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New Year Greetings

 To the Railway Staff
            
          
        

        


From The Right Hon. J. G. Coates, Prime Minister and Minister of Railways.

        
In extending hearty New Year greetings to all members of the Railway Service, I desire to thank them for the part they have played in carrying out the Department's work in 1927, and to express the wish that the coming of 1928 may mark the opening of a year of progress and prosperity for all.

        
Some important administrative alterations have been made during the year just ended as a result of the passing of the Government Railways Amendment Bill, and I should like here to explain briefly, for the information of all concerned, the effect of that measure upon the conditions of employment in the service.

        
The Bill was framed, after most careful consideration, with a view to making effective the principle for which I have stood throughout my association with the Department—the principle of giving the utmost encouragement to all members to secure promotion by merit and of making possible the employment of the best men obtainable anywhere for filling the various administrative positions throughout the service.

        
The re-grading completed during the year has brought about considerable improvement in the direction of placing a higher value upon a number of positions, and it has also removed many previously existing anomalies. Appointments, based upon the best knowledge obtainable regarding the qualifications of applicants, have been made to fill these positions. These appointments are, moreover, subject to review by the Appeal Board, which has been re-constituted upon thoroughly democratic lines, and has been given the right of final decision as to which man shall fill any particular post.

        
The new system has removed the previously objectionable feature where promotion was made either in strict order of seniority or on account of all-round personal qualifications, but usually without special reference to the position to be occupied. This led to discontent when supersession occurred, the classification list being kept constantly in mind, and superseded members feeling that as “all-round railwaymen” they were equal to the member promoted. Appeal Boards sometimes took the same view, so that, if “classification” was departed from, a number of members had to be promoted because one position required filling. Under the new arrangement the member's qualification for one particular position is all that concerns either the appointing authority or the Appeal Board, and once the most suitable member has been chosen for that position, the chances of other applicants are not prejudiced in regard to any other position that may be advertised. The appointment does not amount to a general supersession as it would under the older system.

        
Admittedly the change effected is in the direction of encouraging specialisation, but this is a development that a business grown to the size of our system naturally required.

        
If members can be brought to feel that the progress of any one member in his own



particular line is not interfering with that of others engaged in other phases of the Department's activities, then there is more likelihood of helpful co-operation, between one section and another, than has been obtained under a system where an attempt was made to weigh up general merit considerations rather than specialised capacity and then to apply the result comprehensively over a wide range of employment. General station work is really one specialised form of employment; goods work another; passenger, parcels, staff, transportation, accounting, publicity, rating and commercial work, are still other distinct forms of employment in which specialisation is necessary if the best results are to be obtained in the public interest from the Dominion's greatest business undertaking.

        
The new system should help to avoid misfits, rather placing the mould of each man's fortune in his own hands, and should make it possible for every member possessed of sufficient merit to succeed in the work to which his energy and studies have been chiefly devoted.

        

          

[image: ]
        

        
The foregoing general explanation of the intention and effect of the latest amendment to the Government Railways Act is given in order that all members of the service may know just what was in mind when the clauses were framed. Although the abolition of Ministerial veto (involving re-constitution of the Appeal Board) has not received the unanimous support of the various societies, I trust that they will appreciate the improvement when it is in operation.

        
A point that has to be considered is that besides taking into consideration the desires of the Railway Societies, I have to bear in mind the necessity of administering the Department in a way to make it most productive of public good, and where there is a possibility of conflict between the two, the desires of members must be subordinated to considerations of public welfare.

        
The new staffing system supplies modern methods of staff administration similar to those which have proved beneficial elsewhere, and there is every reason to expect that their effect upon the Railway service of this Dominion will be productive of increased efficiency and better co-operative effort.

        
In regard to the progress of business generally, it is too early yet to judge the full effect of changes produced in terms of my policy statement to Parliament last year, but I am pleased to see that the figures in relation to revenue are improving, and trust that during the remaining months of the financial year a big forward movement will be made in regaining and increasing traffic of all descriptions, and in further improving the operating figures in relation to our passenger and freight business.

        

With best wishes.



[image: ]



Minister of Railways.
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Editorial.


The Year Ahead.

        
The piping times of peace were seldom the times of progress. It requires an occasional war to create that necessity which is the mother of invention. Certainly the perpetual alertness in regard to business opportunities now called for in Railway administration and operation is sharpening up the business perception of the men in the service and making of the whole organisation an increasingly adaptable transportation instrument.

        
The Tramp Royal who “turned his hand to most—and turned it good” was the legitimate forerunner of the New Zealand Railways as they exist to-day—a state enterprise conducted on the lines of private business yet placing the general good of the Dominion before Departmental interests—a transportation agency familiar with one method of conveyance, but accustoming itself to other and later methods and extending its business into those subsidiary lines of action that are necessary for its fullest development.

        
In the course of a concise survey of the general transport position of New Zealand published in our last issue, the President of the Wellington Chamber of Commerce drew attention to some of the activities now conducted by the Department and that, a few years ago, could not have been explained except as a definite departure from the particular business upon which the Railways were engaged. This applies chiefly to the co-ordination of road and rail services so far as this has yet been made effective, the sawmill and housing scheme, and the operation of railway buses.

        
The linking up of rail and road became necessary immediately the quality of roads and road vehicles developed sufficiently to make through road conveyance a practicable competitor with the road-cum-railway method previously existing. It was the one way effectively to counter competition without heavy sacrifices of capital investment and it could not, in the circumstances, be classified as an unwarranted excursion or incursion into the business field.

        
Then the sawmill and housing scheme was adopted by the Department at a time when a rapid post-war expansion of traffic and staff required the placing of large numbers of employees in localities where no housing was available. The necessity for houses was pressingly urgent in all parts of the Dominion and private enterprise was quite unable to cope with the demand. The Department, by milling its own timber and installing a modern house-factory, was able to relieve the pressure quickly and effectively. The course adopted was the best possible for meeting the emergency. The present activities of the sawmill and house-factory should therefore be judged in relation to the whole railway situation past and present and not as a separate business operating in competition with private saw-millers and house builders.

        
The operation of railway buses is the feature in the present railway policy which has given rise to most discussion. This is a suburban matter, and the fashion in regard to suburban travelling has changed. When the fashion changes every progressive shop or warehouse changes its stock to suit the new demand, and the Department has just as much justification for offering buses for the conveyance of passengers when suburban trains go out of fashion as a dealer in woollen stockings has to change to silk when these become the rage. Any interference with this freedom to vary methods to suit modern demands would not be tolerated as between one private business and another. There is equally no justification for limiting the State's freedom under similar conditions.

        
With these and other problems to be faced in the year ahead there is no likelihood of any slackening in the tension at which the driving force of the Department is now maintained, and there are strong indications that the pendulum of public patronage is now swinging strongly in favour of the State's own transportation service.
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On The Daylight Limited.
        

        

          
(By 

A. H. Messenger, Government Publicity Officer.)
        

        

          

Seven minutes to spare before the “Daylight Limited” starts out on her long run to Auckland. Just time to pay a hurried visit to the splendid “Ab” racer which, joined up to its line of coaches, stands quivering in the leash as it were, under the concentrated steam-power which at a touch will send the great locomotive gliding forward full of grace and life. The driver smiles in friendly fashion as he rubs his hands with a bunch of waste and takes a final approving glance over the sleek and shining sides of his charge. All the old boyhood delight in the sight of a locomotive comes back with a rush as one takes in the great gleaming driving-wheels and rods, the business-like cowcatcher and the short squat funnel from which smoke pours in hurried cadence.

          

            

[image: In The Heart of the North Island. Native bush, seen from Makatote viaduct.]

In The Heart of the North Island.


Native bush, seen from Makatote viaduct.


          

          
A double clang of the station gong warns lingering passengers to hurry aboard. A soft whirr of steel informs them, as they settle down in their comfortable high-backed seats, that the “Limited” is pulling out on the first stage of her journey.

          
From the outset, a stout passenger in the seat in front appeared to be thoroughly disgruntled. “I never could stand this trip!” he ejaculated, turning to a lean man who sat beside him, “Nothing to seel and nothing to do. It's the deadliest run in the whole Dominion.”

          
His companion smiled and laid aside the book he had just opened. “Well now that's strange!” he answered. “I wouldn't like to say how many times I've made the Main Trunk trip, yet I can always find any amount to interest me.”

          
“H'm! So long as you've got an interesting yarn I suppose you're all right!” The disgruntled one glanced scornfully at the discarded book.

          
“No! On the contrary, that book contains a list of accommodation houses and hotels only, so it could hardly be called a ‘thriller.’”

          
“Well! What are you going to interest yourself in, anyway? Going to have a sleep?”

          
The lean man smiled again and inclined forward.

          
“Ever heard any of the story of this line?” he queried.

          
“What do you mean by story?” answered the other indignantly. “There never was any story about it!”

          
“The story begins now,” said the lean man as the train, hauling powerfully on the big grade, entered the first tunnel. “It begins with the keen brains that prospected and surveyed for this gateway among the hills, giving you a chance to got right through to Auckland in one day.”

          
“Huh!” Makes you feel thankful to be yanked through half-a-dozen smoky tunnels right after breakfast!” snorted the stout passenger. “Why the devil didn't he make 'em open cuttings?”

          
“Have a look at the hills when you get through and you'll be proud of what has been done. The number of sharp curves necessary without tunnelling would have added tremendously to haulage problems let alone wear and tear on rolling stock.”

          
“Oh damn your problems!” growled the stout man blowing his nose vigorously. “The comfort of the public should be considered first. I shall write to 
Coates about it as soon as I reach Auckland.”

          
For a while conversation languished. The stout man spluttered and blew his nose repeatedly, muttering anathemas under his breath. His companion gazed out approvingly at the golden mantle of gorse and broom which lent a welcome touch of colour to the hills.

          
It was not until the summit of Khandallah hill had been topped and the “Limited” gathered speed along the level, that the lean man broke the silence again. “Great thing this Westing-house



brake,” he ventured, glancing reminis-cently up at the ceiling of the carriage.

          
“Eh! What's that?” Taken unawares, the stout man paused in the middle of taking a fresh blow of his nose.

          
“Westinghouse brake,” answered his companion. “Great thing nowadays. Why I remember the time when the engine used to whistle for brakes all down that hill we've just climbed and the guard had to run through from platform to platform, screwing 'em down by hand.”

          
“Yes! That's a big improvement, no doubt,” said the stout man, “but why didn't he invent something to eliminate tunnels?”

          
At this juncture the “Limited” plunged into the second tunnel outside Johnson-ville and the big man's handkerchief was flourished violently again.

          

            

[image: “Strong without rage, without o'er flowing full.”—Denham. Rangitikei River as seen from the “Daylight Limited.”]
“Strong without rage, without o'er flowing full.”—Denham.


Rangitikei River as seen from the “Daylight Limited.”


          

          
“It's not so very long ago that the line took one only as far as Palmerston,” commenced the lean man, as hurrying out of Johnsonville the train started on the down grade to Porirua. “I think that even with the tunnels thrown in, we've got a lot to be thankful for.”

          
“Oh! I'm not growling about the line,” expostulated the stout man. “It's these infernal tunnels and the scenery I don't agree with. Nothing to look at, absolutely no interest!”

          
“Listen to the song of those rails now?” answered his companion, “can't you read anything in it?”

          
“Read anything?” The stout man fairly snorted his indignation. “I call it an infernal noise that would drive a man to drink!”

          
“Oh! No! There's romance in it if you will only listen. The romance of steel won from the earth by the skill of man. All its shaping and welding for its final purpose and now the song of praise for the hands that made it, a thing alive, resonant to the triumphant song of speed.”

          
“Well I'm jiggered!” answered the stout man. “Where did you learn that stuff?”

          
“Why! Learned it from the rails of course, it's part of the story of the line.”

          
“Go on!” The stout man leaned forward. “Got any more like that!”

          
“Yes! plenty!”—Look at the face of this big cutting. Think of the labour of clearing all that material for the sake of giving you a clear run through the hills. Some story in that, eh!” “Then there's your stations, your viaducts, your river bridges, all the things that you whisk over without so much as bestowing a thought upon the skill and work expended in their building. Wasn't it all well worth while?”

          
“Of course it was! I'm not growling about that, I tell you, it's those infernal tunnels and the dust and smoke!”

          
“Mere details when you weigh up all the big things that count!” said the lean man with emphasis. “Be thankful that you can sit back in comfort as you speed over ground that was made ready for you by hard toil which carries a tale more interesting in its record of human endeavour than the best novel ever written.”

          
“You got that out of a book, I'll bet!” said the stout man darkly. “Still I must say I hadn't looked at it in that light before.”

          
“Anyway, we'll change the subject,” said the lean man. “Did you know that this harbour of Porirua saw some lively operations during the early days? The great chief Raupa-raha had a famous fighting pa here and gave the naval and military forces something to think about.”

          
“See those ruins in the field by the water there,” he continued, as the “Limited” took the bridge spanning an arm of the harbour, in her swinging stride; “these are the remains of the old blockhouse built during the period.” “The boats of the frigate ‘Calliope’ did some great work here, too, attacking the Maori war canoes and strongholds.”

          
The stout man appeared to be roused at last for he gazed intently at the crumbling stone walls and the blue waters of the harbour stretching seaward to flat-topped Mana Island.

          
“That island,” said his companion, “was a great resort for the old whalers and has many stories and legends woven about it.”

          


          
The stout man was very thoughtful as the “Limited” breasted the long grade to the summit of Paekakariki hill, but was roused from his reverie as the wide panorama of ocean and coastline unrolled itself where the line curves for the quick run to the levels of the Manawatu.

          
“Kapiti Island, one of the most beautiful on our coast,” said the lean man, pointing to where the forest-clad hills lay swimming in the blue haze of morning. “Full of old whaling history and romance and now a sanctuary for many of our rare native birds.”

          
“Looks good to me!” remarked the stout man. “It's funny that I have never taken a good look at it before.”

          
With a roar the speeding train swept into the first of the resounding tunnels on the down grade and with a smothered ejaculation the stout man threw himself back into his seat and buried his face in his handkerchief.

          
“More infernal tunnels!” he puffed. “The darned country is honeycombed with 'em. I shall send 
Coates a wire from Palmerston about it, see if I don't! I suppose you've got some romance about them, too, haven't you?”

          
The lean man grinned maliciously. “Sure thing I have! Think of hewing these tunnels from the solid rock with pick and crowbar. No pneumatic drills in those days. Real solid toil, with teams of big husky chaps full of the pride of their undertaking!”
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“Yes! And full of beer on Saturdays!” snorted the stout man. “Pah! Romance be hanged, they only made the darned tunnels to annoy travellers!”

          
As tunnel after tunnel of the hill series was rushed through and left behind, the lean man sat back listening to the muttered imprecations and snorts of his companion. There is no doubt that some people take the little disabilities of life very seriously, he mused. Perhaps the “Air Limiteds” of the future would supply all the comfort they desired. But, no! How about air-pockets, air-bumps, side-slips and all the little thrills incidental to voyaging aloft. No! The good old train for him, with its smooth-running permanent way, its security of travel, its willing and genial crew from guard to engine driver.

          
Even tunnels will come to an end, however, and long before the train reached Waikanae with its flowering cabbage trees or ti-palms, its forested ranges and smiling farm lands, the stout man was listening interestedly to the tale of pioneer endeavour and hardship which had won this country from the wilderness.

          
There was much else to see also. Maori children waving from fences, Pakeha children riding to school along the roads, motor cars speeding through dust clouds in an endeavour to keep up with the flying “Limited” and thereby endangering the lives of themselves and passengers by rushing round sharp corners with the chance of another car rushing from the opposite direction.

          


          
Over all was the beauty of the summer morning. Blue skies flecked with the tracery of fine weather clouds, gleaming rivers flowing swiftly beneath the span of bridges, daisy-starred fields and fields of new-mown hay and drying flax fibre. On the main range the dark green forest merged to tender blues and spanning its slopes at one point appeared the snake-like line of pipes carrying water to the great Mangahao power station.

          
The stout man had become too interested by this time to remember his wire to 
Mr. Coates, so that when the train pulled up at Palmerston North he invited his lean companion to join him in a cup of tea.

          
How they completed the rest of the journey in perfect harmony, is another story which would take too long in the telling to record here. Suffice it is to say that on the Auckland station at a quarter-past eleven at night the stout man dropped his luggage on the platform and grasped his companion by the hand.

          
“Well, I never would have dreamed that this trip could have been so interesting!” he exclaimed, “and I really am beginning to feel proud of the railway service of this country. To think of the tremendous task involved in putting this line through the heart of the North Island and also what it means to the Dominion. I shall certainly write to 
Coates and congratulate him on what the Service has accomplished; and the tunnels? Well, as every country has them and most of them are a lot worse than ours, I shall refuse to take any notice of them in future.”
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The Service That Wins Approval.

          
Mr. J. Pow, Secretary of the Royal Agricultural Society of New Zealand, writes to the Railway Board as follows:—

On behalf of the Council of this Society I congratulate your Department on the successful train arrangements made in connection with the transport of Royal Show stock.

The officials with whom I came into contact were most sympathetic and courteous and it was indeed a pleasure to work with them. I would like specially to mention Mr. Schierning, of the Transport Office, who was exceedingly willing to do what he could to give satisfaction to this Society and to exhibitors.

In conclusion, I would like to inform your Board that the exhibitors from the North Island were unanimous in their praise for the Department over its desire to make the transport of their valuable stock such a success.
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Seven minutes to spare before the “Daylight Limited” starts out on her long run to Auckland. Just time to pay a hurried visit to the splendid “Ab” racer which, joined up to its line of coaches, stands quivering in the leash as it were, under the concentrated steam-power which at a touch will send the great locomotive gliding forward full of grace and life. The driver smiles in friendly fashion as he rubs his hands with a bunch of waste and takes a final approving glance over the sleek and shining sides of his charge. All the old boyhood delight in the sight of a locomotive comes back with a rush as one takes in the great gleaming driving-wheels and rods, the business-like cowcatcher and the short squat funnel from which smoke pours in hurried cadence.
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A double clang of the station gong warns lingering passengers to hurry aboard. A soft whirr of steel informs them, as they settle down in their comfortable high-backed seats, that the “Limited” is pulling out on the first stage of her journey.

          
From the outset, a stout passenger in the seat in front appeared to be thoroughly disgruntled. “I never could stand this trip!” he ejaculated, turning to a lean man who sat beside him, “Nothing to seel and nothing to do. It's the deadliest run in the whole Dominion.”

          
His companion smiled and laid aside the book he had just opened. “Well now that's strange!” he answered. “I wouldn't like to say how many times I've made the Main Trunk trip, yet I can always find any amount to interest me.”

          
“H'm! So long as you've got an interesting yarn I suppose you're all right!” The disgruntled one glanced scornfully at the discarded book.

          
“No! On the contrary, that book contains a list of accommodation houses and hotels only, so it could hardly be called a ‘thriller.’”

          
“Well! What are you going to interest yourself in, anyway? Going to have a sleep?”

          
The lean man smiled again and inclined forward.

          
“Ever heard any of the story of this line?” he queried.

          
“What do you mean by story?” answered the other indignantly. “There never was any story about it!”

          
“The story begins now,” said the lean man as the train, hauling powerfully on the big grade, entered the first tunnel. “It begins with the keen brains that prospected and surveyed for this gateway among the hills, giving you a chance to got right through to Auckland in one day.”

          
“Huh!” Makes you feel thankful to be yanked through half-a-dozen smoky tunnels right after breakfast!” snorted the stout passenger. “Why the devil didn't he make 'em open cuttings?”

          
“Have a look at the hills when you get through and you'll be proud of what has been done. The number of sharp curves necessary without tunnelling would have added tremendously to haulage problems let alone wear and tear on rolling stock.”

          
“Oh damn your problems!” growled the stout man blowing his nose vigorously. “The comfort of the public should be considered first. I shall write to 
Coates about it as soon as I reach Auckland.”

          
For a while conversation languished. The stout man spluttered and blew his nose repeatedly, muttering anathemas under his breath. His companion gazed out approvingly at the golden mantle of gorse and broom which lent a welcome touch of colour to the hills.

          
It was not until the summit of Khandallah hill had been topped and the “Limited” gathered speed along the level, that the lean man broke the silence again. “Great thing this Westing-house



brake,” he ventured, glancing reminis-cently up at the ceiling of the carriage.

          
“Eh! What's that?” Taken unawares, the stout man paused in the middle of taking a fresh blow of his nose.

          
“Westinghouse brake,” answered his companion. “Great thing nowadays. Why I remember the time when the engine used to whistle for brakes all down that hill we've just climbed and the guard had to run through from platform to platform, screwing 'em down by hand.”

          
“Yes! That's a big improvement, no doubt,” said the stout man, “but why didn't he invent something to eliminate tunnels?”

          
At this juncture the “Limited” plunged into the second tunnel outside Johnson-ville and the big man's handkerchief was flourished violently again.
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“It's not so very long ago that the line took one only as far as Palmerston,” commenced the lean man, as hurrying out of Johnsonville the train started on the down grade to Porirua. “I think that even with the tunnels thrown in, we've got a lot to be thankful for.”

          
“Oh! I'm not growling about the line,” expostulated the stout man. “It's these infernal tunnels and the scenery I don't agree with. Nothing to look at, absolutely no interest!”

          
“Listen to the song of those rails now?” answered his companion, “can't you read anything in it?”

          
“Read anything?” The stout man fairly snorted his indignation. “I call it an infernal noise that would drive a man to drink!”

          
“Oh! No! There's romance in it if you will only listen. The romance of steel won from the earth by the skill of man. All its shaping and welding for its final purpose and now the song of praise for the hands that made it, a thing alive, resonant to the triumphant song of speed.”

          
“Well I'm jiggered!” answered the stout man. “Where did you learn that stuff?”

          
“Why! Learned it from the rails of course, it's part of the story of the line.”

          
“Go on!” The stout man leaned forward. “Got any more like that!”

          
“Yes! plenty!”—Look at the face of this big cutting. Think of the labour of clearing all that material for the sake of giving you a clear run through the hills. Some story in that, eh!” “Then there's your stations, your viaducts, your river bridges, all the things that you whisk over without so much as bestowing a thought upon the skill and work expended in their building. Wasn't it all well worth while?”

          
“Of course it was! I'm not growling about that, I tell you, it's those infernal tunnels and the dust and smoke!”

          
“Mere details when you weigh up all the big things that count!” said the lean man with emphasis. “Be thankful that you can sit back in comfort as you speed over ground that was made ready for you by hard toil which carries a tale more interesting in its record of human endeavour than the best novel ever written.”

          
“You got that out of a book, I'll bet!” said the stout man darkly. “Still I must say I hadn't looked at it in that light before.”

          
“Anyway, we'll change the subject,” said the lean man. “Did you know that this harbour of Porirua saw some lively operations during the early days? The great chief Raupa-raha had a famous fighting pa here and gave the naval and military forces something to think about.”

          
“See those ruins in the field by the water there,” he continued, as the “Limited” took the bridge spanning an arm of the harbour, in her swinging stride; “these are the remains of the old blockhouse built during the period.” “The boats of the frigate ‘Calliope’ did some great work here, too, attacking the Maori war canoes and strongholds.”

          
The stout man appeared to be roused at last for he gazed intently at the crumbling stone walls and the blue waters of the harbour stretching seaward to flat-topped Mana Island.

          
“That island,” said his companion, “was a great resort for the old whalers and has many stories and legends woven about it.”

          


          
The stout man was very thoughtful as the “Limited” breasted the long grade to the summit of Paekakariki hill, but was roused from his reverie as the wide panorama of ocean and coastline unrolled itself where the line curves for the quick run to the levels of the Manawatu.

          
“Kapiti Island, one of the most beautiful on our coast,” said the lean man, pointing to where the forest-clad hills lay swimming in the blue haze of morning. “Full of old whaling history and romance and now a sanctuary for many of our rare native birds.”

          
“Looks good to me!” remarked the stout man. “It's funny that I have never taken a good look at it before.”

          
With a roar the speeding train swept into the first of the resounding tunnels on the down grade and with a smothered ejaculation the stout man threw himself back into his seat and buried his face in his handkerchief.

          
“More infernal tunnels!” he puffed. “The darned country is honeycombed with 'em. I shall send 
Coates a wire from Palmerston about it, see if I don't! I suppose you've got some romance about them, too, haven't you?”

          
The lean man grinned maliciously. “Sure thing I have! Think of hewing these tunnels from the solid rock with pick and crowbar. No pneumatic drills in those days. Real solid toil, with teams of big husky chaps full of the pride of their undertaking!”
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“Yes! And full of beer on Saturdays!” snorted the stout man. “Pah! Romance be hanged, they only made the darned tunnels to annoy travellers!”

          
As tunnel after tunnel of the hill series was rushed through and left behind, the lean man sat back listening to the muttered imprecations and snorts of his companion. There is no doubt that some people take the little disabilities of life very seriously, he mused. Perhaps the “Air Limiteds” of the future would supply all the comfort they desired. But, no! How about air-pockets, air-bumps, side-slips and all the little thrills incidental to voyaging aloft. No! The good old train for him, with its smooth-running permanent way, its security of travel, its willing and genial crew from guard to engine driver.

          
Even tunnels will come to an end, however, and long before the train reached Waikanae with its flowering cabbage trees or ti-palms, its forested ranges and smiling farm lands, the stout man was listening interestedly to the tale of pioneer endeavour and hardship which had won this country from the wilderness.

          
There was much else to see also. Maori children waving from fences, Pakeha children riding to school along the roads, motor cars speeding through dust clouds in an endeavour to keep up with the flying “Limited” and thereby endangering the lives of themselves and passengers by rushing round sharp corners with the chance of another car rushing from the opposite direction.

          


          
Over all was the beauty of the summer morning. Blue skies flecked with the tracery of fine weather clouds, gleaming rivers flowing swiftly beneath the span of bridges, daisy-starred fields and fields of new-mown hay and drying flax fibre. On the main range the dark green forest merged to tender blues and spanning its slopes at one point appeared the snake-like line of pipes carrying water to the great Mangahao power station.

          
The stout man had become too interested by this time to remember his wire to 
Mr. Coates, so that when the train pulled up at Palmerston North he invited his lean companion to join him in a cup of tea.

          
How they completed the rest of the journey in perfect harmony, is another story which would take too long in the telling to record here. Suffice it is to say that on the Auckland station at a quarter-past eleven at night the stout man dropped his luggage on the platform and grasped his companion by the hand.

          
“Well, I never would have dreamed that this trip could have been so interesting!” he exclaimed, “and I really am beginning to feel proud of the railway service of this country. To think of the tremendous task involved in putting this line through the heart of the North Island and also what it means to the Dominion. I shall certainly write to 
Coates and congratulate him on what the Service has accomplished; and the tunnels? Well, as every country has them and most of them are a lot worse than ours, I shall refuse to take any notice of them in future.”
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The Service That Wins Approval.

          
Mr. J. Pow, Secretary of the Royal Agricultural Society of New Zealand, writes to the Railway Board as follows:—

On behalf of the Council of this Society I congratulate your Department on the successful train arrangements made in connection with the transport of Royal Show stock.

The officials with whom I came into contact were most sympathetic and courteous and it was indeed a pleasure to work with them. I would like specially to mention Mr. Schierning, of the Transport Office, who was exceedingly willing to do what he could to give satisfaction to this Society and to exhibitors.

In conclusion, I would like to inform your Board that the exhibitors from the North Island were unanimous in their praise for the Department over its desire to make the transport of their valuable stock such a success.
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Freight on the Rails.
        

        

The following extract is from a radio lecture delivered recently through New Zealand's principal broadcasting station (2YA Wellington) by 

Geo. G. Stewart, Editor, N.Z. Railways Magazine.

        

          

The subject of freight on the rails could, of course, be made as heavy as the last Christmas pudding from which we are all speeding at a steady 24-hour a day pace (with one hour cut off for Sidey time); or it could be made as light as a comic opera, or the traffic on some of our branch lines. It deserves neither treatment, however, for it is a matter both of great moment to the community and also has a romance that is all its own.

          
When you hear the rumbling roar of a freight train as it tears across a detonating viaduct in the small hours of a murky night, with what Harold Munro calls the “tittle-tattle of a tame tatoon,” and what non-poetic plain people like ourselves call the sound of half-a-thousand wheels clicking their way along the iron road—when, I say, that roar grows to a menacing intensity, every practical fellow is inclined to wonder what it's all about; and that is just what I shall endeavour to tell you to-night.
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Some Statistics.

          
The actual quantity of goods handed over to the railways of New Zealand for conveyance during the twelve months ended 31st March last was 7,308,449 tons. This quantity is a New Zealand record, and is equal to the total carried by the South Australian, Western Australian and Tasmanian railways combined. New Zealand's total is two million tons greater than the tonnage carried on the Queensland railways in one year, and is only a little more than a million tons short of the Victorian total. New South Wales is the only other Australian State having a greater freight traffic by rail than our own Dominion, the quantity being in proportion to the difference in the population of the two countries, that is, at the ratio of two to one.

          
It may be interesting to look for a moment at the proportions in which the goods that go to make up the seven million tons of freight on the rails are distributed. The farmer looms up large in the freight use he makes of the rail. Fertilisers and the products of agriculture, such as grain, fruit, root crops, fodder, flax and seeds total one million tons. Animals and animal products total another million tons. More than half of this tonnage is incurred in the conveyance of the animals themselves — the cattle, horses, sheep and pigs that earn for New Zealand her great reputation as a pastoral country. But the secondary industries, arising directly from the pastoral, supply an equal tonnage; for there are 170 thousand tons of butter, cheese and dairy byproducts carried, 148 thousand tons of meat, and 134 thousand tons of wool represented in the million tons for which the skilled attention given by our men on the land to certain branches of the animal kingdom is in the first place responsible.

          
Mining plays an important part in the supplying of work for the railways, and accounts for the heaviest classified tonnage carried last year, amounting to over 2½ million tons. Of this there was about a million tons each of New Zealand hard coal and New Zealand brown coal. Road metal and agricultural lime comprised most of the balance. The amount of imported coal carried was 82,000 tons. The products of New Zealand forests in the shape of timber, firewood, posts, etc., made up 750,000 tons, the tonnage of imported timber being 45 thousand

          
Amongst the manufactures railed New Zealand cement totalled 78 thousand tons, and benzine



zine 61 thousand tons, while miscellaneous manufactures accounted for the remaining million and a half tons.

        

        

          
Fired by Figures.

          
Having heaved that weight of statistical stuff off our chests let us look around a little for the romance of goods transport.

          
It is not everybody who can be fired by a string of figures, but they always seem to set my mind working in the valley of symbolism. Have you ever seen a crowded goods yard on a foggy night, with No. 81 held up for two three four running late, a cattle train waiting in one siding, a sheep train in another, several coal specials crowding the yard, a miscellaneous assortment of mixed goods to be pushed through, the up express expected every minute, and No. 85, the paper train, shrieking for a chance to get through in time to tell the news of the world for to-morrow's Backblocks' breakfast! With fogmen out to repeat the signals, engines slipping on the greasy rails, shunters waving frantically and shouting through the fog, and signalmen at their wits' ends to know how to clear their yards before the first glimmering streaks of the raw dawn arrive to find them ready for the new day's work—if you have never lived through that, then the world of romance has not yet revealed to you all its secrets.
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Among the Horses.

          
Now, let us consider some of the uses to which the freight services of the railways are put.

          
Everybody, I suppose, loves a horse; and one of the general means of relaxation amongst our people is found on the racecourse.

          
The seasonal race meetings held in various parts of New Zealand, both for trotters and gallopers, make considerable use of the railways in achieving their success. First, it is recognised that for transport over any considerable distance, no method of conveyance is more suited to the highly-strung organism of the thorough-bred than that supplied by the railways. The “horse-boxes” in the degree of comfort they provide for their racers, compare quite favourably with the carriages in which the owners are transported. The big double-bogie “Ug” horse-wagon is used on express trains, and rides as smoothly as a first-class car. In each compartment every part where chafing might occur is protected by thick leather-covered padding, and in other respects the vehicle has all the comforts of a loose-box in a modern stable. Special attention has been paid to strength, convenience, and ventilation in the design of these wagons. A quite cosy compartment in each is provided for the boys in control of the horses, so that their charges may be under constant and effective super-vision throughout the run.

          
The ordinary four-wheeled, appropriately named “G” horse-box, is generally used on “goods” trains, when there is no urgency about the transport of the boxes. Sometimes, after a big meeting, a “horse-special” is run, and then a fast schedule is arranged, and a train, running perhaps all through the night with nothing but horses and a car for trainers and attendants, will land them safely at their destination, hundreds of miles away, as day breaks on the following morning. These “specials” are particularly in demand when “meetings” in distant districts come close together.

          
Sheep and cattle, too, have their fine airy wagons, chocked for their feet to prevent slipping. When the days are hot it is no unusual thing for the staff at intermediate stations to treat the cattle to a shower-bath by turning on to them the hose-pipe of the engine water-tank—and it has just as much reviving effect on these four-legged animals as the ordinary home shower-bath has on their owners. They buck up immediately, and decide that life is still well worth living.

        

        

          
Valuable Freight.

          
But when it comes to ordinary goods, what a vast variety is handled by the railway staff, and carried on the railways' wagons! From the bottle of medicine that may mean the saving of a human life, to a train-load of coal to



keep the home fires burning in a whole town, the railway accepts the lot and asks for more. It has wagons to suit every kind of goods, and special instructions to the staff covering their safe conveyance.

          
Even railway-men seldom realise the value of the freight they carry. A train load of butter (say 400 tons) is worth £70,000, and a train load of meat over £20,000.

          
One thing about the railway that makes its use of value to everyone, at times, is the fact that its service is always available. Merchants receiving orders from their country clients know that the railway can take delivery, no matter what the commodity. At small country stations, of course, it is often necessary to order trucks beforehand; but at the main stations, where large shed space is available and supplies of wagons are accumulated, the railway can, and does, accept all manner and sizes of consignments, so freighters are able to clear their floors as they go, and the railway takes over the delivery and sees it to its destination.
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It is interesting to note the average distance that goods are carried in New Zealand. Fruit averages the longest haul, the figure being 165 miles. Fish comes next, the average for this being 157 miles. There is a wealth of meaning in these figures; for they show how highly our people prize the best health food (fruit), and the best light diet food (fish) by the distance over which they are prepared to order their freightage. New Zealand brown coal, as produced by the: Huntly and Wairio district mines, comes text, the average distance it is hauled being 120 miles; the significance of this figure is that it shows how large a part coal still plays in the operation of industries, and the assistance the railways lend to manufacturers by providing low freights which enable secondary industries to be carried on at considerable distances from the mines. After brown coal comes New Zealand timber and cement, the average haul of the latter being 100 miles.

        

        

          
Low Rates.

          
The railway freight rates show some surprisingly low freight cost figures. The basis upon which comparisons are usually made in railway circles is that of the ton-mile. This means when applied to freight, the average charge for conveying one ton of freight a distance of one mile. Applying this figure to the classes of goods carried on the N.Z.R. we find that on the average a ton of each of the following is carried a distance of one mile for less than twopence. The items are:—Fruit, fodder, agricultural lime, New Zealand coal, road metal, lime and coke, New Zealand timber, firewood and fertilisers.

          
The tariff has been laid down with reference to the general requirements of the country. For instance, on account of the railways being a State-owned concern, advantage has been taken by the Government from time to time to use the railways tariff as a means of protection for the people of the country against imported goods. As an example, timber which is grown in New Zealand is railed at a certain rate. Timber imported to New Zealand is in general charged at this rate with 50 per cent added. Other New Zealand products and locally manufactured goods are also, under certain circumstances, given preferential treatment in this way.

        

        

          
A Picturesque Tariff.

          
To the unseeing eye the railway tariff appears as a book just as books of the kind usually are, dull, heavy, a toilsome tome of multitudinous discriminative charges, with no “magic casements opening on the foam of perilous seas,” rather does it seem flat, stale, though possibly profitable; a weary trail through a sandy desert under a broiling sun to a deserted village!

          
But to the eye of understanding the tariff of the N.Z.R. is full of life and vivacity—a whole library—dictionary, encyclopaedia, atlas, history, statute book—all in one, with fiction the only missing element. Here the scales of justice are seen busily at work, weighing in 1,500 different articles to be carried by one of the 13 alphabetical horses entered for the railway rates race.

          
Under the modest title “Coaching and Goods” is hidden a world of hard fact bearing on the whole science of rating, and the extent of the field covered may be judged from the proposition



that the Department carries a different commodity for every two of its 3,000 miles of track. It deals with wharves and rumours of wharves, with parcels, goods and livestock; with ton lots and small lots, local rates, and general conditions.

          
Mechanical calculators have enabled a grouping of commodity classes and the revenues derived therefrom. Apt use of these figures makes possible an adjustment of rates to requirements.

          
Some think that our rating is too complex, but the cry for a “simplified” tariff is the cry of the primitive, who would hold that a truck of coal, or treacle, or sand, or bullion, or bulls, drapery, or dynamite should all be carried at the same rate. As it is, it must have been no small contract to allocate properly the 1,500 commodities listed among the 13 classes provided on the railways goods scale and avoid misfits.

          
In regard to the general facilities for freight railage, these are being constantly added to; better cranes, longer sidings, through goods trains and improved shunting facilities, are the order of the day.

          
I trust that this little talk about freight on the rails will help you to understand something of what the State-owned railways of New Zealand do for the community they serve.

        

        

          

An Unusual Shipment.

          
The photograph below shows a train load of chaff at Picton ready to load by the “Kawatiri” for Australia. 17,500 sacks requiring 125 trucks were forwarded in this consignment.

          
The following letter of appreciation was received by the Stationmaster in Charge from the sender, Mr. A. M. Corry:—

This is merely to let you know that we appreciate very much the assistance and facilities your Department afforded us in getting away our shipment of chaff per “Kawatiri.”

The consignment was an unusually large one and the trouble your Department took to facilitate our operations enabled us to keep the steamer fully employed and her agents to give her record despatch.

We thank you very heartily for your cooperation which rendered the contract we undertook with the Union Company to be carried through smoothly and without a hitch.


          

            

[image: 125 trucks of chaff being shipped from Picton to Australia]
125 trucks of chaff being shipped from Picton to Australia
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The subject of freight on the rails could, of course, be made as heavy as the last Christmas pudding from which we are all speeding at a steady 24-hour a day pace (with one hour cut off for Sidey time); or it could be made as light as a comic opera, or the traffic on some of our branch lines. It deserves neither treatment, however, for it is a matter both of great moment to the community and also has a romance that is all its own.

          
When you hear the rumbling roar of a freight train as it tears across a detonating viaduct in the small hours of a murky night, with what Harold Munro calls the “tittle-tattle of a tame tatoon,” and what non-poetic plain people like ourselves call the sound of half-a-thousand wheels clicking their way along the iron road—when, I say, that roar grows to a menacing intensity, every practical fellow is inclined to wonder what it's all about; and that is just what I shall endeavour to tell you to-night.
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Letter Freight.


Trial of mail-bag exchangers.
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Some Statistics.

          
The actual quantity of goods handed over to the railways of New Zealand for conveyance during the twelve months ended 31st March last was 7,308,449 tons. This quantity is a New Zealand record, and is equal to the total carried by the South Australian, Western Australian and Tasmanian railways combined. New Zealand's total is two million tons greater than the tonnage carried on the Queensland railways in one year, and is only a little more than a million tons short of the Victorian total. New South Wales is the only other Australian State having a greater freight traffic by rail than our own Dominion, the quantity being in proportion to the difference in the population of the two countries, that is, at the ratio of two to one.

          
It may be interesting to look for a moment at the proportions in which the goods that go to make up the seven million tons of freight on the rails are distributed. The farmer looms up large in the freight use he makes of the rail. Fertilisers and the products of agriculture, such as grain, fruit, root crops, fodder, flax and seeds total one million tons. Animals and animal products total another million tons. More than half of this tonnage is incurred in the conveyance of the animals themselves — the cattle, horses, sheep and pigs that earn for New Zealand her great reputation as a pastoral country. But the secondary industries, arising directly from the pastoral, supply an equal tonnage; for there are 170 thousand tons of butter, cheese and dairy byproducts carried, 148 thousand tons of meat, and 134 thousand tons of wool represented in the million tons for which the skilled attention given by our men on the land to certain branches of the animal kingdom is in the first place responsible.

          
Mining plays an important part in the supplying of work for the railways, and accounts for the heaviest classified tonnage carried last year, amounting to over 2½ million tons. Of this there was about a million tons each of New Zealand hard coal and New Zealand brown coal. Road metal and agricultural lime comprised most of the balance. The amount of imported coal carried was 82,000 tons. The products of New Zealand forests in the shape of timber, firewood, posts, etc., made up 750,000 tons, the tonnage of imported timber being 45 thousand

          
Amongst the manufactures railed New Zealand cement totalled 78 thousand tons, and benzine



zine 61 thousand tons, while miscellaneous manufactures accounted for the remaining million and a half tons.
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Fired by Figures.

          
Having heaved that weight of statistical stuff off our chests let us look around a little for the romance of goods transport.

          
It is not everybody who can be fired by a string of figures, but they always seem to set my mind working in the valley of symbolism. Have you ever seen a crowded goods yard on a foggy night, with No. 81 held up for two three four running late, a cattle train waiting in one siding, a sheep train in another, several coal specials crowding the yard, a miscellaneous assortment of mixed goods to be pushed through, the up express expected every minute, and No. 85, the paper train, shrieking for a chance to get through in time to tell the news of the world for to-morrow's Backblocks' breakfast! With fogmen out to repeat the signals, engines slipping on the greasy rails, shunters waving frantically and shouting through the fog, and signalmen at their wits' ends to know how to clear their yards before the first glimmering streaks of the raw dawn arrive to find them ready for the new day's work—if you have never lived through that, then the world of romance has not yet revealed to you all its secrets.
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Letter Freight


Ground frame with exchange completed.
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Among the Horses.

          
Now, let us consider some of the uses to which the freight services of the railways are put.

          
Everybody, I suppose, loves a horse; and one of the general means of relaxation amongst our people is found on the racecourse.

          
The seasonal race meetings held in various parts of New Zealand, both for trotters and gallopers, make considerable use of the railways in achieving their success. First, it is recognised that for transport over any considerable distance, no method of conveyance is more suited to the highly-strung organism of the thorough-bred than that supplied by the railways. The “horse-boxes” in the degree of comfort they provide for their racers, compare quite favourably with the carriages in which the owners are transported. The big double-bogie “Ug” horse-wagon is used on express trains, and rides as smoothly as a first-class car. In each compartment every part where chafing might occur is protected by thick leather-covered padding, and in other respects the vehicle has all the comforts of a loose-box in a modern stable. Special attention has been paid to strength, convenience, and ventilation in the design of these wagons. A quite cosy compartment in each is provided for the boys in control of the horses, so that their charges may be under constant and effective super-vision throughout the run.

          
The ordinary four-wheeled, appropriately named “G” horse-box, is generally used on “goods” trains, when there is no urgency about the transport of the boxes. Sometimes, after a big meeting, a “horse-special” is run, and then a fast schedule is arranged, and a train, running perhaps all through the night with nothing but horses and a car for trainers and attendants, will land them safely at their destination, hundreds of miles away, as day breaks on the following morning. These “specials” are particularly in demand when “meetings” in distant districts come close together.

          
Sheep and cattle, too, have their fine airy wagons, chocked for their feet to prevent slipping. When the days are hot it is no unusual thing for the staff at intermediate stations to treat the cattle to a shower-bath by turning on to them the hose-pipe of the engine water-tank—and it has just as much reviving effect on these four-legged animals as the ordinary home shower-bath has on their owners. They buck up immediately, and decide that life is still well worth living.
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Valuable Freight.

          
But when it comes to ordinary goods, what a vast variety is handled by the railway staff, and carried on the railways' wagons! From the bottle of medicine that may mean the saving of a human life, to a train-load of coal to



keep the home fires burning in a whole town, the railway accepts the lot and asks for more. It has wagons to suit every kind of goods, and special instructions to the staff covering their safe conveyance.

          
Even railway-men seldom realise the value of the freight they carry. A train load of butter (say 400 tons) is worth £70,000, and a train load of meat over £20,000.

          
One thing about the railway that makes its use of value to everyone, at times, is the fact that its service is always available. Merchants receiving orders from their country clients know that the railway can take delivery, no matter what the commodity. At small country stations, of course, it is often necessary to order trucks beforehand; but at the main stations, where large shed space is available and supplies of wagons are accumulated, the railway can, and does, accept all manner and sizes of consignments, so freighters are able to clear their floors as they go, and the railway takes over the delivery and sees it to its destination.
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Kitty sheep wagons of the above type are being constructed (and fifty re-constructed) at Newmarket workshops at the rate of 1½ wagons per day.


          

          
It is interesting to note the average distance that goods are carried in New Zealand. Fruit averages the longest haul, the figure being 165 miles. Fish comes next, the average for this being 157 miles. There is a wealth of meaning in these figures; for they show how highly our people prize the best health food (fruit), and the best light diet food (fish) by the distance over which they are prepared to order their freightage. New Zealand brown coal, as produced by the: Huntly and Wairio district mines, comes text, the average distance it is hauled being 120 miles; the significance of this figure is that it shows how large a part coal still plays in the operation of industries, and the assistance the railways lend to manufacturers by providing low freights which enable secondary industries to be carried on at considerable distances from the mines. After brown coal comes New Zealand timber and cement, the average haul of the latter being 100 miles.
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Low Rates.

          
The railway freight rates show some surprisingly low freight cost figures. The basis upon which comparisons are usually made in railway circles is that of the ton-mile. This means when applied to freight, the average charge for conveying one ton of freight a distance of one mile. Applying this figure to the classes of goods carried on the N.Z.R. we find that on the average a ton of each of the following is carried a distance of one mile for less than twopence. The items are:—Fruit, fodder, agricultural lime, New Zealand coal, road metal, lime and coke, New Zealand timber, firewood and fertilisers.

          
The tariff has been laid down with reference to the general requirements of the country. For instance, on account of the railways being a State-owned concern, advantage has been taken by the Government from time to time to use the railways tariff as a means of protection for the people of the country against imported goods. As an example, timber which is grown in New Zealand is railed at a certain rate. Timber imported to New Zealand is in general charged at this rate with 50 per cent added. Other New Zealand products and locally manufactured goods are also, under certain circumstances, given preferential treatment in this way.
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A Picturesque Tariff.

          
To the unseeing eye the railway tariff appears as a book just as books of the kind usually are, dull, heavy, a toilsome tome of multitudinous discriminative charges, with no “magic casements opening on the foam of perilous seas,” rather does it seem flat, stale, though possibly profitable; a weary trail through a sandy desert under a broiling sun to a deserted village!

          
But to the eye of understanding the tariff of the N.Z.R. is full of life and vivacity—a whole library—dictionary, encyclopaedia, atlas, history, statute book—all in one, with fiction the only missing element. Here the scales of justice are seen busily at work, weighing in 1,500 different articles to be carried by one of the 13 alphabetical horses entered for the railway rates race.

          
Under the modest title “Coaching and Goods” is hidden a world of hard fact bearing on the whole science of rating, and the extent of the field covered may be judged from the proposition



that the Department carries a different commodity for every two of its 3,000 miles of track. It deals with wharves and rumours of wharves, with parcels, goods and livestock; with ton lots and small lots, local rates, and general conditions.

          
Mechanical calculators have enabled a grouping of commodity classes and the revenues derived therefrom. Apt use of these figures makes possible an adjustment of rates to requirements.

          
Some think that our rating is too complex, but the cry for a “simplified” tariff is the cry of the primitive, who would hold that a truck of coal, or treacle, or sand, or bullion, or bulls, drapery, or dynamite should all be carried at the same rate. As it is, it must have been no small contract to allocate properly the 1,500 commodities listed among the 13 classes provided on the railways goods scale and avoid misfits.

          
In regard to the general facilities for freight railage, these are being constantly added to; better cranes, longer sidings, through goods trains and improved shunting facilities, are the order of the day.

          
I trust that this little talk about freight on the rails will help you to understand something of what the State-owned railways of New Zealand do for the community they serve.
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An Unusual Shipment.

          
The photograph below shows a train load of chaff at Picton ready to load by the “Kawatiri” for Australia. 17,500 sacks requiring 125 trucks were forwarded in this consignment.

          
The following letter of appreciation was received by the Stationmaster in Charge from the sender, Mr. A. M. Corry:—

This is merely to let you know that we appreciate very much the assistance and facilities your Department afforded us in getting away our shipment of chaff per “Kawatiri.”

The consignment was an unusually large one and the trouble your Department took to facilitate our operations enabled us to keep the steamer fully employed and her agents to give her record despatch.

We thank you very heartily for your cooperation which rendered the contract we undertook with the Union Company to be carried through smoothly and without a hitch.
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Great Britain's Trade Position.
        

        

          
(By 

Herbert G. Williams, Member of Parliament for Reading, England.)
        

        

The reports which at the time of writing have just appeared in the English papers with regard to the changes in the New Zealand Tariff and the extension, as a result of Preference in respect of certain classes of British goods, have occasioned profound satisfaction in Great Britain.

        
New Zealand buys to-day far more British goods per head of its population than any other country in the world. Australia is in fact its only near competitor in this respect, and the average New Zealander, by the way in which he spends his money, provides at least half as much additional employment in Great Britain as the Australian, and forty times as much as the average American.

        

          

[image: Picton (Marlborough's Port).]
Picton (Marlborough's Port).


        

        
Though New Zealand is the most distant market and has the smallest population of any important market, it beats all but nine of the countries of the world in its aggregate purchases of goods from Great Britain.

        
I emphasize the importance of the New Zealand market so that New Zealand may realise that we here appreciate to the full what New Zealanders have done to help our trade by their system of Tariff Preferences and also by the Preference which they so frequently accord to British goods by their free choice when buying. We in turn reciprocate and take enormous quantities of products from New Zealand, far more in fact than we sell to the Dominion. New Zealand sells to Britain more than any single European country except France, and outside of Europe is beaten only by the United States, the Argentine Republic, and Australia. In fact it is startling to realise that New Zealand sells to us more than the whole of the great Indian Empire. All my figures above are based on the returns of the first six months of 1927.

        
Great Britain has passed through a period of extreme economic difficulty, intensified in no small measure by the courageous way in which it shouldered all the debt burdens arising out of the War, while refraining for a long time from asking for any repayment from those of its Allies whose territories had been over-run. This burden, superimposed upon the collapse of world trade, and increased by the false idea that a prosperous life could be obtained without undue effort—which spread so freely through all classes of the community after the War—has made her period of adversity a long one.

        
From what we are told by the people who have been travelling abroad, there are people who are foolish enough to think that because of her difficulties Britain's trading days are numbered as a great manufacturing and trading nation. I, for one, am certain that this is by no means the case. We continue to maintain, in part, a worn-out fiscal system, which prevents our retaining for ourselves the full benefit of our Home market, and at the same time prevents our according to the products of other parts of the Empire that full measure of Tariff Preference which would be so beneficial all round.

        
Under the safeguarding system import duties have been imposed on a variety of imported manufactured products, and the results have been extremely good. Production and employment in the affected industries has increased; the costs of production have been reduced in many cases, and, as a whole, the consumer is no worse off (possibly a little better off), for while there have been increases in prices in some goods, there have been material decreases in others. All these safeguarding duties are preferential in respect of Empire products.

        
In addition, under our old Revenue Tariff, which affects imported products such as tea, coffee, cocoa, sugar, tobacco, dried fruits and wines, it has been possible to accord preference of very great value to other parts of the Empire, and to many of us it is a matter of profound regret that New Zealand does not, broadly speaking, happen to be a producer to any large extent of any of the commodities to which so far it has been possible for us to extend the principle of Preference. However, the



principle is established, and I am hopeful that public opinion in Great Britain will, before many years have passed, permit it to be extended far more widely than is the case at present.

        
Of course, all our difficulties are not due to the competition of imported foreign products. There have been many other causes, including a great deal of industrial unrest. Many of these other causes have passed, and are passing away. The efficiency of British labour is to-day much higher than it has been for many years past, and, as a result, there has been a substantial recovery in many industries; though, on the other hand, many of the big industries, such as coal, iron, steel, cotton and woollen textiles, are still suffering severely.

        
As I happen to sit in Parliament as a supporter of the present Government, I am naturally inclined to take for that Government some of the credit for the improvement.

        
While: we still have on our unemployment register over 1,000,000 persons, this does not mean, of course, that this represents a great mass of people continuously unemployed, for it consists, in the main, of people suffering periods of temporary unemployment. The figure, though large, is substantially below the level of unemployment which was reached during recent years.

        
It is important to realise that in addition to the reduction in the number of unemployed, there has been a rapid and satisfactory absorption of the rising generation, and it is estimated, on good authority, that there are 900,000 more people at work in Great Britain to-day than there were when the present Government took office nearly three years ago. It may impress upon my readers the magnitude of the improvement when I tell them that in three years the addition to the number of people actually in work in Great Britain is considerably in excess of the total number of people at work in the whole of New Zealand.

        
The present spirit in industry is far more peaceful than it has been for 20 years past. This is a feature which is giving rise to considerable optimism.

        
If the present spirit of the nation continues, and if we can take appropriate steps to safeguard our industries against unfair foreign, competition, and promote our Imperial trade by a wise extension of Imperial Preference, I, for one, am satisfied that there lies ahead of the people of Great Britain a period of prosperity far in excess of anything that may have been known in the past. This will not come at once, it will take time, but with reasonable luck it will be obtained.
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Tablet Room at Thornbury in Southland, 1925.
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N.Z. Railways to be represented at Olympia.
        

        
Apprentice-fitter 
A. J. Cleverley, of Petone Workshops, New Zealand's selection for the World's Boxing Championship.

        

It will, no doubt, be interesting to the N.Z. railway staff to learn that young Alfred John Cleverley, who has been selected to represent New Zealand in the world's boxing championship at the Olympic Games this year, is an Apprentice-fitter at Petone Workshops.

        
His all-round athletic record is considered by competent judges to be one of the best ever held by a New Zealander.

        
At the age of 13 years he swam two miles in record time; the same year he won the junior provincial championship, was one of a team of four who won the junior life-saving shield, was runner-up in the junior tennis championships, received the medal for being the best all-round cricketer in the Wellington Boys' Institute Senior C. cricket team, was a member of the team which won the “Duthie” Cup Swimming Relay Race, and gained a markmanship badge for shooting.
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The following year he won the light-weight boxing championship of the Boys' Institute.

        
At the age of 17 years young Cleverley had fought in five different weights—light, welter, middle, light-heavy, and heavy-weight, and was never defeated. In 1926 he won the light-heavy-weight championship of the Army, and last year he won the heavy-weight championship of the Army and Navy.

        
This young railwayman has already gained the Royal Life-saving Society's award of merit. He played for the Railway Rugby team which won the “Myers” Cup, and he is now a senior cricket player for the Midland Club. In 1924 he won the “Winder” Cup for having the best all-round average for that club.

        
In 1926 Cleverley was a member of the (under 12st) Railway tug-of-war team which won the Wellington championship; at the age of 18 years he won the 1926 middle-weight boxing championship of New Zealand (being the youngest that has ever held that title); last year he won the light-heavy-weight boxing championship of New Zealand.

        
Appended is the list of boxers whom he has defeated:—Light-weight: Robinson, on points; Rathner, on points; Falloon, k.o. second round. Welter-weight: Ridgway (champion of the Navy), on points (Cleverley was then only 16 years of age, and 81b. lighter than Ridgway, who was a powerfully built man). Middle-weight: Gunnion (champion of Wellington), on points); Wills (champion of Taranaki), on points; Gordon (champion of Hawke's Bay), on points; Cotter (champion of Westport), on points; Pocock (champion of New Zealand), on points. Pocock won that title again last year, when Cleverley was competing in the light-heavy-weights. Light-heavy-weight: Love, technical k.o. first round; Evatt (champion of New Zealand), on points; Davis (champion of the Navy) on points; Schimanski (champion of Canterbury) on points; Hepburn (champion of Hawke's Bay), by default; Hogg (champion of Auckland), k.o. first round. Heavy-weight: Fitzsimmons (champion of Wellington), and has since defeated the 1925 and 1926 champion heavy weights of New Zealand on points; Tyree (1927 champion of Wellington), twice, on points; Marshall (champion of the Navy), on points. (Marshall was 23lb. heavier than Cleverley.) Cleverley has never suffered defeat in the boxing ring. Yet throughout his career he has never barred weight or age. As a middle-weight boxer he was also boxing in the light-heavy and heavyweight classes. The Railways may well be proud of the distinction in the athletic field already gained by this young boxer, whose showing at the world's championship events will be eagerly awaited.
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Current Comments

        

          

Farmers Pleased.

          
It is not always that farmers and Government Departments agree (says the Poverty Bay Herald), but apparently the Matawai settlers are quite satisfied with their railway facilities, or at least the local officials, for at a meeting of suppliers to the Kia Ora Co-operative Dairy Company at Matawai eulogistic remarks were made concerning the satisfactory treatment that had been meted out to the farmers by both the station staff and the train crews.

          
* * *

        

        

          

Co-Operation and the Railways.

          
Speaking recently at the annual conference of the National Union of Railwaymen, Mr. J. H. Thomas, M.P. (Parliamentary General Secretary of the Union) said that the conference had been a remarkable and a good one. It had shown the desire of the organised railway workers of Britain for peace in the railway industry. The delegates, he said, were prepared to co-operate with the railway management in the carrying out of those essential matters which were as vital to the companies and the travelling public as they were to the men themselves. If that spirit of co-operation and goodwill manifested by the representatives of the men was reciprocated (as he felt sure it would be by the managers of the railway companies), then he saw no reason why the present relationship between employers and workers should not be placed on an even better footing than that on which it stood to-day.

          
* * *

        

        

          

Some Interesting Railway Facts.

          
Facts are stranger than fiction—and more fascinating. If the pessimists who, on grounds of impracticability, vigorously opposed the construction of Britain's first railway could rise from their graves and read a little pamphlet “Some facts about British Railways” which has recently come into our hands, they would laugh at their former incredulity and no doubt agree with the dictum that prophecy (especially about the future of railways), unless the prophet knows, is not only a risky but a discomfiting thing—for the prophet.

          
The pamphlet referred to summarises a great deal of useful and illuminating information. For instance we learn that in 1925 (the last normal year) the income of the British railways was £218,000,000, a figure exceeded only by the revenue obtained from income tax; and their expenditure was £191,000,000 a sum second only to the amounts paid on the National Debt and for the administration of the Civil Services. It is interesting to observe also that no less a sum than £1,100,000,000 of capital is invested in the British railway industry.

          
The track, stations and rolling stock cost over £950,000,000, whilst £40,000,000 is the average annual expenditure for the maintenance and renewal of this equipment. The track itself would stretch twice round the world, and the number of passengers carried by the four main line groups each year is equivalent to twenty-seven journeys for every man, woman and child in the British Isles. The mileage run by passenger and freight trains annually is well over 370,000,000, or approximately equivalent to two journeys to the sun and back.

          
* * *

        

        

          

Training the Railwayman for His Work.

          
According to a recent announcement in the London “Times” extensive arrangements for the education and training of the staff, in all grades, have again been made by the London, Midland and Scottish Railway Company for the 1927–28 season. Classes are to be held during the winter months at all the principal stations and depots. Instruction is to be given in goods and passenger station work (in all its phases), commercial English, railway geography, signalling, and other branches of railway work. Courses in railway law (inaugurated specially for the L.M.S. staff) are also being arranged for at certain universities, colleges, and commercial and technical institutes. In London and Derby complete commercial courses are provided in co-operation with local educational authorities.
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The pamphlet referred to summarises a great deal of useful and illuminating information. For instance we learn that in 1925 (the last normal year) the income of the British railways was £218,000,000, a figure exceeded only by the revenue obtained from income tax; and their expenditure was £191,000,000 a sum second only to the amounts paid on the National Debt and for the administration of the Civil Services. It is interesting to observe also that no less a sum than £1,100,000,000 of capital is invested in the British railway industry.

          
The track, stations and rolling stock cost over £950,000,000, whilst £40,000,000 is the average annual expenditure for the maintenance and renewal of this equipment. The track itself would stretch twice round the world, and the number of passengers carried by the four main line groups each year is equivalent to twenty-seven journeys for every man, woman and child in the British Isles. The mileage run by passenger and freight trains annually is well over 370,000,000, or approximately equivalent to two journeys to the sun and back.

          
* * *

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

Training the Railwayman for His Work



          

Training the Railwayman for His Work.

          
According to a recent announcement in the London “Times” extensive arrangements for the education and training of the staff, in all grades, have again been made by the London, Midland and Scottish Railway Company for the 1927–28 season. Classes are to be held during the winter months at all the principal stations and depots. Instruction is to be given in goods and passenger station work (in all its phases), commercial English, railway geography, signalling, and other branches of railway work. Courses in railway law (inaugurated specially for the L.M.S. staff) are also being arranged for at certain universities, colleges, and commercial and technical institutes. In London and Derby complete commercial courses are provided in co-operation with local educational authorities.
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London Letter.


(From our own Correspondent.)



New-Year Plans.

        

          

New Year activities of the Home railways include the running of several long-distance, non-stop passenger services unequalled in any other country. Last July, it will be recalled, new non-stop expresses were introduced on the London and North Eastern, and London, Midland and Scottish lines, covering journeys of 268 miles and 236 miles, between King's Cross and Newcastle-upon-Tyne, and Euston and Carnforth respectively. Both these long-distance runs surpassed the far-famed 226 mile flight of the Great Western train, the “Cornish Riviera Limited,” between Paddington and Plymouth, which had hitherto constituted a world's record. Now the London, Midland and Scottish line has gone even further, with a daily through non-stop run of 299 miles, between Euston Station, London, and the Anglo-Scottish border town of Carlisle.

        

        

          
Longest Non-Stop Run.

          
It is the “Royal Scot” train which now ranks as the world's longest non-stop flier. This train leaves Euston Station daily at 10 a.m. and arrives at Carlisle at 3.45 p.m., dividing thereafter into two sections, one for Glasgow and the other for Edinburgh—both points being reached at 6.15 p.m. In the reverse direction, Glasgow and Edinburgh are left at 10 a.m., Carlisle at 12.20 p.m., and London reached non-stop from the border at 6.15 p.m.

          
Accommodation is provided on the “Royal Scot” for 132 first-class and 318 third-class travellers, and the weight behind the locomotive is approximately 400 tons. All seats are numbered, and any number of seats may be reserved in advance. The non-stop run of 299 miles, which is accomplished in a trifle under six hours, has been rendered possible by the introduction of a new series of 4–6–0 three-cylinder engines, which develop a tractive effort of 33,150 lbs. at 85 per cent. boiler pressure.

          
Between Euston and Carlisle many difficult stretches of track have to be negotiated, notably on the 1 in 70 grades out of London, and on the long climbs of 1 in 75 in the Carlisle neighbourhood. Features which have been embodied in the design of the new locomotives are high boiler pressure, large grate area and firebox volume, standard type superheater, exhaust steam injector and steam tube cleaner. The three simple cylinders are each provided with an independent Walschaert's valve gear, and in the 10 ft. 3 in. firebox there has been incorporated a drop grate operated from the cab by means of a hand lever.

          
The total weight of the “Royal Scot” locomotive and tender in working order is 127 tons 12 cwt., and the leading dimensions are as follows:—Boiler pressure, 250 lbs. per sq. in.; heating surface, tubes, 1,892 sq. ft.; firebox, 189 sq. ft.; total 2,081 sq. ft.; superheater, 445 sq. ft.; grate area, 31.2 sq. ft.; cylinders, 18 in.; diameter by 26 in. stroke; coupled wheels, 6 ft. 9 in. diameter; water capacity of tender, 3,500 gallons; coal capacity, 5½ tons. Drive from the inside cylinder is on the crank axle of the leading pair of coupled wheels, and from the outside cylinders on the middle pair of coupled wheels.

        

        

          
The “Royal Scot.”

          
The new “Royal Scot” locomotives of the London, Midland and Scottish line rank alongside the far-famed “Pacifics” of the London and North Eastern, the “Lord Nelson” engines of the Southern, and the “King” class machines of the Great Western Railway. These powerful engines represent the last word in British locomotive design, and in this connection it is interesting to note the remarks of Mr. H. N. Gresley, Chief Mechanical Engineer of the London and North Eastern Railway, in his recent presidential address to the Institution of Locomotive Engineers.

          
In Mr. Gresley's opinion, British locomotives have probably reached the maximum power required to handle at the speeds of to-day, without assistance, the heaviest passenger trains that can be accommodated advantageously at platforms; and, in the case of freight trains, the longest that can be handled in loops, lay-by sidings and reception roads. What is now required is not an increase in the power of locomotives, but a reduction in building, maintenance and running costs. While admitting the big future of electrification, especially in countries blessed with an abundant water supply, Mr. Gresley stated that it was his belief that in the near future such improvements would be made in steam and internal combustion engines that they would be able to maintain their position as economical units of transport, even as compared with electric traction, for many services. These improvements would enable locomotives



to remain available for traffic for a longer period, reduce maintenance costs, and greatly improve their thermal efficiency, thus reducing fuel consumption and cost of running.

        

        

          
Nomenclature.

          
When railways were in their infancy, George Stephenson and his associates were wont to give expression to their pride in their accomplishments by bestowing upon their primitive locomotives appropriate names. Thus we had the “Rocket,” “Locomotion No. 1,” the “Comet,” the “Stour-bridge Lion,” the “America,” and so on. As railways developed, this happy custom was allowed to lapse, and numerals took the place of the names once favoured. To-day there is a marked return to favour of the practice of engine naming, and locomotive christenings are the order of the day on many of the world's largest railway systems.

          
Following the lead of the London and North Eastern, and the London, Midland and Scottish Railways, the Metropolitan Railway has now taken up the idea of locomotive naming. With a view to awakening interest in the historic territory served by the line in the London area, and adding to the attractiveness of its engines, the “Metro.” is bestowing upon twenty of its 1,400 h.p. electric locomotives distinctive titles perpetuating the memory of famous names linked with the Company's territory. Among the titles chosen are “Florence Nightingale,” “William Penn,” “Dick Whittington,” “Oliver Cromwell,” “Charles Dickens” and “Benjamin Disraeli.” Locomotive naming is a decidedly wise move, alike from the increased pride which is thereby aroused in the mind of the engine staffs, and from the public interest which is thus created in the railway and its historic and geographical associations.

          

            

[image: Metropolitan Railway North-west London seven-coach suburban train hauled by 1,400 L.P. locomotive.]
Metropolitan Railway North-west London seven-coach suburban train hauled by 1,400 L.P. locomotive.


          

        

        

          
Automatic Train Control.

          
One of the most interesting of annual reports relating to Home railway operation is that on the subject of accidents, prepared by the Chief Inspecting Officer of Railways. In his recently issued report for the 1926, the Chief Inspecting Officer, Sir John Pringle—a name to conjure with in railway circles—states that there were 374 persons killed and 23,433 injured on the Home railways in 1926. These figures cover passengers, employees and trespassers, and they represent a decrease of 91 fatal mishaps and 2,960 injuries as compared with the previous year.

          
Discussing means of accident prevention, the Chief Inspecting Officer remarks that it cannot be stated that the case for the wholesale adoption of automatic train control, regarded from the point of view of the train accident record during 1926, is stronger than it was in 1925. Justification for calling upon railways to incur the expenditure is, therefore, still lacking. The general question of automatic train control was examined by the technical committee appointed by the Home railways. Their investigation revealed that there would be great difficulty in selecting one standard form of automatic train control of the type recommended owing to variation of under-clearances. The matter is to



receive further close consideration, and in the meantime the extended employment of detonator-placing machines on main-lines has been advocated.

        

        

          
Trains at Sea.

          
Ocean-going trains have now become a familiar feature of railway operation. Successful operation of train-ferry equipment on the continent of Europe is responsible for plans at present under consideration for the opening up of a new train-ferry service between the east coast port of Harwich and the Danish port of Esjberg.

          
It is suggested that three train-ferries be introduced on this route. Each ferry would make two trips per week across the North Sea, the sea crossing being one of about eighteen hours. On each trip the ferry would convey about 250 passengers or 800 tons of merchandise. The most successful train-ferries at present operated in Europe are those linking Germany with Sweden, across the Baltic, and the Harwich-Zeebrugge ferry between England and Belgium. In the latter service three ferry steamers are employed. These vessels are 360 feet in length and 61½ feet in width; their cargo capacity is 850 tons, and their average speed 12 knots an hour. Two sets of railway lines connect with the rails at the ferry terminals on either side of the water, and on the deck of the ferry steamer four tracks are provided, having a total length of 1,112 ft. For the loading and unloading of the ferry about thirty minutes suffices, and through rail business is regularly passing via the ferry between Britain and the leading interior points on the mainland of Europe.

        

        

          
London Suburban Traffic.

          
London's traffic problem grows apace. The city is served by steam railways, which make their way into the metropolis by tunnels and bridge-works galore; by electric railways providing speedy, clean and comfortable movement for the season-ticket holder; by underground electric lines of rare efficiency which burrow beneath the clay bed of the capital; by noisy road buses which hoot and toot the whole day long and far into the night; and, on certain local routes, by lumbering electric trams. With a view to rendering improved service and reducing congestion it is suggested that all these travel agencies in the London area should be co-ordinated to form one big transport pool.

          
The magnitude of the London traffic problem is illustrated by figures recently issued showing the growth of traffic in the past quarter of a century. In 1860 the number of passengers carried every year by public vehicles within a radius of twenty-five miles of Charing Cross—the official centre of the city—was 40 million. By 1900 the number had increased to 280 million. In 1910 the figures stood at 560 million; in 1920 at 2,800 million; and in 1925 at 3,252 million. It is estimated that by 1930 the figure will actually have grown to 4,000 million. The proposed London transport pool, it is suggested, would be supervised by an overriding public authority, and there would be no change in the ownership of existing undertakings, whether privately or publicly owned.

        

        

          
New Short-Haul Methods.

          
Changed conditions in the world of transport are upsetting many old theories. In short-baul business in particular, a complete change of method is called for to meet present-day conditions; and the subject of branch-line operation is one to which the Home railways are devoting immense attention.

          
The equipment and method of working branch-lines at Home will be familiar to many New Zealand railwaymen. Under conditions as they exist to-day, the heavy equipment of these routes and their operation by heavy steam passenger trains and lumbering pick-up freight trains, is quite unsuited to public needs, and as the years proceed there will be witnessed vast changes in this branch of Home railway activity. Cheaper and simpler stations and signalling installations will probably be substituted for existing equipment; light and speedy rail motors will replace the costly heavy passenger trains now operated; while pick-up goods trains will give place to mixed trains of a lighter nature than those at present utilised, or to the employment by the railways of road motors. Increased stops will be provided by the construction of cheaply-built halts serving intermediate points at present removed from stopping-places, and train staffs will perform the majority of the duties at present calling for the employment of special station personnel. It is impossible for the railway to give a door-to-door service such as is frequently offered by the road carrier, but much can be done towards offering the railway passenger better conditions than those which are at present solely provided by the road vehicle.

        

        

          
Improved Viaducts.

          
In recent years there has been registered a steady replacement of the old timber bridges and viaducts that at one time abounded on the Home railways, by modern structures of steel and ferro-concrete. Only rarely is timber now employed for railway bridgework in Britain, and



with the recent replacement of the old timber viaduct at North Seaton, Northumberland, on the L. & N.E. system, by a new steel structure, there has disappeared one of the most interesting of ancient landmarks. Timber viaducts were especially common in the north of England at one time. The old timber structure at North Seaton carried the historic Blyth and Tyne railway over the River Wansbeck, and dated from 1859. Its length was 357 yards, and the height from river bed to rail level was 86 feet.

          
The new North Seaton viaduct is composed of plate girders supported by trestles built up from rolled sections resting upon concrete foundations on the shore, and concrete foundations on ferroconcrete piles in the river. The total length between abutments is 1,042 feet, made up of eleven spans. Work was begun on the site in 1925, and the contract has involved the provision of 6,500 cubic yards of earthwork in cuttings and embankments; 5,900 cubic yards of excavation in foundations; 9,750 cubic feet of reinforced concrete piles; 6,000 cubic feet of masonry, and 1,650 tons of steelwork. The approximate cost of the work is £90,000.

        

        

          
An Operating Problem.

          
Railwaymen the world over dearly love an operating problem. Here is a little poser which aroused no small discussion in a certain Home railway mess-room the other day:—A. and B. a
[
gap —  
reason: illegible] two railway stations, a seven hours' journey apart, and with a double track (i.e., an Up and a Down line), between. At every hour a train leaves A for B, and another leaves B for A. All the trains travel at the same speed. Supposing you were in one of these trains going from A to B, how many trains would you pass en route?

          
Simple though this problem really is, quite a number of experienced railwaymen have proved incapable of offering a correct solution. How many readers of the “New Zealand Railways Magazine,” one wonders, can supply the answer. Next month, by courtesy of the Editor, the solution will appear in these pages.

          

            

[image: Liverpool Street Station of the L. & N.E. Railway, the largest steam-operated passenger terminal in London. More than one thousand steam trains are here operated daily.]
Liverpool Street Station of the L. & N.E. Railway, the largest steam-operated passenger terminal in London. More than one thousand steam trains are here operated daily.


          

        

        

          

The Sport of Kings.

          
From “The Auckland Star” of 14th October: “As the result of the trip, the southern trainers who patronised the Auckland Spring Meeting have all expressed appreciation of the special horse train which was put on from Ellerslie on Tuesday afternoon. It made a fast run, and enabled trainers to reach home with a minimum of delay. There is no doubt that the Railway Department is making a creditable effort to meet the convenience of owners and trainers.
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New Year activities of the Home railways include the running of several long-distance, non-stop passenger services unequalled in any other country. Last July, it will be recalled, new non-stop expresses were introduced on the London and North Eastern, and London, Midland and Scottish lines, covering journeys of 268 miles and 236 miles, between King's Cross and Newcastle-upon-Tyne, and Euston and Carnforth respectively. Both these long-distance runs surpassed the far-famed 226 mile flight of the Great Western train, the “Cornish Riviera Limited,” between Paddington and Plymouth, which had hitherto constituted a world's record. Now the London, Midland and Scottish line has gone even further, with a daily through non-stop run of 299 miles, between Euston Station, London, and the Anglo-Scottish border town of Carlisle.
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Longest Non-Stop Run.

          
It is the “Royal Scot” train which now ranks as the world's longest non-stop flier. This train leaves Euston Station daily at 10 a.m. and arrives at Carlisle at 3.45 p.m., dividing thereafter into two sections, one for Glasgow and the other for Edinburgh—both points being reached at 6.15 p.m. In the reverse direction, Glasgow and Edinburgh are left at 10 a.m., Carlisle at 12.20 p.m., and London reached non-stop from the border at 6.15 p.m.

          
Accommodation is provided on the “Royal Scot” for 132 first-class and 318 third-class travellers, and the weight behind the locomotive is approximately 400 tons. All seats are numbered, and any number of seats may be reserved in advance. The non-stop run of 299 miles, which is accomplished in a trifle under six hours, has been rendered possible by the introduction of a new series of 4–6–0 three-cylinder engines, which develop a tractive effort of 33,150 lbs. at 85 per cent. boiler pressure.

          
Between Euston and Carlisle many difficult stretches of track have to be negotiated, notably on the 1 in 70 grades out of London, and on the long climbs of 1 in 75 in the Carlisle neighbourhood. Features which have been embodied in the design of the new locomotives are high boiler pressure, large grate area and firebox volume, standard type superheater, exhaust steam injector and steam tube cleaner. The three simple cylinders are each provided with an independent Walschaert's valve gear, and in the 10 ft. 3 in. firebox there has been incorporated a drop grate operated from the cab by means of a hand lever.

          
The total weight of the “Royal Scot” locomotive and tender in working order is 127 tons 12 cwt., and the leading dimensions are as follows:—Boiler pressure, 250 lbs. per sq. in.; heating surface, tubes, 1,892 sq. ft.; firebox, 189 sq. ft.; total 2,081 sq. ft.; superheater, 445 sq. ft.; grate area, 31.2 sq. ft.; cylinders, 18 in.; diameter by 26 in. stroke; coupled wheels, 6 ft. 9 in. diameter; water capacity of tender, 3,500 gallons; coal capacity, 5½ tons. Drive from the inside cylinder is on the crank axle of the leading pair of coupled wheels, and from the outside cylinders on the middle pair of coupled wheels.
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The “Royal Scot.”

          
The new “Royal Scot” locomotives of the London, Midland and Scottish line rank alongside the far-famed “Pacifics” of the London and North Eastern, the “Lord Nelson” engines of the Southern, and the “King” class machines of the Great Western Railway. These powerful engines represent the last word in British locomotive design, and in this connection it is interesting to note the remarks of Mr. H. N. Gresley, Chief Mechanical Engineer of the London and North Eastern Railway, in his recent presidential address to the Institution of Locomotive Engineers.

          
In Mr. Gresley's opinion, British locomotives have probably reached the maximum power required to handle at the speeds of to-day, without assistance, the heaviest passenger trains that can be accommodated advantageously at platforms; and, in the case of freight trains, the longest that can be handled in loops, lay-by sidings and reception roads. What is now required is not an increase in the power of locomotives, but a reduction in building, maintenance and running costs. While admitting the big future of electrification, especially in countries blessed with an abundant water supply, Mr. Gresley stated that it was his belief that in the near future such improvements would be made in steam and internal combustion engines that they would be able to maintain their position as economical units of transport, even as compared with electric traction, for many services. These improvements would enable locomotives



to remain available for traffic for a longer period, reduce maintenance costs, and greatly improve their thermal efficiency, thus reducing fuel consumption and cost of running.
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Nomenclature.

          
When railways were in their infancy, George Stephenson and his associates were wont to give expression to their pride in their accomplishments by bestowing upon their primitive locomotives appropriate names. Thus we had the “Rocket,” “Locomotion No. 1,” the “Comet,” the “Stour-bridge Lion,” the “America,” and so on. As railways developed, this happy custom was allowed to lapse, and numerals took the place of the names once favoured. To-day there is a marked return to favour of the practice of engine naming, and locomotive christenings are the order of the day on many of the world's largest railway systems.

          
Following the lead of the London and North Eastern, and the London, Midland and Scottish Railways, the Metropolitan Railway has now taken up the idea of locomotive naming. With a view to awakening interest in the historic territory served by the line in the London area, and adding to the attractiveness of its engines, the “Metro.” is bestowing upon twenty of its 1,400 h.p. electric locomotives distinctive titles perpetuating the memory of famous names linked with the Company's territory. Among the titles chosen are “Florence Nightingale,” “William Penn,” “Dick Whittington,” “Oliver Cromwell,” “Charles Dickens” and “Benjamin Disraeli.” Locomotive naming is a decidedly wise move, alike from the increased pride which is thereby aroused in the mind of the engine staffs, and from the public interest which is thus created in the railway and its historic and geographical associations.
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Metropolitan Railway North-west London seven-coach suburban train hauled by 1,400 L.P. locomotive.


          

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

Automatic Train Control



          
Automatic Train Control.

          
One of the most interesting of annual reports relating to Home railway operation is that on the subject of accidents, prepared by the Chief Inspecting Officer of Railways. In his recently issued report for the 1926, the Chief Inspecting Officer, Sir John Pringle—a name to conjure with in railway circles—states that there were 374 persons killed and 23,433 injured on the Home railways in 1926. These figures cover passengers, employees and trespassers, and they represent a decrease of 91 fatal mishaps and 2,960 injuries as compared with the previous year.

          
Discussing means of accident prevention, the Chief Inspecting Officer remarks that it cannot be stated that the case for the wholesale adoption of automatic train control, regarded from the point of view of the train accident record during 1926, is stronger than it was in 1925. Justification for calling upon railways to incur the expenditure is, therefore, still lacking. The general question of automatic train control was examined by the technical committee appointed by the Home railways. Their investigation revealed that there would be great difficulty in selecting one standard form of automatic train control of the type recommended owing to variation of under-clearances. The matter is to



receive further close consideration, and in the meantime the extended employment of detonator-placing machines on main-lines has been advocated.
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Trains at Sea.

          
Ocean-going trains have now become a familiar feature of railway operation. Successful operation of train-ferry equipment on the continent of Europe is responsible for plans at present under consideration for the opening up of a new train-ferry service between the east coast port of Harwich and the Danish port of Esjberg.

          
It is suggested that three train-ferries be introduced on this route. Each ferry would make two trips per week across the North Sea, the sea crossing being one of about eighteen hours. On each trip the ferry would convey about 250 passengers or 800 tons of merchandise. The most successful train-ferries at present operated in Europe are those linking Germany with Sweden, across the Baltic, and the Harwich-Zeebrugge ferry between England and Belgium. In the latter service three ferry steamers are employed. These vessels are 360 feet in length and 61½ feet in width; their cargo capacity is 850 tons, and their average speed 12 knots an hour. Two sets of railway lines connect with the rails at the ferry terminals on either side of the water, and on the deck of the ferry steamer four tracks are provided, having a total length of 1,112 ft. For the loading and unloading of the ferry about thirty minutes suffices, and through rail business is regularly passing via the ferry between Britain and the leading interior points on the mainland of Europe.
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London Suburban Traffic.

          
London's traffic problem grows apace. The city is served by steam railways, which make their way into the metropolis by tunnels and bridge-works galore; by electric railways providing speedy, clean and comfortable movement for the season-ticket holder; by underground electric lines of rare efficiency which burrow beneath the clay bed of the capital; by noisy road buses which hoot and toot the whole day long and far into the night; and, on certain local routes, by lumbering electric trams. With a view to rendering improved service and reducing congestion it is suggested that all these travel agencies in the London area should be co-ordinated to form one big transport pool.

          
The magnitude of the London traffic problem is illustrated by figures recently issued showing the growth of traffic in the past quarter of a century. In 1860 the number of passengers carried every year by public vehicles within a radius of twenty-five miles of Charing Cross—the official centre of the city—was 40 million. By 1900 the number had increased to 280 million. In 1910 the figures stood at 560 million; in 1920 at 2,800 million; and in 1925 at 3,252 million. It is estimated that by 1930 the figure will actually have grown to 4,000 million. The proposed London transport pool, it is suggested, would be supervised by an overriding public authority, and there would be no change in the ownership of existing undertakings, whether privately or publicly owned.
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New Short-Haul Methods.

          
Changed conditions in the world of transport are upsetting many old theories. In short-baul business in particular, a complete change of method is called for to meet present-day conditions; and the subject of branch-line operation is one to which the Home railways are devoting immense attention.

          
The equipment and method of working branch-lines at Home will be familiar to many New Zealand railwaymen. Under conditions as they exist to-day, the heavy equipment of these routes and their operation by heavy steam passenger trains and lumbering pick-up freight trains, is quite unsuited to public needs, and as the years proceed there will be witnessed vast changes in this branch of Home railway activity. Cheaper and simpler stations and signalling installations will probably be substituted for existing equipment; light and speedy rail motors will replace the costly heavy passenger trains now operated; while pick-up goods trains will give place to mixed trains of a lighter nature than those at present utilised, or to the employment by the railways of road motors. Increased stops will be provided by the construction of cheaply-built halts serving intermediate points at present removed from stopping-places, and train staffs will perform the majority of the duties at present calling for the employment of special station personnel. It is impossible for the railway to give a door-to-door service such as is frequently offered by the road carrier, but much can be done towards offering the railway passenger better conditions than those which are at present solely provided by the road vehicle.
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Improved Viaducts.

          
In recent years there has been registered a steady replacement of the old timber bridges and viaducts that at one time abounded on the Home railways, by modern structures of steel and ferro-concrete. Only rarely is timber now employed for railway bridgework in Britain, and



with the recent replacement of the old timber viaduct at North Seaton, Northumberland, on the L. & N.E. system, by a new steel structure, there has disappeared one of the most interesting of ancient landmarks. Timber viaducts were especially common in the north of England at one time. The old timber structure at North Seaton carried the historic Blyth and Tyne railway over the River Wansbeck, and dated from 1859. Its length was 357 yards, and the height from river bed to rail level was 86 feet.

          
The new North Seaton viaduct is composed of plate girders supported by trestles built up from rolled sections resting upon concrete foundations on the shore, and concrete foundations on ferroconcrete piles in the river. The total length between abutments is 1,042 feet, made up of eleven spans. Work was begun on the site in 1925, and the contract has involved the provision of 6,500 cubic yards of earthwork in cuttings and embankments; 5,900 cubic yards of excavation in foundations; 9,750 cubic feet of reinforced concrete piles; 6,000 cubic feet of masonry, and 1,650 tons of steelwork. The approximate cost of the work is £90,000.
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An Operating Problem.

          
Railwaymen the world over dearly love an operating problem. Here is a little poser which aroused no small discussion in a certain Home railway mess-room the other day:—A. and B. a
[
gap —  
reason: illegible] two railway stations, a seven hours' journey apart, and with a double track (i.e., an Up and a Down line), between. At every hour a train leaves A for B, and another leaves B for A. All the trains travel at the same speed. Supposing you were in one of these trains going from A to B, how many trains would you pass en route?

          
Simple though this problem really is, quite a number of experienced railwaymen have proved incapable of offering a correct solution. How many readers of the “New Zealand Railways Magazine,” one wonders, can supply the answer. Next month, by courtesy of the Editor, the solution will appear in these pages.
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Liverpool Street Station of the L. & N.E. Railway, the largest steam-operated passenger terminal in London. More than one thousand steam trains are here operated daily.
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The Sport of Kings.

          
From “The Auckland Star” of 14th October: “As the result of the trip, the southern trainers who patronised the Auckland Spring Meeting have all expressed appreciation of the special horse train which was put on from Ellerslie on Tuesday afternoon. It made a fast run, and enabled trainers to reach home with a minimum of delay. There is no doubt that the Railway Department is making a creditable effort to meet the convenience of owners and trainers.
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A Day in the Snow.


Otira Excursion.


A Splendid Trip.
        

        

Whether the weather be wet or fine, cold or warm, Arthur's Pass has a charm all its own (says a writer in the “Lyttelton Times”). Yesterday the weather was wet and cold. But the Pass that divides the mountain range was magnificent. Every moment of the all-too-brief space of time that was allotted to the excursionists was full of delight. Leaving town at 8 a.m., they arrived back shortly before 9 p.m., with the determination common to all Otira excursionists—that they will go again.

        
A total of 337 excursionists took part in the trip, which was organised by the Railway Department. On these excursions Otira township is usually the Mecca of the tourists, but yesterday was the day of Arthur's Pass. Snow had fallen at Arthur's Pass heavily and the ground was thickly coated when the visitors arrived. Up in the Pass itself the snow was reported to be too deep for the popular trudge through the mountains. Of the total who made the trip only about a hundred elected to go through the tunnel.
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Electric locomotive shunting in the yard at Arthur's Pass.


        

        
Rain was falling lightly at Arthur's Pass, and with the prospect of much heavier rain at Otira and probably no snow there a majority of the trippers decided to stay on this side of the mountains.

        
Snow was met with soon after the train had left Springfield, first in small isolated patches, but later, as the train penetrated deeper into the mountains, in much greater quantities. Except for the bush on the mountain sides the whole landscape at Arthur's Pass was decked in a mantle of white. The roadway leading into the Pass itself had a carpet that averaged about six inches in depth. This roadway was the big attraction for the excursionists, who were soon scattered along it for a considerable distance in search of good spots for snow sports. Snowballing was commenced as soon as the passengers had disembarked at the station, and it was renewed with vigour at every point along the road where a few people happened to find themselves together. The snowballs were thrown quite indiscriminately. A formal introduction is not necessary at Arthur's Pass to the lodging of a snowball at the back of one's neck. The going was fairly good on the road where the walkers beat out a track in the snow. On each side of this track, however, the snow was deep and soft and snowballers in their efforts to avoid missiles floundered into this and sprawled in the yielding carpet to the intense enjoyment of their friends as well as themselves.

        
Skis were available and were much in demand. The optimists who hired them set out with sturdy determination to master the intricacies of the delicate art of ski-running. For the greater part the degree of success that attended these efforts was negligible, but the persistence of the novices and the frequency with which they came to grief helped everybody else to appreciate a thoroughly enjoyable day. The greatest merriment was provided by the would be ski-runners when they essayed steep descents down embankments. They could be sure of one thing only—that once they had started moving they would get to the bottom alright. In just what attitude they would arrive there was in each fresh case a matter for speculation. The incidents served to illustrate what a large and varied assortment of parts of the human body will serve the purpose for sliding down snow slopes. The discomforts of the ambitious alpinists were added to on many of these occasions by a fusillade of snowballs sent after them by unsympathetic onlookers. There were a few sledges about and these were commandeered to contribute to the general amusement. On suitable slopes these sledges carried gross overloads of vociferous people whose adventure usually ended



in the upset of the sledge and the precipitation of the occupants in sprawling attitudes in the snow.

        
For the greater part of the day the weather was kind. A light rain was falling when the train arrived, but it was not sufficient to make any of the excursionists keep to the carriages. It ceased shortly after arrival, and thereafter there was a dry spell that lasted for some considerable time. There were a few showers during the afternoon, a fairly heavy one occurring about three o'clock. Most people, however, were equipped for the weather, both as regards the rain and the conditions underfoot. This applied particularly to the ladies, many of whom met the demands of the situation by appearing in riding breeches and puttees.

        
The arrangements were, as usual, excellent. Mr. H. C. Guinness, Chief Clerk of the Traffic Department, was on the train, and saw to it that nothing was wanting to make the excursion a thorough success. Providing for the comfort of excursionists has been reduced to a fine art, and this was well demonstrated yesterday, both at Arthur's Pass and Otira, where the waiting rooms at the stations offered cheerful fires to tired or wet trippers. The convenience was particularly appreciated at Arthur's Pass, and after the trippers had spent some time in the snow, the fire was surrounded by ladies who were changing their wet footgear for more comfortable apparel.

        
Three men made the foot journey across the pass. They found the going strenuous, and occupied two and a half hours in reaching the summit. Those who elected to go through to Otira by train found no snow and a good deal of rain. They were talked to on the homeward journey by those who had stayed at Arthur's Pass in rather patronising terms.

        
Among yesterday's excursionists were three Australian ladies who were loud in their praises of Arthur's Pass and its attractions.
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The Wanganui “Chronicle” on a recent Excursion.



Week-Ending by Rail.

        

The Wanganui “Chronicle,” in a striking editorial, draws attention to the success attending the Department's latest innovation in the direction of popularising week-ending by rail. The article runs as follows:—

        
“The complete success of the Wellington to Wanganui railway excursion at the week-end just past is a good pointer to one way of popularising the railways, probably with profit to the Railway Department. An organised system of such excursions running on the various sections all over the Dominion could, indeed, be made a feature of our railway operation, and if well handled, could be made to show a material addition to the railway revenue. It is true that there has been a certain amount of experiment in the same direction, but it has not been made a matter of general policy. Something more than cheap fares is required to induce the public to patronise such excursions to the point where they can be undertaken on a wholesale scale.
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“There must first of all be an attractive objective and of these there are plenty. The four chief centres, of course, are a draw to the people of the provinces. But outside of them, there are numerous places to which week-end excursions could be run—the Bay of Islands, Whangarei and its harbour, Rotorua, Napier, New Plymouth and Mt. Egmont, Wanganui and its river, to mention only a few. If regular excursions to such points were conducted on the same businesslike lines as marked Saturday's Wellington-Wanganui excursion, there is little reason to anticipate anything but an equal success.

        
“To transport a crowd of people to a given point and then dump them out to shift for themselves—which has been the method in past years—is no way to achieve a success.” The modern tourist expects things done for him and looks to the tourist agency to fill his time. The Railway Department grasped this fact on Saturday last. Hotel accommodation was arranged for and complete arrangements made for sight-seeing and for pleasant occupation of the time once the passengers reached Wanganui. The consequence was that no one was at a loose end, every minute was filled, information was at hand when needed, and everybody's comfort and pleasure were assured. As a result the excursionists went home well pleased, each one a walking advertisement, not only for the Wanganui trip, but for the thoughtfulness and good organisation of the Railway Department.

        
“Now that the Department has shown that it knows how to handle such a job, there is no reason why such trips should not be a feature of week-ends all over the Dominion. Even apart from the question of financial profit, they would help to make the railways more popular, a real consideration in these days when they have to meet severe competition. The advantage, too, of giving the public every opportunity of moving about their own country and seeing its attractions is too obvious to need emphasis. The Department is certainly to be complimented on the way it conducted last Saturday's undertaking and, if future affairs of the kind are as well handled by it, it need not fear any lack of patronage.”
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Notes on Our Travels.
        

        

          
(By 

L. C. E. Hamann, formerly Chief Accountant of the N.Z. Railways).
        

        

          

We arrived at Liverpool at 4.30 p.m. on Friday, 21st August, 1925. Examination by the Immigration and Customs officers followed shortly afterwards, it being just after six p.m. before we left the wharf. The London, Midland and Scottish Railway Company had a special train at the wharf in readiness to run through to London, a large number of passengers going through by this train. We, however, preferred to travel to London in daylight so as to view the country.

          
We left Liverpool, therefore, at 11.5 a.m. next morning, and arrived at London, a distance of 192 miles, at 3.10 p.m. The passenger cars were of the small compartment type and were very comfortable. The country from Liverpool to London is chiefly agricultural. The farm houses, built mostly of brick, are of a rather old-fashioned type. We left Liverpool in fine weather, but on nearing London the weather changed and our first view of London was in the teeming rain.
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We spent some days in London and were very greatly impressed with it. London is a wonderful old town with a grandeur and majesty all its own and in our opinion there is no city in the world to come up to it. New York is big and is a wonderfully fine city but has not the historical associations or the peculiar fascination of London.

          
We visited Wembley Exhibition on several occasions. The Metropolitan Underground Railway Company ran a frequent service of through trains from Baker Street, London, to the Exhibition grounds. The return fare, including admission to the Exhibition, was 2s., and the time occupied on the journey of eight miles was 15 minutes. Naturally, the New Zealand Court was the one that interested us most and we were very pleased indeed with the exhibits and the splendid way in which they were arranged. The whole Exhibition was a great display and we enjoyed every moment of the time spent there.

          
The Art Galleries in London are absolutely wonderful and to visit them was a continual source of pleasure.

          
The Tower of London is a prominent historical feature and most interesting. The Tower and its surrounding fortifications covers an area of 18 acres.

          
The Houses of Parliament, which adjoin the Thames River, are exceptionally fine buildings. (They are opened on Saturdays to the general public when Parliament is not in session). The rooms are not very large but the paintings which adorn the walls (and the decorations) are particularly fine.

          
London is a city of churches, some of which are very ancient. The most impressive of these are St. Paul's Cathedral, Westminster Abbey and the Roman Catholic Cathedral at Westminster.

          
The changing of the Horse Guards near Whitehall is a most unique and interesting ceremony. The brilliant mounted sentries and the beautiful black horses form a splendid spectacle as they move about. This ceremony is witnessed by hundreds of people daily.

          
Among the castles and palaces the chief place must be given to Windsor Castle which is certainly the finest castle we saw during our travels. There is no other building possessing the great and peculiar interest which belongs to Windsor Castle, intimately associated as it is with the annals of the Kings and Queens of England. As the King and Queen were not in residence at Windsor the State Apartments were open to the general public and we were taken through these apartments by the guide. The furniture, decorations and the paintings were exceptionally fine and most valuable.

          
We were also privileged to see St. George's Hall and St. George's Chapel at Windsor. Windsor Castle is built on a high hill and from the terraces of the Castle most delightful views,



extending over the valley of the Thames, are obtained.

          
After leaving Windsor Castle we visited the famous Eton College and saw the beautiful church attached thereto and also the old college buildings. The school rooms in the old College are not now used to any extent as new school rooms have been erected in different parts of the town.

          
Near the Strand we came to Trafalgar Square—named in memory of the famous victory won by Lord Nelson and the British Navy at Trafalgar. In the centre rises the Nelson Column, a colossal monument to that great naval hero.

          
The Royal Gardens at Kew and the London Zoological Gardens are immense places and the collection of flowers in the former and animals in the latter is wonderful. It is, however, quite impossible, in the space at my disposal, to deal adequately with the many interesting and historical places in London. The shops are marvellous and many days can be spent visiting the various emporiums.

          

            

[image: Wallace Monument, Stirling.]
Wallace Monument, Stirling.


          

          
After a stay of four weeks in London we set off on a visit to Scotland. Our first stop was at Birmingham where I was shown over Messrs. Moreland and Impey's factory and witnessed the manufacture of the Powers Tabulating Machines and the cutting and printing of the cards for use in connection therewith.

          
From Birmingham we went on to Glasgow—travelling on the London, Midland and Scottish Railway train. The journey was most enjoyable and the compartment cars were beautifully fitted up. En route we passed through Crewe, Carlisle and the famous Gretna Green. The weather during the day was very fine, but shortly before reaching our destination it began to rain and on our arrival at Glasgow we were greeted with one of its famous Scotch mists.

          
Glasgow is a very fine town, but as the weather there during our stay was misty “rain” we were not able to see it at its best. A most interesting trip from Glasgow is what is known as the “
Trossach's” trip embracing:—(1) Train from Glasgow to Callander. (2) Motor from Callander to Trossach's Pier. (3) Steamer on Loch Katrine from Trossach's Pier to Stronachlachar. (4) Coach from Stronachlachar to Inversnaid on the border of Loch Lomond. (5) Steamer on Loch Lomond from Inversnaid to Balloch Pier. (6) Train from Balloch Pier to Glasgow.

          
We left Glasgow at 10 a.m. and arrived back there at 7.20 p.m. The weather was fine but very cold. The steamer trips on Loch Katrine and Loch Lomond were very enjoyable and the scenery particularly good.

          
Glasgow obtains its water supply from Loch Katrine and the present supply is about 67,000,000 gallons daily. Although it was raining heavily we decided to visit Ayrshire and we cherish the memory of that visit. An express train left Glasgow at 12.30 p.m. and arrived at Ayr (distance 41½ miles) at 1.30 p.m., having one stop en route. The running was very fast at times and was smooth and comfortable. On arrival at Ayr we visited the little thatched cottage where Robert Burns was born in 1759. The cottage has been renovated from time to time, but as near as possible the old formation and style has been preserved. The “Burns” Museum is adjacent to the cottage and contains a number of the original writings, letters, also poetry, of Burns and a good library of books concerning him, and copies of his poems. A perusal of Burns' writings was most enjoyable and interesting. We next visited Burns' monument at Allo-way near Alloway Kirk Yard. This monument was built in 1820 and commands a delightful view. Near by is the Auld Brig O'Doon which is now used only for foot traffic.

          
En route from Glasgow to Oban we broke our journey at Stirling and had a very interesting visit to the castle there. This Castle is a solid building and full of history. In the distance is to be seen the “Wallace” monument, a tower



220 feet high. The bronze statue of Wallace is of large proportions, the figure being 13 feet high and the sword 7 feet long. We left Stirling at 8.50 a.m. and arrived at Oban at 12.48 p.m. The scenery en route was exceptionally good. The autumn tints on the trees and the beautiful heather on the hills was a sight worth travelling many miles to see. We journeyed for some considerable distance along the shores of Loch Awe and also passed “The Pass of Awe” where King Robert the Bruce won through in 1310, defeating the enemy with heavy loss.

          
Oban is essentially a seaside resort and the hotel accommodation is particularly good. The harbour is a good one and a fine promenade runs along the foreshore. The climate is cold but bracing, and the air is invigorating.

          
Our next journey was from Oban to Inverness. En route we passed the picturesque Pass of Killie-crankie and travelled across the Grampian mountains at a height of 1,484 feet above sea level. Inverness is a very old city but is beautifully situated and overlooks the waters of Beauly Firth. It is modern in aspect and has many interesting associations. In the castle grounds there is a fine monument erected to Flora MacDonald in memory of the services rendered by her to Bonnie Prince Charlie.

          
A visit to Strathpeffer in the Highland Country was most enjoyable. Strathpeffer is a health and holiday resort and is probably the most important Spa north of the border. The High-land Hotel which is under the management of the London, Midland and Scottish Railway Company, is a particularly fine hotel. From Inverness we journeyed on to Aberdeen. Aberdeen is the finest city in the North of Scotland and has many very handsome buildings practically all of granite and stone. The granite quarries are only a short distance out of the town and a visit to them was most interesting. While at Aberdeen we visited Braemar, passing Balmoral Castle en route. The King and Queen were in residence at the time and the Castle was, therefore, not open to visitors.

          
The fishing industry at Aberdeen is one of very great importance and value, some 2,000 tons of fish being dealt with daily.

          
Our next journey was from Aberdeen to Edinburgh. We left Aberdeen at 12.45 p.m. and arrived at Edinburgh at 4.14 p.m., distance 130½ miles. Dundee was the most important town through which we passed en route. Immediately after leaving Dundee we passed over the Tay Bridge, two miles in length. This bridge, which was opened in 1888, took five years to build and cost over £650,000. The previous bridge was destroyed by a great storm on December 28th, 1879.

          
A few miles out of Edinburgh we crossed the Firth of Forth Bridge. This bridge, built on the cantilever principle, is over a mile long and cost over £3,000,000. It was opened for traffic early in 1890.
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Edinburgh is a beautiful city. Princes Street is the main street and contains some magnificent buildings. One of the most prominent features of Princes Street is the monument to Sir Walter Scott. It is a most imposing edifice.

          
Holyrood Palace, Edinburgh Castle and St. Giles Church, are some of the principal places of Edinburgh. Of the Abbey at Holyrood and its Church, there is left but a fragment of an empty shell. The walls and floors of the Chapel Royal are covered with monumental slabs of monarchs and others. In the Palace itself are seen the apartments of Mary Queen of Scots. The State apartment of our present King and Queen contain the Throne-room and other noble and lofty apartments with carved and painted ceilings.

          
Edinburgh Castle is built on the top of a high hill of solid rock and commands a wonderful view all around. In front of St. Margaret's Chapel, a very small but substantial building, rests the battered form of the great cannon “Mons Meg” believed to have been forged in 1845.—(To be continued.)

        

        

          

Advertisements in Lighter Vein.

          
Encouraged by the endeavour of the Home railways to brighten their public announcements (says our London correspondent) a writer has come to the rescue with a series of up-to-date railway notices penned in lighter vein. Thus, in place of the time-honoured “Porters meet all trains, and convey travellers' luggage to the hotels free of charge,” the following is suggested:—

          

            
Our porters are a genial set,


            
It would be hard to beat 'em;


            
At sight of luggage how they sweat,


            
And trains, they rush to meet 'em.
          

          

            
They charge no fee for handling bags,


            
They'll take yours with a smile, Sir!


            
And for a couple, say, of fags,


            
They'll carry them a mile, Sir!
          

          
As warning to the passenger who may be tempted to overload the luggage rack, these lines are submitted:—

          

            
The subject of this canto


            
Is the rack that's overhead;


            
It deals with your portmanteau,


            
And your luggage there outspread.
          

          

            
This rack will only hold a ton


            
When comfortably stored;


            
So don't pile all your trousseau on,


            
Unless you're well insured.
          

          
Beneath this announcement, the trade advertising department might arrange for the exhibition, at top rates, of some such notice as this: “We insure against all accidents, such as falling trunks. Write to-day for prospectus.—The Elephant Assurance Company.”
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We arrived at Liverpool at 4.30 p.m. on Friday, 21st August, 1925. Examination by the Immigration and Customs officers followed shortly afterwards, it being just after six p.m. before we left the wharf. The London, Midland and Scottish Railway Company had a special train at the wharf in readiness to run through to London, a large number of passengers going through by this train. We, however, preferred to travel to London in daylight so as to view the country.

          
We left Liverpool, therefore, at 11.5 a.m. next morning, and arrived at London, a distance of 192 miles, at 3.10 p.m. The passenger cars were of the small compartment type and were very comfortable. The country from Liverpool to London is chiefly agricultural. The farm houses, built mostly of brick, are of a rather old-fashioned type. We left Liverpool in fine weather, but on nearing London the weather changed and our first view of London was in the teeming rain.
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We spent some days in London and were very greatly impressed with it. London is a wonderful old town with a grandeur and majesty all its own and in our opinion there is no city in the world to come up to it. New York is big and is a wonderfully fine city but has not the historical associations or the peculiar fascination of London.

          
We visited Wembley Exhibition on several occasions. The Metropolitan Underground Railway Company ran a frequent service of through trains from Baker Street, London, to the Exhibition grounds. The return fare, including admission to the Exhibition, was 2s., and the time occupied on the journey of eight miles was 15 minutes. Naturally, the New Zealand Court was the one that interested us most and we were very pleased indeed with the exhibits and the splendid way in which they were arranged. The whole Exhibition was a great display and we enjoyed every moment of the time spent there.

          
The Art Galleries in London are absolutely wonderful and to visit them was a continual source of pleasure.

          
The Tower of London is a prominent historical feature and most interesting. The Tower and its surrounding fortifications covers an area of 18 acres.

          
The Houses of Parliament, which adjoin the Thames River, are exceptionally fine buildings. (They are opened on Saturdays to the general public when Parliament is not in session). The rooms are not very large but the paintings which adorn the walls (and the decorations) are particularly fine.

          
London is a city of churches, some of which are very ancient. The most impressive of these are St. Paul's Cathedral, Westminster Abbey and the Roman Catholic Cathedral at Westminster.

          
The changing of the Horse Guards near Whitehall is a most unique and interesting ceremony. The brilliant mounted sentries and the beautiful black horses form a splendid spectacle as they move about. This ceremony is witnessed by hundreds of people daily.

          
Among the castles and palaces the chief place must be given to Windsor Castle which is certainly the finest castle we saw during our travels. There is no other building possessing the great and peculiar interest which belongs to Windsor Castle, intimately associated as it is with the annals of the Kings and Queens of England. As the King and Queen were not in residence at Windsor the State Apartments were open to the general public and we were taken through these apartments by the guide. The furniture, decorations and the paintings were exceptionally fine and most valuable.

          
We were also privileged to see St. George's Hall and St. George's Chapel at Windsor. Windsor Castle is built on a high hill and from the terraces of the Castle most delightful views,



extending over the valley of the Thames, are obtained.

          
After leaving Windsor Castle we visited the famous Eton College and saw the beautiful church attached thereto and also the old college buildings. The school rooms in the old College are not now used to any extent as new school rooms have been erected in different parts of the town.

          
Near the Strand we came to Trafalgar Square—named in memory of the famous victory won by Lord Nelson and the British Navy at Trafalgar. In the centre rises the Nelson Column, a colossal monument to that great naval hero.

          
The Royal Gardens at Kew and the London Zoological Gardens are immense places and the collection of flowers in the former and animals in the latter is wonderful. It is, however, quite impossible, in the space at my disposal, to deal adequately with the many interesting and historical places in London. The shops are marvellous and many days can be spent visiting the various emporiums.
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After a stay of four weeks in London we set off on a visit to Scotland. Our first stop was at Birmingham where I was shown over Messrs. Moreland and Impey's factory and witnessed the manufacture of the Powers Tabulating Machines and the cutting and printing of the cards for use in connection therewith.

          
From Birmingham we went on to Glasgow—travelling on the London, Midland and Scottish Railway train. The journey was most enjoyable and the compartment cars were beautifully fitted up. En route we passed through Crewe, Carlisle and the famous Gretna Green. The weather during the day was very fine, but shortly before reaching our destination it began to rain and on our arrival at Glasgow we were greeted with one of its famous Scotch mists.

          
Glasgow is a very fine town, but as the weather there during our stay was misty “rain” we were not able to see it at its best. A most interesting trip from Glasgow is what is known as the “
Trossach's” trip embracing:—(1) Train from Glasgow to Callander. (2) Motor from Callander to Trossach's Pier. (3) Steamer on Loch Katrine from Trossach's Pier to Stronachlachar. (4) Coach from Stronachlachar to Inversnaid on the border of Loch Lomond. (5) Steamer on Loch Lomond from Inversnaid to Balloch Pier. (6) Train from Balloch Pier to Glasgow.

          
We left Glasgow at 10 a.m. and arrived back there at 7.20 p.m. The weather was fine but very cold. The steamer trips on Loch Katrine and Loch Lomond were very enjoyable and the scenery particularly good.

          
Glasgow obtains its water supply from Loch Katrine and the present supply is about 67,000,000 gallons daily. Although it was raining heavily we decided to visit Ayrshire and we cherish the memory of that visit. An express train left Glasgow at 12.30 p.m. and arrived at Ayr (distance 41½ miles) at 1.30 p.m., having one stop en route. The running was very fast at times and was smooth and comfortable. On arrival at Ayr we visited the little thatched cottage where Robert Burns was born in 1759. The cottage has been renovated from time to time, but as near as possible the old formation and style has been preserved. The “Burns” Museum is adjacent to the cottage and contains a number of the original writings, letters, also poetry, of Burns and a good library of books concerning him, and copies of his poems. A perusal of Burns' writings was most enjoyable and interesting. We next visited Burns' monument at Allo-way near Alloway Kirk Yard. This monument was built in 1820 and commands a delightful view. Near by is the Auld Brig O'Doon which is now used only for foot traffic.

          
En route from Glasgow to Oban we broke our journey at Stirling and had a very interesting visit to the castle there. This Castle is a solid building and full of history. In the distance is to be seen the “Wallace” monument, a tower



220 feet high. The bronze statue of Wallace is of large proportions, the figure being 13 feet high and the sword 7 feet long. We left Stirling at 8.50 a.m. and arrived at Oban at 12.48 p.m. The scenery en route was exceptionally good. The autumn tints on the trees and the beautiful heather on the hills was a sight worth travelling many miles to see. We journeyed for some considerable distance along the shores of Loch Awe and also passed “The Pass of Awe” where King Robert the Bruce won through in 1310, defeating the enemy with heavy loss.

          
Oban is essentially a seaside resort and the hotel accommodation is particularly good. The harbour is a good one and a fine promenade runs along the foreshore. The climate is cold but bracing, and the air is invigorating.

          
Our next journey was from Oban to Inverness. En route we passed the picturesque Pass of Killie-crankie and travelled across the Grampian mountains at a height of 1,484 feet above sea level. Inverness is a very old city but is beautifully situated and overlooks the waters of Beauly Firth. It is modern in aspect and has many interesting associations. In the castle grounds there is a fine monument erected to Flora MacDonald in memory of the services rendered by her to Bonnie Prince Charlie.

          
A visit to Strathpeffer in the Highland Country was most enjoyable. Strathpeffer is a health and holiday resort and is probably the most important Spa north of the border. The High-land Hotel which is under the management of the London, Midland and Scottish Railway Company, is a particularly fine hotel. From Inverness we journeyed on to Aberdeen. Aberdeen is the finest city in the North of Scotland and has many very handsome buildings practically all of granite and stone. The granite quarries are only a short distance out of the town and a visit to them was most interesting. While at Aberdeen we visited Braemar, passing Balmoral Castle en route. The King and Queen were in residence at the time and the Castle was, therefore, not open to visitors.

          
The fishing industry at Aberdeen is one of very great importance and value, some 2,000 tons of fish being dealt with daily.

          
Our next journey was from Aberdeen to Edinburgh. We left Aberdeen at 12.45 p.m. and arrived at Edinburgh at 4.14 p.m., distance 130½ miles. Dundee was the most important town through which we passed en route. Immediately after leaving Dundee we passed over the Tay Bridge, two miles in length. This bridge, which was opened in 1888, took five years to build and cost over £650,000. The previous bridge was destroyed by a great storm on December 28th, 1879.

          
A few miles out of Edinburgh we crossed the Firth of Forth Bridge. This bridge, built on the cantilever principle, is over a mile long and cost over £3,000,000. It was opened for traffic early in 1890.
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Edinburgh is a beautiful city. Princes Street is the main street and contains some magnificent buildings. One of the most prominent features of Princes Street is the monument to Sir Walter Scott. It is a most imposing edifice.

          
Holyrood Palace, Edinburgh Castle and St. Giles Church, are some of the principal places of Edinburgh. Of the Abbey at Holyrood and its Church, there is left but a fragment of an empty shell. The walls and floors of the Chapel Royal are covered with monumental slabs of monarchs and others. In the Palace itself are seen the apartments of Mary Queen of Scots. The State apartment of our present King and Queen contain the Throne-room and other noble and lofty apartments with carved and painted ceilings.

          
Edinburgh Castle is built on the top of a high hill of solid rock and commands a wonderful view all around. In front of St. Margaret's Chapel, a very small but substantial building, rests the battered form of the great cannon “Mons Meg” believed to have been forged in 1845.—(To be continued.)
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Advertisements in Lighter Vein.

          
Encouraged by the endeavour of the Home railways to brighten their public announcements (says our London correspondent) a writer has come to the rescue with a series of up-to-date railway notices penned in lighter vein. Thus, in place of the time-honoured “Porters meet all trains, and convey travellers' luggage to the hotels free of charge,” the following is suggested:—

          

            
Our porters are a genial set,


            
It would be hard to beat 'em;


            
At sight of luggage how they sweat,


            
And trains, they rush to meet 'em.
          

          

            
They charge no fee for handling bags,


            
They'll take yours with a smile, Sir!


            
And for a couple, say, of fags,


            
They'll carry them a mile, Sir!
          

          
As warning to the passenger who may be tempted to overload the luggage rack, these lines are submitted:—

          

            
The subject of this canto


            
Is the rack that's overhead;


            
It deals with your portmanteau,


            
And your luggage there outspread.
          

          

            
This rack will only hold a ton


            
When comfortably stored;


            
So don't pile all your trousseau on,


            
Unless you're well insured.
          

          
Beneath this announcement, the trade advertising department might arrange for the exhibition, at top rates, of some such notice as this: “We insure against all accidents, such as falling trunks. Write to-day for prospectus.—The Elephant Assurance Company.”
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“Summer Dawn”

 (
England)
          
        

        

          
Awake! awake! now from the mist-wreath'd sea,


          
Apollo wanders with his torch of gold


          
To light the waiting hills, to wake the bee,


          
To bid the butterflies again unfold


          
Their beauty-painted wings to give delight


          
Unto a day new-born. The awaking rose


          
Disrobes the dew-mark'd mantle of repose


          
And bares her beauteous bosom to the light.


          
Now, one by one, the joy-fill'd skylarks rise


          
To chant proud praises round Apollo's throne:


          
And insects creep, and hosts of happy flies


          
The hunting swallows chase above the meres.


          
The poppies shake and shed their dewy tears


          
As pollen-seeking bees begin to drone.
          —

Samuel Hulme Bridgford.

 (
Decoration by Frederick Walter Perry.)
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By Those Who Like Us
        

        

          
The following is a copy of the resolution forwarded to the Railway Board by Mr. J. S. Diekson, Chairman of the Railways Committee of the House of Representatives:—

Resolved: That this Committee desires to record its great appreciation of the assistance rendered to the Committee by the members of the Railway Service representing their Department. And further desires that this resolution shall be recorded in the minutes of the Committee, and that the clerk be directed to prepare a copy to be forwarded to the Chairman of the Railway Board.


          
* * *

          
The Secretary of the Temuka Branch, New Zealand Farmers' Union, has written to the Rt. Hon. the Minister of Railways in the following appreciative terms:—

At the meeting of the Executive of this Branch, held recently, mention was made regarding the great improvement in recent years in the railway services, more particularly in the direction of the civility shown to the general public by the employees.

I was directed to write you in congratulatory terms, that you might know that your work has been appreciated in this quarter.


          
* * *

          
From Messrs. Wright, Stephenson and Company, Ltd., Christchurch, to the District Traffic Manager, Christchurch:—

We wish to express our appreciation of the assistance rendered to us by the Railway Department in Show Week. In our duties of supervising the transportation of the North Island stock exhibits to and from the Royal Show at this end we were greatly assisted by the attention received from both the transport office and Addington staff.


          
In connection with a school excursion run from Putaruru to Rotorua recently the Secretary of the Arapuni School Committee forwarded the following letter to the Stationmaster at Rotorua:—

Dear Sir,—On behalf or the Arapuni School Committee I have to thank you for your untiring efforts to make our school excursion a success. We had a most enjoyable day, and all arrangements (made by you) were carried out without a hitch or accident of any kind. This trip constitutes probably a record in the way of excursions as we have not been able to rake up a single complaint.

Again thanking you for your efforts on our behalf.


          

I remain, yours faithfully,



(Sgd.) 
Robert McEwan.



        

        

          
(A letter in a similar strain was forwarded by Mr. McEwan to the Stationmaster at Putaruru.—Ed.)

          
* * *

          
Tangible evidence of the benefit to be derived from the correspondence course of the Department's Training School at Wellington is contained in the following letter of appreciation from Gordon J. King, clerk, Timaru, to Mr. Bracefield, officer in charge of the school:—

I have just received advice that I have passed the senior examination for Grade 7 members, and would like to thank yourself and staff of the Training School for the help given me through your correspondence course. I would not have had a possible hope of passing the examination had it not been through the knowledge received while doing the lessons.

I would also like to thank you personally for the assistance given me when I was a student of the previous correspondence course issued from the Training School in Christchurch.

I wish you the greatest success possible for your efforts on behalf of all members.
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Safety First
        

        

          

Seek First Aid.

          
The importance of having cuts and similar injuries attended to immediately after their occurrence cannot be too frequently stressed. Many employees regard such injuries as of insufficient gravity to trouble about having them dressed. Neglect of this kind and wounds of a seriously septic nature, are very closely related. Avoid the septic wound by not failing to have cuts and scratches cleaned and dressed. Safety First and First Aid go together.

          
* * *

        

        

          

The Safety First Conception.

          
In a recent leading article in the London “Times” under the titls “Mental Banisters,” some important observations are made concerning the old proverb that “accidents will happen in the best regulated households” and that safety first attempts to prevent them are the outcome of counsels of perfection rather than of common sense. “That accidents” said the writer “in the great majority of cases, need not happen, and that no household or factory can be called well regulated in which accidents are at all frequent… has been shown as the result of painstaking labours in many fields of industry… Whereas accident prevention in the past has been concerned almost exclusively with mechanical means of saving men and women from themselves—for example, the banister of a stair—the new accident prevention aims at a change of heart. It seeks to implant in the mind of each individual exposed to risk a clear and permanent conception of that risk and a clear and permanent idea as to how that risk may be avoided. The worker so trained possesses mental ‘banisters’ and ‘guards.’”

          
“Accidents,” he concludes, “are ‘robbers of industry’ by reason not only of their cruel effect on their victims but also by reason of their evil influence on the whole body of workers and on … total output. It is certainly true that a sense of safety is a factor making for happiness and health and efficiency, while a sense of danger—and every industrial accident gives rise to a sense of danger, however vague, in the minds of all those employed—militates against human welfare and human work.”

          
* * *

        

        

          

Accidents and the Motor.

          
“According to the National Safety First Association of Great Britain (says ‘The Red Cross Courier’—published by the American National Red Cross), the number of motor car fatalities has doubled, keeping almost exact pace with the increase in the number of motor vehicles. In the United States, according to our own National Safety Council, the increase of motor fatalities has approximated 50 per cent, of the increase in the number of motor cars. In other words, there are about 22,000,000 motor vehicles in the United States and there were 23,000 fatalities in 1926, or one plus a fraction fatality per 1,000 vehicles. In Great Britain there are slightly over 1,000,000 motor vehicles. There were 4,346 fatalities in 1926, or more than four fatalities per 1,000 vehicles.”

          
The “Courier” attributes the wide difference in the motor accident figures of the two countries to the earlier recognition in America of the problem of the automobile and the general adoption of preventive measures.

          
* * *

        

        

          

            

The A B C of Safety.
          

          
Mr. H. W. Clapp, Chairman, Railways Commissioners, Victoria, recently brought under the notice of Victorian railwaymen the following Safety First Slogans:—

          

            
The A.B.C. of Safety—always be careful.


            
Use, don't lose, your head.


            
It is everybody's business to be careful.


            
Be wreck-less, not reckless.


            
Get Safety into vour svstem.
          

          
* * *

          

            
Of all the sad surprises


            
There's nothing to compare,


            
With treading in the darkness


            
On a step that isn't there.
            (L. & N.E. Magazine.)
          

          


          

            

[image: Safety in Train Operating. Illustrating a Dangerous Practice in Shunting Yards. The safe way is for drivers to give adequate warning before opening cylinder cocks, and for shunters to walk round—never through—escaping steam.]
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Tools of Steel.

 (
Part IV.)
          
        

        

By 

H. E. Childs, Workshops Machinery Inspector.

        

          

“A wise man changes his mind often; a fool never.”—
Carlyle
.


          

If every turner and machinist was allowed to design the tools he uses such a multiplicity of fancy and useless shapes would result, that inefficiency, with all its attendant evils, would be inevitable.

          
The Production Engineer has long since realised this truth, hence, in every modern machine-shop the adoption of what is termed “Standard Tools” is universal.

        

        

          
What are “Standard Tools?”

          
A standard tool does not necessarily imply a definitely fixed and unalterable shape, but a range of tools fashioned to meet the full requirements of the work involved.

          
A first year apprentice knows that it would be mid-summer madness to attempt to use, on mild steel, a tool designed for brass. He knows, or should know, that to get the best results the metal to be machined and the nature of the operation, are the factors that determine the variations that comprise a set of standard tools.

          

            

[image: New Goods Sheds (looking east) at Auckland.]
New Goods Sheds (looking east) at Auckland.


          

          
In average workshop practice, two, three and sometimes four, variations are included in a make-up. This make-up is of a standard profile, but the rake of the top face, the radius of the cutting point, the incline of the cutting edge to the tool shank and the clearance of the cutting sides, are varied to suit the machine, the material to be machined plus the depth of cut and the desired feed. None of these variables need affect the decision to lay down certain standards, as they only influence and relate to a flexibility that is selected to meet the everyday workshop requirements.

        

        

          
Useful Definitions of Tool Parts.

          
The 
Base, is the side of the shank which rests against the tool support that takes the pressure of the cut.

          
The 
Tap Face, is that part of the tool which takes the friction of the chip as it is cut from the material.

          
The 
Rake, is the angle at which the top face is presented to the material. It is usually a combination of side and front cutting angle (the knife and parting tools being the exceptions, although one has front and the other side clearance).

          
The 
Profile, is the plan when looking down at the top face. It is determined by the combination of the side and front angles of the cutting edges.

          
The 
Clearance, is that part of the tool nose that is ground away to prevent rubbing on the material whilst cutting. If measured from the nose it is called “front clearance,” but if from the side, “side clearance.”

          
The 
Radius, is the amount of curve or corner between the front and side angles round the cutting edge or point.

        

        

          
High Speed v. Carbon Steel.

          
In the heavy machine shops (on tough and high tensile metals) high speed steel is supreme, and no workshop manager would tolerate the use of carbon steel. Where soft metals are machined, carbon steel not only holds its own but is essential to output, lower steel costs, and high-class finish. This is due to the fact that no high speed steel reaches the same test of hardness that can be obtained and maintained with carbon steel (subject to the material being kept at a low temperature).

          
In large brass machine shops, where articles require a high finish prior to lacquering, or bronzing and polishing on the buff, all such work is machined very, smoothly, wrapt in tissue paper, and sent direct to the lacquering shop. The tools used on this class of highly finished work are called “Planning Tools,” and are made exclusively of carbon steel.

          
These same tools, after being ground to the required shape, are finished off on a smooth oilstone, and when correctly finished they produce a polished mirror-like surface on the work that



only an expert can detect from the machine mop and buff finish.

        

        

          
Forging and Grinding of Tools.

          
It is sometimes claimed that tools should be forged, and that the cutting properties are enhanced thereby. This was possibly true half a century ago, but it is most certainly not true to-day.

          
Modern tool steel, if subjected to uncertain temperatures and hammering at heats under or above certain limits, loses its most essential properties. Strict obedience to the manufacturer's instructions is the only sure means of obtaining the best results. Forging in some instances cannot be avoided; but the modern method of grinding, which covers a very large range of tools, is the desirable method. Experience has conclusively proved that intelligent grinding has no deleterious effect on high-speed steel.

        

        

          
Don'ts When Grinding.

          
Don't try to save time by using an untrue wheel.

          
Don't try to cut with a loaded wheel—a loaded wheel does not cut, but burns off the steel by friction, and surface cracks result.

          
Don't try to economise with the water service when grinding a hardened tool. It is often better to use no cooling agent than to use it too sparingly.

          
Don't take too heavy a cut; a grinding wheel is essentially a cutting tool, and has working limitations.

          
Don't use a dirty cooling agent; such glazes and loads the wheel.

          
Don't run a wheel above 6,000 feet per minute—glazing will result.

          
Don't run a wheel below 4,500 feet per minute—the wear on the wheel will be out of all proportion to the metal removed.

          
Don't force a glazed or loaded wheel—it will break. (To be continued.)
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Palmerston North Deviation-Steam-Shovel at Work.
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Theory of Combustion.
        

        

          
(By 

W. C. Bishop, M.I.Mech.E., M.Inst.T., Gold Medallist of Institute of Transport, Mechanical Superintendent South African Railways.)
        

        

          

In order to fire an engine properly the fireman need not necessarily know anything about the theory of combustion. He may have learned to apply the principles without knowing the reason for so doing. In fact many first rate firemen do not understand anything about these principles. There are, however, certain fundamental facts that should be borne in mind when endeavouring to explain to firemen the necessity of doing certain things to get proper results. To produce heat in a locomotive firebox three conditions are necessary—and only three.

          
First. There must be a supply of coal.

          
Second. There must be a plentiful supply of air.

          
Third. The air and the coal 
must be brought together at a temperature at which they will burn.

          
Although through long experience a good fireman acts in a very skilful manner, it is certain that an intelligent knowledge of the theory of combustion will secure better results. Every driver and fireman should pay great attention to the study of combustion and endeavour to appreciate what is taking place in the firebox, tubes and smokebox.

          
Every fireman is aware that the air passing through the damper doors and firebars causes rapid combustion of the heated fuel, that gases are given off which are burned by mixing with the air that comes through the firehole door. He is also aware that in this way heat is produced which is passed to the water in the boiler through the firebox sheets and through the tubes, and that the heating of the water produces steam.

          
Now a man who wishes to become a good engineman will not rest here. He will seek to understand what is taking place when coal is shovelled into the firebox. It is in the interest of fuel economy that supervising officers should help the staff to grasp the essential facts of the theory of combustion. We will endeavour to show what combustion is, and what goes on in the firebox, and the best methods to be adopted by the fireman to get the best results.

        

        

          
Combustion Visualised.

          
The steam locomotive is a heat engine—heat being its one and only source of power. The theory of combustion is the understanding of heat generation and transfer.

          
Combustion is a chemical combination or reacting that produces heat, and heat is a form of energy due to molecular vibration or motion.

          
To understand this we must try and get a mental vision of the processes of chemical combination and we must be able to picture a structure of matter that is capable of molecular vibration. We will endeavour to do this as simply as possible.

        

        

          
Coal as a Fuel.

          
We already know that coal consists of fixed carbon, volatile matter, moisture and ash.

          
The term “fixed” carbon is used to distinguish that part of the carbon that remains unmixed, chemically, with any other substance from the carbon that is contained in the volatile matter in chemical combination with hydrogen. These mixtures of hydrogen and carbon contained in the volatile matter are known as hydro-carbon; which, when the coal is heated, is driven off in the form of a gas, or of a semiliquid tarry substance.

          
Carbon is the chief constituent of coal. If a piece of wood is charred, partially burnt or heated in a retort, it is converted into charcoal which consists almost entirely of carbon. Carbon is also produced by lighting a match.

          
The moisture or water in coal is made up of hydrogen and oxygen. The ash usually contains some of the clinker and honeycomb forming elements, sulphur and iron, which is so often a source of trouble to the fireman. In addition there may be chemical compounds known as the “oxides” of silica, aluminium, calcium and magnesium.

          
Carbon and hydrogen are the “fuel” elements contained in coal, or any other form of fuel. Sulphur has a low heat value and is an undesirable impurity. The chemical combination of the fuel elements—carbon and hydrogen, with oxygen from the air, is called combustion, and combustion results in changing chemical energy into a form of energy which we know as heat.

          
All this does not, however, make the “how” and “why” of combustion and heat clear.

          
A body will burn and give out heat when it unites with oxygen. This is what the carbon in coal does when burnt in a firebox. The oxygen is supplied by the air which is a mixture of 23 parts oxygen and 77 parts nitrogen in every 100 parts by weight.

          


          
The nitrogen takes no part in combustion. Combustion is known as a chemical combination, but the cause of chemical combination has always been, and still is, more or less a mystery. Any explanation of the mechanism of combustion is therefore not only rather difficult to make but is also open to question.

          
When carbon burns combustion can take place in two ways. Combustion takes place by the uniting together of very minute particles or “atoms” of substances. These minute particles have different weights—each carbon atom weighs 12 and each oxygen atom 16, as compared with the atom of hydrogen (the lightest known substance)—the weight index figure of the latter being taken as 1.

          
In the incomplete combustion of carbon, each atom unites with one atom of oxygen and the product is carbon monoxide. In the complete combustion two atoms of oxygen combine with one atom of carbon and this is called carbon dioxide.

          

            

[image: If sufficient air is supplied the carbon will be burnt to carbon dioxide gas at the bottom of the box; if insufficient air is supplied it will be immediately burnt to carbon monoxide gas, the complete combustion of the fuel taking place, in the latter case, above the fire.]
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If there is a plentiful supply of air 12 parts by weight of carbon will unite with 32 parts by weight of oxygen and a non-inflammable gas called carbon dioxide is produced. (Complete combustion).

          
If the supply of air be limited, only half this amount of oxygen may be taken up and carbon monoxide will be formed which is inflammable and capable of taking up more oxygen to form carbon dioxide.

          
This is how to consider it:—

          

	
              
Weight Carbon = 12.

            

	
              
Weight Oxygen = 16.

            


        

        

          
Incomplete Combustion.

          

	
              
Carbon = 12 parts by weight

            

	
              
unites with oxygen = 16 parts by weight

            


          
forming carbon monoxide = 28 parts by weight. This gives off only 3–10ths of the heat in the fuel. Now we know 2 atoms of oxygen are required to complete combustion with one atom of carbon bring in more air, and you get—

          

	
              
carbon monoxide = 28 parts by weight

            

	
              
unites with oxygen = 16 parts by weight

            

	
              
44 parts by weight

            


          
which gives off the remaining 7–10ths of the heat in the fuel.

        

        

          
Complete Combustion.

          
Carbon = 12 parts by weight, uniting with, two atoms of oxygen = 32 parts by weight, forming carbon dioxide = 44 parts by weight, which releases all the heat contained in the fuel. In burning to carbon-monoxide, carbon gives out only 3–10ths as much heat as it does in completely burning to carbon-dioxide and therefore if, through not admitting enough air through the firehole door, carbon dioxide only is formed, about 7–10ths of the heat is lost, or about 7 lbs. of coal out of every 10 consumed in this way are wasted. Young firemen who like to fill the firebox with green coal then close the firehole door and sit down, think of this!

          
Heat can also be wasted by admitting too much air; this will be explained later on. (See remarks under Nitrogen). To completely burn 1lb. of carbon the two 2–3rd lbs. of oxygen contained in 121bs. of air are required, and this air, at the ordinary temperature, would measure about 156 cubic feet about 12½ foot square.

          
We have already pointed out that coal does not wholly consist of carbon. The best coal has about 80 per cent, carbon, the remainder consisting of hydrogen, nitrogen, sulphur, ash and water.

          
The hydrogen is partly united to the oxygen and these together are given off as water vapour when the coal is burnt. Another portion of the hydrogen is given off in the form of hydrocarbon vapours and this produces the luminous flames. When the boiler is being fired without the blower on, or without the exhaust steam discharge, the hydrocarbons can be seen coming from the chimney as a yellowish smoke.

          
At the high temperature of the firebox, when running, these hydrocarbons are inclined to split up into carbon and hydrogen and if sufficient oxygen is not present to completely burn the carbon, some of it escapes unburnt, causing a black smoke. This is waste of coal and money. A good fireman does not allow his smoke stack to belch forth black smoke, a poor or lazy fireman does.

          
If properly burnt, both the carbon and the hydrogen unite with the oxygen of the air, the former in the manner described above and the



latter forming water which passes off in the form of steam. (See fig. 2.)

          
The heat given off by hydrogen in burning is much greater than that given off by an equal weight of carbon, but the amount of hydrogen in coal is small and some is already united with the oxygen in the coal and therefore gives out little or no heat when the coal is burnt.

        

        

          
Sulphur Ash and Clinker.

          
The sulphur in coal is usually united with iron in the iron pyrites. The sulphur burns out but the iron is left behind and tends to run together forming clinker. Clinker, of course, as all firemen know, spreads across the fire-bars and if not removed prevents the air from passing up through the fire-grate, and steam is not produced. Some coals do not clinker, but fall into the ashpan in a state of powder. This ash is of an earthy nature and consists principally of silica, aluminium, calcium and magnesium.

        

        

          
Nitrogen.

          
The nitrogen in coal is very small and plays no part in combustion; it passes up the smoke stack when the coal is burnt carrying with it some heat.

          
Of great importance is the large volume of nitrogen which has to pass through the fire-box in the air required to burn the coal. This will be understood when you remember that to burn 1lb of coal requires 12 lbs of air of which 9 lbs is nitrogen.
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Fig. 2
              


          

          
This nitrogen does not itself burn, but it reduces the rate of combustion and having to be heated up with the other gases in the firebox it absorbs a lot of heat in doing it, and of course this is waste.

          
The temperature at which the gases leave the smoke stack is often over 800 deg. F. and to heat 9lbs of nitrogen to this temperature will take about 1–9th of a lb of coal.

          
You will see then how necessary it is that only the amount of air required for burning the fuel is allowed to pass through the firehole and damper doors owing to the loss arising from the heat carried away by any superfluous air which may be drawn in.

        

        

          
Moisture in Coal.

          
All coals contain water which has to be evaporated in the firebox and converted into steam. This carries away useful heat. It has been proved that 1–25th part of the total heat given out by coal in burning may be carried away in the steam formed by the evaporation of the water contained in the coal and that formed by the combustion of the hydrogen.

          
The presence of water, volatile hydrocarbon and earthy matter mechanically mixed in with the fixed carbon, accounts for the ease with which a lump of coal disintegrates and breaks up into smaller pieces when heated.

          
(To be continued.).
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In order to fire an engine properly the fireman need not necessarily know anything about the theory of combustion. He may have learned to apply the principles without knowing the reason for so doing. In fact many first rate firemen do not understand anything about these principles. There are, however, certain fundamental facts that should be borne in mind when endeavouring to explain to firemen the necessity of doing certain things to get proper results. To produce heat in a locomotive firebox three conditions are necessary—and only three.

          
First. There must be a supply of coal.

          
Second. There must be a plentiful supply of air.

          
Third. The air and the coal 
must be brought together at a temperature at which they will burn.

          
Although through long experience a good fireman acts in a very skilful manner, it is certain that an intelligent knowledge of the theory of combustion will secure better results. Every driver and fireman should pay great attention to the study of combustion and endeavour to appreciate what is taking place in the firebox, tubes and smokebox.

          
Every fireman is aware that the air passing through the damper doors and firebars causes rapid combustion of the heated fuel, that gases are given off which are burned by mixing with the air that comes through the firehole door. He is also aware that in this way heat is produced which is passed to the water in the boiler through the firebox sheets and through the tubes, and that the heating of the water produces steam.

          
Now a man who wishes to become a good engineman will not rest here. He will seek to understand what is taking place when coal is shovelled into the firebox. It is in the interest of fuel economy that supervising officers should help the staff to grasp the essential facts of the theory of combustion. We will endeavour to show what combustion is, and what goes on in the firebox, and the best methods to be adopted by the fireman to get the best results.
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Combustion Visualised.

          
The steam locomotive is a heat engine—heat being its one and only source of power. The theory of combustion is the understanding of heat generation and transfer.

          
Combustion is a chemical combination or reacting that produces heat, and heat is a form of energy due to molecular vibration or motion.

          
To understand this we must try and get a mental vision of the processes of chemical combination and we must be able to picture a structure of matter that is capable of molecular vibration. We will endeavour to do this as simply as possible.
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Coal as a Fuel.

          
We already know that coal consists of fixed carbon, volatile matter, moisture and ash.

          
The term “fixed” carbon is used to distinguish that part of the carbon that remains unmixed, chemically, with any other substance from the carbon that is contained in the volatile matter in chemical combination with hydrogen. These mixtures of hydrogen and carbon contained in the volatile matter are known as hydro-carbon; which, when the coal is heated, is driven off in the form of a gas, or of a semiliquid tarry substance.

          
Carbon is the chief constituent of coal. If a piece of wood is charred, partially burnt or heated in a retort, it is converted into charcoal which consists almost entirely of carbon. Carbon is also produced by lighting a match.

          
The moisture or water in coal is made up of hydrogen and oxygen. The ash usually contains some of the clinker and honeycomb forming elements, sulphur and iron, which is so often a source of trouble to the fireman. In addition there may be chemical compounds known as the “oxides” of silica, aluminium, calcium and magnesium.

          
Carbon and hydrogen are the “fuel” elements contained in coal, or any other form of fuel. Sulphur has a low heat value and is an undesirable impurity. The chemical combination of the fuel elements—carbon and hydrogen, with oxygen from the air, is called combustion, and combustion results in changing chemical energy into a form of energy which we know as heat.

          
All this does not, however, make the “how” and “why” of combustion and heat clear.

          
A body will burn and give out heat when it unites with oxygen. This is what the carbon in coal does when burnt in a firebox. The oxygen is supplied by the air which is a mixture of 23 parts oxygen and 77 parts nitrogen in every 100 parts by weight.

          


          
The nitrogen takes no part in combustion. Combustion is known as a chemical combination, but the cause of chemical combination has always been, and still is, more or less a mystery. Any explanation of the mechanism of combustion is therefore not only rather difficult to make but is also open to question.

          
When carbon burns combustion can take place in two ways. Combustion takes place by the uniting together of very minute particles or “atoms” of substances. These minute particles have different weights—each carbon atom weighs 12 and each oxygen atom 16, as compared with the atom of hydrogen (the lightest known substance)—the weight index figure of the latter being taken as 1.

          
In the incomplete combustion of carbon, each atom unites with one atom of oxygen and the product is carbon monoxide. In the complete combustion two atoms of oxygen combine with one atom of carbon and this is called carbon dioxide.
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If there is a plentiful supply of air 12 parts by weight of carbon will unite with 32 parts by weight of oxygen and a non-inflammable gas called carbon dioxide is produced. (Complete combustion).

          
If the supply of air be limited, only half this amount of oxygen may be taken up and carbon monoxide will be formed which is inflammable and capable of taking up more oxygen to form carbon dioxide.

          
This is how to consider it:—

          

	
              
Weight Carbon = 12.

            

	
              
Weight Oxygen = 16.
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Incomplete Combustion.

          

	
              
Carbon = 12 parts by weight

            

	
              
unites with oxygen = 16 parts by weight

            


          
forming carbon monoxide = 28 parts by weight. This gives off only 3–10ths of the heat in the fuel. Now we know 2 atoms of oxygen are required to complete combustion with one atom of carbon bring in more air, and you get—

          

	
              
carbon monoxide = 28 parts by weight

            

	
              
unites with oxygen = 16 parts by weight

            

	
              
44 parts by weight

            


          
which gives off the remaining 7–10ths of the heat in the fuel.
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Complete Combustion.

          
Carbon = 12 parts by weight, uniting with, two atoms of oxygen = 32 parts by weight, forming carbon dioxide = 44 parts by weight, which releases all the heat contained in the fuel. In burning to carbon-monoxide, carbon gives out only 3–10ths as much heat as it does in completely burning to carbon-dioxide and therefore if, through not admitting enough air through the firehole door, carbon dioxide only is formed, about 7–10ths of the heat is lost, or about 7 lbs. of coal out of every 10 consumed in this way are wasted. Young firemen who like to fill the firebox with green coal then close the firehole door and sit down, think of this!

          
Heat can also be wasted by admitting too much air; this will be explained later on. (See remarks under Nitrogen). To completely burn 1lb. of carbon the two 2–3rd lbs. of oxygen contained in 121bs. of air are required, and this air, at the ordinary temperature, would measure about 156 cubic feet about 12½ foot square.

          
We have already pointed out that coal does not wholly consist of carbon. The best coal has about 80 per cent, carbon, the remainder consisting of hydrogen, nitrogen, sulphur, ash and water.

          
The hydrogen is partly united to the oxygen and these together are given off as water vapour when the coal is burnt. Another portion of the hydrogen is given off in the form of hydrocarbon vapours and this produces the luminous flames. When the boiler is being fired without the blower on, or without the exhaust steam discharge, the hydrocarbons can be seen coming from the chimney as a yellowish smoke.

          
At the high temperature of the firebox, when running, these hydrocarbons are inclined to split up into carbon and hydrogen and if sufficient oxygen is not present to completely burn the carbon, some of it escapes unburnt, causing a black smoke. This is waste of coal and money. A good fireman does not allow his smoke stack to belch forth black smoke, a poor or lazy fireman does.

          
If properly burnt, both the carbon and the hydrogen unite with the oxygen of the air, the former in the manner described above and the



latter forming water which passes off in the form of steam. (See fig. 2.)

          
The heat given off by hydrogen in burning is much greater than that given off by an equal weight of carbon, but the amount of hydrogen in coal is small and some is already united with the oxygen in the coal and therefore gives out little or no heat when the coal is burnt.
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Sulphur Ash and Clinker.

          
The sulphur in coal is usually united with iron in the iron pyrites. The sulphur burns out but the iron is left behind and tends to run together forming clinker. Clinker, of course, as all firemen know, spreads across the fire-bars and if not removed prevents the air from passing up through the fire-grate, and steam is not produced. Some coals do not clinker, but fall into the ashpan in a state of powder. This ash is of an earthy nature and consists principally of silica, aluminium, calcium and magnesium.
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Nitrogen.

          
The nitrogen in coal is very small and plays no part in combustion; it passes up the smoke stack when the coal is burnt carrying with it some heat.

          
Of great importance is the large volume of nitrogen which has to pass through the fire-box in the air required to burn the coal. This will be understood when you remember that to burn 1lb of coal requires 12 lbs of air of which 9 lbs is nitrogen.
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Fig. 2
              


          

          
This nitrogen does not itself burn, but it reduces the rate of combustion and having to be heated up with the other gases in the firebox it absorbs a lot of heat in doing it, and of course this is waste.

          
The temperature at which the gases leave the smoke stack is often over 800 deg. F. and to heat 9lbs of nitrogen to this temperature will take about 1–9th of a lb of coal.

          
You will see then how necessary it is that only the amount of air required for burning the fuel is allowed to pass through the firehole and damper doors owing to the loss arising from the heat carried away by any superfluous air which may be drawn in.
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Moisture in Coal.

          
All coals contain water which has to be evaporated in the firebox and converted into steam. This carries away useful heat. It has been proved that 1–25th part of the total heat given out by coal in burning may be carried away in the steam formed by the evaporation of the water contained in the coal and that formed by the combustion of the hydrogen.

          
The presence of water, volatile hydrocarbon and earthy matter mechanically mixed in with the fixed carbon, accounts for the ease with which a lump of coal disintegrates and breaks up into smaller pieces when heated.

          
(To be continued.).
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Protection of Petrol Tank Wagons.

        

The provision of up-to-date appliances at main shipping ports for the acceptance of petrol and motor spirits in bulk from oil tankers has revolutionised the methods of local delivery and rail transportation of this class of traffic. It has brought, also, new responsibilities to the Railways, and the following general advice regarding the handling of this traffic is published in the interests of safe working.

        
The special class “Uc” railway tank wagons now in use are constructed with a view to minimising the risks necessarily attendant on the carriage of any dangerous or combustible goods and ordinarily they provide a sufficient degree of safety. In certain circumstances, however, as in the case of leaky or defective wagons, it is of vital importance that each member of the state should be conversant with the special regulations which have been drafted in connection with the introduction of the new type of wagon.
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Group at Christchurch Transport Office.



Front Row (
left to right)—Messrs S. Simpson, W. E. McKay (O.I.G), and D. A. Watson.



Back Row—Messrs P. C. Fitzgerald, R. V. Fredric, D. J. Mackintosh, and T. S. Jackson.


        

        
It is important to remember that the tank wagons are equally dangerous, whether loaded or empty, and the same degree of care in handling is necessary in either case. The wagons should be run as nearly as possible in the middle of trains; in the case of mixed trains they require to be separated from the engine by at least three vehicles, and from carriages by five vehicles.

        
Tank wagons need special care during shunting operations, particular attention being paid to clearances, and anything in the nature of rough shunting is to be avoided. Hot axle boxes require to be carefully watched for, and attended to, at the earliest possible moment.

        
The filling and emptying of the wagons may only be carried out in daylight—during such operations, engines or naked lights must not be brought within fifty feet of the wagons.

        
The vapour given off by petrol or motor spirits is a heavy, inflammable gas, and when mixed with air under certain conditions forms a high explosive. It is possible, particularly in calm weather and sheltered positions, for this vapour to gather and remain for some time as a concentrated layer or “pocket” in the atmosphere. Even the slightest leak of vapour from either an empty or a full tank wagon spells danger. If there is any smell of vapour fumes in the proximity of tank wagons immediate steps should be taken to ensure that no light or flame is permitted to approach it. A trail of petrol will, if ignited; carry fire to the origin of the leak—the wagon itself. In such cases an effective means of staying the progress of the fiery trail is to cover sections of the liquid with earth or sand. Petrol-fed fires cannot be quenched by water, but may be extinguished by beating with wet sacks or by throwing sand on the blaze with a fanning motion. Small fires on or about tank wagons are not necessarily an immediate source of danger, and it would be quite safe to approach such fires and endeavour to extinguish them.

        
Should a petrol wagon be damaged in such a way as to cause a bad leakage, steps should immediately be taken to localise the spread of the fluid by either damning it as it collects and covering with earth or sand, or by digging holes into which it will flow. Care should be taken to avoid allowing the escaping fluid to drain into sewers or streams, as the vapours may thus be carried to distant parts and there ignited.

        
The ordinary hand signal lamp carries an open flame and should therefore not be used in the vicinity of any leakage of petrol or vapour; when the provision of a light is necessary, an electric torch or safety lamp should be used.

        
“When tank wagons are found to be leaking, or are damaged in such manner that they may be considered dangerous, the nearest official of the oil company owning the wagon should be communicated with; where possible, his expert assistance or advice should be obtained in dealing with the situation. In all such cases, steps require to be taken to prevent the approach of onlookers.
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Helping the Business Man.


Timely Information Brings Wonderful Results.


A Goods Agent's Haul.

        

Telling evidence of the power of personal interest in the transport problems of business houses is furnished in the following report forwarded by the Goods Agent at Wellington.

        
The report is here reproduced in full as an example of what can be done to help business people in the disposal of their freight and to secure their good-will by efficient service. The whole episode is typical of the kind of cooperation between Department and public which has of late years assisted to bring about the great expansion of our goods traffic.

        
I forward herewith (writes Mr. E. J. Lezard) a letter of appreciation received from Messrs. Nimmo and Sons, relative to a large consignment of pianos, player pianos, gramophones and records, railed from Wellington to New Plymouth.


        
Messrs. Nimmo enquired whether we could quote them a cut rate for the whole consignment if forwarded by rail, as they understood freight charges would be much less by sea, and it was their intention to forward by steamer.


        
I made a personal visit to the firm, ascertained the measurement of the goods, and by a careful estimate of the weight, was able to point out that even at our class “A” rate the firm would save approximately £15 by having goods carried by weight on rail as compared with water carriage which is based on measurement. Our rapid transport system and better handling was also featured, with the result the business was immediately secured.


        
Advantage was taken of the opportunity to emphasise the fact that the same excellent facilities are available at all times for all classes of business, and with the additional assurance that our staff was anxious to assist the business community, the whole of this firm's business has since been forwarded by rail to New Plymouth and other stations, including Palmerston North.


        
When speaking to Mr. R. H. Nimmo subsequently, he stated as his opinion that the Department was too modest in advertising its facilities, and that loss of business and the failure to gain new business could be largely attributed to lack of knowledge on the part of traders of the excellent service at their disposal. Mr. Nimmo urged that propaganda work would be advantageous to the Department and appreciated by the various firms and public generally, adding that if the Department cared to make use of his letter for this purpose, by publishing it in the monthly magazine, also bringing it under the notice of the Honourable the Minister of Railways, he would feel very pleased.


        
The communication from Messrs. Nimmo and Sons reads as follows:—

Our firm recently opened a branch of its business in New Plymouth, and the initial stock sent from Wellington by railway included two truck loads of pianos and player pianos, and one truck load of gramophones and gramophone records. The handling of these goods required the utmost care, because the mechanism of a player piano is easily affected adversely and gramophone records are very fragile, and it says much for your Department when we are able to report that all our goods arrived at their destination without a breakage, scratch, or any other evidence of transport handling. That is all the more commendable, when the fact that our goods require special care is taken into consideration.

We desire to assure you of our sincere appreciation of the careful transport of our goods, which care has also been manifest in subsequent business. Furthermore, it has been most gratifying to experience the willing co-operation of the members of the staff of your Department, and their keen desire to meet us in all matters is indeed laudable. Every member has been ever ready to help to facilitate and expedite all transport, and the co-operation and advice of your good self do we especially appreciate.

We thank you for your continual willingness to assist us to the best of your ability, and for the fact that you have been ever ready to place your services at our disposal.

We have recognised and have been much impressed with the grasp which you have on the problems confronting merchants in relation to these days of modern transport, and consider that the Railway Department should leave no stone unturned in the endeavour to advise the business community that such officials as yourself are available to advise and co-operate in matters affecting finance and transport.
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Of Feminine Interest

        

          

Fashion Notes.

          
Perfectly plain coats of cloth bound with braid will have a tremendous vogue this season. They appeal by their clean cut out-line.

        

        

          

Girls.

          
Study your deportment most assiduously. Never walk carelessly, but keep your body erect, breathing deeply with your chest while you walk. By carrying some light object on your head you will acquire a grace and supplement of body only too rarely seen nowadays, but which is always most attractive. It is also most helpful in games requiring agility. (New Health Journal.)

        

        

          

Sandwiches.

          
Whether for the picnic basket or the tea table, a daintily cut sandwich is always sure of a hearty welcome. White, brown, wholemeal and malt bread all make delicious sandwiches when used with appropriate “fillings.” If the butter is hard it should be creamed to a smooth paste, a process made easier by the addition of a few drops of boiling water; and too much emphasis cannot be laid on the necessity for flavouring sandwich fillings so that they have a crisp, refreshing taste. In making meat or fish sandwiches it is always best to mince or flake the mixture, being careful to remove all fat, gristle, or bones. It should then be blended with sufficient white sauce or mayonnaise dressing to make it smooth and easy to spread, while extra flavouring can be given by a few drops of tomato sauce, a little grated parsley, a suspicion of finely chopped celery, or a tiny quainty of made mustard. In the case of egg or cheese sandwiches, the mixture should be of thick, creamy consistency, neither too stiff nor yet wet and “runny”; while mixtures containing grated nuts, dried preserved fruits, crystallised ginger or chopped celery, are always nicest if mixed with a little whipped cream or mayonnaise, as this prevents their being too dry. Sandwiches made with fresh fruit, cucumber, asparagus, or tomato, should always be made at the last moment.

        

        

          

Recipes.


Banana Souffle.

          
Ingredients: One dozen bananas, one pint of boiled custard, sugar and ginger.

          
Method: Peel and slice up some ripe bananas and lay them in a glass dish, sprinkle with sugar, and cover over for an hour. Make a boiled custard with a pint of milk and the yolk of two or three eggs, flavour with ginger and sugar, and when cold pour it over the bananas. Whip the whites of the eggs to a stiff froth and pile roughly on top; sprinkle with sugar, and serve cold.

          
* * *

        

        

          

Pineapple Lemonade.

          
Pineapple lemonade is deliciously refreshing on a hot day. To make it, boil together with one cup of granulated sugar and one cup of water until it spins a thread. Add to this the juice of two lemons and one cup of juice drained from canned pineapples. When ready to serve add water and sugar to taste.

          
* * *

        

        

          
Strawberry Cool Drink.

          
Strawberry water is a delicious drink that is easily made in strawberry season. Crush one cup of ripe hulled strawberries, mixing with the pulp one-fourth pound of powdered sugar and half a pint of cold water. Rub the mixture through a fine sieve. Add the juice of one large lemon and one and one-half pints of cold water. Mix well before serving.
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Fashion Notes.

          
Perfectly plain coats of cloth bound with braid will have a tremendous vogue this season. They appeal by their clean cut out-line.
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Girls.

          
Study your deportment most assiduously. Never walk carelessly, but keep your body erect, breathing deeply with your chest while you walk. By carrying some light object on your head you will acquire a grace and supplement of body only too rarely seen nowadays, but which is always most attractive. It is also most helpful in games requiring agility. (New Health Journal.)
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Sandwiches.

          
Whether for the picnic basket or the tea table, a daintily cut sandwich is always sure of a hearty welcome. White, brown, wholemeal and malt bread all make delicious sandwiches when used with appropriate “fillings.” If the butter is hard it should be creamed to a smooth paste, a process made easier by the addition of a few drops of boiling water; and too much emphasis cannot be laid on the necessity for flavouring sandwich fillings so that they have a crisp, refreshing taste. In making meat or fish sandwiches it is always best to mince or flake the mixture, being careful to remove all fat, gristle, or bones. It should then be blended with sufficient white sauce or mayonnaise dressing to make it smooth and easy to spread, while extra flavouring can be given by a few drops of tomato sauce, a little grated parsley, a suspicion of finely chopped celery, or a tiny quainty of made mustard. In the case of egg or cheese sandwiches, the mixture should be of thick, creamy consistency, neither too stiff nor yet wet and “runny”; while mixtures containing grated nuts, dried preserved fruits, crystallised ginger or chopped celery, are always nicest if mixed with a little whipped cream or mayonnaise, as this prevents their being too dry. Sandwiches made with fresh fruit, cucumber, asparagus, or tomato, should always be made at the last moment.
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Recipes.


Banana Souffle.

          
Ingredients: One dozen bananas, one pint of boiled custard, sugar and ginger.

          
Method: Peel and slice up some ripe bananas and lay them in a glass dish, sprinkle with sugar, and cover over for an hour. Make a boiled custard with a pint of milk and the yolk of two or three eggs, flavour with ginger and sugar, and when cold pour it over the bananas. Whip the whites of the eggs to a stiff froth and pile roughly on top; sprinkle with sugar, and serve cold.

          
* * *
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Pineapple Lemonade.

          
Pineapple lemonade is deliciously refreshing on a hot day. To make it, boil together with one cup of granulated sugar and one cup of water until it spins a thread. Add to this the juice of two lemons and one cup of juice drained from canned pineapples. When ready to serve add water and sugar to taste.

          
* * *
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Strawberry Cool Drink.

          
Strawberry water is a delicious drink that is easily made in strawberry season. Crush one cup of ripe hulled strawberries, mixing with the pulp one-fourth pound of powdered sugar and half a pint of cold water. Rub the mixture through a fine sieve. Add the juice of one large lemon and one and one-half pints of cold water. Mix well before serving.
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The Lathe.
        

        

          
(By 

J. R. Hambleton, Turner, N.Z.R., Hillside Workshops.)
        

        

When we come to closely observe the new machinery which is now being installed in our Railway Workshops, we must, naturally, fall into a reflective turn of mind.

        
Of course each individual observer may differ somewhat in his opinion of such a drastic change, but there are some viewpoints upon which we must be unanimous.

        
In the first place we must now realise how obsolete the old machinery has become, and I am afraid that we ourselves have got a little behind the times also. We cannot help admiring these wonderful products of the world's best engineering brains and skill, and perhaps feel that in view of such rapid progress we may soon, like Othello, find our occupation gone. We also must realise the growing importance of the machine-man, because, to a large extent, the efficiency of a machine depends upon the ability of its operator.

        

          

[image: ]
        

        
We observe also what an enormous task it must have been, and what a wide and varied technical knowledge was necessary in choosing the most suitable machines and power units for the work required of them and further, we are exceedingly pleased to note that “British make” predominates.

        
We owe a great deal to our advancement in the manufacture of machinery and its consequent products, and this same industry will still continue to be not the least important factor in our future national progress.

        
But my chief purpose is to deal with what seems to me to be, in its crudest form, the fore-lunner of the majority of the machines which we see in our workshops to-day—The Lathe. Now, it would no doubt be very interesting if we could trace, step by step, the evolution of this highly important tool right back from its origin up to its present form, or rather forms. This is hardly possible with the meagre data which we have at our disposal, nor can we be certain of the exact date of the construction of the first lathe. We do know that the art of turning dates from a very early period; but, unfortunately, the time of the actual beginning is very obscure. Pliny, the Roman historian, names Theodorus of Samos, about 560 B.C., as the inventor, but one might agree with those who are of the opinion that the Potter's Wheel was the earliest form of such a machine. It certainly is not very difficult to discern the similarity of the latter to a modern vertical lathe, the wheel representing the chuck, or face plate, the clay the work to be operated upon, and the potter's hands—assisted by his crude wooden instruments—the tools. From very old relics which have been found in the Holy Land and in Egypt, we know that the art of making pottery by means of a wheel must have been practised in very ancient times. The Good Book makes reference to Tubal Cain as a worker in brass and iron, and we can feel safe in assuming that a lathe of some sort would have been of material assistance to this ancient and clever craftsman.

        
Long, long ago, a very crude from known as a tree lathe was used in the woods in some of the Asiatic countries. It consisted of two suitably chosen forked trees with an adjacent sapling. The work was revolved between the forks, which acted as bearings, and a rope was fastened to the top of the sapling and wound round the wood to be turned. One man pulled the rope down, thus revolving the log, while another did the turning. The spring of the sapling would pull the rope back, and so on. This operation would certainly be very irregular and jerky, but with plenty of time and material at their disposal these “Old Timers” turned out some remarkable work.

        


        
The next step appears to have been in the form of a trunk of a tree as a bed, with blocks fastened to it to act as the bearings. The motion was obtained from a spring-pole and rope similar to the method adopted in the tree lathe. This idea had the advantage of being suitable for use under cover.

        
The next step was the “fiddle-bow” lathe as used by some watchmakers and jewellers up to the present day, but a great advance was made with the introduction of treadle, when a continuous revolving motion was obtained by means of a cranked-shaft and foot-treadle.

        
Then came other brainy ideas, such as the ratchet and free-wheel, used in conjunction with the foot treadle, to obtain the desired continuous revolving motion. Hand tools were used to turn wood, bone, ivory, and the various metals. The writer had the privilege of seeing some of the “old school” using their heel-tools with a T rest and was astounded at their skill and the amount and variety of metal-turning they could do; more so, indeed, when he attempted to operate them.
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Front Row (from left)—Messrs Shepherd, Bateman, Salmond and Winder



Second Row—Messrs Duncan. Pearce, Gibb, Toase and Jack 
Back Row—Messrs Holmes, Paterson and Stewart


        

        
Then came the slide-rest—simple and compound—sliding saddle, leading screw and change wheels for screw cutting, feed shaft, cone pulleys for varying speeds, double and triple gearing, power drive, special lathes for special classes of work, and so on step by step, until we arrive at what seem to be the almost perfect forms which we now can see in our workshops.

        
And while the lathe itself was undergoing this process of evolution so were the cutting tools and the material to be operated upon.

        
It is not my purpose and it would be attempting too much in one brief article to endeavour to trace the progress of cutting tools right down through the ages. It is a wide gap between the piece of sharpened flint of primitive man to the splendid high-speed steel which we use to-day, but that gap has been bridged over by men of thought and skill. Just a little idea here, a little improvement there, and a lot of deep thought just how to meet the requirements as they came along. There is also a wide gap between the potter's wheel and the primitive tree lathe of the ancients, the modern high-speed, hollow-spindle combination lathe, Bullard mill or a Loudon wheel lathe, but just by that evolutionary process their connection can be recognised and traced.

        
I have presumed that the lathe is the parent form of the majority of machine shop machinery. I do not think that it is necessary to enlarge upon this aspect. One can readily understand after the lathe had arrived at some degree of perfection some bright brain conceived the idea to cut a key-way or ollgrove—hence slotting, shaping and planing. Others thought of adapting it for drilling, milling, gear cutting, and so on, thus forming the embryos of our present day machines specially constructed for their special class of work.

        
Now, one has only to look about him and he will readily and clearly observe what an important bearing the lathe and its family has upon our great manufactures. Its output seems to be pre-eminent and to pervade the construction of all machinery, for there is not a machine or power unit made without some parts of it having to be turned or machined. Let me ask my reader to mentally come with me and notice some of the results. Supposing that we start locally and examine a locomotive. Here we have evidences of our workmanship right from the whistle to the wheel base, and there is quite a lot not visible but nevertheless very important. Come on board and inspect one of our modern battleships. Surely we must thrill with pride at the sight of this mass of intricate machinery. No longer can we call them the wooden walls of England, but the steel bulwarks of our great Empire. Propelling machinery, pumps, electric power units, turbines, torpedoes, guns—lathe work is dominant in every



part of them. It does not matter which workshop or factory we visit we will find that the output from the lathe forms an essential part in the construction of the machinery. We will also notice, if we very closely observe, what an “infinite variety” of work a turner may be called upon to do, and (I do not wish to enlarge upon it, but I believe that I can say advisedly) in no other branch of the craft is such accurate workmanship necessary.

        
Of course the quality and quantity of the output of any machine depends largely upon the skill and intelligence of its operator. This applies very pronouncedly to the turner. To be thoroughly competent he should endeavour to make himself acquainted with all the different classes of work which he may be called upon to do. This is in the interest of both his employer and himself, because a good workman requires less control, and his output is greater. Knowledge of this sort is also in his own interest, because he will find his work much easier and more pleasant.

        
Further, every individual can assist to make the business a success, and he can obtain better conditions from a paying rather than from a non-paying concern. Our slogan might well be: “Assist the Department to assist ourselves.” We can assist in many ways, particularly by economy—economy in material, in stores, in tools, in proper care and use of machinery, and in 
Time. There seems to be no doubt that our present administrators are quite alive to the value of the machine and the machine-man in the service, and our progress depends largely upon the efficiency of the machine tools and their operators.

        
Perhaps a little verse from Longfellow will assist me to an apt conclusion.

        

          
Standing upon what too long we bore


          
With shoulders bent and downcast eyes,


          
We may discern—unseen before,


          
A path to higher destinics.
        

        
The great thing about life is the going out of friendliness from being to being.—John Galsworthy.
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Ambulance students in the maintenance shope at Dunedin.
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Wit and Humour
        

        

          

The Driver's Answer.

          
“Supposing, as your engine was proceeding at express speed on a single line, you saw another train approaching from the opposite direction, what action would you take?” was a question put to an enginedriver to whom the importance of particular economy in the use of coal, oil, and stores, had been stressed during an oral examination. The answer came: ‘I should immediately grab as much coal as possible from the tender, seize the oil-can, gather up a bundle of cotton waste, and jump for my life!’”

          
* * *

        

        

          

Too Officious.

          
Traffic Officer: “Hey there! Where d'you think you're going? Don't you know this is a one-way street?”

          
Mr. Cohen (in his new car): “Vell, I'm going vun way. Vat's de matter mit you?”

        

        

          

            
Service–With a Smile!
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Porter: “Luggage, Sir?

          
Absent-minded old gent.: “No, thank you, I have some!”

        

        

          

A Zoological Curiosity.

          
The school teacher wanted some information about frogs, so she set the class the task of supplying it.

          
This is what young Hori wrote—(says Colin Dickson):—

          
“What a queer bird the frog are, when he sit he stand almost, when he hop he fly almost, he ain't got no sense hardly either, he ain't got no tail hardly either, he sit on what he ain't got almost.”

          
Hori wasn't told, but the teacher liked his contribution better than any of the bunch.

          
* * *

        

        

          

An Unfortunate Misunderstanding.

          
Lord Bussell on one occasion was listening patiently to a long winded address which an excited prisoner was delivering, the purport of his remarks being to prove that he was an injured innocent. Lord Russell gave him every attention, but happening not to catch the last few words, he said: “What was your last sentence?”

          
“Six months hard, my Lord,” was the unexpected reply.

          
* * *

        

        

          

Punctuation and Its Effects.

          
Here is a sentence which shows how meaning may be changed by the punctuation: “Lord Palmerston then entered on his head, a white hat upon his feet, large but well-polished boots upon his brow, a dark cloud in his hand, his faithful walking stick in his eye, a menacing glare saying nothing.”

          
* * *

        

        

          

Pat's Evidence.

          
“Pray, my good man,” said the judge to a witness in Cork, “what passed between you and the prisoner?” “Och, thin, plase yer worship,” said the witness, “shure I sees Mickey on the top of a wall. “Lary,” says he, “What?” says I. “Here” says he. “Where?” says I. “Whist,” says he. “Hush,” says I; and bedad that's all I know about it, yer worship.”

          
* * *

        

        

          

Simply Gas.

          
“You can't expect us to accept stuff like this,” said the indignant editor; “it isn't poetry at all; it's simply gas.” “I see,” said the unruffled poet, “something wrong with the metre.”

        

      








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

The Driver's Answer



          

The Driver's Answer.

          
“Supposing, as your engine was proceeding at express speed on a single line, you saw another train approaching from the opposite direction, what action would you take?” was a question put to an enginedriver to whom the importance of particular economy in the use of coal, oil, and stores, had been stressed during an oral examination. The answer came: ‘I should immediately grab as much coal as possible from the tender, seize the oil-can, gather up a bundle of cotton waste, and jump for my life!’”

          
* * *

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

Too Officious



          

Too Officious.

          
Traffic Officer: “Hey there! Where d'you think you're going? Don't you know this is a one-way street?”

          
Mr. Cohen (in his new car): “Vell, I'm going vun way. Vat's de matter mit you?”

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

Service–With a Smile!



          

            
Service–With a Smile!
          

          

            

[image: (Adapted from George Belcher)]
(
Adapted from George Belcher)


          

          
Porter: “Luggage, Sir?

          
Absent-minded old gent.: “No, thank you, I have some!”

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

A Zoological Curiosity



          

A Zoological Curiosity.

          
The school teacher wanted some information about frogs, so she set the class the task of supplying it.

          
This is what young Hori wrote—(says Colin Dickson):—

          
“What a queer bird the frog are, when he sit he stand almost, when he hop he fly almost, he ain't got no sense hardly either, he ain't got no tail hardly either, he sit on what he ain't got almost.”

          
Hori wasn't told, but the teacher liked his contribution better than any of the bunch.

          
* * *

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

An Unfortunate Misunderstanding



          

An Unfortunate Misunderstanding.

          
Lord Bussell on one occasion was listening patiently to a long winded address which an excited prisoner was delivering, the purport of his remarks being to prove that he was an injured innocent. Lord Russell gave him every attention, but happening not to catch the last few words, he said: “What was your last sentence?”

          
“Six months hard, my Lord,” was the unexpected reply.

          
* * *

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

Punctuation and Its Effects



          

Punctuation and Its Effects.

          
Here is a sentence which shows how meaning may be changed by the punctuation: “Lord Palmerston then entered on his head, a white hat upon his feet, large but well-polished boots upon his brow, a dark cloud in his hand, his faithful walking stick in his eye, a menacing glare saying nothing.”

          
* * *

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

Pat's Evidence



          

Pat's Evidence.

          
“Pray, my good man,” said the judge to a witness in Cork, “what passed between you and the prisoner?” “Och, thin, plase yer worship,” said the witness, “shure I sees Mickey on the top of a wall. “Lary,” says he, “What?” says I. “Here” says he. “Where?” says I. “Whist,” says he. “Hush,” says I; and bedad that's all I know about it, yer worship.”

          
* * *

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 9 (January 1, 1928)

Simply Gas



          

Simply Gas.
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Sensibility.

        

It was during the Great War. William and I stood together on the wharf at Wellington, watching a transport go out with a large number of soldiers, mostly young men—one of my own boys among them. Together we stood watching the vessel and the cheering lads until lost to sight. As we moved away neither of us spoke for some considerable time. At last William broke the silence.

        
“It is hard to go away like that, to you know not what,” he said.

        
“It is harder to stay behind”, I replied.

        
Again silence, and we walked on until we came to the point at which our roads home diverged.

        
Then William said:

        
“It's funny, isn't it? Here's you wishing you were young enough to go to the front. And here's me glad I'm just over the age, and hoping the war will be over before the powers that be are forced to raise the age to get the men to fill the additional drafts wanted. Yet nobody that knows you would accuse you of being eager to throw your life away; nor would those that knew me tell you that they always took me for a bit of a coward.”

        
“Well, William,” I replied, “after all it is not what folk take us for, it's what we are that counts. But I don't believe you would hesitate to go if the call came.”

        
“Maybe not,” he replied in a deprecatory tone, as if ashamed of the admission. Then, after a pause, he continued:

        
“I hate taking life. I once did.”

        
Seeing my look of startled inquiry, he added:

        
“It was rats; and I'll never forget it, nor forgive myself for it.”

        
His earnestness impressed me, so I said, “Tell me about it,” and we started on what was to prove a Scots convoy.

        
“They were three Maori rats,” said William. “They used to come out in the night time, when I had yielded to sleep. Some nights I slept lightly, and I would awake about midnight with a feeling that something was happening. I'd lie awake awhile and listen intently. Soon I would hear the soft crunch, crunch, crunch of a rat's teeth eating through some pasteboard-like material. Then I'd make a noise and the pests would scamper away. In the morning I would find that some book, left out of the bookcase over night had been eaten down the binding joints by the rats to get at the paste.”

        
“You must have an eident house-mother, William, seeing there are not sufficient remnants left lying about from belated human feasting to feed a few vagrom rats, that they must take to such destructive marauding!” said I. Ignoring my interruption, he went on:

        
“This eerie crunch, crunch, crunch occurred every time I neglected to lock away the book I had been reading before retiring for the night. Wifie blamed my carelessness in not putting my books safely out of harm's way. I blamed the rats for daring to be guilty of such vandalism. Then, somehow, one night they got into a box in which I had placed some valuable original manuscripts—precious specimens of Kipling's, Stevenson's, Barrie's, Professor Blackie's, “Surfaceman's” and others—and destroyed the lot utterly! Now I determined to lay in wait for the intruders and mete out justice. During the day I had everything removed from the room, with the exception of my bed and a chair. I placed the chair at the far end of the room from the door, and upon it laid the book on which my nocturnal visitors had been dining when I last disturbed their hard paste repast. The bed I drew near the door, leaving the latter open, and retired to wait and watch. Close on midnight I heard once more that destructive crunch, crunch, crunch. I reached out my hand quietly and closed the door quickly. I lit my candle and rose, vowing that before sunrise their sun would set for ever. There sure enough lay the sacrificial volume eaten right down the back of the binding, while three Maori rats were wildly careering round seeking escape from the avenger. Now, if there is one creature I hate it is a rat, and three of them raised all my dormant lust for blood. And I got it! This, too, although the Maori rat is not so repulsive as the common brown beggar and a great deal less clever and cunning. One was a perfect fool. He rushed to his fate. Eyes! Great Scot, what eyes! The last little fellow bunched himself into the smallest proportions possible. He was all eyes! Two burning balls—no, not burning; but like liquid electric lights shining through the precious stone known as peridot. I see those eyes even now, and somehow esteem myself a little less for having extinguished their light.”

        
William hurriedly bade me “goodnight”; and as I walked homeward I could not help reflecting how impossible it would be for a man who talked like that about killing rats, to set out to kill his fellow-humans, even though among the least of their crimes was the destruction of valuable books—whole libraries of them!
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Promotions Recorded During December.

        

          

Chief Accountant's Branch.

          
Gillies, R.P., Assistant Audit Inspector, Grade 5, to Inspecting Accountant, Grade 4, Chief Accountant's Office.

          
Alington, E. H., Clerk, Grade 7, to Clerk, Grade 5, Chief Accountant's Office.

          
Pohlen, F. J., Clerk, Grade 7, to Clerk, Grade 5, Chief Accountant's Office.

        

        

          

Traffic and Stores Beanches.

          
Storeman to Guard:

          

	
              
Duncan, G., to Lambton.

            


          
Shunter to Guard:

          

	
              
Stevens, W., to Auckland Passenger.

            


          
Porters to Shunters:

          
Greene, J., to Otahuhu.

          

	
              
McCarthy, J. P., to Wellington Goods.

            

	
              
Moyle, L., to Auckland Goods.

            

	
              
Ritchie, D., to Westport.

            


          
Porter to Storeman:

          

	
              
Gough, B., to Wellington Goods.

            


        

        

          

Locomotive Branch.

          
Hooper, J. E., Skilled Labourer to Iron Machinist, Grade 1, Addington.

          
Forman, V. J., Holder-up to Cranedriver, Grade 1, Westport.

          
Gardner, J. H., Skilled Labourer to Holder-up Grade 1, Westport.

          
Mallett, T. F., Labourer to Skilled Labourer, Westport.

          
Reedy, W. J., Labourer to Machinist, Grade 2, Chief Mechanical Engineer's Office, Wellington.

        

        

          

Maintenance Branch.

          
Pentecose, R. D., Labourer to Bridgeman, Inver-cargill.

        

        

          

Suggestions and Inventions Commendations.

          
Barnes, C. E., Passenger Agent, Dunedin.—Suggestion re issue of reserved seat paper tickets.

          
Boldt, T., Ganger, Napier.—Suggestion that the “run-out” on curves be lengthened.

          
Dods, S. C., Leading Fitter, Napier.—Suggested improvement to brake gear on “Ab” locomotives.

          
Gasson, E. B., Clerk, Belfast.—Suggestion re banking of Belfast cash at Christchurch.

          
Hodgson, H., Term Casual Fitter, Addington.—Suggested fixture and jig for milling axle boxes.

          
Hopkirk, R. A., Foreman of Works, East Town.—Suggestion re method of securing cattle stop grids.

          
Latimer, E, R., Leading Fitter, Christchurch.—Commended and awarded a bonus of £10 for suggested alteration to pit rails in running sheds.

          
Rollo, C., Clerk, Oamaru.—Suggested improvements to Invercargill Station.

          
Taylor, J., Turner, East Town.—Suggestion re securing steam piston heads of Westinghouse Air Pumps.

          
Wallace, C. D., Clerk, Architectural Branch, Frankton Junction.—Suggestion re use of H.6 leave card in Maintenance Branch.
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New Continental type of Goods Locomotive in use on German State Railways.
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Barnes, C. E., Passenger Agent, Dunedin.—Suggestion re issue of reserved seat paper tickets.

          
Boldt, T., Ganger, Napier.—Suggestion that the “run-out” on curves be lengthened.

          
Dods, S. C., Leading Fitter, Napier.—Suggested improvement to brake gear on “Ab” locomotives.

          
Gasson, E. B., Clerk, Belfast.—Suggestion re banking of Belfast cash at Christchurch.

          
Hodgson, H., Term Casual Fitter, Addington.—Suggested fixture and jig for milling axle boxes.

          
Hopkirk, R. A., Foreman of Works, East Town.—Suggestion re method of securing cattle stop grids.

          
Latimer, E, R., Leading Fitter, Christchurch.—Commended and awarded a bonus of £10 for suggested alteration to pit rails in running sheds.

          
Rollo, C., Clerk, Oamaru.—Suggested improvements to Invercargill Station.

          
Taylor, J., Turner, East Town.—Suggestion re securing steam piston heads of Westinghouse Air Pumps.

          
Wallace, C. D., Clerk, Architectural Branch, Frankton Junction.—Suggestion re use of H.6 leave card in Maintenance Branch.
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On the Continent of Europe.


New Continental type of Goods Locomotive in use on German State Railways.
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Variations in Traffic and Revenue


as compared with last year—1st April to 12th November, 1927

        

          

            

              
	District
              
	Passengers. Number.
              
	Season. Number.
              
	Bearer-tickets. Number.
              
	Cattle, Calves. Number.
              
	Sheep Pigs. Number.
              
	Timber. Tons.
              
	Other Goods Tons.
            

            

              
	Auckland
              
	−67,497
              
	10,194
              
	3,509
              
	29,929
              
	71,102
              
	−8,281
              
	44,815
            

            

              
	Ohakune
              
	−31,638
              
	−471
              
	63
              
	4,985
              
	15,093
              
	−21,764
              
	−6,130
            

            

              
	Wanganui
              
	−45,719
              
	−483
              
	61
              
	21,375
              
	−19,493
              
	−1,057
              
	17,124
            

            

              
	Wellington
              
	104,570
              
	6,854
              
	1,070
              
	−14,549
              
	−43,689
              
	333
              
	−30,156
            

            

              
	Total N.I.M.L.B.
              
	−40,284
              
	16,094
              
	4,703
              
	41,740
              
	23,013
              
	−30,769
              
	25,653
            

            

              
	Westport
              
	367
              
	1
              
	3
              
	−46
              
	−361
              
	−2,956
              
	−15,000
            

            

              
	Christehureh
              
	−77,942
              
	4,215
              
	162
              
	−20
              
	−64,641
              
	−27,114
              
	44,478
            

            

              
	Dunedin
              
	−125,228
              
	2,272
              
	−414
              
	−1,032
              
	−16,576
              
	−36
              
	21,108
            

            

              
	Invercargill
              
	−66,377
              
	−333
              
	31
              
	1,327
              
	58,575
              
	−2,412
              
	−16,947
            

            

              
	Total S.I.M.L.B.
              
	−269,547
              
	6,154
              
	−221
              
	275
              
	−22,642
              
	−29,562
              
	48,639
            

            

              
	Grand Total
              
	−309,464
              
	22,249
              
	4,485
              
	41,278
              
	10
              
	−63,287
              
	59,292
            

          

        

        

          

            

              
Revenue
            
            

              
	District
              
	Passengers.
              
	Parcels.
              
	Goods.
              
	Miscellaneous.
              
	Total increase or decrease.
            

            

              
	
              
	£
              
	£
              
	£
              
	£
              
	£
            

            

              
	Auckland
              
	−15,711
              
	1,322
              
	33,339
              
	−3,469
              
	15,481
            

            

              
	Ohakune
              
	−7,714
              
	173
              
	−29,347
              
	−1,289
              
	−38,177
            

            

              
	Wanganui
              
	−9,927
              
	−625
              
	2,647
              
	−1,864
              
	−9,769
            

            

              
	Wellington
              
	−16,598
              
	−1,024
              
	−35,040
              
	8,402
              
	−44,260
            

            

              
	Total N.I.M.L.B.
              
	−49,950
              
	−154
              
	−28,401
              
	1,780
              
	−76,725
            

            

              
	Westport
              
	−226
              
	27
              
	−3,247
              
	−2,408
              
	−5,854
            

            

              
	Christchurch
              
	−18,145
              
	762
              
	11,047
              
	7,625
              
	1,289
            

            

              
	Dunedin
              
	−17,019
              
	−1,479
              
	5,383
              
	−403
              
	−13,518
            

            

              
	Invercargill
              
	−18,425
              
	−1,129
              
	9,693
              
	−305
              
	−10,166
            

            

              
	Total S.I.M.L.B.
              
	−53,589
              
	−1,846
              
	26,123
              
	6,917
              
	−22,395
            

            

              
	Grand Total
              
	−103,765
              
	−1,973
              
	−5,525
              
	6,289
              
	−104,974
            

          

        

        

          

[image: ]
        

        
Note: “Minus” sign indicates decrease. In all other cases the figures indicate the increase in number, quantity or amount.

        
It will be seen from the above statement that there is a total decrease in revenue of £104,974 as compared with the previous year. The main factors bearing on this decrease are the extra day in last year's returns (1st April to 13th November), the abnormal traffic during the closing weeks of the Dunedin Exhibition (1st April to 1st May, 1926) and the fact that Anzac Day this year was observed on a Monday as against a Sunday last year.

        
These reasons apply more particularly to the passenger traffic which is responsible for 98.86 per cent, of the total decrease in revenue.

        
Heavy consignments of calves to frcezing works during the past few months have greatly inflated the live stock returns resulting in an increase of 41,278 to date against a decrease of 18,448 shown in July's statement.

        
The decrease in timber is due to building trade slackness and greater use of imported timbers at main centres where no railage is involved.

        
Under the heading “Other Goods” there, is shown an increase of 59,292 tons, chiefly in coal, artificial manure, cheese and butter.

        
Published by the New Zealand Government Railways Department, and Printed by Whitcombe & Tombs Ltd., Lambton Quay, Wellington, January 1st, 1928.
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Greetings to the Staff.

The members of the Board of Management
desire to join with the Right Hon. the Prime
Minister and Minister of Railways in
extending their hearty good wishes to the
staff at the commencement of this New Year.
They trust that all may enjoy good health
and continue to find in the performance
of their Railway duties that happiness which
comes from good work well done, and that
the year upon which we are entering may
be one of progress and prosperity for the
Railways, the staff who work them, and the
public who use them.

Mew Year, 1928,






etexts/Gov02_09Rail/Gov02_09Rail010a(h280).jpg





etexts/Gov02_09Rail/Gov02_09Rail022a(h280).jpg





etexts/Gov02_09Rail/Gov02_09Rail034a(h280).jpg
%a.ﬂ.

New Goods Sheds (looking east) at Auckland.
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SALE NOTICE.

SECOND-HAND ROLLING-STOCK, ETC.

The Railway Department offers for sale,
in periodically varying quantities, stocks
of second-hand locomotives, boilers, cars,
vans and wagons. Much of this material
is eminently suitable for certain manufac-
turing concerns, coal mines and sawmills,
cte,, whilst many of the vehile bodies may
be adapted for use as whares, storerooms,
ete.

Those interested may obtain ful partic-
ulars on application to the Chief Mechani-
cal Engineer, Railways, Wellington.
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