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Editorial



The Spirit Of Service.


        

          
The old idea that work was the primal curse is being superseded in these modern days by a new conception, where work is regarded as a kind of game in which proficiency brings joys such as the sheerest idleness could never produce.

          
That the new notion has made much headway in the Railway Service of this Dominion there is ample evidence to demonstrate.

          
Since the first issue of this magazine—almost two years ago—a page has been set aside regularly in which the remarks of those who have desired to express appreciation of the service rendered them by various branches and on the respective sections have been published. Letters of this kind have now become so frequent that space is available for only a small proportion of them, but they may be regarded as one reliable measure of the progress made in bringing satisfaction to the public who travel by and in other ways make use of the State transportation services.

          
In another column we publish a tribute from an overseas traveller who, upon completion of a railway tour from Auckland to Dunedin, took the trouble to write to the Mail Agent representing the N.Z.R. on one of the trans-Pacific liners, testifying to the universal courtesy and assistance received from every railway official and employee.

          
With indications such as these for a guide it may safely be concluded that the general standard of personal service rendered to the public by the staff of our system stands at an exceptionally high level.

          
But service means more than merely the attitude adopted by the staff in their personal relations with the public, important though this is. It includes the provision of facilities that will increasingly add to the pleasure and safety of travel by rail and to the protection and promptness of transit accorded to commodities entrusted to the Railway's care. On this phase of service much progress has also been recorded. When a world traveller sends for the guard of the “Limited,” as happened the other day, for the sole purpose of informing him that the sleeping car provided was the most comfortable, and the most replete with aids to travel pleasure of any he had found in all countries visited, it helps to give the men of the service pride in the trains they are handling, besides showing that the spirit of service is alive throughout the whole organisation—the spirit that causes cars to be designed and built to ensure travel comfort and that prompts drivers to manage their trains with the utmost smoothness.

          
The fact is that for express services—that is, for train services where the volume of traffic warrants the prosecution of a progressive policy—the attention given to the reouirements of passengers, both in the way of equipment and personal service, is in advance of what the average traveller expects. And this is exactly as it should be.

          


          
When the average passenger finds it hard to think of anything practical that could be done to improve the service it is a sure indication that the “spirit of service” within the Service is right. When we can surprise the public by the care we take of them and the provision we make for them, we are functioning in the right way to increase business.

          
Given that the “on rail” service is proceeding along right lines, the feature to which attention must now be devoted is the “to and from station” phase of transport; and the indications, both in New Zealand and in other countries, are that this will never be quite satisfactory until the railways provide the connecting services, both for passengers and freight, at each end of the rail journey.

        

        

          

Picnic Traffic.


Popularity of the Rail.

          
The progress made in popularising the railway for pienic traffic is strikingly exemplified in the most recent figures available for the Northern District of the South Island. In the four weeks ended 4th February nearly 15,000 picnickers were carried in this way, the revenue amounting to £2,170—a record for the month.

          
How great has been the improvement may be judged by the fact that the revenue to date during the last two years from this source in the South Island Northern District has totalled £12,540, whilst in the two years 1925 and 1926, it amounted to only £5,406.

          
Evidence of this kind proves conclusively how the public will respond to propaganda (for Canterbury in particular has made special efforts to build up this traffic) and how well suited the Department is to give satisfactory service for the transport of mass parties on pleasure bent.

        

        

          

            
Huge Passenger Station.
          

          
Plans were recently approved (and construction work commenced) on a large new railway station for the city of Cincinnati, U.S.A. The Pennsylvania, and the six other railroads which operate trains in and out of that city, are collaborating in this project, which has been described as one of the most important in the transportation history of the States. The new station terminal is to cost approximately £10,000,000, and, when completed, will be one of the finest and most up-to-date railway terminals in the world. The station is to be of the through type, thus enabling the maximum number of trains to be received and dispatched daily. The Traffic congestion is being provided against by elevating the passenger tracks above the freight tracks.

          
In a country where there are 22,000,000 motor vehicles, and thousands of miles of good roads, the expenditure of such an immense sum of money on a railway station terminal can be regarded as an important vote of confidence in the future of rail transportation.

          
Mr. G. S. Lynde, O.B.E., A.M.I.Mech.E., M.I. Lcco.E., Chief Mcchanical Engineer of the New Zealand Railways, leaves for Australia by the S.S. Maunganui on 2nd March, to attend, as New Zealand's representative, the Australian and New Zealand Railways General Officers' Conference. This year's Conference will be held in Melbourne.

        

        

          

            
Regarding The N.Z.R. Magazine.
          

          
From Hon. F. F. Hockley, M.P. (Chairman of Committee) N.Z. Parliament:—

          
Let me congratulate you on the Magazine, it is excellent from every standpoint.

        

        

          

Olympic Games.


Apprentice-Fitter A. J. Cleverley chosen.

          
Shall New Zealand Railways be Represented?

          
In our January number reference was made to the fine athletic record standing to the credit of Mr. A. J. Cleverley, an apprentice fitter at Petone Railway Workshops. His choice to represent New Zealand in the boxing ling at the Olympic Games caused a thrill of pride to all railwaymen.

          
Word has just reached us that owing to an insufficiency of funds, there is some doubt whether it will be possible to send this fine young athlete on the tour.

          
This Magazine, therefore, desires to make an appeal to railwaymen throughout the Dominion to subscribe to a fund for the purpose of seizing this unique opportunity for the railways to be represented at the Olympic Games. Contributions are accordingly invited. Amounts may be paid through any stationmaster, and contributions will be duly acknowledged.

          
Immediate action is necessary, as the Olympic team is expected to leave by the middle of April.
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To Build Tourist Traffic.


Railways And Hotels.
        

        

          

            
The enterprise of the Railway Department in arranging for the services of the mail-agents on trans-Pacific liners in the planning of itineraries for tourists to the Dominion and giving other helpful information to the voyagers is proving advantageous to New Zealand as well as to the travellers. The contacts with the tourists returning home—their comments on the experiences in regard to transport, accommodation and other matters—will also serve a good purpose.
          

          

New Zealanders who travel on their own railways are appreciating the active policy of the Department in its ever-extending provision for the safety and comfort of passengers. Of course, it is not claimed that perfection has been achieved, but the Department is moving earnestly and vigorously on lines of progress, and welcomes broad-minded criticism or suggestions for the further improvement of the service. Recognising the duty and responsibility to “the shareholders”—the general public—the management is striving to make the railways as useful as possible to the owners.

          
To New Zealanders themselves the railways can become increasingly beneficial, despite the modern developments in motoring, and they should be also the main means of transport for visitors, as the lines link up directly with many of the principal scenic, sporting and health resorts, and connect conveniently with roads to other places.

        

        

          
The Basis of Business.

          
Chambers of Commerce, Manufacturers' Associations, Progress Leagues, Licensed Victuallers' Associations and other bodies are all eager to see a big expansion of tourist traffic. The world knows that 
New Zealand has scenery and sport worth a trip across the globe, but “the world and his wife” are not coming here in numbers worthy of the natural attractions. The truth is that Nature has done her part generously, splendidly, but man has not done enough.

          
This subject has been discussed at various conferences, and usually there has been an expectation that some kind of more or less magic move should be made by the Government. A calm and careful survey of the field shows that the Government—through the working of the Railway and Tourist Departments and the Publicity Office—has been active, and continues to be progressive. The position to-day (as disclosed in the remarks of travellers) may be briefly stated thus:—

          
Modern methods of attracting tourists are being used.

          
Shipping services to New Zealand are comfortable and regular.

          
Internal transport satisfies reasonable expectations.

          
The supply of first-class hotel accommodation is not now equal to the demand.

        

        

          
Railways Doing Their Part.

          
Previous issues of this magazine have given many tourists' favourable opinions of the railway services throughout the Dominion. A recent visitor, a well-known citizen of the U.S.A., Mr. P. M. Leavitt, has recorded his impressions in a letter to the Railway representative (the mailagent) on R.M.S. Tahiti. Here is an extract:—

          
I have traversed the islands from Auckland to Dunedin, and am glad to testify to receiving the utmost and universal courtesy and assistance from every R.R. official and employee I have come in contact with that a traveller in a strange land could desire, and further I have noticed the same of those travelling near me. Your rail service is excellent, and I have enjoyed my travel over it very much. I question much whether any great improvement could be made without an increased expense beyond what there is the traffic in sight to pay for.

          
Mr. Leavtt made some suggestions for some early-morning re-adjustments of time-tables. He remarked that the early leaving of certain trains from termini made it difficult to obtain even an early breakfast. “Another thought which was discussed by many other travellers who felt as I did,” he continued, “was that ice-cream could



well be added to the quick-lunch refreshment service at more stations. I found it at only two I touched.”

        

        

          
The Accommodation Outlook.

          
A high standard of accommodation is set by leading hotels of the North and South Island, and this excellent example is being gradually followed by others, but the rate of progress is not fast enough to meet the needs. Generally the food and cleanliness are commended by many visitors from overseas, but some houses lack the amenities to which wealthy tourists are accustomed in older countries. This matter is getting attention, and the signs point to advancement.
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Safety on the Railways.
        

        
(From a Radio Lecture delivered through “2YA” By 
Geo. G. Stewart, Editor, N.Z. Railways Magazine.)

        

          

It has always seemed to me that one of the most interesting phases of railway operating is the safety system which the experience of years has evolved for the benefit of the public travelling by rail. For that reason I have chosen—as President Coolidge might have said had he been in a different humour—to speak upon the subject of “Safety on the Railways.”

          
In these high-speed days, when more can be done in a given time than ever before, it is natural that human life should be more highly prized than in the past. So thought is concentrated, and vast sums expended in making life safe for humanity.

          
The progress of the medical profession in the arts of saving and prolonging existence ranks among the chief wonders of our modern times. But with all this love of life has come also a recklessness of danger that is both difficult to understand and hard to circumvent. We save life in the hospital, to smash it in the street! In fact, the attitude of a good many towards self-preservation is that of a boy with a toy baloon. He wouldn't—not for anything—stick a pin in it, but he blows and blows till it bursts.

          
With added joys in life have come greater risks—many of them inevitable; but it is little use asking the wonder-working monkey-gland chief, Voronoff, to make your life longer one day, if you try to beat a train at a railway crossing the next.
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Safety Training Brings Results.

          
When a youth enters the Railway service of this Dominion, raw, and in his most receptive mood, the first thing he receives is a Kule Book, and the first line in that book states that “The First and Most Important Duty of Every Member is to provide for the Safety of the Public.”

          
That slogan is repeated at the head of the second page, and of the third page, and of every other one of the 154 pages in the book. It is the battle-cry of the railways. It is impressed upon the staff upon every possible occasion, and creates the “public safety” atmosphere within which the whole of their work must be done.

          
The result is indicated in the record of last year's operating, when not one single fatal accident occurred to any of the 26 million passengers carried. Does the result surprise you! Well, immunity of this kind does not come by luck! Sound management and safe practice lie at the back of it. While the human factor in the realm of accidents cannot be altogether eliminated, it can be—and has been—minimised, by constant improvements in safety appliances of the fool-proof variety, and by the perfecting of various transport checks.

        

        

          
A Proud Record.

          
An idea of what has been accomplished on our system in comparatively recent years may be gathered from the following table of safety progress compiled from the Department's annual Statements to Parliament:—

          
Year 1905, number of passengers carried, 8½ million (exclusive of season ticket holders); number injured, 19 (10 fatally); 1915, 23½ millions, 13 (3 fatally); 1927, 26 million, 3 (none fatally).

          
Now what accounts for this general tendency towards a decrease in the number of accidents to passengers in spite of an increasing passenger traffic! The men on the railways, twenty years ago, were probably—like the “All Blacks”—as good in their time, as are those of to-day. The trains were slower and fewer. The engines, and their loads, were lighter. The tracks were less congested and time was not so much of the essence of the contract.

          
For in 1905 the “tablet” system had not come into general operation. There was no “biscuit” held by a driver as tangible evidence of his right of road, and taken from a machine so constructed



structed that no other similar authority could be obtained until the one already received had fulfilled its purpose and been withdrawn from circulation. The safety which passengers have secured from the Tyer's Tablet System cannot be over-estimated. It has been to safety, what soap is to cleanliness, or blacking is to boots. It has stood their friend against the possibility of mixed crossing orders, against errors at junctions regarding track precedence, against written or printed mistakes, and against the chance of collision between one train and another arising from hold-ups to services through flood, or storm, or rush traffic.

        

        

          
“Tablet” Protection.

          
The confidence which the electric tablet system lends to train operators is, in itself, a further aid to safe transit, for all who work the tablets know that the system does effectually accomplish its purpose, that of preventing more than one train being between any two tablet stations at the same time, and, when no train is in the section between the tablet stations, permitting of a train being started from either end. Short of double-tracking and one-way traffic, no system could provide greater security against the possibility of head-on train collisions between stations.

          
Another safety mechanical contrivance which is now applied to all the railway rolling-stock in this country, is the Westinghouse brake. In its adoption of this help towards life preservation, New Zealand was (and still is) ahead of many Continental countries.

          
The Westinghouse brake is an emanation of pure genius, and the art of it lies in the fact that power is required from the engine to lift the brakes on the vehicles composing the train, so that with any failure of this power, the brakes are automatically applied. Thus, should a train part through the couplings breaking, the resultant break in the Westinghouse pipe-connection releases the compressed air in the train pipe, and the air in the reservoirs of the braking-gear of all vehicles presses the brakes hard on. Consider the effect of applying the Westinghouse brake of a ten coach train, weighing altogether something like 500 tons. The brakes bite onto every one of the train's hundred wheels, under the powerful impetus of compressed air, and the hurtling mass of metal, travelling at a speed of 40 or 50 miles an hour, is brought up standing, in little more than its own length.

          
What New Zealand owes to the Westinghouse brake it would be difficult to estimate, but the general effect has been to add enormously to the safety of train travel.

          
Then, just in case of accident, every guard's van has its own fire-extinguisher, its ambulance box, its case of tools, and its supply of detonators. If a train fails on an unprotected section, the detonators are used on the rails some distance before and behind the breakdown, to warn any approaching train that the line ahead is blocked.

          
The system of interlocking railway yards has been extended to all the busy centres. Under it the signals, and the various points at the station interlocked, are so arranged that a “clear” signal cannot be given for a train to come into the yard unless all the points are properly set and interlocked for its approach. The responsibility still rests upon a signalman to see that the track for the approaching train is clear, but having done that, the fact that the signal can be pulled to “clear” is a definite assurance that all the relative points are properly “set.”

          
Then, at stations where standard mechanical or electrical interlocking has not yet been found necessary, a species of simplified interlocking has been achieved under the “Woods locks” system. Prior to its introduction, the question which every stationmaster at a wayside station had to keep in mind, before signalling in a train, was “are the main line points locked”? There was no absolute check on this, and the only safe course was to go and see; a task which meant, in some cases, wearing out boot leather over the rough ballast in a walk of several hundred yards, the possible waste of time just before a train was due, and also waste of energy if the points were found to be—as they should be,—properly locked. The key of the Woods lock, however, cannot be removed from the main line points unless they are locked, and, as the same key is required to manipulate the semaphore to signal the train in, it is obvious that if the key is available for the signal, the points must be locked.

          
The latest phase of signalling development is the automatic, under which automatic signals are track-circuited in such a way that the position of the signal is regulated by the trains passing over the section of track to which it relates. By the position (or colour) of the signal, the driver knows whether he may go full speed ahead (that's the green), slow down to keep his



distance from another train (that's the orange), or stop on account of the track being blocked (that's the red).

          
Distant control of main line points is now being introduced at various way-stations, the points being motor-worked, the control operating, if required—and with perfect safety—up to a distance of over half-a-mile from the signal cabin.

          
The condition of the track and the speed of trains are two other facts upon which safety in transit depends. That the tracks in New Zealand are kept in excellent order is recognised; but it is not so well known that the Fay-Raven Commission expressed the opinion that the permanent way was kept even at a higher standard than the requirements demanded. There has, however, been some publicity given to the opinions of one or two non-professional visitors from overseas, that some of the train speeds, over certain portions of the track, are too high. In reply to this I would say that train schedule speeds everywhere are limited by certain maxima applicable to each portion of the line, the grades and curves being allowed for with meticulous exactness and in strict accordance with what engineering practice the world over has proved to be within such limits as are necessary to provide an ample margin of safety. Predictions of disaster are as unfounded as those old-time ones that said a ship would sink because it was made of iron; or the sayings of later critics who have held, without the slightest pretence to engineering knowledge, and in all the valour of ignorance, that London Bridge was too weak, or the Wool-worth building too high, for safety.

          
There are some things that no safety system can provide against—earthquakes and cloud-bursts, and the acts of King's enemies. The possibility of human carelessness or mental aberration cannot be entirely eliminated. But, these things aside, you can see there is no danger in travel by train under the conditions provided by the Railway Department in this country.

          
It is natural, in a talk on safety by train that the road crossing problem should be taken into account.
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Holiday Crowds Waiting On Auckland Station.



          

          
Now, according to the legal theory of road use, the foot passenger has “the right of road.” But if you are walking you don't stop to enforce this right. When the motorist toots, you skip. If you are driving a car, you expect the pedestrian



to skip. It is he who will be hurt if he doesn't. But when the motorist comes to a railway crossing, he must change his attitude; and it well may be that an all-pervading belief in the efficacy of a motor horn, and the inability to see that a toot won't scare a train, accounts for most of the level crossing accidents.

          
One should note here that it is the increased use made of the rail for travelling that has encouraged the introduction of its modern safety methods. The more the railways are used, the greater the safety by train becomes, for increased rail traffic invariably means further improvements in the safety system of our Railways.

          
When you make a train trip, it is like an oasis of safety in a desert of danger. I must confess, after seeing something of the inner workings of the Railway safety system, that the romance attaching to the safety it provides makes me feel almost lyrical.

          
Once aboard the train, the electric spark of the railway signal-towers tells that your train is on the wing. The surfaceman, the ganger, the workshops staff; the civil, the electrical and the mechanical engineer; the signalman, the station-master, the driver and the guard, have all conspired to make your journey safe.

          
The guardians of the metal track cry “right-of-way” for the queen of the road. Then switches click, the roads are set, and “two two nine”—the “Limited” crack—goes speeding through the night. Signals dip and swing to “clear” as the care-free passengers are borne along on the track of steel, smoothly, swiftly, safely to their journey's end.
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When you make a train trip, it is like an oasis of safety in a desert of danger. I must confess, after seeing something of the inner workings of the Railway safety system, that the romance attaching to the safety it provides makes me feel almost lyrical.

          
Once aboard the train, the electric spark of the railway signal-towers tells that your train is on the wing. The surfaceman, the ganger, the workshops staff; the civil, the electrical and the mechanical engineer; the signalman, the station-master, the driver and the guard, have all conspired to make your journey safe.

          
The guardians of the metal track cry “right-of-way” for the queen of the road. Then switches click, the roads are set, and “two two nine”—the “Limited” crack—goes speeding through the night. Signals dip and swing to “clear” as the care-free passengers are borne along on the track of steel, smoothly, swiftly, safely to their journey's end.
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Production Engineering


(XVIII.)
        

        
(By 
E. T. Spidy, Superintendent of Workshops.)

 
Waste Elimination.


        

          
Waste Elimination.
        

        

          

Did you ever read an article or a book wherein the author seems to have side-stepped all the recognised straight jacket methods of dealing with his subject, and hands out a few sentences that make you know that he knows what he is talking about—and no blarney about it either?

          
The other day I read such a book (“The Human Element in Organisation,” by Frederic Meron, M.E., E.E., University of Liege, Belgium) in the form of an educational treatise on the handling of men. It is the first time I have ever found a work of a Continental engineer written in such an aggressive and “live” strain. So much, in these days, is written in the “dry as dust” formal style, that it is not to be wondered at that much of it never gets read at all.
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If you are for maintaining the ancient order of things and “know all about everything” this book would hurt your feelings.

          
If, however, you are not afraid of a new view-point, a fearless exposition of some home truths—to have what we know are our real problems laid bare—there is a lot of profit to be had out of the above book.

          
Right after his opening remarks the author's first sub-heading is “Elimination of Waste in the Factory.” That's how important he considers waste in the modern organisation problem. M. Meron goes on to say:—

          
“As everybody knows, when a wounded soldier on the battlefield is brought to the surgeon, the first thing the latter does is to have the wounded man's dirty clothes changed for clean ones.

          
“After this, the man's wounds must be washed, particular attention being given to disinfecting the wound.

          
Only after all this has been done is it possible for the surgeon to begin the methodical curing of the affected part.

          
The same thing happens in the factory.

          
The first thing to be done is:—

          


	1.
	
              To eliminate unnecessary waste which, in many cases, is very considerable and means the loss of large sums of money.
            


          
Until this elimination of waste is effected it is impossible to go ahead with any degree of success in the introduction of a new system.

          
We must diminish the cost, but how are we to do it?

          


	2.
	
              Find readily all the losses as well as their causes.
            


	3.
	
              Find the proper means to reduce to their lowest value the causes of these losses by means of the least possible expense, both of money and time.
            


	4.
	
              Indicate in every case a special system of supervision allowing the head officer to follow, without difficulty, day by day, the exact amount of the losses, of their causes, and of the effect produced on the latter by the means adopted to combat them.
            


          
To know how to employ men and have records that are simple, clear and precise, so that all those concerned can judge at a glance how the business is progressing.

          
To the four general rules just enumerated I can (goes on M. Meron) add the following:—

          
It is absolutely necessary:

          


	5.
	
              To know how to eliminate, as much as possible, all kinds of unnecessary waste which exists in almost every factory.
            


          
Waste is to be found in all factories, in some less, in others more, it depends only upon how the factory is managed.

          


	6.
	
              To determine exactly the actual maximum output of the machines and workmen which



it is possible to obtain under existing conditions.
            


	7.
	
              To find out the best means of increasing the output of machinery and men to the maximum.
            


	8.
	
              To find out the source of the best machinery used by competitors.
            


	9.
	
              To determine the exact unit cost before the prices are given in the factory, and not afterwards.”
            


          
I quote the foregoing because of its general application to the management of any industry, whether in office, warehouse or factory.

          
Those associated with the production methods and reorganisation work we now have in hand will recognise the principles—in those lines cited. As I have often stated, there is no justification at all for waste, whether it be in materials or labour. To do work efficiently at the lowest cost does not mean doing harder work in the muscular sense, it means more brain work to conserve the physical labour for where it is needed. In my experience the men who get the best results never appear overloaded, and, what is more, they are not. This is a matter of organisation.

          
The danger of our isolation from the progress of the Northern Hemisphere is that we may think we are “it.” Don't make that mistake. The successful executives of the most progressive concerns are those who most appreciate how much they don't know. Moreover, they are always trying to learn.
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Reclaiming Scrap Materials.
          

          
The photographs on this page show two interesting uses to which scrap boiler tubes have been put by the Workshop Foreman, Mr. Pullen, at our Invercargill workshops. The bins so constructed provide a good and orderly method of utilising this scrap, which otherwise has an extremely low scrap value.

          
Before tubes arrive at this stage, however, they go through a series of processes, all designed to obtain from them the maximum use as boiler tubes.

          
When new, at their original length, they serve their first period.

          
When removed from the boilers in which they have been first placed they are reclaimed—sometimes by cutting down—so as to fit shorter boilers. More often, however, it is only a few inches of the tube (at each end) that require renewal. Tubes that are in this condition are reclaimed by welding on a new end section in the tube reclaim shop now established. By this process tubes are brought up to their original length, or longer, as required.

          
Finally of course, the tubes become pitted and thin and are unfit for further service in steam boilers. The best of these make good poles for tennis court netting supports, and also, when two are put together, they make good aerial masts for the radio enthusiasts. In fact so good a business has developed in these two directions that difficulty has sometimes been experienced in finding sufficient second-hand tubes to meet the demand.

          
The field of material reclamation is one of the greatest possibilities we have in the Railway. In the new workshops a special shop has been set aside at each centre especially for the purpose of sorting scrap and repairing, converting and reclaiming disused material into serviceable articles.

        

        

          

            

A Triumph for Sheffield Steel.
          

          
In reference to the great honour secured for British aviation by Flight-Lieutenant Webster's victory in the recent Schneider Cup race (in the course of which the great speed of 284.14 miles per hour was attained by Lieutenant Webster) Sir Samuel Hoare paid a tribute to the excellence of British (Sheffield) steel. “A notable contribution both of material and workmanship to this British success,” he said, “was that of Messrs. Vickers, Ltd., who were responsible for the steel and manufacture of the crankshaft and the connecting rods of the Napier “Lion” engine installed in the Supermarine-Napier s.5.

          
This constitutes the fourth record-breaking achievement during 1927 in which Vickers steels have proved their incontestable excellence.”

          


          

            
“As some tall cliff that lifts its awful form,


            
Swells from the vale, and midway leaves the storm,


            
Though round its breast the rolling clouds are spread
            …”—
Goldsmith.
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“The Finest Walk in the World.”
          
        

        
(By 

Francis Turner, Dunedin.)

        

The Milford Track has been described as “The Finest Walk in the World.” It is certainly a most beautiful and interesting one. If you look at your A.M.P. map you will notice that, after leaving the train at Lumsden, you go almost due west in the motor to Te Anau. There is little of interest between Te Anau and Lumsden, a wide plain with the mountains in the background. The party of which the writer was a member was due at Te Anau about 6 p.m. on a recent afternoon. Just as we began to ask ourselves how soon the lake would appear in sight we saw it beneath us, with the accommodation house nestling in the trees.

        
The standard of this house surprised me—they have nothing to learn from city hotels. Of course it all has to be paid for, and it is the tourists who pay.

        
Saturday morning found us early astir as the steamer leaves for the head of the lake at seven sharp. There was scarcely a ripple on the water as we cast off, and the hills at that hour were swathed in mist. In the distance, one or two peaks could be seen glistening in the sun, though before long the mist rose leaving everything in clear view. The lake is 32 miles long and you sail almost due north for about five hours, passing, in order, the south arm, the middle arm and the north arm. One of the islands on the lake is known as Lion Island. Seen from a certain angle it is very like a lion couchant. We stepped ashore about 12.30 p.m. and walked through a charming bit of forest to the accommodation house at the Glade. Here we made close acquaintance with the sandflies, or rather the sandflies with us. The scene from the front door of Glade House is one to delight the eye. At your feet you have the Clinton River, beyond that the beech forest in wonderful hues of green and brown, and in the background, the everlasting hills.

        
After lunch here we forthwith set out in the track for the Pompolona Hut—about 10 miles distant. To reach the hut you pass through a magnificent beech forest with surprising growth on all sides. I have never seen such large tree trunks; they out-rival those at Paradise, although not so straight, being often twisted into queer shapes.

        
We stopped frequently to admire the view. Being somewhat tired and weighted down with our packs our progress was by no means rapid. However, Pompalona was reached at 6.30 p.m. Full justice was done to the good things set before us in the hut. Wekas are quite common on the track, and it was delightful to see how fearless they were. Round about the huts they run, big and little, and as tame as a barnyard fowl. The Pompalona Huts are at the mouth of the Clinton Canyon. At the other end, against the skyline, you see the Mackinnon Pass, over which we went in the morning.
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Sunday was Christmas Day, and never before have I spent it in such unfamiliar surroundings. We were early astir, and after a hearty breakfast took to the track once more. At this spot you leave the beech forest behind, temporarily, and enter a ribbonwood grove. The trees, unfortunately for us, were not yet in flower, although I noticed the flower buds were swelling. At various points along the track you see delightful flowering shrubs and plants—cellinisias, mountain daisies, veronicas, etc. After walking some distance we boiled the billy for morning tea in a disused hut, and then tackled the climb up the pass, a long zig-zag one. Near the summit the far famed Ranunculus Lyalli may be seen in flower in all directions.

        
The summit of the pass is 3,800 feet up—the altitude of the hut at “Pomp” is about 1,000 feet—so we had climbed 2,800 feet since breakfast. The view from the top is grand. Down below, ever so far down, you see the next group of huts—the Quinton Hut. On your right you have the Clinton Canyon, and on your left, one



mountain after another. After a frugal lunch we set off down the other side of the pass, getting a good view of the Jervois Glacier high above us on the opposite side. We here saw a small avalanche—the snow slithering down and dropping four or five hundred feet over the edge to the next ledge on the mountain side. Over the Roaring Meg we went, then into the beech forest once more, and down a long zig-zag track to the hut which was reached about 3.30 p.m. Here we had afternoon tea, after which we walked along to the Sutherland Falls—a walk of half-an-hour. The water of the falls comes down in one—two—three—leaps. It is hard to believe the height is 1,904 feet, but man is so small measured against inanimate nature. The water, in the bottom leap, comes down in graceful clouds of spray.

        
Boxing Day broke fine and we were once more early astir. The track from the latter hut to Milford is the easiest of the lot, five of the thirteen miles being covered by launch down the Arthur River and across Lake Ada. The track round the side of Lake Ada, owing to a washout over portion of it, was not in use at the time of our visit. We therefore missed seeing the Giant's Gate Fall, although we saw the “Gate” as we passed down the lake. We stepped ashore at the landing at 2.30 p.m. and had another half hour's walk through the forest to the hut and Sand Fly Point—well named, my word! (There are millions of sandflies and you can't get away from them. You start swotting them before rising from your bunk in the mornings. However, they are but a memory to me now and I hope to do the track some other day in spite of the sandflies.)

        
After tea we went for a cruise in Milford Sound. It was a fine clear evening and we saw the Lion Rock, Mitre Peak and the Pembroke Glacier. The Lion Rock is most imposing. Much of it is cloaked with dense bush. Mitre Peak—the top of which is shaped very much like a bishop's mitre—looks every inch of its 5,500 feet.

        
We sailed down the sound to the Bowen Falls—504 feet in height. They are a most graceful sight, the water coming down in two leaps, the first one of which lands in a bowl and then leaps out, giving a beautiful cart wheel, or as I should say, mill wheel effect. From the Bowen Falls we passed on to Sutherlands, saw the site of their house, also their graves—over which we raised our hats out of respect to their memory—and then went back to the launch and to Sandfly Point.
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Mt. Elliott And Jervois Glacier, Milford Track.
            


        

        


        
There was a very warm wind blowing up the Sound which did not promise well for the grand trip on the morrow. We awoke on Tuesday to find it raining heavily and at one time it was doubtful if there would be any trip. However, at 10 a.m., the rain eased off and we embarked. From a sight-seeing point of view the day was practically spoilt. The Lion Rock was in clear view, but the Mitre Peak and the Pembroke Glacier were obscured. I have never seen such steep mountains before, and it puzzles me how the trees manage to grow on them. There is a fringe of bush along the base of the Mitre Peak; above that, bare granite.

        
Wednesday we turned our faces homeward. It was raining again and rained all day and all night. By the time we got back to the Quinton Hut we were all pretty wet. However, we were bent on seeing the Sutherland Falls again,—which we did. They were much more impressive than when we saw them on Christmas Day. I suppose as much water again was coming down the fall. It was here we met the Tararua tramping party (about thirty of them) and a jolly lot they were.

        
Thursday was dull and misty, but as we got further back from the coast the mist lifted, and from the top of the pass the huts at Pompolona were seen in bright sunshine. The “washing” could be seen through glasses, flapping in the breeze. This was our last night on the track. Just before tea time our numbers were swelled by fifteen new trampers.

        
Friday morning broke clear and fine and after bidding good-bye to those starting out on the track we ambled down to Glade House, arriving at 2.30 p.m. I asked one of my mates had he ever seen a crested Grebe—he admitted (as I did) that he had seen a stuffed one! The very next day, however, we saw a pair of them swimming and diving in the lake. That was a coincidence for you. Birds are fairly numerous along the track. Every now and again you see a pair of paradise ducks with their young in the water, and sometimes a pair of Blue Mountain duck, or grey duck. In the trees you see the wee tom-tit flitting about, also the wax-eyes, sometimes a pair of pigeons, and once we noticed a pair of kaka. In the evenings you see the keas wheeling overhead and calling out “kee ah.”

        
Monday morning we bade farewell to Te Anau. Soon after leaving it began to rain and the rain could be seen falling over square miles of the flat country.

        
At Lumsden our party broke up, each going his separate way.
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Junction Of Chiddan And Esperance Rivers, Milford Track.
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The Railway Head Office Picnic at Trentham.
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The Prime Minister and Minister of Railways (Rt. Hon. 
J. G. Coates) speaking at prize distribution.
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New Shunting Yards at Auckland.
          

          
Auckland's new goods yard became an accomplished fact on February 5th, when a gang of over sixty men completed the reconstruction work which had been in hand for some time.

          
The job entailed connecting up the outward goods tracks from Campbell's Point overbridge to the new goods shed at Breakwater Road. The work now in hand is the demolition of existing goodshed buildings and the construction of No. 2 marshalling yards.

          
Work was commenced early in the morning, and by 5 p.m. the job was completed. It involved, in the main, shifting a 25-ton weighbridge as well as 30 chains of rails and eight sets of “turn-outs.” In addition a large “scissors crossing”—160ft. long and 33 tons in weight—was moved into position, a hundred yards from where it was originally placed. This particular work was carried through by 30 men in four hours.

          
The engineer-in-charge, Mr. J. Drew, remarked that the work accomplished with this change-over really broke the back of railway reconstruction in the Auckland railway yard.

          
It is proposed to put in a series of new sidings on the area adjoining Quay Street.

          
In less than an hour after the work was completed shunting operations were resumed, and next morning everything was working smoothly.

          
* * *

        

        

          

            
Demonstration Train.
          

          
In view of the projected “Great White Train” for New Zealand's secondary industries, it is interesting to learn that the agricultural development department of the Santa Fe Railway co-operating with the Texas Agricultural and Mechanical College, will operate a “Farm and Home Special” demonstration train in Texas and Louisiana during the last half of January and most of February.

          
The programme which the college will present to the farmers will be diversified, but will feature soil improvement and better methods of feeding live stock. Other subjects to be discussed will be dairying, poultry raising and home economics. Attention will also be given to the boys and girls 4-H club work.

          
The train will consist of eight cars, four of which will be loaded with exhibits. The exhibits will include beef and dairy cattle, hogs and sheep, crops, soil samples and poultry. The home economics department of the college will prepare an exhibit for the farm women, and part of one car will be devoted to a club exhibit.

          
The campaign will last for a period of six weeks, commencing January 16th and lasting until February 25th. All of the Santa Fe's lines in Texas, also a line extending 80 miles into south-western Louisiana, will be covered, the schedule calling for 117 meetings.

          
* * *

        

        

          

            
“No Cause for Dejection.”
          

          
Sir Herbert Walker, General Manager of the Southern Railway, England, is one of the optimists of the railway world. Speaking at the recent annual dinner of the staff of the General Manager's and Secretary's departments of the Southern Railway, Sir Herbert referred interestingly to the question of rail and road competition. Charabancs, he said, could be coped with but the private car was a much more difficult problem. A man nowadays took his wife and family and toured from resort to resort in a small car. This was undoubtedly the cause of a large proportion of the decline in passenger traffic, but, nevertheless, private cars created a travel atmosphere, and the number of journeys among the population was increasing rapidly. “The Railways,” he said, “had no cause for dejection; they could and would meet the competition, and ultimately they would come into their own again.” It is the conviction of this railway authority that, as the people become fonder of travel (and the evidence points that way), the railways were bound to reap the benefit.
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Demonstration Train.
          

          
In view of the projected “Great White Train” for New Zealand's secondary industries, it is interesting to learn that the agricultural development department of the Santa Fe Railway co-operating with the Texas Agricultural and Mechanical College, will operate a “Farm and Home Special” demonstration train in Texas and Louisiana during the last half of January and most of February.

          
The programme which the college will present to the farmers will be diversified, but will feature soil improvement and better methods of feeding live stock. Other subjects to be discussed will be dairying, poultry raising and home economics. Attention will also be given to the boys and girls 4-H club work.

          
The train will consist of eight cars, four of which will be loaded with exhibits. The exhibits will include beef and dairy cattle, hogs and sheep, crops, soil samples and poultry. The home economics department of the college will prepare an exhibit for the farm women, and part of one car will be devoted to a club exhibit.

          
The campaign will last for a period of six weeks, commencing January 16th and lasting until February 25th. All of the Santa Fe's lines in Texas, also a line extending 80 miles into south-western Louisiana, will be covered, the schedule calling for 117 meetings.

          
* * *
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“No Cause for Dejection.”
          

          
Sir Herbert Walker, General Manager of the Southern Railway, England, is one of the optimists of the railway world. Speaking at the recent annual dinner of the staff of the General Manager's and Secretary's departments of the Southern Railway, Sir Herbert referred interestingly to the question of rail and road competition. Charabancs, he said, could be coped with but the private car was a much more difficult problem. A man nowadays took his wife and family and toured from resort to resort in a small car. This was undoubtedly the cause of a large proportion of the decline in passenger traffic, but, nevertheless, private cars created a travel atmosphere, and the number of journeys among the population was increasing rapidly. “The Railways,” he said, “had no cause for dejection; they could and would meet the competition, and ultimately they would come into their own again.” It is the conviction of this railway authority that, as the people become fonder of travel (and the evidence points that way), the railways were bound to reap the benefit.
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London Letter.


(From Our Own Correspondent.)



The Grouping System.


        

          

The grouping of the Home railways has been very much more than a mere paper move. To the visitor from overseas making the tour of Britain to-day, the railway system of the land presents a vastly different picture from that of pre-war times. Stations have been remodelled to meet the changed situation, locomotives and rolling-stock of all types have been standardised, time-tables have been subjected to considerable revision, staff uniforms have been altered, and the whole face of the Home railway world has assumed a different aspect.

          
In the remodelling of important passenger and freight termini much has been accomplished tending towards more efficient and economical operation. Probably the most striking instance of station remodelling arising out of grouping is the fusion of the Exchange and Victoria depots of the London, Midland and Scottish Railway at Manchester. The Exchange station was the property of the former London and North Western line, and the Victoria depot housed the trains of the Lancashire and Yorkshire Railway. Both these systems are embraced in the London, Midland and Scottish group, and the two stations in question are now being combined to form one vast terminal.

          
The linking-up of the Exchange and Victoria stations at Manchester involves the construction of what will rank as the longest platform in Britain, and probably in the whole world. The new platform will be 2,199 feet in length, and will compare with the 1,692ft. platform at York, and the 1,680ft. platform at Waverley station, Edinburgh. It will accommodate three trains simultaneously, and the whole area will be under cover. Passenger traffic in the Manchester area is exceedingly dense, and in the remodelling which is now proceeding arrangements are being made to convert the Exchange section of the new depot into a closed station, with barriers to every platform. The Victoria section has for several years been of the closed type. All over Britain the closed type of passenger depot is gaining favour, and the necessity for collecting tickets at outside points is thus being done away with.

        

        

          
Improving Railway Stations.

          
Although Manchester, in common with London, can boast of a really commodious passenger station, there are few really imposing railway stations on the Home railways. Compared with the enormous termini found in the United States and on the mainland of Europe, the Home passenger stations are on very unpretentious lines. Utility, rather than architectural magnificence, has been the aim of the British station designer, and it is only in recent years that the pulling power of a really imposing railway station has come to be realised at Home. Among Europe's most beautiful city railway stations may be named the central depot at Leipzig, in Germany; the Amsterdam terminal of the State Railways of Holland; Bergen station on the Norwegian State Railways; the Orleans terminal in Paris; and the central station at Helsingfors, the capital of Finland. Helsingfors station has been styled the most beautiful railway depot in the world. It stands alone in one of the central squares of the city. Built of granite and having as one of its most striking features a massive tower roofed by a copper cupola, the structure may be classed as a true architectural masterpiece. The spacious entrance hall, containing booking, luggage, parcels and telegraph offices, is flanked on either side by magnificent waiting and refreshment rooms. In the latter rooms a woman cook, dressed in spotless white, presides at an electric stove, and in front of her are the cooked dishes, with glistening electro-plate covers which can be raised or lowered by mechanical means to display their contents.

          
The ticket offices in the main hall at Helsingfors station are in sets of three. Each booking-clerk has sole control of his own series of tickets. When he goes off duty he closes the window and locks up his office, the adjoining window being opened by the clerk who relieves him. Book stalls and other amenities are much in evidence, and throughout the depot there is displayed the sincere desire of the Finnish railway authorities to please the traveller and attract him to the rail route.

        

        

          
Transport Developments.

          
At the World Motor Transport Congress recently held in London, official representatives of more than fifty nations unanimously carried a resolution calling for sane co-ordination between rail and road transport in the interests of the carriers and the public. All over the



world there is real need for wise co-operation between rail and road, and a policy of cut-throat competition would be deplorable in the extreme.

          

The Home railways are now seeking fullest powers to operate road services of their own on both the passenger and freight sides, and it is anticipated that these powers will be duly granted by the government at an early date. Pending the securing of permission to undertake road transport in all its forms, the group lines are extending to a considerable extent the road motor services already operated by them in rural areas. Following the lead of the London and North Eastern and Great Western lines, the London, Midland and Scottish Railway has recently introduced road collection and delivery services between the railhead and farms in a number of agricultural areas. Warehouses have been opened up, at selected centres, in which stocks may be held by manufacturers, and from which farmers' supplies may be delivered in suitable quantities for immediate consumption when storage accommodation on the farms is limited. In the return direction, road motor transport is furnished between farm and railway depot for agricultural produce of all kinds.

        

        

          
Self-Help.

          
Self-help is a gospel of which the Home railway worker never loses sight. There are many institutions operating in the Home railway world, supported by the voluntary contributions of the employees, which prove invaluable in furnishing aid to the railwayman in times of stress and sickness, and self-help movements of this type are rightly given every encouragement by the group lines.

          
One of the most interesting institutions operating at Home are the Railway Convalescent Homes. Eight of these homes are conducted at selected points in Britain. By paying as little as one halfpenny a week through the paybill a sick railwayman may enjoy a fortnight's rest in one of the homes free of charge. Recently a special convalescent home has been opened up in Kent, exclusively for the use of the female staff of the Home railways. The whole of the business of the Railway Convalescent Homes is supervised by an honorary board of trustees drawn from the official ranks of the railways, and since the first home was opened twenty-seven years ago, many thousands of ailing railway workers have been restored to health and strength through their agency.
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Bergem Station; Norwegian State Railways.
              


          

        

        

          
Further Electrification.

          
Railway electrification proceeds apace in Europe. The electrified lines of the Southern Railway in the London area continue to expand, and across the Channel there has been completed the electrification of the railways of Holland between Amsterdam and Rotterdam. Electric trains have for some time been running between Amsterdam and Haarlem, and between Rotterdam and The Hague. Now these sections



have been linked-up and through electric running introduced between Amsterdam and Rotterdam. Direct current is employed with overhead transmission at a voltage of 1,500. The train unit consists of five cars, and a train is normally formed of two motor-cars and three trailers, giving accommodation for 320 passengers. During the rush hours the train service is run at intervals of fifteen minutes, with a train every half hour during the slack periods.

        

        

          
A Win for Steam.

          
In connection with main-line electrification, a curious position has arisen in the central European country of Austria. A most ambitious electrification plan was some years ago embarked upon by the Austrian State Railways, but it would seem that when this scheme was first given effect to the possibility was quite overlooked of a drop in the price of locomotive coal, while the estimates of the cost of conversion from steam to electricity were apparently on a far too low basis. Coal has now dropped considerably in price, and there has been vast improvement in the technique of generation of steam from coal dust and inferior fuel. As a consequence of the changed situation, the Austrian railway authorities have stopped all electrification works and come to the decision that in future steam working is to be adhered to on all tracks not completely converted to electricity.

        

        

          
Public Admitted “Behind the Scenes.”

          
Although innumerable experiments have been tried in the past with a view to encouraging passenger traffic by rail, there are still many promising means of attracting passenger business which remain untapped. A reminder of this fact is given by the recent action of the Great Western Railway in instituting “day” and “half-day” excursions from London and other points to the company's locomotive works at Swindon. Excursions of this kind are now regularly run, and they are proving immensely popular with the public.

          
Passengers by the Swindon excursion trains are requested by the conductors to divide themselves into parties each consisting of about twenty, and on arrival at Swindon each party is met by a guide wearing a distinctive rosette, and taken round the locomotive works of the line located at that point. From London to Swindon is a distance of 78 miles, and the fare for the round trip, including the conducted tour of the engine shops, is five shillings. Something like 700 passengers are conveyed by each train. The running of these excursions is proving of real worth in the betterment of public relations. They afford the public a rare opportunity of visualising the “behind the scenes” activities of a modern railway, and emphasise the care which is taken by the railway in the production and maintenance of the most efficient and safe equipment for the conveyance of the traveller and his possessions.
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Milk Conveyors.

          
Milk forms one of the most important of railway traffics. By the Home railways there are annually carried more than 280,000,000 gallons of milk, of which 95,000,000 gallons are handled by the London, Midland and Scottish, and 85,000,000 gallons by the Great Western lines. Until recently all milk traffic dealt with by the Home railways was conveyed in small metal churns, which involved a tremendous amount of handling, and called for the utilisation of a vast number of covered milk vans. Now the L.M. & S., and G.W. Railways have brought into use special tank cars for the conveyance of milk, each of 3,000 gallons capacity.

          
The new milk tanks are mounted on a steel underframe, 18 feet long, and they are glass-lined and fitted with an outlet cock at each end. Special arrangements have been made to avoid any undue variation of the temperature of the milk during transit, and each tank is encased with two layers of slab-cork, each one inch thick, and finally covered by thin metal sheets welded together at the joints. Special milk depots have been established at selected points, where milk from surrounding farms is concentrated, passed through a cooling plant and loaded into the tanks. At the point of delivery, the milk is unloaded from the tanks at the rate of 150 gallons a minute, and speedily conveyed to the consumer by motor and horse trucks.

        

        

          
Three-cylinder Locomotives.

          
To the several interesting types of passenger locomotives introduced on the group railways at Home during recent months there has now been added a new series of engines of the three-cylinder single-expansion type, with 4–4–0 wheel



arrangement, constructed in the Darlington shops of the London and North Eastern line. These locomotives are intended for hauling express passenger trains other than the Anglo-Scottish fliers, and each engine bears the name of an English or Scottish county.

          
The principal dimensions of this new type of locomotive are as follows:—Cylinders, 17 inches diameter and 26 inch stroke; boiler length 11 feet 4½ inches, diameter 5 feet 6 inches; heating surface, 1,397 square feet; boiler pressure 180lb. per square inch; total wheelbase 48 feet 5¼ inches; total length 58 feet 8¾ inches; total weight of engine and tender in working order, 118½ tons; coal capacity 7½ tons, water 4,200 gallons. The engines are painted in the standard green of the L. & N.E. group, and they present a remarkably spick and span appearance in traffic.

        

        

          
Birth of a Railway.

          
Just ninety years ago the Great Western Railway of England was opened between London and Maidenhead-on-Thames. In a recent volume entitled the “History of the Great Western Railway,” by E. T. MacDermot, published by the Great Western Company, there is unfolded the wondrous story of the birth and development of this unique transportation system, which has played so vital a part in Britain's progress. Railway working in the “good old days” was a very primitive business. For long, traffic was conducted in such a happy-go-lucky fashion that trains were not always restricted to the correct “Up” or “Down” road, while fixed signals were almost unknown. The trials and troubles of the early railway officials make especially interesting reading, and this ably penned record of the birth and growth of Brunel's far-flung railway undertaking is one which will appeal to railway-men of all grades the world over. It should certainly find a place in every railway library.
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The electrification of the Dutch railways is proceeding steadily, and the throughout main line between Amsterdam and Rotterdam has recently been converted from steam to electric traction.
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The grouping of the Home railways has been very much more than a mere paper move. To the visitor from overseas making the tour of Britain to-day, the railway system of the land presents a vastly different picture from that of pre-war times. Stations have been remodelled to meet the changed situation, locomotives and rolling-stock of all types have been standardised, time-tables have been subjected to considerable revision, staff uniforms have been altered, and the whole face of the Home railway world has assumed a different aspect.

          
In the remodelling of important passenger and freight termini much has been accomplished tending towards more efficient and economical operation. Probably the most striking instance of station remodelling arising out of grouping is the fusion of the Exchange and Victoria depots of the London, Midland and Scottish Railway at Manchester. The Exchange station was the property of the former London and North Western line, and the Victoria depot housed the trains of the Lancashire and Yorkshire Railway. Both these systems are embraced in the London, Midland and Scottish group, and the two stations in question are now being combined to form one vast terminal.

          
The linking-up of the Exchange and Victoria stations at Manchester involves the construction of what will rank as the longest platform in Britain, and probably in the whole world. The new platform will be 2,199 feet in length, and will compare with the 1,692ft. platform at York, and the 1,680ft. platform at Waverley station, Edinburgh. It will accommodate three trains simultaneously, and the whole area will be under cover. Passenger traffic in the Manchester area is exceedingly dense, and in the remodelling which is now proceeding arrangements are being made to convert the Exchange section of the new depot into a closed station, with barriers to every platform. The Victoria section has for several years been of the closed type. All over Britain the closed type of passenger depot is gaining favour, and the necessity for collecting tickets at outside points is thus being done away with.
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Improving Railway Stations.

          
Although Manchester, in common with London, can boast of a really commodious passenger station, there are few really imposing railway stations on the Home railways. Compared with the enormous termini found in the United States and on the mainland of Europe, the Home passenger stations are on very unpretentious lines. Utility, rather than architectural magnificence, has been the aim of the British station designer, and it is only in recent years that the pulling power of a really imposing railway station has come to be realised at Home. Among Europe's most beautiful city railway stations may be named the central depot at Leipzig, in Germany; the Amsterdam terminal of the State Railways of Holland; Bergen station on the Norwegian State Railways; the Orleans terminal in Paris; and the central station at Helsingfors, the capital of Finland. Helsingfors station has been styled the most beautiful railway depot in the world. It stands alone in one of the central squares of the city. Built of granite and having as one of its most striking features a massive tower roofed by a copper cupola, the structure may be classed as a true architectural masterpiece. The spacious entrance hall, containing booking, luggage, parcels and telegraph offices, is flanked on either side by magnificent waiting and refreshment rooms. In the latter rooms a woman cook, dressed in spotless white, presides at an electric stove, and in front of her are the cooked dishes, with glistening electro-plate covers which can be raised or lowered by mechanical means to display their contents.

          
The ticket offices in the main hall at Helsingfors station are in sets of three. Each booking-clerk has sole control of his own series of tickets. When he goes off duty he closes the window and locks up his office, the adjoining window being opened by the clerk who relieves him. Book stalls and other amenities are much in evidence, and throughout the depot there is displayed the sincere desire of the Finnish railway authorities to please the traveller and attract him to the rail route.

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

Transport Developments



          
Transport Developments.

          
At the World Motor Transport Congress recently held in London, official representatives of more than fifty nations unanimously carried a resolution calling for sane co-ordination between rail and road transport in the interests of the carriers and the public. All over the



world there is real need for wise co-operation between rail and road, and a policy of cut-throat competition would be deplorable in the extreme.

          

The Home railways are now seeking fullest powers to operate road services of their own on both the passenger and freight sides, and it is anticipated that these powers will be duly granted by the government at an early date. Pending the securing of permission to undertake road transport in all its forms, the group lines are extending to a considerable extent the road motor services already operated by them in rural areas. Following the lead of the London and North Eastern and Great Western lines, the London, Midland and Scottish Railway has recently introduced road collection and delivery services between the railhead and farms in a number of agricultural areas. Warehouses have been opened up, at selected centres, in which stocks may be held by manufacturers, and from which farmers' supplies may be delivered in suitable quantities for immediate consumption when storage accommodation on the farms is limited. In the return direction, road motor transport is furnished between farm and railway depot for agricultural produce of all kinds.
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Self-Help.

          
Self-help is a gospel of which the Home railway worker never loses sight. There are many institutions operating in the Home railway world, supported by the voluntary contributions of the employees, which prove invaluable in furnishing aid to the railwayman in times of stress and sickness, and self-help movements of this type are rightly given every encouragement by the group lines.

          
One of the most interesting institutions operating at Home are the Railway Convalescent Homes. Eight of these homes are conducted at selected points in Britain. By paying as little as one halfpenny a week through the paybill a sick railwayman may enjoy a fortnight's rest in one of the homes free of charge. Recently a special convalescent home has been opened up in Kent, exclusively for the use of the female staff of the Home railways. The whole of the business of the Railway Convalescent Homes is supervised by an honorary board of trustees drawn from the official ranks of the railways, and since the first home was opened twenty-seven years ago, many thousands of ailing railway workers have been restored to health and strength through their agency.
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Further Electrification.

          
Railway electrification proceeds apace in Europe. The electrified lines of the Southern Railway in the London area continue to expand, and across the Channel there has been completed the electrification of the railways of Holland between Amsterdam and Rotterdam. Electric trains have for some time been running between Amsterdam and Haarlem, and between Rotterdam and The Hague. Now these sections



have been linked-up and through electric running introduced between Amsterdam and Rotterdam. Direct current is employed with overhead transmission at a voltage of 1,500. The train unit consists of five cars, and a train is normally formed of two motor-cars and three trailers, giving accommodation for 320 passengers. During the rush hours the train service is run at intervals of fifteen minutes, with a train every half hour during the slack periods.
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A Win for Steam.

          
In connection with main-line electrification, a curious position has arisen in the central European country of Austria. A most ambitious electrification plan was some years ago embarked upon by the Austrian State Railways, but it would seem that when this scheme was first given effect to the possibility was quite overlooked of a drop in the price of locomotive coal, while the estimates of the cost of conversion from steam to electricity were apparently on a far too low basis. Coal has now dropped considerably in price, and there has been vast improvement in the technique of generation of steam from coal dust and inferior fuel. As a consequence of the changed situation, the Austrian railway authorities have stopped all electrification works and come to the decision that in future steam working is to be adhered to on all tracks not completely converted to electricity.
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Public Admitted “Behind the Scenes.”

          
Although innumerable experiments have been tried in the past with a view to encouraging passenger traffic by rail, there are still many promising means of attracting passenger business which remain untapped. A reminder of this fact is given by the recent action of the Great Western Railway in instituting “day” and “half-day” excursions from London and other points to the company's locomotive works at Swindon. Excursions of this kind are now regularly run, and they are proving immensely popular with the public.

          
Passengers by the Swindon excursion trains are requested by the conductors to divide themselves into parties each consisting of about twenty, and on arrival at Swindon each party is met by a guide wearing a distinctive rosette, and taken round the locomotive works of the line located at that point. From London to Swindon is a distance of 78 miles, and the fare for the round trip, including the conducted tour of the engine shops, is five shillings. Something like 700 passengers are conveyed by each train. The running of these excursions is proving of real worth in the betterment of public relations. They afford the public a rare opportunity of visualising the “behind the scenes” activities of a modern railway, and emphasise the care which is taken by the railway in the production and maintenance of the most efficient and safe equipment for the conveyance of the traveller and his possessions.
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Milk Conveyors.

          
Milk forms one of the most important of railway traffics. By the Home railways there are annually carried more than 280,000,000 gallons of milk, of which 95,000,000 gallons are handled by the London, Midland and Scottish, and 85,000,000 gallons by the Great Western lines. Until recently all milk traffic dealt with by the Home railways was conveyed in small metal churns, which involved a tremendous amount of handling, and called for the utilisation of a vast number of covered milk vans. Now the L.M. & S., and G.W. Railways have brought into use special tank cars for the conveyance of milk, each of 3,000 gallons capacity.

          
The new milk tanks are mounted on a steel underframe, 18 feet long, and they are glass-lined and fitted with an outlet cock at each end. Special arrangements have been made to avoid any undue variation of the temperature of the milk during transit, and each tank is encased with two layers of slab-cork, each one inch thick, and finally covered by thin metal sheets welded together at the joints. Special milk depots have been established at selected points, where milk from surrounding farms is concentrated, passed through a cooling plant and loaded into the tanks. At the point of delivery, the milk is unloaded from the tanks at the rate of 150 gallons a minute, and speedily conveyed to the consumer by motor and horse trucks.
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Three-cylinder Locomotives.

          
To the several interesting types of passenger locomotives introduced on the group railways at Home during recent months there has now been added a new series of engines of the three-cylinder single-expansion type, with 4–4–0 wheel



arrangement, constructed in the Darlington shops of the London and North Eastern line. These locomotives are intended for hauling express passenger trains other than the Anglo-Scottish fliers, and each engine bears the name of an English or Scottish county.

          
The principal dimensions of this new type of locomotive are as follows:—Cylinders, 17 inches diameter and 26 inch stroke; boiler length 11 feet 4½ inches, diameter 5 feet 6 inches; heating surface, 1,397 square feet; boiler pressure 180lb. per square inch; total wheelbase 48 feet 5¼ inches; total length 58 feet 8¾ inches; total weight of engine and tender in working order, 118½ tons; coal capacity 7½ tons, water 4,200 gallons. The engines are painted in the standard green of the L. & N.E. group, and they present a remarkably spick and span appearance in traffic.
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Birth of a Railway.

          
Just ninety years ago the Great Western Railway of England was opened between London and Maidenhead-on-Thames. In a recent volume entitled the “History of the Great Western Railway,” by E. T. MacDermot, published by the Great Western Company, there is unfolded the wondrous story of the birth and development of this unique transportation system, which has played so vital a part in Britain's progress. Railway working in the “good old days” was a very primitive business. For long, traffic was conducted in such a happy-go-lucky fashion that trains were not always restricted to the correct “Up” or “Down” road, while fixed signals were almost unknown. The trials and troubles of the early railway officials make especially interesting reading, and this ably penned record of the birth and growth of Brunel's far-flung railway undertaking is one which will appeal to railway-men of all grades the world over. It should certainly find a place in every railway library.
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The electrification of the Dutch railways is proceeding steadily, and the throughout main line between Amsterdam and Rotterdam has recently been converted from steam to electric traction.
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Unclaimed Property.


(By M.C.)

        

The flotsam and jetsam left by travellers on the railways generally finds its way into the lost property depot. The forgetfulness (or indifferentism) which characterises some people in regard to their movable property is surprising. It is no less remarkable how much luggage is never claimed—if that dealt with by the country station of which the writer is in charge, may be cited as an example.

        
Last year for instance, one hundred and forty-six packages were dealt with. Of this number only fifty-one could be delivered to owners, the remainder, because of there being no identification on them, or enquiries made concerning them, being sent to the lost property depot, where the packages will remain until sold by auction at the end of the year. It is interesting to mention, in passing, that only twenty-two out of the 146 unclaimed packages were inscribed with the owner's name and address.

        
Special interest attaches to two lost gold rings. One was claimed—the climant having lost it two months previously whilst getting through a railway fence, the ring being found subsequently by a surfaceman raking the gravel in the yard. The owner of the other ring could not be traced. Of five purses found only one contained coin amounting to one shilling. This purse, along with three others, will be eventually sold under the auctioneer's hammer.

        
The varied assortment of lost property handled during the year comprised, among other things, two gold brooches, four men's hats, five kit bags, twenty-three ladies' umbrellas, four walking sticks, two pieces of music (songs), five overcoats, five suitcases, eight books, one parcel of cake, two parcels of fruit, one parcel of fish, one pram (claimed), one halter, two whips, two butchers' aprons, one horse-cover, one mattress, one violin, two bottles of beer, one scythe, and one fountain pen.

        
It would be more satisfactory to all concerned if such property could be restored to its rightful owners.

        
Scores of parcels, however, are found bearing no name or address, and are never inquired for. They are therefore sent to the lost property depot for ultimate sale.

        
If passengers took the precaution of addressing all their packages (even if carried with them on railway racks) the railway staff would be able to institute definite inquiries from particulars shown, and be thus enabled to perform a further service to the Department's customers by restoring their missing goods.
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Mitre Peak. Milford Sound, South Island.
            


        

        
Great inconvenience, and much irritation, is often experienced by passengers in losing their luggage and other property. In very many cases, however, the fault lies with the passenger and not with the Department. The Department can be depended upon to restore property which has been left behind by train passengers, but for the complete success of such efforts the co-operation of the passenger (in seeing to it that his parcels, etc., bear adequate identification marks) is necessary.
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“Long Days”

 Summer-time, New Zealand
          
        

        

          
Long days!—


          
When all is fair—


          
When thro' the air


          
Flit butterflies


          
'Neath sunny skies.


          
Long days!—


          
When in the air


          
Is bird-song


          
All day long.


          
Long days!—


          
When sheep repose


          
Beneath the sun.


          
Long days!—


          
When blooms the rose.


          
Long days!—


          
When everyone


          
Should happy be—


          
When children play


          
On holiday


          
Beside the sea.


          
Long days! Long days!—


          
Why haste away?


          
Can ye not stay?
          —

Samuel Hulme Bridgford.

 (
Decoration by Frederick Walter Perry.)
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 (Part VI.)
          
        

        
(By 

H. E. Childs, Workshops Machinery Inspector, N.Z.R.)

        

          

            
“A Man of the Windmill Species, that Grinds always.”
            —
Thomas Carlyle.

          

        

        

          

            
Workshop Precision Grinding.
          

          

            

The cylindrical, plane, or surface grinding machine is the product of comparatively recent years. By many tradesmen it is regarded as a specialised machine for repetition work, or for jobs that are too hard to be machined or filed in the ordinary way.

            
The grinding machine, however, is essentially a finishing machine for a great variety of work. Its speed and the accuracy with which it functions cannot be denied. It is doubtful if there is a turner or machinist anywhere (no matter how skilled), who, using a lathe or other machine, can finish work as quickly and as accurately thereon as the same work can be done on a grinding machine when correctly handled.
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Although a grinding machine is a precision tool, it nevertheless requires less skill to operate (when employed on accurate work) than the lathe, milling machine, or planing machine, etc. As a finishing machine it has dispensed with most of the skill demanded of the old time craftsman (the use of file and emery cloth) for finishing and polishing work to fine dimensions.

            
If a workshop foreman twenty years ago had requested his best turner to turn a dozen piston (or valve) rods, all to a given size, and, at the same time have stipulated that there must not be more than .0015 of an inch variation in the finished size of the rods so turned, such a turner would have been perplexed and worried as to whether or not a request of the kind could actually be carried out.

            
In modern workshop practice, however, measurements much finer than the above are quite common.

          

          

            
The Grinding Method.

            
It makes very little difference upon what class of work a workman may be engaged, whether it be work demanding the greatest accuracy and fine finish (or vice versa), or that the material to be worked be of hard or soft metal, cast or forged,—the grinding machine is the all round finishing machine tool. Just as high speed steel has increased production by displacing carbon steel in many processes, so has the grinding machine increased production by displacing the file, the scraper, the lap and emery cloth for finishing.

            
It is a mistake to regard the grinding mamachine as essentially a repetition machine. This is entirely erroneous. Whilst the said machine does show to advantage on repetition work (owing to its automatic trip and its all but fool proof accurate feed control) it nevertheless has a much wider scope of usefulness. In the case of the individual article for instance,—after the size is known and a trial cut has been made—the feed control eliminates the problem of human error and reduces the said article to the pre-determined size far more quickly and accurately than any other machine.

            
The grinding machine has, in the space of a few years, became so universally used that the



Churchill Machine Tool Co., Ltd., manufactures grinding machines of various sizes weighing anything from 20lbs. up to 60 tons. So splendidly are these machines designed and balanced that, weight for weight, there is no other machine that requires as little manual exertion to operate.

            
Lest there should be any misunderstanding I should like to observe in passing that grinding is a distinct cutting process and is subject to much the same conditions as are those of the lathe or planing machine. A grinding wheel can be too sharp for certain work or too dull; it can be too soft, or too hard. Just as an ordinary tool with only one cutting edge will remove a chip of metal proportional to its strength, so does the grinding wheel with its multiple cutting edges function similarly. The metal removed by a grinding wheel when placed under a microscope bears a striking resemblance to the chips removed by a lathe or similar tool.

          

          

            
Lathe v. Grinding Machine.

            
The re-turning of an axle or the re-boring of a cylinder involves the removing of more metal from either than would be necessary if the same operations were done on a grinding machine. This is due to the fact that a worn axle or cylinder develops a hard skin, which necessitates that before any progress can be made with the tool, the turner must take a cut sufficiently deep to get under the skin. Afterwards a second (or finishing) cut is necessary.

            
The grinding machine functions equally well on hard or soft metals, therefore, when re-grinding an axle or cylinder witness marks may be left in, and only the bare minimum of metal removed. This produces a smoother and truer surface, adds considerably to the life of the parts that have been thus treated and creates a big saving in regard to renewals, etc. Furthermore, the grinding method has proved conclusively that, re-grinding, apart from these advantages, is also quicker than re-turning.

          

          

            
Competition and Grinding.

            
This is a competitive age, an age that right or wrong casts out the unfit. The machine tool manufacturers and the motor car industry live and flourish under the fiercest conditions known to this said system. Both of these important and exact branches of engineering have adopted successfully the grinding method. This is no mere fashion of the age, but the recognition that the grinding machine has been found indispensable where quantity, quality, and sound economics, govern the industrial and social programme. But for the grinding machine, says a well known American Trade Journal it would cost as much to produce a Ford car as it does a Rolls Royce.

            
(To be continued.)

            

              

[image: New Methods at East Town Workshops. One of the four special planing machines recently introduced into the Workshops, for the manufacture of frogs, Switches and scissors crossings. These machines are electrically driven.]

New Methods at East Town Workshops.


One of the four special planing machines recently introduced into the Workshops, for the manufacture of frogs, Switches and scissors crossings. These machines are electrically driven.


            

          

        

      








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

[section]



          

            
“A Man of the Windmill Species, that Grinds always.”
            —
Thomas Carlyle.

          

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

Workshop Precision Grinding



          

            
Workshop Precision Grinding.
          

          

            

The cylindrical, plane, or surface grinding machine is the product of comparatively recent years. By many tradesmen it is regarded as a specialised machine for repetition work, or for jobs that are too hard to be machined or filed in the ordinary way.

            
The grinding machine, however, is essentially a finishing machine for a great variety of work. Its speed and the accuracy with which it functions cannot be denied. It is doubtful if there is a turner or machinist anywhere (no matter how skilled), who, using a lathe or other machine, can finish work as quickly and as accurately thereon as the same work can be done on a grinding machine when correctly handled.

            

              

[image: Interior of Invercargill Workshops. Top: A corner of the machine and fitting shop. Bottom: Improved tool rack.]

Interior of Invercargill Workshops.


Top: A corner of the machine and fitting shop. Bottom: Improved tool rack.


            

            
Although a grinding machine is a precision tool, it nevertheless requires less skill to operate (when employed on accurate work) than the lathe, milling machine, or planing machine, etc. As a finishing machine it has dispensed with most of the skill demanded of the old time craftsman (the use of file and emery cloth) for finishing and polishing work to fine dimensions.

            
If a workshop foreman twenty years ago had requested his best turner to turn a dozen piston (or valve) rods, all to a given size, and, at the same time have stipulated that there must not be more than .0015 of an inch variation in the finished size of the rods so turned, such a turner would have been perplexed and worried as to whether or not a request of the kind could actually be carried out.

            
In modern workshop practice, however, measurements much finer than the above are quite common.

          

          

            
The Grinding Method.

            
It makes very little difference upon what class of work a workman may be engaged, whether it be work demanding the greatest accuracy and fine finish (or vice versa), or that the material to be worked be of hard or soft metal, cast or forged,—the grinding machine is the all round finishing machine tool. Just as high speed steel has increased production by displacing carbon steel in many processes, so has the grinding machine increased production by displacing the file, the scraper, the lap and emery cloth for finishing.

            
It is a mistake to regard the grinding mamachine as essentially a repetition machine. This is entirely erroneous. Whilst the said machine does show to advantage on repetition work (owing to its automatic trip and its all but fool proof accurate feed control) it nevertheless has a much wider scope of usefulness. In the case of the individual article for instance,—after the size is known and a trial cut has been made—the feed control eliminates the problem of human error and reduces the said article to the pre-determined size far more quickly and accurately than any other machine.

            
The grinding machine has, in the space of a few years, became so universally used that the



Churchill Machine Tool Co., Ltd., manufactures grinding machines of various sizes weighing anything from 20lbs. up to 60 tons. So splendidly are these machines designed and balanced that, weight for weight, there is no other machine that requires as little manual exertion to operate.

            
Lest there should be any misunderstanding I should like to observe in passing that grinding is a distinct cutting process and is subject to much the same conditions as are those of the lathe or planing machine. A grinding wheel can be too sharp for certain work or too dull; it can be too soft, or too hard. Just as an ordinary tool with only one cutting edge will remove a chip of metal proportional to its strength, so does the grinding wheel with its multiple cutting edges function similarly. The metal removed by a grinding wheel when placed under a microscope bears a striking resemblance to the chips removed by a lathe or similar tool.

          

          

            
Lathe v. Grinding Machine.

            
The re-turning of an axle or the re-boring of a cylinder involves the removing of more metal from either than would be necessary if the same operations were done on a grinding machine. This is due to the fact that a worn axle or cylinder develops a hard skin, which necessitates that before any progress can be made with the tool, the turner must take a cut sufficiently deep to get under the skin. Afterwards a second (or finishing) cut is necessary.

            
The grinding machine functions equally well on hard or soft metals, therefore, when re-grinding an axle or cylinder witness marks may be left in, and only the bare minimum of metal removed. This produces a smoother and truer surface, adds considerably to the life of the parts that have been thus treated and creates a big saving in regard to renewals, etc. Furthermore, the grinding method has proved conclusively that, re-grinding, apart from these advantages, is also quicker than re-turning.

          

          

            
Competition and Grinding.

            
This is a competitive age, an age that right or wrong casts out the unfit. The machine tool manufacturers and the motor car industry live and flourish under the fiercest conditions known to this said system. Both of these important and exact branches of engineering have adopted successfully the grinding method. This is no mere fashion of the age, but the recognition that the grinding machine has been found indispensable where quantity, quality, and sound economics, govern the industrial and social programme. But for the grinding machine, says a well known American Trade Journal it would cost as much to produce a Ford car as it does a Rolls Royce.

            
(To be continued.)

            

              

[image: New Methods at East Town Workshops. One of the four special planing machines recently introduced into the Workshops, for the manufacture of frogs, Switches and scissors crossings. These machines are electrically driven.]

New Methods at East Town Workshops.


One of the four special planing machines recently introduced into the Workshops, for the manufacture of frogs, Switches and scissors crossings. These machines are electrically driven.


            

          

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

[section]



            

The cylindrical, plane, or surface grinding machine is the product of comparatively recent years. By many tradesmen it is regarded as a specialised machine for repetition work, or for jobs that are too hard to be machined or filed in the ordinary way.

            
The grinding machine, however, is essentially a finishing machine for a great variety of work. Its speed and the accuracy with which it functions cannot be denied. It is doubtful if there is a turner or machinist anywhere (no matter how skilled), who, using a lathe or other machine, can finish work as quickly and as accurately thereon as the same work can be done on a grinding machine when correctly handled.

            

              

[image: Interior of Invercargill Workshops. Top: A corner of the machine and fitting shop. Bottom: Improved tool rack.]

Interior of Invercargill Workshops.


Top: A corner of the machine and fitting shop. Bottom: Improved tool rack.


            

            
Although a grinding machine is a precision tool, it nevertheless requires less skill to operate (when employed on accurate work) than the lathe, milling machine, or planing machine, etc. As a finishing machine it has dispensed with most of the skill demanded of the old time craftsman (the use of file and emery cloth) for finishing and polishing work to fine dimensions.

            
If a workshop foreman twenty years ago had requested his best turner to turn a dozen piston (or valve) rods, all to a given size, and, at the same time have stipulated that there must not be more than .0015 of an inch variation in the finished size of the rods so turned, such a turner would have been perplexed and worried as to whether or not a request of the kind could actually be carried out.

            
In modern workshop practice, however, measurements much finer than the above are quite common.

          








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

The Grinding Method



            
The Grinding Method.

            
It makes very little difference upon what class of work a workman may be engaged, whether it be work demanding the greatest accuracy and fine finish (or vice versa), or that the material to be worked be of hard or soft metal, cast or forged,—the grinding machine is the all round finishing machine tool. Just as high speed steel has increased production by displacing carbon steel in many processes, so has the grinding machine increased production by displacing the file, the scraper, the lap and emery cloth for finishing.

            
It is a mistake to regard the grinding mamachine as essentially a repetition machine. This is entirely erroneous. Whilst the said machine does show to advantage on repetition work (owing to its automatic trip and its all but fool proof accurate feed control) it nevertheless has a much wider scope of usefulness. In the case of the individual article for instance,—after the size is known and a trial cut has been made—the feed control eliminates the problem of human error and reduces the said article to the pre-determined size far more quickly and accurately than any other machine.

            
The grinding machine has, in the space of a few years, became so universally used that the



Churchill Machine Tool Co., Ltd., manufactures grinding machines of various sizes weighing anything from 20lbs. up to 60 tons. So splendidly are these machines designed and balanced that, weight for weight, there is no other machine that requires as little manual exertion to operate.

            
Lest there should be any misunderstanding I should like to observe in passing that grinding is a distinct cutting process and is subject to much the same conditions as are those of the lathe or planing machine. A grinding wheel can be too sharp for certain work or too dull; it can be too soft, or too hard. Just as an ordinary tool with only one cutting edge will remove a chip of metal proportional to its strength, so does the grinding wheel with its multiple cutting edges function similarly. The metal removed by a grinding wheel when placed under a microscope bears a striking resemblance to the chips removed by a lathe or similar tool.

          








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

Lathe v. Grinding Machine



            
Lathe v. Grinding Machine.

            
The re-turning of an axle or the re-boring of a cylinder involves the removing of more metal from either than would be necessary if the same operations were done on a grinding machine. This is due to the fact that a worn axle or cylinder develops a hard skin, which necessitates that before any progress can be made with the tool, the turner must take a cut sufficiently deep to get under the skin. Afterwards a second (or finishing) cut is necessary.

            
The grinding machine functions equally well on hard or soft metals, therefore, when re-grinding an axle or cylinder witness marks may be left in, and only the bare minimum of metal removed. This produces a smoother and truer surface, adds considerably to the life of the parts that have been thus treated and creates a big saving in regard to renewals, etc. Furthermore, the grinding method has proved conclusively that, re-grinding, apart from these advantages, is also quicker than re-turning.

          








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

Competition and Grinding



            
Competition and Grinding.

            
This is a competitive age, an age that right or wrong casts out the unfit. The machine tool manufacturers and the motor car industry live and flourish under the fiercest conditions known to this said system. Both of these important and exact branches of engineering have adopted successfully the grinding method. This is no mere fashion of the age, but the recognition that the grinding machine has been found indispensable where quantity, quality, and sound economics, govern the industrial and social programme. But for the grinding machine, says a well known American Trade Journal it would cost as much to produce a Ford car as it does a Rolls Royce.

            
(To be continued.)

            

              

[image: New Methods at East Town Workshops. One of the four special planing machines recently introduced into the Workshops, for the manufacture of frogs, Switches and scissors crossings. These machines are electrically driven.]

New Methods at East Town Workshops.


One of the four special planing machines recently introduced into the Workshops, for the manufacture of frogs, Switches and scissors crossings. These machines are electrically driven.


            

          








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

The Last Spike Of The Wellington Wanawatu Railway. — (From “The Evening Press,” Dunedin, November 6th, 1886.)





        

The Last Spike Of The Wellington Wanawatu Railway.


(From “The Evening Press,” Dunedin, November 6th, 1886.)

        

          

The poet Longfellow, in one of his most suggestive passages, describes the reflections that crowded on his mind when he first entered Italy by rail, and, amid the historic scenes of antiquity

          
“Saw the iron horses of the steam

          
Toss to the morning air their plumes of snow.”

          
That was indeed a strange experience for a scholar capable of discerning the contrast between the old order of things and the new; but, to our mind there is something even more strange and startling in such a scene as that witnessed on Wednesday, the 3rd of November, 1886, at Waikanae when a thousand of the British public suddenly arrived by train in a wilderness which has absolutely no history beyond the scanty legends of a decaying people who are themselves alien to the soil. It is, as it were, civilisation ready made, at a stage which it has taken ages of slow progress to arrive at in the Old World. Even to colonists, accustomed to lightning changes, it seemed a wonderful thing to go forth from Wellington, which within our own memory was in a state of nature only varied by barbarism,—to go forth in a splendidly appointed train, drawn by three powerful engines, the whole travelling machine as perfect as it could be, and to pass from the town in a few hours into a new country waiting to be inhabited. To anyone of a reflective turn of mind there was something very memorable in that journey…. The whole of the day's proceedings were wonderfully successful.

          
A common topic of conversation amongst the excursionists, who numbered over 700, was the singular change that had come over the colony since the old days when the only method of travelling was on foot or on horseback, or, by good fortune, in a bullock dray along a bush track. On the arrival of the train at Paremata an incident occurred which illustrated this change opportunely enough. There drove up to the station a two-horse coach, both vehicle and animals being of a particularly antique pattern; but there were no passengers for it, and as it rattled away again disconsolately, the whistle of the engines taking the train on its journey sounded like the irresistible voice of the New Style ordering the Old to move on and move off and make itself scarce for ever. The tide was in and Porirua Harbour looked lovely in the bright sunshine, the island of Mana standing out boldly, and the high land of the Middle Island being distinctly visible.—Apropos of that, some of the passengers learnt with surprise that the opening of the Manawatu line may lead to a development of which little has been said at present. A glance at the map will show that the nearest point of the North Island to the Middle Island is at Porirua; and at the northern end of the harbour there is a spot where excellent shelter for shipping could easily be furnished by the construction of a deep water wharf. If that were done a large part of the trade between the two islands would probably go through this little port and by the Manawatu railway; for from that spot the run across to Picton would be very short, and would often be a fair weather passage when bad weather prevailed further south.

          
At Paikakariki there was quite a crowd collected, the township being en fete and a number of passengers having arrived earlier by the ordinary train. Thenceforward the scenery and the character of the line are very striking and many were the exclamations of astonishment and delight from those of the travellers who had never seen such a sight before. At Waikanae groups of natives were assembled at various points, and the women hailed the approach of the train in customary fashion, waving their shawls or mats, holding out green boughs, and singing their monotonous “haeremai.” At Otaitanga a triumphal arch, composed very gracefully of Nikau fronds and branches of trees and gaily decorated with flowers, spanned the line, and as the train from Wellington passed under this at slackened speed, the train from Palmerston, bringing about 300 passengers was seen slowly approaching, and the two trains came to a standstill with their engines almost touching. The passengers then alighted. After a few minutes delay his Excellency the Governor and staff accompanied by the Premier, the Minister for Public Works, the Native Minister, the Minister for Justice, the Chairman and Directors, the General Manager, and Engineer of the Company, and the ladies of their party, advanced to a spot
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close to where the two trains had met, the spectators, now increased to over 1,000, ranging themselves on the sides of the cutting from whence they obtained a capital view of the ceremony of driving the last spike. When all were in position Mr. Nathan, Chairman of Directors, addressed his Excellency thus:—“Your Excellency—Permit me on behalf of the shareholders of this Company, to tender you our thanks for your presence to-day and for your kindness in consenting to drive the last spike, thus putting the finishing stroke that completes the line of railway between Wellington and New Plymouth. My Board ventured to ask you to perform this ceremony because they felt that, although this work has been and is still being carried out by a joint stock company, the work they have accomplished is of no ordinary character. They venture to esteem this work as of a colonial character originally undertaken at a time when the Government of the country practically said to the citizens of Wellington, however much we recognise of such a work being performed, it is beyond the power of the Executive Government of this colony to undertake it.' Then was aroused in the breasts of the citizens of Wellington and of the settlers of this provincial district, that feeling of selfreliance and thorough earnestness which, when directed to a good purpose, invariably leads to success. We claim that not only have we built a railway that will benefit the whole colony, but that we have set such an example to our fellow colonists of united action for the common good, that it will forever serve as a monument of well-directed energy and perseverance. It may not be out of place on this occasion to place on record a short history of our proceedings. When the Public Works Act of 1866 was first announced, the northern trunk line was laid down on the present Napier route, passing over the Rimutaka. Many Wellington citizens saw at once that such was a vital mistake; that without provision for the connection of the city by the west coast, Wellington, for all practical purposes as a commercial centre, was completely isolated and cut off from the largest and the most valuable portion of her province, as represented by the rich lands stretching from where we now stand as far as New Plymouth on the one side and the centre of the Island and Napier on the other. Despite strong representations by prominent members in Parliament no attempt was made to rectify the mistake or to recognise the claim of Wellington to have a shorter, cheaper and safer railway connection with the north than by the Rimutaka. It is to the Government, under the ministry of Sir George Grey, that Wellington is indebted for this railway. Mr. Macandrew, who was Minister for Public Works under Sir George Grey, was the first to recognise the necessity of providing a northern trunk line that would give quick and easy travelling and yield profitable returns. In 1878 and 1879 Mr. Macandrew had exhaustive surveys made which demonstrated that, by adopting a West Coast line to Palmerston, a saving of a third of the distance would be made, besides having a railway built on a much improved grade. Mr. Macandrew had such faith in the prospects of a West Coast line that he commenced the work without delay. Unfortunately after an expenditure of over £33,000, a change of Ministry having taken place, the works were stopped, and the line reported against by a Royal Commission. In face of such report there were those who, nevertheless, had faith in the line and were prepared to risk their capital and spend their time in promoting the undertaking. Foremost amongst those who took a very energetic part about this line, I should mention Mr. Travers, also Mr. Wallace, our able manager. Deputations waited upon the Cabinet representing all the advantages that would accrue to the colony by the carrying out of this work. When Sir John Hall, then Premier, pointed out that the Government had not the means to continue the good work already commenced by Mr. Macandrew he said that, if the citizens were so confident of the result of such a railway being built, they would invest their own capital, then his Government were prepared to make certain concessions if a joint stock company was formed for carrying out the work; and he would introduce



a bill into Parliament to give due effect to the proposal. In a few months such a joint stock company was formed, with a capital of £500,000, and shares were taken up by the citizens of Wellington and the settlers in and around Palmerston, to the extent of £50,000. It was represented to intending shareholders at the time that they were not invited to take shares in this company as an ordinary joint stock undertaking, but they were asked to subscribe such sums as they could according to their several positions afford, without the expectation of any return, the intention being that the sum of £50,000 might be placed at the disposal of the promoters to ensure the work being carried out. However, the £50,000 was subscribed and the company was registered in 1881. The Land and Railway Construction Act was passed in the session of the same year. A contract was immediately concluded between the Government and the company and was signed on the 22nd of March, 1882. In the course of negotiations with the Government and with those whom it was deemed desirable to be in sympathy with the undertaking, so much was learned of the country through which the proposed line was to run that those who had entered into the undertaking as colonists for the good of the colony as a whole, and for the Wellington city and province in particular, saw it would prove a pecuniary success. Invitations were sent to eighteen gentlemen to meet at the Chamber of Commerce of whom thirteen attended. The contract with the Government and the prospects of the company were explained to these gentlemen and they were asked to subscribe for the maximum number of shares allowed to be held by the Articles of Association, viz., 2,000. It is a great pleasure to place on record the fact that each gentleman present for himself or for the firm he represented at once signed this paper. Here it is, signed by 13., viz.: J. E. Nathan, John Plimmer, Travers and Cave, James Lockie, N. Reid, W. R. Williams, Thompson and Shannon, James Bull, Thomas G. Macarthy, F. and C. Ollivier, J. B. Harcourt, James Smith, D. Anderson, jnr.; thus at once increasing the subscribed capital to £130,000. The work done on that day by 13 citizens of Wellington must be esteemed the most important that was ever concluded in one day in the annals of Wellington, and this particular document will be mounted and preserved as so important a document deserves to be. Within a few days of this meeting (March 23, 1882) the subscribed capital amounted to £300,000. Other citizens readily followed the worthy example set them by the 13 subscribers of this document. Most of the gentlemen who formed the first directorate are still members of it, and it is due to the efforts of these, supported most loyally by the shareholders of the company, that the railway is completed to-day. I must not forget to mention that the company is indebted to Sir Julius Vogel, who so ably acted as the first agent of the company in London, to whom was entrusted the important function of floating the first debentures amounting to £400,000, and appointing the first London board. These important matters were carried out by Sir Julius Vogel, at a time, and under circumstances, that it is believed no one else could have succeeded as he did. Our first London board consisted of Sir Penrose Julyan, Sir Edward Stafford, and the Hon. Mr. Mundella. It is to Sir Julius Vogel and to these gentlemen that the shareholders are indebted for the successful floating of the company's debentures now amounting to £560,000, the capital of the company having been increased in 1885 by the issue of further shares, so that to-day it is £700,000 in £5 shares, £75,000 being subscribed for in Wellington and other parts of the colony, and £65,000 in London.

          
In September, 1882, the first contract was commenced and, to-day, 3rd November, 1886, or in four years and two months, the last contract has been finished, and the works may be said to be completed. On the railway itself, for formation works and rolling stock over £700,000 has been expended in completing and equipping 84 miles of railway. As to the importance of this railway as a main link in the chain, of the trunk line it may be stated that by using the company's line when the inland portion from Marton to Te Awamutu is completed, it will be possible to run at express speed from Auckland to Wellington in 16 or 17 hours. Even now, with a fast line of steamers between Taranaki and Auckland we hope to see a service between Auckland and Wellington of 24 hours. The importance of this line as a link in the development of settlement in these vast and fertile lands between the two great and fine ports of the colony cannot be overestimated. Wellington and Auckland may be said to possess the only two harbours in the North Island. There is lying between them a vast extent of the finest land awaiting settlement, the one essential being rapid and easy communication to and from these fine lands to these two harbours, easy of access to ocean going steamers and sailing ships. But the line that would divide this traffic, as between the two ports as far as cheap transit is concerned cuts across the Island at the points which give the largest area of land suitable for settlement by fourfold to Wellington, and through this so described land we have the New Plymouth line running a distance of 166 miles, the Inland Trunk line 150 miles when finished, the Napier (when completed to Palmerston) 130 miles, all



entering at Longburn, the junction of the Manawatu Railway. The total area of this country so served by our line, as the main trunk leading to Wellington harbour is upwards of 5,000,000 acres, little more than one-fifth of which can be said to be occupied; the balance awaits development. In this view, which is the correct one, Wellington, so far as settlement and development is but in its infancy. All other parts of the colony have been opened up, occupied, and settled; the back country proper of Wellington has only been touched at its threshold—the Manawatu railway is the royal road to its development. No part of New Zealand is equal to that portion which this railway will serve as a stock producing and agricultural country, because of its salubrity, shelter, and quality of its soil. For all these reasons we esteem our work one of colonial importance, and thank you for consenting to take part in this day's proceedings; and allow me to hand you the last spike, with which I will ask you to complete the link that will unite Auckland and Napier and Taranaki with Wellington.”

        

        

          

            
Bulk Transport of Milk.
          

          
The new method recently inaugurated by some of the British railway companies for transporting milk in bulk in 3,000-gallon glass tank wagons is, according to an article in a recent issue of “Modern Transport,” operating with efficiency and success. The enormcus milk traffic over the railways of the Home land may be gauged from the fact that over 280,000,000 gallons of milk are conveyed annually by rail. Of this amount 95,000,000 gallons are handled by the London, Midland and Scottish, and 85,000,000 gallons by the Great Western Railway. Under the churn system of conveyance it would require a train no less than 2,333 miles in length (more than twice the length of New Zealand) to transport the quantity of milk which the railways are called upon to deal annually. In this respect the tank method effects a very considerable saving—a saving of about 70 per cent. That is, a train 689 miles in length, is sufficient to cope with the haulage.

          
The tanks are built of steel and are lined throughout with glass enamel. They have no corners or seams—which fact simplifies the process of cleaning and sterilising. A most important factor in the use of glass-lined tanks for the conveyance of milk is that of their superior hygiene. They enable milk (which is most susceptible to contamination) to be maintained at a constant temperature of 38deg.—bacterial growth being inhibited at that temperature.
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The poet Longfellow, in one of his most suggestive passages, describes the reflections that crowded on his mind when he first entered Italy by rail, and, amid the historic scenes of antiquity

          
“Saw the iron horses of the steam

          
Toss to the morning air their plumes of snow.”

          
That was indeed a strange experience for a scholar capable of discerning the contrast between the old order of things and the new; but, to our mind there is something even more strange and startling in such a scene as that witnessed on Wednesday, the 3rd of November, 1886, at Waikanae when a thousand of the British public suddenly arrived by train in a wilderness which has absolutely no history beyond the scanty legends of a decaying people who are themselves alien to the soil. It is, as it were, civilisation ready made, at a stage which it has taken ages of slow progress to arrive at in the Old World. Even to colonists, accustomed to lightning changes, it seemed a wonderful thing to go forth from Wellington, which within our own memory was in a state of nature only varied by barbarism,—to go forth in a splendidly appointed train, drawn by three powerful engines, the whole travelling machine as perfect as it could be, and to pass from the town in a few hours into a new country waiting to be inhabited. To anyone of a reflective turn of mind there was something very memorable in that journey…. The whole of the day's proceedings were wonderfully successful.

          
A common topic of conversation amongst the excursionists, who numbered over 700, was the singular change that had come over the colony since the old days when the only method of travelling was on foot or on horseback, or, by good fortune, in a bullock dray along a bush track. On the arrival of the train at Paremata an incident occurred which illustrated this change opportunely enough. There drove up to the station a two-horse coach, both vehicle and animals being of a particularly antique pattern; but there were no passengers for it, and as it rattled away again disconsolately, the whistle of the engines taking the train on its journey sounded like the irresistible voice of the New Style ordering the Old to move on and move off and make itself scarce for ever. The tide was in and Porirua Harbour looked lovely in the bright sunshine, the island of Mana standing out boldly, and the high land of the Middle Island being distinctly visible.—Apropos of that, some of the passengers learnt with surprise that the opening of the Manawatu line may lead to a development of which little has been said at present. A glance at the map will show that the nearest point of the North Island to the Middle Island is at Porirua; and at the northern end of the harbour there is a spot where excellent shelter for shipping could easily be furnished by the construction of a deep water wharf. If that were done a large part of the trade between the two islands would probably go through this little port and by the Manawatu railway; for from that spot the run across to Picton would be very short, and would often be a fair weather passage when bad weather prevailed further south.

          
At Paikakariki there was quite a crowd collected, the township being en fete and a number of passengers having arrived earlier by the ordinary train. Thenceforward the scenery and the character of the line are very striking and many were the exclamations of astonishment and delight from those of the travellers who had never seen such a sight before. At Waikanae groups of natives were assembled at various points, and the women hailed the approach of the train in customary fashion, waving their shawls or mats, holding out green boughs, and singing their monotonous “haeremai.” At Otaitanga a triumphal arch, composed very gracefully of Nikau fronds and branches of trees and gaily decorated with flowers, spanned the line, and as the train from Wellington passed under this at slackened speed, the train from Palmerston, bringing about 300 passengers was seen slowly approaching, and the two trains came to a standstill with their engines almost touching. The passengers then alighted. After a few minutes delay his Excellency the Governor and staff accompanied by the Premier, the Minister for Public Works, the Native Minister, the Minister for Justice, the Chairman and Directors, the General Manager, and Engineer of the Company, and the ladies of their party, advanced to a spot
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close to where the two trains had met, the spectators, now increased to over 1,000, ranging themselves on the sides of the cutting from whence they obtained a capital view of the ceremony of driving the last spike. When all were in position Mr. Nathan, Chairman of Directors, addressed his Excellency thus:—“Your Excellency—Permit me on behalf of the shareholders of this Company, to tender you our thanks for your presence to-day and for your kindness in consenting to drive the last spike, thus putting the finishing stroke that completes the line of railway between Wellington and New Plymouth. My Board ventured to ask you to perform this ceremony because they felt that, although this work has been and is still being carried out by a joint stock company, the work they have accomplished is of no ordinary character. They venture to esteem this work as of a colonial character originally undertaken at a time when the Government of the country practically said to the citizens of Wellington, however much we recognise of such a work being performed, it is beyond the power of the Executive Government of this colony to undertake it.' Then was aroused in the breasts of the citizens of Wellington and of the settlers of this provincial district, that feeling of selfreliance and thorough earnestness which, when directed to a good purpose, invariably leads to success. We claim that not only have we built a railway that will benefit the whole colony, but that we have set such an example to our fellow colonists of united action for the common good, that it will forever serve as a monument of well-directed energy and perseverance. It may not be out of place on this occasion to place on record a short history of our proceedings. When the Public Works Act of 1866 was first announced, the northern trunk line was laid down on the present Napier route, passing over the Rimutaka. Many Wellington citizens saw at once that such was a vital mistake; that without provision for the connection of the city by the west coast, Wellington, for all practical purposes as a commercial centre, was completely isolated and cut off from the largest and the most valuable portion of her province, as represented by the rich lands stretching from where we now stand as far as New Plymouth on the one side and the centre of the Island and Napier on the other. Despite strong representations by prominent members in Parliament no attempt was made to rectify the mistake or to recognise the claim of Wellington to have a shorter, cheaper and safer railway connection with the north than by the Rimutaka. It is to the Government, under the ministry of Sir George Grey, that Wellington is indebted for this railway. Mr. Macandrew, who was Minister for Public Works under Sir George Grey, was the first to recognise the necessity of providing a northern trunk line that would give quick and easy travelling and yield profitable returns. In 1878 and 1879 Mr. Macandrew had exhaustive surveys made which demonstrated that, by adopting a West Coast line to Palmerston, a saving of a third of the distance would be made, besides having a railway built on a much improved grade. Mr. Macandrew had such faith in the prospects of a West Coast line that he commenced the work without delay. Unfortunately after an expenditure of over £33,000, a change of Ministry having taken place, the works were stopped, and the line reported against by a Royal Commission. In face of such report there were those who, nevertheless, had faith in the line and were prepared to risk their capital and spend their time in promoting the undertaking. Foremost amongst those who took a very energetic part about this line, I should mention Mr. Travers, also Mr. Wallace, our able manager. Deputations waited upon the Cabinet representing all the advantages that would accrue to the colony by the carrying out of this work. When Sir John Hall, then Premier, pointed out that the Government had not the means to continue the good work already commenced by Mr. Macandrew he said that, if the citizens were so confident of the result of such a railway being built, they would invest their own capital, then his Government were prepared to make certain concessions if a joint stock company was formed for carrying out the work; and he would introduce



a bill into Parliament to give due effect to the proposal. In a few months such a joint stock company was formed, with a capital of £500,000, and shares were taken up by the citizens of Wellington and the settlers in and around Palmerston, to the extent of £50,000. It was represented to intending shareholders at the time that they were not invited to take shares in this company as an ordinary joint stock undertaking, but they were asked to subscribe such sums as they could according to their several positions afford, without the expectation of any return, the intention being that the sum of £50,000 might be placed at the disposal of the promoters to ensure the work being carried out. However, the £50,000 was subscribed and the company was registered in 1881. The Land and Railway Construction Act was passed in the session of the same year. A contract was immediately concluded between the Government and the company and was signed on the 22nd of March, 1882. In the course of negotiations with the Government and with those whom it was deemed desirable to be in sympathy with the undertaking, so much was learned of the country through which the proposed line was to run that those who had entered into the undertaking as colonists for the good of the colony as a whole, and for the Wellington city and province in particular, saw it would prove a pecuniary success. Invitations were sent to eighteen gentlemen to meet at the Chamber of Commerce of whom thirteen attended. The contract with the Government and the prospects of the company were explained to these gentlemen and they were asked to subscribe for the maximum number of shares allowed to be held by the Articles of Association, viz., 2,000. It is a great pleasure to place on record the fact that each gentleman present for himself or for the firm he represented at once signed this paper. Here it is, signed by 13., viz.: J. E. Nathan, John Plimmer, Travers and Cave, James Lockie, N. Reid, W. R. Williams, Thompson and Shannon, James Bull, Thomas G. Macarthy, F. and C. Ollivier, J. B. Harcourt, James Smith, D. Anderson, jnr.; thus at once increasing the subscribed capital to £130,000. The work done on that day by 13 citizens of Wellington must be esteemed the most important that was ever concluded in one day in the annals of Wellington, and this particular document will be mounted and preserved as so important a document deserves to be. Within a few days of this meeting (March 23, 1882) the subscribed capital amounted to £300,000. Other citizens readily followed the worthy example set them by the 13 subscribers of this document. Most of the gentlemen who formed the first directorate are still members of it, and it is due to the efforts of these, supported most loyally by the shareholders of the company, that the railway is completed to-day. I must not forget to mention that the company is indebted to Sir Julius Vogel, who so ably acted as the first agent of the company in London, to whom was entrusted the important function of floating the first debentures amounting to £400,000, and appointing the first London board. These important matters were carried out by Sir Julius Vogel, at a time, and under circumstances, that it is believed no one else could have succeeded as he did. Our first London board consisted of Sir Penrose Julyan, Sir Edward Stafford, and the Hon. Mr. Mundella. It is to Sir Julius Vogel and to these gentlemen that the shareholders are indebted for the successful floating of the company's debentures now amounting to £560,000, the capital of the company having been increased in 1885 by the issue of further shares, so that to-day it is £700,000 in £5 shares, £75,000 being subscribed for in Wellington and other parts of the colony, and £65,000 in London.

          
In September, 1882, the first contract was commenced and, to-day, 3rd November, 1886, or in four years and two months, the last contract has been finished, and the works may be said to be completed. On the railway itself, for formation works and rolling stock over £700,000 has been expended in completing and equipping 84 miles of railway. As to the importance of this railway as a main link in the chain, of the trunk line it may be stated that by using the company's line when the inland portion from Marton to Te Awamutu is completed, it will be possible to run at express speed from Auckland to Wellington in 16 or 17 hours. Even now, with a fast line of steamers between Taranaki and Auckland we hope to see a service between Auckland and Wellington of 24 hours. The importance of this line as a link in the development of settlement in these vast and fertile lands between the two great and fine ports of the colony cannot be overestimated. Wellington and Auckland may be said to possess the only two harbours in the North Island. There is lying between them a vast extent of the finest land awaiting settlement, the one essential being rapid and easy communication to and from these fine lands to these two harbours, easy of access to ocean going steamers and sailing ships. But the line that would divide this traffic, as between the two ports as far as cheap transit is concerned cuts across the Island at the points which give the largest area of land suitable for settlement by fourfold to Wellington, and through this so described land we have the New Plymouth line running a distance of 166 miles, the Inland Trunk line 150 miles when finished, the Napier (when completed to Palmerston) 130 miles, all



entering at Longburn, the junction of the Manawatu Railway. The total area of this country so served by our line, as the main trunk leading to Wellington harbour is upwards of 5,000,000 acres, little more than one-fifth of which can be said to be occupied; the balance awaits development. In this view, which is the correct one, Wellington, so far as settlement and development is but in its infancy. All other parts of the colony have been opened up, occupied, and settled; the back country proper of Wellington has only been touched at its threshold—the Manawatu railway is the royal road to its development. No part of New Zealand is equal to that portion which this railway will serve as a stock producing and agricultural country, because of its salubrity, shelter, and quality of its soil. For all these reasons we esteem our work one of colonial importance, and thank you for consenting to take part in this day's proceedings; and allow me to hand you the last spike, with which I will ask you to complete the link that will unite Auckland and Napier and Taranaki with Wellington.”
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Bulk Transport of Milk.
          

          
The new method recently inaugurated by some of the British railway companies for transporting milk in bulk in 3,000-gallon glass tank wagons is, according to an article in a recent issue of “Modern Transport,” operating with efficiency and success. The enormcus milk traffic over the railways of the Home land may be gauged from the fact that over 280,000,000 gallons of milk are conveyed annually by rail. Of this amount 95,000,000 gallons are handled by the London, Midland and Scottish, and 85,000,000 gallons by the Great Western Railway. Under the churn system of conveyance it would require a train no less than 2,333 miles in length (more than twice the length of New Zealand) to transport the quantity of milk which the railways are called upon to deal annually. In this respect the tank method effects a very considerable saving—a saving of about 70 per cent. That is, a train 689 miles in length, is sufficient to cope with the haulage.

          
The tanks are built of steel and are lined throughout with glass enamel. They have no corners or seams—which fact simplifies the process of cleaning and sterilising. A most important factor in the use of glass-lined tanks for the conveyance of milk is that of their superior hygiene. They enable milk (which is most susceptible to contamination) to be maintained at a constant temperature of 38deg.—bacterial growth being inhibited at that temperature.
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Theory of Combustion

 (Continued)

 
Combustion And The Locomotive Firebox
.
        

        
(By 

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

        

          

The complicated action and re-action met with in burning coal may be divided into three processes. First, the conversion of coal into gases; second, the burning of the gases; and third, the separation and disposal of the ash and refuse. None of these processes are easily carried out in the ordinary locomotive firebox where bituminous coal is used.

          
The conversion of coal into gases can be managed without difficulty if it were possible to hold all of the coal on the firebars until gasification was completed; but under ordinary working conditions from 5 to 15 per cent, of the coal is picked up by the draught (or blast) and ejected at the smoke stack as cinders or sparks. Under bad conditions as much as 25 per cent, can be lost in this manner.

          
The loss of solid coal through the firebars and drop-grates generally averages from 1 to 2 per cent., but my observations lead me to believe it is nearer the vicinity of 10 per cent.—not through a badly designed fire-grate, but owing to careless and indifferent firing.

          
Under the most favourable conditions and at low rates of combustion, about 94 per cent, of the solid combustible matter is converted to gases. At medium rates about 85 per cent, is so converted, and at high rates only 75 per cent.

          
The burning of the combustible gases in the spaces above the fire is also attended with difficulties—due to lack of air, imperfect mixing of the gases, and insufficient combustion chamber volume (that is, the firebox isn't big enough).

          
The amount of air supplied through the grates depends upon the air opening through the ashpan and finger bars, the thickness of the fuel bed, the nature of the coal (as to size and ash and clinker forming contents), and above all, to the skill of the fireman. But even if all these conditions are favourable there is a gradual decrease in the air supplied as the rate of combustion increases. At high rates of combustion the supply of air is generally deficient.

          
Under ordinary conditions, with the firebox fitted with a deflector plate and a brick arch, the loss due to the escape of unburned gases varies from 2 to 10 per cent. The losses are much greater without the brick arch, as the saving of from 10 to 16 per cent, effected by the arch is largely due to the decrease in the amount of combustible matter that escapes unburned in the form of gases, coal dust, sparks and cinders.

          
The separation and disposal of the ash and clinker forming impurities is an unsolved problem which is largely responsible for the low average daily mileage of our locomotives. The frequent necessity for cleaning fires, dropping fires through the drop-grate (which often causes the tubes to leak) is due largely to imperfection in firebox design and to methods of burning coal that our great designers are always endeavouring to overcome.

          
The foregoing remarks will convey some idea, of the complicated structure of coal and the complexities of the problems yet to be solved in this direction. I trust, too, that firemen may be encouraged to study the problem of combustion. The firebox with which they are working becomes vastly more efficient for its purpose when an intelligent hand guides the coal and air supply.

        

        

          
Remember

          
One pound of coal—good coal—is nearly one pound of carbon, and one pound of carbon properly burnt results in the liberation of 14,650 heat units or B.T.U's. (B.T.U. means British. Thermal Unit, the amount of heat required to raise one pound of water one degree Fahrenheit.) A unit of heat will raise the temperature of one pound of water one degree Fahrenheit.

          
In order that the importance of an ample and uniform air supply (and the necessity of intimately mixing the air and the coal gas by every possible means), may be grasped, the following; figures are given:—

          
One cubic inch of air contains 443 billion billion (443,000,000,000,000,000,000) molecules; 93 billion billion of these are oxygen molecules. One molecule of oxygen is required to burn one atom of carbon. One cubic inch of air, therefore, contains oxygen sufficient to burn 93 billion billions of carbon atoms—this number of atoms



being contained in a piece of coal no larger than a pin's head.

          
Those wishing to study more widely the problem of combustion will find the works of Millikan, Lodge, Comstock and Troland, Crowther, Rislieu, Deeley, Jones, Roscoe and Schorlemmer, Thomson, Campbell, Gibson, the U.S.A. Bureau of Mines and Professors Goss, Cranford, Fry and Dr. Brislee, of considerable interest and importance.

        

        

          
Locomotive Fuel Economy.

          
The first comprehensive and thorough study of this subject was made by the “American Engineer” (news journal) and appeared in April, 1908.

          
On November 20th, 1908, the International Fuel Association (to bring about economy in the use of fuel) was organised at Chicago with a membership of 35. Since the formation of the Association every railway has taken up this most important subject. There are to-day some who think that fuel economy is a new-fangled idea and a fad, but it is time we all woke up to the fact that fuel economy is the most important factor in railway operation costs. When the cost of coal is high it often depends on the amount of coal saved or wasted whether or not there be dividends.
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The New Plymouth Express Leaving Wellington.



          

          
We must bring up the work of the fireman to a higher plane and teach the chemistry of the firebox. To obtain the best, results enginemen must understand the theory which underlies the combustion of coal, and they must combine this theory with practice. It must be remembered that drivers and firemen are, for the greater part of their time, beyond the limits of direct supervision. If rules and regulations for controlling the use of coal are laid down for their guidance the reasons should be thoroughly explained, so that such rules, etc., not only appeal to their intelligence, but inspire interest in carrying them into effect.

          
The system of imparting instruction by those in charge of locomotives is by means of lectures, by the personal help of the older and more experienced enginemen, and by the inspectors on the footplate.

          
The function of the supervising officers is to see that the best use is made of the coal. The basis of any efforts directed towards securing greater fuel economy is the recognition that the human element is by far the most important factor.

          
Lectures and verbal instructions supply the means whereby some men will take full advantage of any knowledge offering.

          
It will usually be found that those who scoff and jeer in this respect will (when they realise that the “sit still” attitude solves no problems) in the end fall into line and assist the men who are trying to improve methods in this vitally important matter.

          
I could write many pages illustrating the methods adopted in giving publicity to the fuel economy campaign on many railways in American and Great Britain. Figures, lectures, and pamphlets, photographs and pictures—in fact no system of moden publicity is left untried to keep up the interest in this subject, and I am confident that, were we paying £2 a ton for coal (as some railways do) instead of what we are paying, we should have to step quick and lively along this road of fuel economy. But because our coal is cheap, we should not be careless in its use. In a recent year we used (on the South African Railways) the enormous amount of 2,153,970 tons of coal. It is obvious, therefore, that we have a great oportunity of saving the country a considerable sum of money by the intelligent use of coal.

          
The man who economises in the use of pins, or who uses an envelope a second time, deserves well of his employer. Likewise in the use of coal, it is within the power of the locomotive section of the railways to make savings in the big things—coal, oil, etc.

          
Everyone and everything connected with the operation of a locomotive or the movement of a train has some effect, direct or indirect, in the fuel consumption.

          
Fuel economy and efficient operation, under ordinary conditions, are practically synonymous.

          
The basis of a successful fuel campaign is the fact that the average man is anxious to do his best and thus to protect his reputation and his home. To secure the best results from the enginemen there requires to be a painstaking



and thorough campaign of education which, will reach each man and inspire him to the proper performance of his duties.

        

        

          
Significance of a Pound of Coal.

          

            
“In a first-class stationary plant one pound of coal will produce nearly one horse-power for one hour, but in a modern superheater locomotive it will only produce one horse-power for twenty to twenty-five minutes (says Professor Goss). One pound of coal used in a goods locomotive will provide enough energy to carry one ton fifteen or sixteen miles, and in a modern train it will be fed to the boiler every 52ft. of distance travelled; in other words, if coal were fed to the boiler continuously it would take a rod of coal ⅜ in, square constantly fed into the firebox.”
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From the exhaustive tests of Professor Goss the actual distribution of fuel consumed on the average locomotive on a division where no interest is being taken in fuel economy may be stated as follows:—

            

              

                

                  
	(1) Stand-by losses, consisting of fuel used in keeping steam while the engine is standing idle, in starting fires preparatory to taking out on runs and fuel in firebox at end of runs
                  
	20%
                

                

                  
	(2) Losses due to vapourising the moisture contained in the coal
                  
	5%
                

                

                  
	(3) Wasted on the ground and stolen
                  
	1%
                

                

                  
	(4) Losses due to unconsumed gases escaping through the smoke stack
                  
	10%
                

                

                  
	(5) Loses due to unconsumed fuel in cinders and sparks
                  
	10%
                

                

                  
	(6) Losses due to unconsumed fuel in ashes
                  
	3%
                

                

                  
	(7) Losses due to radiation, leakage of steam and miscellaneous sources
                  
	6%
                

                

                  
	(8) Utilised in effective work
                  
	45%
                

                

                  
	
                  
	100%
                

              

            

            
Now let us examine each item and study where the enormous loss of 55% can be reduced.

          

          

            
(1) Stand-by Losses 20%

            
This loss would be considerably reduced by the co-operation of the shed, engine, and traffic staff. The shed staff should carefully examine each engine as it arrives and promptly report any driver who has not a low fire on completion of trip. The traffic staff should not order an engine until prepared to make use of it, and by arranging crossings (single line working), that will obviate trains being kept standing in station yards and sidings for an unnecessary length of time. It is absurd to talk fuel economy to a fireman when the shedmen and foreman let them bring in engines from a trip with a ton or more unburned coal in the firebox (practically all of which is wasted in the ashpit when the fire is cleaned), and in other ways permit fuel to be wasted.

            
I calculate that on the South African railways there is enough coal wasted through the safety valves and ashpans and around sheds to run a division.

          

          

            
(2) Vapourising Moisture—A loss of 5%.

            
This is a loss practically beyond the control of the engine crew, but study of this point under Theory of Combustion will help.

          

          

            
(3) Wasted on the Ground and Stolen—A Loss of 1%.

            
The loss sustained under this head is due chiefly to bad loading of the tender and carelessness on the part of the fireman, resulting in coal rolling off on to the road. Strict supervision by the drivers would have the necessary effect in this direction.

          

          

            
(4) Losses Due to Unconsumed Gases Escaping Through the Smoke Stack, 10%.

            
I trust what I have already said under the Theory of Combustion will help the firemen in realising that a pronounced saving could easily be brought about by them. But on the accepted principle that theory is only the servant of practice I would urge upon the drivers their duty to carefully watch the firemen and coach them in the fine art of firing. Many of the older drivers are too apt to forget the period of their own apprenticeship—that they themselves probably were taught much that they know to-day by the kindly help of the drivers with whom they served in days gone by.

          

          

            
(5) Losses Due to Unconsumed Fuel in Cinders and Sparks, 10%.

            
Much of this loss can be reduced by intelligent firing. (This item was dealt with under the Theory of Combustion.)

          

          

            
(6) Losses Due to Unconsumed Fuel in Ashes, 3%.

            
Here is something to think about. Absolute waste through the finger bars and ashpans. How we should squeal if we were paying for the coal ourselves. Shedmen and foremen can put a stop to this around the shed, and so can the drivers along the road. The firemen can easily save the whole of this loss by exercising care in cleaning and dropping fires.

            
No green coal should ever go into the ashpan.

            
(To be continued.)
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The complicated action and re-action met with in burning coal may be divided into three processes. First, the conversion of coal into gases; second, the burning of the gases; and third, the separation and disposal of the ash and refuse. None of these processes are easily carried out in the ordinary locomotive firebox where bituminous coal is used.

          
The conversion of coal into gases can be managed without difficulty if it were possible to hold all of the coal on the firebars until gasification was completed; but under ordinary working conditions from 5 to 15 per cent, of the coal is picked up by the draught (or blast) and ejected at the smoke stack as cinders or sparks. Under bad conditions as much as 25 per cent, can be lost in this manner.

          
The loss of solid coal through the firebars and drop-grates generally averages from 1 to 2 per cent., but my observations lead me to believe it is nearer the vicinity of 10 per cent.—not through a badly designed fire-grate, but owing to careless and indifferent firing.

          
Under the most favourable conditions and at low rates of combustion, about 94 per cent, of the solid combustible matter is converted to gases. At medium rates about 85 per cent, is so converted, and at high rates only 75 per cent.

          
The burning of the combustible gases in the spaces above the fire is also attended with difficulties—due to lack of air, imperfect mixing of the gases, and insufficient combustion chamber volume (that is, the firebox isn't big enough).

          
The amount of air supplied through the grates depends upon the air opening through the ashpan and finger bars, the thickness of the fuel bed, the nature of the coal (as to size and ash and clinker forming contents), and above all, to the skill of the fireman. But even if all these conditions are favourable there is a gradual decrease in the air supplied as the rate of combustion increases. At high rates of combustion the supply of air is generally deficient.

          
Under ordinary conditions, with the firebox fitted with a deflector plate and a brick arch, the loss due to the escape of unburned gases varies from 2 to 10 per cent. The losses are much greater without the brick arch, as the saving of from 10 to 16 per cent, effected by the arch is largely due to the decrease in the amount of combustible matter that escapes unburned in the form of gases, coal dust, sparks and cinders.

          
The separation and disposal of the ash and clinker forming impurities is an unsolved problem which is largely responsible for the low average daily mileage of our locomotives. The frequent necessity for cleaning fires, dropping fires through the drop-grate (which often causes the tubes to leak) is due largely to imperfection in firebox design and to methods of burning coal that our great designers are always endeavouring to overcome.

          
The foregoing remarks will convey some idea, of the complicated structure of coal and the complexities of the problems yet to be solved in this direction. I trust, too, that firemen may be encouraged to study the problem of combustion. The firebox with which they are working becomes vastly more efficient for its purpose when an intelligent hand guides the coal and air supply.
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Remember



          
Remember

          
One pound of coal—good coal—is nearly one pound of carbon, and one pound of carbon properly burnt results in the liberation of 14,650 heat units or B.T.U's. (B.T.U. means British. Thermal Unit, the amount of heat required to raise one pound of water one degree Fahrenheit.) A unit of heat will raise the temperature of one pound of water one degree Fahrenheit.

          
In order that the importance of an ample and uniform air supply (and the necessity of intimately mixing the air and the coal gas by every possible means), may be grasped, the following; figures are given:—

          
One cubic inch of air contains 443 billion billion (443,000,000,000,000,000,000) molecules; 93 billion billion of these are oxygen molecules. One molecule of oxygen is required to burn one atom of carbon. One cubic inch of air, therefore, contains oxygen sufficient to burn 93 billion billions of carbon atoms—this number of atoms



being contained in a piece of coal no larger than a pin's head.

          
Those wishing to study more widely the problem of combustion will find the works of Millikan, Lodge, Comstock and Troland, Crowther, Rislieu, Deeley, Jones, Roscoe and Schorlemmer, Thomson, Campbell, Gibson, the U.S.A. Bureau of Mines and Professors Goss, Cranford, Fry and Dr. Brislee, of considerable interest and importance.
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Locomotive Fuel Economy.

          
The first comprehensive and thorough study of this subject was made by the “American Engineer” (news journal) and appeared in April, 1908.

          
On November 20th, 1908, the International Fuel Association (to bring about economy in the use of fuel) was organised at Chicago with a membership of 35. Since the formation of the Association every railway has taken up this most important subject. There are to-day some who think that fuel economy is a new-fangled idea and a fad, but it is time we all woke up to the fact that fuel economy is the most important factor in railway operation costs. When the cost of coal is high it often depends on the amount of coal saved or wasted whether or not there be dividends.
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We must bring up the work of the fireman to a higher plane and teach the chemistry of the firebox. To obtain the best, results enginemen must understand the theory which underlies the combustion of coal, and they must combine this theory with practice. It must be remembered that drivers and firemen are, for the greater part of their time, beyond the limits of direct supervision. If rules and regulations for controlling the use of coal are laid down for their guidance the reasons should be thoroughly explained, so that such rules, etc., not only appeal to their intelligence, but inspire interest in carrying them into effect.

          
The system of imparting instruction by those in charge of locomotives is by means of lectures, by the personal help of the older and more experienced enginemen, and by the inspectors on the footplate.

          
The function of the supervising officers is to see that the best use is made of the coal. The basis of any efforts directed towards securing greater fuel economy is the recognition that the human element is by far the most important factor.

          
Lectures and verbal instructions supply the means whereby some men will take full advantage of any knowledge offering.

          
It will usually be found that those who scoff and jeer in this respect will (when they realise that the “sit still” attitude solves no problems) in the end fall into line and assist the men who are trying to improve methods in this vitally important matter.

          
I could write many pages illustrating the methods adopted in giving publicity to the fuel economy campaign on many railways in American and Great Britain. Figures, lectures, and pamphlets, photographs and pictures—in fact no system of moden publicity is left untried to keep up the interest in this subject, and I am confident that, were we paying £2 a ton for coal (as some railways do) instead of what we are paying, we should have to step quick and lively along this road of fuel economy. But because our coal is cheap, we should not be careless in its use. In a recent year we used (on the South African Railways) the enormous amount of 2,153,970 tons of coal. It is obvious, therefore, that we have a great oportunity of saving the country a considerable sum of money by the intelligent use of coal.

          
The man who economises in the use of pins, or who uses an envelope a second time, deserves well of his employer. Likewise in the use of coal, it is within the power of the locomotive section of the railways to make savings in the big things—coal, oil, etc.

          
Everyone and everything connected with the operation of a locomotive or the movement of a train has some effect, direct or indirect, in the fuel consumption.

          
Fuel economy and efficient operation, under ordinary conditions, are practically synonymous.

          
The basis of a successful fuel campaign is the fact that the average man is anxious to do his best and thus to protect his reputation and his home. To secure the best results from the enginemen there requires to be a painstaking



and thorough campaign of education which, will reach each man and inspire him to the proper performance of his duties.
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Significance of a Pound of Coal.

          

            
“In a first-class stationary plant one pound of coal will produce nearly one horse-power for one hour, but in a modern superheater locomotive it will only produce one horse-power for twenty to twenty-five minutes (says Professor Goss). One pound of coal used in a goods locomotive will provide enough energy to carry one ton fifteen or sixteen miles, and in a modern train it will be fed to the boiler every 52ft. of distance travelled; in other words, if coal were fed to the boiler continuously it would take a rod of coal ⅜ in, square constantly fed into the firebox.”
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Early Fairlie N.Z. Locomotive.
                


            

            
From the exhaustive tests of Professor Goss the actual distribution of fuel consumed on the average locomotive on a division where no interest is being taken in fuel economy may be stated as follows:—

            

              

                

                  
	(1) Stand-by losses, consisting of fuel used in keeping steam while the engine is standing idle, in starting fires preparatory to taking out on runs and fuel in firebox at end of runs
                  
	20%
                

                

                  
	(2) Losses due to vapourising the moisture contained in the coal
                  
	5%
                

                

                  
	(3) Wasted on the ground and stolen
                  
	1%
                

                

                  
	(4) Losses due to unconsumed gases escaping through the smoke stack
                  
	10%
                

                

                  
	(5) Loses due to unconsumed fuel in cinders and sparks
                  
	10%
                

                

                  
	(6) Losses due to unconsumed fuel in ashes
                  
	3%
                

                

                  
	(7) Losses due to radiation, leakage of steam and miscellaneous sources
                  
	6%
                

                

                  
	(8) Utilised in effective work
                  
	45%
                

                

                  
	
                  
	100%
                

              

            

            
Now let us examine each item and study where the enormous loss of 55% can be reduced.

          

          

            
(1) Stand-by Losses 20%

            
This loss would be considerably reduced by the co-operation of the shed, engine, and traffic staff. The shed staff should carefully examine each engine as it arrives and promptly report any driver who has not a low fire on completion of trip. The traffic staff should not order an engine until prepared to make use of it, and by arranging crossings (single line working), that will obviate trains being kept standing in station yards and sidings for an unnecessary length of time. It is absurd to talk fuel economy to a fireman when the shedmen and foreman let them bring in engines from a trip with a ton or more unburned coal in the firebox (practically all of which is wasted in the ashpit when the fire is cleaned), and in other ways permit fuel to be wasted.

            
I calculate that on the South African railways there is enough coal wasted through the safety valves and ashpans and around sheds to run a division.

          

          

            
(2) Vapourising Moisture—A loss of 5%.

            
This is a loss practically beyond the control of the engine crew, but study of this point under Theory of Combustion will help.

          

          

            
(3) Wasted on the Ground and Stolen—A Loss of 1%.

            
The loss sustained under this head is due chiefly to bad loading of the tender and carelessness on the part of the fireman, resulting in coal rolling off on to the road. Strict supervision by the drivers would have the necessary effect in this direction.

          

          

            
(4) Losses Due to Unconsumed Gases Escaping Through the Smoke Stack, 10%.

            
I trust what I have already said under the Theory of Combustion will help the firemen in realising that a pronounced saving could easily be brought about by them. But on the accepted principle that theory is only the servant of practice I would urge upon the drivers their duty to carefully watch the firemen and coach them in the fine art of firing. Many of the older drivers are too apt to forget the period of their own apprenticeship—that they themselves probably were taught much that they know to-day by the kindly help of the drivers with whom they served in days gone by.

          

          

            
(5) Losses Due to Unconsumed Fuel in Cinders and Sparks, 10%.

            
Much of this loss can be reduced by intelligent firing. (This item was dealt with under the Theory of Combustion.)

          

          

            
(6) Losses Due to Unconsumed Fuel in Ashes, 3%.

            
Here is something to think about. Absolute waste through the finger bars and ashpans. How we should squeal if we were paying for the coal ourselves. Shedmen and foremen can put a stop to this around the shed, and so can the drivers along the road. The firemen can easily save the whole of this loss by exercising care in cleaning and dropping fires.

            
No green coal should ever go into the ashpan.

            
(To be continued.)
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(1) Stand-by Losses 20%
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I calculate that on the South African railways there is enough coal wasted through the safety valves and ashpans and around sheds to run a division.
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(4) Losses Due to Unconsumed Gases Escaping Through the Smoke Stack, 10%.
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(5) Losses Due to Unconsumed Fuel in Cinders and Sparks, 10%.

            
Much of this loss can be reduced by intelligent firing. (This item was dealt with under the Theory of Combustion.)
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(6) Losses Due to Unconsumed Fuel in Ashes, 3%.

            
Here is something to think about. Absolute waste through the finger bars and ashpans. How we should squeal if we were paying for the coal ourselves. Shedmen and foremen can put a stop to this around the shed, and so can the drivers along the road. The firemen can easily save the whole of this loss by exercising care in cleaning and dropping fires.

            
No green coal should ever go into the ashpan.

            
(To be continued.)
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Of Feminine Interest.

        

          

            
Fashions.
          

          
For cool days a frock made of satin or crepe is both smart and useful and the diagonal arrangement of the tiers is very attractive. For the decorative touch, Paris still clings to garnitures that home dressmakers find easy to copy.

        

        

          

            
Annual Leave
          

          
Several Head Office typistes were on annual leave recently. Misses Burbidge and Corrie Smith were visitors to Rotorua and are most enthusiastic about the thermal wonderland, while Miss Mabel Smith has quite a lot to say about the beauties of New Plymouth and Mt. Egmont. Misses Hart and Lummis went as far south as Dunedin and several others spent an enjoyable holiday at the Marlborough Sounds.

        

        

          

            
The House We Live In.
          

          
We all love a beautiful house, and we are happier when the house we live in is well cared for and sweetly ordered. And just as we ought to look after our dwellings of brick or stone, so we ought to care for the body, which is the house in which the glad life-spirit dwells.

          
Just as the good housekeeper tells us that the first thing needed is to keep the house clean, so students of nature tell us that the most important thing in regard to the care of the body is to keep it clean; and that, if we would treat it rightly, we must seek knowledge (which is Virtue), and avoid Ignorance (which is Vice).

        

        

          
The Food We Eat.

          
The more the nature and values of food are studied, the more clearly we understand that it is of very great importance to study our diet, and to take the right proportions of carbohydrates, fats, proteins, mineral salts and vitamins in our food, with enough roughage (i.e., indigestible material), to ensure the proper nourishment of the body, and to aid the proper evacuation of waste products.

          
(From “Health and Exercises for Girls,” by Anne M. Robertson, B.A., with Illustrated Supplement of Practical Exercises designed by F. A. Hornibrook.)

        

        

          

            
Recipes. Rhubarb Wine.
          

          
Two bunches rhubarb cut up. Put in a large basin so that rhubarb fills it only 1-3rd. Fill basin with cold water and let stand five days. Strain liquid with another dish and throw rhubarb away. To every 4 quarts of juice add 3½ lbs. sugar. Cover and let stand for four days until sugar is dissolved. Stir twice each day. Put in a cask and add 2 sliced lemons, two or three pieces of ginger and a few red chilies. Cork down and examine once a week. If necessary fill up with water when all working is over. Remove lemons, etc., colour with burnt sugar till it resembles sherry. Put into dry bottles, cork and seal tightly. Leave for six months or longer if possible.

        

        

          

            
Household Hints.
          

          
Iron rust may be removed from white dresses by rubbing the spot with a ripe tomato, covering it with salt, then letting it dry in the sunlight, and finally washing the garment with warm water.

          
When cutting out cloth the use of a warm iron will do away with the necessity of pins and weights on tissue paper. Lay the pattern on the material and press it lightly with a warm iron. The pattern will cling to the cloth.

          
To keep a bathing cap in good condition, sprinkle talcum powder or cornflour over it, inside and out, before putting it away. This will prevent it from sticking and cracking where it is folded.
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The Trained Railway Mind.
        

        
(By 

G. Parkinson, Chief Accountant's Branch, N.Z.R.)

        

          

            
Specialisation.
          

          

            

The huge advances in human knowledge and technical achievement of recent years have ushered in an age of specialisation. Each branch of industry embraces such a variety of facts of its own that a full knowledge of the whole field of endeavour is beyond the reach of any one man. That fact becomes every day more patent as intensive study in special fields extends the scope of every industry to which it is applied. Every newspaper contains advertisements setting forth the value of various highly technical courses for people in almost every walk of life.

            
All this indicates the growing value of brains and the product of brains. The mind is an instrument for the doing of its own kind of work. Like other instruments it gives the best return when trained and finely adjusted for carrying out its functions. Just as, on the physiological side, certain results are obtained by special attention to certain functions, e.g. improved health from physical training, and athletic prowess from intensive training, so, in the sphere of psychology, that is, the sphere of the mind and the will, the best results are to be obtained only after the mental powers have been trained and the powers of the will have been brought under control.

          

          

            
Qualifying for Selection.

            
Employers, administrators, and professional men all now recognize that the field of the general worker, wide as it is, is largely a field of selection. From it are chosen those who are to be entrusted with one or other of the special duties that the circumstances of modern life bring into prominence. The selection may be made by deliberate choice, but that choice is governed by force of circumstances; a place has to be filled and the best available man is put into it. The good fortune of the selection for promotion falls to the man who has, by special training of his own powers, made himself ready for the higher position when the call comes.

            
The New Zealand Railway Department has seen this need and has made provision for the benefits of railway technical education to be extended to the whole of its staff through a series of correspondence courses adapted to the needs of every branch of the serice.

            
Each course of lessons is well graded and useful alike to the lad starting on his railway career and the member who, by being on one job for a long period, is in danger of losing touch with the general work of his branch. One very valuable effect is to show to the student his place in the railway scheme of things—to enable him, in other words, to see the wood in spite of the trees. The importance of this aspect can hardly be over-stated in a service employing over 18,000 men. It is human nature to become localised to one's surroundings and to lose sight of the size and functions of the machine of which one is a small cog.

          

          

            
Railway Educational Training.

            
This educational training extends even beyond the correspondence school. Officers have been appointed, designated as Outdoor Transportation Assistants, whose duty it is to go round the stations advising the staffs in the best methods of handling their duties. There are two ways of doing everything, and these men, out of a wide practical railway experience, know the best way. They can give advice on every point of railway working from the best way to break up a rake of wagons to the making up of a duty roster to the best advantage.

            
The almost purely technical form of this railway education is apt to blind one to the other benefits accruing from the course. The officer who has, by special study, attained proficiency in a wider field of work than his own has shown proof of his keenness which cannot readily be passed over. The service is continually growing, and as it grows there are more positions of responsibility offering to those qualified to grasp them.

            
But, and here is a point generally overlooked, there is even more to be gained from these courses by the individual than the deliberate cultivation of his service value, and that is the increase of his personal value. A man whose brain is undergoing the mental discipline of a course of study, and whose will is being strengthened by the self control called forth by following it, is a better man for himself as well as for the Service than the one who is content to jog along with his daily job, satisfied with his present stock of knowledge. Study widens the receptivity of the 
[
gap —  
reason: illegible] in more direction, that that of the



mere subject studied, and it increases self control and the power of concentration.

          

          

            
A Broader Outlook.

            
There is no branch of railway knowledge which it would not be beneficial for any railway officer (of any branch) to possess and there seems to be room for a correspondence course running parallel with the present ones, subject to no examinations, but dealing with the economic side of a railroad and its relation to the life of the community. The way in which modern transport in all its branches is woven into the fabric of our economic life should be brought home to every man whose living comes from railroading. As the railway correspondence course shows a man his place in the railway scheme, so would a suitable course in Economics show him the place of the railway in the scheme of economic life, giving him poise and judgment and enabling him to understand and logically represent to others the railway viewpoint. From the railway comes the bread and butter of the staff and they would be the better for an understanding of its functions. The interest created by such a study would be very absorbing, for besides the pleasure gained by knowledge of the inter-relation of transport with the general functioning of production and commerce, the romance inseparably attached in the human mind to a railroad adds much to the fascination of this formidable-looking subject.

          

        

        

          
Encouraging the Tourist.

          
It is pleasing to note that the Annual Report of the New Zealand Tourist League acknowledges the considerable advance that has been made in recent years towards increasing the attractiveness of New Zealand by the provision of better publicity and travel facilities.

          
Amongst other matters specified the League states that distinct and very much appreciated progress has been recorded in:

          

	
              
(1.) The establishment of closer understanding between the Tourist, Publicity and Railway Departments, as evidenced by the setting up of the Publicity Board, and the allocation of £38,000 per annum for publicity, a sum which is treble the amount spent in 1924.

            

	
              
(2.) The considerably raised standard of printed matter.

            

	
              
(3.) The very great improvement that has been made in the matter of sleeping and general accommodation on the trains.

            


          
The report adds that the Railway Department has shewn commendable eagerness in catering for tourists, and quotes President Cosgrove:— “Railway systems, roads, hotels, recreations— each plays its own and an important part in the success of tourist development.”

          
To attract tourists to any country the co-operation of many people and the co-ordination of many services are required.
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The New Zealand Railway Department has seen this need and has made provision for the benefits of railway technical education to be extended to the whole of its staff through a series of correspondence courses adapted to the needs of every branch of the serice.

            
Each course of lessons is well graded and useful alike to the lad starting on his railway career and the member who, by being on one job for a long period, is in danger of losing touch with the general work of his branch. One very valuable effect is to show to the student his place in the railway scheme of things—to enable him, in other words, to see the wood in spite of the trees. The importance of this aspect can hardly be over-stated in a service employing over 18,000 men. It is human nature to become localised to one's surroundings and to lose sight of the size and functions of the machine of which one is a small cog.

          

          

            
Railway Educational Training.

            
This educational training extends even beyond the correspondence school. Officers have been appointed, designated as Outdoor Transportation Assistants, whose duty it is to go round the stations advising the staffs in the best methods of handling their duties. There are two ways of doing everything, and these men, out of a wide practical railway experience, know the best way. They can give advice on every point of railway working from the best way to break up a rake of wagons to the making up of a duty roster to the best advantage.

            
The almost purely technical form of this railway education is apt to blind one to the other benefits accruing from the course. The officer who has, by special study, attained proficiency in a wider field of work than his own has shown proof of his keenness which cannot readily be passed over. The service is continually growing, and as it grows there are more positions of responsibility offering to those qualified to grasp them.

            
But, and here is a point generally overlooked, there is even more to be gained from these courses by the individual than the deliberate cultivation of his service value, and that is the increase of his personal value. A man whose brain is undergoing the mental discipline of a course of study, and whose will is being strengthened by the self control called forth by following it, is a better man for himself as well as for the Service than the one who is content to jog along with his daily job, satisfied with his present stock of knowledge. Study widens the receptivity of the 
[
gap —  
reason: illegible] in more direction, that that of the



mere subject studied, and it increases self control and the power of concentration.

          

          

            
A Broader Outlook.

            
There is no branch of railway knowledge which it would not be beneficial for any railway officer (of any branch) to possess and there seems to be room for a correspondence course running parallel with the present ones, subject to no examinations, but dealing with the economic side of a railroad and its relation to the life of the community. The way in which modern transport in all its branches is woven into the fabric of our economic life should be brought home to every man whose living comes from railroading. As the railway correspondence course shows a man his place in the railway scheme, so would a suitable course in Economics show him the place of the railway in the scheme of economic life, giving him poise and judgment and enabling him to understand and logically represent to others the railway viewpoint. From the railway comes the bread and butter of the staff and they would be the better for an understanding of its functions. The interest created by such a study would be very absorbing, for besides the pleasure gained by knowledge of the inter-relation of transport with the general functioning of production and commerce, the romance inseparably attached in the human mind to a railroad adds much to the fascination of this formidable-looking subject.
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The huge advances in human knowledge and technical achievement of recent years have ushered in an age of specialisation. Each branch of industry embraces such a variety of facts of its own that a full knowledge of the whole field of endeavour is beyond the reach of any one man. That fact becomes every day more patent as intensive study in special fields extends the scope of every industry to which it is applied. Every newspaper contains advertisements setting forth the value of various highly technical courses for people in almost every walk of life.

            
All this indicates the growing value of brains and the product of brains. The mind is an instrument for the doing of its own kind of work. Like other instruments it gives the best return when trained and finely adjusted for carrying out its functions. Just as, on the physiological side, certain results are obtained by special attention to certain functions, e.g. improved health from physical training, and athletic prowess from intensive training, so, in the sphere of psychology, that is, the sphere of the mind and the will, the best results are to be obtained only after the mental powers have been trained and the powers of the will have been brought under control.
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The New Zealand Railway Department has seen this need and has made provision for the benefits of railway technical education to be extended to the whole of its staff through a series of correspondence courses adapted to the needs of every branch of the serice.
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Railway Educational Training.

            
This educational training extends even beyond the correspondence school. Officers have been appointed, designated as Outdoor Transportation Assistants, whose duty it is to go round the stations advising the staffs in the best methods of handling their duties. There are two ways of doing everything, and these men, out of a wide practical railway experience, know the best way. They can give advice on every point of railway working from the best way to break up a rake of wagons to the making up of a duty roster to the best advantage.

            
The almost purely technical form of this railway education is apt to blind one to the other benefits accruing from the course. The officer who has, by special study, attained proficiency in a wider field of work than his own has shown proof of his keenness which cannot readily be passed over. The service is continually growing, and as it grows there are more positions of responsibility offering to those qualified to grasp them.

            
But, and here is a point generally overlooked, there is even more to be gained from these courses by the individual than the deliberate cultivation of his service value, and that is the increase of his personal value. A man whose brain is undergoing the mental discipline of a course of study, and whose will is being strengthened by the self control called forth by following it, is a better man for himself as well as for the Service than the one who is content to jog along with his daily job, satisfied with his present stock of knowledge. Study widens the receptivity of the 
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There is no branch of railway knowledge which it would not be beneficial for any railway officer (of any branch) to possess and there seems to be room for a correspondence course running parallel with the present ones, subject to no examinations, but dealing with the economic side of a railroad and its relation to the life of the community. The way in which modern transport in all its branches is woven into the fabric of our economic life should be brought home to every man whose living comes from railroading. As the railway correspondence course shows a man his place in the railway scheme, so would a suitable course in Economics show him the place of the railway in the scheme of economic life, giving him poise and judgment and enabling him to understand and logically represent to others the railway viewpoint. From the railway comes the bread and butter of the staff and they would be the better for an understanding of its functions. The interest created by such a study would be very absorbing, for besides the pleasure gained by knowledge of the inter-relation of transport with the general functioning of production and commerce, the romance inseparably attached in the human mind to a railroad adds much to the fascination of this formidable-looking subject.
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Encouraging the Tourist.

          
It is pleasing to note that the Annual Report of the New Zealand Tourist League acknowledges the considerable advance that has been made in recent years towards increasing the attractiveness of New Zealand by the provision of better publicity and travel facilities.

          
Amongst other matters specified the League states that distinct and very much appreciated progress has been recorded in:

          

	
              
(1.) The establishment of closer understanding between the Tourist, Publicity and Railway Departments, as evidenced by the setting up of the Publicity Board, and the allocation of £38,000 per annum for publicity, a sum which is treble the amount spent in 1924.

            

	
              
(2.) The considerably raised standard of printed matter.

            

	
              
(3.) The very great improvement that has been made in the matter of sleeping and general accommodation on the trains.

            


          
The report adds that the Railway Department has shewn commendable eagerness in catering for tourists, and quotes President Cosgrove:— “Railway systems, roads, hotels, recreations— each plays its own and an important part in the success of tourist development.”

          
To attract tourists to any country the co-operation of many people and the co-ordination of many services are required.
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A Noteworthy Career.
        

        


Mr. James Burnett, O.B.E., Interviewed.

        

An ex-railwayman who has seen much of the development of the railways in New Zealand and who played a long and honourable part in that work is Mr. James Burnett, O.B.E., of Kelburn, Wellington, for some years Chief Engineer of the New Zealand Railways.

        
Mr. Burnett retired on superannuation in 1915, after 43 years of service.

        
In the course of a recent interview Mr. Burnett gave some interesting details of his career and touched upon a number of historical incidents associated with the engineering side of railroading in New Zealand.

        
Joining the Public Works Department at the age of seventeen in July, 1872, under Mr. J. Rochfort, he was soon afterwards sent out with a surveying party to explore the Rimutakas with the object of finding the most suitable route for a railway. The country was covered with dense bush, the weather was bad, it was all foot travelling and each man had to carry his own swag. They had a rough time generally, had to do their own cooking and, except for an occasional weka (native wood-hen) and eels, had to live on bacon and biscuits for three months.

        
The party comprised, at different times, Messrs. Wink (in charge) and Engineering Cadets George Blackett, G. and E. Park and Witherby.

        
Mr. Burnett remembers how pleased they all were when the site of the present summit tunnel was discovered. The exploration occupied some 18 months to 2 years.

        
At that time Messrs. Brogden and Son had contracts all over New Zealand for the construction of various sections of the Government lines. These included the Waikato line to Mercer, the Dunedin to Balclutha, and the Wellington-Hutt sections. These contractors did things in the grand manner, importing their own engines and generally adopting the best known methods then available for successfully carrying on large-scale engineering enterprises. Among their engineers was Charles Napier Bell (who afterwards became a leading authority upon harbours).

        
Young Burnett was put to work with Mr. Bell doing long multiplication and division sums, and he recalls how, as the result of an error in one calculation, Mr. Bell laid it down as his unalterable conviction that “the man who makes mistakes is not worth a damn!”

        
In 1874 Mr. Burnett was sent south to take part in construction work on the Waitaki-Moeraki railway—including the Waitak' bridge. This bridge was imported from India, the cylinders and girders having been built in England for one of the rivers of India and thence diverted to meet New Zealand's more pressing need.

        
This work was done under Mr. J. H. Lowe, who afterwards became the first” Chief Engineer of Working Railways” in New Zealand.

        
Mr. Burnett joined the Working Railways Department in 1877 as Assistant Engineer at Oamaru, his first individual responsibility being accepted when he was placed in charge of the line construction from Moeraki to near Waikouaiti, Mr. W. M. Hannay at that time being District Manager at Oamaru, with Mr. H. Buxton as his Chief Clerk. (The “Oamaru” Section of those days extended from Temuka to Palmerston South.)

        
The following year Mr. Burnett's headquarters were changed to Christchurch, where he remained during the next nineteen years. In 1899 he was transferred to Wellington.

        
Being appointed Inspecting Engineer under Mr. John Coom, and when the latter retired in 1908, Mr. Burnett became Chief Engineer, a position he continued to fill with distinction until his retirement, after 43 years of service, in 1915.

        
One of the works upon which he was engaged was the building of a branch railway to Moeraki which, it was expected at that time, was destined to become a great port. The line had to be laid partly over sea beaches where the pressure of the slipping ground alongside heaved up the trestle viaducts. Difficulty was experienced in keeping the railway in position. All had to be abandoned afterwards, as Moeraki did not live up to expectations and the line was not needed.

        
It was under Mr. Burnett that the Dunedin Station was built, Mr. G. A. Troup (now Mayor of Wellington) being the architect. The design was copied from that of a baronial castle in Scotland, and, as Mr. Burnett remarked “ample for the purpose.” He has noted the northward drift of New Zealand's population, and considers that natural for, he said, “the country will carry the population here, where the grass grows all the year round.”

        
Immediately Mr. Burnett retired from the Department he went straight Home to England, his son being at that time invalided there on account of war wounds. Arrived in England he launched out upon war work.

        
He was soon appointed to organ se and supervise he searching of the 
[
gap —  
reason: illegible] hospitals of



Middlesex for tidings of missing men. The War Office issued printed lists of the missing, arranged according to Regiment, Battalion, and Company, and comprising thousands of names. Visitors, called “Searchers,” paid frequent visits to the hospitals and questioned patients in the same units as the missing men. By this means a large number of cases were finally traced. Great difficulty was found in getting people to do this searching.

        
The certificate reproduced in this issue was presented to Mr. Burnett in recognition of the valuable services he rendered whilst upon hospital work in Middlesex. Mr. Burnett remarked that, when he joined the Soldiers' Club in London, he and his wife intended to stay twelve months. They actually spent four years there and, he remarked, “I hope we did our job. Anyway, we tried to!”

        
His wife, Mrs. Burnett, put in much service at the N.Z. War Contingent Association Rooms in Southampton Row and at the N.Z. Soldiers' Club where his daughter, Miss Burnett, controlled and managed the night and day canteen for some 2½ years and was decorated C.B.E. for her services.

        
On returning to New Zealand, Mr. Burnett devoted his spare time to visiting invalided soldiers and met many men who had been with him at Russell Square in London.

        
Subsequently, he was appointed Chairman of the Red Cross, Wellington Centre, a position which he has held for some three or four years, and hopes to be fit to carry on for some time longer.

        
This “grand old man of the railways” is still hale and hearty and devotes a great portion of his time to good works, helping the sick and needy. His cheerful presence and fund of reminiscence make his presence welcome in any society.
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Swimming and Health.
        

        
(By 

A. M. Farnall, Sales Manager, Advertising Branch, N.Z.R.)

        

In “Health Notes” supplied to the “New Zealand Press” by the Health Department was included an extract on “The Art of Swimming.” This extract was from an English publication on School Hygiene contributed by the British Medical Association.

        
One-third of the column referred to is devoted to the various swimming strokes which were under observation by this Association. As a result of their investigations they give worldwide publicity to the extraordinary pronouncement that the first stroke taught the child should be the “breast.”

        
In swimming circles it is generally held that England is, unfortunately, a quarter of a century behind in the art of swimming, and a careful study of the contributed article confirms this opinion. For instance, the Association informs us that the submersion of the head, through inducing irregular breathing, makes the “crawl” stroke harmful and unsuitable for the child.

        
It is quite evident that the “crawl” stroke as practised to-day in England is something similar to what was known in this country twenty years ago as the “Australian Crawl.”

        
The modern “crawl” stroke is only a corrected form of the natural stroke—the “dog paddle”—and is easily acquired. Normal children under skilled instruction will actually swim a short distance in from one to four 15-minute lessons. If the head is submerged the action is incorrect. When the modern “crawl” is properly done the swimmer breathes as easily as if lying on a bed. When the child has mastered this stroke it is capable of swimming long distances without exertion, can combat strong currents and tides, and is admirably fitted, not only to protect its own life, but to assist its less fortunate fellows.

        
Evidently, generations back, our forefathers adopted the actions of the frog as the ideal swimming stroke, terming this unnatural manipulation of the human limbs the “breast” stroke. To swim this stroke correctly it is necessary that there be complete unison of action with the legs, arms and breathing. It is so difficult to acquire that only a small percentage become actually efficient. A very large proportion, even after years of effort, become only indifferent swimmers, and when let 
[
gap —  
reason: illegible] on the world of waters are a menace to their own and the public safety.

        
Whilst it is freely acknowledged that the most efficient breast stroke swimmer can swim long distances without serious exertion, the progress is slow, and the swimmer, because of his complete bodily immersion, is at the mercy of the tides and currents.

        
The risk arising from teaching “breast” first is that the pupil has afterwards extreme difficulty in acquiring the “crawl.”

        
The question is, what is the correct swimming stroke to be first taught, the “breast” or the modern “crawl”?

        
In America, where swimming is at a very high standard, the “breast” is discouraged. In England, where it is at a very low standard, the “crawl” is not encouraged. Australia has turned out some of the world's fastest men swimmers, but their women have been only moderately proficient. In this country, whilst our male swimmers are very much below standard, our women compare more than favourably with the world's best.

        
Up to six years back the “breast” was taught in some of the New Zealand State schools. Of what is being done to-day I have no knowledge.

        
The only professional instruction classes for our school children that I am aware of are those conducted by Professor Anderson at the “Point Erin” Baths, Auckland. His services are engaged by the local swimming club to instruct about 3,000 pupils of the five Ponsonby district schools in the art of swimming the modern “crawl.”

        
As it is highly important that matter published under authority of the Health Department should be absolutely dependable, this matter should be further investigated.

        
If the Medical Association of this country would put these Ponsonby classes under observation and publish their considered opinions, it would settle a matter of vital importance to the community. If anything of this nature is to be done this year it will have to be pushed forward, as the classes terminate about the middle of March.

        
Any fish can float down stream—it takes a li one to swim up.
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By Those Who Like Us
        

        
From the Secretary, Stratford Agricultural and Pastoral Association, Stratford, to the Railway Board:—

        
On behalf of my Committee and the exhibitors I wish to express very keen appreciation of the excellent arrangements made by your Department during the recent Show held here.

        
The courteous and considerate treatment given by all members of the staff was freely commented upon and was of material benefit to this Association.

        
* * *

        
From the Secretary, C. Aickin and Sons Ltd., Auckland, to the District Traffic Manager, Auckland:—

        
May we take this opportunity of extending to you, and placing on record, our appreciation of the way in which the Railway Department always “delivers the goods.”

        
Whenever we have been rushed for delivery in either our Waipa coal or timber departments, we are pleased to say that Transport can always be relied on to come to our assistance by expediting any trucks urgently required.

        
* * *

        
From the Hon. Secretary of the Combined Schools and Friendly Societies' Excursion Committee, Leeston, to the District Traffic Manager, Christchurch:—

        
On behalf of the Combined Schools and Friendly Societies' Excursion Committee I wish to express their thanks for the efficient arrangements made by the Department for the conveyance of our excursionists to Otira. I should like to express my gratitude to the guard and his assistant on the Midland Line and the stationmaster and staff at Leeston station, but I would especially like to mention Mr. P. Taylor for his courtesy and for assisting the 
[
gap —  
reason: illegible] over the Pass.

        
From the Secretary, Southland Agricultural and Pastoral Association, Invercargill, to the District Traffic Manager, Invercargill:—

        
On behalf of the Southland exhibitors at the Royal Show, I wish to convey to your Department and staff their thanks and appreciation for the manner in which their interest and comfort was considered on the journey to Christchurch and on their return. Each one speaks with high praise of the attention given them during the journey. I would be pleased if you would convey to the staff their appreciation.

        
* * *

        
From the Wairarapa and East Coast Agricultural and Pastoral Society, to the District Manager, Wellington:—

        
I am directed to convey to you the Committee's thanks for the special train services run in connection with our recent Show, also for the manner in which the stock to and from the Show was handled by the Station-master and staff of the Carterton station and for their courtesy to exhibitors and members of the Committee.

        
* * *

        
From the Hon. Secretary, Riverton Regatta Club, Riverton, to the District Traffic Manager, Invercargill:—

        
I have been instructed by the Executive of the Riverton Regatta Club to write and thank you very sincerely for the efficient service arranged by you for the convenience of the public desirous of attending the Regatta. Praise is due to the officers of the Department for their unfailing courtesy and for the punctual way the trains were despatched.

        
The Committee feel that the success of the Regatta depends on the Railway Services, and again this year the Club wishes to convey to you and your staff its appreciation and thanks for the service arranged by you and for 
[
gap —  
reason: illegible] it was carried out by the officers of 
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Stolen Railway.


Amazing—and Typically Irish—Story of the Birr-Portumna Line.

        

          
Writing in “The Irishman,” Senator J. T. O 'Farrell, the well-known Labour Leader, says:—

          
The report to hand some time ago of the “theft” of a mountain railway at Kohenberg in Austria, recalls to mind a similar incident in Ireland about 30 years ago, when the Birr and Portumna Railway was actually stolen. The full circumstances, as amazing as they are humorous, were related in evidence before the Vice-regal Commission on Irish Railways (1906-10), and are briefly recorded in paragraph 100, page 41, of the Commission's report.
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Finances of the System.

          
The line, which was twelve miles long, connected the Great Southern and the Western system with the River Shannon at the Portumna bridge. The capital amounted to £80,000, of which £13,000 was subscribed by the Great Southern and Western Railway, and £12,000 was advanced on the security of the ill-fated undertaking by the Public Works' Loan Board of England. The remainder of the capital was subscribed mainly by local investors, who saw great possibilities in the venture.

          
The line was opened in 1868, and was worked by the Great Southern and Western Company under an agreement whereby they supplied the rolling stock, and undertook to run two trains daily in each direction retaining 40 per cent, of the gross receipts. From the beginning the line proved a financial failure. It was alleged before the Commission by the Loan Board's representatives that the working company never made any serious attempt to work the line to the best advantage, that only the minimum number of trains were run, and those at times when hardly anybody could use them. Be that as it may, on the expiration of the agreen ent in 1878 the Great Southern and Western Company, finding that they had been losing on the transaction, refused to renew the agreement, and ceased to work the line. The Board thereupon took possession as mortgagees and tried to sell the line to the Great Southern and Western Company, but the latter would only have the “white elephant” as a gift.

        

        

          
Searching for a Railway.

          
The “generous” offer was refused by the Board, who remained in possession of the silent line as virtual bailiffs for five years, in the course of which they spent £1,230 on repairs and maintenance. In 1883, the Treasury, on the advice of the Board, decided to spend no more money on an undertaking which was neither productive nor ornamental, and forthwith “temporarily” abandoned the line, intending to re-open at some future date in circumstances calculated to make it self-supporting. Alas, for their simple faith in human nature! By degrees (by no means slow) the rails, the fittings, sleepers, gates and all other movable material, were abstracted until nothing was left but the earth foundation and the bridges. Stray cows and donkeys soon browsed in peace where once the locomotive roared its way to and from the Shannon.

          
Years passed and the Board bethought itself of the forgotten line. The time had come when it might, with some hope of success, be given another chance! Engineers were sent to ascertain “what repairs (if any) were necessary” to put the line into running condition. Fancy the feelings of these honest English gentlemen on finding considerable difficulty in ascertaining from the local people where exactly the Birr and portumna Railway had once been.

        

        
        



          
A Loss of Thousands.

          
The Commission's Report sums up the incident as follows:—

          
“The net result of the whole transaction is, that the shareholders lost their money, the Great Southern and Western lost £13,000 in addition to their loss on working, the Public Works' Loan Board lost £12,000 in addition to £1,230 spent on maintenance, and the district lost the benefit of the line, which in its dismantled and derelict condition, remains a monument of ill-advised action.”

          
There is no confirmation of the statement that the Government propose appointing a Commission to inquire into the whereabouts of the “Lost Line.”

        

        

          

            
Seventy-One Certificates Presented to Railway Ambulance Enthusiasts at Palmerston North.
          

          
A pleasant function was held in the Railway Social Hall on Saturday evening when the certificates won by members of the Railway Division of St. John's Ambulance Brigade, were presented by Mr. J. A. Nash, M.P.

          
Mr. H. Langford, superintendent, presided.

          
The chairman welcomed Mrs. Z. Gill and lady members of the Brigade, and also Mr. J. Stone who was an original member of the railway division in Palmerston North. He also read several apologies for absence, including one from members of the Railway Board.

          
Mr. Nash was received with applause and made complimentary reference to the nature of the gathering. He expressed his pleasure at the presence of Mrs. Z. Gill, superintendent of the ladies' division in Palmerston North, and recalled the growth of the brigade and its work over a period of 25 years. Thanks to the generosity of the Palmerston North public, the brigade had made rapid strides. “The people of Palmerston North,” he said, “did not realise the splendid services the members of the brigade were rendering. The very nature of a railwayman's calling made a knowledge of ambulance work an essential part of his training, and an asset to the Department and public.”

          
Mr. Nash congratulated the Palmerston North division in having secured 100 per cent, of passes, and, amidst applause, presented 71 certificates to successful candidates.
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The Palmerston North Railway Ambulance Class (No. 1), 1927.


Back Row: R. Britton, J. W. Stone, C. D. J. Hanly, W A. Wackrow, E. J. Kriven, W. Fraser (Committee), W. F. Jardine, C. Heath, J. Fitch, A. K. Carruthers.


Third Row: N. P. Gill, E. J. Ralph, W. W. Aldrich (Committee), A. Kilgour, W. H. Gilmore, H. C. Wilson, A. W. Rogerson, A. Goudie, R. Jacobs, V. White, A Dalgleish.


Second Row: C. G. W. Johnson, W. J. McCormick, P. Nolan, R. H. Andrews (Drill Instructor), H. L. Lang-ford (Chairman), J. Muirhead (Hon. Sec.), H. Hepworth (Supervisor), T. H. Barnes (Committee), L. R. Walker, J. H. Henry.


Front Row: L. E. Read, W. McArley, J. Heaphy, J. K. Kelly, Master Eric Johnson (patient), G. H. Kenyon, H. J. Burd (Committee), M. J. Fir
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Writing in “The Irishman,” Senator J. T. O 'Farrell, the well-known Labour Leader, says:—

          
The report to hand some time ago of the “theft” of a mountain railway at Kohenberg in Austria, recalls to mind a similar incident in Ireland about 30 years ago, when the Birr and Portumna Railway was actually stolen. The full circumstances, as amazing as they are humorous, were related in evidence before the Vice-regal Commission on Irish Railways (1906-10), and are briefly recorded in paragraph 100, page 41, of the Commission's report.
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Finances of the System.

          
The line, which was twelve miles long, connected the Great Southern and the Western system with the River Shannon at the Portumna bridge. The capital amounted to £80,000, of which £13,000 was subscribed by the Great Southern and Western Railway, and £12,000 was advanced on the security of the ill-fated undertaking by the Public Works' Loan Board of England. The remainder of the capital was subscribed mainly by local investors, who saw great possibilities in the venture.

          
The line was opened in 1868, and was worked by the Great Southern and Western Company under an agreement whereby they supplied the rolling stock, and undertook to run two trains daily in each direction retaining 40 per cent, of the gross receipts. From the beginning the line proved a financial failure. It was alleged before the Commission by the Loan Board's representatives that the working company never made any serious attempt to work the line to the best advantage, that only the minimum number of trains were run, and those at times when hardly anybody could use them. Be that as it may, on the expiration of the agreen ent in 1878 the Great Southern and Western Company, finding that they had been losing on the transaction, refused to renew the agreement, and ceased to work the line. The Board thereupon took possession as mortgagees and tried to sell the line to the Great Southern and Western Company, but the latter would only have the “white elephant” as a gift.
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Searching for a Railway.

          
The “generous” offer was refused by the Board, who remained in possession of the silent line as virtual bailiffs for five years, in the course of which they spent £1,230 on repairs and maintenance. In 1883, the Treasury, on the advice of the Board, decided to spend no more money on an undertaking which was neither productive nor ornamental, and forthwith “temporarily” abandoned the line, intending to re-open at some future date in circumstances calculated to make it self-supporting. Alas, for their simple faith in human nature! By degrees (by no means slow) the rails, the fittings, sleepers, gates and all other movable material, were abstracted until nothing was left but the earth foundation and the bridges. Stray cows and donkeys soon browsed in peace where once the locomotive roared its way to and from the Shannon.

          
Years passed and the Board bethought itself of the forgotten line. The time had come when it might, with some hope of success, be given another chance! Engineers were sent to ascertain “what repairs (if any) were necessary” to put the line into running condition. Fancy the feelings of these honest English gentlemen on finding considerable difficulty in ascertaining from the local people where exactly the Birr and portumna Railway had once been.
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A Loss of Thousands.

          
The Commission's Report sums up the incident as follows:—

          
“The net result of the whole transaction is, that the shareholders lost their money, the Great Southern and Western lost £13,000 in addition to their loss on working, the Public Works' Loan Board lost £12,000 in addition to £1,230 spent on maintenance, and the district lost the benefit of the line, which in its dismantled and derelict condition, remains a monument of ill-advised action.”

          
There is no confirmation of the statement that the Government propose appointing a Commission to inquire into the whereabouts of the “Lost Line.”
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Seventy-One Certificates Presented to Railway Ambulance Enthusiasts at Palmerston North.
          

          
A pleasant function was held in the Railway Social Hall on Saturday evening when the certificates won by members of the Railway Division of St. John's Ambulance Brigade, were presented by Mr. J. A. Nash, M.P.

          
Mr. H. Langford, superintendent, presided.

          
The chairman welcomed Mrs. Z. Gill and lady members of the Brigade, and also Mr. J. Stone who was an original member of the railway division in Palmerston North. He also read several apologies for absence, including one from members of the Railway Board.

          
Mr. Nash was received with applause and made complimentary reference to the nature of the gathering. He expressed his pleasure at the presence of Mrs. Z. Gill, superintendent of the ladies' division in Palmerston North, and recalled the growth of the brigade and its work over a period of 25 years. Thanks to the generosity of the Palmerston North public, the brigade had made rapid strides. “The people of Palmerston North,” he said, “did not realise the splendid services the members of the brigade were rendering. The very nature of a railwayman's calling made a knowledge of ambulance work an essential part of his training, and an asset to the Department and public.”

          
Mr. Nash congratulated the Palmerston North division in having secured 100 per cent, of passes, and, amidst applause, presented 71 certificates to successful candidates.
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The Palmerston North Railway Ambulance Class (No. 1), 1927.


Back Row: R. Britton, J. W. Stone, C. D. J. Hanly, W A. Wackrow, E. J. Kriven, W. Fraser (Committee), W. F. Jardine, C. Heath, J. Fitch, A. K. Carruthers.


Third Row: N. P. Gill, E. J. Ralph, W. W. Aldrich (Committee), A. Kilgour, W. H. Gilmore, H. C. Wilson, A. W. Rogerson, A. Goudie, R. Jacobs, V. White, A Dalgleish.


Second Row: C. G. W. Johnson, W. J. McCormick, P. Nolan, R. H. Andrews (Drill Instructor), H. L. Lang-ford (Chairman), J. Muirhead (Hon. Sec.), H. Hepworth (Supervisor), T. H. Barnes (Committee), L. R. Walker, J. H. Henry.


Front Row: L. E. Read, W. McArley, J. Heaphy, J. K. Kelly, Master Eric Johnson (patient), G. H. Kenyon, H. J. Burd (Committee), M. J. Fir
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Timber Measurement.
        

        
A correspondent, Mr. C. J. Duggan, of East Town, sends interesting particulars regarding an unusual method that may be adopted in connection with the lineal measurement of timber. His object in sending it is that it may prove of considerable benefit to those members of the service who have much tally work to do. He also remarks that it will certainly give those who try to explain why this method works out correctly considerable thought. We have personally examined the matter, and while recognising in it an alternative system that may prove useful for checking purposes, do not consider that it would be quite so expeditious as the usual method.

        
The following are examples worked out by the ordinary and also by the alternative method:—Suppose the lineal feet of the following tally of timber is required, 5/8, 3/9, 7/10, 3/11, 6/12, 9/13. The usual method adopted would be to multiply the length by the indicator number in each instance and add the totals, as example:—

        

          

            

              
	5 × 8 =
              
	40
            

            

              
	3 × 9 =
              
	27
            

            

              
	7 × 10 =
              
	70
            

            

              
	3 × 11 =
              
	33
            

            

              
	6 × 12 =
              
	72
            

            

              
	9 × 13 =
              
	117
            

            

              
	
              
	359 Total lineal feet.
            

          

        

        
On the other hand if we dispense with the figures which indicate length and only use the figures which indicate the number of pieces (starting with the right hand figure) we proceed as follows:—

        

          

            

              
	9 + 6 =
              
	15
            

            

              
	15 + 3 =
              
	18
            

            

              
	18 + 7 =
              
	25
            

            

              
	25 + 3 =
              
	28
            

            

              
	28 + 5 =
              
	33 multiplied by next lowest length
            

            

              
	33 × 7 =
              
	231
            

            

              
	
              
	359 Total lineal feet.
            

          

        

        
Should the lengths miss a consecutive number as: 5/8, 7/10, 3/11, 9/13, each such miss should be considered as a 0 as example:—

        

          

            

              
	
              
	9
            

            

              
	9 + 0 =
              
	9
            

            

              
	9 + 3 =
              
	12
            

            

              
	12 + 7 =
              
	19
            

            

              
	19 + 0 =
              
	19
            

            

              
	19 + 5 =
              
	24 multiplied by next lowest length
            

            

              
	24 × 7 =
              
	168
            

            

              
	
              
	260 Total lineal feet.
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Wit and Humour
        

        

          
“
English as She is Spoke.”

          
A speaker at a recent election meeting said: “Our opponents charge us with being incompetent. We may be. They claim to be efficient. Ladies and gentlemen, I affirm that all the efforts of their efficiency fade into utter insignificance when compared with the results of our incompetency!”

          
* * *

        

        

          

            
No Terminal Facilities.
          

          
It was said of a certain speaker that he had many virtues, but he had one great fault which spoiled him: He had no terminal facilities.

          
* * *

        

        

          

            
Speech by the New Mayor.
          

          
“I mean to follow in the footsteps of my successor, and to do all in my power for the detriment of my native town.”

          
* * *

        

        

          

            
Generally Speaking.
          

          
Generally speaking, women are generally speaking.

          
* * *

        

        

          

            
No Hope.
          

          
Candidate: “ …and I hope your husband will support me. Mrs. Miff?”

          
Mrs. Miff: “Support you? Why, 'e ain't supported me for over a year.”

          
* * *

        

        

          

            
An Excellent Aim.
          

          
A certain dear old lady always made it her business to visit the poor patients in the hospital.

          

            

[image: (Adapted from George Belcher.) Absent-minded Professor: “Wellington, Third Person, singular, please.”]
(Adapted from George Belcher.)


Absent-minded Professor: “Wellington, Third Person, singular, please.”


          

          
On one occasion she approached a much-bandaged individual who was sitting up in bed, and after a little preliminary talk she said to him, very sympathetically:

          
“I suppose your wife must miss you a good deal.”

          
“No, mum,” came the prompt reply; “she's got a wonderful aim for a woman.”

          
* * *

        

        

          

            
Well Worth It.
          

          
The two lovers passed through the tunnel in a full compartment. No sound broke the silence to indicate the depth of their happiness, but as they emerged into the light they were flushed.

          
He: “I understand that this tunnel cost £1,000,000.”

          
She: “It was worth it all George.”

          
* * *

        

        

          

            
Was It Strategy?
          

          
“Strategy,” declared Murphy, up for examination, “is when you don't let the enemy discover that you are out of ammunition, but keep on flring.”

          
* * *

        

        

          

            
Learning by Wrecking.
          

          
“How long did it take you to learn to drive a motor-car?”

          
“Oh, three or four.”

          
“Weeks?”

          

            
[
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It was said of a certain speaker that he had many virtues, but he had one great fault which spoiled him: He had no terminal facilities.
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Speech by the New Mayor.
          

          
“I mean to follow in the footsteps of my successor, and to do all in my power for the detriment of my native town.”

          
* * *
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Generally Speaking.
          

          
Generally speaking, women are generally speaking.

          
* * *
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No Hope.
          

          
Candidate: “ …and I hope your husband will support me. Mrs. Miff?”

          
Mrs. Miff: “Support you? Why, 'e ain't supported me for over a year.”
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An Excellent Aim.
          

          
A certain dear old lady always made it her business to visit the poor patients in the hospital.
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Well Worth It.
          

          
The two lovers passed through the tunnel in a full compartment. No sound broke the silence to indicate the depth of their happiness, but as they emerged into the light they were flushed.

          
He: “I understand that this tunnel cost £1,000,000.”

          
She: “It was worth it all George.”
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“Strategy,” declared Murphy, up for examination, “is when you don't let the enemy discover that you are out of ammunition, but keep on flring.”
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Learning by Wrecking.
          

          
“How long did it take you to learn to drive a motor-car?”

          
“Oh, three or four.”

          
“Weeks?”
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The Hillside Division of the St. John Ambulance Brigade.


A Fine Combination.
        

        

          

So far, “Safety First” chats in previous issues of this paper, have touched but lightly that really splendid work rendered efficiently and ungrudgingly by the various units of St. John scattered throughout the length and breadth of this and other countries.

          
Railwaymen in New Zealand are not lacking in this phase of the safety first principle, and “legion” are the cases of first aid rendered in our workshops, in station yards, in our streets, on our high roads and last, but not least, on our playing areas by those of us who in the past have sacrificed a fair amount of time and money in gaining a knowledge of how to succour the injured and sick. This is particularly so at Hillside, where, before the War, a most efficient “division” had in hand such matters as providing ambulance units for Rugby Union fixtures. The call for volunteers, however, so sadly depleted our ranks that our poor “Division” had for the time being to put up its shutters as an official unit of St. John. In spite of this, enthusiasts who remained saw to it that first aid classes were held every winter, the result being that from time to time batches of certificates and medallions came our way.

          
Among those responsible for thus keeping alive the nucleus of knowledge it is invidious to make comparisons, but we feel in honour bound to mention the name of a good old stalwart, Mr. J. Hanson (a man of wide experience including several years actual war service), who, although not a railwayman, has fathered this good work at Hillside for many years. Nor must we forget the great help given us by various members of the Medical Profession, whom, we are glad to say were ever ready and willing to become our lecturers and examiners. Without their help cur endeavours would have been futile.

          

            

[image: Hillside Railway Ambulance Representatives. Winners of McGeorge Cup. Back row (left to right): A. Peters (Superintendent), R. Seymour, A. R. McEwan, J. H. Hanson (coach), Front row: R. W. Gilliand, J. C. L. Keenan.]
Hillside Railway Ambulance Representatives.


Winners of McGeorge Cup.


Back row (left to right): A. Peters (Superintendent), R. Seymour, A. R. McEwan, J. H. Hanson (coach), Front row: R. W. Gilliand, J. C. L. Keenan.


          

          
Just over two years ago a meeting of those interested was called at which it was decided to re-establish the Division with Dr. Allan as lecturer, and Mr. Hanson as instructor, at meetings to be held in the Social Hall every alternate Monday evening. Various changes in leadership left us finally with Mr. Alf. Peters as Superintendent, an office he still holds in the most thorough and painstaking manner. Whenever we require “tools of trade,” etc., it is generally Mr. Peters who makes personal representation to that august person, the Workshop Manager, to whose credit may it be said he has not yet turned us down in any reasonable request.

          
Mr. Graham has met us in the most courteous and friendly manner. Speaking candidly, the same may be said of all the “Heads” right up to the Railway Board, who recently, not only saw to it that Ambulance work on our Railways was organised on a new and more thorough basis, but most generously granted to three Hillside teams the necessary leave on full pay—including free railway passes—to enable them to attend competitions at Christchurch on Labour Day and also for one team of four men, to be selected after the above fixture, to compete at Wellington on the 8th of November last. This we hold is as it should be, showing the way in the matter of co-operation in any matter vital to the interests of Railway employees, and we would also suggest that it be a recommendation to the Board to do its utmost towards inspiring and fostering a spirit of friendly competition as between the various Railway Ambulance Units. We feel certain that this will receive consideration; indeed, something of this nature was promised by Mr. Grant, the officer appointed by the Department to organise first aid classes on a larger scale than any previous effort. We



might mention here that, as a result of a visit to our centre by this gentleman (who gave one or two lectures and distributed enrolment forms), four classes were formed at Hillside alone, along with others at the Locomotive Sheds and Dunedin Station, at which a goodly percentage of passes was obtained.

          
A perusal of our records disclose the interesting fact that at Hillside shops some thousands of cases are treated annually. What must the figures be for the whole of the Railway Service? Surely this must be food for thought and mean something to our employers who, no doubt, being discerning gentlemen, will fully realise and duly give credit for the work done by those who so willingly and voluntarily help thus to save for the Department (in the way of compensation and sick pay) perhaps thousands of pounds annually.

          
An item of very considerable local interest was a competition held in the Drill Hall on Saturday the 3rd December, under the auspices of the local branch of the St. John's Ambulance Association. The competitors were many, and included teams from Hillside, Locomotive Sheds, Dunedin Division and the Boy Scouts. There were also larger entries from the ladies nursing divisions. To the Locomotive teams we offer our hearty congratulations on their very fine display and the places secured by them in the finals. As to the well doing of our own teams at the various competitions—and our readers will, we hope, forgive us if we appear just a trifle egotistical in this matter—the printed photographs testify. Concerning the latter functions, while much welcome help was forthcoming from the Board a great deal had still to be done by way of “financing” the teams. It was therefore decided to hold a grand concert, and that various firms and bodies be asked to contribute. All helped and hundreds of tickets were sold in Hillside alone and the result was a most successful function. The programme was contributed to by members of the Commercial Travellers' Club assisted by leading local artists and the “Chairmanship” was in the very capable hands of His Worship the Mayor of St. Kilda, who, in extolling the good work of our Division instanced the great help we had given the authorities on the occasion of the Duke of York's visit (when something like two hundred children went down like ninepins in a sweltering heat at a public schools display). On this occasion we had associated with us the City and Women's Nursing Divisions.
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Hillside Railway Ambulance Representatives.



Winners Of The Novice Cup.



Back Row (left to right): A. Peters (Superintendent), J. C. L. Keenan, R. Seymour, J. H. Hanson (Coach). Front Row: A. G. A. Swanson, A. R. McEwan.


          

          
In conclusion we would like it to be distinctly understood that the object of this attempt at Press work is neither parochialism nor notoriety for ourselves, but a genuine desire to have the spirit of St. John fostered and cultivated among our fellow railwaymen of “God's Own.” That the Board will do its share in this direction we have no doubt. Perhaps we may be permitted to make just one more request, that is, that they honour to the letter the promise made on their behalf by the organiser when he said, “that all other things being equal the man with Ambulance experience would get the preference when a promotion was being considered.”

        

        

          

Railways and Traders.


Statement by British Transport Minister.

          
In view of the setting-up of an expert committee to make investigation with a view to the inauguration of transport control within the Dominion, it is interesting to have the opinion of the responsible Minister in Britain, Colonel Wilfred Ashley, M.P., the Transport Minister, upon the new Railway Act adopted for the Home railways:—

          
“The Railways Act of 1927 has in effect made the traders partners with the railways companies,” he said, in reply to the toast of “Trade and Commerce” at the annual dinner of the Cardiff Chamber of Trade. The new scheme of rates and charges under the Act came into force on January 1st and the Railway Rates Tribunal has finished its truly gigantic task.

          
“The Act assumes that the trader is concerned to know how the railways are being worked,” continued Coloney Ashley, explaining the provisions. “Not only has every trader an interest in the efficient and economical working of the railways, but he can do something to assist efficiency and economy. The Act required the companies to make a return of certain statistics to the Ministry of Transport, and the advantages of this scheme was that there was on record a body of authoritative data by means of which the companies could be put to the challenge, and could justify and explain to the traders and to the tribunal the fruits of their management.”
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So far, “Safety First” chats in previous issues of this paper, have touched but lightly that really splendid work rendered efficiently and ungrudgingly by the various units of St. John scattered throughout the length and breadth of this and other countries.

          
Railwaymen in New Zealand are not lacking in this phase of the safety first principle, and “legion” are the cases of first aid rendered in our workshops, in station yards, in our streets, on our high roads and last, but not least, on our playing areas by those of us who in the past have sacrificed a fair amount of time and money in gaining a knowledge of how to succour the injured and sick. This is particularly so at Hillside, where, before the War, a most efficient “division” had in hand such matters as providing ambulance units for Rugby Union fixtures. The call for volunteers, however, so sadly depleted our ranks that our poor “Division” had for the time being to put up its shutters as an official unit of St. John. In spite of this, enthusiasts who remained saw to it that first aid classes were held every winter, the result being that from time to time batches of certificates and medallions came our way.

          
Among those responsible for thus keeping alive the nucleus of knowledge it is invidious to make comparisons, but we feel in honour bound to mention the name of a good old stalwart, Mr. J. Hanson (a man of wide experience including several years actual war service), who, although not a railwayman, has fathered this good work at Hillside for many years. Nor must we forget the great help given us by various members of the Medical Profession, whom, we are glad to say were ever ready and willing to become our lecturers and examiners. Without their help cur endeavours would have been futile.
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Just over two years ago a meeting of those interested was called at which it was decided to re-establish the Division with Dr. Allan as lecturer, and Mr. Hanson as instructor, at meetings to be held in the Social Hall every alternate Monday evening. Various changes in leadership left us finally with Mr. Alf. Peters as Superintendent, an office he still holds in the most thorough and painstaking manner. Whenever we require “tools of trade,” etc., it is generally Mr. Peters who makes personal representation to that august person, the Workshop Manager, to whose credit may it be said he has not yet turned us down in any reasonable request.

          
Mr. Graham has met us in the most courteous and friendly manner. Speaking candidly, the same may be said of all the “Heads” right up to the Railway Board, who recently, not only saw to it that Ambulance work on our Railways was organised on a new and more thorough basis, but most generously granted to three Hillside teams the necessary leave on full pay—including free railway passes—to enable them to attend competitions at Christchurch on Labour Day and also for one team of four men, to be selected after the above fixture, to compete at Wellington on the 8th of November last. This we hold is as it should be, showing the way in the matter of co-operation in any matter vital to the interests of Railway employees, and we would also suggest that it be a recommendation to the Board to do its utmost towards inspiring and fostering a spirit of friendly competition as between the various Railway Ambulance Units. We feel certain that this will receive consideration; indeed, something of this nature was promised by Mr. Grant, the officer appointed by the Department to organise first aid classes on a larger scale than any previous effort. We



might mention here that, as a result of a visit to our centre by this gentleman (who gave one or two lectures and distributed enrolment forms), four classes were formed at Hillside alone, along with others at the Locomotive Sheds and Dunedin Station, at which a goodly percentage of passes was obtained.

          
A perusal of our records disclose the interesting fact that at Hillside shops some thousands of cases are treated annually. What must the figures be for the whole of the Railway Service? Surely this must be food for thought and mean something to our employers who, no doubt, being discerning gentlemen, will fully realise and duly give credit for the work done by those who so willingly and voluntarily help thus to save for the Department (in the way of compensation and sick pay) perhaps thousands of pounds annually.

          
An item of very considerable local interest was a competition held in the Drill Hall on Saturday the 3rd December, under the auspices of the local branch of the St. John's Ambulance Association. The competitors were many, and included teams from Hillside, Locomotive Sheds, Dunedin Division and the Boy Scouts. There were also larger entries from the ladies nursing divisions. To the Locomotive teams we offer our hearty congratulations on their very fine display and the places secured by them in the finals. As to the well doing of our own teams at the various competitions—and our readers will, we hope, forgive us if we appear just a trifle egotistical in this matter—the printed photographs testify. Concerning the latter functions, while much welcome help was forthcoming from the Board a great deal had still to be done by way of “financing” the teams. It was therefore decided to hold a grand concert, and that various firms and bodies be asked to contribute. All helped and hundreds of tickets were sold in Hillside alone and the result was a most successful function. The programme was contributed to by members of the Commercial Travellers' Club assisted by leading local artists and the “Chairmanship” was in the very capable hands of His Worship the Mayor of St. Kilda, who, in extolling the good work of our Division instanced the great help we had given the authorities on the occasion of the Duke of York's visit (when something like two hundred children went down like ninepins in a sweltering heat at a public schools display). On this occasion we had associated with us the City and Women's Nursing Divisions.
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Hillside Railway Ambulance Representatives.



Winners Of The Novice Cup.



Back Row (left to right): A. Peters (Superintendent), J. C. L. Keenan, R. Seymour, J. H. Hanson (Coach). Front Row: A. G. A. Swanson, A. R. McEwan.


          

          
In conclusion we would like it to be distinctly understood that the object of this attempt at Press work is neither parochialism nor notoriety for ourselves, but a genuine desire to have the spirit of St. John fostered and cultivated among our fellow railwaymen of “God's Own.” That the Board will do its share in this direction we have no doubt. Perhaps we may be permitted to make just one more request, that is, that they honour to the letter the promise made on their behalf by the organiser when he said, “that all other things being equal the man with Ambulance experience would get the preference when a promotion was being considered.”
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Railways and Traders.


Statement by British Transport Minister.

          
In view of the setting-up of an expert committee to make investigation with a view to the inauguration of transport control within the Dominion, it is interesting to have the opinion of the responsible Minister in Britain, Colonel Wilfred Ashley, M.P., the Transport Minister, upon the new Railway Act adopted for the Home railways:—

          
“The Railways Act of 1927 has in effect made the traders partners with the railways companies,” he said, in reply to the toast of “Trade and Commerce” at the annual dinner of the Cardiff Chamber of Trade. The new scheme of rates and charges under the Act came into force on January 1st and the Railway Rates Tribunal has finished its truly gigantic task.

          
“The Act assumes that the trader is concerned to know how the railways are being worked,” continued Coloney Ashley, explaining the provisions. “Not only has every trader an interest in the efficient and economical working of the railways, but he can do something to assist efficiency and economy. The Act required the companies to make a return of certain statistics to the Ministry of Transport, and the advantages of this scheme was that there was on record a body of authoritative data by means of which the companies could be put to the challenge, and could justify and explain to the traders and to the tribunal the fruits of their management.”
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“Never Say Die!”
            
          
        

        
(By 

Frederick J. Junker, Fireman and Acting Enginedriver, Westport.)

        
A good many people who think they lack self-confidence would find, with a little closer study, that their real trouble was due to an overplus of self-consciousness.

        
In many cases such self-consciousness has its root in the existence of some physical defect—such as lameness, stammering and the like. The victim is so conscious of his disability that he feels sure everyone else is equally conscious of it. It acts as a drag on all his activities, as a constant drain on his energies.

        
In the end he probably pities himself. And by doing this he helps no one—not even himself. Self-pity merely manufactures hatred—hatred of one's fellows, of the world, of life. Yet the sufferer may well take heart of grace as he looks through history.

        
Demosthenes will be famous for all time as the silver-tongued orator of ancient Greece. Yet Demosthenes stammered!

        
Mozart, one of Music's Immortals, did not let his disability stifle his genius. For Mozart had a defective ear!

        
Byron had a club foot; Pope was a cripple; Milton did his greatest work after he lost his sight. One and all they refused to be hampered. They wasted no time in self-pity. They refused to be self-conscious.

        
But there are too many people to whom Emerson's words would apply: “What you are stands over you and thunders so that I cannot hear what you say to the contrary.”

        
Don't let what you are blacken life with its shadow. Let what you will be, what you can be, guide your endeavours and your thoughts. If you lack in one direction, be sure you can weigh down the balance in another.

        
Obstacles can be overcome.

        
After all, what the world wants are the gifts you have—it cares nothing for those you lack.
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At Cross Creek over Forty Years Ago.


Left to right:—W. Patterson (deceased),—Aleck Allen (with white coat),—Dan McGill (standing in cab of “L” engine Bill Elder (deceased), James O'Neill, and James Hosie.
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Promotions Recorded During February.

        

          

            
Locomotive Branch.
          

          
England, W. F., Enginedriver, Te Kuiti, to Clerk, Gr. 7, Auckland.

        

        

          

            
Maintenance Branch.
          

          
Crossingkeeper to Storeman, Gr. 2:

          
McKenzie, J. K., to Timaru.

          
Labourer to Bridgeman:

          
Matheson, K., to Dunedin.

        

        

          

            
Suggestions and Inventions.
          

          
Conder, H. J., Porter, Levin.—Suggestion re locomotive water service at Levin.

          
Dew, E. W., Cadet, Gisborne.—Suggestion re books of paper tickets issued to guards.

          
Gemmill, L. D., Clerk, Picton.—Suggestion re excursion traffic on the Picton Section.

          
Geros, D., apprentice carpenter, Newmarket.—Suggestion re carriage lavatories.

          
Meale, K. A., clerk, D.E.O., Auckland.—Suggestion re Maintenance Branch timesheets.

          
Scott, T. W., Porter, Palmerston North.—Suggestion that pads be fitted to the ends of “G” and “Ug” horse boxes.

          
Taylor, S. A. I., carpenter, Newmarket.—Suggested alterations to doors of “H” wagons.

          
White, R., porter, Auckland Passenger.—Suggested train and platform indicators for Auckland new station.
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Locomotive Branch.
          

          
England, W. F., Enginedriver, Te Kuiti, to Clerk, Gr. 7, Auckland.

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

Maintenance Branch



          

            
Maintenance Branch.
          

          
Crossingkeeper to Storeman, Gr. 2:

          
McKenzie, J. K., to Timaru.

          
Labourer to Bridgeman:

          
Matheson, K., to Dunedin.

        








Victoria University of Wellington Library




The New Zealand Railways Magazine, Volume 2, Issue 11 (March 1, 1928)

Suggestions and Inventions



          

            
Suggestions and Inventions.
          

          
Conder, H. J., Porter, Levin.—Suggestion re locomotive water service at Levin.

          
Dew, E. W., Cadet, Gisborne.—Suggestion re books of paper tickets issued to guards.

          
Gemmill, L. D., Clerk, Picton.—Suggestion re excursion traffic on the Picton Section.

          
Geros, D., apprentice carpenter, Newmarket.—Suggestion re carriage lavatories.

          
Meale, K. A., clerk, D.E.O., Auckland.—Suggestion re Maintenance Branch timesheets.

          
Scott, T. W., Porter, Palmerston North.—Suggestion that pads be fitted to the ends of “G” and “Ug” horse boxes.

          
Taylor, S. A. I., carpenter, Newmarket.—Suggested alterations to doors of “H” wagons.

          
White, R., porter, Auckland Passenger.—Suggested train and platform indicators for Auckland new station.
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Variations in Traffic and Revenue


as compared with last year—1st April, 1927, to 4th February, 1928.

        

          

            

              
	District
              
	Passengers.
              
	Season Tickets. Number.
              
	Bearertickets. Number.
              
	Cattle, Calves. Number.
              
	Sheep Pigs. Number.
              
	Timber. Tons.
              
	Other Goods Tons.
            

            

              
	Auckland
              
	−106,049
              
	13,034
              
	4,432
              
	39,378
              
	132,474
              
	−8,964
              
	37,668
            

            

              
	Ohakune
              
	−42,265
              
	−514
              
	75
              
	5,362
              
	−2,131
              
	−26,546
              
	75
            

            

              
	Wanganui
              
	−60,656
              
	−405
              
	75
              
	22,219
              
	34,137
              
	−882
              
	18,081
            

            

              
	Wellington
              
	241,139
              
	11,705
              
	1,807
              
	−11,926
              
	70,387
              
	−4
              
	−27,598
            

            

              
	Total N.I.M.L.B.
              
	32,169
              
	23,820
              
	6,389
              
	55,033
              
	234,867
              
	−36,396
              
	28,226
            

            

              
	Westport
              
	−2,389
              
	1
              
	−12
              
	−33
              
	−615
              
	−3,712
              
	−26,947
            

            

              
	Christchurch
              
	−86,368
              
	4,569
              
	117
              
	38
              
	−70,698
              
	−33,335
              
	56,328
            

            

              
	Dunedin
              
	−135,184
              
	5,045
              
	−580
              
	−2,134
              
	−8,343
              
	−710
              
	32,597
            

            

              
	Invercargill
              
	−74,981
              
	−811
              
	35
              
	500
              
	84,611
              
	−3,661
              
	−20,515
            

            

              
	Total S.I.M.L.B.
              
	−296,533
              
	8,803
              
	−428
              
	−1,596
              
	5,570
              
	−37,706
              
	68,410
            

            

              
	Grand Total
              
	−266,753
              
	32,624
              
	5,949
              
	53,404
              
	239,822
              
	−77,814
              
	69,689
            

          

        

        

          

            

              
Revenue
            
            

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

            

              
	
              
	£
              
	£
              
	£
              
	£
              
	£
            

            

              
	Auckland
              
	−36,295
              
	326
              
	36,856
              
	−3,803
              
	−3,186
            

            

              
	Ohakune
              
	−10,299
              
	357
              
	−31,692
              
	−1,341
              
	−42,975
            

            

              
	Wanganui
              
	−13,698
              
	−1,441
              
	6,991
              
	−1,701
              
	−9,849
            

            

              
	Wellington
              
	−17,032
              
	−656
              
	−26,067
              
	9,694
              
	−34,061
            

            

              
	Total N.I.M.L.B.
              
	−77,324
              
	−1,414
              
	−14,182
              
	2,849
              
	−90,071
            

            

              
	Westport
              
	−141
              
	24
              
	−5,707
              
	−2,603
              
	−8,427
            

            

              
	Christchurch
              
	−26,462
              
	232
              
	10,212
              
	10,902
              
	−5,116
            

            

              
	Dunedin
              
	−21,460
              
	−1,989
              
	13,557
              
	−1,011
              
	−10,903
            

            

              
	Invereargill
              
	−19,840
              
	−1,508
              
	11,321
              
	−1,137
              
	−11,164
            

            

              
	Total S.I.M.L.B.
              
	−67,762
              
	−3,265
              
	35,090
              
	8,754
              
	−27,183

            

            

              
	Grand Total
              
	−145,227
              
	−4,655
              
	15,201
              
	9,000
              
	−125,681
            

          

        

        

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

        

          

[image: ]
        

        
The general falling off in passenger traffic throughout the year has been stayed by the inauguration of railway bus services and special feature excursions; but the continued decrease in revenue indicates a loss of longer distance travel.

        
The increase in cattle and calves has been caused by the new boneless veal industry, practically the whole of the increase under this heading being in calf traffic. Owing to the spell of dry weather recently experienced sheep have been transported in large numbers to freezing works. It will be observed that this condition pertains to the North Island and the southern portion of the South Island, the stock season in Canterbury being later this year than last.

        
Timber shows a decrease due to the slump in this particular industry.

        
A substantial increase is shown under the heading “Other Goods.” This is mostly in coal and artificial manure traffic.
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