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1952
NEW ZEALAND

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

Laid on the Table of the House of Representatives by Command of His Excellency

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

FazapeTs 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 Sir Jouxn ANprEW CHARLES ALLUM
C.B.E,, Mayor of the City of Auckland; Warrer Oswarp GiBB,
Company Director and Manager, of Wellington; and Carr
Vicror Swumita, C.B.E., Company Director, of Dunedin:
GREETING

Wurreas 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 and confidence in your
impartiality, integrity, and ability, do hereby nominate, constitute, and
appoint you, the sald

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

to be a Commission to inquire into and report upon all aspects of
the New Zealand Government Railways, their future development and

-
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sphere of operations, and, in particular, but without in any way
limiting the scope of the inquiry and your powers relating thereto,
to inquire into and report upon the following matters:— _

N

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, woﬂ\\hupb,
yards, and similar establishments.

2. The adequacy in numbers, experience, efficiency, dlld

T'mobility of the existing staff and steps, if any, necessaryy to

conserve and augment the staff or. 1mprove 1t~ loeatlen bv means
of housing, hostels, and the like. :

3. The incidence of competltlon by other transport operations, '

the effect of subsidies on services, and the desmablhtv of delineating
a sphere of operations for railway services and other tr anwpmt
operations.

4. The desirability or otherwise of the abandonment of

“working (either wholly or partly ot temporarily or 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 transpmt arrangements (if any) whwh

should be made avallable in the event of such abandoninent.

5. The adequacy and sultablhty 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 of

operation, the  competitive situation, and the eapaaty of the
railways to handle existing and prospective traffic. Codh

And generally to inquire into and’ report upon such other
matters as may come to your notice in the coursé 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 John"” Andrew Charles Allum

'to be Chairman of the said Commlssmn

~ And for the better enabling you to carry these presents mto effect

you are hereby authorized and empowered to make and conduet any.
inquiry under these presents at such time and place as you deem
expedient, with power to adjourn from time to time and plaee to place
as you think fit, and so that these presents shall continue in foree,
~and the inq‘uiry-: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 Hxcellency
the Governor-General, in pursuance of these presents or by His
Excellency’s dlrectlon, 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 Council 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 Vlctorla 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.] FREYBERG, Governor-General.

By His Excellency’s Command—
' - W. S. GOOSMAN, Minister of Rallwavs

; Approved in Council—
T. J. SHERRARD, Clerk of the Executive Councﬂ
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REPORT

To His Excellency the Right Honourable Bernard Cyril, Baron Freyberg,
on whom has been conferred the Vietoria 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 Qur Distinguished Service Order, Lieutenant-
General in Our Army, Governor-General and Commander-in-Chief in
and over New Zealand and its Dependencies. -

V[AY 1 PLEASE YourR EXELLENCY,—

Your Commission commenced sitting in Auckland on the 24th March
1952, and heard evidence until the 26th March inclusive, and then proceeded
to Dunedln 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 evidence
from the 5th to 8th May, and on 15th May heard evidence at Nelson. After
hearing evidence at Palmerston North on the 26th Ma,V your Commission
returned to Wellington.

The hearing of evidence was completed at Wellington on 27th May and
your Commission then’ earefully 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, Dargaville,
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, Wellmgton

E. J. Brennan, Managing Director, Northern Road Transport, Ltd., Auckland.

H. J. Knight, Secretary, New Zealand 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, Auckland.

H. Turner, Managing Director, Turners and Growers, Ltd., Auckland.

C. L. Edwards, Manager, Edwards Motors, Ltd., Auckland.

E. H. Ahngton Chief Accountant, New Zealand  Government Railways, Wellington.

8. 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. Fnend Staff Clerk, District Civil Engineer’s Office, New Zealand (Government
Railways, ’Auckland.

‘W. G. Sommerville, Representing Hobson County Council, Dargaville,



H. L. Hedger, Councillor, Omapere Riding, Hokianga, County.
D. V. Day, President, Federated Farmers of New Zealand, Auckland Province (Ine.),
- (Waiuku Branch), Waiuku.
H. O. England, President, Auckland Master Carriers’ Association (Ine.) and Auekla.nd
Owner-Drivers Carriers’ Association (Inc.), Auckland.
R. W. Bennett, Councillor, Franklin County Council, Pukekohe.
F. N. Hemplnll Town Clerk, Waiuku Town 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 Commercial Transport Association (Ine.), Dunedm.’
J. Preston, Chairman, Otago Harbour Board, Dunedin.
w. P. Hartstonge, Mayor, Borough of Mosgwl
J. A. McPhail, %cret‘\ry, New Zealand Port Employers’ Association (Ine.), Dunedin
Braneh, Dunedin.
J. Al Bradshaw, Staff Instructor, New Zealand Government Railways, Dunedin..
M. 8. Arthur, President, Dunedin Chamber of Commerce (Ine.), Dunedin.
0. D. Fraser, Secretary, Canterbury Sale Yards Co., Ltd., Christehurch.
R. C. Neville, President, New Zealand Road Transpm‘r Alliance (Christchurch Blaneh),
Christchureh.
D. J. Cunningham, Chairman, Christchurch and Suburban Carriers’ and Custombouse
Agents’ Association, Ltd., "Christehureh.
F. J. Murray, Secretary, Federated Coal Merchants (South Island), Christchurch.
*T. W. Curr, Secretary, Christchurch Tomato and Stone Fruit Growers’ Association, Ltd.,
Christehurch,
W. F. Sillars, Secretary, New Zealand Port Employers’ Association (Ime.), (Christ-
church Branch), Christchurch.
R. A. Witbrock, Vice-President, Canterbury Chamber of Commerce, Christehurch.
H. M. Carr, Represenmng North Canterbury Lime Trade Group, Christchurch. :
. B. Bayley, Member, Federated Farmers of New Zealand, North Canterbury Provincial
Distriet, Chrlstchurch
F. G. Blakelev Chairman, Federated Faxmers of New Zealand, North Canterbury
Provineial Drstnct Christchureh.
- J. Alford, Surfaceman, New Zealand Government Railways, Styx.
L. Laby, Chauman, Cargo Control Committee, Christchurch.
L. C. Walker, Christchurch.
W. R. Carey, President, Automobile Association, Canterbury, Christchurch.
‘C. H. Crombie, Representmg the Canterbury Steam Shipping Co., Ltd., Christchurch.
A. P. O’Shea, General Secretary, Federated Farmers of New Zealand (Inc ), Wellington.
J. M. Jeffs, Seeretary, Wellington Carriers’ Association, Wellington.
W H. Johannsen, Carrier, Wellington..
A. L. Hunt, President, Dominion Settlement and Population Association (Inc )y
VVellington.
C. A. R. Walker, Fruit Distributors, L.td., Wellington.
H. Maddock, Publicity and Advertising Manager, New Zealand Government Railways,
Wellington. :
P. W. Gasson, Comptroller, Refreshment Branch, New Zealand Government Railways,
Wellington. :
J. B. Main, President, Amalgamated Society of Railway Servants, Wellington.
T. F. Gebbie, Genelal Seeretmy, 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.
S. 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 Oﬁicerq’ Ins’cltute (Ine.), Wellmgton
‘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 Provineial Lime Millers’ Association, Auckland.
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Professor Munro, Representing the Progressive and Ratepayers’ Associations of Tawa
Flat, Linden, Porirua, Titahi Bay, Paremata, Plimmerton, Pukerua Bay, and

) Paekakanh )

H. Trewby, Wellington.

V. J. Wilson, Clerk; New Zealand Government Railways, Wellmgton

J. Walker, Transport Licensing and Co-ordination Officer, New Zealand Govermnent
Railways, Wellington.

G. L. Laurenson, Commissioner of Transport, Wellington.

T. D. Ward, Assistant Secretary, Dominion Sawmillers’ Federation (Inec.), Wellington..

J. V. Kean, Executive Officer, Professional Engineers’ Association of New Zealand. (Ine.).

M. B. Grainger, Executive Officer, Commercial Division, New Zealand Forest Service,.
‘Wellington.

E. A. Gibson, Director of Civil Aviation, Wellington.

J. 8. Hunter, Deputy Chairman, National Airways Corporation.

C. C. Couchman, General Secretary, New Zealand Locomotive Engine-drivers, Firemen,.
and Cleaners’ Association, Wellington.

R. T. Smith, Chairman, Main Highways Board.

J. A. Harley, Mayor, Nelson. .

J. H. Brunt, Vice-President, Nelson Provincial Progress League, Nelson.

W. D. Dron, Representing Nelson Provineial Federated Farmers, Nelson.

S. A. Whitehead, Secretary, the Nelson Trades and Labour Council, Nelson.

W. H. Parr, Managing Secretary, Nelson Harbour Board, Nelson.

H. G. West, Nelson District Licensed Goods Operators’ Association (Ine.), Nelson.

8. A.- Croucher, Managing Director, Nelson Suburban Bus Co., Ltd., and Cotton’s:
Bus Co., Ltd., Nelson. ’

J. Newman, and P. 8. Boyes, Transport (Nelson), Ltd., Nelson.

G. Tremaine, Mayor, Palmerston North.

A. J. Beattie, President, G. R. Kear, representing Palmerston North Chamber of -
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. N. Speirs, Timber Merchant, Foxton.

©J. P. MecDavitt, Secretary, New Zealand Motor Omnibus Proprietors’ Association,

Wellington.
C. F. Lowe, Representing New Zealand Dairy Produce Cool Stores Association, Wellington.
J. B. Walton, Representing North Island and South Island Freezmg Companies”
Associations, Wellington.
H. C. Campbell, Accountant, New Zealand Road Transport Alliance, Wellington.
T. M. McKewen, Secretary, "New Zealand Counties’ Association (Inec.), Wellington.
F. W. Lindup, Inspecting Engineer, Ministry of Works, Wellington.
F: R. Murray, Train Running Ofﬁcer, New Zealand Government Railways, Wellington..
E. R. MeKillop, Commissioner of Works, Welhngton

Written evidence was also submitted by the following :—

W. E. Knowles, K. W. Denton, G. May, Stockbuyers, Oxford. ;

T. D. Lee and others, Christehurch.

J. Corbett, Secretary, New Zealand Carriers’ Federation (Inc.), the New Zealand: -
~ Road Transport Alliance (Ine.), North Otago Branches.

T. H. Brehant, Guard, New Zealand Government Railways, Timaru.

D. Beott, Guard New Zealand Government Railways, Timaru.

Blenheim Chamber of Commerce, Blenheim. .

‘W. Knudsen, County Clerk, Awatere County Council, Seddon.

J. Struthers, Greymouth

J. Sullivan, Secretary, the New Zealand Road Transport Alliance (Inc. ) y Buller
Branch.

A. Hannifin, Officer in Charge, New Zealand Government Railways Road Servwos,
‘Waimate. .

Roberts, Oamaru.

H. Clark, Public Accountant, Dunedin.

G. Duncan, Orchardist, Dunedin.

. H. Cardno, Port Chalmers.

. 8.. Thompson, Wetherstones, Lawrence.

. M. Kinnaird, Earnscleugh Fruitgrowers’ Association, Ltd., Alexandra
. R. Smart, Otautau
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B. C. 8. Hay, Secretary, Southland DJStI'th Motor, Transport. Association -(Ime.),
Invercargill.
J. 8. Haywood, Secretary, The New Zealand Road _Transport Alliance (Ine.) ) Walpara-
~ 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 (Ine. ), Gisborne Provincial Dlstrwt,
Gisborne.
S. S. Green, Representing Settlers of Donnelly s Crossing and the Ridings of Tutamoe
and Waipoua.
J. W. Wydur, Donnelly’s Grossing.
The Kaikohe Businessmen’s Association, Kaikohe.
The Kaikohe Chamber of Commerce, Kaikohe.
The Whangarei Chamber of Commerce, Whangarei. i
C. Waymouth Secretary, the New Zealand Road Transport Alliance (Ine.), W'hangarel
Branch.
W. Trueman, Town Clerk, Foxton Borough Council.
D. F. Lagan, Secretary, New Zealand Timber Merchants’ Federation (Ine.), Welhngton
B. Hutchin, Chairman, Taranaki Local Bodies’ Association, Eltham.
B. E. Pope, Secretary, Takanini Racing Owners, Breeders ’, and Trainers’ Association
(Ine.), 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. : o
T. A. F. Stone, Retired Railway Lngmeer, Auckland.
L. J. Wydur, Auckland.
J. L. Stichbury, Patumahoe.
Te Aroha Chamber of Commerce.
‘G. B. Button, Secretary, Thames Valley Carriers’ Association (Ine.), Thames.
D. E. Friedlander, Putaruru Master Carriers’ Association, Putaruru.
J. W. Sutherland, Thames.
Matamata County Couneil.
A. E. Wilson, Secretary, Te Puke Chamber of Commerce, Te Puke.
I. E. Thompson, Secretary, Opotiki Carriers’ Association (Ine.), Opotiki.
P. Adds, Ohura.
F. C. Damell Masterton.
P. G James, ‘Sailmaker, New Zealand Government Rallways, East Town.
- K. E. McLennan, Gisborne.
A. J. Hills, Hastings.
C. H. Beddis, Hastings.
H. G. Carr, Secretary, the New Zealand Road Transport Alliance (Ine.), Hawke’s Bay
Branch.
T. May, Ganger, New Zealand Government Railways, Opapa.
The New Zealand Road Transport Alliance (Ine.), South Hawke’s Bay Branch.
. H. J. Topp, Manager, the Farmers’ Mauriceville Lime Company, Ltd., Mauriceville.
‘C. F. Wood, Masterton.
Shannon Borough Couneil.
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 (Ine.), Wairarapa Branch,
Masterton.
K. Hammond, Hunterville.
"W, J. Grardner, Secretary, Harbours’ Association of New Zealand, Wellington.
A. R. Dellow, General Secretary, New Zealand Manufacturers’ Federatlon, Wellmgton.
A. Headifin, Secretary, New Zealand Apple and Pear Marketing Board, Wellington.
A. D. M. G. Laing, Wellington.
‘T. F. Simpson, Lower Hutt.
. J. Conder, Wellington.
T G. Johnston, Hon. Secretary, the New Zealand Railway and Locomotive Society.
MecCormiek, County Clerk, Waikohu County Council, Te Karaka.
Newman, representmg Newman Bros., Ltd., Nelson.
. P. J. Allardyce, Nelson.
. C. Hanes, President, Gisborne Chamber of Commerce, Gisborne.
. Cameron, Hon. Secretary, the New Zealand Institute of Refrigeration Engineers.
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We comménced our duties immediately after our appointment, and in
dealing with the various topies 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
direet our attention  more to the major facts-creating the present position of
the railways and endeavoured to find a solution, rather than investigate a Wlde'
range of details which should be the respons1b111ty 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.




PREFACE

SuHorTLY after we entered on our investigations we realized that in an
undertaking turning over approximately two million pounds per month a very
small margin of error in costing or caleculating 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 known 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 secale
of 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.AN.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 incerporated it
in full as Appendix No. 1. 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 egpressihg 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.



PART 1

BRIEF OUTLINE OF THE PRESENT POSITION OF THE
RAILWAYS

Wz 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 inereased by £3,115,973.

(2) As a result the operational earnmgs fell from a profit of £5,790:
. in 1951 to a loss of £1,202,488, without provision for any interest.

- (8) 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 dislocation caused by the strike, necessitating
a serious curtailment of passenger serv1ces 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 hnesv
show a loss. .

~ (8) The loss of £21,616 in operating refreshment-rooms in 1951‘
_ ingreased to £50,053 in 1952

9) A proﬁt of £2, 863 in operating bookstalls in 1951 turned into a.
lToss of £2,393 in 1952.

~ (10) The New Zealand Railway Road Services show a loss of £28,200:
) in 1952, compared with a loss of £52,504 in 1951.

(11) The staff shortages as submitted by the Department amount to-
- 4,920.

(12) The shortage of locomotive-running staff prevents the operation
of more trains, while shortage of workshop staff delays repairs to wagons.

(13) At 31st March 1952 over 280,000 private motor-cars were-
reglstered an inerease of 30,000 over 1951. At the same date 95,181
commercial vehicles were reglstered being an increase of 10,260 over 1951 ‘

(14) There is inereasing competition from road transport, brought
about mainly through a substantial increase in the number of licences.
(temporary or 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 increase in the number of overseas vessels arriving*
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, thus creating a quite unforeseen traffic probiem.
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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 will have to face a full 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
overtlme and with very little public encouragement, have kept the railways
Tunning. R

At the same time the working of long hours, the postponement of annual
leave, public criticism—much of it quite un,]ustlﬁed——and being associated with
a concern showing a loss brought about 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.




. PART 2
ORDER OF REFERENCE No. 1

The adequacy and efficiency of all services operated by the New
Zealand Rtmlways Department and of its motive power, rolling stock,
road service wvehicles, stations, sheds, workshops, yards, and - mmlar
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 experlenee

The Accounting Administration operates to a very high degree of efﬁclency
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 aceounts 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 wateh for methods.

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 |
new accounting system which it is estimated Wlll 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 :—

1952 1951 Variation
. £ £ £

Total coaching revenue .. .. 2,784,390 3,195,543 —411,153
N N

. No. o. 0.
Passenger train-miles e .. 3,856,590 5,000,074 —1,143,484
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s

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 in the current financial year.

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

1952. 1951. Variation.
£ £ £
‘ Revenue .. .. .. 16,957,810 14,978,599 +1,979,211
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’s
revenue, which is approximately £65,000. Against this the Department had
to face the loss of revenue oceasioned 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 transportlnu 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:—

Number Not
: Now Running
Before Before © May, Owing to Crew

1944. 1951. 1952. Shortages.

(A) (B) © (D)
Auckland-Wellington .. .. .. 26 26 26 ..
Auckland-Opua , .. .. .. oo 12 6 4 8
Auckland-Rotorua .. .. .. oo 12 6 4 8
Auckland-Taneatua .. .. 012 6 4 8
Auckland — New Plymouth .. .. .. 6 4 4 2
Wellington — New Plymouth .. .. oo 12 8 4 8
Wellington—Gisborne .. A 12 6 4 8
Palmerston North — Napier .. . .. 6 3 2 4
Wellington—Napier .. .. .. .. 8 5 2 6
New Plymouth - Wanganui .. .. Lo 12 6 2 10
Wellington — Palmerston North .. .. 28 28 14 14
Auckland — Frankton Junction R .. 16 16 8 8
Auckland-Mercer .. . .. Lo 12 12 6 6
Kaikohe Branch . .. .. 24 18 16 8
Auckland Suburban : " North h'ne .. o117 117 48 69
Auckland Suburban : South line .. .. 338 338 257 81
Wellington Suburban : Hutt Valley .. .. 5l4 514 407 107
Christchurch—Picton .. .. . 12 .6 4 8
Christchureh—Greymouth .. .. .. 8 6 4 4
Christchureh—Dunedin .. .. .. 18 22 16 6
Dunedin-Invercargill .. .. .. 20 22 18 4
Fairlie Branch .. .. .. oo 12 10 6 6
Oamaru-Dunedin .. .. . 24 24 6 18
Balclutha—Dunedin .. .. .. Lo 12 6 2 10
Clinton-Invercargill . . .. . 12 12 10 2
Dunedin - Port Chalmers .. .. o117 117 117 ..
Dunedin-Mosgiel .. .. .. .. 139 139 139 ..
Invercargill-Bluff .. .. .. .. 84 84 68 16

Dunedin-Cromwell .. .. .. 12 6 6
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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 smaller units, faster and more frequent
services, and we agree that through this policy passenger traffic should increase.

RAILCARS
The following railecar services are at present in operation:—

(#) 6 Wairarapa type cars are used between Wellington — Upper Hutt —
Masterton — Woodville and Palmerston North.
..(b) 6 Standard type railcars are used between Wellington and New
' - Plymouth and between Napier and Gisborne with one week-end .
v return trip between Gisborne and Wellington.
(¢)-9 Vulean railecars are used between Christechurch-Greymouth-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 Auckland-Whangarei-Opua.
~“ | Auckland-Rotorua-Taneatua—Taumarunui. ‘ -
5 Wellington — Upper Hutt — Masterton — Woodville — Palmerston.
North. , ‘ : '
15 Christchurch-Greymouth-Ross—Westport.
Christchurch-Picton. :

é

This will release 6 Wairarapa and 9 Vulean railecars for use where their
lower seating capacity will be sufficient for prospective traffic requirements.
The following areas are the most likely ones:— ’ i

6 - New Plymouth — Taumarunui.
(Wairarapa)
: (*Dunedin—-Cromwell (Otago Central).
» 9 J Invereargill-Lumsden.
(Vulean) 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
railears (except at holiday and peak traffic periods) has been examined. A
total of 101 railears (i.e., 45 more than at present in service and on order)
would enable this to be done 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 that all of these services are very desirable, we are of the opinion that
fast railear 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 Landliner Road Service between Auckland and Wellington.
This; 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 Dunedin—
Christchurch during the week, and consequently two days travelling are
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necessary for the purpose of a one: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 railear service between these two centres will obviate
the need for any such road service. We consider these fast through railear
services of such importance as to warrant their priority when the first of the
new railears 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
only faetor in seecuring business, and any disadvantages such as high charges
and lack of flexibility that the railways may suffer compared with road or other
transport ean in some measure be offset by service and goodwill. : o

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 publie look elsewhere for transport service, 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 indireet means of ]osmg goods traffic business.
On the other hand, a high standard of passenger service can have far- rea,chmg
effects in other b1anches of the railways.

‘We do not subseribe 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 railecars, diesel electrie,
and also electric traction, brmgmg faster and more frequent services, passenger;
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 pieture of the structure:—

Total capital investment .. . £2 812,766.
Vehicles in use— o

Passenger ... . S, 779

Goods ... . .. 289 :

- — 1,068,

Number of staff engaged ... .. 1,725, ,
Mileage for year ended 31st March 1952 22 716,244 vehicle-miles.
Passenger-journeys for year ended o

31st Mareh 1952 ... . 24,663,915 journeys.

Goods tonnage transported .. . 221,689 tons.
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0 peraﬁng Results

Y Ended A al' P Good: I S
318t March, - Mileage. Carried. Tonmage. | Loss
: £ £
1927 .. .. 150,060 200,955 .. 100
1928 .. .. . 546,800 860,036 234
1929 .. .. 1,704,724 2,919,605 9,327
1930 .. .. 1,819,501 3,304,586 11,416
1931 .. .. 1,701,633 3,187,554 5,843
1932 .. et 1,302,524 2,384,679 .. 2,951
1933 .. .. 1,335,152 2,740,263 521 ..
o 1934 .. .. 1,324,879 2,783,184 2,368
1935 .. .. 1,562,832 3,011,187 5,672
1936 .. .. 1,792,872 3,242,469 .. 8,598
1937 .. .. 3,416,632 4,556,316 5,689 21,698
1938 .. .. 4,630,938 5,446,339 12,035 21,974
1939 .. . 5,828,545 5,732,282 101,901 25,538
1940 - .. .. 6,212,286 6,665,999 82,407 9,260
1941 .. .. 7,055,439 7,730,678 51,870 31,846
1942 .. S 17,697,751 9,022,526 42,416 42,730
1943 .. .. 6,131,769 9,889,184 33,184 48,054
1944 - .. .. 6,768,673 11,611,230 25,087 66,533
1945 .. o 8,457,053 13,750,754 25,070 81,132
1946- .. .. 11,546,053 16,587,833 34,620 139,857
1947 .. .. 17,144,390 20,364,278 128,517 166,899
1948 .. .. 19,196,096 21,537,007 183,909 75,281
1949 - .. .. 20,691,342 23,632,473 197,897 27,336 ..
1950 .. .. 22,327,470 | 25,696,036 200,886 .. 69,654
1951 .. .. 21,979,135 24,090,928 208,669 52,504
1952 .. .. 22,716,244 24,663,915 221,689 28,200
The capital investment is as follows :—
- Original Capital | Depreciation | Book Value at
Cost. Provided. 31st March 1951.
(1) Vehicles and Plant— :
(a) Vehicles not yet fully deprecmted—— £ £ £
Passenger 1,333,889 564,995 768,894
Goods 55,947 18,528 - 37,419
Ancillary 44,107 26,664 17,443
1,433,943 610,187 823,756
(b) Vehicles fully deprecxa.ted but still in service—
Passenger 477,067 477,067
Goods 35,659 35,659
Ancillary 42,084 42,084
554,810 554,810
(2) Goodwill—
Passenger 325,896 311,308 14,588
Goods and anclllary 82,507 75,701 6,806
408,403 387,009 21,394
~ Sub-total of (1) and (2) 2,397,156 1,552,006 845,150
(3) Offices and garage buildings, including bus shelters | . 355,008
Land e L .. . 60,602
415,610‘
Total (1), (2), and (3) 2,812,766

Nore.—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) ... C 5
25 seaters (ineluding driver) .. o 39
30 seaters (including driver) ... .. .. 83
35 seaters (including driver) ... . . 145
over 35 seaters (including driver) .. .. 83 :
— 355
School buses ... ... . . — 8
Service coaches—
10 seaters (including driver) ... - 5
12 seaters (including driver) e o 6
15 seaters (including driver) ... . 31
20 seaters (including driver) ... B 44
over 20 seaters (including driver) — .. — 232
' — 318
Composite vehieles ... .. ... . 17
Passenger trucks ... = ... , — 2
Troop carriers” ... ... ... ... 2
Motor-cars— )
Touring cars ... ... ... . R |
Taxis ... .. e 79
Service vehieles .- ... . . - J
Motor-lorries— ‘
Light (under 2 tons) ... .. . . 11
. Heavy (over 2tons) - .. .. .. .. 229
Vans ... S e 13
Articulated-trucks ... - .. L 1
— 264
Trailers ... . . . . S 10
Utility vehicles Db e S 13
1,068
As' 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 order 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:—

Omnibus and | Compostte Venicia Tour Cars, | A f
. mnibus and | Composite Vehicles, : aIs, 1 - Average for
Age-groups. School Buses. P’ai‘sseng%'a}‘rl;ucks, Lorries. s ersf[‘iacgl%ars Al Venicles,
TOOp ers. vars.
: Per Cent. Per Cent. Per Cent. Per Cent. 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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Appr0x1mate1y 10 per cent of the service vehicles are being replaced each
year and no difficulty is being experienced now in maintaining a satisfactory:
standard.

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

It is the opinion of your Commlssmn that the services provided are
adequate for present requirements.

It is convenient to refer here to some financial aspects of the Road Services
operations.

During the last ten years this Department has earned a surplus of
£454734 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
satisfactory 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.

Theése losses have been incurred mainly by passenger traffie on suburban
running, particularly the Wellington — Hutt Valley and Johnsonville suburban
‘routes.

‘During the year ended 31st March 1952 this service carried over 13 million
passengers and received a gross revenue of £428280. However, as expenditure
amounged 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
" services 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
will 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 portion
of.the loss which is attributable to the railways providing the equivalent of a
civie, omnibus service in the Hutt Valley should be borne by the loecal people,
rather than by the general taxpayers. In other cities where there are publicly-
owned road passenger transport undertakings the local people must pay
eeon;omic fares or the local ratepayers must make good any loss.

* We recommend— :
(1) That the Rdailways 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 a
Transport Board to take over at valuation, and operate the road
- services, from the opening of the electric rcnlway. to the Hutt Valley.

Or alternatively—
That the Railways 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 opening
of the electric ratlway to the Hutt Valley this road service be abandoned. We
do not consider that the provision of suburban omnibus servieces 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
harm, because some private operator will undoubtedly be prepared to undertake
the responsublhty

Furthermore, in view of the high cost of the Hutt electrification scheme
and the dens1ty 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 Hutt Valley Road Services. There
are also other services where losses are being incurred and where it is doubtful
if their continuance is really the funection of the Rallways Department.

‘We recommend—

That the Road Services Department undertakes a careful revsu’rvey
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 frelght 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 eoncerned and Paekakariki; road
Paekakariki-Paraparaumu.

Air: Paraparaumu—Woodbourne.

South Island: Rail between station concerned and Blenheim; road
between Blenheim and Woodbourne.

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 frem the Royal New Zealand Air Forece. Later the National Airways
Corporation took over these aireraft, and the Department chartered them from
the Corporation. As from June 1951 the service has been maintained with
aireraft 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 Carried

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 serviece to be not only a profitable

subsidiary service, but a service which is of great convenience and value to

-the ecommunity as it makes inter-Island air transport available to every locality

served by a railway-station. Faecility 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 ecommodities which will not bear the cost of direet 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 serviece 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 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 the following refreshment rooms, which
provide hot meals, account for £30,471 of the total loss, made up as follows :—

£

Frankton - .. . 8,081
Taihape ... e 1,642
Marton . [ 9,357
Napier . . C e 1,155
Christehur¢h ... . . 1,123
Otira ... ... . . 3,681
Oamaru ... . .. 5,432

Total . - £30,471

Wellington shows a loss of £5,103. As in other rooms, little or no benefit
was received from the price inerease 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 la,rge 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 dlmng room staff, counter staff, and total
staff employed :—

. |

Number Number Average Dining-room | Counter § Total

Yemved. | Der Week. | PorMeal. |  Stof Staft. '
Frankton .. .. ] 34,781 19 37 - 17 16 33
Taihape () .. ..l 13,966 (12) .. 5 5 5

Buses only
Marton . .. .. .. 36,708 10 71 17 9 26
Napier (a) .. .. 2,133 6 7 5 5 5
Christchurch (6) .. .. 26,551 6 85 10 5 15
Otira (c) .. .. .. 9,996 4 48 8 5 13
Oamaru .. .. .., 46,156 12 74 17 1 7 24
I |

(a) Taihape and Napier use the same staff for the dining-room and counter refreshments.
In anstchurch the dlmng room staff is 5 full time and 5 part time, and counter staff is
4 full tlme and 1 part time. . i
(¢) 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 blg'reduction
in kitchen staff could be made.

At the present time a whole-time staff is employed at all refreshment-rooms,
even 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 pa,rt 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 Kcntoke 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.

(Nore—*The number of passengers who alight off these e}\presses is very smal
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.

Submlsswns were received suggesting that dining cars be reinstated or
buffet cars introduced. As regards the former, after hearlng the evidence we
are satisfied that the difficulties and loss experlenced 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 servicés. We agree that these would be an added convenience
to the travelling publie, but there are difficulties. The installation of a buffet
ear would reduce the. number of passengers per train by one car load, and as
the passenger traffic today is being carried at a very heavy loss thls 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 car on the ‘‘ Limited,”” for example, placed between the first and
second eclass 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

introdueed:

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.

PUBLICITY 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, and the Department is to
be commended 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 criticism 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
railways generally and the various branches in particular abound with interesting
information about which the public knows very little. Little is known, for
example, of thé 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
rallways are relatives of railwaymen, and it is quite probable that they Jjoin 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 ecover that it is not possible
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for it to give all the time necessafy to develop the public relations side of its
pubhclty - 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 association with the General Manager.

MOTIVE POWER

LOCOMOTIVES :
The locomotive stock as at the 31st March 1952, the number on order, a11d
an’clmpated delivery date is as follows:— .

Present Number on Anticipated Date

Stock. : Order. of Delivery.
Coal-fired steam locomotives ..... .. bb8 .. ..
Oil-fired .. ... . T 16 1952
Diesel-electric main-line locomotives ... .. 56 1952-57
Diesel-mechanical shunting locomotives 4 57 1952-54
Petrol and diesel rail shunting tractors . 28 .. ..
Electric locomotives 22 6
Railears .. L S N 21 35

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 Whlch he says,
inter alio,—

‘‘ 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 ecarried out by our
responsible senior officers without undue haste and without the influence
from outsidé 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 Mechanieal
Engineer, Mr. R. F. Black, reported on the matter and he said, inter olic,—

‘“ The foregoing survey indicates that the position is safe for the
next five years, but this is entirely dependent on the success of the,
thirty-one diesel electric locomotives on order, and by this I mean also
that these engines will be sufficiently reliable to do an annual mileage of

© 60,000 per year in both Islands.

‘¢ Any failure to realize this will mean a correspondlng shortage
of locomotive power to move the traffic, and, ecorrespondingly, aggravate
the shortage of locomotive running staff as we are also depending on
one-man operation of these units on goods trains to help relieve our
grave manpower shortage.”’
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The appareht conflict of opinion is disturbing, and leaves us unable to
express any opinion as to whether or not the locomotives in stock, and on order,
will be sufficient for the next ten years. It seems to us that the question is
largely bound up with the proposal to electrify the North Island Main Trunk,
and that until this question is finally settled, one way or the other, authorltatwe
opinion eannot be expressed

RepAIrRs TO LOCOMOTIVES

Due to the serious arrears of repairs over the last five years, the overall
condition on a high proportlon 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 approxima,tely 19,000 in the
South Island.

In the North Island the deterioration is due almost entirely to the execessive
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 North Island.

CARS AND WAGONS

Cars .

The following is the comparison between the stock of passengers cars,
raileaks, multiple units, brake vans and postal vans at 31st March 1939 and 31st
March 1952 —

North Island— 31st March 1939. 31st March 1952.
Carriages .. ... . 873 843
Railears ... .. . 13 12
Multiple units ... ... . 12 86
Brake vans ... .. o 266 271
Postal vans ... . e 7 4

South Island— - .

Carriages ... . .. 616 608
Railears ... ... . 2 9
Brake vans ... ... . 207 . 196
Postal vans ... .. . 4 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
constructlon programmuie.

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

WacoNs 4
The wagon position, comparison is as follows:—
) North Island. . South Island.
31st March 1939 ... . 14,563 13,838
31st March 1952 .. . 18,191 17,140
Net increase since 1939 ... .. 3,628 3,302

Net increase, per-cent ... S 24-9 23-9



25 : D—3

The stock at 31st March 1952 was made up as follows:—

" Type of Wagons. ] Total.

Live-stock . .. .. . . 4,453

Highside ... .. . . ... 20,883

Lowside - S ©1,702

. Covered ... . R 2,166
Flattop .. = .. T 960

Insulated .. . . . 1,197

Hopper coal ... .~ I 1,177

. Misecellaneous - ... .. . . 2,793

35,331

In addition to the wagons listed above, there is a total of 159 tank wagons
owned by private ecompanies and other Government Departments and used for
the transport of petrol and oil in bulk.

RePAIRS T0O WAGONS
Wagons under or awaiting repair as at 31st March 1952 —

Total Equivalent, Total Equivalent,
Four-wheeled, Four-wheeled,
North Island. South Island.
(@) Live-stock SR 529 205
(b) Other Wagons ... . 1,806 1,321

Consequent on the shortage of wagons and other rolling-stock there has
been an increasing 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 24 per cent per annum of the original
cost. - No study is undertaken to ascertain the man-hour content of repairs to
wagons which have been fully depreclated ‘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 Wa,gon 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 econsiderable 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 faets 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.

£

Varlous factors have been responsible:—

e () The shortage of labour in the Workshops has affected the 1epalr
" “and ‘maintenance of wagons (see above).

(2) The coal shortage reduced: train services, and in consequence
wagons were delayed in transit, thus reducing the number of w agons
available for further loading.

(3) The five-day week restricts the activities of carriers. Formerly
carriers could effect deliveries from railway sheds on Saturday mornings.
“Now the majority of warehouses and merchants observe Saturday as a full
holiday, 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
strike and the easing of import restrictions has thrown a heavy strain on
wagon supply. To speed up the turn-around of ships, shipping ecompanies

";have diverted vessels to less-congested ports or have eliminated ports of
" discharge by putting out at one port eargo: for other areas and ralhng it
“to its final destination.

(5) The over-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 Wellmaton 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 accommodatlon
causes consequent delays in.shunting and discharge of goods.

. (7) Some importers have been using the wagons for storage instead
“of ‘their own warehouses.

As mentioned earlier; 4,548 wagons-are on order and should be in serviee
by the end of 1953, and as the present shipping congestion is not likely to
continue the pos1t10n will improve. The full benefit of these wagons, however
.will not be. felt unless steps are taken to improve shed and yard accommodatlon

Some of the above factors will adjust themselves, but we feel that.strong

measures should be taken to penalize those who use trucks for Warehousmg
Recently there were some 140 wagons lying in Wellmgton for nearly six w eeks
waiting for the importers concerned to collect their goods.
X We consider that the Department has by press advertising and other
* ‘methods_given ample- publicity to the necessity for prompt unloadmg of ‘goopds
wagons. Even with the most efficient utilization of wagons the Department has
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 already 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
inereased 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 acecounts show that the number of tarpaulins
unaccounted for on the 31st March 1952 was 3,696. (The 1951 figure was
4171.) 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 tha,t, owing to the difficulty in taking stock,
these figures may not be accurate. As the sum involved is eonsiderable, a careful
recheck should be made, and if it is found that a large number are in fact
missing we consider that mueh  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, Marton, New Plymouth,
Middleton, Dunedin, Burnside, and Timaru. There is ample evidence of con-
gestion causing delays 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 station, goods sheds, and marshalling
yal ds, and also the formation work done towards the dev1atlon of this line
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 congestlon at Palmerston*
North was considered urgent.

* Whilst the completion of .the- dev1at10n 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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existiﬁg 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 PQRTS

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 mno 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 shipping companies and the Harbour Boards, 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 Board with the object of giving effect

to this recommendation at the earliest possible date.

‘We realize that necessarily this must be a long-term poliey, 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 at railway 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 Wanganui we were informed of tentative approaches for the acquisition
of the Castlecliff Railway, which is at present and has for many years been
operated by the Castlecliff Railway Company between Castlecliff 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 STEAMERS

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
Jaid up except during the summer season. If this proposal is earried 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 Queenstown
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 steamer 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.




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 conserve 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.
ﬁna,nelal 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 national 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.
mu;xft be badly handicapped in their efforts to secure or even maintain an adequate:
sta;

The shortage of staff has a Very deﬁmte effect on the ﬁnanclal side of the-
railways also, and the sum paid out in ‘‘ avoidable *’ 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 .. e, 499
General Division— ’

Traffie .. TS 1,104
Locomotive runnmg ................. 605
Loeomotive depots ... .. . S 100
Car and wagon depots ... . R 45
Way and works ... ... . .. 979
Signals and ecommuniecations .. .. . 219
Stores ... s 24
Sawmill . e 13
Refreshments ... . e 94
Road services .. .. . . 82
Workshops ... ... ... . .. 1,176

Total—Salaried Division ... .. . 499

General Division ... .. 4421

Grand Total 4,920
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. ‘We are not in a position to confirm these figures. We know thatiat the
present time, as the result of a reduced train running schedule, the shortage
is'not causing undue embarrassment in some:sections, but we know also that
‘it is because of shortage particularly of locomotive men that a full schedule
js not being run, whilst, in addition, many “improvements to the service are
unable to be made. In any case, it has to be borne in mind that over a long
"period of years the railways have shown a steady increase in traffic of from
24 per cent to 3 per cent annually, and there is a big backlog of work to be
.overtaken before a completely efficient service can be provided. o
Recruitment of staff for the railways is affected by several factors; some
.of which are-— : SN : . o

The shortage of houses frequently involves railwaymen living some distdnce
from their work, and thereby makes night-shift work less attractive than'it
‘need be. : . —

The housing position has an effect. on the condition of compulsory transfer.

The. incidence of social security, which. is compulsory, diminishes . the
attraction of the Government superannuation scheme, which is voluntary,. :

. -The. inability of the -Department in recent years to grant regular annual
leave, which is directly, caused by the present staff shortage. This is evidenced
Dby the fact that as at 31st March 1952 the annual leave in arrears was—: i,

Salaried Division .. . SRR ~ 67,737 days
General Division .. G 186,029 days
Total 253,766 days

In addition to insufficient“recruitment of permanent staff to’ be trained
.as railwaymen, the shortage has been aggravated by the normal retirement of
trained staff on the ecompletion 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 :— '

' Salaried Division. - - General Division. o
' . , Total.
Year. Clerical. Foremen, &c. | L9eomotive Bather

A B. A | B A | B A B. | A 'i*‘B,
1952+ . i, 0| 10 31| 82| 21 .. 7| 2561 1357 348
1953 .. i, e 1| 32| 33| 35 1 7| 122 141 157
1954 .. - oo oeal 2| 31| 19 42 3| 10| 118 | 147 142
L1955 .. . 9 5| 32| 32| 35 8| 15| 150 | 178 | 195
1956 . .. 126 5| 20| 27| 40| 5| 11 1261 197! 163
1957 .. IR 4| 22| 27| 26| 20 7| 169 | 130 | 220
CU Total . .. SR . o ] 168 | 220 | 205| 37| 57| 941 928 11,225
H . i ! : .

A On completing forty vears’ service. .
B On attaining sixty years of age. ‘ L
-~ -* The 1952 figures under ‘“'B ’’ include members who are already over sixty véars'of
-age and are eligible to retire. RAIEN

In 1951 the retirements numbered 245, while the resignations amounted 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.”’ e - : - e
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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 diffieult to see much
progress being made with important improvements beneficial to the railways,.
and this 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
exeessive night shifts, thus making the service less attractive and influencing-
more resignations.

Sinee 1939 there has been a 34-7 per cent inerease 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 time-tables.
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 :— )

Up to 48 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
Firemen and ¢ .. 33 36 22 9

Engine-drivers
cleaners

The guards, shunters, engine-drivers, firemen and cleaners could not, of
-eourse, function without the necessary administration and train running
branches of the railways organization, but nevertheless these are the men whe-
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 forty-eight hours or less, whilst on the average 11 per
cent of the men 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 particular
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 Isla,nd the maintenanee has
deteriorated to a very low level so that the average ‘ shopping ’’ period is just
on three years. As Main Trunk ears must be ‘ shopped ’’ at fifteen to eighteen
months, many cars in secondary services are running about five years between
“ shoppmg

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——particula,rly in the North Island, where a much bigger mileage
is run and the shortage is greater.

The railways are in a different ca,tegory 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 disecouraging
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 turther resignations, we recommend—

(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 imporiing prefabricated houses or by
granting the railways an increased allocation of State houses, or by,
building them with rcnlway 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 encourage rcnlwaymen to remain with the railways,
a long-service increment be awarded at the completion of each five
or ten years oi service.

2—D 3
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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 y 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 of Departments, but the know-
ledge that such a scheme was in existence and applying to all

- departments would be a further inducement to encourage young men

to join the service. It should net be difficult to arrange this on an
exchange basis, so that the actual cost is negligible. .

(1) 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 4
have to vacate when they retire, consideration be 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) That, 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 improvemenis could be
carried out with local labour.)

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

(1) That a determined effort be made to ensure that annual leave :

in arrears is drastically reduced.
(m) That, in view. of the attractive sczlanes being offered

elsewhere for Professional Civil Engmeenng 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 inereasing
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 engme—drwer if there is unéertamty

about their future promotion.

v
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‘We recommend therefore—

That the whole basis of promotion for the locomotive staif be
reviewed.

In an organization employing, and dependent on, a staff of 25 ,000 people
a4 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 con81der
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—

(a) That the present recruiting campaign through pnmary and
secondary schools be intensified.

\
(b) That a special school be re-established on condmons sultableA
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 serviee 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 emplovment

It is our opinion that consideration can, with advantage to the rallways,
be given to the following factors:—

(¢) Whether the present slow rate of promotion in many branches
of the service has an adverse effect on the recruitment of staff.

(b) Whether all the staff transfers which are constantly occurring
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 eoncerned, and, if unadjusted
too long, destroy confidence. We suggest, therefore, that this aspect of manage-
ment 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. The cases we have quoted are merely indicative
of the general situation.



PART 2
ORDER OF REFERENCE No. 3

The incidence of competition by. other tramsport operations, the
effect of subsidies on services; and the desirability of delineating o
sphere of operations for railway services 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 legislation so to regulate road
transport as to prevent its operations unduly adversely affecting the publiely-

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 dicensed 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
number of temporary licences is issued authorizing the carriage of goods over
routes.

As regards passenger transport, at present there is legislative prov1s10n

(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, and these are
used often in conjunction with subordinate booking agencies to cover servieces
which are 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 should be run 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 beyond 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



The following table giving particulars of temporary licences issued is illuminating, and in our opinion discloses a very
unsatisfactory state of affairs :—

TEMPORARY LICENCES

» : . - - No. 3-Administrative | No. 4 Administrative
No. 1 Administrat District No. 2 Administrative District ol .
. e (Transpglrst lgiézgsing ¢ o (Tr_ali]s:_lll)%:t riic‘e,ensh:; e %ﬁgﬁ;&(ngr)aigiggg ]I)‘gggz;ligitn(g']_‘f)sisfggg
31st March, Districts Included). Districts Included). Included). Tncluded). Total.
1: ’ 2. ! 3. ' 4. . b, ’ 6. ’ 7. 8. 9. .10 11.
) Goods : :
868 4,536 | 1,444 | 1,714 1,326 | 1,041 | 2,882 262 | 2,878 | 1,812 ] 967 | 19,730
4 ~ AN ~ AN ~ J |\ ~ J
1952 e ce e 8,562 5,249 3,140 2,779
1951 .. .. .. 9,445 1,969 2,224 2,468 16,106
1950 .. .. .. ) .. .. .. .. 12,872 2..0

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 Districts.
1. North Auckland. .
2. Auckland, Franklin County, Thames. -
. 3. Waikato, Piako, Matamata, Otorohanga, Waitomo. .
(4. Rotorua, Tauranga, Whakatane, Opotiki, Taupo.
(5. Hawke’s Bay and East Coast to Dannevirke.
< 6. New Plymouth to Taumarunui and Wanganui.
[ 7. Wellington to Taihape, Marton, Woodville, and Wairarapa.
J 8. West Coast, Buller, and Nelson to Kaikoura.
9. Canterbury—Cheviot to Waimate.
10. Waitaki River to Clutha and Lakes County.
1 11. Southland and Wallace Counties.
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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 for which the Honourable
the Minister of Railways is the holder of a licence, but the Minister may waive
his rights. > o

" 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 wus- that the Minister’s rights should be
abrogated, but we find nothing in the submissions which would justify such a
step. We must, however, make the comment that we consider it the clear duty of
the railways to give the public reasonable service and not to rest on any
protection which is afforded. If it ecan be established that a service is necessary,
1t 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.

‘We 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
possibility of their providing more frequent and more profitable services by the
use of railcars, &e. 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 diseontinued.

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
case of road services the highway with any provisions designed to ensure
safety is in the first instance provided by the general publie, 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 eost 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 mnot
in a state to carry the traffic which they are being asked to bear. He complained
of persistent over-loading of motor-trucks, especially on bridges. It appears
that when the eclassification of the roads was changed some two years ago the
counties 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 Couneils and Transport Department continues, the latter may - not
classify 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 diserimination 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 rall
and road serviees 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 serviece. There is also little doubt that on occasions the transport
of goods by road is essential.

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 legislation.

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

So far as the 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
specially 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 ecivil aviation, and its establishment may well
result in further reducing the number of long distance passengers to Wellington
earried by rail. A .
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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 publie, 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 check is placed on
the speed or weights of lorries with the result that soon the country will have
to face a very heavy 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.

In 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 economie.'

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

(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 quthority 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 permanently) of any portion
or portions of the ralway 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
arrangements (if any) which should be made available 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 report, the Railways Department
gained no financial advantage from the great betterment which was created.
For many years in the past the residents of the distriets 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 used
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
operation 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 acecount 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 cheapest?’’ 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
traffie, especidlly 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 farm, 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 labour 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 services. .

We visited many of the districts served by branch lines and ourselves saw
the local eonditions.” In other cases the conditions are well known to us. We
believe that the question of branch lines cannot fairly be determined by any
general 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 character of the roads, the possibilities of any further development, the
lf.eederf value of the traffic, and any special factor affecting a particular branch
ine. ' . - :

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’
people 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 recommend the continuance
of certain branch lines, because we realize that unless their financial return
‘can be substantially 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. - Co

The branch lines feed into the main lines a considerable revenue in many
cases, and in arriving at the operating loss or profit on branch lines the
Department adopts the following method, which appears sound :—

REVENUE
(a) The revenue from traffic between any two stations.on the‘same branch
is eredited wholly to the branch.

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

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

EXPENDITURE

(d) Separate acecounts and records are kept to segregate branch-line
expenditure from main-line expenditure. ' S

(e) The wages of staff employed wholly on the branch are debited against
--the branch. The wages of sjcaff employed partly on the branch line and partly
anthe 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. Qeneral maintenance—actual wages and material on branch.

(9) Locomotive Transportation: If engine runs wholly on branch line,
. actual wages, fuel, and stores are charged. If engine used for running on
main line as well, the costs for branch are based on a rate per engine-mile for
. the engine-miles run -on branch. Engme repairs are charged 0N’ 2 mlleage
bas1s separate rates for each class of engine. '

(h) Tr a]‘ﬁc Transportation: The whole of the expendlture at sta‘uons on
branch line is debited to branch line account. Wages of . o'uards “_,‘Othel
employees located at junction station are charged to branch hne on the basis
of man-hours attributable to branch line.

(¢) Maintenance and Depreciation of Rollmg Stock are apportloned o
ﬂle branch in accordancé with -the mileage run on branch line » - «:

(7)., Each branch is debited with a proportlon of the expenses of management
accm dmg to.the revenue earned..

_ It was found that whilst road tranbport of g'oods is seuously affectnw _the
railways revenue there is no real competition against the railways by ,mad
transport for the carriage of low-rated traffic. There is, however, a inost
noticeable tendeney for road traffic to endeavour to . attract the eream of the
business—that is, high-rated traffic—which is in most cases easier and cleaner
“to handle, 1eavmg the low-rated traffic such as lime, feltlhzer &, to be
transported by the railways.

It should be pointed out that in all ‘cases the results given for: bxanch hne
.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 recommendatlons are
set out hereafter.

‘Waiuku Branch (Pael ata—-Waluku, distance 12 m. 55 ch. ) :
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 968 per cent; in 1938 it was 774 per cent.

. Main- hne revenue of branch-line traffic, £21 805. ‘

The capital cost of ‘this branch hne exeludmg rolhng stock, as at 3lst
March 1951 was £210,062.

-The Department operates a frequent N.Z.R. road passenger serviee from
Auckland to Waiuku. It also operates a goods ancillary road ser‘vme Auckland-
"Waiuku via Pukekohe, Monday-Friday inclusive. -

Prior to 19th February 1951, with one ancillary lorry runnmg “the ‘average

:load was: 4 tons: 6 ewt. per: trlpw ‘Sinee 19th February 1951, with up to three
lorries (and one less train) available; the average load.is.5:tons T ewt. per frip.
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The bulk of the general goods from.Auckland to Waiuku and distriet is
‘already carried by private road transport operators.

" TThere is evidence that some twenty years ago representatives of this area
stated 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
excellence of the roads throughout the district, and the fact that this short
" branch line cannot in any sense be considered as developmental we recommend
that it be closed.

Groytown Branch (Woodside-Greytown, distanqé, 3 miles).
The operating revenue and expenditure for this branch are given below :—

“Year, Coaching Goods, Total Branch Branch Operating:-
: i Revenue. Revenue. Revenue, Expenditure, - Loss,
. £ £ B £ £
1938 .. .. 102 257 359 2,997 2,638
1939 .. .. 101 264 365 3,214 2,849
1940 .o .o 110 281 i 391 3,267 2,876
1951 .o - 50 428 478 6, 411 5,933

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 7355 per cent; in 1938 it was 734:8 per cent.
ain-line-revenue of branch-line traffie, £8,990.

Excluding rolling stock, the capital cost of the branch line as at 31st
March 1951 was £9,970.

There are efficient and adequate local carrying serv1ces in the area.
‘We recommend that this line be closed

Foxton Branch (LQngburn—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 service 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 following through N.Z.R. road passenger services :
Wellington-Taihape, Taumarunui, Rotorua, and Wanganui.

‘The Department runs a goods ancﬂlary lorry between Palmerston North
and Foxton five days a week.
v The Department provides a goods road service between Foxton and
Wellington Monday 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 .. .. e .. 9 .. 2,068
Jute, tow, hemp, and matting .. ’s 630 ..
Flax . .. .. .. e e . 434

. Cotton-wool .. .. .. »s 155 C.
Root crops .. .. .. v 1,080 180
Hay . .. .. .. ’s 687 ..
Miscellaneous .. .. .. »s 815 2,197
Posts .. .. .. .. ’ . 470
Shooks .. .. .. T v .. 244
Lime and manure .. .. »» .. 3,695

Present Road Transport

H. G. Irons, operating under an area licence transferred from Messrs.
Osborne’s Transport, Litd., 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 anecillary 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-Foxton—road ... ... 12 miles.

The area served by this branch is very well roaded, and your Commission
recomme_,nds 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 :—

Year Coaching Goods  Total Branch  Branch = Operating Opf’l(')atmg
. Revenue. Revenue. Revenue. Expenditure. Loss. P o
er Mile.
£ £ £ £ £ £
1951 .. .. 5 2,231 2,236 - 6,696 4,460 - 235

N.B.—Oxford and Eyreton branches were previously treated as 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 operatmg loss to total branch revenue was 199-4 per cent
in 1951.

Main-line revenue of branch-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 to Horrelville, the

. dlstance between the two branches varymg from 6 miles to 23 miles. The farmmg
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 . State Forest Service load Iegular consignments of
firewood and logs from the nearby. Eyrewell State Forest, about 8 wagons per
week being loaded. The nearest station on the Oxford Braneh which could serve
this area is Bennetts, which is approximately 3 miles from Horrelville.

During the past four years the Department has run-an ancillary lorry
covering the Eyreton Branch area. The lorry runs from Christchurch to
Rangiora, thence along the Oxford Branch to Oxford- West; back to Bénnetts,
and-along. the Eyreton Branch to Kaiapoi. - It-then.returns to Christehurch.

The 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 réturn 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 Oxford—Christchureh, but in October 1951 the company

" transferred the route licence to Langford Motors, Ltd. The fact that the latter

company carts from farm to store, and wvice 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 Byreton
Branch, the abandonment of this serviece would occasion no great hardship to
any farmers in the area as they are served by other railway stations and transport
serviees.

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

This mill (which employs only five men) obtains practically the whole ofr
its wheat from the local area by road, with an oceasional consignment by rail
from other stations on the Eyreton Branch. Wheat imported from Australia is
also received at the mill at Wetheral, but not in large quantities. The mill’s
allotment of wheat from the last shlpment _of Australian wheat to arrive at
Lyttelton was eight Lo wagons, and Stationmaster, Kaiapoi, states this is typlcal
of other similar consignments.

In previous years a certain amount of wheat was received at the Wetheral
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 Waikari and
Southbrook which serve the North Canterbury District. The mill at Waikari is
,owned by the same firm as that at Wetheral. The flourmill at. Southbrook is on
the main line and is only 3 miles by road from Wetheral.

... +» Practically the whole.of the flour from the Wetheral mill is eons1gned to

~Lytte1ton for shipment to the North Island, but a small- quantlty is ralled north
to Blenheim and Nelson. .
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. The-very slow-turn-round of wagons on-a branch where trains run only
twice a week is a serious aspect, and on the Eyreton Branch wagons which are -
put off by Tuesday’s train are not available until. the. following Thursday.
Similarly, wagons put off by Thursday’s train are not available until the:
following Tuesday.

‘We recommend that this branch line should be closed

Waimate Branch (Studholme-—Waihao Downs, 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%: L. 1,840 2,801 8,042 5,241
1939* LT 959 . 1,526 2,485 8,461 . 5,976
1940% ol CL 964 1 599 2,563 " 8,210 5,647

19560 - .. e 35 3,161 - 3,196 15,465 12,269
’ : * Includes Roa,d Motor Revenue.

There are four statlons on this branch which prov1des a serviee of six goods
trains each way per week Studholme—Walmate, and two goods trains per week
Waimate — Waihao Downs.

The percentage of operatmg 1oss to total branch revenue was 3838 per. cent
in 1951 in 1940 it was 2203 per ‘cent; in 1938 it was 1871 per cent.

Main-line revenue of branch-line trafﬁc £37,760. -

" Execluding rolling-stock, the capltal cost of the branch line as at 31st March
1951 was £51,168.

The Department runs daily passenger road services ‘Waimate—Studholme
and road ancillary goods services Monday to Frlday from- Timaru to Oama.ru
via Waimate.

There are four road operators holdlng twenty-nine vehiele authorltles at
‘Waimate. They can convey general goods between Waimate and Timaru without
restriction. Timaru operators can do this also.

Practically all supplies for Waimate businessmen are received by road.

The position of the Branch Waimate — Waihao Downs is poorly patronized,
it being the practice of road operators to carry right through to load at Walmate

We recommend that thls branch line be closed.

Outram Branch (Mosgiel-Outram, distance 9m.). .
The operating revenue and expenditure for 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 .. .. . 116 953 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
service seven days per week to Dunedin.

- The percentage of operating loss to total branch revenue was 4734 per
cent in 1951; in 1940 it was 2414 per cent; in 1938 it was 169-7 per cent.

Mam—hne revenue of branch-line traffie, £6 247.

Excluding rolling-stock, the capital cost of the branch line as at 318t
March 1951 was £43,684.
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The dlstrlct is well developed agrlculturally 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 13 m. 53 ch.). (Previously called
‘¢ Switzers ’” Branch.) '

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

Year. 1(%o&ching Goods Total Branch Branch Operating Opil(')a;tsving ’
. evenue. Revenue. Revenue. Expenditure. Loss. -
Per Mile.
£ B £ £ £
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. 1566 per cent in 1951; in 1940 it was’
211-8 per cent; in 1938 it was 756 per cent.

" The capltal cost of the branch line, excluding rolhng stock, as at 3lst
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 farm products to be conveyed by rail eould be easily loaded at Rlversdale
Lime is mainly distributed to the distriet 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.).
The operating revenue and expenditure for this branch are given below :—

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

- Revenue. Per Mile.

S £ £ £ £ £ £

938 .. .. 52 809 861 1,711 850 213
939 .. .. 57 904 961 1,974 - 1,013 253
940 .. .. 26 955 981 1,642 661 165
951 .. 18 1,392 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 terminal 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 987 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 statlonma,ster, 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 Brarich (Winton-Hedgehope, distance 12 m. 56 ch.).
Operating revenue and expenditure for this branch are given below :—

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

s 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 816 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 distriet 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—

(1) That they be continued for a further period.

(2) That a special survey of these lines be made 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 the1r 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.
A 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 per-cent
in 1951 inr1949.it was 460-3 per cent; in 1938 it was 76:8 per cent. .
Mam—hne revenue of branch-line trafﬁc £10,065.
;@ The capital cost, excluding rolhng-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 1solated sect10n untll linked Wlth the North Island
system in 1941;

The operating loss . for the ten years preeedmg 1938 averaged £2, 575 :)
per annum. -

Since 1941 separate acecounts for the branch line have not been kept but
early in 1948 a survey was made of rail traffic over this'line, and owing to the
poor patronage the Department recommended that the raﬂ Servme should be- g
disecontinued. :

However, as a result of representatlons from local residents and thelr
pledge’ to support the railway; the then Minister of Railways deelded that the )
hne should remain open.

" In order that the position eould again be reviewed, separate aecounts were
»kept for the years ended December 1949 and June 1951, the net operatlng lnsses
for those years bemg £15 900 and £13,822 respectlvely . ‘ =

Passenger. Traffic . 0 o AR

The Railways Department ah eady operates passenger load services in this.
area, and asserts that if the line is closed it will be possible with the mcreased
utilization of the present staff and number of vehicles to prov1de a service by
road between Dargaville and Donnelly’s Crossing, which will glve a much better
semce than at present given by the slow mlxed trains.

Goods Tmﬁ’ic

~ A special analysis of the trafﬁc on the braneh shows the- f0H0W1ng tonnage
and wagons -used for the year ended 31st March 1951 — :

) Inward o Outward o Total.
- Number © i, | Number | - Number

Tons., of Tons. of Tons. o

LS ‘Wagons.' ‘ ‘Wagons. ’ ‘Wagons.
Wool- .. . R R .. 56 14 . 56 14
Cheese . . e . . .. .. 182 28 182 28
Lime . .. B .. 1,451 139 . 24 ‘2 1,475 141
Fertilizer .. .. .. 2,611 331 14 2 2,625 333
Timber . . .. 43 8 771 119 814 127
Bulk trafic ~ .. .. .. 249 54 170 30 419 84
Miscellaneous .. . .. 1,098 811 300 194 1,398 1,005

’ Number | Number. | Number

Live-stock .. .. .. 791 38 7,274 293 8,065 331 -

A substantial volume of timber, live-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-horne would not be great, and the closmg of the
line should not affect the economy of the district in its present state.

,Tfimber ,
This traffic by rail averages only 7,000 superficial feet per week, which
ig less than the quantity of appr0x1mate1y 10,000 superficial feet per Week which
is now conveyed by road to a Dargaville timber yard from Donnelly’s Crossing
and from Weka Weka Valley (30 miles from Donnelly’s Crossing).
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Lwe-stock

The live-stock earried by rail durmg the year ended 31st March 1951 was
conveyed in 38 wagons inwards and 293 outwards.

A feature of the carriage by rail in this area is the light average loading
of twenty four head per railway wagon, Whlch is approx1mate1y one-third of
the eapac1ty of the wagons.

Fgrtzlzzefr and Lame .

‘The closing of the line would result in increased freight charges. As an
illustration the additional cost for traffic for 5 miles beyond the terminus of
_the hranch would be 18s. 8d. per ton for fertilizers and 9s. 4d. per ton for lime.
Theinéréases would be smaller for locations nearer Dargaville. P

Summary -

The following are the main factors eoncernmg the Da,rgavﬂle Donnelly s
Crossmg section of line:——" """

(@) The present. volume  of -traffic: is: madequa,te for economlcal
operation.

(b) The loss on working is approx1mately £14,000 annually, without
any allowance for interest.

. (c) Road transport is already ha,ndlmg cream, and a substantlal
“"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 distriect 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 rallwa,y serviee 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 ecan 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 recommend
the closing of this line at themesent juncture.

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

The Chairman of the County Council, speaking on behalf of hls Couneil,
recommended that the road traffic should be dlverted to the rail.

We - recommend, therefore, that the serviee be continued if possible until
the main highway is lmproved but that the position be again reviewed by the
Department as at 31st March 1954 in the hght of the figures Whlch will be
available over thlS period. ‘
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Kaikohe Branch (Otiria~Okaihau, distance 24 m, 42 ¢h.). 3
-The operating revenue and expenditure for this branch is given below :—

Total . Operating
Year. - - Coaching = Goods Branch Branch Operating Loss
Revenue. . Revenue. - Revenue. Expenditure. Loss. Per Mile.
) . £ - £ £ £ £ £
1938 .. . 1,678 5,112 6,790 14,664 7,874 - 315
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

Train Services -
Eight mixed trains each way per week; 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 £356,166.
Main-line revenue of branch-line traffic, £114,926.

Moutohora Branch (Gishorne-Moutohora, distance 48 m. 47 ch.).
The operating revenue and experiditure of this branch is given below :—

Total Branch Operating
, Year. Coaching Goods Branch Expenditure. Loss,
Revenue. Revenue. Revenue.
£ £ £ £
1938 .. . 2,929 20,570 23,499, 26,800 3,301
1939 oo .. 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—Gisbhorne. 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 was
36 per cent; in 1938 it was 14 per cent. :

Main-line revenue of branch-line traffie, £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 economies
of this line were carefully investigated prior to its reinstatement.

Metal Traffic
In the past metal has been- ralled ex Moutohora in the followmg quantities :—

Year, - « Tons. Year, Tons,

1936 Ceet .o .. 24,523 | 1940 e .. .. 42,070
1937 .. .o .. 20, 358 | 1941 .. .. .. 25,971~
1938 .. .. .. 26,179 | 1942 .. .. .. 37,089

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.
(X3

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 approx1mately the same as Moutohora
metal conveyed by road.

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

The following table %wes a comparison of rail and road schedule rates for
road metal to Gisborne and intermediate stations :—

Rate Per Tén.
— . Miles by
Rail,
Rail, Road.
) s. d. s. d.
Moutohora to Gisborne . .. .. 49 14 0 73 4
) = Makaraka .. .. 46 14 0. 68 5
s Waipaoa .. .. 36 12 0 54 8
v Te Karaka .. .. 32 11 3 46 6
’ Puha .. .. .. 29 10 6 4 0
’s Waikohu .. .. 26 10. 0 36 10
s Rakauroa .. .. 11 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 carriéd 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 line for transport to Glsborne Napier, and- Wellington.
Approximately 5,000 tons of logs for milling are also carrled

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
line, and the road suffered severe damage during the period the 11ne was closed
by shps and washouts in 1951.

The road bridges have restricted load limits as low as six tons gross, and this
effectively limits 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 economie, 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 inerease in operating costs,

In view.of this the answer to whether the line be eventually retained appears
to depend on the settlers themselves and the other interested parties who would'
be affected.
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ZOpunake Branch (Te Roti-Opunake, distance 22 m. 50 ch.).
The operatmg revenue and expenditure for this branch is given below :—

Total Operating

Year. ‘Coaching  Goods Branch Branch  Operating Loss Per Operating -

‘Revenue. Revenue. Revenue. Expenditure. Loss. Mile. Loss. :

. £ £ £ £ £ Per Cent.
1938 .. 221 6,684 6,905 11,512 4,607 200 66-7
1939 .. 308 6,524 - 6,832" 11,150 4,318 188 63-2

1940 .. 249 6,984 ki 233 12,380 5,147 224 71-1 .

1951 . .. 181 14,409 14 590 25,924 . 11,334. 493 76-6

>

‘ Tmm Sermces e K 1y :
st ive mixed trains ea;eh Way per Week

LCapztal Cost e
Excludmg rolhng—stock the capltal cost of the branch hne as at 31st March

1951 was £449,976. .
Malnqhne revenue.off branch-

e trafﬁc £62,973.

Oxford Branch (Ranglora—-Oxford West distanee 21 m. 75 ch. )

The operating revenue and expendlture for this braneh is glven below —
Coaching’ Goods  Total Branch - Bramch ~ Operating  Operating

Year. . Revenue. Revernue. Revenue. Expenditure. Loss. Loss -
: - Per Mile.
£ £ £ £ £ £
1951 .. .. 178 5,324 5,502 9,921 4,419 201

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 was 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 was £49, 634
This branch has met the full impaect of the Oxford Transport Co., Whlch has
held a route licence (road) between Oxford and Christechureh since 1946,
‘We recommend— ; :

(1) 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 increased traffic
followmg on the closing of the Eyreton Branch, and in an endeavour
to nnprove the revenue.

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

o - Total Operating

Year. Coaching Goods Branch Branch  Operating Loss Per Operating

- - Revenue. - Revenue. Revenue. Expenditure. Loss. ~  Mile. -Loss.
£ £ £ £ £ £ Per Cent.

+ 1938 T o617 2,442 2,503 3,990 1,487 124 - 59-4
41939 Lo 63 2,326. - 2,380 . 6,436 . 4,047 337 .169:4
1940 .. 40 772,711 0 2,751 3,600 7 839" 70, 304
1951 .. 13 4,064 . 4,077 7,371 3,294 295 - o 80-T

Train Services
Three goods trains each way per week.
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Capital Cost ’ ' S

Excluding rolling-stock, the capital cost of the’ branch line as at %1st March
© 1951 was £23,731.
‘\f[aln-hne revenue of branch- hne traffie, £19,797. -

Springburn Branch (Tinwald-Springburn, distance.27 m. 27 ch.).
The operating revenue and expendlture for this. branch are given below —

Total Operating
Year. . Coaching - . Goods Branch Braneh Operating . LossPer Operating
"Revenue. Revenue. Revenue. Expenditure. Loss.. . Mile. Loss.
- £ £ £ CE £ R Per Cent.
1938 .. T 103 3,691 3,794 6,678 2,884 103 76-0
1939 .- 76 3,968 4,044 5,759 1,715 61 42-4
1940 .e 60 4,488 4,548 5,752 1,204 43 26-4 ..,

195 o 15 6,087 6,102 11,598 5,496 196 90-0- ...,
Train Services ' ' '
Two goods trains each way per week.

Capital Cost

Excluding rolhng-stock the capltal cost of the bra,nch line as at-31st VIarch
1951 was £63,981. )
Mam—hne revenue of branch-line traffie, £19,439.

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

: Total Operating L

Year. Coaching Goods Branch Branch  Operating Loss Per Operating
Revenue. Revenue. Revenue. Expenditure. -Loss. . “Mile. Loss.

) £ £ £ £ £ £ Per Cent..
1938 . 2,170 6,118 8,288 13,163 4,875 .- 212 58-8
1939 ..o 2,151 6,491 8,642 14,927 6,285 273 72-5
1940 .. 2,015 6,254 8,269 17,203 8,934 388 108-0
1951* .. 1,155 8,380 9,535 20,340 . 10,805 470 113-3

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

Train Services
Nine goods trains each way per week.

Capital Cost

Excluding rolling-stock, the capital cost of the branch line as at 31st March
1951 was £108,534. N
Main-line revenue of branch-line traffie, £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  Operating Loss Per . Operating:
Revenue. Revenue. Revenue. Expenditure. Loss. Mile. Loss.

: £ £ £ £ £ £ Per Cent..
1938 .. 3,126 15,381 18,507 17,334 S 1,173% 45% Lo
1939 .. 2,930 14,390 17,320 18,121 801 31 4-6
1940 .. 2,818 16,794 19,612 - 22,499 2,887 111 14-7
195171 .. 2,007 19,578 21,585 25,487 3,902 150 18-0-

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

Train Service
Five goods trains each way per week.
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Capital Cost
Excluding rolling-stock, the eapital cost of the branch line as at 31st March

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

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

3 - Total Operating
Year. Coaching. Goods Branch . Branoh Operating Loss Per  Operating -
s Revenue, Revenue, Revenue. Expenditure. Loss. Mile. Loss.

i £ £ £ £ £ £ Per Cent.
1938 .. 793 9,534 10,327 12,842 2,515 109 24:3 -
1939 .. 683 - 7,339 8,022 12,316 -, 4,293 187 535
1940 . .. 683 . 9,200 9,883 12,095 2,212 96 22-3
1951t o 129 14,875 15,004 13,535 1,469 - 64*

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

T'rain Services

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

Capital Cost -

Excluding rolling-stock, the capital cost of the branch line as at 31st March
1951 was £77,876.
Mam-hne revenue of branch-line traffie, £47, 250

‘

Fcurhe Branch (Washdyke-Fairlie, distance 35 m. 5 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 L 2,047 13,140 - 15,187 15,084 103* 3* ..
1939 .. 1,909 12,639 14,548 16,102 1,554 43 10-6
1940 .. 2,166 14,627, 16,793 15,613 1,180% 33* ..
1951 .. 2,350 23,218 25,568 31,819 6,251 174 24-4
* Profit.
"raan Services S\

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

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

951 was £146,812.
Main-line revenue of branch-line traffie, £57,001.

{urow Branch (Pukeuri-Kurow, distance 36 m. 21 ch.).
The operating revenue and expenditure for this branch are given brelow —

Total Operating
Year. Coaching Goods Branch Branch  Operating Loss Per Operatmg
. Revenue. Revenue. Revenue. Expenditure. Loss. ‘Mile. Loss.
£ £ £ £ : £ £ Per 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 3,080 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.

Capmtal Cost

Excluding rolling-stock, the capltal cost of the branch line as at 31st March
1951 was £98,020. :
Main-line revenue of branch-line traffic, £28,975.

Ngapara Branch (Waiareka-Ngapara, distanée 14 m. 77 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* .. 2,614 3,118 5,732 6,434 702 47 12-2
1939* .. 2,377 2,825 5,202 7,959 2,757 184 53-0
1940* ..o, 2,181 -3,209 5,390 7,203 « 1,813 121- 33-6
1951 .. 6 6,430 6,436 8,942 2,506 167 38-9

* Includes road motor revenue and expenditure.

Train Services
Two goods trains each way per week.

Caprital Cost

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

Main-line revenue of branch-line traffic, £109,570.

There are lime-works at Weston on thls 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 .. 27 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 Services
Five goods trains each way per week.

Capital Cost

Excluding rolling-stock, the cap1ta1 cost of the branch line as at 31st March
1951 was £33,074.

Main-line revenue of branch-line traffie, £20,784.

We have 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 (ngatm—Cromwell distance 146 m. 61 ch.).
The operating revenue and expenditure for this branch are given belovv —

Total Operating

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

: £ £ £ £ £ £ Per Cent.
1938 .. 19,137 94,044 113,181 138,571 . 25,390 173 22-4
1939 .. 17,579 91,523 109,102 140,232 31,130 212 28-4
1940 . 18,400 88,963 107,363 142,150 34,787 237 32-4
1951%* .. 11,827 138,356 150,183 167,715 17,532 119 11-6

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

Train S’ermces

Three mixed trains, Dunedm—Cromwell, per week.
.. Five mixed trains, Dunedin-Ranfurly, per week.
- Five goods trains each way per week.

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

1951 was £1,495,986.
Mam-hne revenue of branch-line tra.fﬁc £60,153.

_.Rpxburgh Branch (Milton—Roxburgh, distance 60 m. 40 ch.).
The operating revenue and expenditure for this branch are given below :—

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

. Revenue. ture. Mile. Per Cent.

£ £ £ £ £ £

1938 . 841 13,844 14,685 30,818 16,133 264 109-8
1939 .. 521 13,197 13,718 28,849 15,131 248 110-3
1940 .. 605 13,236 13,841 28,950 15,109 248 109-1
1951% .. 432 33,057 33,489 47,735 14,246 234 42-5

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

Tram Services

Five goods trains each way per week.
F1ve goods trains to and from Lawrence per week.
v A
Capital Cost : : ' :
. Excluding rolling-stock, the capital cost of the branch line as at 31st March
. 1951 was £728,467.
Ma,m-lme revenue of branch-line traffic, £52, 860

v ‘
Catlins River Branch (Balclutha-Tahakopa, distance 42 m, 57 ch.).
The operating revenue and expenditure for this branch are given below :—

Coaching Goods Total Branch Operatmg Operating Operating
Year. Revenue. Revenue. Branch Expendi- Loss. Loss Per Loss
Revenue. ture. Mile.
: £ £ A £ - £ £ . Per Cent.
1938 .. 2,322 13,235 15,557 18,113 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.

prfiﬁl Cost
Excluding rolling-stock, the capital cost of the branch line as at 31st March
1951 was £465,203.

Main-line revenue of branch-line traffie, £56,910.

Tapanui Branch (Waipahi-Edievale, distance 26 m. 11 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. Loss Per Loss.
Revenue. ture. Mile.

£ £ £ £ £ £ Per Cent.
1938* 1,247 5,523 6,770 10,659 3,889 144 57-4
1939* 1,238 5,208 6,446 12,262 5,816 2156 90-2
1940* 1,154 5,545 6,699 12,202 5,503 204 82-1
19511 .. 25 11,654 11,679 17,730 6,051 224 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.

Capital Cost -

Execluding rolling-stock, the capital cost of the branch line as at 3].St Mareh
- 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 :—

Coaching Goods Total Branch  Operating Operating - Operating

Year. Revenue. Revenue. Branch  Expendi- Loss. Loss Per Loss.
Revenue. ture. Mile. :

£ £ £ £ £ £ Per Cent.
1938 .. 21 1,599 1,620 4,015 2,395 184 .147-8
1939 .. 22 1,866 1,888 3,865 1,977 152 104-7
1940 N 22 2,043 2,065 3,503 1,438 111 69-6
1951 .. 6 4,448 - 4,454 7,154 2,700 208 60-6

Train Services

Three goods trains each way per week.

Oamtal Cost

Excludmg rolling-stock, the capital cost of the branch line as at 31st March

1951 was £67,683.

/

Main-line revenue of branch-line traffie, £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 :—

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

£ £ £ £ . £ £ Per Cent.
1938 850 - 7,379 8,229 13,755 5,526 163 67-1
1939 1,073 8,407 9,480 15,516 6,036 178 63-6
1940 1,252 8,809 10,061 13,556 3,495 103 34-7
1951 .. 776 23,874 24,650 29,202 4,552 134 18-4

Train Services

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

Capital Cost

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

Coaching Goods Total Branch  Operating Operating Operating

Year. Revenue. Revenue. Branch Expendi- Loss. Loss Per 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.
Mam-lme revenue of branch line trafﬁc £14,581. 7

Mossburn Branch (Lumsden—Mossburn, distance 11 m. 57 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. Loss Per Loss.
- Revenue. ture. Mile.
£ £ £ £ £ £ Per Cent.
. 1938 R 1,287 1,321 1,615 294 25 22-2
1939 e 27 1,040 1,087 ~ 2,216 1,149 - 96 107-7
1940 .. 28 1,096 1,124 2,152 1,028 86 91-4
1951 .. 4 3,765 3,769 5,008 1,239 103 32-8
Stations on Branch— Miles from Lumsden.
Castle Rock .4
Murray -Creek 8
Mossburn 12

Train Services

Three goods trains each way per week.-
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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 traffie, £20,830. ‘

Nelson Section (Nelson—Glenhope, distance 60 m. 8 ch.).
The operating revenue and expenditure for this section are given below :—

Coaching Goods Total Branch Operating Operating
Year. Revenue. Revenue. Branch Expenditure. Loss. Loss. -
h Revenue. / Per Mile.
£ - £ £ £ £ £
1938 .. 2,612 9,343 11,955 23,127 11,172 183
1939 .. 2,556 8,587 11,143 22,273 11,130 o182
1940 .. 2,502 7,513 10,015 23,517 13,502 221
1951 .. 591 20,886 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 rolling:stock, the capital cost of the Nelson Section as at 31st
Mareh 1951 was :— )

£
Nelson—Glenhope . ... . -368,950
Glenhope-Kawatiri = ... .. 122,142
(Track lifted and credits for
materials allowed)
£491,092

.

The Department provides a passenger road service six days a week each
way Nelson-Wakefield, with extension to Belgrove on five days a week, and a
service Nelson—Murehlson 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 :—
) Average Haul.

Tons.. Miles.
Lime for farmlands .. .. 2,000 20
Coal (brown) .. .. .. 2,200 51
Timber ... .. .. . 2,600 , 55
Cement .. .. . . 3,400 49
Manures .. ... .. .. 3,500 17
Goods at local rates .. . 3,500 9
Other lime, clay, &e. e 2,100 26
Live-stock . o 1,500 45
Meat, fat, tallow .. .. .. 1,000 . 7

Fruit and vegetables =~ ... .. 700 8
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The service equals eight trains one way per week or 416 trains per year.
On the basis of the total branch revenue for 1951 of £21,477, this represents an
average of £51 of revenue for each train runm, or approx1mate1y 17s. for each.
mile of the route. '

We visited Nelson, heard submissions from representative groups who were
"mainly coneerned with the extension of the line to Inangahua. This proposal
has been extensively canvassed over a long perlod of years ; there is a wealth
ofbmforma,tlon both in printed pamphlets and in departmental records on. the
subject

The length of lme required to “ brldge the gap ’’ from Glenhope to -
Inangahua is approximately 50 miles. Much of this new construction would.
be through most difficult country for railway engineering.  Only a small-
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 condition -
and of very light rail construction. Taking a realistic view of the p0s1t10§

a new and improved line would require to be laid rightfrom 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 ealculations do not make any
provision for interest on the capital outlay, for Whlch a still higher revenue
would be required.

No indications of any revenue estimates were obtainable by us from examina-
tion of the witnesses who appeared, but from our own observations and 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 geogra.phleal position, is to an
extent isolated without a rallway, and that roads to the highest standard should
be provided. Until sueh time as a first-class road constructed to modern
standards is 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 suitability of the scale of goods rates, passenger
fares, and all other charges for railway services having regard to the
proper sphere of ralway operations, the costs of operation, the com-
petitive situation, and the capacity of the railways to handle existing
and prospective traffic. .

. 1]
The following statement gives a comparison of the financial position of the

~ -pailways for the years 1952, 1951, and 1939 :— = -
1952. - 1951, 1934.
£ £ : £

Total capital .. .. .. .. 88,070,000 84,992,093 - 58,676,608

Gross earnings .. .. .. .. 23,993,186 22,085,491 9,345,387

-Gross expenditure .. .. .. 25,195,674 22,079,701 . 8,644,324

Net earnings .. .. .. .. .. 5,790 701,063

Net loss .. .. .. .. 1,202,488 .. ..

Net revenue— o
Operating .. .. .. .. 1,418,058%* 225,072% 341,427
Subsidiary services .. .. .. 333,652% 297,302% . 9,694*
Non-operating revenue .. . 549,222 528,164 369,330

Interest charges .. : .. 2,996,517 2,882,476 2,418,116

Excess of interest charges over net revenue .. 4,199,005 2,876,686 1,717,053

Total route mileage .. ‘. .. No. 3,539 No. 3,531 No. 3,332

«Capital cost per mile .. .. £24,886 £24,070 £17,679

Ratio expenditure to earnings, per cent. . 105-01 99-97 92-50

“Percentage of net earnings to average capltal .. 0-007 1723

* Denotes loss.

Nore.—The interest charge stated above for the year ended 51st March 1952 is sub;}ect
to confirmation by Treasury. .

It will be noted that the ratio of expenditure:to earnings for 1952 was
105:01 per cent. The aim of railway eompanies 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.

1952, 1951.

d. d.
The operating earnings per revenue train-mile were .. .. 389-89 317-71
But the operating expenses per revenue train-mile were S 417-40 317-53
The total coaching revenue per passenger train-mile was .. 173-28 153-38

It will be noted that the coaching revenue is providing less than half of its
-proportion of operating earnings per train-mile. -

The operations of all services for the year ended 31st March 1952 resulted
in a deficit of £1,202,488. The gross revenue increased by 864 per cent to
£23,993,186, and gross expenditure by 1411 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. A 1951.
- Railway operation— £ £
North Island .. .. .. .. 541,513 loss 252,620 profit
South Island .. .. .. .. 848,497 loss 452,712 loss
Nelson .. R .. .. 28,048 loss "~ 24,980 loss
Total operating L. .. .. 1,418,058 loss 225,072 loss
Miscellaneous non-operating revenue .. .. 549,222 profit 528,164 profit
Subsidiary services— ‘
Lake Wakatipu .. .. .. 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-operating bmldmgs .. .. .. 8,318 profit 5,547 profit
- Road services .. .. .. S 28,200 loss 52,504 loss
Total subsidiaries .. .. .. 333,652 loss 297,302 loss D
Total .. .. .. .. 1,202,488 loss 5,790 profit

t

The net loss £1,202,488 and interest charges £2, 996 517 are met by subsidy
from the Economie Stablllzatlon vote each year

During the years 1939 to 1945 moderate increases in expenditure were more
than offset by a substantially inereased volume of traffic. Since 1945 expenditure
has inereased out of relation to revenue, and this is largely due to improved
wages and higher fuel costs, which have not been fully passed on but have been
mainly absorbed in the present railways rates schedule.

Gross expenditure was made up as follows :—

1952. 1951.
: - £ £

Wages .. .. .. 14,826,560 13,063,898
Coal and 011 (locomotlve) .. .. .. 2,647,560 2,223,014
Stores and material .. .. .. 3,467,821 3,251,512
Depreciation and renewa,ls .. B .. 2,256,933 1,751,653
Miscellaneous .. .. .. .. 1,996,800 1,789,624 «_,]

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) :— P

1952. 1951. Variation.
. £ £ £
Passenger revenue .. .. .. 2,264,922 2,662,987 —398,065 14-95
Parcels .. .. .. 286,581 296,144 —9,563 3-23
Luggage . .l e 80,988 87,191 —6,203 7-11
Mails o .. .. 151,899 149,221 +2,678 1-80
Total railways  coaching
revenue (excludes road i
services) .. L 2,784,390 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 /per 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 :—

|

Tonnage. Revenue.
T Variation From Variation From
1952. o5l } 1952. 1951,
Tons. Tons. % £ £ %
Live-stock . .. 638,895 5,932 | 0-92 1,440,624 +214,976| 17-54
Timber. .. .. .. 743,947 —64,057 | 7-93 1,411,490 —3,782, 0-27
Coal oo .. .. 1,952,411 -+83,618 | 4-47 2,126,152 +248,769) 13-25
Other goods .. .. 6,493,518 +199,285 | 3-17 | 12,051,160 | 41,529,239, 14-53
Total . .. 9,828,771 +212,914 | 2-21 | 17,029,426 41,989,202 13-23
Less refunds, &ec. .. [ 71,616 +9,991| 16-21
3
i}
Total i 16,957,810 | +41,979,211] 13-21

The total tonnage carried, 9,328,771 tons, was an increase of 212,914 tons
over 1951 year, being 2-21 per cent inerease. 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 eent to a new record
of £16,957,810. Approximately £1,000,000 of this inecrease was due to higher
tariff rates, the balance being earned through the greater tonnage handled
coupled with a longer average haul,

The acecounting 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 expendlture for the year endmg 31st Mareh,
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 18,902,060 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 .. .. L 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 require to bear the Whole of the indireet expense
and would then show a very substantial loss.

The estimated expenditure set out above mcluded £2,685,000 for imported
oil and coal, We are advised 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 inereased costs of
operation.

Since 1938 the operating costs have increased by 144 per cent, whereas
during the same period :— '

Passenger rates have been increased only twice, and the total increase is equal
to 45 per cent only.

- Parcels and luggage rates have been increased three times, and the total
increase is equal to 78 per cent.

Goods rates have been increased four tzmes, 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 eonstituted.
' It would be undesirable, however, to increase all railways rates sehedul?s
immediately and indiseriminately. A proper analysis of the position affecting
individual tariffs must first be made. Some rates are obviously too low, others
appear to be adequate, whilst others again appear economic over some distances
but then taper too steeply. Such an analysis can only be carried out by research
into costs under the various rate headings. :
. We therefore recommend :—

That a fully staffed Costihg Section be set up immediately 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
avenues of railway costs would result in tremendous benefits to the railways
economy.

One of the main reasons er 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
coneerned 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, and
we have referred to this aspect elsewhere, the business of railways differs Wldely
from ordinary commercial undertakings. In industry and in the commerecial
world generally the ratio of sales to capital employed is frequently 3% to 1—i.e.,
capital is *‘ turned over ’’ 34 times annually. In the New Zealand Railways the
ratio of revenue to capital is 1 to 3-3—.e., capital is *‘ turned over ”’
every 3% years approximately.

. - With only one exception as far as we have been able to ascertam the
rallways have never received any benefit from the land-betterment values which

they have undoubtedly created in the opening up and development of areas since

&

once in
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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 Tevenues from the services given.

Notwithstanding this, the railways have been charged, and to-day are still
liable, for ali 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
muech of the railway revenue. It is the equivalent of 10-6 per eent of the revenue
required to meet the full expenditure, including interest. We know of no
commercial undertaking which could funetion suceessfully 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 trates 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 expects 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-class, 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. -

Subjeet 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.

' Freight Rail/Air Service

The rail/air service is operated at a satisfactory profit and, in additioh,
railway revenue is  earned for the South Island Main Trunk railway. The
Department’s operating results are set out hereunder:—

Year Ended Traffic Carried, Revenue. Expenditure. Profit.
Long Tons.
’ £ £ i £
31st March 1948 .. .. 5,850 63,326 51,292 12,034
31st March 1949 .. .. 17,850 97,805 73,879 23,926
31st March 1950 .. .. 9,900 126,643 100,581 26,062
31st March 1951 oo .. 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  aircratt
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 earned
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 sum was largely net revenue
to rail.

Durlng stoppages on the waterfront air services were the only means of
moving urgent and essential commodities inter-Island. When' the waterfront
dispute occulred last year the rail/air service, which normally carried up to
1,400 tons 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 ereated. This is
the case of what is known as the Petone—~Waterloo Railway extension, and as a
matter of interest and for future guidance a brief résumé 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. The purchase, disposal,
and dllocation of all land affected under this scheme was conducted by the Liands
and Survey Department.

. The railway was subsequently constructed, also new workshops at Wobun?
the latter occupying an area of approximately 66 acres.

A considerable area of land was sold, and after the payment for land
acquued incidental expenses, subdivision, roadlng sewering, &ec., the trading
account 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 position :—

. £ s. d.

¢~ The original capital cost was .. . .. Lo292,192 10 2
The profits on realization were . .. .. .. 185,018 8 11

N Leaving net capital cost as at 31st March 1952 .. .. 107,174 -1 3

We have not made specific recommendations regarding freight charges,
because the actual costs of transport 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
must be review ed 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 hcwc
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 services 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.



PART 3
OTHER MATTERS AFFECTING RAILWAYS.

MANAGEMENT

The railways and ancillary serviees, 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 competition 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 Manager, and that the Minister must from time to time seek
Cabinet’s confirmation 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 Minister 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 Ist 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. The
present General Manager took office on the 1st August 1951. The unwisdom of
these relatively rapid changes has just been well demonstrated in the matter of
the proposal to electrify the North Island Main Trunk. The last General
Manager recommended Government to adopt his proposal and to make an
immediate start with it, and Government accepted the scheme in prineiple. The
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 Manager 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
seonomic conditions it is possible for one man to run successfully a trading
soncern 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 deseribed as ‘¢ top men,’’ only four will
e in the Serviee in five yéars’ time. This state of affairs is not conducive to the
mccess of any undertaking. No business with branches throughout the Dominion
would keep changing its branch managers before they had time to know the
listriet and their customers and develop goodwill.

The reason for this constant change lies in the operation of the forty years’
etiring prineiple. We understand the reluctance of railwaymen to agree to any
zlteratlon of this prineiple, and we appreciate their point of view. To meet this
riew, therefore, but at the same time to obtain more efficient and continuous
nanagement we recommend— .

That only certain key positions be classed as special appomt-
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
yvears, 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
0 relieve the Minister of the continual demands on his time and energy in
Jealing with day-by-day matters and (b) the actual management should be
shared by more than one man. In the past Boards or Commissions that have
seen set up to run the railways have met with limited success. We think one
»f the main reasons for this has been that railways require such specialization
chat men trained in the railways are necessary on such managing bodies. We
selieve, however, that a lifetime spent in a Government Department does not
produce the commercial outlook or the customers’ point of view, and that
therefore an infusion of such an outlook would be invaluable. We consider
hat such management would also be greatly assisted by someone with financial
ibility.

‘We do not see how the railways can be completely divoreced from political
sontrol, no matter how desirable that may be. The Government is responsible
to 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
sarrying out that policy be left with them.

It is possible and practical that much more efficient management would be
btained if, instead of the whole responsibility lying in one man’s hands, the
management was vested in an executive of five, three of whom Would be railway
Hficers, and one of the five members as Chairman. ’

We consider, however, that the most effeetive 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 recommend :—

1. 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.

(¢) 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 3lst
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 {ransport 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 capital moneys provided
and in accordance with Government 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 carnctge of goods and/or to charge
any special fare or fares for the carnage of passengers.

(c) No’uiy the Minister of Railways in writing if the Directors are of
the opinion that the carrying out of any directions of Government and/or
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 Corporcttlon be required from time to time to survey the
ant1c1pated needs of the undertaking, and— ,

(a) Determine the capital 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 ore 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
of 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 decxsxon 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
vearly 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.

- 10. 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 the
business of the Corporation and that the Directors appointed from amongst the
officers of the rallways 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 commereial. 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 there 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 agaln firmly established on a suedessful 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 strongly urge that in any later rearrangement which retains outside
Directors the majority of the Directors shall always be appointed from amongst
railway officers.

We are 1mpressed 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 1902—namely,
£88,070,000—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 adequate sums of money have been set as'%de
to provide for obsolescence, and replacement and maintenance of the assets
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 eountry. It is also true
that the railways have received for their services only the freights and fares
which they have earned. They have received no finanecial gain from the
betterment which they have created, and had they received the advantage of
this betterment a great part of the present capital could have been written
off long ago.

Elsewhere in this report we refer to the Petone~Waterloo Railway Extension,
this being the only case of which we can find any record where, in developing
a distriet, 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 bulk. 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 direet contribution to the cost of the railway track.

4D 3
4
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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 eapltal figure as it stood 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 . ’ ) . o >

Coal
~ As regards 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 consideration the probable changeover of the oil-burning -

locomotives to coal-burning locomotives. His advice is that, assuming the Rail-
ways Department require one-third hard coal and two-thirds soft coal, sufficient
supplies can be made available within a reasonable perlod say, three years, and
that thereafter an annual increase in demand of 5 per cént can be met.

o1l ,

8o far as oil is concerned it appears that in normal eircumstances adequate
supplies can be made available, but-we would draw attention to the extraordinary
- advancg 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 1947
fuel oil has been supplied by contractors under a contract which expires on 31st
December 1953. When supplies commenced from the contractors an immediate
rise in price took place, and from that day onwards the price has increased from
£8 5s. per ton to £21 per ton today.. No doubt abnormal conditions aceount for
today’s high price, but it appears clear that while supplies are available the
priee of this commodity can be considered as unstable.

Electricity

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 estlmated 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 reasom
why the estimated power requirements for railway purposes, if required, should
not, be met provided that sufficient notice is given so that the necessary plant can
be procured and installed.

o
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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 Railway Department and the 1nterested'
parties.

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 prineciple 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 present 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 the
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 attempt 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 disturb 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 cdrriage 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
period. 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 present 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 distangg,
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 passing 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 utmost 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 locomotives 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 traffie
will be diverted to rail. The main argument in favour of its construction appears
to be the fact that the time for the through journey to Auckland would save
over two hours and permit the through journey to Gisborne being undertaken in
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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
postpone the proposed yard rearrangement at Frankton Junection. -

There is no evidence to suggest that the distriet itself will show a big increase
either in produectivity or in population in the immediate future, judging by the
estimate submitted to us of a 29 per cent increase in productlvn;y 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 that 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.

PAN
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PART 4

GENERAL AND RECOMMENDATIONS

We give below a summary of our prineipal recommendations :—

Order of

Reference
“No.

1 18

Page.

18

18

19
19
21

21
21

21

23
26

28

28

2 33-34.

35
35

That the Railways Department forthwith fix and charge economic
fares on the Hutt Valley road services.

That the Hutt Valley road services be taken over at valuation by
the local authorities concerned when the Hutt Valley railway
is electrified ; or, altematively, That the Railways Department
operate the road services on behalf of the local authorities, who
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 bus
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-driver operators.

_That the serving of hot meals in railway refreshment-rooms at

Frankton Junction, Marton, Napler Otira, and Oamaru be
discontinued and a cold buffet be substituted. '

That the railway refreshment-rooms 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 Junctlon be not
opened for 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 Wanganui
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 of promotion for the locomotive staff be

reviewed.

That the present recruiting campaign through schools be intensified
and a special school be re-established.



Order of

Reference Page.
No.

3 39
~ 39
39
\ 40
4 49
5 66
) 67
70

70-71

We have attached to this report the undermentioned appendices :—
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That the position of current licences authorizing the carnage of
goods in competition or substantially in competition with rail
services be reviewed, and that no further such licences be issued.

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.

Thfgt contract licences for the carriage of passengers be issued only
or the specific trips of the special nature as clearly stated in the

. existing legislation.

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 the matter of their
development, completion, charges, and general conduct; and

_that this authority be composed of independent members and not
of representatives of rail, road, sea, or air services.

Recommendations regarding the closing or continued operation of
branch lines. _

That a fully staffed Costing Section be set up under the control of
the Chief Accountant.

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.

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 only in speclal circumstances shall he remain in
that office after his forty years’ service has been completed.

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.

1. Report on the Accountancy System and Costing Methods by L. C. lebet

F.P.ANZ.

2. Schedules (2) of the Administration.
3. Clock Graph 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 and 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 Lines.
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 seeuring business regardless of loss; ‘the
refunding to the railways of losses deliberately incurred by G‘rovernment the
realization by management and staff alike that they are members of the largest
transport concern in the Dominion, requiring a high standard of service to the
publie, and, in return, receiving sympathetic consideration from the public; a
greater continuity of serviee from those in key positions; these factors are all
essential for the future success of the railways, but, above all, there must be
1eadership and inspiration.

“ In concluding this unanimous report we wish to express our sincere thanks
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 -eompletion 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.

Gn‘ren under our hands and seals this twentieth day of J une 1952.

Joun A. C. Arrum, Chairman.

(VjVAI‘}TEgNgTS IBB}Commissionerst.
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APPENDIX I
REPORT ON THE ACCOUNTING SYSTEM AND
COSTING METHODS
By L. C. Nisper, F.P.AN.Z.

AN APPRECIATION

I have enjoyed working with the Chief Accountant and his staﬂi’ 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 Membets,
The Royal Commission on the New Zealand Railways,
‘Wellington.
GENTLEMEN,—
- AccounTiNG SYSTEM AND CosSTING RECORDS
As was requested by the Commission early in April 1952, I haye
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 ecomments 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 bookstalls.

The Railways . Department is a vast un,del taking, 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. Financial Accounting and Statistics.
B. Costing and Tariff Rates.

C. BEstimates, financial year 1952-53.
D. Brief Comments on Various Matters.

s

A. FINANCIAL ACCOUNTING AND STATISTICS

1. The Chief Accountant controls the accounts, audit, and statistical work
of the Department and deals with all matters affectmg raﬂway 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

‘Wakatipu steamers.

;
/

4
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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,
though 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 aceounting 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
dccountmg machines is another evidence of the efficiency in this seetion.

9! Due to shortage of staff, some of the accounting work has had to be

eliminated in. the meantime, spec1ﬁc examples of work curtailed and/or
- suspended being—

() 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 Zealand Railways cover the same basie 1nformat10n as is prepared for
English and American railways.

11. The outlook of the accounting division is progresswe as is evidenced
by the reorganization as from 1st April 1951 of parecels accounting, resulting in
a saving of about 90 in the number of employees engaged in parcels aceounting
-and clerical work.

12. Recently a scheme was evolved to revise the goods accounting system,
and Cabinet approval has 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. T am satisfied 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 much 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 railecar maintenanece 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 traffie, 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 aecounting.

5. In order to obtain reliable estimates, research—which 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,
exeept 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 fuel
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
(ineluding £967,000 provision for interest), and the need to analyse and localize
the sourees 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. 1 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
maximum operating efficiency.

14. The Chief Accountant Would submit these 1eports and recommendatlons
to the General Manager, who in turn, after consulting the sections eoncerned
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—

(@) Railway operations.
(b) Capital. . >
~(¢) 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 Sérvices» :

16. The revenue derived from this souree 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

- aceurate 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 repairs for each vehicle,
but, due to shortage of staff, have had to curtail this work. However, such basm
information is contained at the various depots and can be assembled i required
for any particular purpose. A history record is kept in respeet 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 Aceounts prepared for each dlstrlct show a clear picture of the

- operating results. Passenger fares were inecreased on route services (mot

suburban) as from 2nd March 1952, and it is anticipated that for 1952-53 the
results from road services operations will prove satlsfaetory

20. For 1951-52 the Wellington suburban service ecarried 13 ,303,114
passengers, gross revenue being £428280. However, expenditure (1nclud1ng an
interest charge of £5,795) amounted to £475,621, a.nd this serviee 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.

Refreshment-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
weeks, 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 refreshment room theiie are
slides which hold a specified number of clean cups; a8 soon ag a train departs,
the clean cups remaining on the slides are counted by the supervisor an the
difference is presumed to be the number of cups sold.

22. Goods which are sold in packets, as well as bottles of cordials>
balanced by count. Quantltles of food used are measured - agalnst approPTiate
standards, e.g.— . g

~ Tea is served in 10-pint teapots, with so many ounces of. tes, 1;0 the pot.: A
pound of tea should yield a standard number of cups.

Details are kept of the number of sandwiches cut and put out. The
quantity of food which is thrown away is recorded and taken into aceount When
revenue and expenditure is aceounted.

23. The wages cost varies at the different refreshment and dining rooms
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—

(@) 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 eater for Sunday passenger servmes is
also an added burden to the Department.

Bookstalis

24. These are under the control of the sate officers as are the refreshment-
rooms, and the acecounting plan follows similar prineiples.

Interest

25. Whether interest is to be regarded as a cost or not is for Government{t\(
determine. If it is a cost, then it must be taken into account when considering
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 d1v1denc
could be paid to the Consolidated Frund when railway finances permit.

26. Simarly, it is for Government to determine what additional profits, il
any, it expects the Department to earn. Management must be given an attainahl
goal. Not to budget and plan to achieve the desired results is both unrealistic
and unbusiness-like.

Tariff Rates

27. Tariff rates follow the long-established rallwa,y practice throughout ths
world of differential rates, classified for commodities and tapered for distance
‘When railways were new, rates were more or less uniform, and based on weigh
and distance. The eclassification system was evolved when the railroads founc
that a proportion of the expenses were unaffected by some increase in the volum
of business and that, the fixed overheads having been recovered from existing
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 different principle from carrying traffie at reduces
rates in order to minimize losses.

In New Zealand rail frelghts are in the main based on avon'dupms an(
distance.

>
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Execeptions :— - v
(@) Wool—charged at so much per bale.
(b) Timber—echarged per 100 superficial feet.
(¢) 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 Finanecial Operations Year ended 31st March 1952.”
This table sets out the classification of goods and live-stock traffic and earnings
‘by ecommodities. 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 475d. 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
in 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 operai;ing 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. Traffiec.  Operating. Services. Total.

: £ £ £ £ £
Expenditure ... .. . .. 6,169,000 16,937,000 23,106,000 3,776,000 26,882,000
Interest ... .. L. 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
Revénue .. .. .. 3,610,000 19,225,000 22,835,000 4,049,000 26,384,000 -
Profit . L L 323,000 . 5,000 .
Loss ... 3,526,000 . 3,203,0000 .. 3,198,000

3. It is clear that coaching traffic is yielding little more than the presumed
variable expenses attaehmg 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 475d. per net ton- mlle 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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D. BRIEF COMMENTS ON VARIOUS MATTERS

1. Capital Structure and Interest Charge

The estimated gross revenue for 1952-53 is ... . £26,884,00(

The capital as at the 31st March 1952 was ..... s £88,070,00(

giving a ratio of revenue to capital of 1 : 33,

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, dependmg on
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,
T 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.

" 8. Rdilcars

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 eomfort warrant the payment of
inereased fares by rallcar passengers.

It seems wrong that the Railways Department should have to bear the full
loss inceurred in providing a road service to the Hutt Valley. Surely that
proportion which is attributable to the railways providing the equivalent of a
civie bus service for local bodies in the Hutt Valley should be borne by the loeal
public rather than by the general taxpayers.

il

5. Goods Sheds

The Transportation Manager has drawn attention to the unsuitabﬂity 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 h1ghe1

rates of wages and higher costs for coal and fuel are a contributing factor in
adding to the losses of the Department.

7. Conclusion

In coneclusion, 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 aceounting.
. L. C. NisBET.
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Exceptions :— v
(@) Wool—charged at so much per bale.
(b) Timber—echarged per 100 superficial feet.
(¢) 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 March 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
in 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 earrying 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 opera;cing 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.
: £ £ £ £ £
Expenditure ... .. v 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

Revénue ... - . .. 3,610,000 19,225,000 22,835,000 4,049,000 26,884,000 -
Profit . i 323,000 . 5000 .
Loss ... oo 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 attachmg 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- mlle 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 inecrease in passenger rates would reduce this latter figure.
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D. BRIEF COMMENTS ON VARIOUS MATTERS

1. Capital Structure and Interest Charge
The estimated gross revenue for 1952-563 is ... . £26,884,00(
The capital as at the 31st March 1952 was ... B £88,070,00(
giving a ratio of revenue to ecapital 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, dependmg on
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

. 1meet 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,
T 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.

" 8. Rdilcars

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 comfor't warrant the payment of
increased fares by railear passengers

4. Road Services: Welhngton 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
civie bus service for local bodies in the Hutt Valley should be borne by the loeal
public rather than by the general taxpayers.

)

5. Goods Sheds

The Transportation Manager has drawn attention to the unsuitabﬂity of
goods sheds for handling inward cargoes from ships where no wharf sheds exist.

8. Delays-
Delays in passing on big increases in costs arising from such items as hlgher

rates of wages and higher ecosts for coal and fuel are a contributing factor in
adding to the losses 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 Aecountant.
I am at your serviee should you wish to discuss any matters affecting

railway accounting.
, L. C. NisBeT.
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Kaikohe-Whangarei.
Otiria—~Whangarei.
Maungaturoto-Whangarei.
Auckland-Whangarei.
Auckland-Wellsford.
Kaihu-Dargaville.
Auckland-Dargaville.
Auckland-Waiuku.
Auckland-Pukekohe-Tuakau.
Thames-Paeroa.
Paeroa—~Waihi.
Waihi~-Waikino.
Auckland-Hamilton.
Auckland-Rotorua.
Cambridge-Auckland.
Tauranga~Whakatane.
Hamilton-Taumarunui.
Waihi-Tauranga.

Belgrove-Wakefield-Nelson.,
Westport-Hector-Seddonville,
Hokitika-Reefton.
Greymouth-Hokitika.
Greymouth-Stillwater.
Greymouth-Blackball-Roa.
Kaikoura-Blenheim.
Cheviot-Christchurch.
Kaikoura~Christchurch.
Waiau-Christchurch.
Hawarden~Christchurch.
Christchurch — Arthurs Pass.
Motukarara~Christchurch.
Christchurch-Timaru.
Ashburton-Timaru.
Ashburton-Christchurch.
Dunsandel-Burnham-Christchureh.
Methven-Rakaia.
Fairlie-Timaru.

Pleasant Point ~ Timaru.
Timaru-Pareora.
Timaru-Waimate.

(2) SERVICES PARTLY ALONG RAIL ROUTES
North Island

Kaitaia~Whangarei.
Whangarei-Paihia~Waitangi.
Whangarei~Whananaki.
Whangarei-Dargaville.
Rawene-Dargayville,
Auckland-Waihi-Tauranga.
Waihi-Auckland.
Auckland-Thames.
Waipu-Mangawai-Auckland.
Wellsford-Mangawai-Whangarei.
Auckland-Mangakino.
Auckland-Wairakei.
Hamilton-Mangakino.
Frankton Junction - Tauranga.

APPENDIX 5
PRESENT PATTERN OF THE ROAD SERVICES

THE Department’s road services may be classified as follows:—
(A) PASSENGER SERVICES
(1) SERVICES ALONG RAIL ROUTES
North Island

South Island

Taumarunui-Taihape.
Taumarunui-Wellington.
Taumarunui -~ National Park.
Taihape - Palmerston North,
Taihape-Utiku.
Gisborne-Moutohora-Motu.
Wairoa~Gisborne via Morere.
Waitara — Lepperton Junction.
New Plymouth — Waitara.

New Plymouth - Wanganui.
Hawera — New Plymouth.
Hawera-Wanganui,
Wellington-Masterton.
Wellington — Hutt Valley.
Wellington-Ngaio-Khandallah.
Wellington—Johnsonville.
Napier-Hastings.
Putaruru-Kinleith.

Timaru - St. Andrews.
Waimate ~ Studholme Junction.
Kurow-Oamaru.
Tokarahi-Ngapara—Oamaru.
Timaru-Dunedin,
Oamaru-Dunedin.
Palmerston-Dunedin.
Oamaru-Timaru.
Maheno-Oamaru.

Dunedin - Port Chalmers - Aramoana.
Dunedin~Warrington.
Roxburgh-Dunedin.
Cromwell-Dunedin.
Owaka-Balclutha-Dunedin.
Dunedin-Invercargill.
Clinton-Balclutha.

Tapanui - Waipahi Junection.
Lumsden-Gore.
Glenary-Waikaia—Gore.
Queenstown-Invercargill.
Garston-Invercargill,
Lumsden-Balfour-Invercargill.

Mount Maunganui - Tauranga.
Rotorua~Gisborne.
Opotiki-Rotorua.
Rotorua-Mamaku.
Rotorna-Ngongotaha.
Rotorua~Wellington.

Mokauiti — Te Kuiti.
Mokauiti-Taumarunui.
Wellington-Wanganui.
Martinborough~Wellington.
Martinborough-Masterton via Greytown.
Wellington - Titahi Bay.
Paraparaumu-Paekakariki.




(A) PASSENGER SERVICES—continued

(2) SERVICES PARTLY ALONG RAIL ROUTES—continued
South Island

grchison—Nelson. Lake Waitaki — Oamaru.
mristchurch-Westport. Cromwell-Palmerston.
qokitika—Otira. Karitane-Dunedin,
qokitika-Glaciers. Dunedin-Mosgiel-Berwick.
fanmer—Christchurch. g Dunedin-Wanaka.
\taroa—Christchurch. Tapanui-Dunedin.
imaru—Temuka—Geraldine. Coal Creek - Dunedin.

ireymouth-Taylorville.

(3) BErvICEs OFF RAIL ROUTES
North Island

ferekino-Otiria. Putaruru-Waotu.

faitaia — Otiria Junction via Mangamuka. Rotorua Taxi Services.

{aitaia — Otiria Junction via Kerikeri. Mokai~Oruanui-Rotorua.
foreke—Rangiahua. Mokai-Taupo.

ruru-Peria-Kaitaia. Horohoro-Rotorua.

faeo-Kaikohe. Rotorua-Whakarewarewa.

pihia - Kawakawa — Otiria Junction. Rotorua-Tauranga.
fhangarei-Maungatapere. Maraeroa — Benneydale — Te Kuiti.
Jargaville-Ruawai. Taumarunui-Tokaanu-Turangi-Waitetoko.
hames—Coromandel. Wairoa-Gisborne via Tiniroto.
fhames-Paeroa via Turua. Hicks Bay - Ruatoria — Gishorne,

faihi - Waihi Beach. Martinhorough-Masterton via Longbush.
e Puke ~ Tauranga. Martinborough-Featherston.

fhakatane — Te Whaiti — Minginui. Pauhatanui - Lower Hutt.

fhakatane - Whakatane West. Hastings-Flernhill.

le Araroa — Te Kaha — Opotiki. Hastings - Haumoana - Te Awanga.

Jpotiki Loocal Services. Hastings — Pakipaki — Bridge Pa.
Rotorua—Taupo. Hastings-Suburban,

Rotorua—Wairoa. Napier-Haumoana.

Rotorua Borough Camp. Rotorua — Okere Falls - Otaramaru.

Rotorua — Te Whaiti - Minginui. Waitakaruru-Auckland vie Kawakawa Bay.

vtaruru-Pinedale-Wiltsdown.

South Island

franity—Stockton. Akaroa - Eastern Bays.

franity Taxi Service. Geraldine-Orari.

freymouth-Blaketown. Timaru-~Fairview.

Hokitika — Westland Hospital. Timaru-Claremont.
lRimu-Hokitika. Dunedin-Brighton-Akatere.
ffox Glacier — Bruce Bay. Mosgiel-Janefield.
farihari Taxi Service. Cromwell-Wanaka.
Kaikoura Rural. Waikaia Taxi Service.
[Kaikoura-Waiau. Lumsden - Manapouri ~ Te Anau.

fovernors Bay — Christchurch. Te Anau - Eglinton Valley.

hristchurch - Diamond Harbour. Lumsden-Matuku.

[lanmer - Waiau Ferry. Homer ~ Milford Sound.

(4) TouRIST AND SIGHTSEEING SERVICES

Rotorua~Waitomo. Rotorua — Mount Ngongotaha Round Trip.

otorua—Waimungu. Rotorua - Lake Rotorua.
otorua—Six Lakes. Gisborne Sightseeing.
flotorua-Okataina. Napier Sightseeing.

Rotorua—Waiotapu. Hastings Sightseeing.

Rotorua~Wairakei-Taupo. Wellington Sightseeing.

fotorua-Orakei Korako. Nelson Sightseeing.

otorua—Okere-Tikitere. Akaroa Sightseeing.
otorua - Fairy Springs. Timaru Sightseeing.

Rotorua - Te Wairoa. Cromwell Sightseeing.

totorua Cireular Tour.

The above are regular sightseeing services. In addition, contract and tourist trips are
(perated throughout the Dominion as traffic warrants.



(A) PASSENGER SERVICES—continued
(5) Scaoor Bus SERVICES

Services. : Services.
Kaitaia distriect .. L Christchurch distriet ... .. 28
Aneckland:idistriet: . LT . 16 Westland distriet ... .. 13
Rotorua district .. .. 26 Otago distriect .. .. 25
Hawke’s Bay district . 17 Southland distriet .. e 8
Wellington distriect ... ... 26

Total 176 services running 1,314,500 miles per annum.

(6) WORKERS’ SERVICES

Numerous ‘¢ contract '’ workers’ services are operated for the conveyance of workers
between their homes and freezing-works, factories, sawmills, &e. Many of these are seasonal
only. g

Ezamples:

Timaru to Pareora Freezing-works; Hutt Valley residential area to factories; Rotorua
residential area to Waipa Sawmill.

(B) GOODS SERVICES

(1) “‘ ANCILLARY TO RAIL ’’ SERVICES

Whangarei~-Maromaku. Wellington ~ Lower Hutt.
Auckland-Kaukapakapa. Wellington-Masterton.
Auckland-Hellensville. Wellington-Paekakariki.
Auckland-Henderson. Blenheim-Ward.
Auckland-Local. Christchurch-Waipara.
Auckland-Tuakau. Christchurch-Oxford-Eyreton.
Auckland-Hamilton. Christchurch~Ashburton.
Hamilton-Putaruru. Christchurch-Southbridge.
Hamnilton-Paeroa. Christechurch-Springfield.
Hamilton - Te Kuiti. Christechurch-Methven.
Hamilton-Pukekohe. Christchurch-Local.
Hamilton - Frankton Junction. Ashburton-Timaru.
Paeroa~Taneatua. Timaru-Fairlie,
Paeroa-Local. Timaru-Oamaru.,
Gisborne-Moutohora. Oamaru-Dunedin.
Marton-Local. Dunedin-Balclutha.
Taumarunui-Taihape. Timaru-Local.
Taumarunui - National Park. Oamaru-Kurow.
Taihape-Wanganui. Dunedin-Local.
Wanganui-Waitara. Milton-Roxburgh.
Hawera~Opunake. Cromwell-Queenstown.
Palmerston North - Feilding. Balclutha~Gore.
Palmerston North - Featherston. Gore-Invercargill.
Palmerston North - Taihape. Gore-Switzers.
Palmerston North - Wanganui. Gore — Edievale — Raes Junction.
Palmerston North - Foxton. Invercargill-Local.
Palmerston North - Na{)ier. Gore-Lumsden.
Palmerston North - Wellington. Gore-Waikaia.
(2) FEEDER To RAIL SERVICES

Okaihau-Kaitaia. New Plymouth - Parcels Collection.
Maungaturoto-Tokatoka. Palmerston North — Household Removal
Taneatua-Whakatane. ‘Work.
Taneatua-Opotiki-Gisborne. Hokitika - Ross - South Westland.

(3) SERVICES PARALLELING RAIL oR CONNECTING RAIL CENTRES BY MoORE DIRECT ROUTE
Auckland-Hamilton. Palmerston North - Pahiatua.
Auckland-Thames. Foxton~Wellington.
Auckland-Waihi. Invercargill-Queenstown.
Napier~Waipukurau, Invercargill-Mossburn,

Palmerston North - Marton,




(B) GOODS SERVICES—continued

(4) SPECIAL SERVICES

Rotorua-Tauranga (services area away from rail).

Napier-Wairoa (urgent and perishable goods).

Palmerston North - Wanganui (serves dairy factories away from rail).
Wellington—-Masterton (directed by Licensing Authority).
Christchurch-Ashburton (urgent and perishable goods).
Dunedin-Roxburgh (directed by Licensing Authority).

Christchureh Distriet (household removals).

Otaki — Palmerston North (vegetable traffic).

Central Otago — Invercargill (fruit traffic).

Rotorua-Hastings (fruit traffic).

(5) LocCAL SERVICES

Auckland local service. Christchurch local service.
Wellington local service. Dunedin local serviee.

VEBICLES IN UsE

Passenger Vehicles Goods Vehicles
GOmnibusesfiEsiag s ciil 355 Lorries and vans ... .. 265
Service coaches and cars . 397 Pantechniconss s lyatiliaiiniie st - 1
Passenger trucks 2 Utility vehicles .. a3
School buses .. A G B 8 Trailers SrogtuGe e O
Composite vehicles .. . 17 Ticket boxes .. MR SR 2

779 289

P
B
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