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PREFACE
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of Representatives, particularly the Public Works and Railway
Statements, the New Zealand Gazette, Statutes of the Colony of
New Zealand, Census Publications and the Official Yearbook,

The Annual Reports of the Wellington and Manawatu Railway
Company, held at Alexander Turnbull Library provided much valuable
information while additional material was obtained from National
Archives, the Department of Lands and Survey, New Lealand Hailways
and Palmerston North Public Library.

I wish to thank all those who assisted me in the preparation
of this thesis, particularly:

- The Alexander Turnbull Library and the Palmerston North
Fublic Library for permission to reproduce photographs
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- Mrs Colleen Tester and Mrs Lynette Toms for typing the
manuscript
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INTRODUCTION,

The hypothesis of this thesis is that there has been a
relationship between railways and the development &and settlement

' since initial

of the Manawatu and surrounding districts,
construction of the “oxton Tramway in 1871, this relationship
has varied over both time and space, It has, in fact, been

& dynamic relationship of continuing change,

Rallwsy development in the /answstu and surrounding srea

- has exercised both & direct snd indirect influence on settlement,
The .ellington and Wanawatu Kailway Company, for inastance, actually
initisted settlements on its allocated and purchased lands,

while the hailways Department by erecting houses in several
settlements (especislly Taihape, .‘arton Junction and at “ilson
in ralmerston North) has also msde a direct contribution to
settlement, hKailways have also indirectly influenced settlement
in that they served as & stimulus to economic growth during

the initial stages of settlement and development of the area

in the late nineteenth and early twentieth centuries, They

thus became important agents of development and settlement.

It will be shown in later chapters that the Foxton - Wanganui
Rellway, the Wellington - Menawatu Railway and the Main Trunk
Reilway all served to stimulate settlement of the area generally
and of certain settlements in particular e.g., Taihape,
Hunterville, ¥arton, Feilding, Palmerston North, Shannon and



Levin, The siting of railway lines has also inf luenced the
physical layout of settlement. Both darton and Otaki, as a
result of the originel location of the railway have two
separate nucleii, and since ralmerston North's reilway
facilities were relocated in 1959 an industrial zone has
developed along the north west boundary.

A further manner of categorising railway influence on
settlement is to designate the railway as exercising either a
positive influence on settlement (a factor stimulating growth
of & town) or a negative influence (a2 factor impeding growth
of a town,) The railway has exercised a positive influence on
the growth of settlements such as Levin, -almeraton North,
Feillding, #arton and Tsihape in that the railway function hss
been an important factor in the growth of those settlements,
The railway, or rather railway decisions, has elso had a
negative effect on the growth of wvertain towns, especielly
Foxton whose decline dates from the decision of the 1880
Railways Commission to ebandon work on the iellington - Foxton
Railway, The centralisation of railway activity since 1920
has also meant a decline, if not a loss, of the railway function
of some settlements, The centralised traffic control system,
in particular, has meant that it is no longer necessary to
house signalmen in a number of small railway settlements e.g8.,
Ohingaiti and Mangaweka, Consequently 2 number of railway
houses in these small settlements have either been demolished

or not been renewed as they have worn out,
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The rajilway has had a continuing influence on the growth
of ¢ number of towns and cities (Teihape, idarton, Felilding,
“almerston North and Levin), but in many cases the railway
influence was short-lived during only the initial stages of
settlement and development of the area e.g., Utiku, Jangaweka,
Ohingeiti, Mangasonoho, Halcombe, shannon, Chau and Manaksu,.

The overall alignment of settlement and communication
in the ‘asnawatu is inland towards the Gorge, This inland
alignmnent is probably attributable to several factors including:

(a) The presence of the gorge providing & link between
Man~watu and Hewkes Bey,

(b) The location of vast strands of timber inland from
the sand and swamp country,

(e) The relatively more fertile fsrming laend inland.

(d) The esrly and rapid growth of ~almerston North &s
the centre of the /enawatu snd its later inportance as a focus
of routes,

A8 en introduction to & more detailed examination of
railway development in the Manawatu, a number of generel points
will be made sbout railway development in New Zealand,

The initial development of railways in lNew Zealand began in
the 1860's under the auspices of the rrovincial Governments,
Approval of the General Government, however, was required
before construction could begin., The Lyttleton and Christchurch
Railways Act 1860,2 for instance, validated the proposals of

the Canterbury Frovineial Council to enter into a contract for

the construction of the projected 6; mile line. The first
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section of this line from Christchurch to Ferrymead wes opened
in December, 1863.3 Other lines constructed by the rrovincisl
Governments included one from Invercargill to Blurru and the
Dun Mountein line in Nelson,” until in 1870 46 miles of
railway were open in the 3South Isl.almi.6
Initially the government stressed the "developmental"
role of railways. Vogels policy, for instance, was to
actively promote the settlement of the country by a programme
of public works and 1mmigration.7 The Vogel boom produced a
great surge in rail construction and between 1870 and 1879
an additionel 1,092 miles of railway were opened for traific,
and a further 542 miles were authorised.a It was during the
Vogel boom that the first tramway and railway in the Janawatu
were constructed, The Foxton Tramway was constructed between
1871 end 1873, although in 1876 the wooden rails were replaced
by iron rails and within two years had been extended to
x‘.anganui.g
Government policy towards railways was stated by Sir
Joseph ward in 1905;
"«eoThe policy of the government has been throughout
to regard the railways as adjuncts to settlement of
the country and to look upon the earning of a large profit
@8 of minor importance compared with the incalculable
benefits that accrue to the State by giving the
the Droduce of iheis farms $6 the markets. s 1B in8
-
Generally, railways in the North Island were built to link
isolated areas of existing settlement, namely the ports and

their hinterlands, but as these lines invarisbly followed inland
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routes they themselves beceme asgents of development and settlement
instead of mere links betwcen established settlements. Foxton
end "anganui, for example, were linked by en inland reailway
through Palmerston North, while the VYellington and V‘anawstu
Reilwey Company chose a coestel route to Levin with an inland
diversion to join the Foxton - vanganui Railway at Longburn,

/n important aspect of the developmental role performed
by New _Lealand Re ilweys was the diiferential reting structure
adopted by the Railways Department.11 This had two aspects,
"irstly, rates were tapered for distence so that the longer the
haul the lower the charge per ton-mile. This eesed the transport
costs on goods produced at & distence from markets and encouraged
the development of remote srecs, OLecondly, low=value commodities
were charged low rates and hish-value commodities were charged
higher retes, This enabled many farm products to be carried st
low rates, and, locally produced goods were carried at rates
lower than those charged for similar imported 30063.12

Since the 1920's, however, there have been indications of
a change in government policy towards the early developmental
function of the railway, This initial role so important in the
past, has been subordinated to the notion of a railway system
operating on a normal profit-making basis.

The Minister of Railways noted in 1929, for instance,
that even though the railways had been historically important
as developmental rather than profit-making institutions, there

was a need to regulate competition between road and rail transport

in order to alleviate the adverse affects road competition was



having on rnilwqys.13

A Government Railways Board was set up in 1931 not only
to maintain the railways as a public service and developmental
agent, but to run the railways on the most economical basis

14

possible, The Government's attempt to regulate road and

rail competition wes embodied in “"The Transport Licensing ict

1931" and subseguent amendments in 1933. The principle of the
Act was the control of commerciasl rosd transport by & system
of licanains.15

"Transport licensing is primerily an economic measure to
achieve better co-ordination of road and rail transport and
to prevent excessive competition and duplication of services
within the rosd trensport industry., rublic passenger buses,
taxicebs, rentel vehicles and harbour ferries can only be
operated with a license, A transport license is also needed
for the cartage of goods in the following circumstances:;

(a) ‘hen they are carried for hire or reward by meeans
of a motor vehicle,

(b) i#hen they are carried in competition with hew
Zealand kailways beyond specified distances whether for hire
or reward or not, except with vehicles which together with
their load weigh 2} tons or less (6 tons or less for farmers'
vehicles),

In general, goods cannot be carried by road between places
where & route is evailable which involves at least LO miles of

rail, Certain commodities (particularly some foodstuffs),



however, can be carried without this restriction up to 50,

75 or 100 miles, and in some instances, such &s livestock, there
is no restriction at all, This restriction cesses to apply,
however, where use of the railway would increase the journey

by more than one-third of the shortest road route availabll."16
Although the railways are still adversely affected by road transport

the volume of goods traffic carried on the railways has
increased, but the relative importance of the railway compared
with other forms of transport has declined, The volume of
passenger traffic carried has continued to fsall,

The consequence of this change in policy has been the
closure of many smell inefficient branch lines, The closure
of the Foxton Branch Line (1959) has many perallels in other
partes of Lew Lcaland.17

waterson has suggzested that, unlike the United cStates,
where many settlements owed their existence to the railrosd,
ra ilways in New Lealand stimulated settlement, but did not actually
create them, A8 the exporting ports were already thriving
by 1870 the railways and later the roads Jjoined more producers
to these merkets and entrepots and in the process graduslly
destroyed the remnants of provincial economics and
isolationism, He goes on to comment, however, that:

"..sThe only exception to this generalisation were

the Manawatu and King Country towns along the
Auckland - Wellington #ain Trunk which owed their
genesis to the railways..."18

Both the Foxton Tramway and the Foxton - Wanganui Railway

stimulated rather than initiated settlement in the area since
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most of the settlements on the line were established prior to
reilway construction e.g., Foxton, ralmerston North, Feilding,
Marton and Turakina, while some, Halcombe for instance,
actually enticipated the construction of the railway, Similarly
the main settlements in the Rangitikei Valley; Hunterville,
Mangaweke and Taihape; were established in advance of the
reilway, The railway provided an important boost to the growth
of these settlements, although in some cases prosperity only
lasted during the initial period of railway construction and
bush=clearing., Settlements such as uMangaonocho and Uhingalti
owed their brief boom periods to the influence of the railway,
while Utiku was established by cooperative workmen engaged on
construction of the lain Trunk.19
The ‘‘ellington and /snswetu kalilway Company, however,
wes responsible for esteblishing or pertially establishing a
number of settlements on their ellocated and purchased lsand,
The sctivities of this company in constructing & raeilwsy from
#vellington to Longburn and settling sbout 243,000 acres of
land and playing & leeding pert in initiating settlement in eight
townships undoubtedly constitutes the most significant
contribution of any private reilway company to settlement in
New Zealand, The Company was responsible for subdividing
township, suburban and rural lend, for arranging for pre-auction
inspection and for the sale of the land either by publiec auction

or private sale,
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A reilway junction can be an important factor in the growth
of a settlement, In the study area three settlements, Lcngburn,
FPalmerston North and idarton, became railway junctions and another,
Mugby Junction, was planned in anticipation of becoming the
Junction of the esst and west coest lines, .hen construction
of the woodville - Bunnythorpe line was stopped in 1880, the
proposed settlement of .iugby Junction 4id not develop, despite
some speculstive buying of sections, Longburn is & settlement
which developed around & reil junction and & freezing works,
but when the foxton Branch Line was closed in 1959, Longburn
ceased to be a junction, «arton Junction ;rew rapidly as the
junction of the iain Trunk and 7oxton = wengsnui lines snd by
1921 had been incorporated into the borough of wsarton, :in
important factor in the growth of .alamerston Lhorth has been its
importance as a focus of reil routea.20

The growth of the reilwey network wes alsc closely related
to the politics of the period, The stimulating effects of Vogel's
rublie wWorks policy, and, the defeat of Crey's Covernment in
1879 over alleged excessive expenditure (including railway
expenditure) had significent erffects upon railway development
in the aree, The latter, for instance, resulted in the
appointment of a royal comission to inveatigate railway
proposals which subsequently abandoned work on the Wellington =
Foxton and vwoodville « Bunnythorpe lines, The findings of this
commission and consequent government action motivated local

interests to press for the claims of various districts for



reilway communication. [Following an initiative taken by the
“ellington Chamber of Commerce in 1880, the .ellington &and
Manews tu hailway Company was formed with the intention of
constructing a railway from vwellington to idanawstu,

Another compeny, the lLidland Railway Company, was foramed
in 1886 with the intention of constructing & line to link
Canterbury, estland and Nelson., In return for constructing the
235 miles of railway, the coupany wa&s to receive land grants
from the central government, The company failed to meet its
part of the contract and the work was taken over by the government
in 1895,°1

Decisions made either by the government or by reilway
comuissions or by privete companies were most important in
influencing the growth and direction of the local railway
network and settlement associated with the reilway,.

settlements were also established in anticipstion of
either becoming reilwaey junctions or of obteining & railway
connection, As mentioned the settlement of .ugby Junction
anticipated the junction of the east and west coast lines at what
is now Bunnythorpe. The directors of the Emigrants' and
Colonists' Aid Corporation, moreover, proceeded with the
settlement of Halcombe before Ashhurst as it was thought the
railway would reach there first.

Choice of route for the railways was also important in
influencing the spatial organisation and direction of settlement



in the area for it was no coincidence that settlement was
attrocted to the reilway, The railwey was generally the most
efficient form of transport and generally the fastest link
between settlements, particularly before the use of motor
vehicles becsme more widespread in the 1920's. Thus the
choice of & route for the roilwsy wes of great iuportance 1in
determining the direction of settlement, The decision of the
nellington and ‘enawatu  ailway ompany, for instance, to link
with Longburn and not Yoxton resulted in & line of inlsand
settlements (hennon, Tokomaru snd Linton) between Levin and
Longburn,

It ie interestin. to speculete on the possible direction
of settlement if alternste rsilway routee had been chosen,
‘hat, for instance, would have been the consejuences for
settlement if the fcvernment had proceeded with its plans for
the #ellington - vanmwatu Reilwsy to connect with the Foxton -
vanganuil Kei lway at Foxton, and #ugby Junction became the
junction of the esst and west cosst linea instead of :almerston
Forth, Several yossibt’iities present theuselves, First,
valmerston North's imyortance ss a focus of rail routes would
be much less than today. Second, Foxton would possibly have
become sn importent mein line reilway station, instead eof the
terminus of & minor brench line. Third, Jugby Jumetion could
possibly have become & settlement of some sise. Fimally,
settlements along the Levin -« Longburn section of the railway
such &8s Shennon, Tokomsru and Linton may not have developed

ae early as they did,
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Another contribution railways have made to settlement
has been the construction of railway - department houses in
& number of towns &and settlements., Kkailway staff houses were
supplied by New Zealand Railways from the early days of railway
construction, at lesst as far back as the 1880's, The houses
were built,tincc in many places no settlements existed prior
to railway construction and, in many pleces where settlements
or towns did exist, railway houses were built because there
were none available near the station e.g., Jangaweka, In any
case it was the department's policy to provide its staff with
accomodation at reasonable rents, & policy partly influenced
by the fact that members of the staff were freguently transferred
from one station to another.

In the study areas the most important "reilway settlements"
have been at Taihape, /‘arton Junction and .ilson, although
Oteki, Levin, Felilding and Hunterville have had small railway
settlements, Even small villages on the iain Trunk such as
Mangaonoho, Uhinvaitli and Mangeweke have had & railway house
or two, but the extension of the centralised traffiec control
and automatic signalling system has made redundant the staff
formerly employed at many small country stations., The railway
houses at many of these places have been sold to the public,
frequently for removal, Very few new houses are built todnr.zz

The railway, finally, has also modified the physical layout
of some towns., The decision to transfer Palmerston North's
railway facilities from the centre of town to the western margin
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has resulted in the subsequent growth of an industrial zone
along Tremaine Avenue, while an extensive belt of open land
extending through the centre of the city has become available
for redevelopment. In another instance, the rajilway settlement
of Marton Junction, &pproximately one mile south of darton

was amalgamated into the borough of “arton thus giving the town
of sarton two nucleii some distence apart, a situation persisting

to the preaent.23

Nature of kailway Function end lupact Upon Settlement,

Two broad periods in terms of the nature of railway
function and its iapact upon settlement can be recognised,
The first, & period of railway construction and consolidation
lasted from 1871 when construction of the Foxton Traaway began
until 1921 when the volume of railwsy traific, particulsrly
passenger traffic, reached its first pesk., (Fige 1) In this
period the raillwey played & perticularly important part in the
development of the country. The second, the period since 1520,
hes been characterised by the continuing growth of goods traffic
and a post war decline in the volume of passenger traffic, but
increasing rationalisation and centralisation of railway activity.
During this period the railway has declined as & factor
influencing settlement.,

(a) 1873 - 1920

Thies period saw the initial construction of all

tramways and railways in the Janawatu;
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(1) The Foxton Tramway (completed 1873)

(11) The Foxton - Aanganui Railway (1878)

(1i1i) The Sanson Tramway (1884)

(iv) The Wellington - Manewatu Railway (1586)

(v) The “oodville - Palmerston North Railwey (1891)

(vi) The #ein Trunk to Taihespe (1904)

These railways 211 served as important agents of development
end settlement in that they provided & cuicker and more efficient
meene of access both into and within the bush areas and
facilitated the commercial exploitat] 'n of timber as well s&s
flax on & larger scale than previously, 3Settlements whose main
function initielly was milling timber all received & boost when
the railweys inproved communicetions,

¢rior to the construction of the foxton - sanganul Leilway
access to the bush areas wss by light barges or canoe up river
and then by bush track. sAccess to the iengitikei Velley rrom
the south was barred by the vast strands of timber extending to
north of the junction of the Hautapu and hkangitikel kivers, It
wes the railway which provided a2 guicker and more efficient form
of access to the inland bush ereas and ensbled settlement of the
area to proceed at a rapid rate,

The importance of the railway in carrying timber 1s seen
by the fact that in 1885-86 timber accounted for about 55% of
the total goods tonnage outward from stations between Foxton and
Fordell (inclusive) and 30% in 1890-91, The volume of timber
carried on the Foxton - Wanganui Railway began to decline in the

1890's, dbut on the Main Trunk timber represented 53% of total
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outward goods tonnage in 1910-11 and as much es 25% in 1920-21,

The reilway also linked the inlsnd settlements to the ports
of wanganui, Foxton and #ellington thereby enabling imports
and exports to be railed in and out of the srea, In addition
the railway facilitated the movement of people and the
distribution of goods to the many small settlements within the
area, In 1884, for example, there were fifteen stations between
Palmerston North and darton, and, not only did the railway serve
these small settlements, but it served a wider social function
in that it represented the pioneer se¢ .tler's msin link with the
outside community. The railwsy station, in fact, often became
the centre of sctivity for many settlements,

An important espect of the developmental role of rellways
has been the part they played in the rise of the pastoral
industries in lNew _ealend, The establishment of pastoral
farming in the /anewatu began in the 1880's following the cl earing
of vest areas of bush, This development was £lso aided by
technological and institutionel innovations in the dairy and
sheep industries together with government lend regulations
favouring the small farmer, According to Waterson, between
1900 and 1930:

",eeMost of the traffic carried by the New Zealand

rajilways was related to the movement of primery
and mining produce from the country to the export
ports end the backloading of bulky goods such as
fertilisers, cement and timber for the rural
community,.."2

In the /lanawatu the movement of stock to the freezing works

at Wanganui, Kakariki, Aorangi, Longburn and Ngahauranga increased



in importance es the pastoral industries became more firmly
established in the 1890's and early 1900's, end as the railway
penetrated the Rangitikei Valley additionsl areas were opened

up for development, Table I shows the increasing relative snd
absolute importance of the carriage of livestock on local railways
up to 1920-21, Dairy produce was elso carried on the railways,
although by the late 1920's the cream cartage business of the
railways had lergely disappeared in the face of motor

oompetition.25

TABLE I: RAILWAY TRAFFIC IN AND QUT OF WiNAGATU STATIONS.

| Cattle and Cealves ! Sheep and rigs Timber Other Goods

L (tons) (%) (tons) () } (tons) (%) | (tons) (%)
1885-86 300 .5 1,028 1.7 | 2487 42,0 | 32,625 55.8
51900-01 é 2,112 2,0 6,722 10,2 | 23,667 23.1 i 70,131 68.4
:1920-21 ; 23,178 L4.5 54,844 6,5 1 72,483  1L.3 | 360,532 T1.0
1969-70 | 25,329 3.0 6,746 .8 | 53,562 6.3 | 757,476 89.9

Source: /.J.H.R., Reailways Statement 1886, 1901, 1921,
Information for 1969-70 obtained from N.Z.R., «ellington

(v) 1920 - 1971
Over the last fifty years the local services

performed by the reilway have diminished in importance compared
with distribution of goods and passengers between metropolitan
centres end cities throughout the North Island (since the
introduction of the Cook Strait road/rail ferries this has
become a national distribution service), Underlying this



changing enpghasis have been two factors:

{ 1) The continuing trend of concentration and
rationelisation of reilwey activity in fewer but larger centres

(11) The rise and growing efficiency of roed transport.

These two fectors, together, have mesnt & relutive decline
in the inportence of short-haul rail trensport compared aith
roed trensport, and an absolute, and relative decline in the
passenger service performed by the railway. (Jigs 1 end 2).
The feeder capecity of the rursl bren:h line, in particular,
has declined in iaportance, lorcinx U .e closure of many
unecononic lines €.g.y, the Foxton brench line 1in 157,

The diiferentisl ratin. structure operated by the rallway
rendered them particulerly vulnerable to road coapetition as
at short and medium distences rail freight rates tor the
hiisher-value trafic were ol'ten at or sbove the level &t which
road trensport sould operste profitably., Thus for short and
medium distance trelfic, road Llransporicrs were often zble to
offer lower rates for the higher valued comnocdities, s
approximately 4O s of the total revenue of the railways was
derived from heuls of under fifty miles, the economic well-Leing
of the xailways Department was serlously alfected by rosd
transport.zs

kailway traffic, after reaching a peak in 1920-21,
experienced an absolute decline during the late 1520's and early
1930's owing to both the depression and the influence of road
competition., Fessenger traffic carried on the reilways reached

& second peak during world Wer 1II, but has subsequently declined
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in both asbsoclute and relative importance, (figs 1 end 2).
Coods traffic has continued to incrca&se in voluae although the
proportion of total freight carried by the railways hes
declined. /8 far es the comgosition of goods traffic is
concerned both timber end livestock have decrecssed in relative
importance, particularly the tremsport of shecep which are now
generelly cairied by roed, (Teble I1).

railway sctivity, therefore, hes beccne centrslised et a
emneller nuaber of more important stations (Telhape, .arton, reilding,
talmerston lorth and ievin) and many . aaller stations have
either lost their status &8 "accounting at&tiona”.27 or have
closed comgletely., #8 the number of faciors influencing the

growth of settlement has becone nore diverse, the reletive

importance of the railway has probably declined,

sethodologye.

The thesis has been divided into six chuputers plus &
conclusiones Three of the chapters discuss the importance of the
reilwsy a8 & factor influencing the develo.ient of settlement
durin: specific periods (18671-86, 1886-1920, 1920-71), while
the other three chspters deal in detail with specific caze
studies (The iellington and Manewatu Reilway Company, the
influence of the railway on Taihape and Foxton),

In studying the influence of a reilwaey line upon settlement
the gzeneral approech hes been to first outline the development
of comuunication &nd settlement in the pre-railway period, The
next step has been to outline the physical growth of the railweay
network in the area paying particular asttention to the routes
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chosen and the decision-making procezses involved, The
relstionship betwecen rzilweys and the develoyment and setllement
of the aree has been examined by studying the volune and
conposition of the rsilwsy treffic figures in relation to the
overall development end growth of the &res,

reilway treffic figures (volume in &nd out, and revenue from
outward goods) are given for each station with e sufficiently
large volune of treific to be reparded as "& 'counting stations”,
Tretfic figures for smeller ststions re recorded in those of
the nearest accounting stetion. The passsenyer journey figures
provide one indicetion of the importence of & perticular railway
stetion, slthourh the declining inportance of the passenger
function since 1920 means that these fijures are now of alnor
importance, The reilwey revenue figures are only useful for
comperine esch stution in & perticulsr yeer, slthough they &re
also used to show the changing reletive importance of psssen.er
end goods treffic. The best flgures for showing the importence
of a particuler station over & number of years and the relstive
importence of each station im a particular yesr are the goods
tonnages in and out of each station, +#hen broken down, these
figures cen be used to show the importance of the railway o
the timber and pastoral industries, Owing to the difficulty
of obtaining figures for & flow disgrsm showing the volume of
traffic moving along various sections of the line, 1t has been
necessary to construct flow diagrams using the number of reil

services along esch section, These figures provide a satisfactory
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substitute, however, in that the number of services is closely
related tc the volume of traffic,

Three base years have been chosen for studying the railway
trarfic figures, 1885 = 86, 1920 - 21 end either 1969 - 70 or
1970 =« 71, #or each of these three yesrs maps, diagrems and
tables are used to show the development of the railway network,
the number of services over each section of the line &nd the
volume of traific in and out of esch station. vuther railway
figures used include the number of reilway houses &nd number of
reilway -mployees st each settlement, kRailway figures used
have been obtuined from the Lailways stetement in the /. _pendices
to the Journals of the rHouse of iiepresentstives and from [ew
~ealand Railways,

The study of the sellington &nd Lanswatu Leilway Counpsny
emphssiges the policy and activities of the company in
promoting settlement of its mlloceted and purchased lands, The
main source material for this study was the Annual keports of
the wellington and .lanawetu ' ilwsy Coupany, 1582 = 1909, /=&
the company's papers were almost wholly destroyed when the
government took over the railway these reports remain the only

primery source material of any significance,
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when the carriage of farm produce to the rail was



23,

2L,
25,
26,
27,

invaeriably by meens of horse-drawn vehicles, This
necesaitsted fregquent "flag stations" on the route, but
because of nmotor transport from the farm, many of these
could be eliminated now without detrinent, The commission,
therefore, recomrended the closure of the followinz lines:
the /aiuku, Greytown, Foxton, ~yreton, .einate, Outram,
«8ikale, iHed ehope and .yndham branches,

‘aterson, 120=<1

3t @ Chapter Three

see Chapter Three

lew “ealand Yesrbook 1963, -ppendix e, 1,182

nst of the information on railwsy housing was provided
by “ublieity snd sdvertising, lew Lealand Lsilways,

The originsal railway stetion in ‘arton was locsted in
sukepapa ncad, but in 18598 Jsrton Junction beceme the
mein station and .ukepape Load &8 flag station,

‘aterson, 123=2L

raterson 124

AedeHaley 1930, H=-4O, 30 |
/n "accounting station" 4s a msin station with a volume
of traffic large enough to be officially recorded in the
railway traffic statistics in the eanmual railway
statement, Traffic through nearby minor stations is

recorded at the nearest accounting station,



CHAPTER ONE.

THE FOXTON TRAMNAY
and FOXTON = WANGANUI kAILWAY, 1871-86.

Coastal Settlement and Communication Pre - 1870,

Farly settlement of the iJ=nawatu Lowlands was restricted,
in the main, to coastal areas, In 1841 the llew Zealand Company
purchased from the iMaoris approximately 25,000 acres on the
south bank of the lanswatu Rivor.‘ During 1842 the block wss
surveyed and subdlvided,2 with the township of raieka, ten miles
up the river, as the main aettlemant.3 In addition, the |
township of Te iaire, located on the site of present-day Shannon, |

4 Although the Company's plans

was surveyed and subdivided.,
for raiaka were not proceeded with, a settlement consisting of
both sMaoris and Europeans developed there and spread along the
lower reaches of the .anawatu hivcr.s

In 1885 en earthquake resulted in the abendonment of the
Pajaka settlement, the settlers and traders moving downstream
to Te Awahou (later called Foxton).s In addition to & number
of Europeans settled at Te Awahou it was estimated that some
3,400 Maoris lived in pes slong the river bank.’

In this period the only means of communication with

Wellington was either by sea or along the beach road, Small

vessels worked by the whalers from Kapiti, traded with the



district until 1860 when the first steamer crossed the

9

Manswatu Bar, Stage coaches and bullock wagons, making

inland diversions at river mouths, travelled along the beach

10 As there were no roeds into the bush, the

11

road to Foxton,
river was the main form of transport into the interior,.
Following the purchase of the Rangitikei Block in 1849,12
European settlement of the Lower Rangitikei Valley began in the
1850's. Settlers moved into the area by way of the beach
highway and a road alongside the Rangitikei River.13 From the
late 1840's ir. Tom Scott had operated a Ferry at the mouth of
the Rangitikei kiver and, in addition, piloted a emall craft
between Port Nicholson and the Rengitikei Kiver, A small
settlement developed around the accomodation house and store
which ire. Scott established at the mouth of the river.’h A
rough road extended inland from Scott's Ferry to rarawanui and
Pukehou, with two roads extending from there to Turaskina by
rather circuitous routea.15
Following an initial period of scrub clearing and subsistence
farming, several large estates practising extensive sheep farming,
primarily for wool production, were established, The estates,
with the homestead, labourer's cottages and farm buildings
all clustered together, often formed small settlements.16
The small village of Crofton was formed in the late 1850's
when a combined post office-store was built and land divided
up into hslf acre lootionl.17 When three landowners each sold
a sixty acre block for private settlement, the land was



subdivided and a new town called Tutaenui (changed to Marton in

1869) was o:tnbliuhed.18

Bulls hed its beginnings in 1659 when
Mr, James Bull leased five acres and staerted a general store

and post office, The store was well established by 1876 when

the proposed township was subdivided for nottlement.19 In 1868
the area was linked by road with Wellington and Wanganui, Coube's
coaches travelling twice weekly between these towns making

stops at vellington and uanganui.eo Although by 1876 mein roads
linked the area with /anganui, Palmerston North and Scott's
Ferry, communications remained poor until the construction of

the P xton - wanganuli railway,

Inland Settlement and Growth of Communicstions.

After earlier sporsdic efforts, settlement of the inland
buah21 areas of the /anawatu Lowlands begen in the 1870's. The
Ahuaturangza Block, in which rapaioea Claaringzz was located was
first surveyed in 1866,23 and sections both in the block and
in the township of ralmerston North were offered for sale in 1867.2u
Settlement, however, was hanpered by lsck of adequate communication,
especially with “oxton, and, it was not until December, 1870
that the first building was erected in the Sqnnro.25 An
estimate made by Mr, D, lMcEwen in 1868 gives some ind ication
of the population of the inland bush area: Manawatu 21.26
Ngawhakarau 1, Te Matai 1, Awapuni 1, Fitzherbert 3 and
huhu” I;.""a In Pebruary 1871, a party of 53 Scandinavians,
brought to New Zealand under Vogel's Public Works and Immigration

Scheme were settled near Awapuni, and, two months later another



party of aebout sixty settled near ﬁhakaroneo.29

During 1871 a rough road linking rslmerston North with

Foxton was conltructed,so

and, in the following year a road
from “almerston North to the .lanswatu Gorge was c::mpleted..J1
when the bridge &t the eastern end of the gorge was completed
in 1875, road conmmunication with Hawke's Bay was o-tabliahed.jz
These road connections helped break down the isolation felt by
settlers in the inland bush ereas, but, the ebsence of drays
end the impasssble nature of the rosds during the winter 7 s
meant that road trensport was not slways aatilractory.33 It
was not until the Foxton Tramway wes constructed that Peslmerston
North obtained & regular link with the coest.

Frivate settlement companies played an important part
in the settlement of the Manawatu, In 1862 the Hutt Small
Ferm Association &pplied for some 5,000 acres in the no:r thern
part of Moncwetu gunty.jh Surveys were completed in 1671,
and, between 1871 2nd 1873 rursl sections as well as sections

35 1n

in Sanson were ballotted out and occu_.ied by settlers,
addition, & considerable part of the adjoining area was
surveyed and farm sections were sold in 1873 under a system of
deferred pc:mont.ss Settlement in this area began before
there was any roaﬂ}ng, the settlers carrying out subsistence
ferming and cropping and engaging in & limited amount of

local trade, It was not until a link for dray traffic was
constructed between Palmerston North and Wanganui in 1873

that the Senson farmers were able to merket their produce,37



The absence of & direct road connection with Foxton also
hindered the growth of Sanson, In 1875, however, construction
on a dray road linking Senson to the ralmerston North - Foxton

38 These road

road, six miles north of Foxton, was completed,
connections opened up wider trade possibilities for the Sanson
area,

The private settlement company which made the most important
contribution to settlement in the Manawatu was the “mi-rants'
and Colonists' id “orporstion, formed in Sngland in 1867, 7
The corporation's agent, Colonel Feilding, visited lNew “ealand
in 1871 and purchased from the ‘rovincisl Government & block
of 100,020 mcres lying between the langitikel River and the
kuahine Langes, approximately twenty miles in length &and eight
in width, most of it covered with bushouo

The first immigrants arrived in 1874 to establish feilding

W ccers to

as the first settlement on the anchester Ulock,.
the block from ralmerston North was very difficult as u roed
was formed only ss far as Awshuri, “rom there access was by
crossing native land on a track which was not metalled until
1875.42 By Pebruary 1875, 910 "statute"> adults had been
settled on the block, and, altogether ten miles of road had
been tornad.“h Before the vest timber supplies could bde
utilised on more than a local basis, however, a rail connection
with Foxton was necessary,

The directors also decided to establish townships both

east and west of Feilding (Ashhurst and Halconbe), depending



on the direction in which the railway formation was initially
level Ltﬂ.uS As it was fairly certain that the wanganui -
“eilding line would be completed Lefore the line from Naplier,
Halcombe was settled in 1876“6 and Ashhurst in 1879.“7 By
1877, 1,600 colonists had been settlecd on the block, 52 miles
of rosd had been formed, and & railway line connected Feilding
L3

with "~xton, koads provided the early access boih toc the
Manchester i‘lock and within the block itselfl, but it was the
rail connections with #oxton (18?6)“9 end . angenui (1578)50
which gsve the arca its most iunsortant boost,

The other significant private settlemnent was the lLouclss
settlement “lock comprising somne 21,400 scres extendin. +iul
Himetansi to the Lroua :iver near noysne.51 rurchased in 15?&52

LY Join sulgles i “eil .oupbell, sections were sold in 187853

=
with Gamgbelltown“u g8 the a8in settlement,

The Ffoxton Tramwey snd “oxton = .angesrul Leilwey.

It became evident thst for inland settlement to develop
and expand & more efrective foram of comnunication with the port
of Foxton wes necessary, This come initially in the form of
the Foxton Tramwey and later the ‘oxton = wangsnuil kailway,
thus providing & stimulus for the development of the inlsand
bush ares,

Early in 1871 when a road was begun from Palmerston liorth
to Ngawhakarau (nine miles from ralmerston North), construction
was simultaneously undertaken on & wooden tramway following the
line of the road,>> The desirsbility of a tramway was stated



by the District Engineer, lir, Blackett, writing to the kMinister

of Fublic !iorks, Jr, Gisborne, in 1871:

"eeelt 18 clear that meny large and valuable
districts will languish, and remein comparatively
unknown and unimportant for a length of tiue,
unless some means are asdopted to facilitate
access to the interior of the country..."5©
The i’'rovincial Secretery, ir, Halcombe, in making a case
for pressing on with a tramway connection noted thet in sumnmer
the normal cost of carrisge of goods by road from Foxton *»
¢almerston North had been £2,0,0, per ton, but that by April
1871 this had incressed to £6.0.0, per ton and, moreover was
likely to further increrse to £10,0,0, per ton, Helcombe
believed that a tremwey would not only substantielly reduce
costs but, in addition, would facilitate work on the gorge,
Furthermore, it wes chesper to go ehead with & tramwsy than to
lay &8 clay substratum es & basis for a metalled road.57
Two alternative tramway routes were suygested for linking
Foxton with Ngawhekarsu, une wes to extend the tramway to
what is now Hiratangi Corner, and thence inland to Ngawhskarau
(a total distance of sixteen miles), while the other was to
extend from Foxton to Motoa by tramwsy (five miles), and thence
by river to Ngawhakarau, In both cases transport from
Ngawhakarau to ralmerston North was to be by wooden tranwny.5agig‘5}
Even though the alternative route through Motoa was less
expensive to conmstruct, the former wss chosen, mainly because
the Motoa route involved = change of vehicle in transit which

was not only inconvenient, but more expensive as well,59
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The Foxton - ralmerston lorth Tramway was opened in
September, 187360 end was later extended to Terrace mnd.61
It was also intended to constiruct the wooden tramway &as far
es Janganui, and about seven miles of bush from i’'almerston North
was cleared for this purpoae.62 Initially the train was
horse-drawn slong wooden rails, but it became apparent at &n
early date thet a wooden tramway would be uneble to cope with
the traffic, and in 1875 the wooden rails were torn up and
replaced with iron reils, the line being reopened in spri.,
1576.63 In the following two years the rail line was extended
to vwanganui the final section from Hdalcombe to sarton being
opened in .ay, 16?0;5& (Fig.L)

Until the wellington and Jenawstu lailway Company's line
from wellington to Longburn was opened in 1666, the rfoxton =
wanganui keilway wes the principal means ol comnunication with
the bush areas of the .anawatu,

zarly Functions of the soxton - #angenui Railwey.

In order to evaluste the influence of this railway on

settlement it is necessary, by making reference to the volune
and composition of the railway trarfic on the line, to establish

the main functions performed by the reilway,

Although in most years coesching traffic was not quite
a8 important as goodes traffic, it still provided sbout

LO - 50% of reverme, (Table II). This contrasts with later
yeers when only a smsll proportion of railway revenue was

obteined from cosching (31% in 1920-21, less tham 10% for 1969-70).
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TABLE II:
RiVeNUE Wi M FUXTUN = wANGAIUIL RAILGAY:
1877-78_to_1535-86,57
I | |
’ Cosching _ Goods
| E!!!!lo_“_k_ﬁctgnuo
Year ended 30th June 1878 | £ 6,606 £ T:317
1879 Tele Neo As
Nine months ended 31st ‘arch 1880 14,029 13,075
Year ended 318t lMerch 1881 16,086 31,872
j 1882 17,537 22,491 |
| 1883 18,L32 £24655 |
1884 16,862 21,743 |
1385 19,439 | 21,953
1886 i 21,066 ! 22,687 |

source; A.J.H.K. Leports of rublic /iorks Depertment, 1875-10686

Thus one of the important functions of the Foxton - Aanganui
allway was carriage of passengers into and out of the arca
ng well as between the many small settlements that grew up
along the railwey line, The importance of the railwey for
transporting passengers is also shown by the number of passenger
journeys made on the railway. (Table III)

There was &an incresse in the volume of goods traffic in
the late 1870's, but during the 1880's the volume of goods, both
outward and inward, remsined almost comnstant, This is, in part,
8 reflection of the depression conditions of the 1880's, with the
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IABLE IIL:

TRAFPIC ON THE PUXTON — WANGANUI RAILWAYt®
875-76 to 138 .

(a) 1875-76 and 1876-T7
i _ _ ___Eeaf_;pd;a_ibtﬁ_sgéit
1876 1877
Passenger Journeys (a) 4,541 7,580
Livestock | 1 12
Bales of Wool 33 | 578
Timber (tons) 3,741 ‘ 3,895
Total Goods (tons) 3,756 2,994

(b) 1877-78 and 1879-80

| Year ended Nine months

30th June ended 31st
| 1878 . lareh 1880
Passenger Journeys 32,785 119,007
Livestock 845 2,297
| ool £ 362 1,099 ton
Grain 5 & 457 , 2,085 ton
| Merchandise £5, 383 | 6,641 ton
Firewood - &1, 560 : 9,030 ton
Total Goods . £15,040 : 33,057 ton




"

TABLE IIX: TRAFFIC ON THE POXTON — WANGANUI LWAY$
1875-76 to 1885-86.
(e) 1880- 85-86
Year ended 31st lMarch
1881 1882 1883 1884 1885 1886
Fassenger
Journeys 76,641 | 122,912 96,707 110,811 | 106,194 | 106,829
QUTWARD GOUDS
‘tonl’
Livestock NA NA NA 338 454 430
' Timber NA NA NA NA | 15,487 16,408
Other Goods NA NA NA NA | 23,524 23,745
Total Outward
Goods 38,169 49,313 42,388 | 42,990 39,465 . 40,733
INWARD GOCDS !
ttonls
Livestock NA RNA NA 462 494 979
Uther Goods NA NA NA NA | 23,925 | 23,630
Total Inward
Goods 36,311 43,552 39,467 44,951 1 37,966 30,114.

SLURCE: A.J.H.,R, = Reports of the Public

(a)

Works Department, 1878-86

A passenger journey is defined as a one-way journey.
A return journey represents two passenger jourueys,
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associated slowing down in economic activity.

Timber was the most important single 1item of goods traffic
carried on the railwey, The railway provided the impetus to
the growth of the sawmilling industry as it enabled the sawn
timber to be reiled to the ports of Foxton and wenganui, eand
shipped out, relmerston North, Feilding and Halcombe were the
most importent stations for the despatch of timber. uf the
16,098 tons of timber reiled outward from the bush area in
1585=-66, 15,980 tons came from these three stations, representing
the single most important item from them (56, of outwerd pcuous
tonnage from relmerston North, 64, from Feilding, &nd 52, from
Halcombe.bs) In eddition there were & number of small stations
and sidings in the bush &éreas which handled timber, although
figures from these would be included in those of the nearest
"sccounting" stetion, In 1885-86 Foxton station received
15,497 tons of timber &and ¢e&nganui station 5,851 tons for
shipment out.67

4 number of private sidings operated in this early period
a8 "feeders" to the main lines, most of them connected with
sawmills, (~late 1), Approximately one dozen private sidings
operated along the Foxton - Wanganui Railway, the most important
being ©. and J., Bartholomew's at Feilding end Bailey Brothers
at Taomzi.66

The railway also served as a traﬂlportar of & variety of
goods including wool, lime, chaff, grain, merchandise, minerals

and livestock, It was the reilway that enabled large gquantities
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PLATE 1 - “arly Manawatu Tramline: +this tramline, through dense
oush, probably connected a sawmill with the main line,

I'hoto by courtesy: Alexander Turnbull Library wellington,
New lealand,
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of goods end supplies to be transported into and out of the
developing inland ares and, in addition, facilitsted the
interchan ¢ o0 oAt between settlements, In the mid 1880's
the railwsy slso bepsn to eassume importence as & carrier of
livestock, a function that became inecreasingly important as the
pastoral industries became more firmly esteblished., (Teble III)

The number of paessenger journeys and the velume of goods
outward frou “oxton and .anganui shows the importance of the
reilwey &8s the point of entry to the inland eres, (Table 1V)
Until the /'ellington - sWenawatu heilway ceme into cperstion
in 1886, the ports of Foxton &nd .angenui, end the reilwey
lirking them, were essily the nost iupcrtent meens of access
to the bush erces of the man:weatu and Lower lLangitikel Valley.
The considersble volune of poods received at Foxton and
sangenui from the inlend aree, slso shows the imgortence of
these two porte es receiving end distributing centres for
goods destined for other perts of New .Lealand, (Teble IV)

The most imuportant railwsy ststions in the inland erea
were ralmerston North, Feilding, Helcombe and <arton., (Fig. 5)
The large number of passenger journeys end the considerable
volume of goods reiled into and out of ralmerston Nerth, show
the importence of this inland settlement, Feilding, ialcombe
and iarton show a lesser, though still considerable amount of
passenger activity, The large volume of goods moving out from

Feilding and Halcombe is a consequence of sewmilling in the
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vicinity.

The roxton - .anganui ~allwey by providing a regular end
efficient means of access to the .uenawatu Lowlands, ensbled
people and goods to move freely into and out of the eres, It
faciliteted movement within the area, it provided the impetus
to the sawmilling industry since it enabled the sawn timber to
be railed to the ports of Joxton and .anganui, and, as the
vastorsl industries develoged in the 1880's it assuned imgsortance
a8 a carrier of liveatock, It thus became an inportant asgent

in the develoynent and settlement ol the area,

Influence of Foxton - sangenui keilway on settlement of

manawa tu ijowlands,

Durings the initlal period of settlement of the bush aree,
sawnilling wes the nost 1lngportant econoaic activity.
iit-sewing waes cairied out at Longburn in the esrly 1870's,

and the first steam mill at celmerston liorth wes erected in

69 70

1671 Ly 1872 two sawmills were operating &t Terrace ind,
It was not until the rFoxton Tramwsy was cougleted inm 1873, and
more particulerly, the Foxton - wangenui keilway in 1878, that

the timber resources of the .anawatu could be utilised on more
then @ local besis, A8 the bush line receded it became necessary
to construct tremlines to bring the timber to the mills, (.late 1)
Richter, Nannestad end Jenssen, for example, operated & tramline
from their mill at Hokowhitu into the rairange bush, The saae
firm elso erected a mill et Trondheim and a reilway siding

extended from the main line into the bush, 7}



16

TABLE IV:

TOTAL UF PALSENGLUR AND GOUDS TRA#FIC

FUR _ILDIVIDUAL STATIONS: 1880=-81 to 1885-86

Total hunber aof Total Volume of Total VYoluame of

station ragsenger Journeys OQutward Coods Inward Goods
. s _ ( tons) | (tons)
Foxton | 107,075 . 20,953 47,596

Pelmerston |

North - 120,309 i 39,117 29,178
Feilding 53,277 | 80, 348 10,823
fielocombe u6,985 | 51,648 4,952
Grestford 19,807 64553 , 8,389
Marton 42,528 75348 22,881
Turskine 29,754 4,830 19150
Fordell 12,196 4,283 Lokl
Aramoho 20, *30 '. 6,729 10,136
wengenui j 144, 345 29,187 ! 754626

Source: “eports of the -ublic .orks Department, 1881-86

dost of the settlers on the !‘anchester Block obtsained
employunent either through public works (road and rail construction)
or sawmilling, The concentration of railway stations (main and
flag) and sidinzs in the bush areas of the Manswatu show the
importance of the railway in the development of these areas,
Of 38 stations along the Foxton - Vanganui Railway in 1384, 21
were located in the bush aress bhetween Oroua Bridge and Groatrorﬁ.Ta

and of thirteen private sidings in 1883, ten were located in the
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73

bush erea, some of the smaller villsces such ss (rous Eridge
(kengiotu), Bunnythorpe, Helcomnbe, rekeriki, ‘orangi snd Teonui
are still in existence todey, although they may be performing

8 comnpletely different function, Jther small stetions snd
sidinss such as Swainson's Siding, sestoe sidinz &nd Levon

Siding 4o not exist todsy, iccordins to Franxlin, smsll villages
played & criticel role in the develogonent of the bush srea,

They scrved &8s housin. centres for public works enuloyees snd
many sawyers and amillers, and ected as the 20cial, counnercisl

4 pe

and transport centres for the surrounding districts,
flow Aisgrem (Fige 6) shows that the number of services per dsy
was grenter in the bush aree vetween ~B8lmeraton North ¢nd “eilding
than in other parts of the srez, a further indication of the
inportanee of reilwasy transgort in the eerly deys,

rublic vorks provided eamploy.nent for meny settlers, including
senchester Block immigrants who were employed laying sleepers

75

end rails on sections of the “oxton = wanganul .ailway, buring
L.1s period of sawmilling &nd road and rail construction in the
1870's, the population of the inland bush area increased
considerably., The population of the Menawatu -lectoral District
in 1871 was 1,0027°, end, by 1886 the combined population of
Jroua and Jenawatu Counties was 7,h56.77 ralmerston lorth had
grown rapidly since the arrival of the first settlere in 1870,
and by 1586 had a opuletion of 2,606, The development of tram
and rail communication as well a8 the growth of sawmilling (which

was stimulated by the railway) are two important reasons for



18

this early Jrowth of reslmerston liorth, ~feilding, following its
establishment in 1374, had 1esched & pouulation of 1,297 in
1386 (Table V), By 1986 both (elmerston iforth and feilding

had larger populstions than ‘oxton, and ralmnerston North had
now become the lesding town of the answatu, acting &s the
recelving and distributing centre for a wide rance of goods,

Pfublie works &nd sawmilline, however, were only transitory
forns of occupstion, permanent celtlement of the bush sices
reguired a more stable econonic brse, This was provided in the
early 1550's following the advent of refricerrted shipments of
meat to -ng/lend, &nd subsecuuent technological ¢nd institutional
innovetions in the psstorel industries, sidec by povernuent
land regulr tions Csvouring the suall fsraer, The foundation
of' the dsiry s#nd shecep industries upon which the gprosperity
of the .anewatu has been besed, asas esteLlished in the 1ciu's,
In the following years the rsilezy Lecsme inciressinsxly iwngortant
for transporting stock to and Irom the stock sseles &nd to the
freezing works &s well &8 uoving ferm products (milk, butter,
cheese, meet end grein) to the city markets &snd export ports,
In addition the reilwey beckloeded products such &s fertiliser
to the rural areas,

Although Foxton 4id not grow as rapidly &s ralmerston horth
end Peilding it still derived some benefit from the tramwey and
railway, Large quantities of timber were received at Foxton
wharf for shipment out of the area (2,187 tons in 1875-76,
1,619 in 1876=77, 3,634 in 1684~85 and 3,298 in 1885-8670),
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For a decade ¥oxton was the msin point of entry tc the inland

Manawatu, Until 1886 the volume of traffic passing in and out

of Foxton station was almost &8 large as that for rslmerston

North, with & large guant ty of goods moving from ¥oxton inland

on the rsilway (4,221 tons in 1385-8679). “rom 299 in 1874,

the population of Fouxton hed incressed to 736 in 1386, It was

not until the full effects of the .ellington - «anawatu Lailway

were felt and the flax industry had reached & depressed state,

that the decline of ‘oxton set in.ou
By the time reilwey construction be;an in the Lower rangitikel

Valley sm&ll settlements hed slrecedy been esteblished at

Turskina, &arton, tulls, Lanson and rarawanui, The main eifect

of the reilway wes thet it resulted in the growth of .erton

compered with other seitlements, The population of srton increesed :

from 239 in 1874 to 902 in 1886, wheress .asnson hed incre:sed

fron 143 to orly 200 and Turskina had sctually lost population,

The sizeable incresse of Fulls from 237 to 613 is probsably

attributeble to the fret thet it was on t-e mein rosd connection

between ralmerston liorth and .anganui, The composition of the

goods traffic into and cut of this relatively well developed

area is much dirferent than thet of the bush area stations, The

volume of outward goods from Turekine end Jdarton is low in

comnparison with ilalcombe, Feilding and ralmerston korth, although

the volume of inward goods is gquite high (Teble IV). Harton

became the receiving and distributing centre of the Rangitikel

for a variety of goods, especially timber, Both Marton and

Turakina were important stations as far as passenger traffic
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was concerned (Teble IV),

Speculative Settlement: iugby Junction,

The proposed settlement of /ugby Junction is a good example
of a settlement that was created in anticipation of becoming an
important reil junction,

According to Clevely, the first settlers in the vicinity of
Bunnythorpe came froa feilding, probsbly early in 1&7561. The
government township of Bunnythorpe, surveyed by Januery 1875,
was located on the south-western side of the proposed ralmerston
North - Fellding kailway, while the Janchester Elock extended
to the esst (Fig. 7). Although Funnythorpe with its township
and suburbsn sections and reserves set sside Ior educstion snd
recreation was evidently plenned &s & scttlement of some size
growth was slow with the town recording populctions of only
82 in 18738 end 87 in 138681,

In 18678, the uinister of :ublic works, <. «ecandrew,
outlined government proposals for two mein lines of reilway
communication; one, on the west co&ast from wellington to Auckland,

the other on the east coast from wellington to Nepier, To
complete the system it was proposed to construct a line through
the gorge linking woodville and Bunnythorpeaz. By mid 1878
four miles of the section from Bunnythorpe to the gorge had been
pegred out on an approved lincas. .

The following year the government received & proposal from
the Emigrants' and Colonists' Aid Corporation to construct the

portion of the line from Bunnythorpe to the gorge in order to
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open up valuable timber lsnds on the 'anchester Elock through

which the line would paas.Bh

The governanent viewed this reguest
favourably, Surveys were discontinued for a time in 1879, but
were resumed apgain later in the year and a trial line was pushed
through to the north side of the gorpe.85

The township of J/ugby Junction was laid out on the clear
understanding thet it would be the junction of the east &nd west
const r&ilway.66 The township, located on the .anchester block
on the opposite side of the railwsy froan bunnythorpe, was
surveycd in 1830, and the plen wes ap.roved by {the government in
‘oril 1 81.37 In anticiyation of the expected great future for
dugby Junction, land hed been very expensive costing £1900U,0.0,

a gusrter acre secti‘:m.é55 If the railwsy connection had eventuated
the settlement of Sunnythorye and «ugby Junction might well

have become the principel city of the =sneawatu, even if a twin
city. (#ige 7 &nd Appendix 1),

The Kkoyal Commission, eppointed in 18350 to "investisate the
cost and economic value of the severel railways progposed by the
governnent, some portions of whieh were already under
construction“.89 made & recommendation for the woodville - Lugby
Junction connection which destroyed hopes for the proposed
railway Jjunction:

"eseeThe cost of conestruction will, however, be heavy,

the estimate of the engineers being 81}9.000.0.0.!
and we recomuend that it be not proceeded with until

communication between 'ﬁou;.ngton and doodvilie has
been first esteblished..."90
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The commission further recommended thet work on the line be
continued with when further funds became available,

Although this decision ultimately meant the end for .Jugby
Junction, this wes not immedistely obvious, and conseguently
the surveyor continued with his work and the corporation
continued to fell bush slong the line, By 1884 just over five

21

miles had been felled, The corporstion, however, had some

difficulty in obtaining lsbour and conseguently progress was

92 In the meantime the .ellington and .J4snawatu kailway

slow,
company was making good progress wiih their line to the
“enswatu, .hen it was conpleted in 1606 with Longburn as the
junction, the gzovernunent deciding that .c¢luerston lorth was
prefereble as the junciion of' the east snd west coast lines,

73 ihus the progosed

abandoned the ldea of wugby Junctlon.
township of .ugby Junction never eventuated, and sections which
haed previously sold for -1 0,0,0., wWere nowv re-sold for ss little
as £5.J.o.9“

The township of EBunnythorpe today (population of 537 at
1966 census) is now laid out primarily on the old sugby Junction
site on the east of the reilway line, heving actually adopted
parts of the old liugby Junction plan, although it 18 not nearly
a8 big as 1t was hoped the township of Bunnythorpe and Mugby
Junction would have been, (Sce Appendix I for photocopies
of survey plans of Bunnythorpe and Mugby Junction, )
Zhe Sanson Tremwaey.

As early as 1878 the danawatu County Council had approved a
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plan put forward by the Ffoxton - Sanson Railway Compan395 to
eonstruct a line from Qarmarvon Junction to Sanson and thence
to the Rangitikei River.96 The work, however, was not carried

97 By ;".'Jgustg 1891}.

out and the county itself undertook the work,.
the tramway hsd been constructed as far ss !lickford's 5iding,
and its extension to sanson was officielly opened in lNovember,
1885.98 In 1902 the line was extended to ~ukenui to transport
gravel from the pits on the banks of the fangitikel aiver.gg
The closing of the port of “oxton snd the incressing competition
from short-haul road traffic from the 1920's, however, sealed

the ultimste fate of this line until it wes closed in 19&5.100

Popule tion Growth and Uistribution, 1871-86.

By the end of 18386 the rsilway network in the ares was
fairly well developyed, Legular passenger and goods services were
operating on the -oxton - sanganuli :ailwey, and hed Jjust begun

O1 1 sddition the

on the .ellington - .anawatu “uilway.1
tramway service from Sanson linked up with the governuent railway
at Carnarvon Junction, The initial settlement of the inland bush
areas in the 1870's had depended on road construction for access
into and within the bush area, but with the construction of the
Foxton Tramway in 1873 end the Foxton - wanganul Keilway in 1878,
settlement of the vanawatu Lowlands progressed much more rapidly.
The influence of this line on the settlement of the Jdanawatu and
Lower Rangitikei is clearly shown, while further developments of
the railway network (iellington - uanawatu &nd iein Trunk keilways

end Senson Tramwey) together with the influence they had on local
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settlement patterns will be outlined in laster chapters,

from 5,271 in 1871 the population of imrmwatu, hengiticeli
end jorowhenun districts had incressed to 14,247 in 18586, In
1871 settlement was restricted o u rew cossizl sreas (Utakl and
Foxton,) and W arens of fairly open scrub or Wseock country
(Upper and _ower i.angitikei vValley.) .rly & minor penetration
into the bush sress was evident, The grestest proyortion of the
population v&s located in the esnuitikei letrict with semll
seitlexents #t Turesxina,  &rton, .ulles, .usursvanuil snd
“orwhango (Teble V) with rurel sevtlement close to these saull
setilements,

by 1086 ihe pettern of Jcpulrtion distribution had cranced
eignificently. This wee & result of the penetrstion, clearing
und settlement of the irnland bush &ree, Letltlesent /ssocecistions
slayed an fportent part in the zettlenent of the bueh sres,
and in most cases settlements were eatasblished before udequate
lines of comsmvnicstion were cpen (anchester Block settlements, )

€11l 88 providing the stimoelus for the sswnilling industry,
the railway slso provided the vitsl stiaulus to settlement of the
inlend area, cdettlement tended to follow the lime of reilwsy
and main rosd development, slthough sasll settlements were
scattered throughout the bush ares, By 1886 the damswatu Lowlands
hed been feirly well settled (Orous County 5,765, end :enswstu
County 5,574) snd populetion in the Lower Lamgitikei Velley hed
incressed though &t & fairly slow rate, GSettlement of the
Horowhenua bush country bdetween .iski and the lampawstu Liver apnd

nﬂmuunmivmm-ummm



25

TABLE V:
PO ULATION OF MANA4ATU AND DISTRICT, 1874=86.
Areas 18712 | 1874° | 1878° | 1884° | 1386°
Rangitikei | 2,269 | 2,329 | 3,690 34973 Ly753
Oroua 5,765
Manawa tu 1,002 | 1,791 5730 8,738 5,574
Horowhenus 956
Totel 3,271 | Lp120 | 9,420 | 12,711 | 17,058
a: Llectoral Districts
b: Geographic Counties
Main Towns | 1871 1874 | 1878 | 1681 1586
.__:T..-,___.___ — = - e ——
Oteki | | £u8 234
Foxton 291 563 728 736
felmerston North | 193 | 880 [1,366 | 2,606 |
1
Feilding 185 759 219 1,297
Halcombe 532 574 L57
¥arton 339 593 662 908
Turakina L93 304 314 259
Bulle 237 | N.A. 6u2 613
Sanson 140 193 200
Rongotes Luo
Source: 1871, 74, 78, 81

Censuses of Colony of New Zealand,
and 86
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Two final points are, first, the greater rates of increase
in population in towns on the railway line compared with
non-railway towns and second, the fact that the inland settleunents
of ralmerston lorth and rFeilding hed repidly surpessed Foxton in

s8ize end rete of growth (Teable V).
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CHAPTER TWQ

THE WSLLINGTON = MANAWATU RAILWAY.

Early Government Plans.

#hen in 1839 the Reverend Hadfield began missionary work

at Otaki and waikanse'

» the beach was the main highway south
from Otaki to rsekakariki with a track from there to sellington
over the laekaxkariki Hill, through the Horokiwi Valley to
forirua and thence via Johnsonville and the Ngehauranga Gorge
to wellinatonz. In addition, small trading vessels entered the
mouths of the Uteki and Ohau - aikeawa kivers, tides and
weather being auitabloj. According to Simcox, the last boats
to enter the mouth of the former were those which brought the
rails for the sellington - dYanswatu line about 1655-86“. In
1858 the Wellington - wangeanui coach service along the beach
highway, meking inland diversions at the Waikenae, Otaki,
Oheau - Waikama, Manawatu and other rivers, was bosuns. The
first inland road was constructed in 1877-78, following a line
somewhat to the west of the present highway to Levin, and
erossing the sand-hill country to roxtons.

When a reilway from Wellington to Palmerston North vie
Foxton was originally surveyed during the late 1870's the

territory between Otaki and the Manawatu River was'"s wilderness
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of bush and flax-covered lwamp"7.

The sinister of Public Viorks having indicated in 1878
that a line from Wellington to Foxton via \aikenae was proposed,
contingent upon the scquisition of land from the native owners,
there remained the problem of selecting a routoa. The
Superintending Engineer of Railweys, C. Knorpp, who was
instructed to examine alternative routes for a railway,
presented his report in .ay, 18789. Between wellington and
Wwaikanae he considered three possible routes presenting firm
proposals for only two: the first from Upper Hutt station to
walkanae, the second starting twelve miles from wellington on
the vwellington - asterton Railway to rukerua Bay, extending
from there to aaikanae10(Fig.8). The government rejected
both of these suggestions,

Of more interest is “norpp's report on the .aikanae -
Manawa tu 11no11. After 23 miles of fairly essy country north
from Waikanse, the line would branch off to Foxton to connect
with the Foxton - Palmerston North kailway. Knorpp noted that
the swamps of the Jdanawatu would present some difficulties here
and that heavy works of embankment and bridging would be necessary

to traverse the swampy country and the Manawatu River itself,
He also examined a route from the 23 mile point from VWaikanae
inland to Palmerston North, reporting that there werec few
engineering difficulties, and that the crossing of the lManawatu

River and the flooded country would not be very expensive (FPig.8).



34

Knorpp's approximete estimates of costs were at least
£190,000,0.0, for the /aikanne - Foxton line and at least
£220,000,0,0, for the /aikanse - Palmerston North line.

By 1879, however, it had been decided to go ahead with the

Kaiwarawara - Johnsonville outlet from hellington12

9 am’ in
order to give work to unemployed men, work was begun on the
Crofton section in September, 187913. At the northern end
of the line, eleven miles of the Yoxton - Horowhenua Junction1h
link had been surveyed, and, on the Longburn - !iorowhenua
Junction link fifteen miles had been surveyed and a further nine
miles explored, Deceuse much of the ground was swampy &nd
lieble to flood many trial lines had been cut'®, It is
interesting to note, therefore, that even towards the end of
1879, the government was still asctively considering the possibility
of an inlend route to Palmerston North, even though it seemed
likely that they would have proceeded with the Horowhenua
Junction - Foxton connection first,
‘hen Grey's government was defeated towards the end of
1879 work on the line ceased., The Royal Commission &ppointed
by the new government made the following recomnendation on the
Wellington - Manawatu Railway,
".esThis line would be in direct competition to the
line we recommended should be constructed by way of
the gorge. Also the proposel is premature on the
ground that a large part of the country it would
open up is still in the hands of the native owners
and inexpendient on the ground that the value of the
land which the line would serve has been greatly
overrated and that the undertsking would be an

unprofitable one, which the colony would not be
justified in entering upon, We advise that the
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expenditure now going on at the wellington end of
the line be &t once stopped, and the labour

employed thereon be transfered to the uasterton and

seuriceville section,.."16

In considering the reasons for the commission's decision
two points need to be msde, Very little evidence, perteining
to the .ellington - veanswatu line, was &ctuslly heard, while,
those witnesses who were heard (ten in all) generslly favoured,
Tfor a variety of reesons, @ line via Foxton to the .answatu,

The two witnesses heard et Foxton17

» for instance, both
favoured 8 sellington - ‘‘enawatu railwey via Foxton as it
would bring 7oxton &and Sanson settlers into closer communication
with “ellington, and might induce the Sandon kailwey Gompany18
to conplete their proposed line from Carnearvon Junction to
sanson'?,
Further witnesses in vtekil and .ellington emphasised the
guantity and guslity of the land such a reilwsy would open up
in the /sikense - Ohau region, and the valuable timber strands
between vhesu and Leke Horowhenua, as well as the easy nature
of the couniry, and the fact that the hative owners would readily
agree to sell their lands, Furthermore, a “wellington =~ Lanawatu
rallway wes expected to facilitate the carriasge of stock from
the already settled 1andl.20
The evidence presented by Ww.T.L. Travers on behslf of a
deputation of Wellington businessmen deserves fuller study as
some of the deputation members (Travers, W.H. Levin, J. Wallace)
later became prominent members of the Wellington and Manawatu

Railway Company21, Four points were made by this deputation
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The grrdients on the west coast line to the Lsnawatu
were easier them on the line through the i“airerspa,

2. They presented information relating to the purchase
of Kative lands by the government, and statistial information
on population and sgricultursl productiviiy omn the country
lying between 7ellingtion and Taranaki.

3. The railway would not prove too greset & financiel
burden for the colony, #8, ir the oyinicon of the deputation,

t would cost less then £500,000,0.0.

L. L west cosst reilwey to the .lanawetu would ensble
the developuent of rorirue Harbour which in twrn would generate
sea trafrfic beilween the ares end the northern portion of the
Gouth Islend snd other ports on the west coest of the North
Island (7oxton, s“snganui end -mtee).

Une witness who probably did much to influence the
connizsion's decision was the .nder-Cecretary of Eative lLsends,
kedse 7111, who feiled to convince the coamission that the Crown
Lands Cepartzent had usde satisfsctory progress in the purchase
of Fative Lands in the ares, or that they were likely te
complete purchase srrangements in the near rlturo.ZJ

Although the work of the commission wss carried out in jreat
haste, and its recommendations were largely ignored, the
government adopted this recousendation, and, thus hopes of a

west const railway connection with the Jsnswatu were aborted,
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Formation of the rellington and Jenewstu Keilway Company.

Public opinion in Wellington (particularly among the
merchants) was very much in favour of a west coast line to the
iianawatu. The #vellington Chamber of Coamerce took the initiative,
and at a public meeting held in September 1680, a resolution
was adopted in fevour of forming & company to underteke the
construction of the railway, and a committee was &eppointed to make
the necessary inquiries and report backzu.

The committee first approached the government to press for
the continuation of construction, but the government pleaded
that funds were not available for the line., oir John liall
suygested, however, that the citizens themselves should undertake
the work and promised to assist any company that might be formed.,
His offer included the handing over of &ll works already started,
tozether with plant and material on the site, the right to
reclaim land at Thorndon, and the necessary legislation to enable
the project to be conpleted. At & meeting held in January 1681,
it was resolved that "e joint stock company be formed for the
purpose of constructing a railway to connect wellington with the
Mnnl'uta“es.

A bill was presented to Parlisment in August 1881, and was
passed one month Iatorzs. The "ellington and danawatu kailway
Company was incorporated in August 1881 with an initial capital
of £500,000.0.0.27 afterwards increasea to £850,000.0.0.2% The
sequence of events leading up to the formation of the company
has been related .1'.'h.!.29. It is proposed here to examine
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aspects of the development of this line especially the contribution

of the rsilwey company to sesttlement,

heilways Construction and Land Act, 18@130.

This act enabled Jjoint-stock companies to enter into
contract with the government for the construction of railways
and to receive granis of crown land to offset the costs of
construction, It gave the wWwellington and sanawatu hailway
Compeny the 'go-ahead' to proceed with its plans for a
Wellington - Manawatu reilway on the west coast. Accordingly the
company entered into a contract with the government,

Contract between Government and iellington and Jdenswatu lailwey

Comug }1 -

The main provisions of the contract were:

1. The company was required, within five rears, to
construct, maintain &and work a line of railweay .ciween iellington
and some point on the northern side of the Manawatu kiver, to
connect with the Foxton and lNew Flymouth Lailway.

24 The government agreed to hand over to the company all
the works already begun on the line between Wellington and
Johnsonville, together with plant and materials on the line,

3. The government undertook, on the completion of the
line, and at the coupany's request, to grant to the company
210,000 acres of land,

4. The maximum tolls, fares, rates and rents to be
charged by the company were not to exceed the scale of charges
in force on the VWellington - dasterton Railway.




Choice of Route and Construction of Line (Fig. 8).

The company took over the existing line and construction
works near .ellington, but at the northern end were faced with
two possible routes, They could connect their line with the
existing “oxton - New [lymouth Lailway either at Foxton or at
ralmerston North,

In locating their line the company were influenced by the
objectives of obtasining the greatest possible revenue from
traffic returns, particularly through traific, and of providing
eccess to as much of its own land a&s possible hence increasing
land valucse

The company felt that these objectives could best be
realised by an inland route, slthough they preferred to link
with the governnent railway et Longburn rether than ralmerston
lorth (rlates 2 & 3). In choosing Longburn & terminus
the company was inlfluenced by the fact that linging with
velmerston lorth would prove more expensive and that the line,
furthermore, would run parallel to the government line for four
miles which was neither economically desirable for the coupany
or the government, nor likely to meet with government approval,

while the inland route involved construction for & greater
mileage than d4id the proposed Foxton connection, the distence
to Wangenui, Palmerston North and the east coast was actually
shortened by by-passing Foxton, and, thus the railwsy company
was in a better position to take advantage of 'through' traffiec
from the north and east. The decision to choose an inland route
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PLATE 2 = Longburn Stationt this pheoteograph taken in the late
1820's or early 1880's shows a train at Longburn Station
before the Wellington - Longburm line

was constructed,
I'hoto by courtesy:

Palmerston North Public Library.

PLATE J = Longburn Junction: showing junction of Foxton - Wanganui
and Wellington - Manawvatu Railways.

Phote by courtesy: Palmerston North Public Library.
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was later vindiecated when revenue from 'through' traffic became
more important than revenue from 'local' traffic (Table IX).

The route finally chosen by the conpany provided access
to & larger area of its land than would have been by the Foxton
connection thereby boosting lend sales in the large area of allocaled
and purchased land between the Horowhenua Block32 and the
Manawatu GorgejB. The chairman in 1884 noted that:

"eeeThe surveys of the allocated and purchased lands

within the boundary of the Gorge and rdorowhenua are
now carried out. By the opening of the line through
that part of the country there will be a large
ouantity of lend reedy for sale..."34
The first land sales sctually made by the company were urban
and suburban sections in lLinton, Tokomaru and Shannon and
adjecent rural blocks,

From the engineering point of view, the compsny favoured
the inland route #s it presented few engineerir - difficulties,
whereas the proposed route to Foxton involved the difficult
task of crossing the swamps adjacent to the Jfanawatu River.

The actuel route chosen by the railwey company was superior in
grade and alignment to that of the proposed government line,
and, in addition, the final cost wee less than that estimated
for the shorter government line to Foxtonjs.

Construction of the line began in September 1882, and it
was opened for traffiec in December, 1886 (Plate 4). The line,
therefore, was constructed well within the five year period

required under the terms of the contract.



PLATE 4 = briving in the last Spike: opening ceremony of
Wellington - Manawvatu Railway, 1886,

Fhboto by courtesy: Alexander Turnbull Library
wellington, New LZealand.
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Lend Settlement ‘ctivities of the wellington and Jdanswetu
Raillway Compsny.

The government, as part of its contract, granted to the
company 210,000 acres which it could use for settlement
ourposes Fig, 9). 1t was thought thet proceeds from such land
sales together with traffic revenue, would oifset constiruction
costs, The company, purchased a further 335,000 acres [{rom the
Maoris, including over 20,000 acres of the uakerua awampjé.

The contract listed certain conditions which had to be
fulfilled in the sale of land57.

(a) All agricultural snd pestoral land, and not less than
one-guarter of the area set apart for town, village and
suburban lands, were (o be oiffered for sale not later than twelve
months after the railway had been opened for tre fic to the
locality of such lands,

(b) sales of land could be either by auction or by
applications receivable on a given day.

(e) sgricultural lands were Lo be surveyed in sections
not exceeding 320 acres, with a practicable line of reed
marked-off to each section., Bush was to be felled on road-lines
one chain wide, and cleared sixteen feet in the centre, before
the land waes offered for sale.

(d) The udamkerua Swamp was to be drained by one or more
main outfall draine before being offered for sale,

(e) Sites for towns and villages were to be selected

by the company along that part of the line between Longburn
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and Wwaikanse at intervels not exceeding ten miles, water and
other circumsteances favoursble,

initiasl Attempts &t jand Sales: 1884-85,

nven before the line between sellington and Longburn had
been completed, the compsny had mede preparations for sale of
land, and, by «arch 1884, contracts had been let for the survey
of lend between the .anawatu Corge end the Horowhenua Blockja.
«ithin a year 20,000 scres of allocated land, including the
township of linton and its suburban lands had tcen subdivided
and were ready for sale., In addition, the survey of a further
15,000 scres =8 well as the townshiy of shannon, wes in handjg.

The fi .t land seles were mnade in February 1865, when the
public auction of .linton Township a&nd adjacent rurael lends was
he1a¥®, The sale, however, realised only e total of £20,000.0. 0,
even though prices were substeantiaslly reduced from those
advertisedh1. This failure of land sales resulted in financial
difficulties and the company entered into negotiations with the
governnent with & view towards obtaining assistance, The
government offer to buy the line was declined, the company
preferring to raise additional capital by a new share issuehz.

The coumpany attributed the slowness of these initial land
sales to the problem of access to the district for at the time
of the sales the railway between Wellington and Longburn had not
been completed, Furthermore, access roads onto the properties
were inadequate.

Following this initial failure of land sales the company
adopted a more successful land sales policy.
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Company Land rolicy; 1886-1908.

(a) The coapany sold the land on fairly easy terms. The

terme of ssle for Shannon and suburban lands (June 1uc/), for
inastance, were 10. in cash, 10, in one month, 30% in one year,
and the balance on mortgage for seven years at 5. interest per
annumhs. These fairly easy terms contrast with those for the
sale of Linton and suburban lands (7ebruary 13885) which were

12’ in ensh, 12" in cash in one month, and the balance falling
due by acceptances in three, six and nine nonths from the date
of sale with interest at 8 payable quarterly“u.

(b) fsnd was graduslly placed on the market so as to not
affect adversely prevailing prices. in 1608 the Chairman
reported that there were still 210,000 acres of land for sale,

".,.eThe policy of the Directors is to bring this

area gredusally into merket, being csreful not
to overtax the demand”...ub.
Sales were arranzed to be held regularly, and were well advertised

thus helping to attract possible buyeraus.

(e) Land sales were delayed until adecuate meens of
sccess were availsble, and, whenever possible, special trains
carried intending purchasers to the land to be aoldu7. The
company also saw that there were adequate bridle tracks
constructed so that the lands could be closely inspected before
purchaloua.

(a) In order to help those sbout to settle, the company
made it part of its policy to use ss much local timber as
possible in the construction of the line and later, to burn as

much 'oog as possible instead of cellhs.



Lend celes by the Company.

Sunming up the settlement activities of the company, the
Chairman in 1509 noted that sltogether 2L2,504 acres of rural
land and 1,702 ecres of township land had been sold, including

eight townships which had been leid out &nd sold by the company,

TABLE VI:

TOsl:SHIrS SULD BY COU & m__:!.50

Township Date of First Land ;ai;;“
Linton 1885
Tokomaru | 1887
shannon ' 1867
Levin (e) i 1069
! Jhau : 16489
‘ «anakau 184858
Jaraparaunu : 1569

‘ ~1i imerton (b . 1591 B

Source: ‘nnual keports of .ellington and isnswatu Lailway Couapany.
(a) Levin was not entirely & company settlement, The
governuent originally purchaesed 4,000 acres in the lLevin
area from Major ‘emp, The /iellington and .lanawatu
Railway Company ceded 76 acres adjoining the railway
line. This was the area first broken up into sections
and offered for sale, Other sections, offered for sale
by the government, were put on the market shortly after
e.g. & block of land surveyed in 1888 (including 257
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township sections, 71 suburban sections and 238 rural
sections) wes oifered for sale in 1889,

(b) ‘1immerton was also & part governument, part
coupeny settlement, Company sections were located on

the beach front sdjscent to the railway station.

Land Ssles; 1586-91,

"nllowing the unsuccessful land ssles in 1885 the company
met with considersble success with seles in the follcewing five
years, Ry varch, 1891, sections hed heen offered for sale in
all the townships, In the 1887-538 financiel yesr, sections were
offered for mle in Tokomaru, sShannon and .Janeksu (rlstes 5&6).51
That yeer : 8 highly successful for the conpsny as they sold
1,853 scres in the three townships, and 28,807 out of 60,500
acres offered in five rurel blocks, obtaining £52,629,0,0.
f'rom these salessz. In addition to land salss the conpany
also let surveying contracts for 99,00U acres of rural land

53

as well as the townships of J{anakau and cJaragasresumu--, Jections

dsh and in .araparauma

were oifered 1or sale in .anakau in 1698
in 185977,

buring the same year the company also received peraission
from the government to sell surplus lands alongside rlimmerton
Station., By 4arch 1888, the ground had been levelled and filled
in end survey plane of 4O - 50 building sites for 'marine villas'
along the beach front hed been eomplotedss. (Plate 7). The
coupany &lso proposed to construct bridle tracks to the more

remote rural lands (e.g. in the hill country inland from Otaki)
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PLATE 3 = Shannon PRailway Stationt: this photograph probably
taken in the late 1880's or early 1890's. hote the
dense strands cof timber in close proximity to the
tr"h'n.

FPhoto by courtesy: Falmerston North Fublic Library.

- J

PLATE 6 - Plimmer Terrace Shannon: this photograph was probably
teken in the early twentieth century.

Photo by courtesy of: Alexander Turnbull Library
Wellington, New Zealand.
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in order to assist land seles”’', 3Some idea of the progress of
land settlement was given by the Chsirmaen in 1288:

M eesbout 10,000 acres has been felled and burnt off
by the purchesers, «+hen the grass which is now being
sown hess grown there will be upwards of 21U settlers
with their femilies in occupstion on land bought
from the company..."29

In 1858=89 only the rarspersunu Block was of fered lor sale

owing to & diificulty with the goverrnment regerding land titlacsg

This dirficulty wes resolved esrly in 1859 enabling 14,135 scres

of rurel lsnd sand sectione in the township of Levin to be sold

in the following yearso. surveying work continued end by .zrch

1890 only 48,700 of the 188,000 scres had yet to be surveyed61.
By this time .uch of the land in close proxinity to the railway
line had been 501d°2 and consequently &s early ss 1491 lend
prices had begun to fﬂ1163. It wes reported in 1890 that:
"esoeThe settlers elong the railwsy line hsve nade very
large clearings on their bush land during the paast
sesson, Between -sekakariki and Fitzherbert upwsrds
of 15,000 acres have been felled and burnt ofif, 1t is
estimated that there will be about 20,000 acres of
new grass as & result of this year's burning 0ff.ss 0L
By the 1091 census considerasble progress had been made with
land sales. The populetion of Horowhenua Geographic Countybs
had increased from 966 in 1886 to 2,789 in 1891 and Shannon,
Levin, Oheu and Janakeu had all grown quite rapidly.

Land Sales; 1891 - 1901.

Lend sales continued in all of the company's townships
during this decade. All of the surveyed sections in raraparauma
were sold by 189766 and in Chau by 189867. Levin grew rapidly,
the population increasing from 963 to 1,147 between 1891 and
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TABLE VII: LAND SALZS OF
waL LINGTON AND sAalNA6ATU oallusY CUsr4ANY,
1687 - 1908,

Year ended 1 o __- Land -eles o
February kural ! Township j Total
1887 LI 1 Ne 2o I 16,721
1888 26,954 ecres 1,853 acres 28,807
1889 7243 " 327 7,570
1650 13,967 R 168 14,135
1891 13,665 158 13,62
18692 Kelia Ne /e L,641
1893 12,665 Ly 30 12,695
1894 Nete Nehe 1,896
189S Nefe Ne e Nele
1896 1,089 " ' 65 ' 1,146
1897 15,435 " 157 15,593
1598 g,102 " | 181 8,283
1899 N.ila ' Kelo 1,460
1900 1,163 5,225 Ne/ia
1901 11,798 8 acres 11,306
1992 2,951 | 1 scre 2,951
1903 21,106 | 26,143 L2, 586
1504 2,923 | £24171 z 6,451
1905 6,623 £ 200 £ 4y319
1906 16,726 | £ 260 £13,548
1907 £13,5L5 £ 220 | 29,709
1908 | £17,849 | & 870 | V559

Source: Annual Reports of the vellington end Yenawatu
Rallway Compeny.

Owing to inadequacies of the date, it is not possible to give

an exmct account of the progress of land sales, In some years

the land sales figures are given in acres, in other years by
value of land, and in some years not at all,
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1901 and guickly establ ished itself s the leading town in
the Horowhenua, Linton had progressed little since the
initial land sales in 1885 and Tokomearu hed zrown as slowly.
shannon's ;rowth was overshadowed by that of Levin, although
as the eakerua swanp had only recently been drained and sold
sone land in the vicinity of Shannon was largely unproductive.
uf the four remaining coanpany townships only vhau hed shown
any significent in resse,
By .arch, 1901 a_.proximately 1L5,00C scres of the conpany's
lande hed been sold, leaving about 100,000 acres unsold,
(Teble Vil), most of it poorer hilly country. Throughout
the deczde of the 'nmineties' the coapany had to stru ple to
meke profitable sales of this poor country a2s well as some
town sectionss In 1892 it was rea.firmed that settleaent
on unoccupied lands was of the highest importr :ce to the
company., The Chalrmen recorded that the vaslue of the railway
in opening up country for settlement was shown by the
following figures:
"eesuf the 72,600 acres sold by the company LL,500
have been laid in gress, Of 137,900 acres of .aori
G L A BT SeiTETe s Ty G e
During the 1890's the company continued its policy of
constiructing access roads into the back country before
offering it for sale, the general manager noting in 1892
that further road-making was needed to ensure the disposal

of land in the Otaki - waikanse and Akatarswva Diatrictng.
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The demand for lend elong the reilway line continued, but by
1896 the only land of this nsture still for sale was in the
makerua Swemp, which had yet to be sold7o.

Thus between 1891 2nd 1901, land sales slowed down largely
because of 4Aifficulties experienced in selling some of the
more remote sections., The ‘hairman in 1838 reported that nost of
the purchased 1land (including psrt of the ‘&Kkerua oswamp) had
been sold for & large profit., o.ne section of a few hundred
acres, for example, which had been purchased for :1.0,0, per acre
was sold for as much &8s £11,0.0. per acre, .uch of the allocsted
land, hosever, was sold for only & little more than the original

71

price end sutsequent expenditure’' ',

iand -ales; 1901 - 1908.

Eetween 1301 and 1200, when the reilway was teken over by
the rovernunent, the conpsny s8o0ld the rensinder of its allocated
and purchased lands, ith the exception ol the reasining township
sections end the .akerua owanp, the land sold was malnly in the
more remnote areas, <rom jugust 1901 to lerch 1902, all lend
sales stopped while the conpany negotiated with the governaent
over purchase of the railway72. Land sales, however, recomaenced
in 1902-03 and together with 21,106 acres of rural land, the last
of the sections in Tokomaru were lold73. Over the next few years
sales were slow, but from 1506 to 1908 some 81,192 acres of
rural land was 30ld, although much of it was poor hill countryTF;
When the railway was finslly taken over by the governament in

December 1908 the only unsold lands remaining were some sections
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on Thorndon -uayTs.

“lthouryh the 1511 census was held wore ihan two years after
the povernuent hsd purclased the railwsy, the pogsulstion returne
provide some indliextion of the growth of the cougany's
settlenents(Tuble VI111,. Levin had consclideted its position
&8 the most ilzmportant of the coageny's settlesnentis &nd was
developing into 2 unrket centre of some i ortsrce., Tokonaru
end _hennon (. letes 5 2 6) had both rosn in the eszrly yeare of
the tzentieth century, «niie heu &snd enskeu clthouyh
experieneing reletively -~inor bovas, probably essocieted aith
timder-milling, by 19511 hed decliped in fa.ortsnce, :liamexrton
hsd grown slesdily while .srapsrsunu had grown (asster,

The .srkeyum .wRay,

8 part of its contract with the iroverrasert, the cos_.sry was
recuired to “"rein the skerus ~wamp before offering it for sale,
&nd & plen of the irainsye worxs had to bte aubmittend rfor aporoval
within orne year of the swam; being grented to the cenpon:zs.

hen the route for the reileway was finally selected, the
gwam)y wes valued chiefly beczuse of the possibility of profitsble
returns from the sale of the drsined lends, «ithin & few years
however, flax, hitherto only occurring in small clunpgs grew
nore profusely, &nd as the sweup was dreined it spresd rapidly
until prscticslly the whole ares was covered with 1t77. (clete 8).

As sbout 8,000 scres of the upper portion of the swaap wes
not covered with water during the 1887 floods, the company's

engineer at Longburn wes ordered to report on the possibility of
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- Plimmerton, early 1900's: The Wellington and
‘anawatu Nailway Company wes responsible to the

survey, construction and sale of about fifty marine
villas in Plimmerton.

Fhoto by courtesy: Alexander Turnbull Library
wellingten, MNew Lealand,
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this phO tu-b'raph
Note the

akerua owamp:
in either late 1880's or 1890"'s.

undrained swawmp land.
Palmerston North Publiec Library.

[rain derailed in |
taken

Photo by courtesy:
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TABLE V 3

POPULATION OF wELLINGTON AND 4ANASATU

RALLWAY COMPANY'S SETTLE4-NTS, 1886 = 1911,

| 1886 | 1891 | 189 | 1901 | 1906 J 1911

T f

| Linton - 4O | 59 @ 61 | 61 N. A.
| Tokomaru T 8L 88 116 383 330 |
' Shannon 28 165 262 272 506 752
Levin - 184 581 1147 1265 1608
' Oheu - 10 | 256 309 377 188
 Manakau - 171 149 184 118 146
| Paraparaumua - - 192 198 215 2339
' Plimmerton - 21 49 92 69 148

Source: Census of liew Zealand, 1886 - 1911

a: includes population in vicinity

providing outlets by means of the Tokomaru kiver and to devise
& scheme with an estimate of the cost.78. By darch 15689 the
engineer had presented his report and experimental drainage work
begnn79. The success of the experimental work resulted in the
authorization in 1890 of the drainage of 5,000 acres in the
upper part of the swamp between Linton and 'rokonrnso.

Owing to an unfavourable season in 1892 no fur ther progress
was made with drainage works until 1893 when logs obstructing the

flow of the Tokomaru River were cleared and the channel d.omodm
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Until this work had been done it was only possible to cut surface
drains on the iekerua Swamp2, By uarch 1894 four miles of main
drains hed been laid and over three miles of the Tokomaru kiver
had been cleared of snags and & considerable part of the drained
area was available for sowing with grass 000683. wet weather
retarded the drainage work in the following year, although by
darch 1895, nearly twelve miles of surface drains had been cut
and over four miles of the Tokomaru hiver clesred of logs and
snags 8o as to permit the working of a dredgeau.

By iarch 1897, the drainage contracts at the northern end
of the swamp had been successfully completed with the result
that 3,400 acres had been drained, surveyed and laid out in
sections for sales, At an auction held in 1897 some 1,525 acres
were sold for a total revemue of zno.uoo.o.o.85. Further sales
were made in the next few years until by 1902 ell of the former
swamp land had been sold,

At the 1902 annual meeting & conflict arose over the
valuation of the .akerua Swamp, The Company regarding the swamp
primarily as potential pastoral land, wes criticised for
valuing it at only 5.0d., to 10,0d. per aaroaé. Some shareholders
believed that owing to the boom in the flax trade the swamp
had a much higher value., The instigator of the criticism,

J. Plimmer formed a syndicate and purchased sbout 14,000 acres
of the swamp for £31,000,0.0, This syndicate formed a company
called the 'Mskerua Swamp Company' who dreined the swamp and

developed the area for flax milling87,
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General Influence of #ellington and Manawatu Railway Company
on Settlement.

As well as promoting settlement on its own lands, the company
exercised a more general influence on settlement in the area,

Firstly, by providing easier access to the 'bush' area
and by facilitating the commercial exploitation of timber from
the Horowhenua District, as well as by providing an efficient
transport service, the railway stimulated the continuing
development and settlement of the area,

secondly, the actual route chosen by the company influenced
the direction of settlement immediately south of the +{anawatu
Kiver,

Thirdly, the railway gave a boost to settlement north of
the Janawatu liiver, psrticularly to ralmerston lorth,

The iellington - Manawatu kailway represented a significant
improvement over the existing forms of communication with the area
(coastal shipping, beach highway and inland roed).

Following the opening of the railwsy several timber mills
were opened in the area and the bush cleared for settlement.
By darch 1888, there were sawmills at Waikanae, Hadfield, Mammkau,

Levin and Linton®®

and in the next few years additional mills
were opened in the bush areas between Waikanae and the Manawatu
Riverag. The timber trade was at its peak in the 1890's and
early 1900's, although by 1920 it had delcined &as most of the

accessible timber had been cut (Table IX).
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A variety of other goods were carried by the railway,
with flax especially important during boom periods 1889-93 and
1898=1918. The railway was also important for transporting
livestock, much of which was railed to the freezing works at

Longburn, feilding and Ngahaurangago. rassenger traffic was

heavy contributing a high proportion of railway revenu091.
nven after 1920 passenger traffic in the area remained little
aeffected by the increasing popularity of motor tranlportga.
Between 1888 and 1908 there was a steady increase in the volume
of local traffic carried on the iellington - Janawatu kailway,
attributable primarily to the growing population and the trade
in flax and timber., Between 1900 and 1930 the railway between
#ellington and Longburn was second only to the Auckland - ijamilton
line in density of trafr1093.

The railway also exercised an indirect influence on other
settlements in the area. The original settlement of Otaki,
for instance, was located one mile from the railway around the
Jdeori ra and Church, Following the construction of the railway
a cluster of settlement developed around the station reaching
a population of 290 by 1921. Similarly, with the settlement of
Waikanae, the original .(aori settlement was near the mouth of the
waikanae River, but with the construction of the railway the ra
was moved over to be near the linogh.

The construction of the railway inland to longburn resulted
in the emergence of a line of settlements along the railway

(Levin, Shannon, Tokomaru) which has persisted until today.



VULUJE OF TRAFFIC, 1690-91 to 1905-06.
(a) Local Traffic
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\ 1890-91 1895-96  1900-01 19_05-96 i
rassengers ;
(numbers) 129,461 143,397 178,851 277,993
Livestock '

| (tons) 34549 L,654 3,311 5,329 ‘
Timber '
(tons) 5,576 7,984 13,934 12,069

| Other Goods

. (tons) 9,863 13,081 28,411 30,315
Totael Goods
(tons) | 18,991 35,719 47,656 L7,713
To tal |
Revenue . &31,942 £38,959 = £49,155 355-65?J
(b) Through Traffic

| 1890-91 1895-96 1900-01 1905-06

| | 1
’assengers i
(numbers) 30,631 51,742 73,584 178,239
Livestock i
(tons) 9,494 10,79% | 13,939 12,575
Timber |
( tons) ' 1,169 859 1,294 12247
Other Goods |
(tons) 8,158 14,722 ‘ 13,512 27,505
Total Goods .

(tons) 18,821 26,377 J 28,745 41,325
Total

Revenue £39,858 £53,026 | &47,114 £75,837
Source: Annual Reports of Wellington and Manawatu Railway

Mm - 1”’. 1&*. 1”’. 19“.
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These settlements, as well as benefiting from their location
on the North Island Main Trunk Kaillway were in & potentially
more productive agriculture area than Foxton; Levin, in
particular, developed into an important merket centre for the
Horowhenusa,

The opening of the line in 1886 increased ralmerston Korth's
importence as a reil centre, and it developed as an important
railway Jjunction when the east coast railwey was linked with
"almerston lorth in 189195. The decision to link the east coast
railway with the main line at ralmerston North rather than
Mugby Junction, was partly a consequence of the Jellington and
mnawatu kailway Company's decision to make Longburn the terminus
of their linegs.

It is8 interesting to speculate on the possible direction
and patterns of settlement if alternate railway routes had heen
chosen, If either the government or the railway company had
chosen to link with the existing government railway at Foxton
instead of Longburn, for instance, would Foxton's growth have
been boosted by becoming a main line railway centre, instead of
declining &s the terminus of & minor branch line? Wwhat would
have been the consequences for Palmerston North, furthermore,
if a route through Foxton had been chosen or the east coast link
made at Mugby Junction? A rail connection with Foxton would have
made the levin - Foxton - Sanson and Marton or Greatford
Deviation, examined by the 1916 Railway COInilliun97, a more
attractive proposition., If this had happened a line of coastal
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settlement (Foxton, Sanson, Bulls and .arton) mey have
developed at the expense of the inlend settlements (Levin,
Shannon amd Tokomaru), This, however, 18 only speculation.
The fact remains that it was a decision taken by the isellington
and Jdanswatu kailway Company which crested & settlement pattern
which has persisted.

Buick has summed up the importance of the railway to the
ifanawatu:

".ssThere can be no contravening the fact that it is
to its existence that the dlamawatu largely owes the
prosperous and influential position which it holds
todey. It is not contended that without the railway
the danawatu would still have reuained in a state
of nature, for there will slways be an element of
progress wherever a section of the British race has
established itself, but it is no exaggeration of the
facts to say that but for the building of this line
there would neither have been the same degree of
rapidity in the development of the district, nor
would that development have been accomplished with
the same degree of profit to the settler..."98
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921. For 1910-11 passenger revenue was 34% of the total revenue

of traffic outward from Shannon, 58% from Levin and 56%
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faterson, 133

Information from I.R. #datheson
A.Jcﬂoko. 1891l 'D-1! 9

See Chapter Une for more detail on the proposed
oodville - .ugby Junction line,

Considered by the 1916 Lailways Commission:
AqJ-ﬂ-Ro’ 1916' D"'h:

This Commission investigated, among others, the following
propositions:

1. ither, the purchase of the Lanson Tremway by the
governnent and 1its extension to join the ain Trunk ~ailway
at either darton or Greatford

Ur, the desirability of the County Council connecting
the tramway with the ‘ein Trunk Railway at either .arton
or Grestford.

2 The construction of a governnent line from Levin or
some other suitable point on the .jain Trunk to *oxton,

3 The construction of a government line froa ‘arton
to Levin,

The Comnmission, in refusing to recomnend the purchase
of the tramway, noted that the ailways Department had
no control of traaways in the Lominion, and, as the traaway
was essentially a county work, was not of value to the
Dominion as & whole,

The Commission, also, Aid not recommend the cornection
of the tramway with the iain Trunk at either Greatford
or “Yarton, partly owing to the fact that the light rails
used on the tramwey were not suitaeble for main line trains.
A direct connection with the '‘ain Trunk, moreover, could
prove detrimental to the government's monopoly position,
No opposition was stated, however, to the tramway being
80 close to either Greatford or arton stations or running
parallel to & siding close to the main line station thus
facilitating the interchange of goods between the railway
and the tramway,

Regarding the latter two questions, the Commission
believed that as the government was already heavily
committed to railway construction, they would 'constitute
a waste of the Dominion's resources'. Of all the
propositions studied by the Commission, the guestion of a
railway linking Levin via Foxton with darton, 1is the most
interesting. If such a proposition had been implemented
it would have resulted in the diversion of a2 large volume



97.
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of traffic from the existing line to the proposed
deviation, Foxton would once again have been a main line
railway station and .arton would have hed & more direct
rail connection to the south,

Buiek, 328
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CHAPTER THRKE,

1886 - 1920.

The North Island .s Trunk Eailway,.

«hen the exploration of routes for the centreal portion of
the Jdain Trunk Railway began in 1883, settlement was already
established in the upper and lower portions of Rangitikei Valley,
but large areess in the middle portion were given over to dense
bunh1.

The surveyor, J. Rochfort, in his report2 noted that
construction of the varton - Porewa section would present no
difficulties, but that at the point where the .akohine River
Joined the kangitikel kiver it would be necessary to construct
a viaduct, and, that as the bluffs near the confluence of the
Hautapu hiver and the kangitikel kiver were rather high, some
tunnels would have to be constructed. Finally, he noted the
existence of good milling timber in the middle kangitikei VvValley,

particularly near the Hdautapu kiver,

The first contracts for construction were let in Februsry 18855,

and by June 1888, the line was opened for traffic as far as

hnnaitirah=5. As the junction of the line with the Foxton - Wanganui

Railway was about one mile south of the existing sarton Station,
a new station, Marton Junction, was erected in 18866. Main
stations on the line were Hunterville and Rangitire, with flag
stations at Cliff Road, Overton, Porewa, Rata and Silverhope.7
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In 1889 cattle and sheep loading pens were erected at Hunterville
and shecep loading pens at korewas.

The contract for the Rangitira - Mangaonoho section, was
let in December 18909. and the section was opened for traffic
by Jay 189310. In order to provide work for the unemployed, the
itwo mile section from Mangaonoho to the sMakohine River wes begun
in 1891'7, end by the latter half of 1894 reils had been laid
es far as the site of the proposed viaduct12. As many as 137 g
men were employed on construction works slong this aection13. \.1;}f.

Tenders for the construction of the iakohine Viaduct were
called early in 1896, but as the lowest tender was considerably
in excess of the government estimate, the rublic works
Lepartment undertook the task, starting preliaminary work in way
of that year“". Owing to the Greet ingineers' Strike in Britain,
delivery of the machinery was delayed until June 15898, but
shortly, afterwards manufacture of the ironwork and steel plates
and girders commenced in workshops erected near the sitc15 ”6.
Erection of the piers began in April 1900, and about two yeers
later the viaduct was opened for traffic'’.(slate 10).

Mangaonoho remained the railhead for ten years while the
viaduct was under comstruction., Bush clearing, formation works
and laying of rails over sections of the line as far north as
Mataroa was pushed ahead during this period, enabling additional
sections to be opened shortly after the viaduct was completed's,
In December 1897, it was estimated that there were 215 men employed

on various sections along the 1m19. Sections of the reilway
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Cutting on Main Trumnk, 1880's: many towns on the
main trunk had boom periods during the period of
rai lway construction aud many construction workers
later applied for land in the area.

Photo by courtesy: Alexander Turnbull library
¥ellington, New Zealand,

e i e e e

X

PLATE 10 « Makohine Viaduct, 1903: +the northern advance of the

railway was delayed for ten years while the viaduet
was constructed. A workshop was located near the site.

Photo by courtesy: Alexander Turmbull Library
Wellington, New Zealand.
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opened following the completion of the Mekohine Viaduct were:

Mangaonoho - iMangavweka in November 190220

Hangaweka Visduct in November 190321(P13te 1)
Mangaweka - Taihape in November 190!422

Taijhape - Mataroa in June 190623

Mataroa - Waiouru in June 1908%4

The railway route is shown in Figure 10,

nfluence of Railway on Settlement of Lhangitikei.

Settlement throughout the middle portion of kangitikei Valley,
invarisbly promoted by the government, preceded railway
construction, ©Sections in the Hunterville Village Sottlement,(ﬁ}gge
for instance, were first pgazetted for sale in September 168525.
Taihape was first settled in 1894 by the Christchurch settlers
taking advantage of the Improved Farm Settlement Schem026 and
sections in the iangaweka Village Homestead Settlement (<lates 13&1L)
were first gazetted in Jamuery 189527. Despite these early
attempts at settlement, it wes not until the .ain Trunk kailway
provided easier esccess to the middle and northern parts of the
Rangitikei Valley that settlement proceeded at a greater paccfr;E%?
As railwey construction advanced up the Rangitikei Valley,
several small settlements underwent temporery booms as they
became public works construction cemps., When the rcilvay
reached Hunterville in 1888 the population of the town was
temporarily increased by public works employees and sawmillers,
who were able to take advantage of the railwey to transport the

sawn ti.b.lza. Mangaonoho owed its temporary prosperity in the
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-~ Mangaweka Viaduct: North lsland Yain Trunk Lxpress
crossing viaduct in early twentieth century.

PLATE 1

Photo by courtesy: Alexander Turnbull Library
wellington, New Lealand,

this photograph probably takem in the

PLATE 12 « lunterville:
late 1880%s. MNote timber lying om the ground and

the dense bush in the background.

FPhoto by courtesy: Alexander Turnbull Library
Wel lington, Nev Zealand,



L

late 1890's and early 1900's primarily to the fact that it was
the railhead, As soon &8 the railway moved on Mangaonoho declined
in importance, (Table XI) (Plate 15).

Between 1891 and 1902 a large volume of railway traffic
passed through Hunterville and {angaonoho with passenger traffic,

accounting for about LO% of total rovenuejo

s €specially important.
The importance of the railway to the timber trade is obvious from
the volume of timber moving outward from these two stationas, As
well as trensporting timber, the railway was responsible for
transporting a wide variety of goods into and out of the
Rangitikei valley (Table X). Hunterville and iangaonoho gained
their early importance from the fact that they were centres of
railway construction and from the large volume of railway traffic
generated dAuring the initial period of exploitation of the timber
resources and settlement of the land.,

As rail construction north of the /akohine Viaduct continued,
many small villages gained some temporary benefit., Ohingaiti
became & reilway and sawmill centr031. reaching its peak
populationsin 1896 and 1901 (Table XI). Mangaweka, in 1897 was
reported as being the scene of operation of @& large construction
geng, with sawmilling end pastoral pursuits as the other main
oocnpationt’z. It reached a peak population of 956 . 1901,
only to decline thereafter to a stable population of about
300 (Table XI). It was reported, also, that Utiku first became a
settlement in 1893 when a body of lsbourers employed on railway

construction were located therel3,
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TABLE X:

TOTAL VOLUME OF RAILWAY TRAFFIC THROUGH
MANGAONOHQ AND HUKTHRVILLE, 1891 = 1902 (inclusive).

(a) Qutward.

Number of Qutward Goods (tons)
Passenger
o Jqugggzg “jLivoltock' Timber | Other Goods Total
Hunterville® | 73,432 2,528 J 11,47 31,702 ‘ h5.701;
Mangaonoho® | 81,043 | 1,427 | 30,347 37,086 | 68,860
(b) Inward. B
| Inward Goods (tons) _1
o = |
Livestock Timber Other Goods ; Total
— Sk — | —— 1 1
Hunterville J’ 1,031 . 6,571 ; 26,910 [ 34,512
Mangeonoho © | 1,245 | 812 | 38,005 40,032 |

Source: AsJ.Heke, /Annuel Kailways Statements, 1892 to 1902

ea: from 1891-92

b: from 1894-95

The change in character of the middle and northern portions

-of Rengitikei Valley from an ares of pioneer settlement,
characterised by public works camps and timber milling in the
late 1890's and early 1900's, to an area of established settlement
based upon pastoralism in 1920 is evident from the rail traffic
figures (Table XII). As the railway progressed past Mangaonoho
the timber industry continued to thrive, Mangaweka, in particular,
becoming an important station for timber (112,162 tons railed



TABLE XI:

POPULATION OF RANGITIXEI VALLRY RAILJAY TO#WNS, 1886 - 1921.

|

1886 f1391 1896 11901 11906 1911 1916

1921

|
| Marton

‘Harton
| Junection

| Porewa

' Rata
ISilverhope
Hunterville
;hangitira
Mangaonoho
iOhingaiti
!dangawekn
Utiku
'Taihape

. dataroa

§OII.E. H

a:
b
c:

908 976 1,151 1,101 1,268 1,438

82 66
188
7

86  LOu

16

37
73
195
17
755
26b
166
1o |

|
!
|

and viecinity
Rangitira Road
Mangaonoho Railway Station

363

106 90

201 | 220 170
106 | 55

576  6L5 658

| 81

wme®  19% 165
wsh | 39 | 312

956% 609 | L9k

297% 359
u61% 1,273 | 1,577 1.927i 2,099

1,650

5Ll
140
100 !'
555
39
153
309
390 ‘
586

95,

2,602

167
263

628

|
125

368
361
300

250

Census of Population and Dwellings, 1886 - 1921, Vol. 1

outward from Mangaweka between 1902-03 and 1910-11). Utiku

and Taihape also temporarily beceme centres of the timber

industry with 65,515 tons railed out from Utiku between
1907-08 and 1910-11, and 68,250 tons from Taihape between

1904~05 and 1910-11.

Utiku and Mataroa continued to rail
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out large quantities of timber for a few years after output from
Taihape and Jdangaweka had fallen off, but by 1920-21 the timber
industry had declined in importance., In that year only 26,450 tons

of timber were railed out from all stations between Jdarton and
Jdataroa, comprising 29.6% of total outward tonnage (Table XII)
compared with 72,323 tons in the peak year of 1907-08 when timber
comprised 77% of total outward tonnage. Figure 11 shows the location
of sawmills in the hangitikei in 1507 when the timber milling
industry in the ares was at a peak, 4ost of the mills were located
& short distance from the railway, Some mills had their own
siding connecting with the idain Trunk Railwayjh.

As the land was cleared and settled and the pastoral
indus tries developed the railway became an important transporter
of stock until in 1920-21 livestock comprised 18,36% of total
outward tonnage, &and 11.,92% of total inward tonnage. Towns such
as Taihape and Hunterville, and, to 2 lesser extent liangaweka
became important assembly and despatching centres for livestock
destined either for the freezing works or perhaps store stock
destined for lowland pastures., In addition a wide variety of
'other goods' were carried on the railway, many related to the
pastoral industries including grain, minerals, wool and general
merchandise (Table XII).
The prosperity which & number of settlements enjoyed during

the period of railway construction carried over for a few years

while the timber industry in the Rangitikei Valley was at its
height. By 1921, however, Mangaonoho and Ohingaiti had ceased
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TABLE XII:

GQODS TRAFPIC IN AND OUT, 1910-11 and 1920-21.

(a)

Qutward Goods (tons)

78

{_ Station Year Livestock | Timber | Other Goods Total |
‘Mataro- 1910=11 515 | 12,589 927 14,031
i 1920-21 | 1,577 | 12,695 2,986 17,258
'Taihape 1910-11 1,761 6,375 1,814 9,950
| 1920-21 ? 2,565 | 3,734 4,370 10,669 |
Utiku 1910=11 L3 9,154 606 10,203
1920-21 1,801 7,202 8,021 17,024
| kangaweka | 1910-11 | 1,260 | 210 6,657 8,127
1920-21 | 3,080 | 1,496 14,100 18,656
Ohingaiti  1910-11 1,100 L 534 y22 6,056
1920-21 No Ae Ne Ae Ne Ao Ne Ae
Hunterville 1910-11 | 3,992 ué 1,963 6,001
1920-21 | 5,376 545 14,100 20,021
Marton 1910-11 3,177 182 L,286 7,645
1920-21 L4y245 778 12,765 17,788
Total 1910=-11 | 12,248 | 33,090 16,675 62,013F
1920-21 | 18,624 26,450 56,342 101,416 |




TABLE X

GOODS _TRAFFIC IN AND OUT, 1910-11 end 1920-21.

(b) Inward Goods (tons)

Station Year Livestock|Timber Other Goods Total
ataroa 1910=-11 187 117 4,106 L,410
192021 235 | 11b 1,287 1,636
Taihape | 1910-11 898 970 8,307 10,175
1920-21 1,173 1,234 10,009 | 12,413
Utiku 1910-11 228 140 890 | 1,258
1920-21 1,000 = 2,579 1,972 54551 |
Mengaweka 1910-11 uou 224 1,582 2,210?
1920-21 427 L5 1,707 2,179
Ohingaiti 1910-11 Lo 3 734 802 |
1920-21 N.A. N. A. Ne Ao N. A
Hunterville | 1910-114 (VIR | 800 3,874 | 56115]
1920-21 980 | 602 4,L23 6,005
‘arton 191 0=-11 516 3,314 7,964 11,794
1920-21 1,532 2,764 12,747 17,043
Total 1510-11 2,714 5,596 27,454 35,764
1920-21 5,347 79335 32,145 Ly,827

Source:

A.J.H.R., Railways Statement, 1911 and 1921
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to be regarded as 'accounting' stations and the volume of railway
traffic through :Mangaweka hed fellen by over 50% since 1905-06,
Al though by 19520-21 & considersble volume of timber was still
being reiled outward from /ataroa, Taihape and Utiku, only
Taihspe .+ further south, Hunterville had esteblished permanent
railway functions (Table XII and Fige. 14 show the relative
importence of the stations along the AMain Trunk). Hunterville

35 with & lerge volume of stock

was the scene of periodic stock sales
railed outward from there (5,376 tons in 1920-21). Taihspe had
established itself ss the centre of the Northern kangitikei
serving the needs of the local rural community and was the main
reilway town of the Lengitikei section of the .iain Trunk. lot
only did Taihape serve &s ean important stop on the .ain Trunk,
but it was the terminus for & number of services (Fig. 15) end,
moreover, the .ailways Departuent operated & workshop at
Taihapejs.

Marton - derton Junction,

As mentioned previously sdarton was first linked by rail in
sy 1878, when the final section of the Foxton - sangenui Reilway
was culplotedj7. The original station was located on Pukepepa
Road in Marton itself, Marton Junction, about one and a half
miles south of sarton station became the Jjunction of the sain
Trunk and Foxton - Wanganui kailways in 188636. Although it
was the junction of two lines, Marton Junction remained a flag
station until 1898 when it became the main lMarton station and
the original station st Pukepapa became a flag station39, yith



FLATL 13 = *angaweka 18933 +this photograph was taken before
the railway had been opened as far as Mangaweka
during the early period of bush felling aud
development of settlement,

Fhoto by courtesy: Alexander Turnbull Library

vellington, New csealaad,

PLATE 14 - Mangawekat

this photograph taken in the 1930's.

Photo by courtesy: Alexander Turnbull Library

Vellington, New Zealand,
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PLATE 15 - Mangaonoho Flag Station, 1971:

Mangaonoho was once
the scene of a prosperous settlement while it was

the terminus of the main trunk railway in the 1890's.
Photo: K.G.T,
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the completion of the #aim Trunk in 1908, iarton Junction increased
in iamportance and the small settlement around the reilway yards

began to expand, By 1916 iarton Junction had & population of 5LL
and by 1921 had been incorporated into the borough of -artonho.

Marton Junction, therefore, was a settlement which developed
primerily because of the rail junctionti. The increase in rail
traffic through isrton Junction shows the importence of this
station (Table XIII) particulsrly after the completion of the
ain Trunk in 1908,

The Keilweys Department located & considersble number of
permenent staff at ‘arton Junctionhz, end by 1913 this nunber

hed increased to 31“3

» 8n indication of the growing importance
of the rsilway function, FIrior to 1920 the Depertment erectiecd
nine houses at .asrton Junction, but in the following five years
erected an additional 34, Today there are 49 railway houses in
4arton and 86 permanent railway employeesuu.

An interesting consecuence of the fact that the junction of
the two lines was located one and & half miles south of the
existing station at “ukepspa has been the development of two
separate nucleii within the borough of iarton, one centred on the
older established business centre in High 5Street, the other based

on the railway yards at Jdarton Junction (Fig. 12).
Palmerston North as a Rail Focus.
By 1921 Palmerston North had a population of 15,649 and was

by far the largest town in the area, One reason for ralmerston

North's prominence was the function it performed as a rail junetion.




TABLE XIII:

1890-91 to 1920-21.

1890-91% | 1900-01® | 1910-11® | 1920-2¢®
Totel kevenue (£) 5,105 5,010 17,457 | L1,683
No, of Passenger
Journeys 11,514 12,681 32,728 55,488 |
vutward Goods
(tons) 6,378 L, 747 7,6L0 17,688
Inward Goods | | |
(tons) | L,b59 3,550 | 1,794 | 17,152

source: AedoHeKey Raeilways Statement, 1891, 1901, 1911 and 1921

a: figures for sarton Station
¢ figures for .arton Junction

Palmerston liorth's initisl growth was based around sawmilling
end flax dpessing both of which were aided by the early tramway
connection with Foxton, In 1876 the wooden rails were replaced
with iron rails and the raeilway extended to “ianganui, The first
station in “slmerston North was erected in /ain Street, east of
the Square (Plate 16). This was later moved to the centre of the
Square, where it remained until 1899 (Plate 17) when it was
shifted to the Main Street site which it oceupied until 1963, (Flate 18)
In 1963 the new station on Tremsine Avenue was opened (Plate 19).

Between 1870 and 1900 the bush was steadily cleared and the
pastoral industries esteblished. The meat freezing industry and
most of the dairy factories in the district were established in
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ENGINE ano TRAM SHEDS, PALMERSTON NORTH 1877.
"merly Situated opposite the present Canrt Howse,

I'LATE 16 - Palmerston North iailway Statiom 1877:
the site of the first

in Main Street EFast.

this was
station in Falmerston North

Fhoto by courtesy: FPalmerston North Yublic Library.

PLATE 17 - Palmerston North Railway S¢ation in oLquares

station remained here until 1899 when it was
shifted to the Main Street VWest side.

Photo by courtesy: PFalmerstom North Public Library.

the



PLATE 18 - Palmerston North Railway Statiom 1910: +the station
remained on this site until 1963 when facilities
vere moved to Tremaine Avenue. Note the stock
wagons, The railway at this stage was an important
transporter of livestock.

Photo by courtesy: Alexander Turnbull Library
wellington, New Zealand.

~

_1 I

FLATE 19 - Palmerston North Railway Statiom, 19713 Tremaine
Avenue location.

Pho“' K.G.T.
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the 1880's and 1890's. The development of pastoralism was aided
by furtiher developments in the rail network with the completion
of the wellington - ianavatu line in 1886 and the woodville -
Falmerston horth line in 1891.45 Palwerston North became a
focus of rail routes and a collecting and despatching centre for
livestock, livestock products and materials related to the pastoral
industries (Table AIV), It was not until the final section of the
7ellington = Woodville Hailway was completed in 1897,46 however,
that Falmerston North obtained a rail connection with the vairarapa,
lhe completion of the hain Trunk line in 1908 consolidated
Ialmerston North's importance as a junction with the volume of
tralffic in and out of lalmerston North increasing in successive
i5e oy this time lalmerston North had become an established
marketing ceutre, with a wide range of small scale industrial
enterprises adding to its importance. Chief among these were
engineering, coach building, rope and twine manufacturing, brick
and tile wmahing, brewing and cordial making, baking and furniture
manufacturing.
since 1900 Palmerston North has continued to outstrip other
towns in the area and according to Andersoni
"eesetransport and communications seem to have been the
key, and the focal position of the town in the railway
system, making it so accessible within its tributary

area and from other parts of the North Island assured

its development as the collecting and distributing
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centre for the district, The steady expansion and
intensification of farmwing in the region has reinforced

the commercial and servicing roles..."

s IN AND OLT CF PA

1920-21

(a) vutwvard Goods
| 1880-81 1890-91 | 1900-81 | 1910-11 | 1920-21 |
|Passenger Journeys )

(No's) T2 25,876 56,865 156,019 | 223,532
| Livestock (tons) 64 B45 | 4,497 3,955
limber (tons) 619 243 984 870
. t.er Goods(tons) 3,196 11,753 | 17,677 | 36,615
Total  (tons) 5,381 3,879 | 12,841 23,158 | 41,440

(b) Iaward Goods _ _ -
158081 1890=91 1900-91 1910-11 i1920-21§

Livestock (tons) 85 2,211 | 3,227 | 3,24
Timber (tons) 253 11,136 10,433 | 15,450
Other Toods(tons) 5,109 | 7,395 32,428 | 66,568
Total (tons) 2,296 5,447 20,742 46,088 85,259

Gther factors which have contributed to the growih of
Falmerston North include the development of motor tramsport which
bas permitted the centralisation of activity in the area aud
improved connections with Vellington and the steady growth of a
vide range of tertiary activities. Expansion of manufacturing
industries moreover, has broadened the work opportunity and

economic base of the community. A more recent factor contributing
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towards tre growth of falmerston North has been its growing
importence as an educational and research centre.
2UnEary

Jetween 1886 end 1921 the railway, though of varying
importance, continued to influence settlement in the area.

Large parts of liorowhenua were opened up for settlement
by the Jellington and ‘'anawatu lailway Company, both through
the stimulus to settlement ziven by the railway, and the settlement
activities of the railway company itself, The large number of
services passing over the Utaki - Falmerston North section is
an indication of the importance of the railway to this district

i,e 15). 1n the hamgitikei Valley, the construction of the

tain lrunk ailway resulted in the opening up of a large area
fer settleuent and tne growth of a nuwber of settleueuts whose
original functions were based around the railway.

slong the roxton = wanganui line sowe settlementis assumed
greater importance as reailway centres than other. An increasing
proportion of reil traffic passed through Palmerston North and
Feilding, with roxton, Marton and Longburm of lesser, though still
considerable importance as rail centres (Fig. 14)., Both Palmerston
North and Marton became important rail junctioms. Although the
volume of traffic passing through helecombe, Greatford, Turakina
and Fordell increased between 1890-91 and 1920-21, their proport-
fonate share of total rail traffiec declined. In Horowhenua

railway traffic was concentrated at Shannon, Levin and Otaki

(Hlo 14) .
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By 1920 the timber industry had fallen to only a fraction of
its former size, but, the railway played an important part in the
development of the pastoral industries, especially by railing
stock to and from sales to the freezing works and by moving store
stock to lowland pastures, In addition milk, cheese, butter, frozen
meat, grain and other agricultural products were moved on the
railways, In return large quantities of fertiliser and farm
implements and machinery were railed back into the farming districts,

Although it is difficult to accurately assess the importance
of the railway in the growth of settlement, by 1921 the influence
of the railway on settlement was probably not as great as it had
been during the initial settlement in the late nineteenth century.
By 1921 a more stable economic base for settlement had been
established and a number of other factors, mainly economic, had
emerged to influence the growth of many settlements (Taihape,
narton, Feilding, Palmerston North and Levin), although in these
settlements the railway was neither the only factor nor necessarily
the most important one. Some settlements which had brief periods
of prosperity during the period of railway construction and initial
settlement subsequently declined (Mangaweka, Ohingaiti and
Mangaonoho), while others had seen their hopes of becomming
important main line railvay station: abandomed through government

decisions (Mugby Junetion, Foxton end Sanson),
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|Googf:;h£;

Rangitikei
Kiwitea
Pohangina
‘Uroua
Manawvatu
Kairanga
Horowhenua
“TOTAL

1886

Otaki 234 1
Levin ; 1
Shannon i 1
Foxton ; 736 1
Longburn

Palmerston North

. 2,606 15
'Feilding 1,297 4
'Halcombe i 457

(b) Zopulation of Main Towns

County | 1886 1921

4,753 14,339

2,438

1,341

5,765 8,112

5,516 6,123

20,342

996 9,464 |

17,058 62,159
1921 | 1886 | 1921
,075; Marton 908 | 2,602
2976 Turakina 259 264
,013  Bulls 613 505
,686 Sanson 200 171

586 Rongotea 440 NA
,649 | Hunterville 628
+510  Mangaveka 361

639 | Taihape

| 2,099
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Chapter OUne mentions early settlement of the lower
Rangitikei and Chapter Five mentions early settlement
of Northern llangitikei.

A.J.H,R., 1884, Session I, D=5, 1-5.

AJJHole, 1885, D=4, 4.

A.J H,R,, 1888, D-1, 14,

Rangitira is nov known as Kaikaranga.

AeJ H,R., 1886, D-1, 4,

NeZ.R., Timetable August, 1884,

Add.H,K,, 1889, D=1, Appendix H,32.

AsJ HR., 1891, D=1, 9,

A.JH,R., 1893, D=1, Appendix F,31,

AsJ H,R,, 1891, D=1, 9,

Aed HR., 1894, D=1, 1IX

AdJ H.R,, 1893, D=5b.

AJJ.H,R., 1896, D=1, iii

AJ.H.R.y 1902, D=1, VI

The workshops at Makohine also constructed the steelworks
for the Mangaweka Viaduct and for bridges between Taihape
and ¥Waiouru,

AJ.H.R,, 1902, D=1, VI

AJ.H.,R., 1902, D=1, VI

AJ.H.,R.,, 1897, D=1, Appendix F,56

AJ H.R.y 1903, D=1, V

AJ.H.,R,, 1904, D-1, Appendix, F,54

AJ.H.R.y 1904, D=1, V
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29.
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32.
33.
34.
35.
36.

3.
38.
39.
40,
41.

42,

43.
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AsJ.H.R., 1906, D=1, V

AJJ.H,R,, 1908, D=1, V

New Zealand Gazette 10th September, 18835,
Cyeclopaedia of New Zealand 1897, 129.
New Zealand Gazette, 10th January, 1895,

Between 1886 and 1891 the population of Hunterville
increased by 318, from 86 to 404,

Between 1901 and 1911, the population of Mangaonoho declined
by 177 from 342 to 165,

Figures obtained from Amnual Ruilway Statement in A.J.H.R.,
1891,- 1902,

Cyclopaedia of New Zealand 1897, 1292,
Cyclopaedia of New Zealand, 1897, 1296.
Cyclopaedia of New Zealand, 1897, 1300.
See Chapter lour, footnote 10,
Cyclopaedia of New Zealand 1908, 629,

See Chapter Four for a more detailed study of the influence
of the railway on Taihape,

See Chapter OUne,
See Chapter One.
This information obtained from N,7Z.R.

This information obtained from Marton Town Clerk,

See Appendix III for survey plans of Marton Junction
subdivisions,

.l.J.H.R.. 1”‘. IL-Z, Return No. 12,

L.J.H.R.. 19'3' D-z, Return No. 12.

Information obtained from N.Z.R., District Engineers Office,
Wanganui,



45,

46,
47.

4

A.J.H.R.. 1891. n-1' A.pp.ndix G,ﬂl

The proposal to connect the east and west coast
railwvays by a line from Woodville to Bunnythorpe was
made in 1878, and work commenced shortly after. vwork
on the line was stopped in 1880, but surveys of the
Gorge section recommenced in December, 1884, although
it had nowv been decided to make the connection with
Palmerston North and not Bunnythorpe. The contract
for the Gorge section was taken up in October, 1886
and within six months about 300 men were employed on
the works.

By August, 1889 work on the complete length of line
was in hand, and only the Gorge section presented any
great difficulty. As the rock was friable and liable
to slips difficulty was experienced in obtaining a solid
foundation, and, in addition it was necessary to construct
45 chains of tunneling, 22 bridges and 25 retaining walls.
Consequently work on the line took longer than expected
and it was not until March, 1891 that it was opened for
traffie, On the Palmerston North - Gorge section a shelter-
shed was erected at Whakarongo and a shelter-shed, goods
shed and sheep and cattle yards were erected at Ashhurst,
In anticipation of the extra traffic at Palmerston North,
the station was rearranged and extended.

A.J.H.R., 1897, D=1, VI,
Reynolds I'lan Report, 18,

Anderson, 118,
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The first settlers in the Northern Hangitikei were the
pastoralists who took up the tussock and bush areas around

L Initially access to the area

Yoawhango in the late 1860's,
was by bush track and later, a road from llawke's :Jayz es well
as the .anganui - lwurinotu '-f.ou.d.3 wben the survey of tue Main
Trupnk (ailway Dbegan in 1883 a road was constructed from lLunter-
ville to the Hautapu '»"u.lj.ey.4 Ly the end of the century roads
from all directions converged on the Northern llangitikei and
Taihape, located on both the main north - south road and on the
proposed railway line, was in a more advantapeous position than
the established township of !'oawhango, and was a more likely
place for any sizeable settlement (Fig. 16).

In 1894 settlers from Christchurch taking advantage of the
Improved Farm Lettlement Lchene, > established the settlement
of Taihape. 6 The first auction of township and suburban sections
vas held in March, 1895,7 and, within a year Taihape had a
population of 86, Imn 1897 Taihape was reported as:

"eeoA small government township situated at the

junction of four roads each being a highway to

a large distriet, Taihape is a stopping place of

the line of coaches to and from the lot Lakes
District, Mangaveka, and the Hunterville Oranch



Fig. 16 NORTHERN  RANGITIKE] 1900
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Railway, the traffic having largely diverged in
this direction., It is the centre of the famous
Awarua Block, which contains some very superior
land. In 1894 the site of the settlement was all
standing bush, a great deal of which has now been
cleared..." 8

Employment provided by the timber industry has been
regarded as an important factor in the rise of Tnihapo.g
By the early twentieth century pit - sawing had been replaced
by saw - milling, tramlines had been constructed into the bush
uroslto wvhile the railway was used to transport timber to the
markets, Timber - milling, however, grew rapidly and chaot-
icelly with saw = millers marketing their produce individually

in Ncllington.11

To encourage conformity in product, provide
greater stability in the trade, and to reduce the cost and risk
factors associated with the sale and marketing of timber, the
Rangitikei vawmillers Co-operative Association Limited was formed
in 1503 with one central office in Taibape, to control the out-
put in the area between the Vaimarino District and Marton. Total
production rose from 8,000,000 feet in 1903 to 33,000,000 feet in
1908, and Taihape was the centre of a thriving 1ndustry.12
By ths late 1890's the development of the area in and
around Taihape had been influenced by various wvaves of settlers
i.e., pastoralists, road - builders (Plate 20), farm small -
holders from Christchurch and the sawmillers. 7The next and most
important wave as far as the growvth of Taihape was concerned was

that associated vith the comstruction and operation of the Main
Trunk Railway.



PLATE 20 = loaduakers Camp, Taibape: this photoyraph taken in
the late 1890's., logether with pastoralists, sawmillers
and the Christchurch settlers, the roadmakers were
an early wave of settlers who influenced the growth of
gihape in the pree-railway period,

i'hoto by courtesy: \lexander Turnbull Library
vellington, Nev Lealand,

LATE - Taihape 1910: photograph showing station and yards.

Photo by courtesy: Alexander Turnbull Library
Wellington, New Zealand.
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The felling of the bush on the line between !angaweka

and laihape began in 1897 L

and within two years had been
cleared to five miles beyond 1aihape.14 dy Uctober, 1901
earthworks had reached Turangarere, althouyh progress Lad
been slow because of the poor conditions of iue roads which
restricted access to the construction sita.15 wail - laying

on the i angaweka - laihape section finally began in 1903 =

aud the section was opened for traffic in Uctober, 1904.17
I'he difficult nature of the construction works 18 neant that
the completion of this section took longer tnan mosi other
sections and, counseguently, construction workers caups at
‘aihape assumed more of u permanent character than did otber
Camps.19

Although it is difficult to ohbtain sn estimate of the number
of workers located in camps at Taihape, it is possible to stute
bow many workers were employed on construction of the souti end

of the Main !'runk (Table VI)., VYorks at this time extended for

33 miles from the lekohine Viaduct to the end of tie Turangarere

"

section,

SOUTE END QP THE MAIN TR
Dee Jan | Feb | Mareh | April | May | June
1901 1902 | 1902 | 1902 | 1902 | 1902 | 1902
428 426 | 252 220 | 234 297 | 319

w. A.J‘Hoao’ 1902 D - ‘1



Some of the construction workers actually settled

permanently in the Northern Rangitihoi.zo

As early as 1898
groups of workers had petitioned the Minister of Lands reques-
ting the right to purchase properties on numerous blocks of

land in the district (Appendix IV), The Minister referred

these petitions and other individual requests to the Land

Board which at that time was considering special types of
settlement., The Land Board, however, insisted that land be
ballotted out among all eligible applicants without any
preferential basis for the railway workers. Nevertheless,

land on the northern outskirts of Taihape and in the Mangaweka -
Taibhape District was occupied by railway workers in this way.21

Taihape rapidly grew in importance as a railway centre,
particularly after the Main Trunk was opened in 1908, when it
became the most important station on the line between Marton
and Taumarunui (Plate 21). The volume of railway traffic in
and out of Taihape is much greater than for other stations in
the area (Table XVII). The continued importance of Taihape as
a railway centre is an indication of the centralisation and
rationalisation of railway activity over the last fifty or so
years.

The number of railway employees located permanently in
Taihape increased rapidly as the town grew in importance as a
railwvay centre reaching a total of 149 employees in 1971.22
This concentration at Taibape is another indication of the

centralisation of railvay activity in the area. The advent of

the Centralised Train Control.system has meant that it is ne

MASSEY UMIVERSITY,
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longer necessary to staff small stations with signalmen and

other employees. 23

1903-66 to 1969-70

\ Passenger Journeys Uutward Total Goods Im and Out |

I— o | (No‘s) | (tons)

| Toas Taihape @ Other Rangitikei Taihape | Other Rangitikei

_ stations ( a) i stations

1905-06 = 34,402 13,636 35,396 47,664
1910-11 29,073 26,842 20,125 47,093
1920-21 53,563 21,123 23,082 62,310
1930-31 26,195 22,351 19,925 31,191
1940-41 29,212 8,841 35,697 44,736
1950-51 22,662 9,624 48,991 31,772
1960-61 | 9,005 1,013 38,275 23,008
196970 | 4,655 NA 31,089 | NA

SLURCE: A.J.H.R.,, Annual Railways Statement and 1969-T70
figures obtained from N,Z,R, Wwellington,

(a) Includes: Ohingaiti, Mangaweka, Utiku and Mataroa.

A number of railway employees at Taihape actually live in
Railway Department houses., The first railway houses in Taihape
vere erected between 1904 and 1909 when more than twenty were
built,some of which are still in use in Huia and Robimn Streets.
Others were recently demolished to make way for the enlargement
of the railway station, In 1919 a further 24 houses were built
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PLATE 22 - Railway Houses in Mataroa Road Taihape, 1971: these
houses were erected by the railways department in 1919,

Fhotos h.G.Tl

PLATE 23 - Railway Farm Settlement, Taihape, 1971: these houses
were erected in 1920 vhen the railways department
acquired some land northeast of Taihape.

Photos K.G.T.
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PLATE 24 - Single Mens Huts, Railway Compound Taihape, 1971.
Photo: K.G,T,

PLATE - Single Mens Huts, Railway Compound Taihape, 1971.
Photes K.G.T.
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along Mataroa Foad (Flate 22), and, in the following year the
Failways epartwent acquired land immediately unorthwest of
Taihape and built eighteen houses. This group o! houses

became known, apparently semi-officially, as the utailway larm
settle v (Flate 23), The latest railway houses erected were
thirteen in Takalea Flace (a state housing area) in 1956 and
three in rakapo rlace.zs In addition a number of sinygle wmen's
huts are located in the railway compound at Taihape (llates 24
and25)., [Ihe importance of railway housing to Teihape is

s own by the fact that of the 654 private dwellin,s in Taihape
in 1966, approximately 13)" were owned by the lailways lUepartzent,.
wailway employees and their families wahe a significautl contri-

26
bution to the population of laihape.
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Chapter Three

AJ.H.R., 1881, D=1, Map of Nerth Island between pages
26 and 27

" " " " nooon " " "
A.J.H.R,, 1887, D=1, ippendix I, 34

A system of settlement vhereby those with limited means
vere enabled to obtain loans and assistance from the
“tate in clearing their lands

tmeyclopoedia of New lealand 1961, 343

New /‘ealand Cazette January 10, 18935

cneyelopoedia of New Zealand 1897, 1299

‘meye'opoedia of New Zealand 1908, 633

In 1907 tlere were private sidings at Ubingaiti, Utiku (3)
and Taihape, AJJ.H.H., 1907, D=2, deturn ko, 24

‘neyclopoedia of New iealand 1908, 637

" " L L L "

AOJ.HOROQ 1897. D“‘. v

A.J.H.R., 1899, D-1, v

A.J.Ii.ﬂ.. 1901. n-" App.lldix 5'12’

AddoH, R,y 1903, D-1, VI

A HoRey 1904, D=1, V

These works included sevem tunnels, large banks and
culverts, the Mangaveka Vigduet the Toitei Bridge and the
station formation at Talhape; AJ.H.R,, 1905, P=1, Appendix
8,51.

The main camps were vhere the present railwvay houses now

stand, near the southern tumnel, and the area nov known
as Railvay Farm, The tents remained until 1901,
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Information on the petitions suggests this

This information obtained from the Lands and osurvey
File, National Archives

Information obtained from N.Z,R., Wellingtonmn

See Chapter S5ix for more detailed information

Now the main highway north from Taibape

This information obtained from the Taihape Town Clerk,

e suggested that it probably became known as the Hailway
Farm because the land had been part of a farm and possibly
because it was so far away from the town

Information on Taihape railway houses was obtained from the

Taihape Town Clerk, N,Z.,R., Publicity and Advertising
Department and from the District ingineer, vanganui
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CHAFPTER FIVE.

HE DRCLINE OF FCATO

The decline and subsequent loss of railway function had
important consequences for the growth of the settlement of
'oxton, The main stages in the decline of i‘oxton as a railway
centre will be briefly restated here and, in addition, other
factors affecting the growth of Foxton will be discussed,

intil 1886 Foxton and the inland reilway were the most
impertant means of access to the inland bush areas1 with the
volume of traffic carried on the railway stimulating activity
at the port (Flate 26). sSuch was the volume of traffic (lables
TII and ML) that nlterations and exteusions were made to the
wharf in 1879 and 1881 to increase its frontage to five hundred
feet.2 Jetween 1874 and 1886 the poprulation of loxton increased
by 445 from 291 to 736 (Table XX). This increase is largely
attributable to Foxton's function as the "point of - entry" for
the Manawatu. Although both Feilding and Palmerston North
increased at faster rates in the same poriod,3 Foxton's zrowth
was still significant as there was a large native population in
the vieinity, and, furthermore, the Furopean population was much

greater than shown by the census return since settlement actually
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FLATE 26 - Foxton wharves, 19103 coastal vessels uunlcading
directly to railway wagons on the wharf,

Photo by courtesy: Alexander Turnbull Library
Wellington, New Zealand,



108

extended along the river banks bLeyond the city boundaries.4

GOOUS HECHIVAD AL PONTON HARF, 1875=76 and 1876=71

Year Snded 31st June | Goods | Dales of Timber Total Value($)
(tons) .00l (tons)
1876 5,950 NA 2,186 1,278
1877 3,599 703 1,619 758

SlULCLeAsdollsley 1876 and 1877, teports of the Jublic Works
llepartment

HATLWAY TRAFPIC IheARDs A D pblialigs oF <SOXTON,

1680-81 to 1885-86

Year inded 31st harch lassenger | .utward roods | lnoward .oods

Journeys ‘fons Tons
so's

1881 16,517 2,224 3,015

1882 9,499 1,830 12,544

1883 14,932 3,289 5,978

1384 21,912 4,647 79567

1885 22,913 3,800 6,350

1886 : 21,302 4,263 5,842

SOURCE. AWd,.l.R., 1881, 1882, 1883, 1884, 1885 and 1886,

Reports of the Public Works Lepartment
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i 2
FOPULATION uf FOATUN (1874 = 1966 Cihsus valus)
1874 - 291 1901 - 1,211 1936 - 1,605
1878 - 563 1906 - 1,330 1945 = 1,651
‘1381 - 728 ' 1911 - 1,637 1951 = 2,226
11886 - 736 1916 = 1,772 1956 - 2,525
1891 - 1,223 1921 - 1,686 1961 = 2,628
11896 - 1,102 1926 = 1,697 1966 - 2,819

SCURCE, N.Z. Census of iopulation and Uwellings, Vol. 1

The stage was set ior the ultimate decline of iFoxton with
the abandonment of the government plan for a west coast railway
via loxtoniin 1880 and ile formation of tue ellington and
.anawatu ailway Couwpany a year later wud its decision to counect
its line witu the existling goveruweut liune atl Longburn aud not
Foxton.s

Although tlhiis decision was of the ulmost importance for
the decline of roxtoun, tie town continued to grow and io the
next thirty years more than doubled its population (Table i1 ).
The reasons for the continued growth in this period include the
growth of the flax trade, and the volume of traffic on the
banson Tramway (most of which passed through Foxton) and the
continued importance of the port itself,

The first flaxuill in Foxton was opened in 1869,° although
much of the fibre processed was poor quality., Uetween 1888 and

1890 when prices of flax increased from £30 per ton in 1887 to
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£41-10-0 per ton in 1889 six mills were established in Foxton,
although three went out of business after the boon.T in a later
boom period, beginning in 1898, a more permanent market was
found for the New Zealand fibre and by 1906 eight mills were
operating in Foxton, The peak of production was reached, in
World War I when the price of the fibre rose to more than £50

per ton.s

TABLE XXI,
RAILWAY

fear ;Pa;iéné;r Jdﬁrnoyl Uutward Goods f Inwlfd Goodur

- __ (No's) (tons) (tons)
| 1890-91 11,292 4,864 4,395
1895-96 8,837 6,405 5,187
'~ 1900-01 13,244 7,418 10,230
- 1905-06 21,928 14,822 6,330
| 1910-11 25,714 18,335 14,727
1915-16 32,849 21,129 22,874
| 1920-21 26,648 11,130 22,599
| 1925-26 12,559 7,697 23,477
1 1930-31 7,403 10,019 16,188
1935-36 NA 10,599 9,544
1940-41 552 5,207 . 18,628
1945-46 633 3,383 18,137
1950-51 561 2,602 12,701
1955-56 653 | 4,972 10,987
1959-60 (a) 86 | 1,470 4,540

SOURCE. A.J.H.,R, Annual Railwvays Statements, D=2
(a) Branch line closed July, 1959
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In addition to the mills operating in Foxton Township,

there were a number operating in the nearby - drained lands
of the Makerua Swamp. A large amount of the fibre was trans-

10 tter 1918

ported to Foxton for shipping out of the region.
however, the flax trade at Foxton virtually came to a standstill,
and it was not until the formation of New Zealand Woolpack and
Textiles in the 1930's that the trade was revived.

For some time the volume of traffic carried to and from
Foxton on the Senson Tramway compensated for the loss of rail
traffic suffered by lFoxton as a result of being by-passed on
the vellington-Manawatu lailway. The tramway was the most
important outlet for the Sanson area with a large volume of
traffiec carried on the Tramway as far as Himatangi to link with
the government line., By the mid 1920's, however, the Tramway,
in the face of growing competition from motor transport had
begun to decline in importuncc.11

From the 1840's Foxton had been a port of some importance,
particularly during the early decades of the twentieth century
(Table iXII). From about 1910, however, the tempo of activity
at the port began to slow-down, mainly because of silting up
of the bar and lower reaches of the Manawatu River.

The failure of the 1916 Railways Commission to recommend
construction of the Levin-Foxton-Marton or Greatford Deviation

provided yet another setback for Foxton and by the 1920's Foxton



had entered a period of decline which was to last until after
World War II when New Zealand Woolpack and Textiles became
more firmly established, From 1916 to 1945 the population of

Foxton showed an absolute decline of 121 (Table XX),
TABLE M!L.

iggar Shipping - Tonnage tntered Port of Foxton
1880-81 10,205
1890-91 11,700
1900-~01 18,213
1910-11 23,984
1912-13 25,250
1914-15 22,731
1916-17 12,593
1918-19 9,557
1920-21 3,423
1930-31 3,432
1938-39 2,589 |

S0UiCEs N.Z. Yearbook 1881, 91, 1901, 11, 13, 15, 17, 19, 21, 31,
39

From the end of world War I the volume of traffic carried

on the "branch line" had declined so that in 1932 it was closed

12

to passenger traffic. By 1952 only a single goods train

provided a service three days a week, and, as it was operating
at a loss and the area was well served by motor transport, the

1952 Railways Commission recommended the closure of the 11no.13
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It vas not until July, 1959, however, that the Foxton Branch

line vas finally closed to traffie,'*
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REFERE e

Chapter Une

Foxton increased by 153%, Feilding by 565/ and Palmerston
North by 1250%

Chapter One
Chapter Two
Matheson, 5
Matheson, 15

Matheson, map on page 16 indicates that between 1869 and
1969 fifteen mills operated in the township of Foxton,

In 1915-16, for instance, 48,000 bales of hemp were received
by Levin and Co, at Foxton ‘harf., A.J.H.R.,, 1916, D-4

Chapter 5ix

Nev Zealand Geographical and Mileage Table 1957, 8
AsJ HeRe 1952, D=3, 45

AJJ.H.R., 1960, 0-2, 18
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CHAPTER SIX

SETT N

The past fifty years have seen an increasing rationalisation
and centralisation of railway activity. This has been associated
with the concentration of activity at fewer points and the
increasing efficiency of motor transport. The former trend
has resulted in the railways increasingly assuming a nation-
wide distribution function (i.e. movement of goods and passengers
between more widely spaced cities and metropolitan centres),
while the latter bas meant a decline in short-haul rail tra.ffic.1
The rural branch line, in particular, has declined in importance
if not totally disappeared,

Between the 1920's and 1970's railway activity became
centralised at fewer, but more important rail centres such as
Taihape, Marton, Greatford, Feilding, Palmerston North, Longburn
and Levin while towns such as Hunterville, Shannon and Otaki
have retained a minor rail function (Table XXIII and Fig. 17).
Utiku, Fordell, Turakima and Halcombe have lost their status as
accounting stations, while during the same period the Foxton
Branch Line and the Sapson Tramway ceased to operate. The flow
diagram (Fig. 18) showing the number of reilway services per day
indicates the importance of each section of the line. The
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busiest portion is from Marton south although there is a
significant number of services between Palmerston North and
Wwoodville and Marton and Taihape, while the number of services
to Wanganui is comparatively low,

From a peak in 1920-21, passenger traffic carried om the
railways declined in the 1920's and 1930's as the effects of
motor competition and the depression were felt. Following an
increase in the war years, attributable to petrol rationing and
movement of service personnel, pas:enger traffic has continued
to decline both in actual numbers carried and in comparision
with other forms of trannport.z

Apart from decreases in the volume of goods during the
late 1920's and early 1930's and occasional and brief recessions
since, reflecting fluctuations in economic activity, the volume
of goods traffic carried on local railways has continued to
increase. In order to regulate competition between road and
rail transport and to ensure the economic survival of the
railvays, a system of transport licensing was introduced in
1931.3 Measures introduced in 1961, however, have made for
greater flexibility between road and rail transport. All
restrictions on the carriage of livestock by road in competition
with rail services were removed and the thirty mile limit for
the conveyance of general goods in competition with the rail was
lifted to forty miles. Moreover, rail changes for the conveyance
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of livestock for distances between 52 and 175 miles were
redueod.4 Although these changes have resulted in a diversion
from rail to road transport, particularly livestock cnrriagc,s
they provided an incentive for the Railways Uepartment to go
out after business and provide a higher standard of service.
The department has given particular attention to the transport
requirements of indultry.6

fhe differential rating structure employment by the
iailvays Department has continued to operate., This has two
aspects: first low = value commodities are charged low - rates
and high - value commodities high - rates and, second, rates are

tapered for di:tnnco.T

This rating structure has played a
leading role in the development function performed by the
railways, and, despite criticism,b it conticues to operate.
For most of the last fifty years the railway continued as
an important transporter of livestock, although competition
from motor transport has meant a decline in the number of
sheep carried since about 1930, and the relaxation of the
restriction on motor transport of livestock in 1961 meant an
absolute fall in the tonnage of all livestock carried. The
railway, nevertheless continues to play a part in the continuing
development of pastoralism, not only by transporting livestock
but by moving agricultural produce to markets and backloading

products such as fertilisers to the rural community.
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Inward and Cutward Goods

_1969-70
NA (a)
30,916
NA (a)
28,321
NA (a)
65,754
NA (a)
NA (a)
36,218
NA (a)

148,251

386,791
65,150
Nil

14,096

66,498

16,278

LE -
RAILWAY TRAFFIC, 1920-21 end 1969-70
\ Passenger Journeys _ﬁT__ ard
L (ne's) ' (Tons)
| | 1920-21  1969-T0 1920-21 |
Hataroa 7,320 NA (a) 18,900
' Taihape 53,563 4,655 23,082
 Utiku 6,994 NA (a) 22,575
Mangaweka | 16,809 NA (a) 20,835
Hunterville 17,393 NA (a) 26,026
Marton 55,488 7,516 34,831
Fordell 5,539 NA (a) 11,875
Turakina 7,493 NA (a) 6,742
Greatford | 5,968 NA (a) 11,451
ilalecombe | 12,039 NA (a) 11,048
Feilding | 58,307 8,305 71,627
Palmerlton|
North 223,532 66,545 126,699
Longburn | 25,289 NA (a) 36,122
' Foxton | 26,648 Nil 33,729
shannon | 20,619 20,888 (b) 18,848
‘Levin 29,976 22,321
Otaki | 20,157 5,251 ) 15,388 ___f__
SCURCE. AeJ.H.R.y, 1921 and 1941 Annual Railways Statement,

Information for 1969-70 obtained from N.,Z.R., Fublicity

and

(a)

Advertising.
Separate figures are not kept for these stations,
instead they are included in those of the nearest

accounting station.

(v)

This includes both Shannon and Levin.,
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Outward Inward Total
(Ienr - Cattle Sheep « Cattle « sheep &i.vattlo Sheep
L . Calves Pigs | Calves | FPigs |& Calves & Pigs
11920-21 | 15,753 35,224 7,425 16,618 | 23,178 |51,842
11940-41 34,719 | 56,393 | 15,581 | 27,156 50,300 | 83,594
1960-61 | 37,353 | 39,324 | 30,744 21,577 | 68,097 | 60,901

1969-70 | 12,276 |

SUUKCE. A.J.H.R., failways Statement, 1921, 1941, 1961 and the
1969<-70 information obtained from N,Z.R,

for some stations the movement of livestock has represented

a significant proportion of total goods in and out, The high
proportion of Longburn's inward goods traffic as livestock is

a rellection of the proximity of the freezing works and the
importance (at least until 1961) of the railway in transporting
stock to the works (Table XXV), Ihe relative importance of
livestock in the wovement of goods out from several other
stations is en indication of the importance of these towns as
centres of stock sales and centres for transhipment of stock to
other areas of Newv Zealand. It should be noted though, that
since 1961 the volume of livestocks carried on the railway has
declined both in absolute importance (Table XXIV) and relative
importance (Table XXV),

3,009 | 13,060 | 3,737 25,336 | 6,746
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I 1920-21 | 1940-41
Livestock | 7 of total Livestock ] % of total
| (tons) . goods | (tems) = goods
Levin | 3,533 | 25.4 7,091 60,5
Longburn 5,332 | 22,0 5,604 26,0
‘eilding | 9,884 | 39,0 17,092 46,5
Marton 4,245 L 23.3 7,993 41.3
tiunterville 5,376 - 27.0 8,032 - 48,5
‘taihape i 2,565 | 23.8 8,520 | 4641
- | 1960-61 | 1969-70
Levin 9,018 51.0 2,440 | 18,3
Longburn 6,532 - 1945 536 1.4
Feilding 13,040 23.3 2,223 (a) 3.4
rarton 9,051 40,6 1,247 (b) 4,6
liunterville 6,384 45.5 2,157 (e) = 10.9
Taihape 8,947 6545 3,438 (4) | 39.3 |
(b) INWARDs o
B L 1920-21 194041 i
Livestock v of total Livestock |  of total
| | (vems) | goods | (tems) | geeds
Levin 1,196 9.5 4,099 18,1
Longburn 3,468 28.0 5,528 46,2
Feilding 5,693 12.0 9,851 . 15.0
Marton 1,532 8.9 2,103 ‘ 9.5
Hunterville| 980 16.0 1,476 11.8
Taihape 1,173 9.1 596 ‘ 3.8




121

(b) Cont'decssooe

—

1950-51 | 1:69=70 |

| Livestock | % of total | |Livestock { % of total

L (tons) goods | (tons _ goods |

Levin 5,755 18.4 | 197 | 4
' Longburn 14,111 | 52,6 ' 5,314 ] 19.8
| Feilding | 18,148 | 24,8 - 8,435 (a) ', 9.4
' Marton | 1,819 . 6.8 234 (b) | .6
| Hunterville 2,756 ' 18.8 I 913 (e) 10.8
' raibape | 2,173 | 9.1 | 291 (a) 3.6

SuuiCls A.J.H.R.,, 'ailway Statement, 1921, 1941, 1961 and the
information for 1969-~70 was obtained from N.Z,R,

(a) Includes Halcombe

(b " Turakina
(e " Mangaveka
(d " Mataroa

= Mgin T

\s already mentioned a number of towns had boomed during
the earlier period of railway construction and timber willing
in the Hangitikei Valley, but by 1920 this phase had passed and
only laihape remained showing any significant measure of growth
in population,

Despite a recent decline, Taihape has remained the centre
of railway activity in the Rangitikei Valley (Table XXIII and
Fig. 17). Reasons for Taihape's continued importance as a rail
centre includes

(a) The centralisation of railway activity which has meant

that an increasing number of railwvey employees have

been located there,
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(b) The establishment of railway workshops in laihape.
(¢) Taihape was a major stop before the long haul to
Taumarunuli and a wain refreshment stop on the
Auckland - Wellington express,
(d) Vrom the earliest times the lailways Department
seem to have regarded Taihape as a centre of railway
activity (by 1920 over twenty railway houses had been
erected in Taibape and a number of railway employees
permanently lucated in the town).
The volume of goods traffic through Marton, the junction
of the Main Trunk and Wellington - wanganui lines, has continued
to increase. The rail traffic figures also indicate the declining
importance of lMangawelka, and to a lesser extent, iHunterville as
centres of railway activity. The decline of these towns can be
attributed to meny socio - econowmic factors including: the
decrease in the volume of livostoék carried on the railways,
the centralisation of economic activity and the lack of opportun-
ity in the rural areas for young people. The major concentration
of railway houses and railway employees at Taihape and Marton and
a lesser concentration at Hunterville illustrates the importance
of the railway in these towns (Table XXVI).
With the exception of Taihape, which increased approximately
41% between the 1921 and 1966 census, and Marton vhich increased
approximately 45%, all of the railway towns in the Rangitikei
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No. of Railway Houses

No. of Railway Employees

!1971

Pre 1920 |1925 1913 1971
Mataroa NA NA | NA - Nil
Taihape 29 67 | 8T 33 149
iUtikn 1 b 2 ‘ 4 4 2 |]
lHa.ngmuk; 6 T | 2 5 2 ;
Ohingaiti . 2 | 3| 2 3 1 -
|Mangsonoho |  Nil o1 NA NEd
Kaikaranga Nil 1 | 2 NA Nil
Hunterville | 1 511 6 16
Rata s Nil | 2 NA 1
Marton _L 9 43! 49 31 86

SOULCEs NeZ.R., District Engineer, Yanganui and Publicity and
Advertising Department /ellington, and A.J.H.R., 1913,

D=2,

valley suffered absolute losses of population, even [Hunterville

vhich has retained a reasonably important railway function.

Taihape, by virtue of its function as a railvay centre and

rural market and service town, has maintained its slow but

steady rate of growth.

The economic life of Utiku and Rata

became centred upon the dairy factory, although the recent

closure of the Rata factory could lead to a further decline of

that settlement.

Ohingaiti and Mangaweka have both lost

population in recent years while the once booming Mangaonoho

now comprises only a small station (Plate 15) and a scattered

enllection of farm houses.

It wvould appear then, that apart from
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Taibape and Marton and to a lesser extent Hunterville, the

railway is exercising little positive influence on settlement

of the Langitikei Valley. Indeed the growing centralisationm

of railway activity and the decline in short - haul rail traffie,
together with the overall national treund of a population drift
tovards the larger urban centres in search of economic opjortunity
are importent factorsin the decliue of these settiements,

Jetween 1920 and 1971 activity on the line hetween Ctaki and
Pordell becawme cuucentrated at fewer points: Marton, Greatford,
Feilding, Valmerston North, Longburn and Levin with CUtaki and
shannen of lesser importance (Table <iVII and Fig. 17). Although
the number of factors influencing the growth of larger settlasmentisa
has becore wore diverse, no doubt the railway funciion has been
one factor coutributing to the growth of Levin, lelmerston horth,
Feilding end faerton, Comparatively small settlements such as
Longburn and Creatford illustrate the faet that a railway fuanction
elone will not sustain grewih of & town, The comtinuing importance
of Longburn as a rallvay centre cun probably be attributed to the
proximity of the freezing works (although volume of livestock
through Longburn has declined in the last decade) and to the
fact that Longburn was onece the terminus of the Wellington and
Manavatu Railvay Company's line and between 1886 and 1959 was
the junetion of twe lines, Greatford's importance as & railway
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centre can probably be attributed to the proximity of Ohakea
Air Force Base,

MANA'&'QTU BAILWAYS « RAILWAY HOUSES AND RAILWAY EMPLQIEE@

No. of Railway Houses No., of Railway Employees

Pre 1920 | 1925 | 19T 1913 1971
Fordell NA 4 Nil
Wangaehu NA NA 1
Turakina | NA 4 5
Marton 9 43 | 49 3 86
Greatford _ | Nil 6 N il
Hdalcombe 2 i 5 4 3
Feilding 1| 5 12 14 25
Palmerston North ' 106 105 J 530
Longburn | 7 7 7
Foxton - Nil I ( Nil
Tokomaru . Nil | Nil 3
Shannon | | 5 i 4 6
Levin | 1| 6 31
Otaki | 14 5 35

SUURCEs NeZ.Re, Publicity and Advertising A.J.H.R., 1913 D=2,

A concentration of railway employees and railway houses
is evident in Marton, Feilding, Palmerston North and Otaki
(Table XXVII), The importance of reailway housing to Marton has
already been mentioned while Palmerston North's railway houses
are concentrated in the Milson area., Before the more recent
housing concentration in the area, Milson was almost entirely

& railway settlement. Although the volume of rail traffiec in
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and out of Otaki is much less than for either Feilding or Levin,
Otaki has a greater number of railway houses, The fact that
Otaki has two commercial sectors is a consequence of the loce~
tion of the railway line one mile inland from the original
settlement of Otaki. Feilding continues to be an important
rural market and service town which is experiencing a slow rate
of population increase,

General Review of 'ail Influence

As stated in the introduction settlements along railway
lines can be placed into several categories according to the
type of rail influence,

By acting as an important agent of development and settlement
of the Rangitikei Valley and the bush areas of the Manawatu, the
railway had an indirect affect upon settlement, By the erection
of railway housing, the Railways Departient has made a direct
contribution to settlement, particularly Taihape, Marton and the
Milson area of Palmerston North, The settlement of Marton Junction,
moreover, was established as a direct consequence of the decision
to make the junction of the Main Trumk Line with the Foxton -
Wanganui line one mile south of the existing settlement of Marton.
By playing a leading role in the establishment of eight townships,
the Wellington and Manawatu Railway Company made an important
direet contribution to the settlement of the Manawatu. The route
chosen for the reailway has also influenced the spatial growth of
some towns. Otaki has two separate commercial nucleii while the
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relocation of Palmerston North's railway facilities has had a
big influence on the growth of an industrial zone along the
northwest boundary of the city.

The railway, has also had a positive influence on settlement
in that it has been a factor contributing to the growth of many
towns., For some towns (Taihape, Marton, Feilding, Palmerston
North and Levin) this influence has been a permanent one, although
as these settlements have growvn larger the number of factors
influencing them has become more diverse and it hLas become
increasingly difficult to isolate the railway factor. The
railway, then, is just one factor among many influencing the
growth of a town, During the initial stages of railway construction
and timber milling the railway was an important factor in the
temporary booms of many settlements (Ohingaiti, Mangaweka,
Mangaonoho) .

Railway decisions and the loss of a railway function have
had negative effects on the growth of some towns, although the
decline of many small rural settlements bas been associated with
other socio - economie factors. The railway influence on the
decline of many small settlements is seen in the Centralised
Train Control system which has meant that it is no longer
necessary to maintain signalmen at all stations along the line.

Consequently, many railway houses in smaller settlements have
either been sold or not renewed as they have grown older. The



128

decision of the Wellington and Manawatu Railway Company teo
join its line at Longburn instead of Foxton and the decline
and subsequent loss of a railway function is a major reason
for the relative unimportance of Foxton today (Chapter Five),
The Milson Deviation
¢ Because of the inadequate railway yarding facilities at
Palmerston North, it was proposed in 1914 to enlarge and remodel
the existing yarda.10 The advent of the war resulted in the
shelving of the programme, and it was not until the 1921
Palmerston North Railway Facilities Commission presented its
report that definite proposals were made for improvements to
Pelmerston North's railway facilities. They recommended the
relocation of the railway station on the northern side of
Boundary Roed (now called Tremaine ivenue). This involved a
relocation of the existing line, a deviation from near Longburn
Station rejoining the existing line between Terrace End and
Bunnythorpe Stationn11 (Pig. 19). Following the recommendation
of the 1925 Commisaion12 work on the deviation commenced in 192613
(Plates 27 and 28),

Initial progress was slow, but by 1929 the number of men
employed had risen from thirty to 204 and earth - moving machinery

was in ulo.14

In April, 1929 when approximately half of the
excavation work had been carried out, work was stopped as the
government felt that it could not be economiceally justified,

Instead £33,000 vas spent on improvements and enlargements at
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PLATE 27 = Milson Railway Deviation, Palmerston North, 1927:
steam shovel operating during the early stages of
construction,

Photo by courtesy: Alexander Turmbull Library
Wellington, New Zealand.

PLATE 28 ~ Milson Railway Deviation, 1971.
Photo by courtesy K.G.T.
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the existing station.
Work on the deviation did not resume until June, 1938 when
the original proposals were enlarged to include the Whakaronge

Deviation,'®

(Fig. 19). Vork continued until March, 1941 vhen,
due to a shortage of manpower, all vork was again lulpondtd.17
T..e next phase of development began in 1954 when a goods siding,
approximately twvo miles in length was constructed at Milsen teo
connect with the Main Trunk at Ronlyn.18 Construction of the

Longburn - Milson Deviation recommenced in 1956,19

the Whakarongo
Deviation having been abanded, and it was opened for goods traffic
in July, 1959,20 and for passengers in 1963.21
O ¢ R £

When Palmerston North's railway facilities were finally
moved to Tremaine Avenue in 1963, a 27 acre block of public =
owvned land in the centre of Palmerston North and a median strip
the length of Main Street became available for redevelopment.

It was decided to reconstruct rain Street to its former width

of twvo chains and to re-establish cross links at Pitt and Cook

Streets, In addition a partial motorway south has been constructed.

Nothing has been done to develop the median strip on Main Street
East. The Reynolds ?lanzz has provided a framework for the
development of the former railway land, although as yet little
has been done to implement the recommendations,

The report recommended that the railway land between Pitt
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Street and the Square should be given over to civic amenities
(theatre, conference rooms and hall) and offices and shops,
with the area closed off to motor traffic. It was recommended
that the remainder of the former railway land be developed for
low rise flats and town houl.l23-

One result of the location of railway facilities to the
southwest of the Square was that the C.B,D, tended to extend
tovards the northeast and northwest away from the railway yards
i.e., up Broadway and Rangitikei Street. The Reynolds lieport
strongly recommended that by redevelopment of the railway land
this extension of the C.B,D. could be hnltod.24

The relocation of reilway facilities has memnt that an
industrial zone has developed adjacent to the railway along the
northwest boundary of the city (Fig. 19). Two main factors
have encouraged the location of industry in the vicinity of
railwvays., Firstly, the railway provides the transportation
facility essential to the operation of some industry, and
secondly, the presence of a railvay tends to lover the desira-
bility of adjoining land for other uses. Only those industries
with a sufficiently large through put of rav materials and
finished goods, however, can justify the construction of a
rail siding, Hence rail sidings are only of limited significance
for industry in Palmerston North. Only firms the size of Steel
Benders, Golden Bay Cement, M,S5.D, Speirs and Bomiface Brothers

can justify a rail siding,.
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The ina - i

Work on the Turakina - Okoia Deviation, designed to
improve grades and curves on the existing line between Turakina
and Okoia, began in 1936, The length of the deviation was just
over ten miles, shortening the existing line by about 33 Iil.l-25
Major works on the line included tumnels near Fordell and Turakina,
bridges over the Wangaehu and Turakina Rivers, and the formation
of station yards at Fordell and Hangulhu.26 Labour for the
construction work was provided as much as possible by the
unemployed of Wangaehu with accommodation provided at Fordell,
Turakina and Donlair.27

By mid 1931 the main camp at Fordell, consisting of 44
married men's quarters, fourteen staff cottages, and various
service facilities, had been built and occupied. Two camps at
the Fordell Tunnel and one at the Turakina Tumnel, provided
additional accommodation for 130 men., At this time 300 men

28 One year later fourteen married

were employed on the works,
quarters had been built at Denlair, and, at the Reynolds Camp

26 married quarters and three houses had been erected, bringing
total accommodation on the project up to ninety married quarters
and fifty single qusrtorl.29

Early in 1943, with the projeet prectically completed, all

work on the deviation was -toppod.3° By March, 1943 a number of
buildings, including camps at each end of the Fordell Tumnel,

had already been dismantled and several suitable structures
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transferred to other works or military camps, and the number
of men employed had fallen to 153.31 In the following year
other accommodation facilities were transferred and re-erected
for temporary accommodation on farnl.jz Construction work
recommenced in 1943 with accommodation restored at Turakina
and Fordoll33 and the deviation was eventually opened for traffic
in December, 1947-34

This deviation has exerted an influence on settlement of
the area in two ways. First, the actual construction work
resulted in the creation of temporary settlements at the site
of the works, settlements which were abandoned once the work was
completed. Secondly, the loss of a railway function to both
Fordell and Wangaehu has been one factor influencing the post-
war growth of these settlements, although in the case of the
latter, the more recent deviation of the main road to by-pass
the town has probably been a more significant factor.

ne o n B Li

A feature of the last fifty years has beemn the closure of
the uneconomic Foxton Branch Line.

When the Foxton - Longburn Railway became a branch line in
1886 the volume of railway traffic through Foxtonm initially
declined over the next few years, but began to increase again
in the early twentieth century (Chapter Five)., Traffie remained
at fairly high levels until the mid 1920's vhen the line began
to suffer from competition from road tranmspert. In 1932 the
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line was closed to passenger truttio.as

Apart from an increase
in the early war years, the volume of goods through Foxten
continued to decline until in 1952 the eight stations (Foxten,
Motuiti, Himatangi, Bainesse, langiotu, Hangitane, Tiakitahuna
and Kerere) on the line were served by a goods train on only
three days a vook.36

The failways Commission noted that the branch line was

operating at a loss giving the following figures for 1951.37

Coaching Goods Total Branch Operating Loss per

levenue levenue I[levenue txpenditure loss mile
£101 £4324  £4425 £9363 £4938 £247

As the area was well served by road transport, both, New Zealand
Railways passenger and goods services and private operators, the
Commission recommended that the line be closed as soon as

38

possible, It vas not until July, 1959, howvever, that the

line was finally c10104.39
Although the seven stations on the line between Foxton and
Longburn vere never important railway centres, it is interesting
to note the size and present - day functions performed by these
settlements., Tiakitahuna (157 in 1966), Karere (67), Rangitane
(no population figures available) and Motuiti (129) do not exist
as recognizable nucleated settlements, wvhile Himatangi Corner,
the former junction of the Foxton Bramch Line and the Sansen
Tramvay has no more than a service station and restaurant and a

few houses., Bainesse (135) has a collection of houses and a

school, wvhile the most important of these settlements, Rangiotu
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(190), has a service station, a post office, hall, school and a
small collection of houses,
Ihe Sanson Tramvay

For nearly seventy years the Sanson Tramvay provided a
useful service for Manawatu and part of Rangitikei County.
Initially it carried a variety of goods between Sanson and
Himatangi (Table XXVIII), but later its function was restricted
to the transport of bulk goods, especially road wmetal., Metal
hauled by the tramway from the Hangitikei Kiver was used for
metalling roads inthe sanson and Foxton area,

By 1924 the tramway was operating at a loss wost months as
the best paying freights and much of the passenger traffic had
been diverted to road transpurt.41 fiwen though it was competition
from short - haul road transport which resulted in the uliimate
decline of the tramway, from an early date it had oftem operated
at a loss (Table XXIX), During the depression three trips from
Sanson to Himatangi were made each week and metal was moved from
Pukenui as roquirod.42 It still paid consignors to send bulk
goods such as metal, coal, manures, grain, livestock aund timber
by train, but other goods more easily handled and more profitable

43

had been transported by road for many years. During the war

years the tramway served to transport materials for the construc-

tion of Ohakea Acrodro-o.44 The Manawatu County Council finally
closed the tramvay in November, 1945."



1899 1904 1909 1914 19153
Grass -eed (tons) nil Nil 291 an 101
Grain (tons) 911 834 620 608 589
Chaff (trucks) 50 31 94 27 240
Minerals (tons) 585 542 575 861 1183
Fanure (touns) 135 186 292 579 557
ieneral
Jerchundise (tons) 697 903 1415 1930 2127
¥ool (bales) 2105 1595 2481 2647 1992
Yosts &
Firewood (trucks) 109 100 R4 79 68
Timber (su.feet)| 187,000 [141,000 | 691,000 | 256,000 | 352,000 |
' the«p (trueks) | Nil 5 & S ¥ 5 | 13 364 |
SULNCE: ‘eJelleRey, 1916 xhibit 5,198
raBLl X.IX,
SETURN OF RRCBIPTS AlD VATHENT. UF A TiameaX, 1893 - 1916
eceipts £ Fayments & ! lheceipts & laymeants £
1895 t49 1057 1906 2459 2342
96 1180 1422 o7 2339 2688
97 1440 1258 08 | 2948 2868
98 1776 2029 Q9 3020 3603
99 1750 1809 10 3334 3257
1900 1940 2051 1 4210 4652
01 1986 2034 12 4157 5953
02 2397 2151 13 4822 4475
03 2873 3196 14 4308 4715
04 3227 3690 15 4192 4307
05 3119 2537 16 5622 5400
SOURCES 4,J,H.R., 1916 D=4, Exhibit 2,19
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Summary .

Between the 1920's and 1970's the railway continued to be a
factor influencing the growth of settlement in the area, although
it wvas not as influential as it was in tie initial stages of
settlement and development of the area. The railway, moreover,
was just one factor among man; influencing the growth of settlement,
rather than the dominan‘ factor it often was in the early days
of settiement, A feature of raiiway activily was iis centralisation
at a smaller number of more important stations, where the railway
is one factor influeneing the growth of that particular town., The
decline or lack of growth of many small settlements can be partially
attributed to the decline of the rail function of that town,

\ feature of the pericd has bzen the post—war decline of
passcnger traffic on the railvay, and a post-var growth of goods
traf 'ies Pre-war fluctuations in the volume of railway traffiec
vere associated with the initial impact of road competition and
the depressed economic conditions of the 1930's. Uespite the
post-war growth of goods traffie the lailways Departunent in finding
it ipncreasingly difficult to operate at a profit. Competition
from road transport became so severe that in 1931 the Transport
Licensing Act was passed with the objeet of regulating competition
between road and rail transport. The system of licensing still
operates today, although measures taken in 1961 made for greater
flexibility in the choice of transport. The financial losses
experienced by the railway forced them to chamge their developmental
policy to a poliecy emphasizing the need to run the railways at a
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profit wvhile at the same time assisting development of the
country. A consequence of this policy has been the closure of
many uneconomic¢ branch lines e.g. the Foxton Branch Line was
closed in 1959, and the Manawatu County Council was forced to
close the Sanson Tramway in 1946,

This period has also seen other changes made to the rail
network (Fig., 20), The Turakina - Okoia Deviation shortened
the existing line by 3} miles and by-passed both Wangaehu and
Fordell., Of more significance is the Milson Deviation which has
meant a relocation of railway facilities in Palmerston North and
resulted in the growth of an industriasl zone to the northwest of
the city, and has left a large area in the centre of town

available for redevelopment,
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The average length of haul for goods traffie is now about
134 miles, whereas in 1929 it was 64 miles, and of much
importance to the railways was the fact that just over
407 of total railvay revenue was derived from hauls of
under fifty miles (A.J.H.R.’ 1930' H.40. 37).

See Figs. 1 and 2 in the Introduction,

See Introduction for more detail,

Asd . HoR., 1962, D=2, 3,

The number of cattle and calves carried in 1961-62 increased
only 0,46". from the previous year and the number of sheep
and pigs fell 12,365,

A.J.IIORG’ 1962' D-Z, 13.

See Introduction,

AOJ-HUHO’ 1960’ D"ag 3.

The recent population losses experienced by Marton suggest
that the town does not offer sufficient socio-economie
opportunities to retain its young people.

A J.HR,, 1914, D=2B, 12,

A.J.H.B‘.., 1921, session 11, D=4A,

AsJ.H.R., 1925, D=24, 25,

AJ.H.R.,, 1926, D=1, Appendix B,25.

A.J.H.B., ’929' D=1, .&pplndix '.‘8.

AJJH.R,, 1929, D=1, IX,

AJJ.H,R., 1939, D=1, XVII,
AJJ.H,R.,, 1941, D=1, Appendix B,24.
AJJ.H.R., 1954, D-2, 24,

AJ.H.R., 1957, D=2, 24,

A.J. H,R., 1960, D=2, 174
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29, AJ.J.H.R., 1938, D=1, Appendix B,38,
30, AJJd.lieRe, 1943, D=1, Appendix B,2,

31 AJJ.l.R., 1940, D=1, Appendix B,25,
32, AJJ.H.Hey, 1941, D=1, Appendix B,24,
33s Add.lieliey, 1944, D=1, ippendix B,2,

34, AJJ.H.R., 1948, D=1, 11,

35. Railwvays Geographical and Mileage Table, 8,
36, AJJd.HeRe, 1952, D=3, 44,

37T, AJJ H.R,, 1952, D=3, 44,

38, A.J.H.R., 1952, D=3, 45,

39. AJJ.H.R.,, 1960, D-2, 18,

40, Cassells, V.

41, Cassells, 55,

42, Cassells, 61,

43, Cassells, 61.

44, Cassells, 63,

45. Cassells, T2-73,



141

GHAPTER SEVEN
CONCLUSION

The dynamic relationship between railways and settlement
has been characterised by continuing change, The continuing
influence of the railway on settlement of the Manawatu and
Jistrict has varied both in time and space, being more marked
during the initial stages of settlement of the bush areas than
later and bhaving a greater influence upon some settlements than
others,

This relationship between railways and settlement has been
influenced by many factors, tiiree of the more important beings

(a) government policy on railway development.

(b) the overall political environment of the time.

(¢) the specific decision-making processes involved in
the choice of routes.

Government policy initially stressed the developmental role
of railways tending to regard them as "adjuncts to settlement",
An integral part of this development policy was differential
rating wvhich enabled low-value.bulk goods to be transpeorted long
distances relatively cheaply and facilitated the development of
more remote areas. In serving as important agents of development
and settlement Manawatu railways helped break down the isolation
felt by the early settlers and facilitated the development of the
inland bush areas for closer settlement., Not only did the
railways provide a relatively quick and efficient transport service,
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but they also enabled the commercial exploitatiom of timber
to proceed and later made a notable contribution to the development
of pastoralism,

The political enviromment of the time also influenced the
growth and direction of the railway network. The early development
of railways in the 1870's, for instance, was closely associated
with Vogel's lublic Vorks and Immigration lolicy. Moreover, the
abandonment of the proposed yovernment line from wellington to
Foxton as well as the connection between Woodville and Uunnythorpe
wvere consequences of the defeat of Grey's Government in 1879 over
alleged excessive expenditure. Following the report of the 1880
Rallways Commission a number of railway leagues and railway
companies emerged to lobby for continued railway development in
their particular area, une group of nellin,ton businessmen
formed the wellington and Manawatu Railway Company which negotiated
a contract with the governmernt enabling it to construct a railway
from vwellington to the lianawatu in return for grants of land,

As settlement invariably follows main lines of communication,
the decision making pricesses and the consequent choice of railvay
route have been of critical importance to subsequent settlement,

An interesting example is that route chosen by the Wellington and
Manawatu Railway Company. This company, seeningly motivated by
possible from traffic returns and land sales, chose to make an

inland connection with the Foxton - vWanganui Railway at Longbura
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thereby, passing through its allocated and purchased lands,
whereas the goverument in its original plans had seemed to
favour the shorter and clieaper coastal rcute to roxton, The
early decision 1o by-pass Foxton proved a vital factor in the
subsequent decline of lFoxton and the growth of inland towns,

1f the compeny had chosen to link with Foxtomn, and, furthermore,
if the 1916 Commission had approved the Levin-Foxton-Sanson
Peviation, the ultimate pattern of settlement on the lowland
areas of the Manawatu might have been very different.

The operations of the Wellington and Manawatu Hailway
Compeny exerted a considerable influence on the development and
settlemert on the lands between Palmerston North and VWellington,
As well es running a profitable railway enterprise the company
was responsible for surveying,pre-sala inspection and the
final sale of approximately 240,000 acres of rural land and
played a leeding role in the establishment of eight townships,
This early role of the railway is today evidenced in several
towns having names of company directors e.g. Levin, Shannon and
Linton, As well as directly promoting settlement the company
vas also respounsible for the drainage and sale of parts of the
Makerua Swamp,

Another direct contribution railways made to settlement
was the erection of groups of department houses for railway

employees in a number of towns especially Taihape, Martom

Jumction and Milsen in Palmerston North., Vorkmen engaged on
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construction of the Maim Trunk Hailway, furthermore, actually
ultimately settle! on land in the vicinity of lengaweka and
Taihape in the late 1890's,

By providing an efficient form of transport and by
facilitating movement of people and goods both into and within
the inland bush areas the railway served as an important agent
of developwent and settlement of a large area. The railway,
for instance, fucilitated the movement of timber and flax and
s0o made early saw-willing and flax milling economically viable.
Lven where settlement bhad been estublished prior to railway
construction, & railway connection stimulated the further
expansion of settiement in that area, with towns such as Marton,
Feilding and Palwerston North gaining a particular benefit from
railway activity,

The physical layout of some towns has also been modified
by the results of reilway construction, The railway settlement
of Marton Junction, for instance, rapidly expanded to be
incorporated within the borough of Marton, Similarly the
settlement of Otaki Railway, approximately one mile from the
original Otaki settlement is now part of the main settlement,
while the more recent removal of railway facilities from the
centre of Palmerstorn North meant chaunges to the layout of the

city.
A significant railway funciion was amajor factor in the

early growth of several towns, many of which have maintained
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that function. A good example is Taihape whose early growth

wvas based on the stimulus given it by railway comnstruction
workers and a subsequent railway function., Today Taihape
continues as the centre of railway activity in the Hangitikei
area, and by providing employment for 149 people, the railway

is easily the most important single economic activity in Taihape.
Marton, Feilding, Levin and Palmerston North have also maintained

important railway functions, although the railway factor has been

of varying importance in influencing the growth of these settlemontq
|

In some cases the railway only exercised a transitional or
temporary influence during the initial period of railway construc-
tion and timber milling, oseveral langitikei towns such as
Mangaonoho, Chingaiti and Mangaweka had brief booms during this
period only to decline thereafter.

Although the railway ofien exerted a positive iunfluence on the
growth of a town this has not always been the case. The decline of
Foxton as a result of a railway route decision has already been
mentioned while the speculative seti'a2ment of Mugh, Junction was
planned in anticipation of becoming the junction of the east and
vest coast lines., If the Voodville - Mugby Junction connection had
been made the "ecity" of Bunnythorpe and Mugby Junction might
possibly have played a decisive role in the Mamawatu. The
increasing rationalisation and comsequent centralisation of
railvay activity today has meant the decline in importance of the
railwvay function in a number of small settlement, thus contributing
to their decline,
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Since construction of the Foxton Tramway began a century
ago the relationship between railways and settlement has varied
considerably. During the initial period of railway construction
and settlement the railway acted as a significant agent of
development and settlement. By about 1910 this period had
passed, and, following a period of consolidation of railway
activity, peak volumes of railway traffic were attained in the
early 1920's, Until then the railway was easily the most
important form of land transport. Since the 1920's however,
the railway has experienced increasing competition from motor
transport and its reiative importance has declined. This has
resulted in two measures which have affected the relationship
between railways and settlement. The increasing rationalisation
has resulted in centralisation of railvay activity at fewer
stations and the consequent closure of many rural branch lines
and stations, Figure 21 presents in diagrammatic form the
various stages which the railway settlement relationship has
passed through in the Manawatu and District. Factors contributing
to each stage and the influence of the railway on settlement in
each stage are summarised., This flow - diagram could probably have
application for railway development in other parts of New Zealand.

Although the Railways Department is making a concerted
effort to improve the quality and usefulness of its services, it
seems likely that the railway as a transport form will continue

to decline in overall relative importance, and, in particular
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short-haul goods and passenger traffic will continue to
decline in importance. The influence the railway exerts on
settlement will probably become more localised and generally

of less importance in the future,
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