFF 
5UPERINT£NDEHT 

SECTION OFFICEU 
(TIW'PIG,M£CIIAMICM., 

WA't & WORl<6). 
CIZ~STN'f'. 

ASST. STAFF 5UPT. 
( IMOIJSTA.IAL} 

I 
SNR.. INDUSTRIAL A,55T. 

INDUSTRIAL ASST •. 
STATISTICAL OFFICl!.R.. 

CLERJCAL STAFF. 

Sl&ITEMMINING 
OFFICER.. 

SUPERYISOR TYPISTS. 
J.5$T.S&ftlM$0R TYPISlS. 

C.IIIEI' CLER.K 
( GENERAL SfCTI!) 

5l!C110N OfflCER. 
SUPfllYtSOR STAff (ACCDMW>OATJON 

TRAINING. LlellARIAN. l,AMENl'JII~). 
,., •,ur-1,. ........ L ______ . -1---------,1 CU:.RICALSTAFI'. 
--. - e&GNAL INSTIWCTOllS. 

&TAPP &TAFF' IN6TllUCTOR5_. 
a&IPEltVISOR-

l!IOOKkl!!.PIMG M~INlffa. 

o..ab.ToRS 

ACCOUNTS 

OFFICE 
50UC.ITO 

I 
ASST. OF 

SOLICl't1 
I 

Nf°F"'j, 

CHIEF AC.C.OUNTAN . I 
ASST. CHIEF ACCOUNTA 

INISTER OF RAILWAYS I . 
GENERAL MANAGER 

I 
ASSISTANT GENERAL MANAGER 

TRANSPORT. 
SUPERINTD 

ASST.T~I 
SUP£R.IMTEI . I 
CI-IIEF~ 

IH&PEC-, 

TRAIN RUNt. 
OFl'~ 

WAGOMCC 
OFFICEI 

GltHEAAL 
AGDI 

C\.ER.ICA\ 

CE ~AD SERVICES 
SUPERIN ENDENT 

r I 
ASST. SUPT. 

. I . 
. ASST. &UPT. 

(M~.QWIICA4 
REVENUE 

ACCOUNTJt.lolT 
IN5PE.CTING AC.COUNT T CIJSTING I 

r. 
ts. 

~­u. 

:MAN 
ER,;. 

~. 
o.s. 

COMMIJHICAllON$ . SU11:50R:I; 
. MMNTDIAMCE 
_ all,CO .. STM.sTAFF. 

\ 

AUDIT IHSPE.CTORS ACCOUNTANT 
(OPt:NOITURE) 

AUDIT IH!IP£C.1PAS ~NT OFFICER.. 
( ltEVENUEJ MttHAMICIANS, 

OIVl~IOIIAL ACCQUNTANT 
(.~VENUE/ I . 

SECT\! ACCOUNTAKTS, 
~IUCAL ~TAFF. 
f'OWl!Q ACCOUNTING 
MAal!NI! OPf:llA1DR5. 

DIVl:IIOWM. 
NXOUNl'MlT 
(£1-PN>ITUlbO, 
STATl511CM. 

OFFICEJlS. 
CLU.IC.AL 

STAFF. 

5UIIOR 
INSP~"IDR. 

GAUGE 
FOUMEN 
(SPLJIU116) 

A$$1 

"""' 



A.TION 
iDENT 

PORTtf 
MDENT, 

AIMG. 
$. 

>NTROL 
itS­
C\.AIMS 
IT& • 
• $TAFF. 

~L 
Cl.ER.K 

COMMERCIAL 
MANAGER. 

I 
ASST. COMME,RCIAL 

MANAGER. 

I 
COMMERCIAL 

AGENTS 
COMMERCl"-L. 

AS&l&TANTS 

CLEIUC:AL 
$T~FI' 

MECHANICAL BRANCH 
CHIEF MECHAJICAL ENGINEER. 

I 
A55T. CHIEF MECHANICAL. ENGINEER. 

WORKSHOPS CKIEF INSPECTING 
~TE.STl:NGlt. 

DESIGNING ELECT. ENGP. 

- ""L'1* II.Gr.RS INS 

I I Af'PIWITl(,E r. WDIU(S WORKS IN$Tllw. 
CAGER.a ~- OFFICER.. 

lDCJ IMSPIL JI 
FUEL $UPl!R.Y&. 

ENG\NEER (.POWEil.) 
I I 
~ I 

Dki!NEf.R.S 
DRAF'T5Mf.N 

ELECT.ENGR.. 
(IIOLUMG Slt>CK) 

I 
EM61NEf.RS 
~PTSMEN 

DISTRICT 
MECH. E.MGR.S. 

I 
A~ 015T. 

MECt½.1:,NG~-

MEO\ANICAL ENGINEER. 
AUT. ME.Ct/ £.NGIMfJl!.R. 

lDCO. N5P,ll5. Qlll.,\WAlilON llt>WNG$l 
(.MECH) INSPR.S. u.asPR.•-

fQUIPM£NT 
ffOR.EMEN. 

KOP CI\IEF LABORATORY 
IZE~EN Cl.£RK. &TAFF 

TI!CHNICAL. 
AS515TANT& 

I ~ , ENGINEERS l~~EN APl'RENTIC£ ( MECH) I ltlSIRUCTORS. 

)£SMEii, 
IUR.EIU, 

W0KKSIICIP5 0.WCAL 
11.COJUNTANTS STAR' 

1 
TR,t.De£MEM. 

TRAIN EliAMINl!.lt&. 
Sl!Ml•SKIIUD ~ 
UNSl(.ILU!D STAFF. 

ASST. LDCO. 
F'OREM\EIJ. 

ROAD 
FoREMEIJ 

I 
ENGINE OR.IVE.R.S 

PIREMEN 
c:.LEANER,S 

LOCDMOTIVI; F'ORE.11\EN 

sue-Ft>R.EMEM 

TRAOL ..... 
5"1Ll.ED ~SIMl­
!Slt!LLED .'5'TN'F. 

U1IIOORE11$. 

STORES 
COMPTROLLE 

ASST. COMPTROU 

SAW MILL 
SUPl!:RJN1ENOENT. 

I 
MILL 

STAFF 

.TAACTIOH 
INSPR.5. 

I 
T1W)£5td£.N. 
SKIU.f.Oli Sl:MI· 
SKU.U::D STAFF. 

CLERICAL 
~TAl'F 

CLE.R~L 
f>TA.FF 

DIST. 
MAN 

AS$T. 
MA 

~ 
SlJIIFF. 

I 
OVERSf.f.RS 

I . 
ASSISTAMTI 
0VE~EERS. 

!!>EtT10M 
suf'Eltvl50R.S. 

STORl!HIEM, 
LAeOIJR.Ell5. 



~AILWAYS 

IAGER. 

AL MANAGER 

I . 
CHleF CLERK 

,DMINISTIU.TM DIV151DN) 

I 
WPERVISOR RECORD$ DI\I. 
~T UC£M&ING. 
RAIL. AIR. FREIGHT. 
C:.UUUCAL STAFF. 

I 
TRANSPORTATION 
SUPERINTENDENT 

ASST. T~POR.Ttf 
SUPERINTENDeNT, . I . 

CI-IIEF TRANSPOA.Ttf 
IH&PECTI>R.. 

TRAIN RUNNING 
OP'l'l~S. 

WAGON CONTROL 
OFFICERS-

. Gl!.HEAALC\.AIM& 
AGDIT6. 

C\.ER.ICAL&TAFF. 

ROAD SERVICES 
SUPERIN~ENDENT 

r 1 . I 
ASST. SUPT. ASST. &UPT. 

(Mt:QW&~ . I 

COMMERCIAL 
MANAGER. 

I 
ASST. cx,MMellCIAL. 

MANAG£A. 

I 
COMMERCIAL 

AGENTS 
COMMERCIAI­

ASalSTANTS 

CLERICAL 
STA.P'P' 

MECHANICAL BRANCH 
CHIEF MECHAJICAL ENGINEER . I -
ASST. CHIEF MECHANICAL E~IIIIEER,: 

SUIIOR 
IN:SPIECft>ll. 

4AKAGE 
FOltEMEN 
(SPl.~tllS) 

WORl<SHOPS CHIEF INSf'EC"TING 
,$TUT ENGlt. 

OE$16NING ~f-CT. ENGR 

CAL 
P'F 

OISTltlC.T 
MANAGERS 

~CAL 

&UPERJ~NTENDENT . c.ur" 
Cl.£R,ICAI.. 

WOUSHOPS WOIIK$IIOP.s :STAFF 
MANAGtRS INS 

· A$$4 v«>RKS wol .. .,. · APPllfNTICE 
£ft• __, INSTR". 

MAHAG - ~- OFFICER.. 

I 
LOCO. INSPR JI 

l'Vl!L SUPD.V I. 

f.NGINUR .. ~It) 

I I 
DllAFr.lMEN I 

61G!NE£.llS 
ORAFT5MEN 

.DISTRICT 
MECH. EMGR.S. 

I 
A:ISr. 015T. 

MECH .. eNGR:;. 

I ~;. .... 
OPl!.RATlt•lG 
:IUPE.R.VISOL. 
FOREM!.N ~ 
IM:SPEC106 

MEO\ANICAL ENGINEER. . I . 
A:l&T. ·MECH. ~•NEER. 

l.,XO. PJl$. CAlt4WAGON llt>WMG.S 
(MECH) IN$PR.S. INSPR.41. 

I 
DRJVe:12.5. 

TRADESMEN. 
GARAG'" 

5T-.FF'; 

NT 
POAl!MEN. 

I 
ENGINE.US 
(MECH) 

'1 
B()U;R~BRAl(Jo 
IM~ 

~oLMEN. 
TRAIN EAAMIIII.R.&. 
Sl!Ml•$KILL.tD 4 
UIISIOLUD STAFF. 

I 
\.OCDMOT!Vla ~EIIIEI 

I I 

I 
·1 



Appendix 2. 
Confd 

STORES 8RANCM REFllESHMENT BRANCH AJ~~•~~ 
-------CO-M-PT_R_O_L_L_E~i~.-CW-S_TI_O_R_E_S ______ CO_M_PT_.~Jo-~-LE-R _______ M_A_NA-bE~ 

I I I 

II 

ASST. COMPTROLLER. OF 5TOR.ES ASST C,ONIPTROLLER. ASST. MANJ!GER. 

c~~ ~s I L • I AovaJrusltJCii 

SAW MIU. 
$UPl!:RJN1ENOENT. 

I 
MILL 

$TAFF 

wd.1'1UICTIOH 
IN$~. 

I 
TRADESMEN. 
SKUJ.f.011 SDU· 
SKILLED STAfF. 

I 
o;,:i~L 

CLE.RICAL SR>U5 
STll,Ff' INSPEC'IORS 

01ST. STORES 
MANAGERS 

I 
ASST. DIST. SltlRE.S 

MANAGER 

OVERSECRS 

I . 
ASSISTAMTI 
OVEltSEE.R.S. 

S.EtTIOw 
SUPl!.IM:k>ltS. 

STOIU!WIEN. 
LA&OUR.ER.5. 

STOR'fS 
SMIPPER. 

I 
CLEt:l&CAL 

SlJI.FF. 
S10REMEN. 

LA90Uf(ERS. 

51'A~L I Sffll"1" SAL,DMEN 

SUPER.'SlSOltS 

I 
DE.POT 

F'OREfoo\E.N 

I 
SLEENIG CAR. 
ATTe:NOANU. 

N.%. It.. JUNE 1952. 

ArtTISTS, 
SIGNWRITI:.RS. 

TaADESME.N. 
SUD/ICEMEN, 

""~­PUW PRINND. 
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