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Introduction 

This report examines the history of railways in the Te Rohe Potae inquiry district, focussing on 

issues of importance to Rohe Potae Maori. The North Island Main Trunk railway (NIMT) is of 

particular significance because the settler Government and Rohe Potae leadership reached a 

number of agreements and understandings about this railway prior to its construction. This 

significance is compounded by the key role that the NIMT played in facilitating the European 

settlement of the district. 

For the purposes of this report the NIMT is the section of the line that passes through the Te 

Rohe Potae inquiry district, from Te Awamutu to Taumarunui. The report also examines the 

Stratford-Okahukura line, a branch line of the NIMT, which in part lies within the inquiry district 

(see Figure 1). 

Commission Background 

This project is part of the Te Rohe Potae casebook research programme. Following the decision 

of Judge Ambler to proceed to a district inquiry in November 2006, Dr Vincent O'Malley was 

engaged to prepare a review of the research requirements for the inquiry. A draft research 

programme was formulated and circulated in May 2007 after consultation with claimants on the 

potential research outlined by Dr O'Malley. The research casebook programme was finalised at a 

judicial conference held on 1 October 2007. The research programme contains a number of 

preliminary and main projects, this being one of the main projects, the fourth in research theme 

four, which focuses on unique types ofland alienation and title issues. 

A separate railways project, it should be noted, was included in the casebook as a result of 

feedback from claimants, who regard railways as an important issue for this inquiry due to the 

significance of the agreements reached to survey and build the NIMT in the district. It was 

decided that railways should be examined separately from general public works takings issues, 

which will be the subject of a separate report. 

Due to the importance of the NIMT to the district and the long period of time under 

examination, this report overlaps with certain other reports commissioned for this inquiry. 

Effort has been made throughout the report to indentify these overlaps and clearly state the 

limits of the analysis presented. In particular, this report overlaps significantly with Cathy Marr's 
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political engagement report, 1865-1913. In regard to the period between 1870 and 1885, both 

reports discuss the background to the negotiations between the Rohe Potae leadership and the 

Government, and the negotiations themselves. However, this report focuses on issues relevant 

to railways, leaving many other significant issues to the comprehensive analysis of Matt's report. 

Similarly, the nineteenth century land reports also overlaps significantly with this report, 

particularly in respect of the connection between the NIMT and Government land purchasing. 

The 1 October 2007 judicial conference identified a number of priority projects to be 

commissioned. Although this project was not one of those, it was commissioned at the same 

time with the understanding that it may help the priority projects proceed as rapidly as possible 

due to its close links with the political engagement reports. The authors of this report were 

initially commissioned to prepare a scoping report, which was completed in November 2008. 

The scoping report helped to set the parameters of the main report, clarifying the issues that it 

examines. 

Commission Questions 

The authors have been commissioned to prepare a main report that focuses on the following 

issues: 

a) Government and hapu and iwi motivations and understandings of agreements made 
to build the main trunk railway through the district, with particular regard to 
questions around economic development, settlement, political authority and security; 

b) The extent to which the construction and operation of the railways in this district 
reflected any understandings and assurances made in the negotiations between the 
Crown and hapu and iwi in the 1880s, including, for example: 

Agreed conditions over the construction of the railway and any agreed alterations 
to these, 
Compensation payments for lands required for the railway route, 
Protection of urupa, kainga, wahi tapu and other sites of importance during 
railway construction, 
Promises of economic benefits from the railway, including specific promises to 
Maori communities of work undertaking railway contracts, 
Assurances to Maori committees, such as the Kawhia committee, that they would 
be able to manage economic opportunities offered by the railway, including 
setting rates to be paid for timber and gravel required, and 
The extent to which standard public works provisions were applied rather than 
agreements reached through negotiations. 

This section should include consideration of any protest by T e Rohe Potae Maori in 
relation to these issues and Crown responses to such protest; 
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c) Whether land and resources acquired for railway purposes in this district were 
significantly in excess of agreements in the negotiations, or of what was required for 
the actual railway route, and whether alternatives to taking such as leases for some 
railway purposes were seriously considered; 

d) Whether adequate compensation for land and resources taken for the railway was 
provided and whether the compensation that was awarded was properly paid; 

e) The impact on remaining lands of railway takings, such as landlocked land, loss of 
access to utupa and commercially unusable land between the railway line and roads; 

f) Any issues raised by Maori at the time of construction about the environmental 
effects of railway construction, for example destruction of mahinga kai, and Crown 
responses to these; 

g) The relationship between railway development, tourism and the creation and 
management of native townships in the district; 

h) The impact of the development and operation of the railways on hapu and iwi 
communities of the district and on their exercise of authority, including the social and 
economic impact of construction camps on local communities, the role of the 
railways in enabling liquor to be introduced outside of community control and any 
changes in settlement patterns, including the relocation of marae and communities; 

i) Benefits Maori communities derived in the Rohe Potae district from the arrival 
and operation of the railway, including economic opportunities, and the extent of any 
restrictions on opportunities to gain economic benefit from the railway, such as the 
use of legal monopolies to prevent Maori selling resources such as timber and stone; 

j) The extent and nature of ongoing employment of members of the hapu and iwi of 
the district on the railway; 

k) Any later developments or agreed changes in understandings over the railway 
subsequent to the original negotiations, including over whether some land might be 
given free of charge, later Government and Native/Maori Land Court understandings 
and determinations about compensation payments for lands, and later inquiries into 
railways issues and agreements in the district, including the inquiry conducted by 
Justice Smith in 1946; 

1) Negotiations and agreements over the restructuring of the railways in the 1980s, 
ownership of the railways corridor and changes in ownership of the railway system, 
which was privatised in 1993 and returned to state ownership in 2008; 

m) Issues relating to lands taken but never used for railway purposes, leasing by the 
railways of lands taken but not used for railway purposes, lands taken to fund railways 
and the return of lands (and railway housing) no longer required for railway purposes; 
and, 

n) The relationship between the development and operation of the railway and the 
Crown's land purchasing and land settlement policies. 
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It should be noted that this report does not comment substantially on intertribal politics within 

the Rohe Potae, particularly who the recognised leaders represented. This includes those 

individuals who led the negotiations with the government from the early 1880s. Issues 

concerning representation are beyond the scope of this report and will be addressed in detail in 

Matt's nineteenth century political engagement report. 

Issues Raised by Claimants 

All Statements of Claim that raise issues relevant to the commission questions have been 

identified and examined during the preparation of this report. As well as examining Statements 

of Claim, the authors have also familiarised themselves with issues raised by claimants at several 

research hui held prior to, during, and following the preparation of the seeping report. At these 

research hui, claimants raised questions and provided feedback in respect of a number of issues. 

These issues, which to a large extent reflect the commission questions, are briefly detailed here: 

• Government strategies and aims for railway construction in the nineteenth century, including 

the use of railways as a means of imposing Crown authority; 

• early surveys of proposed routes for NIMT; 

• agreements and understandings reached between Rohe Potae hapu/iwi and the settler 

Government prior to the construction of the NIMT, and any subsequent agreements; 

• the process of taldng the land required for the NIMT, including how objections were dealt 

with, whether or not compensation was paid, and - if compensation was paid how this was 

determined; 

• the extent to which Maori benefited economically from the railway, including the role Kawhia 

committee, construction contracts and use of natural resources (timber, gravel); 

• the impact of the railway on canoe transport and how this affected the traditional Maori 

economy; 

• social impacts relating to construction workers entering the district and any associated 

introduction of liquor; 

• funding for railway construction, including Crown land purchasing to pay for the NIMT and 

to create land for European settlement; 

• links between the NIMT and changes in Maori settlement patterns, particularly any possible 

movement of marae to locations near the railway line; 
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• impact of railway on burial grounds and the creation of 'landlocked' areas that had no legal 

access or were made into small uneconomic parcels; 

• connection between the NIMT and the creation of Native Townships; 

• issues concerning lands taken for the railway that were not required for the operation of the 

railway, including any sale of these lands or railway houses; 

• land takings for any branch lines, particularly a proposed line to Kawhia; 

• any ongoing economic or social benefit (or lack of) from railway employment and housing; 

and, 

• recent events, including issues surrounding the privatisation of railways and repurchase into 

public ownership, and also the potential use of railway land for Treaty settlement purposes. 

Terminology 

For ease of expression, throughout this report the term 'Rohe Potae Maori' is used to refer to 

hapu and iwi of the Te Rohe Potae inquiry district. It should be noted that where this term is 

used in a twentieth century context it may also refer to Maori who were living in the inquiry 

district who had no affiliation with local hapu and iwi. For example, this could include Maori 

employed by New Zealand Railways who were transferred into the district from elsewhere. 

Report Methodology and Structure 

Research for this report has been based largely on English documentary sources, including 

official Government records, newspapers, and manuscripts. It is acknowledged that the 

documents offer a limited perspective and it is expected that claimant groups will bring their own 

Imowledge of events and issues raised in this report. 

This report has a broadly chronological structure and is divided into six chapters. The first 

chapter discusses developments between 1870 and 1881. It examines the political and economic 

forces behind Government public works construction, particularly railways, in colonial New 

Zealand. It also describes the growing pressure on Rohe Potae Maori to increase political and 

economic engagement with settler society and their attitudes to public works construction. 

Chapter two examines the agreements and understandings reached between Rohe Potae Maori 

leadership and the Government regarding the NIMT, which was discussed as part of wider 
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negotiations concerning the future of the district held between 1881 and 1885. The third chapter 

focuses on the construction of the NIMT and its impact on Rohe Potae Maori. It describes the 

process of construction and the early stages of European settlement it facilitated, with particular 

reference to the agreements and understandings reached during the negotiations. 

Chapter four discusses a number of issues relating to the acquisition ofland for railways in the Te 

Rohe Potae inquiry district, covering a broad period of time. In particular, it examines the extent 

to which the Government upheld the agreements that had been reached regarding the land 

requited for the NIMT. The chapter looks at the initial land takings for the NIMT and later, 

additional takings for railway purposes in the inquiry district. Issues concerning the management 

of railway land (particularly leasing and disposal) are also discussed up to 1980, when moves to 

restructure New Zealand Railways began. 

Chapter five examines the operation of railways in the Te Rohe Potae inquiry district from 1903 

to 1980 - the period between the opening of the NIMT to traffic through the district and 

restructuring. It looks particularly at how railways served European settlement interests and the 

extent to which they provided a benefit to Rohe Potae Maori. The final chapter, Chapter six, 

looks at developments since 1980, a time during which the New Zealand rail system has 

undergone a number of important changes. Two issues of particular significance to Rohe Potae 

Maori are discussed: the loss of employment opportunities as a result of major railway staff cuts, 

and the systematic disposal of surplus railway lands. 

Railway focus groups 

Owing to a lack of written source material, the authors have used oral history to gather further 

information about certain issues concerning the period since 1950, particularly Maori 

employment on the railway and the impact of restructuring. Members of the Rohe Potae Maori 

community with a close connection to the railway were invited to participate in group 

discussions, and in April 2009 'railway focus group' hui were held at Hamilton, Te Kuiti, and 

Taumarunui. Though these hui were attended by a relatively small number of people, most of 

those present were mostly ex-railway workers or individuals who had had family members work 

on the railway. The authors of this report put forward questions that mostly focussed on 

employment experiences, but discussion sometimes also turned to other issues. Audio recordings 

were made of the three hui and these recordings were then transcribed. In using this material, 

the authors have been mindful that those who attended the hui were often closely involved with 
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the railway and their experiences were therefore not necessarily representative of the wider Maori 

community in the Te Rohe Potae inquiry district. 

Supporting Papers 

This report includes supporting papers. The supporting papers include most of the unpublished 

documents used in this report, which the reader may find useful to consult. Where a document is 

available in the supporting papers, it has been indicated in the footnotes. 
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Chapter One: Railways, Politics and Settlement in the North 
Island, 1870-1880 

Introduction 

This chapter establishes the general historical context and immediate background to the opening 

of negotiations between the Government and Rohe Potae Maori in 1881, which focused in part 

on the construction of a railway through the district. It describes the development of railways in 

the North Island and the economic and political forces driving this process, including the 

relationship between railway construction and colonisation. It traces the major administrative and 

legislative steps through the 1870s that enabled the central Government to pursue a trunk line 

policy as well as the motivations of officials and politicians involved. An outline is also provided 

of the broader changes within settler society that contributed to the growing pressure to open the 

King Country to European settlement, and which made construction of the NIMT a greater 

possibility. The chapter also outlines Rohe Potae iwi leadership's responses to the internal and 

external pressures placed on the district, namely their continued efforts to retain control of their 

rohe and any European setdement that might occur within it. 

It should be noted that throughout the 1870s there were significant efforts to establish and 

cement peacetime relations after the conflict of the 1860s, involving I<ingitanga and iwi 

leadership and Government officials and politicians.! While discussions covered a range of issues 

important to the Kingitanga, iwi of the district, and the settler government, this chapter does not 

constiuct a detailed narrative or a complete examination of Rohe Potae Maori-Government 

political engagement during the 1870s. Instead, this chapter focuses on the context that is 

relevant to railway issues. Marr's political engagement report for the period from 1865 to 1913 

will provide comprehensive coverage and analysis of this period. 

Railways and European Expansion 

Railway construction in nineteenth century New Zealand was one small part of a massive global 

expansion of rail that was closely related to the simultanepus growth of European colonialism. 

1 See for example, Till Adams, Ngahlnaturae Te Uin and Ann Parsonson, ''Behold, A Kite Flies Toward You': The 
Kingitanga and the 'Opening' of the King Country' in Neill Zealtllld Jourl/a! qfHistory (NZJH), VoL31, No.1, 1997, 
pp99-116; Ann Parsonson, 'Te Mana 0 te Kingitanga Maori: A Study ofWaikato-Ngatimaniapoto Relations during 
the struggle for the King Country, 1878-84', wfA Thesis, University of Canterbury, 1972. 
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In the nineteenth century, European colonial powers harnessed rapid technological change 

fuelled by the industrial revolution to aid the extension of their authority over vast new areas of 

the globe. Historian John Darwin notes that by the 1870s steamships, railways and electric 

telegraph were facilitating the colonisation of 'vast new areas of the world, carving corridors of 

access into regions where travel had been difficult (and costly) and information scarce .... ,2 On 

land, railways were the pinnacle of this 'progress', and a vital component in imperial expansion, in 

what has been called an 'age of railway imperialism.,3 Great railways were built spanning whole 

continents. Between 1891 and 1904 imperial Russia built the 'Trans-Siberian' railway to bring the 

vast expanse of Siberia, peoples and resources, fumly under their control, enabling large scale 

immigration and settlement.4 In the mid to late nineteenth century, the United States of America 

expanded westward across the continent with railways linking the Atlantic and Pacific Oceans, 

<winning the west' by opening vast new lands and resources for European settlement. 5 

As the largest industrial and imperial power of the nineteenth century, colonial and imperial 

Governments of the British Empire, used railways in various ways to expand and support the 

Empire. In British India, the Raj used rail to help secure internal military control of the 

subcontinent and to defend the northern frontiers against Russian expansion into Central Asia.6 

In the settler colonies of Canada, Southern Africa and Australia, settler Governments with 

imperial support and capital, built railways to expand the frontiers, gaining access to resources 

and lands for settlement, as well as for political proposes such as unifying disparate parts of the 

colonies.7 Indeed, during the nineteenth century, British capital was not just instrumental in the 

expansion of railways within the formal Empire, but throughout the world. B For example, in late 

nineteenth century Argentina, British funded and owned railways opened the pampas to 

European settlement. These networks increased agricultural production and in turn exports to 

Great Britain, strengthening Britain's economic power in Argentina.9 Indigenous communities 

2] ohn Darwin, After Tamerlalle: The Rise alld Fall of Global Ellpires, 1400-2000, Penguin Books, London, 2007, p300. 
3 Da!:Win, p300. 
" Stephen G. Marks, Road to Pomer: The Tralls-Siberial/ Railroad alld the Colollizatioll of Asiall fulSSia, 1850-1917, Cornell 
University Press, USA, 1991, ppl-2. 
5 Richard White, 'It's Your Miifortlllle alld NOlie of My Ol/JII': A Nell) History of the A'JI9ricall lW'est, University of Oklahoma 
Press, United States of America, 1991, pp246-258. 
6 Ronald E. Robinson, 'Introduction: Railway Imperialism' in Clarence B. Davis and Kenneth E. Wilbum,]r. Raibvt!Y 
II/perlalislll, Greenwood Press, USA, 1991, p2. 
7 Paul Hastings, Railroads: AlIl1ttematiolltl! History, Brnest :Benn,L()ndon, 1972, pp91-103; Donald W. Roman 'Railway 
Impedalism in Canada'in Clru:ence B. Davis and Kenneth E. Wilburn,]r. Railivqy I1lperialisl", Greenwood Press, 
USA,1991, pp7-12; Kenneth Wilburn]r, 'Engines of Empire and Independence: Railways in South Africa, 1863-
1916' in Clarence B. Davis and Kenneth E. Wilburn]r., Railivqy IlIperialislJJ, Greenwood Press, USA, 1991, pp2S-38 
8 Eric Hobsbawm, Indlistry aNd E1lpire, New Edition, Penguin Books, London, 1999, p93. 
9 Hastings, pl0S; William]. Flemming, 'Profits and Visions: British Capital and Railway Construction in Argentina, 
1854-1886' in Clarence B. Davis and Kenneth E. Wilburn,]!. Railrvqy Illperialislll, Greenwood Press, USA, pp71-73. 
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often lived on and used the lands that these railways were built through. Although not simple 

histories of dispossession, railway construction has often had negative consequences for these 

people, contributing to the loss of land and other resources.10 

The romance associated with rail, its presumed correlation with assured and rapid economic 

growth, and its general status as a symbol of 'progress' in the nineteenth century European mind 

compounded the drive for railway construction. As historian James Belich states: They [railways] 

also had great symbolic significance: paths of civilisation, bringing order and doom to natives and 

nature; huge, smoking, iron engines leading the charge of progress.'l1 In order to understand the 

symbolic significance held by railways, it is important to fully comprehend the change they had 

brought since their advent. Railways had essentially shrunk landmasses, and combined with 

steamships and telegraph, the world. Travel that had once taken weeks or months now took days 

or even hours.12 They made possible the large-scale transportation of goods and people overland 

quickly and efficiently, which was once only possible on rivers and canals. Railways in Britain 

played a significant role in industrialisation, which fuelled rapid economic growth and in turn 

imperial expansion.13 Two periods of large-scale investment and construction, known as the 

'railway mania' of 1835-37 and 1845-47, saw the basic shape of Britain's modern railway network 

established. 14 For these reasons, railways were perceived to hold almost magical qualities. As Eric 

Hobsbawm suggests, railways were considered 'revolutionary' and seemed to nineteenth century 

contemporaries to be several generations ahead of other technology, likening them to the 

perception of nuclear technology in the 1950s.15 This enthusiasm led to the building of many 

miles of uneconomical and redundant track around the world, including in New Zealand. 

New Zealand's nineteenth century colonial officials' and politicians' conceptions of railways and 

their potential use in the colony were formed within this international context. Like elsewhere in 

the British Empire, successive settler Governments viewed railway construction in New Zealand 

10 See for example the successful pressure applied by railway companies to have the Dawes Act (a process of 
detribalising land tenure) applied to the Indian Territory in what is now the state of Oklahoma in the late nineteenth 
century. The application of the Act resulted in the dissolution of the governments of the 'Five Civili2ed Tribes' and 
the loss ofland and resources to settlers and railway companies. White, pp115-ll6. Another example includes the 
Trans-Siberian railways role in opening 18 million acres of nomadic Kazakh land to Russian peasant settlement in tlle 
late nineteenth century. In iliis case, the Russian Government declared their lands 'superfluous' and introduced 
various legislative measures to 'encourage' I<azakhs to live a 'settled existence'. Marks, p162. 
11 James Belich, Makillg Peoples, A History ojNOIII Zealallders: Froll! Po!ylIOsiall S ettlof/lellt to the Elld oj the NilleteeJlth emillry, 
Penguin Books, Auckland, 1996, p353. 
12 Darwin, p300. 
13 Hobsbawm, pp88-89. 
14 Hobsbawm, p88. 
15 Hobsbawm, p89. 
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as a technological and practical tool that aided colonisation and the spread of European 

setdement. Rail was seen as a way of opening previously closed or isolated areas of the country, 

gaining access to new lands, natural resources and establishing communication links to further 

the expansion of setdement. 16 As Gee comments: 

As will be noted from the discussions in Parliament, and from the newspapers, railways in 
New Zealand were regarded ... as vitally essential feature of colonising activity, because 
they gave communications to scattered centres, provided inland areas with access to 
markets and ports, and enabled setde.rs to commence farming on new land with a degree 
of convenience which the frequendy primitive roads of the early days were not able to 
provide. 17 

As described in more detail below, an ideological dimension was closely related to this more 

practical conception of the role of railways in European setdement. Railways were also 

considered a means of securing and strengthening European authority over remaining areas of 

Maori independence. Principally, this was conceived in military terms, particularly the ability of 

railways to carry troops easily, but also in more subde ways, namely the spreading of European 

setdement and 'civilisation', which would help assimilate Maori. IS 

Given the importance of railways to the expansion of European setdement, their development in 

New Zealand has been a potential area of conflict between Government and Maori interests. In 

some cases the land and resources intended to be 'opened' for setdement by railway construction 

were in Maori ownership when Government plans were conceived. Understandably, as discussed 

later in this chapter and Chapter two, Maori often did not oppose railways or public works 

outright, wishing to engage with the benefits that these innovations offered. Indeed, politicians 

and officials often attempted to promote railways, and public works more generally, as potentially 

profitable and as generally beneficial to Maori communities, while underplaying their role in 

acquisition of land and resources for European setdement. The various Government strategies 

used to pursue the construction of these lines would depend on the political circumstances of 

that area. In areas where European setdement was well advanced or where relations with local 

hapu and iwi were stable, litde consideration would be given to Maori interests, with lines being 

constructed without consultation. 19 In the North Island interior, where the balance of power was 

16 G.W. Heron, 'The Development of Railway Policy in New Zealand and the Growth of the North Island Railway 
System before 1908', MA Thesis, University of Auckland, 1946, pp12-13; Neil Atkinson, Traillialld' HolV Roihliqys 
Made Nelli Zea/alzd, Random House, Auckland, 2007, p25; Belich, Makillg Peoples, pp351-353. 
17 F.E Gee, 'The North Island Main Trunk Railway, New Zealand: A Study in the Politics of Railway Construction', 
Thesis, University of Auckland, 1949, p2. 
18 Belich, Maki/lg Peoples, pp258, 350-351. 
19 See for example the construction of the Wellington-Napier railway through southern Hawkes Bay between 1870 
and 1880. Government plans to construct, and the eventual purchase and taking ofland (under Public Works 
legislation) for the railway, were all carried out without consultation. 
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less decided in the post-war environment, the Government attempted to negotiate construction. 20 

The construction of the NIMT through the Rohe Potae is perhaps the most prominent example 

of this clash of European and Maori interests. 

Vogel, Public Works, and the 'Native Problem' 

During the 1870s the development of New Zealand's infrastructure, particularly roads and 

railways, became a major focus of the settler Government. As the following section describes, 

public works became thought of as a panacea to all the colony's problems. From a settler 

perspective the colony was in a period of stagnation after the wars of the 1860s. The conflict left 

the economy depressed, immigration rates low and large areas of the North Island, including the 

King Country, outside of substantive Government authority. Moreover, European settlements 

were impeded by isolation, with shipping still providing the most effective communication and 

transport between the provincial centres. Although the South Island provinces had made some 

progress, North Island settlements were still struggling to provide basic facilities and lacked 

resources to expand into their hinterlands.21 Some colonial politicians began to demand a larger 

and more centralised policy of public works and immigration to encourage much needed 

economic growth and development in the colony. Importantly, the development of infrastructure 

and increased immigration was also seen as an alternative solution to further potential conflict or 

the 'Native problem,.22 Open warfare had been expensive and not as effective as hoped and some 

believed that the spread of roads, railways, telegram and ultimately European influence or 

'civilisation' would bring an end to any further unrest. Although these ideas were not new, the 

withdrawal of all imperial troops by 1870 (the main means of warfare) gave these ideas new 

currency and impetus.23 

It is in this context that in 1870, in his first Financial Statement as Colonial Treasurer, Julius 

Vogel laid out an ambitious plan for the construction of public works and immigration in New 

Zealand. 24 Vogel believed that the great 'wants' of the Colony at this time were 'public works, in 

20 See I<athryn Rose, The Fenton Agreement and Land Alienation in the Rotorua District in the Nineteenth Century, 
An overview report commissioned by Crown Forestry Rental Trust, 2004, pp129-169; and R.C Stone, 'The Thames 
Valley and Rotorua Railway Company Limited 1882-9: A Study of the Relationship of Business and Government in 
Nineteenth Century New Zealand' in Now Zealalld JOTlfllal History, voL 8, no. 1, April 1974. 
21 Cathy Marr, Pflblic lP'orks Takillgs oj Maori Ll/Id, 1840-1981, Waitangi Tribunal, Rangahaua Whanui Series, 1997, 
p82. 
22 Marr, PTiblic Works, p83. 
23 G. Harvey, 'The Place of the Railways in the Transport Problem of the North Island, 1870-1936', Thesis, 
University of New Zealand, 1937, p43; Marr, Publit Works, pp82-83. 
24 NZPD, Vo1.7, p102. 
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the shape of roads and railways; and immigration.'25 To finance the scheme he proposed that the 

central Government borrow £10,000,000 on the London money market over ten years. He 

hoped this expenditure would propel the colony out of its economic stagnation. 

The rhetoric used by Vogel and his supporters indicate that the ultimate objective of his plan was 

to revive and complete the colonisation of New Zealand after the wars of the 1860s. He opened 

his address by stating: ' ... the time has arrived when we must set ourselves the task of actively 

promoting the settlement of the country.,26 He sensed that the 'colonizing spirit' was 're

awakening' after the troubles of the 1860s.27 Similar to Vogel, Premier Fox, in support of the 

plans, asserted in a flamboyant speech before the House: 'My deep conviction is that the time has 

come when we should again recommence the great work of colonizing New Zealand, and the 

object of the Government's proposals is, if possible, to re-illume that sacred fire [of 

colonisation].'28 William Gisborne, first Minister of Public Works and historian stated of Vogel's 

scheme in his history of 1882: 

... [1871] marked the dose of the war and commencement again of systematic 
colonisation .... The general government for the f1l:st time began to take up its proper 
position, looking at colonisation as its own primary work ... 29 

The New Zealal1d Herald commented of the proposal frankly: 'Our business now is to conquer the 

natives by the arts of peace, by piercing the interior of the country with roads.,30 

There was considerable parliamentary and public criticism of the plan. However, it was directed 

at the scale and application of Vogel's plan in practice, not the overall objective of injecting 

capital into immigration and public works in order to expand European settlement, encourage 

economic growth and reduce the chance of further conflict. The criticism largely focused on the 

financial implications of borrowing such a vast sum of money and the potential problems for a 

provincial system of Government that was spread over two islands in markedly different stages 

of development. Essentially, critics asked how would the money be administered and to whom 

would it gO?31 

25 NZPD, VoL7, pi02. 
26 NZPD, Vol.7, pl02. 
27 NZPD, Vol.7, pi02. 
28 NZPD, Vol.7, p395. 
29 William Gisbome, The CO/OI!) ojNel1l Zea/aIJd, London, 1888, p168. 
30 Neill Zealalld Herald, 27 July 1870 quoted in Gee, p26. 
31 Rosslyn Noonan, By Design: A BriifHistory ojthe Pllo/ic Il70rks Depart1JJelit MiIJistry ojlf7orksJ 1870-1970, Crown 
copyright, 1975, pp8-9. 

22 



Vogel's scheme was embodied in the Immigration and Public Works Act of 1870. While 

introducing the Bill to the House for its second reading, William Gisborne re-emphasised the 

driving principle of the Act: 'I entreat you, [do not] reject a measure which, at least, affords a 

reasonable prospect not by force of arms, but by the progress of settlement - order and 

tranquillity throughout the North Island; a prospect of achieving a bloodless conquest of 

peace ... .'32 Gisborne gave some shape to this overall objective, noting that the Act made 

provision for the construction of roads first, then railways and finally telegraph of which he 

stated would 'do more than any instruments which the human mind can devise for the settlement 

of the country.'33 The Act included provisions for the taking of land and the construction of 

works that were of immediate concern to the development of settlement, and in turn, overall 

economic growth. These works included, railways, the supply of water to gold fields, and the 

construction of roads, bridges and ferries in the North Island.34 Importantly, the Act also 

established the Public Works Department, which was accountable for the administration of the 

Act. This began the process of centralising control and financing of public works in the colonial 

Government rather than the provincial councils. 35 

Railways in New Zealand 

Railways were the foundation of Vogel's Public Works policy. He is known as the 'father' of New 

Zealand rail, and was perhaps the most articulate promoter of railways as the vanguard of 

settlement.36 Rail construction in New Zealand had been slow prior to 1870. The first locomotive 

to run a regular service in New Zealand only began operation in Christchurch in 1863.37 Vogel 

hoped to remedy this situation by spending [;7.5 million of the proposed £10 million loan on 

railway construction. He advocated a 'colonial' (not provinciaD rail system designed and 

constructed as a trunk system running the length of both islands. (A trunk line is usually defined 

as a railway linking two (or more) important, usually distant centres. Branch lines are usually 

smaller lines that often connect smaller centres to the main trunk, service the locality around an 

urban centre, or serve a specific purpose, for example, to support extractive industries such as 

timber, coal or gold). Vogel believed that the 'great colonizing question' must be carried out with 

the whole colony in mind, rising above the sectional interests of the provincial Governments 

32 NZPD, Vol. 9, p185. 
33 NZPD, Vol. 9, p184. 
34 Mau, PlIblic Works, p83. 
35 Tony Ballantyne, 'The State, Politics and Power, 1769-1893' in Giselle Byrnes (ed.), The New Oxford History rgNel/i 
Zealalld, Oxford University Press, 2009, P 11 7. 
36 David Leitch and Bob Stott, NUll} Zealalld Roi/JI}qys: The First 125 Years, Heinemann Reed, Auckland, 1988, p3. 
37 Leitch and Stott, ppl-3; Gee, p6. 
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which had driven rail construction up to that time.38 He believed this system would both open up 

land for new immigrants as well as provide additional employment for them in construction and 

operation, in turn attracting more immigrants as the colony developed.39 

Vogel envisioned land, both Maori and general, as playing a key role in paying for this ambitious 

plan. He asserted that a large 'public estate' should be purchased, the proceeds from which would 

be used for immigration and railway purposes, stating:40 

Is it extravagant to suppose that, in one way and another, six million acres of land will be 
devoted to railway purposes? Two and half millions, we assume, will be direcdy employed 
in the way of payments, the other three and half millions would be available in reduction 
of the capital cost or the yearly interests. Some of this three and half millions of acres will 
be sold, some to be let, some remain in pastoral occupation until, in course of time, it has 
acquired position value.41 

Historians have noted the influence of American railways on Vogel's plans, particularly the land 

grant system used in the contemporary transcontinental railway, in which the federal 

Government provided contractors with land in order to pay for construction. 42 Although never 

implemented as extensively as intended, the idea that land 'opened' by the railway would aid in 

the payment of construction was common, as described in this and the following chapter. 

The Public Works and Immigration Act 1870 allocated an initial £2 million for railway 

construction. The Act authorised central Government to determine what lines were to be 

constructed (in consultation with the relevant provincial Governments) and set a uniform gauge 

for construction.43 Embodying Vogel's plans to pay for railway construction through Maori land, 

Section 34 and 35 of the Act authorised Land Purchase Department agents to negotiate for 

Maori land before the Native Land Court had determined tide using a £200,000 fund set aside 

for that purpose. The Railways Act of the same year identified a number of specific lines to be 

constructed. Over the next decade, under Vogel's public works initiative, public railways grew 

from just 76 km of open line to 1828 km by 1880.44 

Through a combination of financial restrictions and political compromise, however, Vogel's 

original plan of trunk lines in the North and South Islands was frustrated for much of the 

~8 NZPD, Vol.7, pl04. 
39 NZPD, Vol.7, ppl02-103. 
,10 NZPD, Vol.7, ppl02-103. 
41 NZPD, Vol.7, pl0S. 
,12 Leitch and Stott, pS. 
4~ Leitch and Stott, p7. 
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1870s.45 Rather than solely concentrating on the construction of trunk systems, numerous branch 

lines were built with the hope that they would form parts of trunk railways in the future. 46 Also, 

the growth initiated by Vogel's scheme was largely limited to the South Island, where by 1880 

over three-quarters of New Zealand's rail was in operation (see Figure 2 and 3).47 In the early 

1870s railway construction in Canterbury and Otago provinces functioned largely as it did before 

the 1870s legislation. These provinces used local funds to build local branch lines (with central 

Government approval) until Vogel's loans were realised and central Government could then take 

over the projects from the provincial Governments.48 Moreover, the initial loans raised by the 

central Government on the London money market were essentially insufficient to begin and 

complete trunk lines in both islands. The figure of £10 million initially proposed by Vogel for 

total public works expenditure was reduced to £4 million in the 1870 Act, of which £2 million 

was allocated to railway construction.49 The financial limitations were compounded by the strong 

provincial interests of members of the House of Representatives, who lobbied aggressively for 

these new funds to be used for branch lines within their own provinces. 50 So many applications 

were made that Vogel exclaimed in 1870 that 'there is scarcely a part of either Island' where an 

application for a railway had not been received.51 

44 W.A Pierre, 'Railways on a Shoestring (1863-1899)' in Gordon Troup (ed), Slee/roads rifNe/1l Zea/a/llf: All If/llstrated 
SlIrlJ't}, A.H. & A.W. Reed, New Zealand, 1973, pl0; Leitch and Stott, p4. 
45 The South Island Main Trunk was completed in 1878. 
46 Gee, pp24-30; Harvey, pp47-48. 
47 Atkinson, p38. 
48 Letich and Stott, p9. 
49 Gee, p24. 
50 Gee, pp33-34. 
51 NZPD, Vol. 9, p332. 
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Figure 2: Map if North Island showing railwCfY constmction in 1880 
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Figure 3: Map rif S otlth Is/mzd showing rai/wqy cOlZstmctiol1 ill 1880 
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In 1870, aside from these fmancial and political restrictions, a potential North Island main trunk 

faced the obstacle of a 'I<3ng's country' closed to unauthorised European influence. As stated, at 

the end of the wars of the 1860s much of the interior of the North Island lay largely unexplored 

and substantively outside of Government authority, closed to the extension of unwanted public 

works and European settlement generally. Underlining the point in 1872, Native Minister 

McLean stated of a motion for a line from the Waikato to Waitara (as part of a possible route for 

a North Island main trunk): 

He [McLean] could not promise more than that the Government would not lose sight of 
the question, because it concerned a part of the country over which the Government had 
no practical control, and it would only be holding out false hopes if he said that the 
Government would catry out the object of the resolution, because he thought that some 
time was likely to elapse before it could do so. 52 

The following section will focus more specifically on the North Island. It will describe how the 

situation in the North Island changed in the 1870s from one in which the construction of a 

North Island trunk line seemed an improbability to one where central Government was able to 

freely pursue a trunk line policy, and Rohe Potae Maori were willing to negotiate its construction 

through their territory. 

A North Island Main Trunk 

In 1863, an anonymous pamphlet was published promoting the concept of a trunk line between 

Auckland and Wellington. The writer, 'Settler', imagined Waikato and Ngaruawahia as the new 

capital of New Zealand, laying in the middle of 'The Great Trunk Railway of New Zealand' 

connecting Auckland and Wellington. 53 However, a trunk line seemed fanciful during the war 

years. The 'Auckland-Drury' line, authorised in 1863 to aid the invasion of the Waikato, was the 

only attempt at extending rail south from Auckland during the 1860s. In 1868 construction on 

the line ceased due to engineering and financial difficulties. 54 

The early 1870s witnessed the renewal of central Government interest and activity on a potential 

North Island main trunk. In 1871, work was renewed on the Auckland-Drury line and 

construction was authorised to extend the line south to Mercer in 1872 (under the Railways Act 

52 NZPD, Vol.13, p772. 
53 Gee, pp6-7. Two branch lines would also connect Hawkes Bay and Taranaki to this new capital. The line would 
unify the country encling any talk of the South Island establishing a separate colony, as Wellington was well 
connected to the south by steamers, thus shortening the lines of communication between Auckland and the south. 
54 Heron, p41-45. 
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1872).55 In late 1872, pressure from Auckland and Taranaki provincial councils and their 

members of the House of Representatives began to mount for a line between the two Provinces. 

On 17 October, member for Egmont, H.A Atkinson, put a motion before the house for the 

survey of land between Alexandra (pirongia) and Waitara for the purpose of the eventual 

construction of a line, believing it was a matter of 'great colonial importance. ,56 Native Minister 

McLean's negative response to this motion has already been noted, suggesting much of this land 

was outside the Government's 'practical control.,57 In December of the same year, the Auckland 

Provincial Council passed a motion by John Sheehan (also an Auckland member of the House of 

Representatives), which expressed their desire to see a line between the Waikato and Waitara. The 

motion stated: 

... this council is of the opinion that the extension of the railway communication by way 
of Waikato to connect with Waitara railway in the Province of Taranaki, would have a 
most beneficial effect in opening up for settlement an immense area of first-class 
agricultural land, and in providing a good market for the stock and agricultural produce of 
the districts through which the proposed line would pass.58 

The motion clearly emphasised the incentive of the line opening land for settlement. Following 

this increased interest, in 1873 discussion in Government moved toward extension of the line 

from Mercer to N garuawahia. 59 

The Railway Authorisation Act 1873 specified that the line to Mercer should be extended to 

Ngaruawahia O~ewcast1e). Demonstrating the gap between construction and authorisation, the 

Government had approved construction as far as Ngaruawahia but the line was only opened for 

traffic to Mercer in 1875.60 The Act also authorised a survey to ascertain the 'best adapted' route 

south of Ngaruawahia to the 'City ofWellington,.61 In 1874, Chief Engineer John Carruthers' 

findings were reported in the Public Works Statement. Carruthers commented upon four 

possible routes, three west of Lake Taupo and one to the East (see Figure 4).62 The report was of 

a preliminary nature as none of the lines to the west of Lake Taupo could be physically assessed 

as these areas were still within the 'King's Country' and closed to Europeans. In conclusion, a 

route to the east of Taupo was acknowledged as possible but ultimately undesirable due to the 

considerable length of the line requited and the difficult engineering involved in crossing the 

55 RS Fletcher, S il'l,le Track: The COlIstmctioll rif the Mohl Tl1l11k RoilJ/lqy, Williams Collins Publishers Ltd., Auckland, 
1978, p42. 
56 NZPD, Vo1.13, pp771-772. 
57 NZPD, Vol.13, p772. 
58 Motion by J. Sheehan carried by the Auckland Provincial Council quoted in Gee, p41. 
59 Gee, pp41-42. 
60 Heron, p45. 
61 Gee, p42. 
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eastern central plateau. Essentially, the Chief Engineer believed that 'if the country on the West 

Coast were open to survey' a western route could be ascertained and would be desirable.63 The 

survey underlined the fact that no progress on a North Island main trunk could be made until the 

Government negotiated entry into the King Country, as the most suitable routes passed through 

that territory. 

Figure 4: Possible Mai1J TrII1Jk routes described in ChiejEl1gimer's rep011 1874 (AJHR 1874, E3) 

Government road building in the districts surrounding the King Country was also gaining 

momentum in the early 1870s. The Government emphasised the construction of roads as a way 

of opening land for settlement, using Maori labour to increase local hapu and iwi exposure to 

European influence in order to slowly break down hostility. By 1872 a 'partly made' road ran 

south from Mercer following the Waikato as far as Ngaruawahia. At Ngaruawahia, where the 

Waipa River meets the Waikato, the road spilt following each river south. The road along the 

Waipa reached as far south as Pirongia, while the Waikato road extended to Cambridge.64 The 

Armed Constabulary had constructed these roads in the early 1870s, often on the foundation of 

62AJHR 1874, VoU, E3, pp58-59. 
63 AJHR 1874, Vou, E3, p59. 
64 AJHR, 1872, E15, Map. 
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existing tracks. 65 The condition of these roads was generally poor south ofNgaruawahia and 

improvements were made on them over the following years. 66 For example, by 1876, the Public 

Works report noted that the Waipa road was passable for wheel traffic from Ngaruawahia to 

Whatawhata. 67 To the east of the district, the POllakarzi Report notes the implementation of the 

policy in the Taupo region, quoting Major W G Mair attempts in the early 1870s to persuade 

Ngati Tuwharetoa of the 'mutual advantages' to be had with the construction of roads in through 

their land. G8 

By the mid 1870s, evidence suggests that Maori in the Raglan and Aotea area were willing to 

work on roads in the district. As early as 1875 plans began for improving the road (track) to 

Raglan via Whatawhata and extending this road to the harbour of Aotea and eventually Kawhia 

(within the aukati).69 These harbours were largely isolated from Europeans due to the rugged 

country between the West Coast and the interior river valleys of the Waipa and Waikato. In 1874 

a report from Government official RS. Bush in Raglan suggested that Maori, both 'Hauhau' and 

'friendly', were eager for employment on such road construction.7D He added that he believed 

that '[t]he employment of the Natives on public works, where they are desirous of undertaking 

road works cannot but prove beneficial to them ... ,71 Again in 1875 he added: 'They are anxious 

to improve the present road to Waipa, and many of them would gladly accept work on it, if it 

pleased the Government to employ them.,72 He also noted some Maori were already employed at 

Aotea by the Karioi Highway Board to improve the road from there to Raglan over the previous 

winter.73 

After the war, the central Government, in order to maintain the then fragile peace, had taken up a 

policy of negotiating with Maori over land needed for public works through Donald McLean's 

Native Department (rather than simply employing the standard legislation for compulsory 

acquisition). As Marr points out, together with his control over defence and Maori land purchase, 

this gave him significant scope for co-ordinating the extension of settlement in New Zealand.74 

When discussing North Island Maori land purchases in 1875, McLean emphasised patience, 

G5 AJHR, 1871, Die, pp3-7. 
GG AJHR, 1873, E2b, p4. 
G7 AJHR, 1876, El, p46. 
GB Waltangi Tribunal, The POIIOkalli Report, 1993, p57. 
69 AJHR, 1875, E3, p50. 
70 AJHR, 1874, P 11. 
71 AJHR, 1874, p11. 
72AJHR, 1875, G1, p9. 
73 AJHR, 1875, G1, p9. 
74 Man:, PlIblic TVorks, p91. 
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stating that 'Lands are now being purchased in districts where a few years ago a European could 

not show his face.'75 He warned that 'undue pressure' would 'endanger' the present 'good 

understanding' between the Government and Maori.76 In the same address he emphasised what 

was a common incentive used in negotiations: 'Negotiations of this nature can only be carried out 

with the intelligent assent of the Natives; and this can only be obtained when they have realized 

the advantages to be gained from having European settlers in their neighbourhood.'77 McLean 

was again repeating the common idea that the spread of European settlement, roads, railway and 

telegraph, or more generally 'civilisation', would be beneficial to Maori. 

Due to King Tawhaio's 1875 invitation and consequent meeting with Native Minister Donald 

McLean, the Government's hope of a negotiated 'opening' of the I<ing Country increased and 

with it the possibility of a t1'unk railway in the North Island. 78 The Governor's speech at the 

opening of Parliament in 1875 asserted that an improvement of relations with 'adherents of the 

Maod King' gave new hope for 'the maintenance of peace' and an end to their 'isolation' 

indicating a 'desire on their part to participate with the European colonist in the general 

prosperity' . 79 

During the same year, efforts were made to explore a possible railway route from the Taranaki 

Province to Waikato via Mokau. T. Kelly, MHR for New Plymouth, put forward a motion to 

present to the House a report of a survey party's partial exploration of land between 'Mount 

Egmont and the termination of the Waikato railway.'80 The party had attempted to find a 

'suitable route for a line of road or railway to the Waikato district.,B! Taranaki provincial 

Government had organised the expedition to ascertain a road or railway route and the 'nature of 

the country that lay between the Egmont district and Waikato,.82 According to K:elly, the party 

started from near the Patea River at the base of Mount Egmont and made about 70 miles of 

progress before bad weather brought them to a stop, reaching as far as the Mokau River, before 

returning to the coast via the Mimi River. The group claimed the land appeared unsettled (they 

did not see a single 'Native' or evidence of fishing or eeling) and that there was 'a large extent of 

fertile land to the north-east of Mount Egmont.' The exploration also led them to believe a road 
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or railway would not be difficult to construct through this territory. Kelly hoped that given that 

the 'temper of the Natives in that district had so materially altered' that exploration could finally 

be completed.s3 McLean responded stating the Government had sent surveyors from the 'Waipa 

side' toward the Mokau River. He believed that only about 25 miles of unexplored territory 

remained and that the Government would 'as soon as opportunity offered' finish the exploration. 

McLean added that he believed 'any difficulties', presumably regarding construction of a road or 

railway, were to be had on the Taranaki side.84 

The Government's optimism for a negotiated opening of the I<ing Country was premature. By 

the time of McLean's retirement in 1876, negotiations with Tawhiao had reached a standstill. 

Tawhiao's demand for the return of confiscated lands in the Waikato was unable to be met by 

McLean. Marr's political engagement report will provide more detailed examination of these 

negotiations, however, it is sufficient to note that the collapse of these negotiations put an end to 

any short-term hope of survey for a railway through the I<ing Country. 

Growing Pressure 

Despite the prospects of a trunk railway in the North Island appearing to have improved little 

since 1870, momentum began to gather after 1876 as changes in administration, legislation, and 

setder society increased pressure on the Government to open the central North Island for 

setdement and to progress plans for the NIMT. In addition, there is also some evidence to 

suggest that pressure was also developing from within the Rohe Potae, with hapu and iwi 

increasingly desiring to selectively engage with setder society, particularly economically, in a way 

that would be advantageous to themselves. Matt's political engagement report will examine this 

significant period in detail, this section draws largely on existing research and aims to oudine the 

context which saw the growth of the importance of a potential North Island trunk railway as a 

political issue in the late1870s. 

Rapid European population growth and economic development facilitated by the 'Vogel Boom' 

of the 1870s gave setder society a growing confidence after the 'troubles' of the 1860s. This 

confidence helped end the lingering ~ar-weariness' and resulted in the emboldening of Native 

policy after 1876 (following years of relative caution under McLean). Numerous historians have 

pointed to the dramatic growth in the settler population between 1860 and 1890 as a significant 
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factor in the changing balance of power in North Island Maori/ settler relations. 85 The European 

population doubled from 248,400 in 187086 to 500,910 in 1881. 87 Significantly, the population of 

the North Island had increased from just under 100,000 in 1871 to nearly 200,000 in 1881.88 At 

the same time the Maori population had decreased from an estimated 49,800 in 1874 to 46,750 in 

1881.89 The provinces surrounding the Rohe Potae grew rapidly in settler population in the 

1870s. Taranaki's European population nearly tripled between 1871 and 1881 from 4,480 to 

14,858.90 Auckland Province grew from 62,335 to 99,451, roughly half of the total North Island 

population. 91 The settler economy had also been reinvigorated after the stagnation of the 1860s, 

although on the unstable foundation of large-scale borrowing, further increasing settler 

confidence in the mid 1870s.92 

In 1877, reflecting this growing settler confidence, John Sheehan's first address to the house as 

Native Minister outlined a new, increasingly assertive Native policy. The policy entailed a 

program of accelerated Government Maori land purchasing, a continuation of the public works 

policy and a final push to open the King Country.93 Sheehan entered office on the expectation 

that he would reduce the expenses and staff of the Native Department after the perceived 

excesses of the McLean era. 94 His address outlined a policy of action that he believed would 

ultimately end the need for the department. He claimed that the 'Native' race was dying out and 

that 'the chances of a Native outbreak are [were] simply 11i!.95 Sheehan advocated the 

continuation of the public works policy as a way of ensuring peace and end to the 'Native 

difficulty', of which he stated: 'I feel perfectly certain that, if we continue our present policy, and 

if, instead of firing powder and ball at the Natives, we spend money in opening up the country, 

the result will be infinitely more beneficial to the colony.'96 He was equally confident in his view 

of the situation in the King Country. 'We know that the Natives themselves wish to be reconciled 
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to their European friends, and they are desirous of becoming amenable to the law. ,97 Sheehan 

added that: 'There is another reason why I think we can dismiss from our minds that there is any 

possibility of a Native outbreak, and that is that the King Country is spilt into two parts. On the 

one side we have the King and his party, and on the other side we have Rewi and his party ... ,98 

At the conclusion of his address, Sheehan returned to the topic of the 'King country', 

demonstrating its centrality to Native policy. He stated that his office had received an invitation 

to meet with the King and he believed that it was now 'possible' to 'settle the King difficulty', 

removing the 'greatest barrier to settlement in the North Island.'99 He emphasised that he would 

not listen to 'demands' that were unreasonable to settler society.loo He summarised how New 

Zealand had changed over the last two decades, 'we then had no public works policy' and we 

were 'few in number' while the 'Native people were numerous ... and were capable of fighting', 

and that now settler society could 'afford to laugh' at a potential war. He added that 'we' had 

once told 'them' 'we wished only their advancement; that we wished to protect them in the 

occupation of their land, to educate them, to make them one with the European ... .' However, he 

believed, the time had now come when due to 'our superior strength and population' settler 

society could, if it thought it the correct action, 'repudiate those promises.'IOI Finally concluding, 

foreseeing an end of the Native Department: 

I look forward to the time when special communication with them will be at an end; 
when the barrier which now exists in the King country will be removed; when the 
Queen's writ will run, really and truly, from one end of the country to the other; when 
there will reside in this country two races side by side, speaking the same language, 
understanding and obeying the same constitutional government; and when over an above 
all of them the law will "sit empress, crowning good, repressing ill." 102 

Sheehan's address, focused largely on the 'opening' the 'King Country', demonstrated an 

increased optimism but also reflected a growing pressure to advance settlement in the North 

Island. 

Around this time, a number of legislative steps were taken to enable the central Governrnent to 

construct a trunk railway if negotiations were successful. In 1875 the provincial system of 

Governrnent was abolished by act of Parliament and centralised government was fully 
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implemented in November 1876.103 Historians have noted that provincial 'squabbling' or 'log

rolling' over public works funds and resulting inefficiencies were an important factor in the 

abolition of the provincial system. 104 Although not immediately apparent,105 the abolition 

accelerated the already noted trend toward increased power and centralised administration of 

public works in central Government. lOG In the late 1870s, despite a deteriorating economic 

climate, the Government continued to borrow large sums of money for the construction of 

public works, which increased the financial feasibility of construction. The Immigration and 

Public Works Appropriation Acts and New Zealand Loan Acts of 1876 and 1877 (both acts 

passed each year) made available £5,000,000. In addition, Public works legislation increased the 

Government's legal powers and possible avenues for taking land for railways. The Public Works 

Amendment Act 1878 enabled the Governor to simply take land for Government railways by 

proclamation removing protections for owners regarding notice of takings and objections. Any 

refusal by the owner to surrender possession of land would result in the local Sheriff taking 

possession by order of the Minister of Public Works (section 8). In addition, section 21 enabled 

the Minister or local authorities to negotiate purchase for lands required for public works 

including railways. Meanwhile, by 1877 construction of the line south from Auckland had been 

opened for traffic to Ngaruawahia adding to the need for action in the King Country. 

In the 1878 Public Works statement, Public Works Minister James Macandrew provided specific 

details regarding a proposed North Island main trunk. He proposed that his ministry would 'fill 

the gaps' in the North Island rail system by completing sections of railway from Wellington to 

Foxton (via Waikanae), Waitotara River to Upper Patea Crossing, and from Te Awamutu to 

Inglewood. t07 He concluded that at the completion of these railways there would be 'an unbroken 

line from Wellington to Auddand of 476 miles'. lOB Commenting specifically on the 'line through 

the Waikato', Macandrew stated: 

The construction of the line through the Waikato country, estimated ... to cost 
£1,115,000, will, it is hoped, be fully warranted by the acquisition of considerable areas of 
land suitable for settlement. I understand that the line will run through some of the finest 
land in New Zealand; and, from what has passed between Hon. the Premier, the Hon. the 
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Native Minister, and the Natives concerned, there is good reason to hope that the 
acquisition of the necessary land will be successfully negotiated.109 

As demonstrated by Macandrew's statements, the North Island trunk was still dependent on the 

successful negotiations of the Native Department with Rohe Potae Maori. Also, significantly, 

Macandrew assumed that there would be 'considerable' purchase ofland suitable for settlement 

in order to warrant the large cost of construction. As he continued his statement he outlined 

what he believed should be key incentives used in the negotiations if they were to be successful, 

namely increased land value and construction contracts: 

If those Natives have a just conception of the vast revenue which will accrue to them 
after parting with sufficient land whereby to construct this railway, they will not hesitate 
for a moment to enter heartily into a transaction which is bound to increase the value of 
the land which will be left to them very many fold. Moreover, they may earn a large 
amount of money by devoting their labour to the construction of the line, and there is 
good reason to believe that large numbers of them will gladly accept the useful 
employment which the construction of this will afford. 110 

These incentives were to become important in the later negotiations between 1881 and 1885. 

Macandrew's statements also reveal a tension between Government goals for the railway and the 

incentives used to promote the railway to Maori. On the one hand he stated that 'considerable' 

areas of Maori land were to be acquired for settlement. On the other, in seeming contradiction, 

he asserted that Maori would agree to the railway when they understood that the retention of 

their land would ensure economic benefit from the line and that they only needed to part with 

'sufficient' land for construction of the railway. 

In October 1878, the Railways Construction Act authorised the construction of the line from 

Awamutu to New Plymouth, as well as a line from Wellington to Foxton. Thus the North Island 

trunk running along the West Coast envisaged by Macandrew was incorporated into legislation. 

Also, the Act applied the general provisions of the 1878 Public Works Amendment Act to 

specific railways. Section 4 enabled the Governor to purchase or acquire Maori land required for 

railways scheduled in the Act. The Act was criticised in Parliament as an 'electioneering 

advertisement' designed to gain support in Auckland and Taranaki. Members seriously 

questioned the feasibility of a North Island main trunk given that it was wholly reliant on 

successful negotiations in the King Country (something that had been entirely unsuccessful over 

the preceding years). 111 

109 NZPD, Vol. 28, ppS02-S03. 
flO NZPD, Vol. 28, ppS02-S03. 

37 



The opening of new negotiations increased pressure for the opening of the King Country outside 

Parliament, particularly in Auckland and Taranaki, where business interests desired both 

communication and trade links with other provinces (railway) and the economic opportunities 

that the opening of the region would offer. 112 As Boast states: 'Auckland business interests 

looked forward to the end of the political independence of the King Country and the new 

opportunities for land setdement and speculation that the opening-up of that vast region would 

entail.,m The large timber resources of the King Country were of particular interest to Auckland 

businessmen. 114 On 27 August 1878, a Memorial of the people of Auckland was published in the 

Herald, which was signed by over 200 people and sent to Wellington. ll5 The memorial 

emphasised the desire of residents 'in the city and suburbs of Auckland' to see 'immediate action' 

to secure the construction of the railway between 'Te Awamutu and Taranaki.' It was believed 

that this line would form a 'most important part of the North Island trunk line.' The memorial 

stated that the line passed through 'native land the owners of which have been hostile to the 

Queen's authority' and a 'great hindrance', but asserted the line would have 'a very important 

influence for the good on these natives .... ' It stressed if the line was built huge areas of what 

remained 'unproductive' would soon support 'a large prosperous European population.' Earlier 

in 1877, the Herald noted a similar petition signed in New Plymouth to complete the line to 

Hawera, which also advocated that the line be extended in Auckland via the Waikato.116 

Between 1877 and 1879, the Grey and Sheehan administration increased road construction 

efforts in the King Country and Wail{ato. In 1879, Public Works Minister Macandrew described 

their policy: We lay great stress upon these [roads], both as promoting a solution of the Native 

difficulty in the North Island, and as fostering permanent setdement of the country in connection 

with the administration of a liberal land law.'117 The same year, W.H. Grace in his report on the 

'Waikato district' oudined his progress with the policy: 'In accordance with instructions received, 

I have, whenever opportunity offered impressed upon the Natives the great importance of 

allowing roads to be made through their lands, and have to report that I have met with a large 

measure of success.'118 Grace emphasised how important he believed employment on these road 

works was to the permanent establishment of peace and the breakdown of divisions: 'Whilst on 
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the subject of roads, I would respectfully suggest the employment of Maoris - Hauhaus if 

possible in their construction, which, in my humble opinion, would tend to break down the 

distinction between I<ingites, Queenites, Hauhaus, friendlies, and Europeans:119 

According to Government reports from the Waikato, a number of roads were under construction 

at this time employing significant numbers of local Maori. Most important were the roads to 

Raglan from Whatawhata and Kawhia to Pirongia (Alexandra). As Bush stated: 'Some hundreds 

of Natives have been employed during the past year on the Raglan and Waipa Road.'120 He 

further noted: 'Besides the above work, some of the I<awhia and Aotea Natives are employed 

under myself making a road through the bush from Aotea Harbour to connect with the Waipa 

Road: this road will eventually be the main road to Kawhia.'121 Also, at this time, a road was being 

constructed from Cambridge to Taupo, connecting with the existing road between Tauranga and 

Taupo at Atiamuri. l22 However, work on this road appears to have been largely conducted by the 

Armed Constabulary. Efforts were made to purchase timber from local Maori and employ them 

to haul this timber from Cambridge further down the road, but according to official reports 

negotiations collapsed due to 'intertribal quattelS.'123 

This public works drive was carried out in conjunction with a policy of extending Native Land 

Court activity and land purchases into areas near the boundaries of the aukati. The Court was 

active in the late 1870s in the Waikato district, sitting in Cambridge just to the north of the aukati, 

in upper Whanganui lands to the south (particularly the Tuhua lands), and in Taupo to the east.124 

Historians and the Pouakani Tribunal have interpreted this as a deliberate encroachment in an 

effort to draw I<ingitanga leaders into Court proceedings in order to defend their interests in 

fringe blocks and eventually into defining their interests in core territories. 125 Mair described the 

pull of the Court in 1873, noting in his report from Pirongia (Alexandra) that the blocks 

'Otautahanga, Wharepuhunga and Mangauika' were before the Court 'in Hamilton' and Rewi 

requested that they be withdrawn as he believed Ngati Maniapoto held interests in these 

blocks. 12G The report stated that these blocks were brought forward by Ngati Haua, Ngati 
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Raukawa and Hone te One respectively. Mair reported that 'Rewi agreed to send one of his 

people to the Court to request that these cases be struck out, and reminded me that this was a 

great concession on his part, as he had "never in any way recognized the Native Lands Court 

hitherto!" ,127 Mair observed the gravity of the Court in 1880: 'influential chiefs of the King party 

now attend the Court, not to obstruct, but for the purpose of looking after individual interests in 

various blocks.'128 Issues raised by the Native Land Court activity and associated land purchasing 

will be addressed in detail in Boulton and Husbands' nineteenth century land issues report. Marr's 

political engagement report will address the political implications of this activity for Rohe Potae 

leadership. In terms of this report, it is sufficient to note that the progress of the Native Land 

Court in the surrounding districts was another external pressure applied in order to hasten the 

opening of the King Country. 

After 1876, there is some evidence to suggest that pressures were also intensifying from within 

the aukati to selectively engage with settler society, in particular to seek new economic 

opportunities and expand existing enterprises. A detailed analysis of the economic situation 

within the aukati during the 1870s is beyond the scope of this report, however it is important to 

recognise the general trends. Keith Sorrenson has noted that the Kingitanga was not living in the 

'isolation' that the settler press portrayed at this time and that trade of staple crops was significant 

across the aukati. 129 Alan Ward has also noted that in the early 1870s trade in staple crops over 

the aukati began to increase and with the capital raised cultivation machinery was purchased in an 

attempt to improve agricultural production. 130 In order to gain increased access to settler towns 

for their produce and to occupy better land for cultivation, Ward suggests that there was a 

general shift of population doser to the northern boundary of the aukati. He also notes that a 

Government store was opened in Pirongia to encourage the trade.131 

The strong pull of wage labour can also be seen within the aukati, which appeared to be in 

tension with the staple crop production. In 1874, Government agent R.S Bush commented on 

the attempts of the 'Aotea tribes' to raise capital through staple crops, but that this was 

generating insufficient money, hence many were being forced to seek wage labour: 

127 AJHR 1874, G2b, p2. 
128 AJHR 1880, G4a, p2. 
129 Keith Son-enson, 'The Maori King Movement, 1858-1885' in Robert Chapman and Keith Sinclair (eds), Stl/dies of a 
Small Delllocra(J. Essqys ill HOllor oflPillis Airey, Paul's Book Arcade, New Zealand, 1963, pp51-52. 
130 Ward, Alan,A show ofJlIstice: Racial 'Amalgamatioll' ill NimtceJJth COIItllly New ZealalJd, Auckland University Press, 
Auckland. 1974, p265. 
131 Ward, A show of Jllstice, p265. 

40 



I regret to say that a very pernicious system prevails amongst the majority of the Natives 
here, of selling the greater quantity of their produce as soon as it is ready for market, 
instead of storing it for the winter: consequently they almost reduce themselves to 
starvation. 

Many Natives prefer cutting green flax for mill-owners at ten shillings a ton, and 
firewood for the settlers at six-shillings, than working at their plantations. 132 

In 1880, Major Mair noted that along the banks of the Waipa, particularly around Kopua, 'a large 

quantity of grain was grown' but that the drop in prices forced a significant number of workers to 

search for wage labour. He believed that 'fully four hundred Natives' entered the gum-digging 

industry from Hamilton 'to the shores of the Manukau Harbour' during that year. 133 He went on 

to state that Tawhiao was strongly 'urging' his people 'throughout the King Country' to plant 

crops and that in Aotea he was trying to raise money to repair a water driven flour mill (for which 

he had employed European workers). In addition, as already noted, from the mid 1870s, 

substantial numbers of Maori in and around the aukati desired and were employed in waged 

labour on road construction around the district. The desire for wage labour can be interpreted as 

evidence of a changing economic situation within the Rohe Potae, perhaps demonstrating the 

increasing pressure to seek capital by means other than staple crop agriculture, and the increasing 

pull of the cash economy outside the aukati. 

Perhaps most significantly, it can be interpreted that pressure was growing for Rohe Potae Maori 

to utilise the economic opportunities offered through their land. As noted the Native Land Court 

began operating around the boundaries of the Rohe Potae during the 1870s making it 

increasingly difficult for the hapu and iwi of the Rohe Potae to maintain the Kingitanga boycott 

of the Court (and therefore associated purchasing) due to the risk of losing interests in fringe 

block to Court applicants in surrounding districts. Adding to this pressure, as Marr has noted in 

preliminary research, some recognised that the secure legal title offered by the Court process 

could possibly be used to protect their land, but also to sell or lease selected land, with leasing in 

particular appearing to present the best opportunity for long term economic stability.134 

An essential aspect of these economic opportunities, from a Rohe Potae leadership perspective, 

was the need to retain control over the process of engagement with settler society, which ever 

course was taken. In other words, to manage, the increasingly powerful, and seemingly inevitable, 

process of European settlement, including the public works program but most importantly the 
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Native Land Court process. 135 This was necessary in order to maintain their chiefly authority and 

to ensure that their communities would benefit from the economic opportunities that 

engagement with settler society could offer. A failure to retain political control over the process 

would result in the economic marginalisation in other regions, which Rohe Potae hapu and iwi 

had witnessed. 136 As Tawhiao made dear to Grey and Sheehan in 1878 during negotiations held 

at Hikurangi: 

Let the Europeans living on this Island go back to the opposite side of the river. Let them 
have the management of the other side, and let me and the chiefs of the Natives manage 
this side ... If any person is desirous that roads should be made, I say no, I will not agree. 
I say let them first come to me, because the decision rests with me. It can only be done 
by first consulting me. Look to me. Another thing is, if anyone wishes Europeans to 
survey land, I will not agree unless they first come to me, because I have the 
management. The last thing I have to say is this: If anyone leases or sells land now I will 
not agree. That is what I have to say. Lastly, I will not agree. But what I would like the 
most is that I should always be first consulted. Let me be recognized as the person who 
has the power to settle these things. The right rests with me. 137 

Although Tawhiao still insisted on the return of his confiscated lands, one theme of his message 

to Grey was that he 'and the chiefs' were not necessarily against public works, surveys, sales and 

leases, but unless they retained control over these processes these things would never occur in 

the district. The 'power to settle these things' must remain in the hands of the Rohe Potae 

leadership. 

Grey and Sheehan, Tawhiao and Rewi 

It is within this context of growing pressure for the opening of the King Country, including 

legislation for the completion of a North Island main trunk, a series of meetings involving 

Sheehan and Sir George Grey and Rohe Potae leadership were held between 1878 and 1879. As 

with the earlier negotiations with McLean, Marr's political engagement report will provide a 

detailed analysis of these negotiations. Significantly, in terms of this report, the railway began to 

emerge more clearly during these negotiations as an issue for both parties, contributing to the 

collapse of discussions in 1879. 

135 Man:, Waimarino, p103. 
136 Man:, Waimarino, pl03. 
137 AJHR 1878, G3, p19. 

42 



.n • 
Figure 5: R8wiMtmiapoto 1879 (A1LF21.45811fz) 

At Hikurangi in May 1878, negotiations opened with Grey and Sheehan offering to return some 

land to Tawhiao in the Waikato. Following this hui, Grey and Sheehan responded to an invitation 

to meet Rewi Maniapoto (who had been absent from Hikurangi) separately at Waitara in June 

1878.138 Although no substantial agreements were made at Waitara, Rewi Maniapoto and Grey 

emphasised that peace was now possible between the two peoples.139 In addition, Rewi, at this 

time, appears to have become increasing enamoured with the idea of a railway, while still 

remaining firmly against land selling and the Native Land Court. J.lO It was in this context of 

seemingly rapid progress in the south-west of the district (Mokau) including the Rewi 

l38 For reports on both meeting see,A]HR 1878, G3, ppl-71. 
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Maniapoto led negotiations, the Jones lease in Mokau Mohakatino block and the opening of the 

Mokau River to Europeans (the steamer Maid c!fMokatl) - that 1878 Railway Construction 

Act was passed in August authorising the western line from Te Awamutu via Mokau and Waitara 

to Inglewood. 141 However, in May 1879, at a meeting at Kopua, the negotiations collapsed 

when Taiwhiao rejected the Government offer by not attending a proposed hill. At the end of 

the hill, Grey formally withdrew the offer he made to Tawhiao at Hikurangi.142 Importantly, 

Rewi's unilateral hill at Waitara and concern that the railway would be constructed without Rohe 

Potae Maori consent (due to the passing of the Railway Construction Act) were amongst the 

issues raised. 143 Grey responded that the Act had been passed 'with the least intention of 

attempting to make a railway, until the chiefs had agreed to such a thing'.l44 

In 1880, due to the failure of negotiations and the deteriorating economic situation, any 

immediate plans for the completion of a North Island main trunk to Taranaki were abandoned. 

The new Hall Government fotmed a commission of enquiry to investigate the economic 

feasibility of Government proposed railway lines as part of a wider programme of retrenchment. 

The Te Awamutu-Mokau-Inglewood tailway authorised by the Grey Government in 1878 was 

among the lines which wete to be abandoned for the foreseeable future. The commission report 

stated of the proposed railway: 'As the country thtough which it has been projected to carry this 

line is all in the hands of the Natives, and as little or nothing is known of its character from an 

engineering point of view, we are not prepared to advise that it should be proceeded with.'145 

Despite no planned route for a North Island main trunk, the line south from Auckland was by 

May 1880 opened for traffic to Te Awamutu dose to the Puniu River, the boundary of the 

aukati. 146 

Conclusion 

The second half of the nineteenth century witnessed a rapid expansion of railway construction in 

many parts of the globe, often in aid of European colonisation. New Zealand was no exception. 

Vogel's ptogram for the development of the colony's infrastructure, with the construction of 

trunk railways as its backbone, aimed to inject capital into immigration and public works in order 

140 Parsonson, pp49-50. 
141 AJHR 1878, G3, p46. 
142 AJHR 1879, G2, pp1-16. 
143 AJHR 1879, G2, pp12, 15-16. Other issued included the road being constructed to Raglan and suspicion of the 
integrity of Grey's offer to rerurn land in the Waikato. After the collapse of negotiations with the Kingitanga, Grey 
and Sheehan continued to pursue Rem Maniapoto for separate agreement, however the attempt was largely fruitless. 
144 AJHR 1879, G2, pp12, 15-16. 
145 AJHR 1880, E3, pvii. 
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to open more land for European settlement, encourage economic growth and reduce the chance 

of further conflict with Maori through the spread of 'civilisation'. In other words, the program 

aimed to resume and complete the European settlement of New Zealand (largely the North 

Island) and reinforce Government authority in areas where their control was still limited (or 

nonexistent). During this decade massive spending on infrastructure, Government officials 

and politicians promoted public works to Maori as beneficial to their communities, while 

underplaying their role in European settlement. 

From its early imaginings, a trunk railway in the North Island was envisioned by settlers, officials 

and politicians as a means of opening the central North Island's land and resources to European 

settlement. Between 1870 and 1880 the increasingly centralised control of public works 

construction, and the growth in North Island population and settlement generally, had placed the 

Government in a stronger position to construct a North Island trunk railway. During this decade, 

officials and politicians believed the potential railway was likely to connect Auckland with 

Taranaki. These same developments had also increased the political pressure to open the interior 

of the North Island to settlement. At this time the Government appears to have intensified its 

deliberate policy of public works construction and Native Land Court activity on the fringes of 

the aukati, a process which will be further explored in Marr's political engagement report. In the 

face of such pressure, Rohe Potae leadership maintained efforts to control their rohe, including 

continued rejection of the Court and dialogue with the Government over issues of importance to 

the district. Although more research is required, some evidence suggests that pressure was 

increasing within the aukati to seek new forms of economic opportunity, including the possibility 

of leasing land. However, it was essential, from a Rohe Potae leadership perspective that any 

economic development through increased engagement with settler society remained firmly under 

their control. By the end of the decade, the Rohe Potae was still closed to unwanted European 

influence. In 1880, the railway was opened for traffic from Aucldand to Te Awamutu, on the 

edge of the aukati, a symbol of the significant issue that the construction of a trunk railway in the 

North Island was emerging into. 

146 Fletcher, pp71-72. 
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Chapter Two: The Negotiations for the NIMT, 1881-1885 

Introduction 

Chapter two identifies the specific agreements and understandings reached between Rohe Potae 

hapu and iwi and the Government regarding the construction and operation of the NIMr. These 

agreements were reached between 1881 and 1885 in a complex series of negotiations covering a 

wide range of issues that affected the district. In order to provide context for the dose 

examination of evidence concerning the specific agreements regarding the NIMr, this chapter 

provides a summary of these wider negotiations. This summary is based largely on existing 

research, and it is understood that later casebook research will further develop the understanding 

of the negotiations generally specifically Marr's political engagement 1865-1913 report. In other 

words, this chapter focuses on establishing what agreements were made regarding the railway, 

leaving later research to provide a comprehensive narrative of the negotiations and an analysis of 

the broader political issues they involved. As the research commission specifies, one broader 

political issue examined in some detail is the relationship between the development of the NIMT 

and the Government's land purchasing and settlement policies. However, before full conclusions 

can be drawn on this question, comprehensive research is still required from the various land and 

political engagement reports yet to be completed for this inquiry. 

It should also be noted this chapter is not only concerned with the specific understandings 

reached regarding how the Government would construct and operate the railway in the district, 

but also how officials and politicians promoted the railway to Rohe Potae Maori. In particular, it 

identifies that Government politicians and officials emphasised that the NIMT would provide 

long term economic benefits. These incentives are significant as they were the foundation upon 

which the specific agreements regarding construction were reached. An understanding of both 

the assurances concerning the long term economic benefits and the specific agreements regarding 

construction is dearly important to considerations of the extent to which the Government 

fulfilled its obligations concerning the railway, an issued addressed later in the report. 
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Figure 6: Te I0liti Pa' 1884 (.AIL 1/ 2-045724-F) 

The reopening of negotiations with the Kingitanga 

After the disappointment of Sheehan's efforts as Native Minister and the growing demand for 

change Native policy, the Hall Government appointed John Bryce to the role. As '\.\i'ith 

Sheehan before him, expectation was for Bryce to reduce expenditure through staff reductions 

and the general role of the department, ultimately planning for the eventual closure of what was 

perceived to be an oversized and decadent Government agency.147 As Marl' notes, Bryce 

promised to crack down on the gro'\.\i'ing resistance ofTe Whiti in the Taranaki and passed a 

series oflaws in 1879 and 1880 in order to crush the movement. 148 In November 1881 his policy 

reached its culmination, '\.\i'ith Government troops occupying Te Wbiti's township ofParihaka, 

arresting the leaders and dispersing their followers.149 In '\.\i'ith his overall policy, he also 

believed a 'firmer' hand was required in the I<ing Country, believing Sheehan and Grey had 

'petted them and fondled them [Maori], and shown Kingitanga leaders too much of 'what has 

been mistakenly called kindness.'15o He asserted if more 'fIrmness and justice' had been 

147 Ward, SbollJ ofJ1IJtice, pp280-281. 
148 Marr, PlIblic lf7ork.r, pp 1 06-1 07. 
149 Marr, Pllblic Works, p107. 
150 NZPD 1879, Vo1.32, p358. 
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demonstrated in the negotiations 'the results would have been better for the country', meaning 

for both Maori and European (from his perspective). 151 

Figure 7: JOh!l Bryce (AIL G6754 14) 

151 NZPD 1879, Vo1.32, p358. 
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Figure 8: Tawhiao c.1884 (ATL PA30184) 

Despite the failure of the Grey and Sheehan negotiations, by 1880 it was becoming increasingly 

clear that the IGngitanga isolation was coming to an end.152 Between 1880 and 1881, Kingitanga 

continued to show signs of conciliation (as far as the Government and settlers were concerned). 

Tawhiao began a tour of the Waikato settlements and while at Alexandra in 1881 he laid down 

152 Man, Rohe Polae, p15. 
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his arms to Mair as a gesture of peace.153 In early 1882, Tawhiao made an official visit to 

Auckland, which was perceived to be a major turning point in relations between the Government 

and the Kingitanga by the settler press. 154 In May 1882, a large hui was held at Whatiwhatihoe. 

Marr suggests in preliminary research, that at this meeting Rohe Potae leadership expressed 

support for Tawhiao's proposal for a halt to the pressures on the King Country described in 

chapter one - including Native Land Court activity, surveys and road construction - until some 

form of negotiated agreement had been reached regarding these important issues. iSS 

Following this hui, the Government undertook several legislative steps toward a North Island 

Main trunk, again in the hope of successful negotiations in the I<ing Country. Until this point no 

funds for a North Island trunk had been specifically allocated. In July 1882 the N 01-fu Island 

Main Trunk Loan Bill was put before the House of Representatives. The following debate was 

lengthy and important.156 By 1882 a potential North Island trunk had became a major political 

issue due to its general significance for settlement in the North Island, the controversy 

surrounding the false start of the Railway Construction Act 1878 and the highly publicised failure 

of the Grey and Sheehan negotiations. The increasingly depressed economic situation and its 

implications for large-scale borrowing for public works expansion further fuelled the issue. In 

particular, debate focused on where the limited money available would be allocated (to works in 

the North or South Island). Hence, the successful authorisation for the raising of a £1,000,000 

loan (when necessary) for the construction of a North Island main trunk through the passing of 

the North Island Main Trunk Loan Act in August 1882 represented a major step toward a trunk 

railway. 

At the same time, the Public Works Act 1882 significantly expanded the Government's power to 

acquire Maori land for public works purposes, reflecting Byrce's new 'firmer' Native policy. The 

Act, as described in detail in Chapter four, introduced separate, discriminatory provisions for 

taking and paying compensation for Maori land. These provisions further added to the powers 

(retained in the 1882 Act) for taking and purchasing land for Government Railways set out in the 

1878 Public Works Act. In addition to the Public Works Act 1882, the Govelnment also passed 

153 Ann Paxsonson, 'Te Mana 0 te Kingitanga Maori: A Study ofWaikato-Ngatirnaniapoto Relations during the 
struggle for the King Country, 1878-84', MA Thesis, University of Canterbury, 1972, pp89-95. 
154 Don Loveridge, 'The Crown and the Opening of the King Country 1882-1885', A Report for the Crown Law 
Office, 2006, pp16-17. 
155 Mar!, 'Waimarino', pp104-105;AJHR 1882, G4a, ppl-5. 
156 Gee, pp93-142. 
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in 1882 the Amnesty Act and Native Reserves Act, which it hoped would further aid negotiations 

with the Kingitanga. 157 

With knowledge of the I<ingitanga desire to negotiate expressed at Whatiwhatihoe and equipped 

with the described legislation, Bryce travelled to the I<ing Country in October 1882 to continue 

negotiations. As Marr describes, at the first meeting, which had the formal purpose of opening a 

bridge over the Waipa River, Bryce gave Tawhiao a gold medal that allowed him a lifelong pass 

for railways in New Zealand. ISS The gesture was perhaps an indication that the Government 

wanted to secure Rohe Potae consent for the NIMT quickly. Following these introductions, a 

sedes of meetings between Bryce, Tawhiao, Wahanui and other leading chiefs of the Rohe Potae 

were held. At the conclusion of these meetings, Bryce made Tawhiao a personal offer: to return 

portions of his land; construct him a house; provide a £400 annual pension; and to mal{e him an 

assessor of the Resident Magistrate's Court, an assessor of the Native Land Court, a Justice of the 

Peace and a Member of the Legislative Council.159 

Tawhiao and the I<ingitanga leadership rejected Bryce's proposals at the following meeting.160 As 

Loveridge points out, Bryce was forceful at this meeting, stressing that the offer would be 

permanently withdrawn if not accepted, and he refused to discuss further issues at any length 

with Wahanui.161 Significantly, from this time, Tawhiao and the I<ingitanga played a limited role 

in the negotiations regarding the NIMI'. After this meeting an 'interior alliance' of chiefs, as Mart 

defines it, rose to prominence with Ngati Maniapoto's Wahanui as their representative. The 

following iwi were represented in the alliance, Northern Whanganui, Ngati Maniapoto, Ngati 

Tuwharetoa, Ngati Hikaito, Raukawa. 162 The political motivations and the implications of this 

development will be fully explored in Matt's political engagement 1865-1913 report. 

151 Loveridge, pp38-41. 
158 Man, 'Waimarino', pl06. 
159 Loveridge, p46. 
160 Loveridge, pp49-51. 
161 Loveridge, pp50-51. 
162 Marr, 'Waimarino', ppl07-108. 

51 



Figure 9: If7ahamti 1885 (F91903 V2) 

The agreement for preliminary exploration of potential routes for the NIMT 

In spite of the breakdown of negotiations, the Government attempted to proceed with 

preparations for railway construction and the general opening of the district. In December 1882, 

the Government announced plans for a township and occupation of the Crown lands on the 

northern side of I<awhia Harbour and also that a block of Crown land in the Mokau region 
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would be put up for sale. 163 In early February 1883, Bryce visited Kawhia to observe the progress 

of the township. 164 At the same time, the Government began to use the Amnesty Act of 1882 to 

officially pardon selected chiefs. Most prominently, the pardoning included Te Kooti, who had 

taken refuge in the I<ing Country.165 Based on the confidence gained by the actions at Kawhia, 

Bryce also authorised the exploration of a potential railway route via Mokau to Waitara (western 

route) and triangulation surveys of the I<ing Country. 166 Bryce employed Charles Hursthouse to 

conduct the railway exploration. In March 1883, newspapers also reported the District Surveyor 

Lawrence Cussen was on his way to commence a 'Trigonometric' survey of the I<ing Country.167 

In mid March 1883, Hursthouse attempted to travel south from Alexandra up the Waipa, where 

upon reaching Otorohanga his group was met by a large party of Maniapoto who forced them to 

turn back. 168 

As a consequence of the obstruction of Hursthouse's party, Bryce immediately travelled to 

Whatiwhatihoe to negotiate their passage. According to the TPaikato Timu, Bryce met with Ngati 

Maniapoto chiefs, including Wahanui, on 16 March 1883. Bryce explained that the survey was a 

preliminary exploration of a possible route for the railway and that no actual surveys and 

construction work would begin until after further consultation. Blyce was reported to have 

stressed there would be 'plenty of time to discuss these matters' before fOlmal survey, by which 

time local hapu and iwi 'would have learned to appreciate the advantages which the railway would 

bring them.'169 As already noted in chapter one, the idea that the railway would be beneficial to 

Rohe Potae Maori was a common incentive used by Government officials and politicians 

throughout the negotiations. The TPaikato Times reported that the 'agreement with Mt Bryce was 

put in writing, and signed by the chiefs present.'170 At later discussions in 1885, the interior chiefs 

asserted the understanding reached at this meeting was the fitst stage of the agreement for the 

NIMT.171 

In a letter written to Bryce dated 16 March 1883, Wahanui expressed his concern that 

Hursthouse's exploration was connected to land issues, including the introduction of the Native 

Land Court. Wahanui confirmed that he would allow 'your man [Hursthouse], to conduct a 

163 Loveridge, pp59-61;AJHR 1883, A8, p1. 
104 Loveridge, pp60-61. 
165 AJHR 1883, A8, ppl-3. 
166 AJHR 1883, A8, p3; Loveridge, p63 
167 Loveridge, p63; AJHR 1883, C3, Appendix 'Auckland', p1. 
168 Loveridge, p64. 
169 ll7aikato TilJleJ, 11 March 1883, p2. 
170 ll7aikato TilJleJ, 17 March 1883, p2. 
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survey, but warned that he was not to stray from the path specified, suggesting concern that the 

exploration had wider settlement objectives. Possibly referring to the Native Land Court, he also 

requested that 'you will not grant applications for surveys within our district' until he had further 

discussed the matter with his people. He then added that a petition would soon be sent 'praying 

you and your Parliament to past a satisfactory law for the lands of the Ngatimaniapoto,.172 Bryce's 

reply of the same day emphasised that 'my man [Hursthouse] is only going on one duty namely 

the exploration of railway routes'. In addition, while reiterating his insistence on the Native Land 

Court, he stated '[i]n the hope that this will be done shortly, I will keep back minor surveys for a 

time.' He ended his reply by stating he looked forward to reading the petition and that he would 

seriously consider it. In this way, it appears Biyce attempted to reassure Wahanui that surveys for 

the NIMT were not related to other surveys concerning the Court or land generally, a major 

concern of Rohe Potae Maori. 

Over the following months it appears that Wahanui and the interior alliance leadership had 

consented to the exploration of the western railway route, but still desired other pressures on the 

King Country to cease until further discussions were held on those issues. These pressures 

included the planned Trig surveys, public works construction, and Native Land Court activity and 

associated land speculation. On 20 March 1883, Hursthouse again attempted to move south 

down the Waipa. On this occasion, the prophet Te Mahuki and his followers took his party 

captive. After supporters ofWahanui had freed Hursthouse, a private meeting was held on the 29 

March between Bryce and Wahanui and other chiefs. At this meeting it appears that the chiefs 

requested that Bryce's plans for a triangulation survey be halted, which Bryce confirmed was the 

understanding reached at a later meeting in December 1883.173 Soon after, in a letter reportedly 

written by Wahanui to 'M! Sherrin' published in the TVhal1ga111d Herald, he further expressed his 

desire for the 'government' and 'lawyers' 'bearing toward' the Rohe Potae to stop. He requested 

that Bryce 'cease, settle yourself down, and let us have time, so that our minds may be settled, 

and it will be settled.,174 

The 1883 petition and the agreement for the survey of the external boundary 

On 26 June 1883, a petition written by leaders representing Ngati Maniapoto, Raukawa, 

Tuwharetoa and Whanganui iwi was presented to Parliament expressing their desire to negotiate 

171 AJHR 1885, G1, pp13-14. 
172 Wahanui to Bryce, 16 March 1883, NO 83/1097 lY1A 23/5 Te Makuhl, ANZ Wellington. Supporting Papers, 
pp430.432. 
173 Waikato Times, 17 March 1883, p2. 
17.j nVhallgamti Herald, 16 April 1883, p2; Waikato Times, 17 April 1883, p3. 
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reforms to Maori land legislation in order to open the King Country in a way that would ensure 

benefit for their iwi. In terms of the negotiations for a North Island main trunk, the Petition was 

important as it demonstrated the interior alliance's awareness of the economic benefits possible 

for European and Maori through the construction of the NIMT (and that the possible benefits 

continued to be stressed to them by European officials). The petition stated that if any benefits 

were to be gained from opening the district they were only desirable if land could be retained: 

'We are not oblivious of the advantages to be derived from roads, railways, and other desirable 

works of the Europeans ... but our lands are preferable to them all.'175 The Petition requested 

fundamental reform to the Native Land Court system: an end to fraudulent behaviour of 

'lawyers' and 'speculators Oand-swallowers),; that their land be made inalienable by sale; and that 

tribal and hapu boundaries as well as individual interests be determined by themselves. If these 

requests were met the petitioners were willing to open the land for settlement and public works 

construction: 

There is no desire on our part to keep the lands within our boundaries described in this 
petition locked up from Europeans, or to prevent leasing, or roads from being made 
therein, or other public works being constructed, but it is our desire that the present 
practices that are being carried on at the Land Courts should be abolished.176 

The petition made clear that Rohe Potae Maori would not open their lands to selected public 

works and leasing until they gained the desired reforms to the Native Land Court and its 

associated legislation. In this way, the interior alliance aimed to maintain control or manage the 

opening of the district, using concessions on potentially mutually beneficial leasing and road and 

railway construction, most notably a NIMT, as leverage to gain substantial reform in Maori land 

administration. 

After the petition, negotiations entered a period that concentrated on the broader political 

demands of the interior alliance. Marr's political engagement report will provide a detailed 

analysis of Government response to the petition, which included the Native Committees Act 

1883 and Native Land Laws Amendment Act 1883. Following the passing of this legislation, in 

November and December 1883 an important meeting was held where the interior alliance agreed 

to sign an application for a Native Land Court investigation on the understanding this would 

begin with a survey of the external boundary of the Rohe Potae. 177 The exact nature of what was 

agreed to at this meeting is contentious and will be examined by Marr in detail. 

175 AJHR 1883,J1, p1. 
176 AJHR 1883,J1, p2. 
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Simultaneously, from mid-1883, apparently on the basis of the March 1883 agreement for 

Hursthouse's survey of a western railway route, exploration began of a central route, eastern 

route and an additional western Stratford route (see Figure 10). Engineer-in-Charge of the North 

Island, John Rochfort, conducted the exploration of the central route, encountering strong 

resistance. In particular, the local hapu/iwi of the Upper Whanganui and Tuhua lands in the 

southern part of the Rohe Potae resisted Rochfort's efforts as he attempted to proceed north 

from Marton through the interior. 178 According to Rochfort's report, the obstruction was 

particularly strong around Taumarunui, where Wahanui had established several 'aukatis' up to six 

months prior to his arrival. 179 Rochfort made no further progress until Bryce and Wahanui and 

the other chiefs had met in November and December 1883 ( described above), after which his 

report stated he was able to complete the exploration. 180 

To minimise the risk of further obstruction, Rochfort and other Government officials promoted 

the potential economic benefit of the railway - while emphasising that they were not surveying 

the land for European settlement - in order to persuade suspicious local hapu. Rochfort reported 

that he reassured some chiefs ofManganui-a-te-Ao that his party had 'nothing to do with the 

land question' and that they 'would be lunatics to stop the railway, which would be of benefit to 

them.'181 Bryce also drafted a letter dated 15 September 1883 for the survey parties to issue to 

local chiefs on their journeys, which stressed the mutual benefits: 

Parliament and Government have agreed to make a railway through the country so that 
the fruits of the earth may pass to and fro. This will be of great advantage to both races, 
but especially to you whose lands will be particularly benefited, therefore my earnest 
advice to you is to assist in this great work-182 

Despite Rochfort's assurances that their exploration was not focused on the 'land question', the 

survey reports also detailed the suitability of the land along the routes for settlement as well as its 

coal and timber resources.183 

177 Loveridge, pp105-117; Marr, 'Walmarino', pp129-140. 
178 AJHR 1884, D5, p4. 
179 AJHR 1884, D5, p5. 
180 AJHR 1884, D5, p5. 
181 AJHR 1884, D 5, p4. 
182 John Bryce to 'the Clriefs of the Maori People', 15 September 1883, NO 83/2912, MA 13 75 43(a) I<ing Country 
Special File No. 61 - correspondence, reports, compensation, labour and meetings relating to North Island Trunk 
Railway in Maori and translated, 1883-1885, p122, ANZ Wellington. Supporting Papers, p52. 
183 AJHR 1884, D5, ppl-13. 
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Figure 10: Explored ROJltes ]or NIMT COl1sidered by tbe Parliamentary Select Committee October 1884. 1 
al1d 2 R W. Holmes and M. Carkeek, 3. J. RocbfiJ1i and 4. G.P. Williams (Fum from AJHR 1884- 16) 

The North Island Main Trunk Railway Committee 1884 and preparations for 
construction 

After the December 1883 agteement to make an application for a Native Land Court 

investigation to survey the external boundary, events began to unfold rapidly within the district, 

with the Government pursuing multiple surveys, construction of roads and preparations for the 

construction of North Island Main t1:unk. Soon after the application for survey, on December 19 

1883, a written agteement for the cost of the survey was reached between the interior alliance and 

Government (represented by Percy Smith). The signed letter stated that the survey of the external 

boundary would cost no more than £1600 and that 'this agteement must not be altered by any 

other arrangement or by any future government,.184 At this meeting, Smith took the opportunity 

to successfully press for the recommencing of the triangulation surveys that Hursthouse had 

attempted to begin in early 1883. As stated, Rochfort also continued his preliminary exploration 

of the central route. Construction on the road between I<awhia and Aotea Harbours and Kawhia 

and Alexandra were also recommenced.1s5 

184 AJHR 1885, G9. 
185 AJHR 1884, G1, p8. 
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In mid-1884, a new Robert Stout and Vogel led Government was formed, with John Ballance 

replacing Bryce as Native Minister. Generally Ballance was an advocate of greater state 

involvement in the purchase and development of land, an idea that was growing in currency at 

this time. It was believed that state involvement would enable more land to be made available to 

European <small settlers' enabling closer settlement of the land, as opposed to private dealing or 

<free trade' in lands which appeared to encourage the development of large estates held by single 

owners. 186 In line with these ideas, Ballance was to continue in the Rohe Potae the previous 

administration's experiments with regional pre-emption embodied in the Thermal-Spring District 

Acts of 1881 and 1883. 

Based on negotiations between Ngati Whakaue and Judge Fenton, the Thermal-Spring Acts had 

restricted private alienations over areas of Maori land surrounding Rotorua. Showing some 

similarities to events in the Rohe Potae, the negotiations and consequent legislation were based 

on a Ngati Whakaue hope to manage the opening of the district to settlement. 1S7 Some Maori 

desired leasing of land rather than sale in order to secure long term economic benefit from 

European settlement.1SS The legislation gave the Government the role of an intermediary 

between Maori and settler in the process, aiming to provide a more systematic approach to 

settlement. 189 The negotiations also included discussions (first private then Government led) that 

involved ceding land for a railway as well as additional land for settlement to aid in paying for 

construction. 190 By 1886, the leasing program initiated by the legislation was already showing 

signs of collapse. In 1889 the Government switched to direct purchasing in the district, which 

pre-emption enabled, acquiring large areas of land, 191 The thermal springs experiment shared 

some similarities with the events in Rohe Potae, with a large area being placed under pre-emption 

and Rohe Potae hapu and iwi and Ngati Whakaue sharing some similar aspirations. Also, the re

introduction of Government pre-emption was to result in large scale Government purchase in 

the Rohe Potae as it did in the Thermal-Spring district, a development that will be described in 

Chapter three of this report. 

In September 1884 a Parliamentary Select Committee (The North Island Main Trunk Railway 

Committee) was formed to <consider and report on the best route for the North Island Main 

186 Marr, Rohe Palae, pp48-49; SeeAJHR 1885, Gl, p2 for example, 
187 Rose, pp125-128. 
188 Rose, pp25-26, 29. 
189 Rose, p126. 
190 Boast, BlfYillg the Lalld, pp169-173; Rose, p129. 
191 Boast, BlfYiJIg the Lalld, p173. 
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Trunk' To ensure the 'objectivity' of the decision, the Committee was to consist of only South 

Island members, and heard evidence concerning the four surveyed lines from a range of 

informants. 192 Before introducing the findings of the Committee to the House of 

Representatives, the Chairman Mr E. Richardson (NIlnister of Public Works) outlined the three 

main criteria considered by the Committee in the selection of the main trunk: 

One point was that the route which should be selected should be one fitted for 
agricultural carriage, and one that would open up the largest amount of land suitable for 
that purpose. Another point was that the line constructed should be as direct as possible, 
and that the grades should be easy as possible, and consequently that it should be a line 
upon which a fait rate of speed could be maintained. And another point of course, which 
they had to keep in view was as far as possible to accommodate any settled population 
which might already be found existing. 193 

As indicated by Richardson, the Committee considered land for settlement a high priority. 

Reflecting these criteria for selection, those questioned by the Committee included Rochfort and 

the surveyors of the additional lines, Chief Surveyor Marchant, Under Secretary of the Native 

Land Purchase Department R.J Gill, Land Purchase Commissioner Major Robert Parris, John 

Sheehan, John Bryce, Wahanui, a local Rangitikei farmer as well as a miner. 

The questioning by the Committee focused on land quality and tenure, extractive resources and 

engineering difficulties (including estitnated costs) of each route. 194 On 13 September and 25 

1884 September, the Committee examined Under SecretalY Gill of the Native Land Purchase 

Department. Gill presented schedules of land blocks that had been purchased by the 

Government (including lists of blocl\:s where transactions were still incomplete) along each route. 

The Committee asked Gill of the potential impact of the Native Land Laws Amendment Act of 

1883 on purchasing activity, in particular the provisions prohibiting transactions prior to Native 

Land Court title investigation.195 Gill asserted that the restrictions did not apply to the 

Government, implicitly suggesting this would not affect negotiations under way and future 

purchasing activity.l% Although these listed blocks were outside the inquiry district, the interview 

with Gill demonstrated that the Committee saw potential Government land purchase as an 

important factor in their decision on a railway route. 

On 17 September 1884, the committee interviewed Wahanui as he was on a formal visit to 

Wellington to meet and discuss land legislation with Native Minister Ballance. The Committee 
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began by asking ifWahanui believed there would be any engineering difficulties building a railway 

through Tuhua country. In reply, Wahanui began by summarising the agreement he had reached 

with Bryce concerning the railway: 

He [Bryce] asked us if we would agree to a line being tried for a railway through that 
country [Tuhua], and we agreed on this understanding: that, when it was decided what 
line there would be, our consent would be formally asked to the line being made. We 
wished that all the final arrangements connected with our lands should be settled first. 197 

Wahanui comment clearly shows that final consent to the railway would not be given until he 

believed the major issues surrounding the administration of their land had been addressed. The 

committee then proceeded to ask him which route had the best land for 'agricultural settlement', 

whether any of his tribal land had passed out of Maori ownership and which line he preferred.198 

Wahanui stressed that he could not give his full consent to the railway until he had consulted his 

people and that he could not speak for other iwi along the planned routes. 199 In reaction to the 

line of questioning regarding land, he emphasised again that full consent would not be given until 

Maori land legislation had been substantially reformed. In reply, the Chairman Richardson stated 

that the Committee could only inquire into the question of the railway route, not the 'other 

questions.'200 Immediately following this, the Committee continued to ask land focused 

questions, agairt asking Wahanui if any of his tribal land on the central route had passed from 

'Native tenure.'201 The Committee's questions, focused on land tenure, quality of soil as well as 

other resources, demonstrated the connection between the railway, European settlement and 

Maori land legislation, which Wahanui correctly recognised, despite the Committee emphasising 

the separation of those issues. Wahanui concluded his examination by stating that if the 'little 

matters that I brought down in my calabash' were 'attended to' he would do everything in his 

'power to assist the Government in carrying out this matter [railway].' Summing up he stated 'It 

will not do for me to give way all at once without some concessions on the other side.'202 

Wahanui's appearance before the Committee agairt underlined the consistent position of the 

interior alliance regarding the railway - there would be no railway until they were guaranteed 

reform to Maori land administration. 
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On 25 September 1884, the Committee examined Bryce. After answering the standard questions 

on the nature of the land along each line and his personal experience of it, Bryce commented 

freely on potential Govemment purchasing or the possibilities of 'getting land from the Maoris', 

an issue that he stated he had given a 'great deal of thought and concern.,203 Bryce did not believe 

that Maori should be treated 'exceptionally' in terms of land legislation and reiterated that the 

railway would increase Maori land value and therefore it would be reasonable to expect that that 

land should contribute to the construction of the line. Bryce asserted that: 'I was quite prepared 

to put that view of the case before the Maoris, as indeed I have done.,204 He went on to comment 

specifically on Government land purchasing, stating: 

As to the purchase of the land by Government, there is an unwillingness on the part of 
Maoris at the present moment to sell the land, and I suppose that, when the route is 
determined, the unwillingness will for a time be increased. I do not apprehend, however, 
that it will last, because, I am rather sorry to say it, the Maoris, in my opinion, are too 
much disposed to sell their land. I think they can be induced to sell the last inch they have 
got in places almost as readily as the first inch; and although at present they profess to be 
unwilling to sell, but prefer leasing, yet I think that will pass away and they will be 
disposed to sell. I should not like to say that the Government could acquire these lands at 
once by purchase. Moreover, there is this difficulty: 1 do not see how they are to go about 
it until the title has been ascertained ... 1 do think that precautionary measures ought to be 
taken to prevent speculators getting hold of the land alongside the railway, and moreover 
the Government ought to make every effort to acquire the land on the neighbourhood of 
the railway before the works actually commence ... 205 

Judging by his comments, it appears Bryce recommended that the Government 'make every 

effort' to acquire the land adjacent to the railway, believing that some form of pre-emption 

should be placed over the land so that it would not be acquired by private interests. \X7hen the 

Committee asked what route he preferred, Bryce concluded that he believed that the central route 

was the most desirable as it opened the most land for settlement and that could be the 'only 

qualification for borrowing money for the construction of railways ... '.206 The Committee's 

criteria for selecting the route and consequent questions suggest there was an expectation 

amongst some politicians and officials that the construction of the N1MT would result in the 

purchase of Maori land for settlement. Bryce's comments were particularly forthright i.n this 

respect. 

On 9 October 1884, the Committee recommended the selection of the central route ere 

Awamutu to Marton). \X7hile addressing the House on the decision, Richardson summarised their 
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reasoning for the decision stressing that the central line had the best balance of all the criteria 

requited of a main trunk. The central line was the most direct route, provided fewer engineering 

difficulties and would result in the opening of more land for settlement than any other line 

(especially with the potential for branch lines), all justified by a reasonable cost.2
0

7 The following 

debate in the House on the Committee's decision largely focused on the merits of the Stratford 

route compared with the Central, which was the other route that the Committee had given 

serious consideration. 208 As had been the case with Public Works throughout the 1870s, one 

thread of the debate focused on which route would provide the best solution to the 'Kative 

difficulty'. Members asserted the railway would spread the Government's authority by dividing 

and making potentially hostile areas of the country accessible.209 The prospect of the 

Government acquiring Maori land for both the track and for settlement was also prominent in 

discussion,210 as Richardson concluded after the House had accepted the recommendation of the 

Committee: 

Several honourable members have referred to the question of securing the Native lands. 
As Chairman of the Committee I understood the feeling of the Committee to be to urge 
the Government to take steps in that direction. My colleague the Native Minister 
[Ballance] has on the Order Paper a Bill [Native Land Settlement Bill] ... which will be 
proceeded with immediately, and which will provide for the settlement of this land after it 
has come into the possession of the Government. 211 

On the same day that the Committee decided on the central route, Ballance introduced the 

Native Land Settlement Bill to the House of Representatives. This Bill was to become the Native 

Land Alienation Restriction Act 1884. Marr has conducted preliminary research on the genesis of 

this legislation in her Waimarino Report, and Marr's political engagement report will explore the 

political impact for the Rohe Potae inquiry. In terms of this report, the Act was imp01tant as it 

laid the foundation for later Government purchase of Maori land within the Te Rohe Potae 

inquhy district, establishing legislative connection between the construction of the NIMT and 

Government purchase and settlement policy. 

The overall stated objective of the Bill was to facilitate the settlement, as the title suggests, of the 

North Island in a way that would satisfy both settler and Maori (according to Ballance). The Bill 

had two major components. Firstly, similarly to the Thermal Springs Acts, the Bill would prohibit 
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any transactions involving Maori lands by private interests within a defined territory, reserving 

this right to the Government. When addressing the House, Ballance first explained this area of 

land as a narrow stretch along the path of the central route. However, this was then extended by 

Ballance to cover a large area of the North Island (over 4 million acres) that he asserted would be 

affected by the construction of the NIMT (see Figure 11). Secondly, the legislation would enable 

Maori to voluntarily vest their land in Government administration in the form of boards (with 

Government appointed commissioners and elected Maori representatives), who would then lease 

or sell the land as the owners desired. 212 
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Figure 11: Railwqy alif!11atiOll restrictio1l area as defiued l?J the Native Ltmd Alimatioll Restriction Act 1884 

Wahanui, in his address to the House regarding the proposed legislation, stated he did not 

approve of the proposed vesting of Maori land under Government administration.213 However, 

according to Ballance, it appears that Wahanui did not object to the restrictions on private land 

transactions.214 Ballance had emphasised that these measures were designed to protect Maori 

lands from private speculators. Accordingly, the land administration sections were removed, 

leaving just the legislation for the restriction area, prompting a change in the title of the Bill to the 

Native Land Alienation Restriction Bill.2ls Ballance explained that the removed land 

administration clauses would be discussed at a later date, as Wahanui and his people desired. 216 

Ballance went on to discuss the future of the land within the alienation restriction area. He 

acknowledged that there was a possibility of gaining 'large concessions' of Maori land in 

'recognition of the value given to their land by the railway', but stressed that no coercion would 

be used in this regard.217 He asserted that 3360 acres would be required for that actual railway and 

that he believed Maori would 'at once come forward and offer to us the whole of the land 

required for the line of the railway,.218 In regard to wider settlement, Ballance described how he 

hoped that the removed land administration clauses (to be discussed further with Rohe Potae 

leadership) would, when implemented, provide the foundation for the opening of the district in a 

way that would balance Maori and settler interests: 219 

I believe now, if we take them [Maori] into our confidence, and show them that the 
object of our administration of their lands, which are dearer to them than anything else in 
the world, is to deal with them fairly and justly, we shall have them co-operating with the 
Government in the administration of their lands, and that before many years are over we 
shall see not only railways, but settlement, spread through their country from one end to 
the other, contributing largely to their own welfare and to the stability and prosperity of 
the colony.220 

Overall, Ballance's statements suggests that, in the first instance, he believed the restriction 

clauses were designed to protect Maori land from private speculators, but that in the long term, 

when a relationship of trust was developed, further settlement of the district was to be achieved 

through his proposed boards. These would enable Maori to sell or lease land with the 
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Government acting as an intermediary. Ballance clearly desired European settlement in the Rohe 

Potae, but hoped that his envisioned boards would provide the mechanism to achieve this in a 

way acceptable to settlers and Maori. 

Importantly, other Members did not necessarily agree with Ballance's proposed Maori land 

administration clauses or his position on settlement in the King Country generally. Bryce's reply 

to Ballance's speech made this clear. Bryce was disappointed 'that the Native Minister has 

apparently not attached more importance to the necessity of making some arrangement with 

Maoris in regard to the land near the proposed trunk railway'.221 And, as he had emphasised 

before the North Island Main TlUnk Committee, he felt Maori were obligated, given the expected 

increase in the value of land, to contribute to the construction of the NIMT through that land.222 

However, as the land administration clauses were removed and to be reintroduced to the House 

at a later date, there was little objection to the creation of an alienation restriction area, 

prohibiting private purchase over a vast area of the North Island. 

Further discussion of the amended Bill by the Legislative Council again described the restriction 

clauses as designed to protect Maori land within the railway area by prohibiting private land 

transactions. 223 Significantly, some members of the Council, saw that the legislation potentially 

enabled Government monopoly of purchasing over a large area of land, and wary of past 

Government dealings with Maori land, called for amendments to restrict Government as well as 

private transactions. 224 These proposed amendments were not implemented and the Bill was 

passed. 

At the same time as this legislative activity, preparations for the construction of the railway were 

commenced. On the 7 November 1884, as the Legislative Council was discussing the Native 

Land Alienation Restd.ction Bill., the Railways Authorisation Act was passed authorising the 

construction of the North Island Main TlUnk along the central route. Significantly, this Act was 

passed before the Rohe Potae leadership had given full consent to the construction of the 

railway, a position Wahanui had made clear in his visit to Wellington. Following the passing of 

the authorising Act preparations for construction began in earnest. The 1885 Public Works 

Department Report states that following the selection of the central line by Parliament the 
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Engineer-in-Chief recruited a large team of surveyors to 'permanently locate the line'. This 

enabled the Public Works Department to call for the first contract tendors for 15 miles of the 

northern end and 13 of the southern by February 1885. 225 Demonstrating further preparations, 

on 20 December 1884 Rochfort wrote to Ballance describing where he believed houses for plate 

layers were required along the line of the railway.226 Expressing concern at these devdopments, 

on 3 December 1884 Ngati Maniapoto chief Taonui wrote to Ballance: 

Friend we are. at a loss to know what wrong we and our people have done that you 
should have ignored us when you commenced Government works in our localities, that 
is, that you should have commenced the construction of the railway before coming to see 
us, the owners of the land, and discussing the matter fully with us in accordance with the 
promise made by Mr Bryce. 227 

Native Agent Wilkinson also relayed these concerns to Ballance.228 Other informants also made 

clear that concerns were being raised regarding the land required for the railway and the 

possibility of compensation.229 It is in this context that in January 1885 Ballance began a tour of 

the North Island to further discuss potential changes to Maori land administration and negotiate 

the final consent for the construction of the railway. 

The final negotiations for the construction of the NIMT 

Ballance began his tour of the North Island on 7 January 1885 in Ranana on the Whanganui 

River. According to the official record of the meeting, Whanganui leaders Major Kemp, Paori 

Kurimate, Hakaria, Whakaheirangi, Te Peehi, Winiata and Aperaniko Taiawhao addressed 

Ballance at this meeting.230 Ballance made a number of general assurances regarding potential 

reform to Native land legislation and possible long-term benefits from the construction of the 

NIMT in upper Whanganui region. In addition, a number of specific agreements were reached 

regarding construction of the railway. Whilst discussing the potential expansion of Native 

Committee powers and his plan to introduce boards to administer Maori land transactions, 

Ballance, as he had in Parliament, stressed that the restriction area was designed to protect Maori 

land from private purchase which would increase in value due to the construction of the 

railway.231 He then went on to state that 'I think, therefore, it is better for the interest of the 
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people that they should lease their land rather than sell it.,232 Ballance then described how the 

boards would facilitate whatever use of the land the Maori owners decided: lease or sale. 233 

In regard to land that the Government might acquire during construction, Ballance assured those 

in attendance that the Government was only interested in a small amount required for the actual 

line. He began by stating that 'Natives should be very glad to welcome this railway through their 

land', again, as previous Government politicians and officials had done, emphasising the 

incentive of economic benefit. 'Land which is worth now not more than five shillings an acre will 

be worth five pounds an acre when the railway runs through the land.'234 He explained that the 

Government would accept gifted land for the railway itself: 'The Government do not ask from 

you any land. If any of the owners of the land over which the railway passes are willing to give 

the land which is the site of the railway, two chains wide, the Government of course will receive 

that land and be thankful for the gift.'235 However, if gifting of land was not forthcoming, 

Ballance asserted the Government would treat Maori the same as Europeans, paying a fair price 

for the land. 'The Government do not wish to take any land not a single acre ofland without 

paying the fair value for that land. The only land they [the Government] want is just sufficient for 

the railway to run upon .. .' 236 Concluding, Ballance also made clear that consttuction work or 

'small contracts' would be offered to Maori for the section of line that was planned to be 

commenced at J'v'fanganui-a-te-Ao.237 

In summary, Ballance, on the foundation of assurances of prosperity and reform to land 

legislation, made specific commitments regarding construction. The later included that the 

Government only sought land required for the railway itself and that a fair price would be paid 

for this land. In addition, construction contracts for Whanganui Maori were to be offered on the 

section to be commenced at the headwaters of the Manganui-o-te-ao River. 

On 4 February 1885, following several other hui, Ballance arrived at Kihikihi, where he made a 

number of assurances to Rohe Potae Maori in respect to the construction of the railway in the 

district. According to the official notes from the meeting, Wahanui, Taonui, Hopa te Rangianini, 

Hitiri te Pairata, Aporo te Taratutu, Te Hoti Tamehana, Manga Rewi Maniapoto,John Onnsby, 
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Te Hauraki, Pineha Tawhaki, James Thomson, Te Rangituatea, Pineaha, Te Hetikiekie and I<ingi 

Hori spoke on behalf of Rohe Potae Maori.238 Wahanui stated during the meeting that Ngati 

Maniapoto, Ngati Raukawa and Whanganui were present, but that Ngati Tuwharetoa was not. 239 

Ballance began the meeting by acknowledging, although he could find no record of it, that Bryce 

had made a 'promise ... that nothing would be done beyond the survey in the matter of the 

railway until a representative of the Government had appeared amongst yoU.'240 Wahanui also 

placed the meeting in the context of previous negotiations with Bryce, stating '[w]hen Mr. Bryce 

took office he made a compact with me, which was signed, that a search for the railway was to be 

made, and, if a suitable line was found he was to return and let me know.,241 (Wahanui had 

described this agreement on his recent visit to Wellington also). He went on to detail the 1883 

petition and subsequent visit to Wellington, made on the request of his people, to attempt to 

reform Maori land legislation, adding that the present meeting was a continuation of that 

discussion. 242 

Following Wahanui, Chairman of the Kawhia Native Committee, John Ormsby then gave a 

presentation of many of the Rohe Potae Maori concerns regarding the district. 243 Ormsby laid out 

Rohe Potae concerns by way of ten points: 

1. The fitst is the Native Land Court. We object to it, and we have shown our 

disapproval of it in the petition. 

2. The roads and the railway. Our objection to them is the fear that we may be rated 

in connection with them. 

3. We ask for extra powers to be given to the Native Committees; and 

4. That it shall not be left for a person to consent or not to take this matter before 

the Committee, but that it shall be compulsory for him to do so. 

5. To adjudicate the lands in favour of hap us, and not individuals. 

6. To have a Committee appointed for each hapu. 

7. For the Boards to conduct all matters relating to sales or leases, as the case may 

be ... Let them the Committees or Boards - be independent of the Government 

or companies. 
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8. Do away "With all prospecting for gold, coal, iron, or any other minerals ... - that is, 

do not allow prospecting for these things to take place during the present time, 

not until things are settled. 

9. That the number of Maori members of the House be increased ... 

10. To have the boundary of the prohibition licensing district rectified, and make the 

prohibition to be enforced in that district very stringent indeed ... 

In reply to 01msby, Ballance made a number of assurances regarding possible reform to Maori 

land legislation and other Government policy. Together, these assurances, if implemented, 

appeared to offer Rohe Potae leadership the means to retain control of the district and utilise the 

economic opportunity offered by the railway. This perspective was reinforced and encouraged by 

Ballance throughout the meeting by presenting the railway as the foundation of future Maori 

prosperity. Principally, Ballance assured Maori that through his proposed legislation they would 

retain control of their land, which would greatly increase in value when the railway was 

constructed. The exact meaning and "Wider implications of these assurances regarding Maori land 

administration are beyond the scope of this report and "Will be comprehensively examined in 

Marr's political engagement 1865-1913 report. However, and most importantly in respect of this 

report, securing these assurances from Ballance appears to have been essential for Rohe Potae 

leadership before they were willing to discuss the specific details and consider their final consent 

to, the construction of the NIMT. 

Ballance proceeded to respond to each of Ormsby's points. As he had in Parliament and at 

Ranana, he began by emphasising that the purpose of the Native Land Restriction Act was to 

protect Maori land from private speculators in order that they would not 'enrich themselves from 

the contemplated approach of the railway'.2+~ After defending the role of the Native Land Court, 

Ballance made assurances regarding the value of the land and Maori retention of it. In respect of 

value, he stated: 

They must know that there are large blocks of land in this country which have really no 
value at all, because there are no roads or railways through them, and if they had to sell 
this land at the present moment they would not receive more than three or four shillings 
an acre, whereas if l-ailways or roads were made through it it [sic] would sell for as many 
pounds an acre. 245 

Follo"Wing this, Ballance confirmed Ormsby's request regarding rates on those lands: 'I do not 

think that land along the line of the railway, or along the roads leading up to the railway, should 

be proclaimed under the [Lands Rating] Act. When the land has been leased or sold, then the 
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time will have come for putting on rates ... ,246 He reinforced this comment by asking John 

Ormsby to send a letter for the record which would be 'binding on future Governments.,247 Next 

Ballance asserted that he planned to expand the power of the Native Committees and that 

together with his proposed Boards more power would be given to Maori to administer their own 

land.248 He then commented that prospectors needed the consent of the Native owners and also 

addressed Rohe Potae grievances regarding the boundary of prohibition in the district. 249 Ballance 

concluded by returning to the restrictions on private purchase, stressing 'that no stronger proof' 

of Government intentions to protect Maori land could be given. 250 He then, significandy, stated 

that the Government also had no interest in large-scale purchasing of Rohe Potae land if Maori 

did not wish to sell: 

With regard to the Government purchase of Native Land, I am anxious that Government 
should not purchase land ... The Bill that we intend to introduce will prevent the 
necessity of the Government acquiring lands, the principal object of the Government 
being to get the land and country settled: and, if the Natives will do that themselves by 
leasing their lands, the Government will assist them and not otherwise interfere. 251 

Ballance emphasised the possibility oflarge-scale leasing of Maori land with Government acting 

as an intermediary in the process. Therefore, through these statements, Ballance had assured 

Rohe Potae leadership that their land would be secure from unwanted private and Government 

purchase and that through consequent legislation Maori would retain power to administer their 

own lands. 

After further discussing a number of issues, Ormsby, astutely aware of the importance of the 

preceding statements by Ballance asked for a written record of these assurances: 

People may, perhaps ask., Which [sic], out of all these ten things which have been brought 
before Mr. Ballance have been really agreed to by him and setded? One thing we are clear 
has been setded by him - that the Rating Act will not be enforced in this district, because 
he has promised to answer a letter which we will write to him stating that it will not be 
done. We, as Maoris, think all the subjects should be included in the letter, not only that 
one, but the whole of them. 252 

In reply to Ormsby, Ballance stated that: 

Those answers are contained in my speeches, with the explanations which I have given, 
and the official report of my speeches will be the very best replies you can get. He will see 
that most of those questions are proposed legislation, and will be dealt with in the Bill 
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which we propose to circulate before the session, so that there will be ample time to 
discuss them amongst yourselves. 253 

Although acknowledging that many of his answers to Ormsby's requests would come in later 

legislation, Ballance's statement clearly confirmed that he considered his comments were an 

indication of Government intent and something Rohe Potae leadership could trust. Believing that 

the most important issues had been addressed, Ballance thought the meeting was drawing to a 

close. 254 However, Rewi and Wahanui insisted that there was still additional business to discuss, 

requesting that Ballance remain for another day.255 

Critically, in terms of this report, on 5 February 1885, it appears the Rohe Potae leadership, 

believing they had reached some understanding regarding the Government's future legislation 

concerning their land, shifted discussion more specifically to the railway. Wahanui began by 

stating that he still needed to consult with those who were absent from the meeting before the 

'final settlement' could take place. 256 Demonstrating that he believed agreement had been reached 

regarding a number of essential concessions, Wahanui stated '[y]esterday you (Ballance] did not 

refuse to us the things that have been refused by two or three previous Governments'. 

Summarising, Ormsby stated 'What we should like would be to have time to discuss the matter 

amongst ourselves, finally settle it, and then hand it over to you. We should like you to state to us 

what your idea is ,vith regard to this railway-line - how much land will be required, an what you 

want us to do in the matter.,251 

Acknowledging Rohe Potae leadership's desire to further discuss 'the question regarding the 

railway' with those absent, Ballance went on to outline what he believed would be Government 

policy, making several specific assurances regarding its construction. In terms of the land required 

for the construction of the line itself, Ballance stated that 'one chain' width would be needed 

except where cuttings were required, in which case he acknowledged two chains might be 

needed. He stated stations would generally need 5 acres or 10 acres when situated in areas with 

the potential for a large settlement. It was stressed that compensation would be paid for this land, 

with Ballance asserting that Maori would be treated the same as Europeans in this respect. 

Alluding to the introduction of the Native Land Court, Ballance stated that compensation would 
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be paid once tide and owners were determined. 256 In response to a statement by Te Rangituatea 

regarding his desire to retain his land, Ballance reconfIrmed that the Government did not intend 

to conduct unwanted large-scale purchase in the district. To conclude he stressed: 'All the 

Government asks is for the land for the railway and roads, and that they shall pay a fait price for 

it. ,259 

Ballance made a number of additional specifIc statements detailing Government intentions 

concerning the environmental impact of the railway and further immediate economic benefIts of 

constLUction. In reply to one speaker's concern that important food sources or mahinga kai might 

be affected by construction, Ballance asserted that care would be taken to avoid any destruction. 

He stated that 'water courses should not be interfered with ... No injury whatever will be done to 

Native land.'260 In reference to a request for construction to avoid a certain area of bush, Ballance 

acknowledged that the course of the railway could not be altered as it would make the line 

unnecessarily long. However, he added that Maori would be paid for timber used in construction, 

and that the railway would improve access to timber enabling it to be sold for the benefIt of 

Maori owners.2Gl Furthermore, Ballance stated that construction contracts would be offered to 

local Maori, providing a direct economic benefIt from the building of the railway.262 

To conclude the meeting, Ballance returned to the foundation of the more specifIc statements of 

policy regarding construction of the NIMT. Namely, that through further consultation and 

legislative reform, Maori would retain power over their own lands and that the railway would 

enormously increase the value of that land.263 In addition, this land, according to Ballance's 

assurances, was secure from unwanted private and Government purchase. 

I have only to say, in conclusion, that not a single Native right will be prejudiced [by the 
construction of the NIMT and road]. As I said yesterday, greater powers will be placed in 
the hands of the Natives to deal with their own land, when [sic] their land will be 
enormously increased in value through the constLUction of this railway and road. 264 

Finally, Ballance underlined the notion of economic opportunity through hyperbole: ' ... let me 

tell you that the money that will come from the construction of this railway Q"IIMIJ will be worth 

all the berries in the world, and the eels, toO.,265 It was then agreed that a month would be given 
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for further discussion and if nothing was heard from the Rohe Potae leadership the terms agreed 

at this meeting would stand. 

During the remaining weeks of February 1885, it appears that the interior alliance held several hui 

to reach a flnal decision on the railway.266 On 27 February 1885, a large hui was held with 

representatives of Ngati Maniapoto, Ngati Raukawa, Ngati Tuwharetoa and Ngati HikairO.267 

Ormsby and Wilkinson both telegraphed Ballance informing him that the railway had been 

agreed to under certain conditions. 268 Ormsby informed Ballance that the iwi had agreed to a line 

one chain wide and that this land should be paid for. He also added it was to be fenced on both 

sides.269 On 4 March, Wahanui sent a letter to Ballance explaining that Rohe Potae Maori agreed 

to allow the railway to proceed. It also demonstrated the desire for further consultation, stating 

that they would like the questions of 'the land required for the railway, the land on either side of 

the railway, and that requited for the stations was deferred until your next visit here.'27o He also 

requested that We would like to tum the first sod ourselves'. In addition, the letter also stated 

that 'the strongest measures' should be taken against illegal prospectors in the district. 271 In reply, 

the Government response stated Premier Stout would conduct the ceremony with the aid of 

Wahanui and the chiefs, and that he would 'shortly proceed to the Waikato for the purpose.' As 

detailed in Chapter four, soon after the flnal agreemel1t, on 2 April 1885 action was taken toward 

acquiting the first sections of land required for the NIMT under the Public Works Act 1882. 

On 15 April 1885, on the south side of the Puniu River, the ceremony to turn the first sod for 

the construction of the NIMT was held. According to official reports, the crowd of Maori and 

settlers was over 1000 in number. 272 The ceremony began with Wahanui turning three sods and 

Premier Stout pushing the wheelbarrow to the end of a timber-plank path where he tipped it out. 

After the formalities of the ceremony, Premier Stout made two speeches, one for the settlers and 

the other to Mao1'i. in attendance. In his speech to the Europeans present he emphasised the 

ceremony as a turning point in New Zealand's Maori-settler relations, a day after which 
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'peaceable relations between Europeans and Maoris' would continue and contribute to 'our 

march of progress'. 273 He then reminded the settlers of their duty to 'educate them, [and] to train 

them [Maori]" before he went on to describe the prohibition of liquor in the district. 274 Stout 

then addressed the Maori present. He described that local Maori were already working on the 

section of line where the ceremony was being conducted. Consistent with Bryce, Ballance and 

other Government officials, Stout stressed the long term economic benefit the railway would 

bring, particularly the increased value that the railway would bring to their land, enabling Maori to 

farm prosperously in the region. 275 'It will mal(e your land more valuable, and the land that you 

don't need, if you wish to lease it you will get more money for it. Besides that, as you get learned 

in farming, you will raise roots, grain and cattle; and you will get more money for these things if 

you have a railway.' 276 

Following Stout several chiefs addressed the Premier and the gathered crowd. Wahanui spoke 

first, acknowledging that the liquor ban in the district should begin at the Pumu. He then stated 

that he wished the NIMT should be named 'Turongo', stressing that only the chain wide strip 

would be called this and that land on either side would not be affected.277 Hopa te Rangianini 

then warned the Government not to take more land than was necessary, particularly not to 

'branch offin the direction of Taupo'. 278 Taonui then expressed his desire for continued 

consultation with Ballance regarding construction and the position of stations.279 To end 

proceedings, Stout confirmed that 'this section should be called Turongo', after which Rewi 

introduced the Premier to his only child and daughter (see title image). 

The Agreements 

On the understanding that there would be further discussion with the Government, the Rohe 

Potae leadership were assured that Maori land legislation would be amended to take their 

concerns into account. Ultimately, through this proposed legislation, Rohe Potae Maori believed 

they would be able to retain and utilise their lands, thus enabling them to secure the economic 

benefit emphasised throughout the negotiations by Government officials and politicians. Matt's 

political engagement report will examine the exact nature of these broader assurances, however in 

terms of this report they are important as they are the foundation upon which the following 
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specific assurances were reached regarding the railway: 

• The railway would bring economic benefits to Rohe Potae hapu and iwi. Principally, the 
value of their land would increase due to the construction of the railway, providing access 
to the land and transportation to markets; 

• government pre-emption had been introduced to protect Maori land from private land 
speculators; 

• the Government did not intend to conduct unwanted large-scale land purchase in the 
district; 

• under the proposed legislation, leasing of Maori land would be sufficient for the 
European settlement of the district; 

• Maori land surrounding the railway would not be rated until leased or sold; 
.. the Government was only interested in acquiring Maori land required for the operation of 

the railway. This was specified as one chain for the track, except where cuttings were 
needed, requiring perhaps two chains. Stations would require 5 acres, except where there 
was the possibility of a large settlement, in which case 10 acres might be needed; 

e compensation would be paid in the same manner as Europeans for any land acquired for 
the construction of the railway. However, in order to do so the Native Land Court would 
need to ascertain the Maori owners of the land; 

1\1 the Government would reserve labour contracts for Rohe Potae Maori to construct the 
railway in their district; 

G watercourses would not be interfered with and adjoining lands would not be damaged 

• any timber used in construction would be paid for; 
.. the NIMT would provide access to commercial timber lands, enabling Rohe Potae Maori 

to gain long term economic benefit from their sale after construction; 
.. the track was to be fenced on both sides; and 
III the section of the NIMT lying within the district was to be called 'Turongo'. 

It should also be noted that several times during the final stages of negotiation Rohe Potae 

leadership expressed a desire for further consultation regarding the railway and the other issues 

affecting the district, underlining that continued dialogue was seen to be important. This was an 

expectation that Ballance had endorsed during the I<i.hikihi meeting, when he advocated 

continued visits to Parliament by Wahanui and ongoing discussion regarding proposed land 

legislation.2so When construction of the railway began, it is clear that Rohe Potae Maori would 

have expected that they would be consulted about the introduction of any policies that departed 

from the agreements reached prior to this time. 
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Conclusion 

After over a decade of unsuccessful negotiations with Rohe Potae leadership to open the district 

to railway construction and settlement, between 1882 and 1885, in several key stages, the 

Government gained consent for construction of the NIMT. It appears that Rohe Potae 

leadership consented to the construction on the understanding that they had reached a number 

of agreements regarding significant reform to the existing Maori land legislation and 

administration of their district as well as some specific arrangements regarding construction of 

the line itself. The confirmation of the former was essential before consent was given to the 

specifics of construction. This reflected Rohe Potae leadership's apparent desire to ensure they 

maintained control over the process of opening their rohe to European settlement. 

The first phase of negotiation began with the reopening of negotiation with Kingitanga 

leadership in 1882. Based on increased Government confidence that Rohe Potae leadership were 

willing to negotiate, in August 1882 an important legislative step was tak:en toward reinitiating 

plans for the construction of a NIMT. The North Island Main Trunk Loan Act 1882 enabled the 

Government to raise a loan of up to £1,000,000 for construction. In 1882, equipped with several 

legislative measures to aid in negotiation, Native Minister Bryce travelled to the King Country to 

reopen discussions with the Kingitanga. After the collapse of these negotiations, Government 

emphasis then shifted from Tawhiao and the Kingitanga to discussions with an 'interior alliance' 

of Rohe Potae Maori, with Ngati Maniapoto chlefWahanui as the principal representative of this 

collective. 

These events were followed by the second phase, centred on an agreement for the exploration of 

a railway line in March 1883. After the collapse of negotiations with the Kingitanga in 1882, the 

Government attempted to proceed with exploratory surveys for possible railway routes, the 

opening of Kawhia, as well as triangulation surveys of the Rohe Potae. However, Rohe Potae 

Maori resisted an attempted exploratory survey of a western route from Te Awamutu via Mokau 

to Waitara by Hursthouse, forcing Native Minister Bryce to negotiate their passage. In March 

1883, at a meeting with Ngati Maniapoto chiefs, including Wahanui, an agreement was reached in 

which the survey for preliminary exploration of a Mokau route was allowed. This was agreed on 

the condition that other surveys were ceased and no detailed surveys for construction or 

construction work would begin until after further consultation on the railway and other reforms. 

During this period of negotiation, Government officials and politicians, in order to gain consent 

for the surveys, emphasised to Rohe Potae Maori that the railway and explorative surveys were 
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separate issues from the wider land issue (which was of great concern to Rohe Potae Maori). This 

was despite clear evidence that the survey parties were also examining the general quality of land 

and availability of resources in the area for settlement. The surveys of three additional routes 

were completed after this agreement was secured. 

The agreement was followed by a period of over a year where negotiations were concentrated on 

potential reforms to Maori land legislation, which included the Government response to the 

Rohe Potae petition of June 1883. The Petition was important as it demonstrated the interior 

alliance's awareness of the economic benefits possible through the construction of the NIMT 

(and public works generally), but underlined that there would be no agreement regarding the 

railway until reform to Maori land administration was guaranteed. In 1884, a select committee 

was appointed to establish the best route for the NIMT. The selection of interviewees and the 

nature of the questioning (focused on land quality and tenure, extractive resources and 

engineering difficulties of each route) demonstrated that the Committee believed the acquisition 

of Maori land for European settlement was an important factor in the selection of the route. The 

debate of the Committee's decision before the house confirmed that there was a corrunon 

expectation amongst many officials and politicians that the construction of the NIMT would, 

through the aid of Government legislation, open vast new areas for European settlement. The 

1884 final report selected a central route, which was authorised for construction by the Railways 

Authorisation Act 1884. 

Also passed in 1884, the Native Land Alienation Restriction Act prohibited private land 

transactions over a large area ofland affected by the construction of the proposed NIMT. At the 

time of its debate before the House, Native Minister Ballance stressed that this measure was 

designed to protect Maori land from private speculators. Ballance appears to have made this 

assertion on the understanding that further legislation (originally contained within the Restriction 

Act) would be passed, and that this legislation would introduce Government controlled boards 

(with voted Maori representatives) to facilitate the wider settlement of the district. Ballance 

believed this measure would function for the benefit of Maori and settler. Not all politicians 

agreed with Ballance's perspective on further settlement, particularly Bryce, who expressed 

concern that not enough effort was being made to attain Maori land for settlement and to finance 

the construction of the NIMT. However, because these land administration clauses had been 

removed from the Act, he had no objection to the restriction on private transactions in the 

railway area. The reassurance that the Restr"iction Act was designed to protect Maori land from 
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private speculators was also emphasised to Wahanui and other Rohe Potae leadership, at this 

time and in consequent hui. This Act was significant as it laid the foundation for Government 

monopoly and later large-scale purchase of Maori land in the Rohe Potae, forming a relationship 

between the construction of the NIMT and Government purchase and settlement policy. 

The final stage of negotiation entailed Native Minister Ballance's tour of the Native provinces in 

early 1885, where over several hui he made assurances regarding potential reform to Maori land 

legislation and a number specific arrangements regarding the construction of the NIMT. 

Preparations for construction were commenced immediately after the passage of the Railways 

Authorisation Act 1884. As this was contrary to what had been agreed with Bryce, Rohe Potae 

leadership expressed concern at these developments and wished to meet with Ballance to discuss 

them. In January and February 1885, at hui held at Ranana and Kihikihi, Ballance assured Rohe 

Potae leadership that, through the expansion of Native Committee powers and the introduction 

of his board system, local hapu and iwi would maintain control of their lands. Ballance also made 

a assurance that Rohe Potae land would be secure from unwanted pressure from private land 

speculators due to the Native Land Alienation Restdction Act and, significantly, that the 

Government was not planning to conduct large-scale purchase in the distdct. highlighted in 

this chapter and the previous chapter, Government officials and politicians emphasised 

throughout the negotiations that the NIMT would bring great economic opportunity to Rohe 

Potae Maod, based pdmarily on the idea that the railway would greatly increase the value of their 

land. In this context, Ballance's statements regarding the retention and administration of land 

take on prime importance as they appeared to assure Rohe Potae leadership that they would be 

able to utilise the economic opportunities offered by the railway. A comprehensive analysis of 

these assurances will be provided by Marr's political engagement 1865-1913 report. However, 

importantly in terms of this report, these assurances regarding land were essential as they laid the 

foundation upon which the Rohe Potae leadership were willing to give consent to the railway. 

After gaining these concessions, the Rohe Potae leadership moved discussion at the hui to issues 

directly surrounding the consttuction of the railway. At this point, Ballance clearly described how 

the Government would proceed with the construction of the NIMT, making a number of 

specific statements regarding future policy. Ballance asserted that one chain was required for the 

line, two chains where cuttings were required, and that 5 to 10 acres would be needed for 

stations. Once the owners had been ascertained by the Native Land Court compensation would 

be paid for this land. He also reiterated that Maori land would not be rated in relation to the 
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railway until sold or leased. 281 Timber used in construction, Ballance stated, would be paid for and 

the line would enable Rohe Potae Maori to utilise this resource in the longer term. A general 

reassurance was made that 'No injury whatever will be done to Native land', in particular that 

effort would be made to protect mahinga kai. Ballance also stated that construction contracts 

would be offered to local Maori, providing a direct economic benefit from the building of the 

railway. 

After further consultation with interior iwi, Rohe Potae leadership consented to the construction 

of the NIMT on the terms specified by Native Minister Ballance at Kihikihi. In the following 

weeks, Rohe Potae leadership expressed their desire for further consultation with the 

Government regarding Maori land legislation and railway construction. On 15 April 1885, the 

'turning of the first sad' ceremony took place south ofTe Awamutu, marking the official 

beginning of the construction of the NIMT in the Rohe Potae. 

281 AJHR 1885, G1, p23. 
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Chapter Three: The Construction of the NIMT and Rohe Potae 
hapu and iwi, 1885-1903 

Introduction 

Chapter three discusses the construction of the NIMT between 1885 and 1903. It will detail 

relevant aspects of the construction process and its immediate impact on the district. In 

particular, the chapter examines the extent to which the agreements reached between Rohe Potae 

leadership and the Government were upheld during the building of the railway. The key issues 

examined in the chapter include: the relationship between construction and Government Maori 

land purchase and settlement policy; Rohe Potae Maori work contracts for building the line; use 

and payment of timber and stone resources requited for construction; impacts on the 

environment and wahi tapu; fencing of the line; as well as the social impact of the influx of 

European workers on Rohe Potae Maori. The chapter also looks at whether there was further 

consultation between the Government and Rohe Potae leadership regarding policy changes 

relating to the railway. 

The construction of the NIMT was a protracted process, taking over 20 years to complete. It was 

not until 7 September 1908 that the first train completed the journey from Wellington to 

Auckland. 2B2 In terms of this report, the opening of the line to Taumarunui in 1903 marks the 

completion of construction within the Te Rohe Potae inquiry district. 283 (Details of the different 

building stages and the dates that these were completed are provided in the Appendix.) As 

described in Chapter two, serious preparation for the construction of the railway began before 

Ballance's final negotiations at KThikihi in Februru:y 1885. After the initial surveys for the 1884 

commission, more detailed surveys were commenced to Hx the exact course of the central route. 

i\lso, the first construction contracts were tendered in early 1885 for the initial 15 miles at the 

northern end and 13 at the southern end. 284 By 1886, work had begun in a number of areas 

within the district, including south of the Puniu River and at Poro-o-tarao (between Te Kuiti and 

Taumarunui), where a long tunnel was requited. 

Government Maori Land Purchase and the construction of the NIMT 

A full narrative and analysis of Government land purchase and settlement policy in the district is 

beyond the scope of this report and will be provided in the nineteenth and twentieth century land 
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reports, as well as Marr's political engagement 1865-1913 report. The following section focuses 

on the construction of the NIMT and its close relationship \Vith Government Maori land 

purchase and settlement policy in the Rohe Potae between 1885 and 1903. Specifically, this 

section examines the Parliamentary response to the assurances made by Ballance at Kihilcihi, 

particularly those made in respect of the land surrounding the railway. In doing so, it documents 

Ballance's rapid move away from those agreements. It then provides an overview of the 

Government purchasing directly related to the NIMT; that is, purchases that were carried out 

using funds allocated to the construction of the railway. However, the process of purchasing 

individual blocks and the subsequent history of these areas after acquisition is not examined. Nor 

does this section provide a full assessment of what type of land was targeted for purchase and 

other patterns associated \Vith these acquisitions, including the price that was paid for this land. 

These issues will be addressed in the land reports commissioned for this inquiry, which will 

document the \Vider Government purchase programme, pursued simultaneously to the 

construction of the railway. 

Ctiticism oj Ballance's statements to Robe Potae Maoti 

In the first session of Parliament following his tour of the North Island and the reaching of an 

agreement regarding the construction of the NIMT, Ballance brought his Native Land 

Disposition Bill before the House (which would be passed as the Native Land Administration 

Act 1886). This Bill contained revised provisions for the establishment of the board system that 

Ballance had originally included in the Native Land Alienation Restriction Act of 1885.285 Its 

stated aim was to facilitate settlement of North Island Maori land, particularly the land 

surrounding the NIMT, through the boards on-selling or leasing land vested under their authority 

in a manner that would be in the 'interests of the Government and in the interest of the Natives 

themselves'.28G This legislation was intended to embody some of Ballance's assurances and Maori 

desires articulated during his recent tour of the North Island. The full genesis, content and 

eventual failure of this legislation will be fully examined in Marr's political engagement and 

Boulton and Husbands' nineteenth century lands reports. 

In terms of this report, it is relevant to note that during the debates surrounding this Bill 

considerable criticism by Members of Parliament was levelled at Ballance's statements made 

during the recent tour of the North Island, particularly the February hui at Kihikihl. Ballance's 

285 NZPD, Vo1.52, p390. 
286 NZPD, VoL52, p393; NZPD, Vol.53, p252. 

81 



assurances made during the tour regarding Government setdement policy and the Native Land 

Disposition Bill were the focus of considerable outrage. In short, Opposition members attacked 

the Government's apparent lack of intent to acquire land for setdement adjacent to the proposed 

course of the NIMT and Ballance's assurances to Rohe Potae leadership that appeared to suggest 

this was not an urgent and prime objective of construction. The criticism demonstrated, as 

Chapters one and two have already illustrated, the Parliamentaty (reflecting electoral) pressure 

exerted on the Government for the speedy opening and settlement of the Rohe Potae. 

Specifically, there was growing demand for large-scale purchase of Maori land within the Rohe 

Potae, which the railway was considered to be making possible. Also importandy, the 

Opposition's attack of Ballance's policy articulated through his statements and assurances made 

on tour, and his party's defence of them, clearly illustrated that contemporary politicians 

considered them a statement of Government intent (as had Maori on the tour). 

On August 31885, during the second reading of the Native Land Disposition Bill, Ormond, an 

opposition member (for Napier), led the criticism of Ballance. In particular, Ormond found 

exception with what he perceived to be 'advice' given to Maori on the tour regarding the opening 

of land adjacent to the railway for setdement. He stated in this regard: 

... we understood that the Native Minister and the Government would, in the recess, 
devote themselves to the acquisition of land in the vicinity of the railway for the purposes 
of settlement and colonization ... 287 

Instead he found that Ballance had told Rohe Potae Maori something quite different, stating that 

the Native Minister had 'given to the Natives injurious advice, calculated, I think, to stop the 

alienation of land by them for the purposes of settlement.,288 After quoting passages relating to 

Ballance's assurances that the Government did not intend large-scale purchasing and that his 

proposed legislation (The Native Land Disposition Bill) would suffice for the settlement of the 

district, Ormond stated that his recollection was that 'we were very anxious to get the land for 

setdement.'289 More specifically Ormond stressed that he disapproved of Ballance's promotion of 

a system of leasing: 

... according to the reports on the table, [Ballance] informs the Natives that a system of 
leasing will be satisfactory; but I deny that such an arrangement as that would be highly 
distasteful to the whole of the European population ... 290 
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He concluded by stressing that he believed this was not the basis that Parliament had agreed to 

the construction of the NIMT: 

If those are the lines upon which the Government understood that this North Island 
Main Trunk Railway was to be proceeded with, and upon which, apparently, the 
Government is carrying it out, they are not the lines which commend themselves to the 
people of the colony, and they are not the lines on which the House consented to the 
work being proceeded with. 291 

Importantly, judging from these statements, Ormond assumed that Ballance's assurances during 

these hui were an indication of Government policy. Ormond concluded that he did not support 

thi li 292 
S po cy. 

Ballance's assurance regarding the rating of land around the railway or roads leading to the 

railway within the Rohe Potae was also criticised by Ormond and other opposition members. 293 

Essentially, Ormond asserted that Ballance's 'promise' was unconstitutional and was a return to 

the 'personal government' of the Native Department under McLean.294 Ormond believed that no 

such promise would be binding on future Governments, despite what Ballance had assured Rohe 

Potae leadership.295 Premier Stout then defended Ballance's statements and his Bill. He pointed 

out that Ballance was actually under a misapprehension and that no special letter was required for 

the exclusion from rating was needed, as the land was already exempt under existing legislation.296 

When criticising Ballance and Stout's defence of his assurances regarding rates, Bryce stated 

significantly: 

But I take leave, for all that, to think that these utterances of Native Minister meant a 
great deal, and, unless I am very much mistal{en, the colony will yet find, to its cost, that 
they do mean a great deal. They are promises, I say, that can never be fulfilled, and, as 
was said by the honourable member for Napier [Ormond], the Native Minister had no 
more right to make them than any member of this House; and they are promises just as 
certain to be broken as that we stand in this House to-night. But we shall suffer for it: it 
will be a reproach to the country that these solemn promises have not been kept, as they 
will certainly be broken. 297 

It is not entirely clear from the context of this statement whether it solely applied to rates or 

more generally to Ballance's statements made on the tour, as he had addressed Ballance's 
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assurance regarding the extension of Native Com:r:n.ittee powers in the initial part of his 

address. 298 However, the statement did clearly demonstrate that Bryce too considered Ballance's 

assurances as significant and an indication of Government intent. The detail and implications of 

the debate surrounding rates will be further examined in the Local Government and Rates Report 

com:r:n.issioned for the Rohe Potae district inquiry. 

Pyke, a member for Dunstan, considered Ballance's assurances a matter of great significance, 

labelling them 'promises', and believed them to be a general condemnation of the Stout-Vogel 

Government.299 He also believed that Ballance had assured Maori not to sell their land and that 

the railway would greatly increase its value: 

Let the honourable members read this document [the transcript of the meetings] and they 
will see that a Minister of the Crown goes among the Natives and tells them that they are 
not to sell their land; that they will have all power to settle civil cases among themselves; 
that the railway will increase the value of their land; and that he shall give them an official 
document to show that their land will not be rated... I say such promises cannot be 
kept. 300 

At the conclusion of the second reading, it was decided that the Bill should be placed before the 

Native Affairs Com:r:n.ittee. 

TPahamti's appcarcmce bifore Native Affairs Committee, 19 Atf!/fst 1885 

On August 191885, the Native Affairs Com:r:n.ittee questioned Wahanui on Ballance's Native 

Land Disposition Bill. Wahanui was in Wellington to continue consultation over legislation and 

potential reform, which Ballance had asserted would follow after the Kihildhi hui. Ormond and 

Ballance were both on the Com:r:n.ittee. Overall the interview was often confused, with Wahanui 

appearing not to provide the clear answers that the Com:r:n.ittee desired. Broadly, Wahanui 

remained critical of the Bill, believing that too much power over Maori land was being vested in 

the Government. The fundamental requirement of any proposed legislation, according to 

Wahanui, was the retention of an element of control or administration of their lands.3m 

Accordingly, Wahanui. recommended some amendments to the Bill, which were attached to the 

minutes of the Com:r:n.ittee.302 Importantly, when faced by considerable pressure by Ormond and 

297 NZPD, Vo1.52, p412. 
298 NZPD, Vo1.52, pp411-412. 
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the Committee regarding the acquisition of land for European settlement adjacent to the railway 

(particularly the cession of land), Wahanui denied that this was the understanding upon which he 

had consented to the railway and that he was unaware that this was the primary objective of 

construction. 

It appears Ormond's earlier criticisms of Ballance in the House informed his questioning of 

Wahanui. In particular, as stated, Ormond focused a considerable portion of questioning on the 

possibility of acquiring land for settlement, both to asceltain ifWahanui believed Ballance's Bill 

would be sufficient for this purpose and if in addition Maori would be willing to cede land.3D3 

Wahanui stressed that Maori were 'easy' to deal with if they were not suspicious of Government 

intent. He provided the example of the Maori initiative to give land required for the track and 

stations without compensation, even though Ballance had stated at the I<ihikihi hui that they 

were entitled to be treated the same as Europeans (receive compensation).304 (Ibis important 

change to the original agreement is examined in detail in Chapter four.) However, significantly, 

Wahanui continued that he did not believe he should be asked to 'state whether the Maoris will 

give the land along the line,.305 

Ormond continued to drive for a direct answer to the question, which Wahanui would not give. 

He bluntly asked: 'Do you know, Wahanui, that the building of that railway has been agreed to 

[by Parliament] mainly for the purpose of getting the country settled; entirely for the purpose of 

getting the country settled?,.30G Wahanui stated he did not know this was the reason, answering in 

full when asked again if Rohe Potae hapu/iwi would cede land: 

I did not know that the railway was to be made with the object or with the understanding 
that the land was to be settled on each side. I thought it was to connect two places, so far 
as to enable people to come from one end of the Island to the other. I have now heard 
for the first time that there is another object in view, and the Europeans look on the land 
on either side of the railway as having become their own. What I mean is this; I never 
understood before that the object of Europeans had in consenting to that railway being 
made was that the Maoris would give or dispose of land on each side of it, or agree to 
such land being settled, or that the real object was the settlement of the land on each 
side.30

? 

It is unlikely that Wahanui thought that there would be no European settlement at all within the 

Rohe Potae after the construction of the railway, as had been made clear in the petition and 

303 AJHR 1885, 12B, p8. 
304 AJHR 1885, 12B, p8, para107. 
305 AJHR 1885, 12B, p8, para107. 
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throughout negotiations. Yet it is clear from this statement that politicians and Government 

officials, including most recently Ballance, had not emphasised settlement adjacent to the railway 

as the primary objective of the NIMT. 

\Vahanui grew frustrated with the consistent questioning on land for settlement adjacent to the 

railway. However, Ormond continued this line of questioning, asking, as a way of underlining to 

Wahanui what he believed to be Maori obligation to provide land for settlement: 'Do you not 

recognize that the railway will give enormous value to the land beyond its present value to the 

railway?,308 To which Wahanui replied ambiguously 'I do not know if it would have that effect at 

all', perhaps to eschew Ormond's argument. Ormond then continued, emphasising what he 

considered the moral obligation: 'If it would have that effect, would you not think that it would 

be a fair thing that the Natives should assist in the disposal of their land, so as to obtain 

settlement along the line?,309 Wahanui then replied in what appeared to be sarcastic manner, 

recognising that the railway was not really being built for the benefit Maori as Ormond was 

alluding: 'I like to laugh over that question for a good while before I answer it. If that railway is 

being made for the benefit of the Maoris, then, I say, it is better to stop it; if it is restricted to the 

Maoris, then let it be stopped.'3lO Ormond appeared to be growing irritated by Wahanui's 

answers, stating: 'But you said just now that you were anxious to assist in the progress of the 

country and in settlement?' To which Wahanui acknowledged.311 Ormond then continued to 

inquire, asking if this was Wahanui's intent would not the cession of land for settlement assist 

that goal. Wahanui replied: 'You keep asking me about land on either side of this railway. I have 

given land for the railway, and I have given land for the stations; yet you keep asking me about 

land on each side.'312 He then stressed that he would answer if he were the owner of all the land 

along the line. 313 

Reassuring Wahanui that his statements would not be held as promises, Ormond continued to try 

to pry an answer from him.314 Ormond ttied nartowing the scope of the question, asking if the 

present Bill was implemented would Maori be prepared to sell and lease land. To which Wahanui 

stated, consistent with the expectation for reform of Maori land legislation assured by Ballance, 

307 AfHR 1885, I2B, p8, pad16. 
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that if a 'unanimous understanding' could be reached between Government and Maori owners 

'perhaps' land would be leased and sold. 315 Ormond then expanded the question to cession of 

land again; 'Do you think that a satisfactoty arrangement might be made between the Governor 

and the tribes for the cession of the land along the railway rather than by the ordinaty macbinety 

of sale?,316 Wahanui replied that he could not answer that question as he was not the owner of all 

the land both interviewer and interviewee were now repeating the same questions and answers. 

Finally, Ormond reiterated that he was only interested in the 'big question' not the issue of 

owners, to which Wahanui concluded, as he had done throughout the interview, he would not 

commit to saying 'such negotiations should be carried on,.317 Questioning then moved on to 

another topic. 

Ballallce ~ response to ollgoing oppositioll criticism 

Ormond's critique of Ballance's Native policy was part of wider attack in the House of the Stout

Vogel Government by the Major Atkinson led Opposition. The broader criticisms of the 

Government were primarily centred on public works expenditure raised by Vogel's financial 

statement of that year. 318 In late August 1885, Atkinson moved for a vote of want of 

confidence.319 The purchase of Maori land for settlement around the NIMT was again an issue in 

the long debate, with Atkinson including in his resolutions that construction should cease until 

500,000 acres had been purchased.320 

On August 28 1885, as part of the debate surrounding the Opposition'S resolutions, Ormond 

continued his criticisms of Ballance, restating his argument to the House. Drawing on his recent 

discussion with Wahanui, he stated of Ballance's assurance that the Government did not intend 

to purchase in the district; 

I have heard it from the greatest chief along that district, Wahanui that never until I 
asked him the question had he heard one word from the Government or from anybody 
that any intention of settlement along that line was entertained.321 

Ormond then stated, reiterating what he considered a Maori obligation: 'I venture to tell them 

[Rohe Potae Maori] that that will come about and that nothing can postpone it, because it is only 

315 AJHR 1885, 12B, p9, p:u:123. 
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fair, and what public policy demands.'322 Ormond generally concluded of the Native tour that 

Ballance 'went among the Natives asking their permission to carry on this railway ... with pleasant 

tall;: and soothing words, asking for consent to the construction of the railway' and 'grievously 

misled the Natives on the subject'.323 

On the same day, in response to Ormond and other member's criticisms, Ballance outlined the 

foundation of his Native policy and defended and further defined his settlement policy. 

Essentially, he believed that a relationship of trust must be formed between Maori and the 

Government and its institutions before settlement could occur.324 He placed his assurances made 

during the tour of the North Island within this context of trust and confidence building. He 

specifically used this logic to defend his assurances regarding the purchase of land for settlement 

adjacent to the railway. 325 He began by asserting that his policy had done more to advance 

settlement than the previous administration by increasing Maori confidence in the Native Land 

Court, which he stated was the first and essential step in acquiring land for settlement:326 

The first step to induce the Natives to bring that land into Court is to establish a feeling 
of confidence in their minds; and unless that confidence is established it may be years 
before there will be any possibility of acquiring any quantity of land for settlement along 
the course of that line of railway. 327 

He detailed how the department had received applications for 1,200,000 acres of Whanganui land 

and 450,000 in the Taupo region to be adjudicated by the Native Land Court and that several 

blocks were under negotiation for purchase and would soon be ready for settlement.328 He also 

reiterated that the Government now held the right of pre-emption over four and half million 

acres of Maori land.329 In reaction to critical comments regarding his advocacy of a leasing system 

and his assurances to Maori that this system would be sufficient for settlement purposes, Ballance 

stressed that he believed purchase to be the best form of alienation for settlement. 'I told the 

House last session, and I do so again, that there is only one safe way of getting land from the 

Natives along the line, and that is through purchase' (The earlier statement that Ballance referred 

to here has not been 10cated.)330 He then went on to state that Atkinson and Ormond's plans for 

purchase were too conservative, he believed that far more land should be acquired by purchase: 
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My idea is this: that, before the railway is completed, in successive stages from time to 
time we ought to have acquired along that line of the railway nearly two million acres for 
the purpose of settlement; and I believe that can be easily done. 

He qualified this plan by stating that this purchase was not immediately possible, emphasising 

that NIMT construction should not be dependent on the purchase of 500,000 acres of land for 

settlement as it would raise 'suspicion in the minds of the Natives'.331 Rather, as the quote 

demonstrated, he advocated 'stages' of purchase. 332 Again, returning to the basis of his policy, he 

believed that Maori willingness to sell would increase as they became convinced that the 

Government was acting 'honestly and fairly.'333 Judging from these statements, Ballance did 

believe the Government would and should conduct large-scale purchasing within the alienation 

restriction area, but only when Maori 'desired' to sell. He hoped that his board system would 

provide the machinery to enable and to guarantee this European settlement by mutual consent.334 

Ballance's statement regarding the intent to and potential scale of Government purchase seems to 

have been inconsistent with what he had conveyed to Rohe Potae Maori only months earlier 

when seeking approval for the construction of the NIMT. During the negotiations Ballance had 

stated that the Government was interested in acquiring some land for settlement but had 

emphasised that this could be by way ofleasing through his proposed boards. However, as just 

described, Ballance's subsequent comments in Parliament were firmly in the direction of 

extensive settlement through the use of purchase in progressive stages. Wahanui's statements 

before the Native Affairs Committee suggests that he was not even aware that land for settlement 

was a primary objective of the NIMT, let alone large-scale purchase in the district. From the 

evidence examined in this report, it is unclear whether Ballance had always intended that land be 

purchased on a large-scale or whether he adopted this position in the face of criticism in 

Parliament. Marr's political engagement report will comprehensively examine Ballance's actions 

and intentions by placing them within the broader context of the negotiations, as a whole, and 

Government policy generally. Importantly for this report, it is clear that Ballance, soon after 

making specific assurances to Rohe Potae leadership regarding land for settlement, took 

significant steps toward negating those agreements. 
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The Native Land Administration Act was passed in August 1886. As Ward points out, during 

that year the Act was to prove unpopular with Maori and Europeans. 335 Many Maori, as Wahanui 

demonstrated, did not want to vest their land in Ballance's Commissioners (Government officials 

appointed to the Boards, who were to sell and lease the land by auction), as they feared they 

would lose full control of their land.336 Many Europeans, as the parliamentary pressure described 

clearly demonstrated, desired land for settlement and considered Ballance's legislation as a 

potential hindrance to acquisition. The failure of Ballance's policies contributed to the fall of the 

Stout-Vogel Government in 1887. Atlci.nson led the new Government and Edwin Mitchelson 

replaced Ballance as Native Minister. 337 Under this new administration, the Native Land 

Administration Act was repealed and a system of direct purchase was restored.338 Significantly, 

although the Native Land Administration Act 1886 was repealed, the prohibition on private 

purchase continued, leaving over four and half million acres within the railway alienation 

restriction area open to Government purchase. (TIle 1886 Act had replaced the Native Land 

Alienation Restriction Act 1885 as the legal mechanism for Government pre-emption.) 

Move toward large-scale Governmellt pllrchase 

Even before the collapse of the Stout-Vogel Ministry, preparations began for the direct purchase 

of land within the railway alienation restriction area. In July 1886, Ballance explained that the 

purpose of an increase of purchase officers, paid by both commission and salary, was to press 

forward purchase in the railway restriction area. It appears that by this stage, weeks before the 

passing of the Native Land Administration Act, and a year after his speech declaring his intention 

to purchase, Ballance and the Government had moved further toward a system of direct 

purchase of individual interests due to increasing pressure to acquire land for settlement quickly: 

Again and again the necessity of acquiring land for the pUlposes of settlement along this 
North Island Trunk Railway has been pressed upon Government, and it is only for 
this that the commission agents have been appointed, and only for the purpose of 
purchasing this land that we have increased the number of Land Purchase officers.339 

Ballance stated that the purchasing of Maori land adjacent to the NIMT was of 'very great 

urgency' and that the 'necessity for acquiring these lands within a reasonable time is a sufficient 
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justification of what we have done,.34o He added that the purchasing was 'really a public work' to 

emphasise its priority above standard land purchase elsewhere.341 

In August 1886, the North Island Main Trunk Railway Loan Application Act was passed. The 

Act was designed, as Vogel described it, to 'secure the expenditure of the North Island Main 

Trunk Loan to the purposes for which it was authorised,.342 Importantly, the Act specified that 

£100,000 of this loan could be used for the purchase of Native land within tlle boundaries 

described in the Native Land Alienation Restriction Act 1884. It stated that 2.5 percent of this 

land should be reserved for 'Education Boards and Hospital and Charitable Aid Boards' with the 

remainder of the land constituting a 'railway reserve'. The profits from the sale and lease of this 

reserve would then be used in the construction of 'the said Main Trunk Railway, and of branch 

railways, tramways, or roads in connection therewith'. According to Vogel's description it was 

envisioned that this 'endowment' would be used primarily to open up the land and resources 

adjacent to the main line, paying for tramways and roads to feed the NIMT.343 

However, before Government land purchase could begin using funds from the NIMT loan 

within the Te Rohe Potae inquiry district the land needed to pass through the Native Land Court. 

In June 1886, the court began sitting at I<ihikihi and later Otorohanga.344 Between 1886 and 

1889, while court was sitting, land already passed through the court in the Whanganui, Taupo, 

Taihape regions within the railway restriction area were the focus of early acquisitions. 

Meanwhile, by 1889 the progress of the court and NIMT construction in Rohe Potae brought the 

Government into a position to begin full-scale purchase within the district. In terms of 

construction, by this time, 34 miles of line were completed to the upper Mokau valiey, in addition 

the Poro-o-tarao section, including tunnel, was nearing completion, leaving just 11 miles to 

connect the twO.345 In 1888, the Native Land Court had began hearings on the subdivision of the 

Rohe Potae 'Aotea' block346 After noting the progress of the court and NIMT construction, 

Native Land Purchase Officer Wilkinson explained in 1889: 

I think, therefore, that the time is now opportune for commencing the purchase of such 
blocks as are suitable for settlement, and the occupation of which by Europeans would 
act as a feeder to the railway. With land-purchase once started on a satisfactory basis, I do 
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not think it will be long before the Crown will have acquired a considerable area of land 
in the King-country which would be thrown open for settlement.347 

By this time, however, most of the initial £1 00,000 raised from the NIMT loan had already been 

spent on purchases in the Taihape, Taupo and Whanganui areas within the railway restriction 

area.348 By 1889, 566,179 acres ofland at a total cost of £71,693 had been acquired within the 

area defined by the Native Land Alienation Restriction Act 1884.349 

As a consequence, the Minister of Public works proposed using another £100,000 of the North 

Island Main Trunk Loan to purchase a 'large area of Native land suitable for settlement ... at both 

ends of the line [NIM1], and within easy reach of it'.350 It was asserted that construction should 

not continue until this proposed purchasing program was complete.351 The original 1886 Act was 

amended in September 1889 to authorise the increased spending, both to commence new 

purchases and complete those which remained incomplete. The North Island Main Trunk Loan 

Application Amendment Act also defined areas within the railway restriction area where new 

purchasing was to be conducted (Section 3(2) as defined in Schedule Two). Section 5 contained 

provision for the continuation of the restrictions on alienation by defining all land within the 

scheduled land as 'Native land' (customary land) as per section 2 of the Native Lands Frauds 

Prevention Act 1881 Amendment for two years. 

Government plans to purchase within the Rohe Potae district inquiry were frustrated however, 

with many Rohe Potae Maori unwilling to sell. Wilkinson's reports between 1890 and 1891 

confirm this reluctance. 352 One factor he used to explain Maori unwillingness to sell was easily 

available wage-labour. For example, in 1890 he stated: 

The above position can, however, only be taken by those Maoris who can afford to wait: 
once let them be really in want of money and then, like many Europeans when placed in 
the same circumstances, they will sell at almost any price; this will, I think, be the case 
when their source of revenue from the sale of flax-cutting, also the sale of rabbit-skins 
and payment for road-making, ceases. 353 

The resistance to purchase is consistent with position taken by Rohe Potae leadership throughout 

negotiations prior to the introduction of the NIMT and the Native Land Court. 
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From 1889 until early 1897, in the context of continuing national economic depression, 

construction of the NIMT was almost at a standstilL35~ The work at Poro-o-tarao was the most 

significant work in the district during this period, with the tunnel being completed in 1891.355 In 

1892 a Select Committee was formed to reinvestigate the original survey routes for the central 

line and the estimated total costs, as the actual cost was growing rapidly. The original surveys and 

the estimates were both found to be incorrect. The new estimate of £2,007,985 provided by the 

committee was significantly higher than the original £1,293,134.356 In regard to the survey routes 

for the NIMT, the committee found some errors in respect to the difficulty of the land to be 

crossed by the central route. The committee remained undecided on whether the main line 

should pass through Stratford or continue, as planned, with the central route with the addition of 

a branch line to Taranaki. In conclusion they recommend construction cease until more surveys 

were conducted and purchase of Maori land was complete. 357 Demonstrating the continued 

connection between rail construction and settlement, a major element in the report's discussion 

of potential lines was the analysis of the soil, geography and natural resources in order to identify 

which line would open the best land for farming and extractive industries.358 As the commission 

recommended, purchasing of Maori land continued within the alienation restriction area. 

Pm"Chase activity increases 

In 1891, the Ballance led Liberal Party was elected to Government (Richard Seddon led the Party 

from 1893). Under their authority, between 1892 and 1894 a considerable amount of purchasing 

within the Rohe Potae was conducted using funds from the NIMT loan. In 1891 a further 

amendment to the North Island Main Trunk Loan Application Act again extended the restriction 

on alienation for another year and, similarly, in 1892 for an additional year. Importantly, it 

should be noted that acquisitions under the NIMT Loan Act were being conducted 

simultaneously with regular purchasing in the district, thus it formed one part of the wider 

purchasing programme underway. Table 1 details Maori land blocks purchased by 1894, including 

acreage acquired and monies spent from the NIMT loan within the Te Rohe Potae inquiry 

district at that time. 

35-1 AJHR 1888, D1, pi. 
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It should be noted Table 1 does not include those purchases conducted using NIMT Loan funds 

that were still incomplete in 1894, and that the subsequent completion of those purchases would 

increase the total acreage and monies spent. 359 In addition, the blocks listed under the 'Taupo' 

and 'Whanganui' districts in the AJHR list from which this table is compiled may also include 

land blocks within the inquiry, and conversely, blocks listed here may lie outside the inquity 

boundary (for example Ohura South).360 However, this table captures the majority of the 

purchases. The total expenditure included in the table includes funds expended under the Native 

Land Purchases Act 1892, which were to be reimbursed from the NIMT Loan when the 

purchasing under the North Island Main Trunk Loan Act and amendments were complete. 

Table 1: Completed GOlJemment ptf11:hases ofMaoli land tlsing NIMT Loan Act monies within the Waikato' 
District in /894361 

Land Block Area (acres) Expenditure 

£ s d 

MllngauikaA 1901 459 13 i 5 
Mangauika No.lA 685 

Kopua No.1, 1B 28 
KopuaNo.lG 250 
KopuaNo.l] 200 369 15 0 

KopuaNo.lP 250 

KopuaNo.lQ 1180 
KopuaNo.lU 1038 

• Whakairoll:o N 004 200 35 

• Kakepuku N o.lA and 5A 86 25 14 8 

Maungru:angi No.1 166 29 2 4 

Ourowhero No.2 1761 392 19 4 

Puketarata No.lA 1 
Puketarata No.lA, No.2 303 
Puketarata No.3A 51 
Puketru:ata NoAA 979 
Puketru:ata No.5A 286 
Puketarata No.6A 327 
Puketarata No.7A 744 
Puketru:ata No.8A 182 1325 2 1 
Puketru:ata No.9A 1157 
Puketru:ata No.llA 51 

Puketru:ata No.14A 5 
Puketarata No.15 30 
Puketarata N 0.17 A 45 

• 

I I 

Puketarata No.18A 35 
Puketarata No.19A i 339 i 

359 For lists of the 'partial' purchases in 1894 see AJHR 1894, D1, pp4-8 (this includes all purchases in the North 
Island). An assessment of the completion of these purchases is dlfficult as from 1895 the AJHR does not include a 
separ:ate table of NIMT loan purchases. In addltion, from 1896 the regulru: purchases do not record if monies were 
used from the NIMT loan. Native land blocks listed as partially purchased using NIMT loan monies in 1894 were 
Hauturu East No.3 and Kakepuku No.3B. 
360 Final information regarding the land blocks within the inquiry district was unavailable at the time of writing. 
361 AJHR 1894, G3, ppl0-11. 
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i Land Block Area (acres) Expenditure 

£ s d 

1 Puketarata No.19B 136 

• Walkowhitiwhiti No.1 1 253 2 6 

1 Mangarapa No.3 400 70 

1 Takotokoraha No.3 549 146 11 7 

I Turoto A No.1 64 
! Turoto B No.1 21 143 10 5 

! Turoto D No.1 64 
Turoto E No.1 577 

• Waiwhakaata No.2 1221 344 10 5 

Wharepuhanga No.1 37767 5542 2 11 

• Mohakatino Parininihi No.1 34945 4401 5 6 

! Waikaukau 4579 752 16 12 

Taurangi 10000 1390 2 6 

· TaurangiNo.1A i 5292 741 15 

Taurangi·No.2 1 2500 326 19 

Taurangi No.5 10000 1309 5 

• Waiaraia 12360 1560 ·7 • 5 
• Umukaimata NoA 11000 1417 19 10 

Umukaimata NoAA 5000 643 18 4 

TaoruaNo.1 1591 238 12 6 
Mangakahikatia No.1 9150 11500 ·5 8 ! 

Ratatatomokia No.2A • 5626 • 831 11 ! 9 

Ohura South K No.5 10000 1196 0 2 

Ohura South L 9730 1703 5 6 

Total 184,853 . 27151 9 ·0 
I 
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Figure 12: Maori Land Panmt' Blocks in which ptlrchases wete carried Otlt tlsil1gfimds raised tmder the Nonh 
Islmzd Mai1l Trlfllk Loan Application Acts mzd ameJ1dme1lts I?J 1894 
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The purchasing occurred in northern blocks of the inquiry district between the Puniu and Waipa 

Rivers and south to Otorohanga, where the NIMT enters and runs south through the inquiry 

district. In addition, substantial purchases were made in the south-western boundary of the 

inquiry district. The above map provides a general indication of the areas in which purchasing 

occurred, with the parent blocks shaded where the tabled land was purchased. The land 

purchased in the north of the inquiry district appears to have been particularly valuable for 

European setdement purposes. Figure 13 shows that d-ris land was sel'Ved by the railway and was 

generally flat. 

Figure 13: Topograpl?J o/'Northem 11lQtliry BOll11dary 

By 1894, the additional NIMT loan funds allocated for Maori land purchase within the alienation 

restriction area had been spent. Indeed, the whole loan raised for construction by the North 

Island Main Trunk Railway Loan Application Act had been exhausted. In regard to the purchase 

of Maori land the Public Works report of that year stated: 'it [the loan] has ... provided us with an 

estate of 1,137,377 acres of freehold, and 129,148 acres ofleasehold land, besides other large 

areas, which have been partially acquired.'362 Although this appears to have marked the end of 

purchasing from the NIMT loan, Government purchases continued throughout the district in the 

362 AJHR 1894, D1, pv. 
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1890s using funds from the general 'Native Lands Purchase Account'. Mart states in preliminary 

research that by 1900, 687,769 out of a possible 1,844,780 acres had been purchased within the 

'Rohe Potae (or Aotea Block),.363 As stated, a full analysis of Government Native Land Court and 

purchasing activity within the Te Rohe Potae inquiry district will be conducted in Boulton and 

Husbands' Nineteenth Century Lands report. The issues of fairness of the price paid to Rohe 

Potae Maori for these lands, as well as the full implications of Government monopoly on 

purchase in the Rohe Potae, will be addressed in detail in these reports. 

While the described Government purchasing was being conducted, construction of the NIMT 

was still proceeding slowly. The Mokau and Poro-o-tarao tunnel sections were completed and 

was opened for traffic on 21 December 1896 carrying service goods for further work on the line 

(it was not officially handed over to the Railways Department until 1901). 364 This meant the 

north end of the railhead now stretched from Auckland to Poro-o-tarao. This progress increased 

the need for a final decision on the route the NIMT would take. By 1899 detailed (re)surveys 

were completed for the central route and three possible lines to Taranalci: the Ngaire, Waitara and 

Awalcino routes. 3uS From this evidence the decision was finally made to proceed with the central 

route, much like the original 1884 commission had proposed, while recommending the Ngaire 

route for a future Taranaki branch line.3M After this decision, combined with an improving 

economic situation, the rate of construction significantly increased. In 1901, another £1,000,000 

Public Works loan was taken by the Government largely to complete the NIMT.367 By 1904, 

regular traffic was running from Aucldand to Taumarunui, the boundary of the Te Rohe Potae 

district inquiry. Four years later the first train ran between Auckland and Wellington. The total 

cost of construction was estimated to be over £2,500,000.368 

Rohe Potae Maori labour contracted for the construction of the NIMT 

As described in Chapter two, in 1885 Ballance stated at Kihikihi and Ranana that construction 

work would be made available to Rohe Potae Maori as a direct economic benefit of construction. 

At Ranana, Ballance had stated that construction work would be available at the section to be 

363 Mar.!:, 'The Alienation of Maori Land in the Rohe Potae (Aotea Block), 1840-1920', Waitangi Tribunal: Rangahaua 
Whanui Series, 1996, p128. 
364 AJHR 1897, D1, pv. 
365 AJHR. 1899, D1, pp10S-117. 
366 Heron, pp82-83, 101. 
367 AJHR 1901, D1, ppi-ii; Christine J ohn80n, Ruth Larsen and Kevin Ramshaw, Mailr Tmllk: Porlrailiif a Rail/lltl)', A 
Celebraliolliif100 Years iifN0I1h Islalld RaiIJvtf), History, Grantham House Publishing in association with Ontrack, 2008, 
p40. 
368 Heron, p104. 
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commenced at the headwaters of the Manganui-o-te-ao River. At Kihikihi Ballance stated 'The 

Government proposes to let the contracts in such a way that the Natives may be able to take 

them. That is to say, that a portion of the line will be let in small contacts, so that the Natives 

themselves may contract and make the line.'369 

As early as December 1884, Wilkinson advised the Under Secretary of the Native Department 

that he recommend 'reserving certain portions of the work along the line' for local Maori. 37o He 

emphasised that Maori had proven themselves very capable of earthwork and bush dearing 

labour. He believed that Maori from the Puniu River south to Te Kuiti and across to Kawhia 

would be 'glad' to take day labour or 'small contracts'. He asserted 'it should be well and politic if 

a desire of that sort were fostered by the Government [amongst Rohe Potae Maori)' as it would 

'serve to make the formation of the line popular with them,.371 In addition, the money would also 

encourage Maori not to 'dispose of their land by taking money advances.,m In January 1885, 

Rochfort suggested that Maori work on the line should not be tendered until after Ballance's tour 

of the North Island.373 

Following Wilkinson's advice, evidence from official sources reveal that Rohe Potae Maori 

received 'small contract' work on the Puruu and Te Kuiti sections of the NHvIT. In Apri11885, 

Premier Stout at the 'turning of the first sod' ceremony noted that Maori had already began to 

work on the line.374 The 1885 Public Works Statement confirmed Stout's comment, stating that 

'Maori resident in the district' were employed through 'small contracts' to work south of the 

Puruu River on '6 miles of the formation works of the northern section'. It went on to add 'the 

works are well in hand; and not only this, but the Natives are pressing the department to let them 

have contracts for further works on the extensions of this line.,375 In addition, 50 Maori were 

reported to be working on a support road across the Puruu River. 376 According to the return of 

the expenditure on the NIMT loan, by March 1886 £9,519 8s 4d had been spent on 'Native and 

petty contracts', including £2,080 iSs still to be paid. The 1887 Chief Engineer's report indicated 

369 AJHR 1885, Gl, p24. 
370 Wilkinson to Under Secretary, Native Department, 2 December 1884, NO 84/3557, MA 13 75 43[b], pp150-151, 
ANZ, Wellington. Supporting Papers, pp53-54. 
371 Wilkinson to Under Secretary, Native Department, 2 December 1884, NO 84/3557, lYrA 13 75 43(b), pp150-151, 
ANZ Wellington. Supporting Papers, pp53-54. 
372 Wilkinson to Under Secretary, Native Department, 2 December 1884, NO 84/3557, MA 13 75 43(b), pp150-151, 
ANZ Wellington. Supporting Papers, pp53-54. 
373 Morpeth to Under Secretary, Native Department, 9 January 1885, NO 85/65, MA 13 75 43(a), p71, ANZ 
Wellington. Supporting Papers, p45. 
374 AJHR 1885, D6, p4. 
375 AJHR 1885, Dl, p4. 
376 AJHR 1885, Dl, p4. 

99 



that part of the formation works on the Te Kuiti section, after the good work shown on the 

Puniu section, was contracted to 120 Maori. 377 He noted that 125,000 cubic yards of earthwork 

were moved for 1s 3d a yard on the Puruu section and 71,000 yards for ls a yard on the Te Kuiti 

section.378 As can be seen from these comments, the work offered to Maori largely consisted of 

heavy labour involved in the formation earthworks for both the track and support roads. 

Discussion of the Government's construction contract policy for Maori in Parliament between 

1885 and 1886 reveals some details as to how the contracts were administered and also that the 

policy received some general criticism. In September 1885, Dr Newman (member for Thomdon), 

questioned the Govelnment as to whether portions of the NIMT presently being made by Maori 

were offered to Europeans through public tender. The Minister of Public Works Richardson, 

replied: 

... certainly not. Six miles of earthworks on this railway were reserved for competition 
amongst the Maoris only; and it would be satisfactory to the House to know that the 
price for which this work had been let to the Maoris was a very fair one compared with 
the price paid to Europeans, and that the work was being carried on so far in a very 

. f: 379 sails actory manner. 

InJune 1886, Newman continued to criticise the Government for its policy, believing that it was 

unfair on the European population to be unable to tend for these contracts in the depressed 

economic climate.380 He justified this with the common assumption that Maori were wealthy 

landlords and did not need the additional money, whereas the European population was carrying 

the weight of interest incurred by the large public work loans: 

It seems to be very hard that Maoris, with plenty of land, should have the privilege of 
obtaining considerable contracts and earning high wages while there are large numbers of 
Europeans unemployed. 381 

Newman placed a motion before the House that these contracts should be offered to both 

European and Maori, which he was sure, if passed, would result in European success in the 

tender process. 382 Richardson stated in defence: 'the letting of these works was matter of policy, 

as it facilitated the carrying of the line through what was called the King-country, and it induced 

the Maoris not throw obstacles in the way of the acquisition of the land required.,383 He 

emphasised that Europeans still conducted the majority of the works and those Maori tenders 

377 AJHR 1887, D1, p33. 
378 AJHR 1887, D1, p33. 
379 NZPD, Vo1.53, p405. 
380 NZPD, Vo1.54, pp354-355. 
381 NZPD, Vo1.54, p355. 
382 NZPD, Vo1.54, p354. 
383 NZPD, Vo1.54, p355. 
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that were too high were refused and re-tendered to Europeans.38~ The motion only just failed 39 

votes to 37, demonstrating that the policy was controversial and did not have widespread 

support. 

By 1888, after the completion of the Puniu and Te Kuiti sections, the policy of reserving 

formation work for Rohe Potae iwi and hapu seems likely to have ceased.385 As stated, in mid-

1887 the initiators of the policy, the Stout-Vogel Government collapsed. Mitchelson replaced 

Richardson as Minister of Public Works and appears to have ended the policy, as no further 

mention was made in later Public Works Statements or Chief-Engineer's reports. In addition, by 

this time, construction was well underway perhaps negating the logic of 'inducing' the complicity 

of Rohe Potae Maoti in the construction of the NIMT, which Richardson had used to defend the 

policy. From the evidence examined for this report, no consultation appears to have been 

undertaken in regard to this change of policy. 

The end of an official policy did not necessarily mean the end of work for Maori in construction 

on the line, however after this point contracts were no longer reserved for Rohe Potae hapu and 

whanau groups specifically, as Ballance had assured Rohe Potae Maori. Maori gangs may have 

still tendered for and won contracts, yet this seems unlikely, given the absence of any evidence of 

such in the official record. On the other hand, individual Maori were possibly members of mixed, 

European-organised labour gangs. 

The 'co-operative' contract system introduced in 1891, under which the majority ofNIMT 

construction was completed, may have further reduced the number of Maori workers. The new 

system attempted to eliminate the 'inefficiencies' of the older system that contracted large firms, 

sometimes overseas-based, to constmct railways. The new system aimed to 'cut out the 

middleman' by eliminating subcontracting or 'petty contracts' which the large firms would tender 

for labour.38G These 'petty contracts' were those likely to be tended for by Maori groups. Under 

the co-operative system the Public Works Department directly employed gangs for these labour 

intensive tasks, while retaining the services of the larger firms for the more technical works. 387 

Historian Peter Gibbons analysis suggests that a large proportion of these 'co-operative' workers, 

3~ NZPD, Vo1.54, pp354-355. 
385 AJHR 1888, Dl, p32. 
386 Hewn, p 136. 
387 Heron, pp131-132. 
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especially during the height ofNIMT construction after 1900, were recent immigrants and other 

setders in need of employment.388 

Use of timber and stone resources 

This section discusses the use of Maori-owned timber and stone resources during the 

construction of the NIMT through the Te Rohe Potae inquiry district. In particular, it examines 

the extent to which the Government fulfilled its obligations to Rohe Potae Maori in respect of 

the agreements reached prior to construction regarding the use of these resources. It looks at 

whether contractors and the Public Works Department negotiated with Maori for the use of 

timber and stone resources and adhered to any arrangements that were reached. 

~:.~ 

Figure 14: Laying the track, (AIL 1/2-041830-F) 

Along with construction work, the supply of timber and stone resources provided an opportunity 

for Maori to derive an immediate economic benefit from the NIMT one that was consistent 

with Ballance's statements regarding the general economic benefit that Rohe Potae Maori would 

enjoy from the railway. Though the use of stone resources was not specifically mentioned during 

388 Peter Gibbons, 'Some New Zealand Navvies: Co-Operative Workers, 1891-1912' in NZJH, vol.11, no.1, 1977, 
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the negotiations, the use of timber was discussed. Speaking at I<i.hikihl on 4 February 1885, 

Aporo Taratutu expressed concern about trees being damaged by the railway and stated that 

Maori should be paid for trees that were cut down, noting that matai might be used for 

sleepers. 389 In response, Ballance stated that Maori would be compensated for any bush damaged 

and would be paid the value of the timber cut down. 39o It appears that Rohe Potae Maori later 

waived any claim for trees that lay in the path of the track. 391 

Timber and stone resources were used extensively by the contractors and the Public Works 

Department during the building of the NIl\1T. Timber was used for a range of purposes, 

including sleepers, culvert and bridge structures, buildings, fences, and firewood for the 

construction workers. Some of this timber was sourced locally from Maori, while other timber 

came from outside the district, including much of the large amount of wood required for 

sleepers. Stone resources were needed principally for ballast - the broken stone or gravel that 

was packed under the rails and around the sleepers. Most of the ballast used during the 

construction of the line through the inquiry district was sourced locally from lands held by Maori. 

Ballast was also needed after construction finished. As sections of line were opened to traffic, 

the Railways Department required significant quantities of ballast for the ongoing maintenance of 

the track. 

During the first stage of construction of the NIMT, carried out between 1885 and 1889, the 

Kawhia Native Committee secured payment for the use of timber and stone resources held by 

Maori. As Chairman, John Ormsby played a prominent role in the work of the Kawhia 

Committee, which was established under the Native Committees Act 1883. Rohe Potae leaders 

envisaged a role for the Committee that would enable Maori to retain significant control of their 

affairs, particularly in respect ofland. During 1885, the I<awhia Committee increasingly began to 

take over the management of the district's affairs. 392 Wilkinson reported that from October to 

December 1885 the Committee had dealt with a number of matters, including fixing prices for 

different classes of timber.393 The Native Agent noted that a considerable quantity of timber was 

being used by railway and other contractors. 

pp55-57. 
389 AJHR 1885, G-l, p23. 
390 AJHR 1885, G-1, p23. 
391 In a letter written to Ballance on 28 September 1886, Wahanui refened to a meeting held at Kibikihl, where the 
Native l\1lnister was told that Maori would give one chain for the track and, where the line passed through forested 
areas, allow trees to be felled within a limited distance of the track. Wahanui to Ballance, 28 September 1886, 
translation, R 3 W2278 2161910/3916/1 part 1, Fencing in main trunk railway, 1880-1907, ANZ Wellington. 
392 Man, 'Waimarino', p215. Supporting Papers, p206. 
393 Wilkinson to Under Secretary, Native Department, 25 May 1886,AJHR 1886, G-1, p4. 
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Initially, the Committee was strongly criticised for the royalties it charged, with settlers and 

contractors claiming that the rates were unreasonable and excessive. 1bis criticism seems to have 

reflected an intolerance of Maori managing and profiting from resources, but may also have been 

due to the charges being out of step with standard rates. On 7 November 1885, the Tl7aikato 

Times reported that the Committee was charging railway contractors for timber, the use of 

paddocks, and for earth required to fill the line.394 The Times described the charges as 

'exorbitant', but stated that Ballance had arranged with the Committee that ordinary market rates 

were to be charged for timber and the use of paddocks, while a fixed price per acre would be paid 

for earth. It had also been agreed that, in the future, the Government and the Committee would 

arrange such issues by arbitration. 

On 17 November 1885, the Times again complained of the timber charges that contractors were 

expected to pay, stating that Maori were becoming 'more extortionate than ever', the Committee 

having decided that is 6d per foot should be paid for all timber cut. 395 In a second report printed 

on 17 November 1885, the Times expressed further disapproval at Maori charging a toll for 

wagons and horsemen crossing the Puniu River and charging for gravel taken from the 

riverbed.39G While the toll charge was believed to have ceased, a royalty of is per cubic yard was 

being charged for gravel. It was noted that this rate was being paid by Isaac Coates, who held the 

contract to build the first section of the railway. Highly critical of the charges, the Times 

suggested that the colony might require the return of Native Minister Bryce and his methods, so 

that Maori did not 'rob people in this way'. 

Though the Times had reported that it had been agreed that the Government would playa role in 

setting future charges by arbitration, there is no evidence that this ever happened. Instead, it 

seems that the Kawhia Committee continued to negotiate &recdy with contractors over charges 

for resources. It is likely that the Committee was mindful that charges that were seen by 

contractors to be unreasonable would give rise to protest and settler demands for Government 

intervention. Ballance seems to have been convinced that the Kawhia Committee would listen to 

reason if their charges were considered excessive. 

39,. IPaikato TiIJICS,7 November 1885, p2. 
395 IFaikato TillJeS, 17 November 1885, 
396 IFaikato TitllCs, 17 November 1885, p2. 
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The Committee was sometimes required to be assertive to ensure that contractors paid royalties 

for local resources used during the initial phase of building the NIMT. For example, sometime 

after J.J. O'Brien had been awarded the contract for building Poro-o-tarao Tunnel in August 

1885, Maori tied up a boat belonging to the contractor because they wanted payment for 

firewood. 397 Later, on 18 March 1886, Ormsby wrote to O'Brien, advising him that the 

Committee had agreed on the charges to be paid for timber required outside the railway line for 

railway purposes.398 The charges were for whole trees, with £3 to be paid for to tara and £1 las 

for matai, rimu, kahikatea, tuwai, and toatoa. Charges for other types of timber were to be 

arranged with local Maori, though the rate was not to exceed las per tree. These charges appear 

to be considerably lower than the rates that had drawn criticism from the Waikato TimBS in 

November 1885.399 Ormsby advised O'Brien that Te Hurinui ofWaimiha had been appointed to 

assess what timber was taken and collect the royalty on behalf of the Committee for the Maori 

owners.400 No evidence concerning the amount of money paid for timber by O'Brien to the 

Committee has been located. 

The Committee was similarly assertive in demanding payment for stone resources. As detailed 

above, a royalty of 1s per cubic yard was being paid by Coates for gravel taken from the bed of 

Puniu River. Sometime after this, the Committee fixed the price of gravel at 1s per yard for 

quantities up to 100 yard and 3d per yard for large quantities, such as required for ballasting.401 

However, it appears that the site where gravel was extracted from the Puniu River was taken 

under the Public Works Act when the first proclamation to take land for the NIMT in the inquiry 

district was signed on 29 April 1886. 402 The land taken by this proclamation included a quarry of 

eight acres located at the confluence of the Puniu River and Mangahana Stream. It is possible 

that the taking of the area was a result of pressure from Coates and settlers, though no evidence 

to confirm this has been located. It appears, however, that Coates may not have extracted much 

gravel from the Puniu River site. In his autobiography, Coates recalled that he initially acquired 

ballast for the line from a quarry near Te Awamutu Station and, as the line progressed south, 

from the Waipa River.403 

397 Fletchet, p136. 
398 Ormsby to O'Brien, 18 March 1886,]ohn Otmsby Letterbook, 1884-1905, Otorohanga Historical Society 
Courthouse Museum. Supporting Papers, p427. 
399 On 7 Novembet 1885, it was xeported that the Committee had raised timber charges after Taonui had sold a rimu 
fox £5. IlVaikato Times, 7 November 1885, p2. 
400 Ormsby to Te Hurinui, 18 Maxch 1886,]ohn Ormsby Lettexbook, 1884-1905, Otorohanga Historical Society 
Courthouse Museum. Suppoxting Papers, p428. 
401 lf7aikato Times, 16 April 1 887, p2. 
402 Neill Zea/a/ld Gazette, 1886, p596. L2125, Railway Plan Book 12, Ontrack. 
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In April 1887, when Coates sought to acquire ballast from the Waipa River, a dispute arose 

before the Kawhia Committee once more negotiated for a royalty to be paid.404 After beginning 

work on the second construction contract, Coates sought a source of ballast that was closer to 

the work than the quarry near Te Awamutu Station. He looked to acquire ballast from a location 

on the Waipa River and negotiated and paid a lump sum to a Maori woman, who claimed to be 

the owner of the land, for access to the site and all the sand, gravel, and ballast that might be 

required for the work:,05 Upon learning of the arrangement, a number of Maori visited the site 

and demanded that work be stopped. Ormsby stated that it was illegal to deal with a single 

individual and claimed that the contractors had two options deal with the Maori through the 

Committee or apply to the Government to have the land proclaimed under the Public Works 

Act.406 A scuffle appears to have then taken place at the quarry, after which the Maori asked 

Willrinson to contact the Government and the police. 

After police had occupied the quarry and Ormsby had visited Auckland to get legal advice, the 

dispute was resolved at a meeting held on 14 April 1887 at Mahaoanui. The meeting was 

attended by Wilkinson, a police constable, Coates and some men under him, and a number of 

Maori, including Ormsby, Wahanui, and Taonui. The Waikato Times reported that the Ma01"i 

speakers stated that they were willing to come to reasonable terms with the contractors, but were 

determined to uphold their rights by force and seize the pit:07 After the contractors accepted 

that the woman they had dealt with had no right to the land, it was agreed that 1s 6d per truck 

should be paid for material taken, which equated to 3d per cubic yard. The money that the 

contractors had paid to the women was accepted as an advance on royalty payments. Ormsby 

told the meeting that the Government should take a lesson from the dispute and in the future 

playa role in mal ring arrangements in similar cases. He also stated that contractors in the future 

should deal only with authorities recognised by the Government, claiming that dealing with 

individuals was unlawful, regardless of whether or not ownership of the land had been 

determined. 

404 Coates, pp121-124. IlVl1ikl1to TiIlIUS, 16 April 1887, p2. 
~05 The two accounts of the dispute provide different details as to the woman's name and the amount she was paid. 
Coates recalls that he paid £40 to a woman called Parehaka, while the JiVl1ikl1to Tilllus stated dlat £15 was received by 
a woman named Ngaonewhero. Coates, p121. JiVl1ikl1to Times, 16 April 1887, p2. 
406 JiVl1ikl1to TbJJeS, 16 April 1887, p2. 
407 Ibid. 
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When construction moved further south, the I<awhia Committee also reached an agreement in 

respect of the gravel required by the contractors who were building the Waitete section,]. and A. 

Anderson. The contractors appear to have understood that they should deal with the Committee 

and no dispute seems to have arisen. In spite of Ballance's earlier assurances and Ormsby's 

comments during the Waipu River dispute, there is no evidence that the Government was 

involved in the discussions. During the negotiations, the contractors requested that the royalty 

for taking gravel from the Mangaokewa River be set at 2d per cubic yard rather than 3d. On 19 

March 1888, Ormsby wrote to the contract manager, advising that it had been agreed that a 

royalty of 2d could be paid on the 15,000 or 18,000 cubic yards of gravel that the contractors 

wished to take for ballast.408 It is unclear how much money the Committee received from Coates 

and the Andersons for gravel. In the case of the Andersons, the Committee would have received 

£125 if 15,000 cubic yards of gravel had been extracted. 

While the I<awhia Committee negotiated and reached agreements with the contractors who were 

involved in the first stage of construction of the NIMT until 1889, it seems that few such 

arrangements were reached with Maori when the Public Works Department carried out the 

second stage of construction from late 1896. This was partly because, by this time, a recognised 

body representing collective tribal interests no longer existed. In June 1888, Wilkinson reported 

that the Native Committees that had been elected in the Waikato District were languishing and 

were expected to collapse altogether. 409 The Native Agent thought this decline resulted primarily 

from the activities of the Court, which inclined individual Maori to manage their own affairs 

rather than look to the Committee. While the I<awhia Committee appears to have played a role 

in determining hapu interests in land, this became seriously undermined when the Government 

began purchasing individual interests from 1890.410 From this time there appears to have been 

little consultation with Rohe Potae Maori regarding the use of timber and stone resources in the 

district. 

It is notable that payment for timber and stone resources lessened at roughly the same time as 

construction work contracts reserved for Rohe Potae Maori. These sources of cash income had 

been identified by Wilkinson as a factor in the slow progress of Government land purchase in the 

408 Ormsby to Robertson, 19 March 1888, John Ormsby Letterbook, 1884-1905, Otorohanga Historical Society 
Courthouse Museum. Supporting Papers, p429. 
409 Wilkinson to Under Secretary, Native Department, 2 June 1888, AJHR, 1888, G-S, p4. 
410 Vincent O'Malley, AgC/lts ojAtltOIl011!J': lvIaori C01JlliJittees ill the NiuetcCllth Cmtmy, Hula, Wellington, 1998, p189. The 
Native Committee Act 1883 was repealed in 1902, though according to O'Malley it had been 'a virtual dead letter' for 
most of the preceding decade. Ibid, p287. 
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district. Along with the breakdown of the Kawhia Committee, the decline of this income by 

1889 may have contributed to the increase in speed and volume oEland purchasing from this 

time. 

During the second stage of construction, the Public Works Department did contract a small 

number of individual Maori to supply sleepers from locations within the inquiry district. 

However, most sleepers were provided by European sawmillers who held timber cutting licenses 

over Maori land in the inquiry district. Owners were paid a royalty for timber cut from their land 

and therefore indirectly received an economic benefit from the demand for sleepers. The 

provision of sleepers for the NIMT appears to have been important to the establishment of a 

number of sawmilling operations in the district. The significance of the NIMT to the 

development of the sawmilling industry and the extent to which Maori benefited from this 

industry is examined in Chapter five. 

Lists of the Public Works Department's sleeper contracts, published annually, show that no 

sleepers were sourced from within the Te Rohe Potae inquiry district until 1898.411 From 1898 to 

1904, however, several contracts were recorded. Sleepers were supplied from locations in the 

south of the inquiry district, reflecting construction progress and the availability of suitable areas 

of forest. Details of the contracts held by Maori are presented in Table 2. 

Table 2: Public Works Depar/f/1e1Jt sleeper contracts held l;y Maori i11 the Te Rohe Potae inq1liry district 

I Date of contract ' Name Address Sleepers (totara) Sleepers supplied 
contracted for 

12July 1898 I Tutahanga Poro-o-tarao 319 319 
I 5 August 1898 I Tahi Poro-o-tarao 109 109 
i 7 April 1899 i TutahanKa Poro-o-tarao 1000 1000 
i 27 April 1899 I Olsen and Teko Poro-o-tarao 2000 523 
I 25 April 1900 I Tutahanga i Poro-o-tarao 2000 ' 2085 
I 2 December 1902 i Tutahanga Ongarue 839 839 

Officials insisted that Maori who held sleeper contracts should only use timber sourced from 

land that had passed though the Court. In a letter written on 18 August 1900, Wilkinson advised 

Sheridan, the Under Secretary of the Land Purchase Department, that Maori were cutting railway 

sleepers from bush near Ongallle, on land the title to which had yet to be decided by the 

411 The annual lists were published in the Public Works Department's annual report. See AJHR, D-1, appendix D. 
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Court.412 Willcinson had been informed that payment for the sleepers was being held back until 

the owners of the land were known. In response, Sheridan stated that, though his Department 

was not particularly concerned, the Maori involved should be made aware that the activity was a 

serious breach of the law:m 

Another significant obstacle faced by Maori who wished to supply sleepers was the need to raise 

sufficient capital to set up a mill. While the Kawhia Committee had earlier arranged to be paid 

for whole trees, sleeper contracts required that timber be milled and cut to specified dimensions. 

Evidence of only one Maori-owned sawmill has been located. In October 1900, the AlIcklalld 

Weekb News noted that Maori at Ongarue had recently erected a steam sawmill near the railway 

station.414 Delivered to the railway terminus at Poro-o-tarao, the mill had been transported to 

Ongarue using a team of bullocks. 415 However, the mill does not appear to have been financially 

successful and after a few years was eventually leased and then sold to Europeans mill operators. 

The quantity of sleepers supplied by Maori and most of the European contractors operating in 

the inquiry district was relatively small One firm, Ellis and Burnard, was by far the greatest 

supplier of sleepers, fulfilling contracts between 1900 and 1904 to provide 38,000 sleepers, which 

were delivered to Mangapehi and Ongarue. As discussed in Chapter five, Ellis and Burnand held 

timber cutting licences over Maori land. The amount of money that Maori earned through 

sleeper contracts in the southern part of the inquiry district directly and through royalty 

payments - is unclear, but may not have been insignificant. Sleepers were last supplied from 

within the Te Rohe Potae inquiry district in 1904. At this time, construction of the line was 

progressing south of the inquiry district, and the Public Works Department appears to have 

sought sleepers from forest areas closer to where the work was being carried out. 

In respect of the stone resources used by the Public Works Department during the second stage 

of construction, it appears that the Department extracted metal from certain lands held by Maori 

without negotiating with the owners or paying royalties for the material. At least two quarries 

were worked by the Public Works Department during the second stage of construction: a pumice 

sand pit at Walmiha (an area of about 11 acres) and a ryolite quarry at Maramataha (an area of 

412 Wilkinson to Sheridan, 18 August 1900, lVLA-MLP 1900/150, cited in Paula Ber:ghan, 'Te Rohe Potae InquiJ:y 
District Research Assistance Projects Block Resear:ch Narratives: Title Investigations & Land Purchasing', a report 
commissioned for the Crown Forestry Rental Trust, October 2008, p379. 
413 Sheridan to Wilkinson, 24 August 1900, lVLA-MLP 1900/150, cited in Berghan, p380. 
414 Lyndsay McMillan and Audrey Walker, Ollgartlo: A Place ojHoart, A District Histol]" Ongarue School Centenary 
Committee, undated, p260. 
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about 5 acres).416 The Department appears to have started using these areas after construction of 

the Ohinemoa section (between the Poro-o-tarao Tunnel and Ongarue) began in 1896.417 

The Department's taking of stone at Waimiha and Maramataha without paying a royalty to the 

owners appears to have prompted a complaint from Maori. The issue was raised in October 

1901, when a deputation led by John Ormsby waited on the Minister of Railways, Sir Joseph 

Ward. (As discussed below, the deputation also raised concerns about the lack of fencing along 

the railway south of Mokau/Puketutu Station.) Ormsby told the Minister that in the past Maori 

had received 3d a yard for material taken from quarries, but that this was now not being paid to 

them.m Inquiries into this claim were then made by the Public Works Department. The District 

Engineer reported that he was unaware of any arrangement having ever been made.419 The 

Engineer-in-Chief similarly had no knowledge of royalties having been paid to Maori, either by 

the Department or the private contractors involved in the fIrst stage of construction.420 

In December 1903, the Waimiha and Maramataha quarries were taken under the Public Works 

Act 1894 for railway purposes. By this time, the sites appear to have been largely worked out. In 

June 1904, when the Native Land Court assessed compensation for the takings, the Public Works 

Department's Resident Engineer, John Louch, told the Court that all of the pumice sand in the 

Waimiha pit had been used, while some rock remained in the Maramataha quarry.421 During 

cross-examination by Ormsby, Louch told the Court that he had not been involved in any 

transactions concerning royalties and was unaware that up to 3d a cubic yard had been paid by 

contractors in some parts of the district.422 

415 Ibid, p261. 
416 Otorohanga minute book 42, 20 June 1904, p208. Supporting Papers, p88. 
417 McMillan and Walker, Ol/game, p35 . 
.J18 Blow to Ormsby, 7 November 1901, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. Supporting Papers, 
p213. Record of deputation to Sir Joseph Ward, 8 October 1901, R 3 W2278 2161910/3916/1 part 1, ANZ 
Wellington. Supporting Papers, p211. 
419 District Engineer to Under Secretary, Public Works, 19 November 1901, R 3 W2278 2161910/3916/1 part 1, 
ANZ Wellington. Supporting Papers, p214. 
420 Engineer-in-Chief, 23 November 1901, minute on District Engineer to Under Secretary, Public Works, 19 
November 1901, R 3 W2278 216 1910/3916/1 part 1, ANZ Wellington. Supporting Papers, p214. The Engineer-in
Chief stated, incorrectly, that all the ballast used by Coates had been obtained from the Railway pit near Te 
Awamutu. He also stated that gravel from the Mangaokewa River near Te Kuiti had been obtained without payment 
by J and A Anderson, the contractors who had built the Waitete section, and by the Public Works Department co
operative workers who ballasted the line between Mokau Station and Poro-o-tarao TunneL As detailed above, it 
appears that the Kawhia Committee had entered into an arrangement with the Anderson's in respect of the gravel 
that they required for the construction of the Waitete section. 
421 Otorohanga minute book 42, 20 June 1904, p208. Supporting Papers, p88. 
422. Otorohanga minute book 42, 20 June 1904, pp207-209. Supporting Papers, pp87-89. 
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Rather than negotiate with Maori owners and pay a royalty, the Railways Department also 

secured permanent rights to the areas from which it extracted ballast for the ongoing 

maintenance of the railway. In order to meet its ballasting requirements, the Department took 

four areas of land in the Te Rohe Potae inquiry district under the compulsory provisions of 

public works legislation. Maori owned all of these areas. The first area taken by the Railways 

Department included part of the bed of the Mangaokewa River and appears to be the site in 

respect of which the Kawhia Committee had reached an agreement with the contractors who 

built the Waitete section. The land, an area of about 24 acres, was taken in September 1895 

under the Public Works Act 1894.423 In April 1889, when inspecting the recently completed 

section, the Railways Department's Resident Engineer had observed that the contractors had 

taken ballast from the bed of the Mangaokewa River and suggested that immediate steps should 

be taken to obtain the right to take ballast from the site.424 The Resident Engineer noted that the 

shingle was of a good quality and that there was no ballast reserve between the Mangaokewa 

River site and Te Awamutu, a distance of about 100 miles. 

The Railways Department took further lands for the supply of ballast in 1905, 1907, and 1912. 

In April 1905, an area of about 14 acres adjacent to Te Koura Station was taken for a quarry 

under the Public Works Act 1894.425 In August 1907 and January 1912, a total area of about 62 

acres was acquired in two takings that were respectively carried out under the Public Works Act 

1905 and the Public Works Act 1908. This land was adjacent to the area that had been taken in 

1895 and contained large deposits of limestone that would be crushed for use as ballast. 

The land takings mentioned here are examined further in Chapter four, which focuses on the 

taking ofland for railway purposes in the Te Rohe Potae inquiry district. In discussing the 

process by which land was taken, Chapter four examines issues concerning how compensation 

was determined and paid to owners. In respect of the areas that were taken for qualTJ sites, it is 

notable that the Native Land Court's compensation awards recognised only the surface value of 

the taken land and not the material that it was acquired for. 

423 See PWD WOOO 17474. Otorohanga minute book 34,18 February 1899, pp254-257, 260. Supporting Papers, 
pp76-80. 
424 Resident Engineer to Engineer, 30 April 1889, R 3 W2278 53 1903/1989 part 1, Extension of North Island Main 
Trunk Line, 1887-1908, ANZ Wellington. Supporting Papers, pp194-198. 
425 New Zealalld Gazette, 1905, pp919-920. 
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Environmental issues and mahinga kai 

Before Rohe Potae Maori agreed to the construction of the railway, some individuals raised 

concerns about the impact that the railway would have on the physical environment, particularly 

in respect of mahinga kai gathered from waterways and forest areas. This section describes these 

concerns, which were addressed by Ballance at the meeting held at Klhilcihi on 4 February 1885. 

It briefly examines the extent to which Maori interests were accommodated during construction, 

but does not attempt to provide a detailed assessment of the environmental impact of the railway, 

which is beyond the scope of the report and expertise of the authors. 

The earliest correspondence concerning the issue of the environmental impact of the railway 

dates from March 1884, before the central route had even been selected. In a letter written to 

Wilkinson on 13 March 1884, Tanu, who lived at Te Kumi, expressed concern regarding trees at 

Maungawhero, Mangipo, and Poporo. 426 Be requested that the railway run outside of the bush, 

which he feared would be destroyed by rue. Commenting on Tanu's letter, the Native Minister, 

Bryce, noted that the railway line was by no means fixed.427 

In January 1885, after the central route had been selected and steps towards construction 

advanced, Rochfort telegraphed the Public Works Department (possibly at the request of Maori), 

advising that some eel weirs in the Kawa swamp would by injured by the construction 

works.428 Rochfort stated that there were many eel weirs in the swamp, which the local Maori set 

much value upon and depended upon for food. Be suggested that action should be tal{en to 

shift the weirs to a suitable location. Wilkinson was requested to look into the issue, and on 15 

January 1885 reported that he had met with Rochfort and Maori at Te Kawa Swamp and that a 

satisfactory arrangement had been reached.429 In order to prevent eel weirs being destroyed or 

becoming useless, two additional drains would be provided. 

The potential impact of the railway on mahinga kai was raised at the meeting held at Kihikihi on 

4 February 1885. One speaker, Bopa Te Rangianini, questioned how the railway would affect 

waterways and his ability to harvest eels. 430 Referring possibly to Te Kawa swamp, Te Rangianini 

426 Taro to Wilkinson, tJ:anslation, 13 March 1884, NO 84/1237, MA 13 75 43 (b), ANZ Wellington, p18!. 
427 Bryce, undated minute on CS 84.1237, NO 84/1237, MA 13 75 43(b), Al"lZ Wellington, p180. 
428 Morpeth to Wilkinson, 13 January 1885, NO 85/65, MA 13 75 43(a), ANZ Wellington, p64. Supporting Papers, 
p44. 
429 Wilkinson to Under Secretary, Native Department, 15 January 1885, NO 85/176, MA 13 75 43(a), Al"lZ 
Wellington, p61. Supporting Papers, p43. 
430 AJHR 1885, G1, p23. 
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stated that the railway was to pass over a swamp from which he took eels, his principal food 

source in summer. He suggested that a viaduct could be built over the swamp, instead of filling 

it. Concerns about how areas of forest would be damaged by the railway were also expressed at 

I<ihik:ihi on 4 February 1885. Aporo Taratutu told the meeting that forest areas should be 

preserved, noting particularly a large area that extended from Mangawhare to Te Kumi.431 He 

expressed a particular desire to retain kahikatea trees from which he collected berries for food. 

As noted above, Taratutu also asserted that Maori should be paid for any trees cut down. 

Ballance was eager to reassure those present that the physical environment would not be 

adversely affected by the railway, stating clearly that 'No injury whatever will be done to Native 

land.,432 At the same time, however, he belittled Maori concerns about mahinga kai when he 

exaggerated that the money they would earn through the construction of the railway would 'be 

worth all the berries in the world, and the eels, too.' In response to concerns about the impact 

that the railway would have on waterways, Ballance agreed that watercourses should not be 

interfered with and stated that bridges and culverts would be built for the sake of the line itself. 

In respect of bush areas, he was less reassuring, stating that he thought the railway should be 

taken by the best route, having been informed by the engineer that it would be very much worse 

if it were taken round the bush. 433 

Ballance's statement that waterways would not be interfered with was soon proved incorrect. 

The formation of the railway across the Te Kawa swamp in 1886 involved considerable 

modification of the existing environment, something that Rochfort's communications in] anuary 

1885 had pointed towards. An embankment 60 chains in length was formed across the swamp, 

using some 125,000 cubic yards of earth.434 The extent to which this embankment affected the 

habitat of the eels that lived in the swamp is unclear, though culverts appear to have been placed 

in the embankment, possibly in accordance with the discussions that had taken place between 

Rochfort, Wilkinson, and local Maori. In 1890, the owners of Ouruwhero block (in which the Te 

I<awa swamp was located) discussed the matter of eel weirs with a representative of the Public 

Works Department, a Mr Cheeseman, who was making arrangements to compensate the owners 

oflands tal {en for the NIMT. The owners asked Cheeseman to ask the Railway Department to 

431 AJHR 1885, G 1, p23. 
432AJHR 1885, Gl, p24. 
433 AJHR 1885, Gl, p23. 
m Dick Craig, Lalld of the MtJlliapoto, p50. 
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permit the use of eel weirs in culverts on the condition that the weirs would not affect the flow of 

water. 435 

The extent to which Maori concerns about forest areas were accommodated during the building 

of the line is unclear. Research has identified one instance where, at the request of Maori, an 

alteration was made to the original line in order to avoid an area of forest. During the first year 

of construction, the course of the railway near Otorohanga was moved from the line surveyed by 

Rochfort in order to prevent damage to what the TPaikato Times described as an extensive area of 

kahikatea.436 The Times stated that the course had been changed when Maori had objected to the 

prospect of the trees being destroyed to cut the line. (Assuming that the trees would some day 

be milled, the paper believed that this was very short-sighted because it meant that the cost of 

transporting the timber would be greater.) It is unclear whether, as construction progressed 

south, Rohe Potae Maori made further requests regarding the course of the line and, if so, the 

Public Works Department was responsive to these demands. 

Wahi tapu 

This section briefly examines issues concerning the impact of the railway on wahl tapu, a subject 

about which little documentary evidence has been located. Records of the meetings held 

between Rohe Potae Maori and Ballance prior to the construction of the NIMT contain no 

reference to wahi tapu. It seems that at these meetings Maori did not raise the issue of the 

railway's potential impact on wahl tapu or demand that the line should avoid sites of significance. 

However, at some point during the protracted course of negotiation, it appears that there was 

communication about the possibility of human remains being disturbed during construction. 

This is suggested by a circular letter sent, probably around the beginning of construction, to 

several chiefs (Rewi, Tawhiao, Ngakau, Wahanui, Taonui, and Hopa Te Rangianini), advising 

that they would be contacted immediately if any human remains or ornaments were found during 

construction.431 It is likely that Rohe Pome Maori had requested this, indicating that they were 

concerned about the railway'S potential impact on wahl tapu and, in the event of a site being 

disturbed, that they wished to ensure that the situation was handled appropriately. 

435 Otorohanga minute book 10,10 December 1890, p295. Supporting Papers, p69. 
436 lJ7aikato Times, 26 October 1886, p3. 
437 Record of correspondence in PW 84/6339, under CS 84/3585, MA 13 75 43(b), ANZ Wellington. 
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It is unclear whether, in accordance with the circular letter, Maori were contacted during 

construction of the NIMT in the event of human remains or ornaments being disturbed. As with 

other assurances that had been made to Rohe Potae Maori, it seems likely that the Public Works 

Departments' awareness of this undertaking would have faded over the years that the line was 

built. While the number of wahi tapu damaged or destroyed during the construction of the 

railway has not been established, it appears that the railway was formed through some sites of 

significance. Where the NIMT leaves the southern end of the Puruu bridge, for example, it cuts 

through the ramparts of Haere-awatea, an ancient pa that was once the stronghold of Ngati 

Maruapoto chiefPehi Tulwrehu.438 Claimants have indicated during discussions that the NIMT 

also caused significant damage to wahi tapu at Waiteti, south ofTe Kuiti. 439 Further south, at 

Ongarue, claimants state that the railway was built over part of an urupa that was eventually dug 

up and moved to the other side of the Ongarue River.440 It appears that land taken for the 

railway from Te Kumi block also included an utupa. In December 1890, when the Native Land 

Court assessed compensation, one owner, Raurau, told the Court she wished to remove her claim 

because she had learnt that the area included a burial ground.441 It is unclear whether this urupa 

had been disturbed during const1:uction. Tangata Whenua evidence presented to the Waitangi 

Tribunal for the Te Rohe Potae district inquiry should provide more detail of the destruction or 

disturbance of wahi tapu during construction. 

Fencing of the line 

As noted in Chapter two, Rohe Potae Maori requested that fences be erected along the NIMT 

when they consented to the line being built. In his telegram to the Native Minister of 27 

February 1885, John Ormsby advised that Rohe Potae Maori agreed to the construction of the 

railway upon the conditions that the line 'be paid for and be one chain wide & fenced at once on 

both sides,.442 Ormsby indicated that these conditions had been discussed at the meeting 

attended by Ballance at Kihikihi on 4 and 5 February 1885. On 28 February 1885, Wilkinson also 

advised Ballance that Rohe Potae Maori had consented to the construction of the railway, noting 

the same conditions that had been detailed by Ormsby, including that the line should be 

438 L.G. Kelly, 'The Opening of the King Country to Railway Traffic', New Zealalld fulilzlJays Maga:(jllc, 1 January 1934, 
vol 8, issue 9, p39. 
439 This was stated by clalmants during a site visit following the Te Kuiti Railway Focus Group meeting. 
4~O Railway Focus Group, Taumarunui Hui, pm, transcript, pp27 -28. 
441 Otorohanga minute book 10, 22 December 1890, p345. Supporting Papers, p74. 
442 Ormsby to Ballance, 27 February 1885, telegram, NO 85/692, MA 13 75 43(a), ANZ Wellington, pp32-33. 
Supporting Papers, pp41-42. 
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fenced.4B On 4 March 1885, Wahanui similarly informed Ballance that Rohe Maori had agreed 

to the railway, though he did not mention fencing of the line and stated that certain questions 

concerning the land required for the line remained to be settled.#4 Nevertheless, it is clear from 

the Ormsby and Wilkinson communications that Rohe Potae Maori expected fences to be built 

along the railway - a condition that was not disputed by the Government at the time it was 

discussed. 

Figure 15: Poro-o-tarao tmmel sotlfhetJd 1900 (IYfcMillan and Walker, Oltgame, p34) 

During the first stage of the construction of the NIMT, which lasted from 1885 to 1889, the 

Public Works Department erected fences along both sides of the track from Te Awamutu to 

Mokau/Puketutu Station. It seems that plans to fence the line were made before Maori had 

agreed to the railway being constructed. On 25 February 1885, the Engineer-in-Chief of the 

Public Works Department advised the Minister of Public Works that he proposed to fence in all 

the railway land along the line.#5 Accordingly, the early construction contracts appear to have 

required that the line be fenced, with specifications as to the type of fence that was to be built.#6 

However, when construction of the NIMT resumed from early 1897, fences were not erected 

443 Wilkinson to Ballance, 28 February 1885, telegram, NO 85/692, MA 13 75 43(a),ANZ Wellington, p31. 
SUppOl:ting Papers, p40. 
444 Wahanui to Ballance, 4 Ma£ch 1885, ttanslation, MA-13-043-017 [missing covel: sheet], MA 13 75 43(a), ANZ 
Wellington, pp11-12. SUppOl:ting Papel:s, pp37-38. 
445 Blackett to l\tIinister of Public Wmks, 25 February 1885, R 3 W2278 216 1910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p204. 
446 In April 1889, after inspecting the recently completed Waitete section, which stretched from Te Kuiti to Mokau 
station, the Resident Engineer noted in his l:eport that the line was fenced thmughout Witll an eight-wue, tota£a-post 
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and, when the line was completed to Taumarunui in 1903, the whole length of line from 

Mokau/Puketutu Station to Taumarunui remained unfenced. From the evidence examined in this 

report, it appears the decision to leave the line unfenced was undertaken without consultation 

with Rohe Potae Maori. This situation caused difficulties for both Maori and Europeans who 

lived along the railway and had stock and horses that wandered onto the line and were killed by 

trains. 

From 1900, numerous requests were made for the remainder of the line to be fenced, first by 

Maori and then later also by Europeans who settled in the district. The earliest letter concerning 

the issue, signed by Taonui Kaha and 31 others, was written to Native Minister James Carroll in 

April 1900:147 The writers asked that the line be fenced between Mokau/Puketutu Station and 

Poro-o-tarao, explaining that since the train had started running they had lost many stock, 'as we 

have but little stock the loss is a very serious one to us'. The writers explained that Ngati 

Maniapoto had arranged with Native Minister Ballance that the line be fenced throughout the 

Rohe Potae. Reporting on the matter, the Department of Public Works' Assistant Engineer at 

Poro-o-tarao confirmed that animals had been killed and provided an estimate of the cost of 

erecting a fence between Mokau/Puketutu Station and Poro-o-tarao.#8 However, it was decided 

that no steps to erect fences should be taken at this time. On 4 October 1900, the Under 

Secretary of Public Works wrote to Taonui Kaha and others, advising that fencing the line 

between Mokau/Puketutu Station and Poro-o-tarao would be considered when further progress 

was made with extending the railway southwards:149 

A year later, in October 1901, the issue of fencing the line south of Mokau/Puketutu Station was 

raised again when a deputation led by John Ormsby waited on the Minister of Railways, Sir 

Joseph Ward. 45D Ormsby requested that fences be erected along the line, explaining that Maori 

had gifted certain lands on the understanding that the line would be fenced. (As discussed above, 

Ormsby also raised at this meeting the issue of royalty payments for gravel taken for the railway.) 

The Public Works Department and Railways Department looked into Ormsby'S claim, but 

fence. Resident Engineer to Engineer, Working Railways, 30 April 1889, R 3 W2278 531903/1989 part 1, 
Extension of North Island Main Trunk Line, 1887-1908, ANZ Wellington. Supporting Papers, pp194-198. 
447 Kaha and others to Carroll, Apri11900, R 3 W2278 216 1910/3916/1 part 1, ANZ Wellington. Supporting 
Papers, p208. 
448 Louch to District Engineer, 14 September 1900, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p209. 
449 Under Secretary, Public Works, to Kaha and others, 4 October 1900, R 3 W2278 216 1910/3916/1 part 1, ANZ 
Wellington. Supporting Papers, p210. 
450 Record of deputation to Sir Joseph Ward, 8 October 1901, R 3 W2278 216 1910/3916/1 part 1, ANZ 
Wellington. Supporting Papers, p211. 
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officials were unable to locate any written evidence to confirm the existence of a previous 

understanding to fence the line.451 The Under-Secretary of Public Works advised Ormsby that 

no reference had been found to confirm that the gifting of land was conditional upon the line 

being fenced. 452 The Under Secretary expressed doubt that such an agreement would have been 

made, pointing out that the considerable cost of erecting a fence would not have been offset 

significandy by the saving that resulted from any gifting ofland. 

The Public Works Department and Railways Department took no action at this time and the 

problem of animals being killed by trains remained. In spite of ongoing complaints and requests 

for the line to be fenced, definite steps towards fencing the line were not taken until 1907. In 

September 1904, the General Manager of Railways expressed the view that the line should have 

been fenced when it was built and that the lack of fences should have been noted when the 

Department took over the line from the Public Works Department.453 Railways' officials clearly 

wanted fences to be erected along the line, though seem to have believed that the Public Works 

Department should bear the cost of the work. Writing to the Under Secretary of Public Works 

on 26 March 1906, the General Manager of Railways stated that if the fencing was not erected in 

the near future it was likely that the Railways Department would undertake the work.454 Until the 

fences were built, he warned, there was a risk of serious rail accident as a result of animals 

straying on the line. He also noted that the Railways Department might be seen as liable for 

claims relating to stock killed on the railway. 

In spite of pressure from the Railways Department, the Public Works Department was slow to 

move on the issue of the unfenced line, pardy because of concerns about the likely cost of the 

work and reservations as to whether fences were necessary.455 Public Works' officials looked 

further into the question of whether there had been an agreement to fence the line. While no 

written evidence of an agreement was located, the Engineer-in-Chief recalled in January 1905 that 

when construction began Maori owners offered to give the land required for the railway and the 

451 Ronayne to Minister ofR.a.ilways, minute, 10 October 1901, R 3 W2278 216 1910/3916/1 part 1, ANZ 
Wellington. Supporting Papers, p211. Blow to Minister of Public Works, 1 Novernber 1901, R 3 W2278 216 
1910/3916/1 part 1, ANZ Wellington. Supporting Papers, p212. 
452 Under Secretary, Public Works, to Orrnsby, 7 Novernber 1901, R 3 W2278 2161910/3916/1 part 1, ANZ 
Wellington. Supporting Papers, p213. 
453 General Manager, Railways, to Engineer-In-Chief, 26 Septernber 1904, minute on Engineer-In-Chief to General 
Manager, R.a.ilways, 22 Septernber 1904, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. Supporting Papers, 
p218. 
454 General Manager, Railways, to Under Secretary, Public Works, 26 J'.hrch 1906, R 3 W2278 2161910/3916/1 part 
1, ANZ Wellington. Supporting Papers, p242. 
455 See, for exarnple, District Engineer to Under Secretary, Public Works, 27 January 1905, R 3 W2278 216 
1910/3916/1 part 1, ANZ Wellington. Supporting Papers, pp222-223. 
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Government undertook to fence the line.456 Public Works officials initially accepted this position, 

but later changed their stance, denying that an agreement had existed.457 Writing to the General 

Manager of Railways on 28 April 1906, for example, the Under Secretary of Public Works stated 

that he was unaware of an agreement relating to the fencing of the line and that no evidence 

relating to such an agreement had been found in the Department's records. 458 The General 

Manager questioned this, expressing the view that, though nothing was put in writing, Maori were 

led to believe the line would be fenced.459 

Before steps were taken to fence the line, the Railways Department's stance towards individuals 

and communities whose animals were being killed was decidedly unsympathetic. The 

Department appears to have threatened legal proceedings against a number of individuals. In a 

letter written to Railways' Minister Ward on 2 October 1904, Ngahiwi Te Wakatoroa stated that 

he had received a letter from an official in Auckland, advising that he would be summonsed for 

his cattle trespassing on the railway line.460 Te Walmtoroa had written previously to Ward, asking 

that a fence be erected between Mokau/Pul{etutu Station and Horangapai.461 While the threat of 

legal action was made against individuals whose stock trespassed on the line, it does not appear to 

have been carried out. Proceedings to sue two Europeans for trespass of stock, scheduled to be 

heard at Te Kuiti on 29 March 1906, were withdrawn after John Ormsby wrote to Native 

Minister James Carroll, explaining that it had been agreed that the line should be fenced. 462 

Ormsby commented that: 'The case is highly important to Ngati Maniapoto because, if it is 

upheld, and enforced, the Native owners of the land adjoining the railway would gready suffer.' 

On 23 March 1906, the General Manager of Railways' requested that the proceedings be 

stayed. 463 

456 Engineer-in-Chief to Under Secretary, Public Works, 7 January 1905, R 3 W2278 216 1910/3916/1 part 1, ANZ 
Wellington. Supporting Papers, p221. 
457 Blow to General Manager, Railways, 14 Apcil1905, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p224. 
458 Under Secretary, Public Works, to General Manager, Railways, 28 Apcil1906, R 3 W2278 216 1910/3916/1 part 
1, ANZ Wellington. Supporting Papers, p243. 
459 General Manager, Railways, to Under Secretary, Public Works, 19 October 1906, R 3 W2278 216 1910/3916/1 
part 1, ANZ Wellington. Supporting Papers, p245. 
460 Te Wakatoroa to Ward, translation, 2 October 1904, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p219. 
461 Te Wakatoroa to Ward, translation, 15 August 1904, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. 
462 Ormsby to Carroll, 12 March 1906, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. Supporting Papers, 
pp238-239. 
463 Ronayne to Railway Engineer, 23 March 1906, telegram, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p241. 
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It seems that the Railways Department exercised powers to issue fines to individuals whose stock 

trespassed on the line. While there is no evidence that Maori were fined, it appears that some 

Europeans living at Poro-o-tarao did receive fines for trespass of stock. This was claimed in a 

letter written by L.R. Hill to the Minister of Railways on 4 December 2004.464 Hill, who appears 

to have been one of a number of Europeans living at Poro-o-tarao, explained that the settlers 

there were all men who had worked on the construction of the railway. A number of these 

settlers had recently taken up land in the Ohura district and, while waiting to clear bush from 

their sections, they kept their cattle on land owned by Maori at Poro-o-tarao, paying a fixed price 

per head for the right of grazing. Hill complained that the absence of fences along the railway 

meant they were unable to keep their cattle from getting on the line and, when this happened, the 

owner was filled and made to pay heavy costs. Hill claimed that the Railways' Inspector and 

Ganger's actions were 'decidedly in the direction of hounding us away' and that, unless one was 

employed by the Railways' Department, it was becoming increasingly difficult to live at Poro-o-

tarao. 

Hill's letter suggests that the fines faced by the European settlers created a burden that threatened 

their ability to continue grazing the land at Poro-o-tarao. The fines thereby had the potential to 

indirectly impact on the Maori land owners who benefited from the presence of the European 

settlers As indicated in Hill's letter, it appears that an uneasy relationship existed between the 

Railways' employees and the local community along the unfenced section of line. In September 

1905, George Wilkinson wrote to the Under Secretary of the Justice Department, stating that 

Wehi Te Ringitanga of Mangapehi had complained that railway officials - the Ganger of 

plate1ayers, Wilkinson presumed - had stated that pigs found on the line would be shot.465 

Reporting on the matter to the General Manager of Railways, the Chief Engineer questioned 

whether the Ganger ever threatened to shoot the pigs, but indicated that if such a threat was 

made it was unlikely to be carried OUt.
466 

The many letters written by Maori and Europeans regarding the unfenced section of line provide 

details of significant stock losses. Writing to Wilkinson on 18 September 1905, Wehi Te 

Ringitangi stated that: 'I have been living four years at Mangapehi, and ... month by month the 

46+ Hill to Ward, 7 December 1904, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. Supporting Papers, p220. 
465 Willcinson to Under Secretary, Justice, 23 September 1905, R 3 W2278 216 1910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p227. 
466 Chief Engineer to General Manager, 27 October 1905, R 3 W2278 2161910/3916/1 part 1,ANZ Wellington. 
Supporting Papers, p231. 
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train strikes some stock belonging to us Maoris.,467 In a letter signed by Makere Te Uruweherua 

and 21 others, written on 14 October 1905, stock losses between Taumarunui Station and 

Taringamotu Station were detailed: 'Fifteen horses have been killed, eight cows, and five pigs; 

these are what have actually been seen by us; the bulk of our live stock are found in the Ongarue 

river, and in the Whanganui river.,468 On 28 February 1906, Carroll wrote to the Acting Minister 

of Railways, advising that the local member of the House of Representatives, W.T. Jennings, had 

met deputations of Maori at Mangapehi, Ongarue, and Taringamutu, all complaining of stock 

losses to both Maori and Europeans.469 One hapu alone claimed to have lost £260 in stock in a 

few years. 

In the face of these stock losses, the Railways Department did not offer to compensate the 

owners. As noted above, the General Manager (in his 26 March 1906 letter to the Under 

Secretary of Public Works) expressed concern that Railways might be seen as liable for claims 

relating to animals killed by trainS. 470 However, it seems the Department believed that there were 

no legal grounds to support the view that the Department would be liable in such cases. When 

responding to complaints about the absence of fencing, the Department consistently refused to 

admit any liability. For example, writing to Te Uruweherua on 4 November 1905, the General 

Manager firmly stated that the duty of keeping animals off the line lay with the owners and that 

the Railway Department was under no obligation to fence the line.471 

With a shared frustration at the lack of fencing between Mokau/Puketutu Station and 

Taumarunui, some communications on the matter conveyed the views of Maori and European 

settlers. In a letter to the local member of the House of Representatives, Jennings, Alex Bell 

(Senior) claimed to write on behalf of his own family and local Maori.472 Bell requested that the 

line be fenced between Taringamotu and Taumarunui, claiming that his family was unable to use 

any of the land it held in the area because the railway was not fenced. 'Last week two valuable 

bullocks were killed, a few weeks ago two horses were caught on the bridge and cut to pieces, 

467 Te Rlngitangi to Wilkinson, 18 September 1905, R 3 W2278 216 1910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p226. 
4GB Te Uruweherua and others, 14 October 1905, R 3 W2278 216 1910/3916/1 part 1, ANZ Wellington. Supporting 
Papers, p228. 
469 Carroll to Acting rvIinister of Railways, 28 February 1906, R 3 W2278 216 1910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p237. 
470 General Manager, Railways, to Under Secretary, Public Works, 26 March 1906, R 3 W2278 216 1910/3916/1 part 
1, ANZ Wellington. Supporting Papers, p242. 
m General Manager, Railways, to Te Uruweherua, 4 November 1905, R 3 W2278 216 1910/3916/1 part 1, ANZ 
Wellington. Supporting Papers, p232. 
472 Bell to Jennings, undated (probably January 1906), R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, pp233-236. 
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over sixty animals have been killed or maimed within the last eighteen months.' In September 

1906, a petition in the name ofM.H. Laird and others was sent to the House of Representatives, 

calling for the line to be fenced in light of the large number of animals being killed by trains:173 

The petitioners identified themselves to be 'settlers both European and Natives, residing between 

Puketutu and Taumarunui'. 

Steps to fence the line were taken as the construction of the NIMT neared completion. The 

Railways Department had wanted the fences erected before this time, but did not act, seeing the 

work as the responsibility of the Public Works Department. In September 1905, responding to 

suggestions that the line should be fenced, the Minister of Public Works, Hall-Jones, stated that 

no action was to be taken until the line was further advanced.474 It appears that the Minister saw 

the fencing as a matter of urgency only when the line was completed and began to be used by 

grea ter volumes of traffic. In August 1907, Cabinet approved funding of £9020 for the erection 

of fences along the NIMT between Mokau/Puketutu Station and Taumarunui.475 The money 

came out of the Public Works budget, but the work was to be carried out by the Railways 

Department. In March 1909 it was recorded that the fencing had almost been completed.476 

Tbe social impact of European construction workers on Robe Potae Maori 

Construction workers on the NIMT were the first large body of Europeans to enter the district 

and interact with the Rohe Potae Maori after the negotiations. An exact figure for the total 

number of workers at the northern railhead during the first stage of construction ending in 1889 

has been difficult to verify, but is likely to have been in the hundreds. In 1894, during the lull in 

construction, once the co-operative system had been introduced, the Public Works Report stated 

that there were 101 workers on the northern railhead.477 By 1900, nearing the end of construction 

within the district, 900 were working on the northern end alone.478 Although some material 

survives of the lives of the worker gangs, written source material on the impact of these workers 

on Rohe Potae Maori is relatively scarce. As a consequence this section relies on a limited 

473 Laird and others to Speaker and Members of the House of Representatives, September 1906, R 3 W2278 216 
1910/3916/1 part 1, ANZ Wellington. Supporting Papers, p244. 
474 Hall-Jones, 2 September 1905, minute, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. Supporting Papers, 
p225. 
475 Under Secretary, Public Works, to General Manager, Railways, 14 August 1907, R 3 W2278 216 1910/3916/1 
part 2, ANZ Wellington. Supporting Papers, p246. 
476 ChlefEngineer to General Manager, 29 March 1909, R 3 W2278 2161910/3916/1 part 2, ANZ WeIlington. 
Supporting Papers, p247. 
477 AJHR 1894, D1, p34. 
478 Gibbons, p55. 
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number of eyewitness accounts, newspaper reports and local histories and otber secondary 

sources. 

Figure 16: JPorkers emplqycd 011 the Ohimmoa scction be/wcm Poro-o-tamo and 01lgartlc c.1901 (lY1cMillan 
and Walker, Ongamc, p33) 

Construction workers concentrated in camps and generally moved soutb through tbe district as 

different sections of tbe line were contracted and completed. Altbough tbe best examples lay 

outside tbe district, tbese tent 'camps' often developed into small townships with schools and 

post offices - especially as tbe number of workers grew after 1900.479 When construction moved 

on tbese 'towns' were often abandoned what could be packed down was taken to tbe next 

location. Sometimes tbese camps formed tbe basis of townships that exist today.4Bo One example 

within inquiry district includes Kuiti, which began life as a construction camp located near an 

existing Maori settlement [TokangamutuJ. It tben grew into a supply depot for construction 

furtber soutb.481 Otber examples of camps within tbe inquiry district include 'Carson City' near 

479 Jolmson, Larsen and Ramshaw, pp48-50. 
480 Although outside the district a detailed study of the transition of Raurimu from construction camp to permanent 
township has been conducted by Kate Hill in her Rtlllri!JJ" Frontier TOIVII 1900-1925: A Social Archaeological Perspective, 
Research in Anthropology and Linguistics, Department of Anthropology, University of Auckland, No.3, 2000. 
481 See AA VK W3180 2 PUB 1/8 part 2, North Island Main Trunk Railway, 1958-1960, ANZ Wellington. 
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Waimiha, where construction workers on the Ohinemoa section between Poro-o-tarao and 

Ongarue lived and worked over the years 1897 to 1902.482 A similar camp was founded at the 

southern end of the Poro-o-tarao tunnel and eventually had a blacksmith, a boarding house, Post 

Office and school (which was moved to Ongarue in 1902). A New Zealand Hearld reporter 

summed up these camps well when he described Ongarue as: 'One of those collections of hastily 

and cheaply constructed buildings, such as previously existed at Poro-o-tarao and which keeps 

pace with the progress of the railway works, being extended stage by stage, as various sections of 

the line are completed.'483 It appears that some construction workers remained in the district after 

the construction work ended and established economic relationships with Rohe Potae Maori, 

leasing Maori land while waiting to purchase sections of land. 484 

These camps and workers had a reputation for being rough and were considered an archetype of 

the 'frontier' lifestyle, with living conditions and work being extremely hard.485 Gibbons analysis 

of available source material reveals that the standard of accommodation for co-operative workers 

was 'shockingly inadequate.'486 Injury during construction was common, many gangs being ill

equipped for the work and ill-prepared for the resulting serious injuries.4s7 His analysis of 

population statistics in the main districts where these construction camps were located suggests 

that the 'sex proportions were grotesque' with the camps being predominately single males.4SB For 

example, in 1906 at the Raurimu earthworks there were 1190 males and only 256 females. It was 

official policy for co-operative workers to be able to bring their wives, however, woman were 

often unofficially discouraged:89 Resent research suggests that, although not large in number, 

1 d · I . . 490 woman p aye an lffiportant ro e ill constructlon camps. 

482 McMillan and Walker, pp34-35;AJHR 1897, D1, pv;AJHR 1902, D1, pv. 
483 Neill Zealalld Herald, 11 Febmary 1903, quoted in MciYfillan and Walker, p42. 
4B4 See, for example, Hill to Ward, 7 December 1904, R 3 W2278 2161910/3916/1 part 1, ANZ Wellington. 
Supporting Papers, p221. 
485 Gibbons, pp58-62. 
486 Gibbons, p62. 
487 Gibbons, pp60-61. 
488 Gibbons, p62. 
489 Gibbons, pp62-63. 
490 Kate Hill, pp39-40. 
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Figure 17: (Carson City' bCtwCC1l f,fYaimiba al1d Parakctu (Walker and Cooke, TPai1l1i/Ja, p25) 

One major impact on Rohe Potae Mao1'i compounded by the influx of worke1's into the 

district was 'sly-grogging' 01' the illegal smuggling of alcohol. Alcohol was p1'ohibited in the King 

Country in accordance with a request made by Maori duting the negotiations between 1882-1885 

that led to the opening of the district. In 1884, the first p1'oclamation under section 25 of the 

Licensing Act of 1881 made the northern part of inquiry district 'dry' in what was known as the 

Kawhia Licensing Area (Ngati Maniapoto). A second p1'oclamation was made in 1887, covering 

an area known as the \Vhanganui Licensing Area ... 91 Due to the prominence of prohibition in die 

district as a political issue into twentieth century, there is abundant evidence relating to 'sly

grogging'in the Rohe Potae.m However, much of it remains anecdotal and was produced by 

groups with a vested interest in the debate surrounding prohibition. In the course of writing this 

report it became evident that a detailed analysis of the body of evidence between 1885 and 

1954[?] was a task too large for this report. The many issues surrounding prohibition in the Rohe 

Potae will be examined in nineteenth and the twentieth century political engagement reports. 

The following paragraphs concentrate on the period of constlUction between 1885 and 1908 and 

the relationship between 'slog-grogging', construction workers and Rohe Potae Maori. 

491 Kate Hill, p4. 
492 An excellent compilation and analysis of this evidence can be found in L. Skerman, 'The Dq Era: A 

of Prohibition in the King Counb:y 1884-1954', ]\rIA Thesis, University of Auckland, 1972. Also see Report 
of the Royal Commission on Licensing, AJHR 1946 H-38; Liquor and the King Counuy, An Examination by Dr. A. 
H. McLintock Parliamentary Historian, of the Facts Concerning a Sacred or Solemn Pact, Covenant, Pledge, or 
Treaty said to have been made between the Treaty said to have been made between the Government of New 
Zealand and the Maori Chiefs of the King Country, AJHR 1953, H-25. 
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Evidence is clear that alcohol was brought into the district to supply the construction gangs on 

the NIMT. Their drinking habits are well documented, contributing to the 'lawless' and negative 
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reputation of the camps.493 Historian Peter Skerman suggests that by the mid-1890s an illegal 

trade of alcohol was flourishing in the district. 494 Trains running on the NIMT were a source of 

transportation for the trade. For example, Isaac Coates stated that when work was being carried 

on in the vicinity ofTe Kwti, the settlement was 'a great place for sly grog selling', with large 

quantities of beer and spirits brought in on the ballast trainS. 495 In 1887, Willdnson noted that 'the 

large influx of European names and others' created a demand for liquor in the district and 

Europeans and Maori were both 'sly-grogging' and consuming alcoho1.496 In 1900, Apirana 

Ngata, based on a three-week tour of the district, gave evidence before an inquiry into a public 

petition to abolish prohibition in the King Country.497 When asked for the localities of the trade, 

Ngata stated: 'Between Mokau [Station] 498 and Otorohanga. Just along the railway-line and a little 

off it. That is where most of it exists.'499 Ngata's comment suggests that the railway was 

important to the trade. 

Although many Eut'opean and Maori observations of Maori consumption of alcohol in the 

district were written by prohibitionists and clearly laden with a strong paternalism and Christian 

moral standards, the impact of alcoholism on Rohe Potae Maori was evident. Skerman details 

evidence of Maori involvement in the sly-grog trade and consumption of alcohol at Maori 

settlements and large meetings, especially Native Land Court hearings.soo In 1898, much evidence 

was given before the Royal Commission on the Police Force of New Zealand regarding sly

grogging within the King-Country. The following quote from a letter presented to the 

commission highlights Te Kwti as having a particular problem as well as the traffic's impact on 

the Maori community: 

We believe we are well within the mark when we say that there are often a score of 
people drunk and disorderly in Te Kwti, and fights and other disturbances are frequent 
occurrence. This state of affairs leads to gross immorality, as the drink is supplied 
indiscriminately to men and women, and drunken Maori women and girls are a common 
sight there; and the results generally, so far as regards the Maori population, are most 
deplorable. 5Ol 

Ngata also commented on the Rohe Potae Maori consumption of alcohol, recounting a number 

of particular examples, then stating generally: 'As to the amount of drinking that goes on, I 

493 Gibbons, pp63-64; Skerman, pp62-67; Kate Hill, pp43-46. 
49-1 Skerman, p69. 
495 Coates, p125. 
496AJHR 1887, Gl, p6. 
497 AJHR 1900, I-lA, p2. 
498 Located between Waiteti and Mangapehi. 
499 AlHR 1900, I-1A, p2. 
500 Skerman, pp81-83. 
501 AJHR 1898, H2, pl137. 
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believe that amongst the Maori tribes of North Island the Ngatimaniapoto are the most drunken 

of them all.'502 Even if Ngata's statement was an exaggeration (which seems likely), alcoholism 

appeared to be a problem in the district. 

From the limited analysis of the evidence presented here its seems dear that the construction of 

the NIMT facilitated the illegal traffic of alcohol in the district. It both brought an influx of 

European workers who desired alcohol into a 'dry area' and created a major form of 

transportation to traffic it through a still largely isolated district. In this way, Rohe Potae Maori, 

having limited control of these factors, may have lost some ability to manage the consumption of 

alcohol in their communities. Although Rohe Potae Maori leadership strategies to deal with the 

problem of sly-grogging and alcohol consumption in their communities differed, between 1885 

and 1908, it was dear that attempts were made to manage the problem. One group, led by 

Wahanui, advocated the introduction of a licensed hotel in order to more effectively manage and 

control the flow of alcohol in the community, to both European and Maori. In other words, to 

control the quantity and flow of alcohol into the district through legitimate means. While other 

Maori, supported by many European prohibitionist groups that were growing in power during 

the 1890s and 1900s, advocated more stringent enforcement and legislation to eliminate the 

illegal trade.503 As stated, a full analysis of these issues will be provided in the political 

engagement reports. 

Apart from the noted disputes over paying for stone and timber resources and fencing the 

NIMT, little evidence has been found of Rohe Potae Maori resistance to the construction of the 

NIMT or the influx of names. In his history of the King Country, Craig Dick draws on 

reminiscences of two children of a construction worker, John and Jake Cain, who recalled that 

local Maori did not welcome the 'invasion' of their lands, but seldom opposed the work unless 

they had been drinking, in which case there might be a 'vicious fight'.504 Evidence was presented 

to the Waitangi Tribunal for the Whanganui district inquiry regarding the resistance of a Ngati 

Rangatahi rangatira, Tukuteihu Te Ngatupiki, who in 1907 burnt hhnself alive in his whare in 

protest to the construction of the railway through Wharauroa Marae in Taumatunui.505 A 

memorial to commemorate his death is located near the marae. The statement also suggests that 

502 AJHR 1900, I-lA, p2. 
503 Skerman, pp83-88. 
504 Dick Craig, Kiltg COlllltry: New Zealalld's lastfrolltier, Te Awamutu Couriers NZ Ltd, 
1990, p122. 

505 Statement of Evidence of Rodger Puhia Hapeta (Herbert) on Behalf ofNgati Rangatahi (W AI 1064), 6 October 
2008 (WAI 903 ROI, doc #J7), pp4-5. 

128 



the Ngati Rangatahi actively resisted construction, lifting rail sleepers and tracks at night as a 
'06 form of protest." 

Evidence from the railway focus groups suggests some marae were moved closer to the NIMT 

once construction was complete. As Tiwha Bell explained regarding Te Tokanganui-a-noho 

Marae. 

In the end this area is called Pukunui and this is where the majority of the people stayed 
in the old days from Waiteti backwards. The river is right here, and if you talk about the 
railways and the moving of our marae down here. In the old days when the railways 
came through our pa down below here, Te Tokanganui-a-noho used to be on the other 
side where the meatworks is. Across, if you have a look at the flap there, that was all 
ripo, there was swamp, there was eel weirs there, all of those things, they were down 
there. 

And they used to go over or take people that were on the koneke or, you know, or canoes 
past them, but there was places you could go, eh, go through on a koneke which was like 
a sled but higher, and there were tracks there for that. But when the railways came and 
the old fellas in their wisdom they turned around and moved the pa down to here in close 
proximity to the railways because of the through traffic. Instead they wanted to go over 
the pa, they'd have to go over the swamp and plus then over to it. So they moved the pa 
and that's how it got down here.507 

At the Taumarunui hui, two marae were known to have been moved, one closer to the NIMT 

and the other away. 50S Although no written evidence has been found regarding movement of 

Rohe Potae Maori within the inquiry district after the construction of the NIMT, it is likely the 

influx of workers and eventual development of towns would have encouraged movement in 

order to engage with the new economic opportunities offered by the NIMT and settlement 

generally. 

Consultation 

As noted in Chapter two, during the negotiations that preceded the construction of the NIMT, 

Rohe Potae leadership made clear their desire for continued consultation regarding the railway. 

The evidence presented in this chapter suggests that, once construction had begun, the 

Government made new policies and departed from the agreements that had been reached 

without seeking the consent of Rohe Potae Maori. For example, no consultation appears to have 

been undertaken in regard to the decision not to fence the line south ofMokau (puketutu) station 

or the decision to end the policy of reserving construction contracts for Rohe Potae Maori. Also, 

50G Statement of Evidence of Rodger Puhia Hapeta (Herbert) on Behalf of Ngati Rangatahi (WAI 1064), p7. 
501 Railway Focus Gmup, Te Kniti Hui, am, rranscript pp16-17. 
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after the decline of the I<::awhia Committee, there is litde evidence of further consultation 

concerning the use of timber and stone resources in the district. Given that agreements relating 

to these matters had been reached prior to construction, it seems that the Government had an 

obligation to consult with Rohe Potae Maori before introducing new policy. 

On April 14 1888, the Te Aroha News published a report of a hui held on April 12 1888 at 

Otorohanga, which demonstrated Rohe Potae leadership's desire to further discuss issues 

concerning the railway. According to the article, Native Minister Mitchelson and other officials 

met 'Rewi Maniapoto, Wahanui, Taonui, Wetere of Mokau and Ormsby' to discuss a range of 

issues. 509 Significandy, one issue raised by the Rohe Potae leadership was the desire to appoint a 

Maori stationmaster and that Maori names of railway stations located along the railway be 

corrected.510 The article said of Mitchelson's reply: 

He believed in retaining the native name for all railway stations and the natives be 
consulted in the matter. Still, as the guards of trains would be Europeans it would be 
desirable that they should be as easily pronounced as possible. He did not see that a 
stationmaster could be appointed here by the natives unless they would undertake the 
drilling and instruction of the person, as it was a very responsible position. If they wished 
for a native stationmaster, he would have to be sent to the railway authorities to be 
trained. 51 I 

No evidence has been found regarding the outcome of the requests made at this hui. Related to 

the issue of naming stations, it appears from the evidence examined for this report that the 

NIMT within the inquiry district was never officially named 'Turongo' as requested by the Rohe 

Potae leadership. 

Conclusion 

This chapter has looked at issues surrounding the construction of the NIMT, which in the 

Rohe Potae inquiry distl'i.ct was carried out over almost 20 years. In particular, the chapter has 

examined the extent to which the understandings and agreements reached between the setder 

Government and Rohe Potae Maori prior to construction were upheld. Several issues have been 

discussed in this light: land policy, contract work, payments for timber, impacts on the physical 

environment and wahi tapu, and fencing of the line. The chapter has also looked at the extent to 

which Maori interests were protected in respect of certain matters that had not been discussed 

508 Railway Focus Group. Taumarunui Hui, am, transcript p13. 
509 Te Arohl1 NCI/lS, 14 April 1888, p3 
510 Te Arohl1 NCI/lS, 14 April 1888, p3 
51! Te Aroba NCI/lS, 14 April 1888, p3 
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during the negotiations that preceded construction, specifically the use of stone resources and the 

social impacts associated with an influx of European workers. 

As Chapters one and two have shown, many in the general settler population and many 

Government politicians and officials had considered a North Island main trunk as a means of 

opening land for European settlement through the largely 'unsettled' interior of the North Island . 

. Government officials and politicians often discussed the construction of the NIMT and 

purchasing of Maori land as related issues in statements prior to and during construction, 

demonstrating the clear relationship between the NIMT and Government purchasing and 

settlement policy. During the years of construction the Government purchased Maori land in the 

Te Rohe Potae inquiry district and the much larger railway alienation restriction area, 

implementing this long held intention. This report has provided an overview of a significant 

portion of purchases within the inquiry district funded from the NIMT Loan Act and 

amendments, totalling at least 184,853 acres. The majority of these purchases occurred in the 

north and south of the district between 1892 and 1894. Lands purchased using these funds were 

to be on-sold to settlers at a profit to aid the construction of the NIMT, branch lines and roads 

to further the settlement of the Rohe Potae. Boulton and Husbands' nineteenth century land 

report will address issues of fairness of the price paid for these lands and any other patterns of 

purchase associated with these acquisitions, as well as the full implications of Government 

monopoly on purchase for Rohe Potae Maori. These reports will also provide a full analysis of 

the wider purchase programme conducted simultaneously to the NIMT Loan acquisitions. 

The Government's move towards purchasing Maori land during the building of the NIMT stood 

in contrast to the assurances made during the negotiations that preceded construction. As the 

1883 petition demonstrated, Rohe Potae leadership had hoped to remain in control of the 

process of settlement in their rohe primarily through reform of Maori land legislation. While still 

convinced of the role of the Native Land Court and committed to the European settlement of 

the Rohe Potae, Native Minister Ballance had hoped that his proposed board system 

(implemented in the Native Land Administration Act 1886) would facilitate the settlement of the 

district in a way that would satisfy the interests of both European and Maori. In this context, in 

order to gain approval for the NIMT, as Chapter two has shown, Ballance assured Rohe Potae 

leadership that his legislation would enable them to retain significant control of their lands and 

that these lands would be safe from unwanted sale. He went as far as to assure them that he was 

'anxious that Government should not purchase land' and that a system ofleasing would be 
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sufficient for the settlement of the district. 512 In addition, Ballance and other officials consistently 

emphasised during the negotiations that the NIMT would increase the value of Rohe Potae 

Maori land and thus, through the retention of their land, Rohe Potae Maori would be able to 

derive long-term economic benefit from the railway. 

On his return to Parliament, Ballance and his party came under considerable criticism for these 

assurances and the tour generally. Opposition members attacked the Government's apparent lack 

of intent to acquire land for settlement adjacent to the proposed course of the NIMT and 

believed Ballance's assurances suggested that this was not an urgent and prime objective of 

construction. The criticism demonstrated that many contemporary politicians interpreted 

Ballance's comments on his recent tour as statements of Government intent, as Rohe Potae 

Maori had, in some cases even labelling them 'solemn promises.' The response to the Ballance's 

tour also illustrated the ParliamentalY (reflecting electoral) pressure exerted on the Government 

for the speedy opening and settlement of the Rohe Potae, particularly via purchase. In response, 

on August 281885, Ballance told Parliament that his Government did intend to conduct large

scale purchasing in the district, which he believed would be made easy when a relationship of 

trust had been formed between Maori and the Government. 

Ballance's comments in Parliament diverged from what he assured Rohe Potae Maori in two 

important ways. Firstly, purchase was not emphasised as a prime method of possible alienation. 

During the negotiations, Ballance emphasised that leasing would be sufficient for the settlement 

of the district. Secondly, the scale and importance of the intended settlement had not been fully 

disclosed. Wahanui's comments before the Native Affairs Committee underline that European 

settlement in general had not been emphasised by Ballance as the prime motivation for the 

NIMT, let alone large-scale Government land purchase in the railway alienation restriction area. 

In addition, in the months before the introduction of the Native Land Administration Act 

August 1886, Ballance took steps to better resource Government land purchase agents in order 

to speed-up and increase the scale of direct purchase within the railway alienation restriction area. 

In effect, he moved further away from his stated policy of the proposed boards/commissioners 

facilitating settlement in the district. From the evidence examined here, it is unclear whether 

Ballance had always intended that land be purchased on a large-scale or whether he adopted this 

position later, after the negotiations, in the face of criticism in Parliament. This issue will be fully 

explored in the comprehensive examination of the agreements that will be provided in Matt's 

512 AJHR 1885, Gl, p18. 
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political engagement 1865-1913 report. However, and critically for this report, it is clear that 

Ballance made statements regarding land - upon which Rohe Potae Maori had based their 

decision to consent to the NIMT - that were soon overlooked. 

In the negotiations prior to construction, Ballance had also made specific assurances regarding 

how the building of the NIMT would provide an immediate economic benefit to Rohe Potae 

Maori. These included the provision of construction contracts and the payment for timber 

resources used in construction. In regard to the promise of work, it appears that this 

commitment was kept only during the first phase of construction that ended in 1889. Rohe 

Potae Maori were reserved 'small contract' work on the Puniu and Te Kuiti sections of the 

NIMT in the belief that it would 'serve to make the formation of the line popular with 

them'. 513 By 1888, the Puniu and 

Kuiti sections were complete and the policy of reserving work for Rohe Potae iwi and hapu 

ceased. It appears that no consultation was undertaken in respect of this departure from the 

agreements. In mid-1887 the initiators of the policy, the Stout-Vogel Government, collapsed. 

From this time, the Public Works Statements and Chief-Engineer's reports contain no further 

evidence of Rohe Potae labour on the NIMT. Even in its short life, the policy received criticism 

in Parliament. 

Rohe Potae Maori also sought to derive an economic benefit from the timber and stone 

resources required for the railway. While they had been assured that payment would be made for 

timber used during construction, no such assurance had been made in respect of stone resources. 

However, during the first stage of construction, the Kawhia Committee successfully charged 

contractors royalties for both timber and stone. In doing so, the Committee overcame early 

settler criticism of its charges and was assertive in demanding payment from contractors, 

negotiating rates that appear to have been seen as fair. However, under the pressure of Court 

and land purchase activity, the Committee's influence seems to have declined around 1890, and 

during the second stage of construction it seems that Rohe Potae Maori were less able to derive a 

benefit from the resources they held. This second stage of construction was characterised by a 

diminishing level of consultation in regard to the use of timber and stone resources in the district. 

Between 1898 and 1904, Rohe Potae Maori did receive some income directly and through 

timber cutting licences held by European sawmillers from contracts to supply sleepers. 

However, in respect of stone resources, the Public Works Department denied any knowledge of 
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earlier royalty payments to Maori and moved to take land under public works legislation for 

quarry purposes. The Railways Department also took land for the ongoing supply of ballast. 

These takings will be examined further in Chapter four of this report. 

While Rohe Potae Maori sought to earn revenue from timber and stone resources, it is also 

evident that some individuals wished to protect certain resources from physical damage caused 

by the railway, particularly areas of forest and waterways that were sources of mahinga kai. At 

Kihlkihl, Ballance assured those present that waterways would not be interfered with, though was 

less reassuring about the damage to forest areas. The Native Minister's assurance concerning 

waterways seems to have been hastily made, because a major embankment was built through the 

Te Kawa swamp early in the construction process. However, in spite of this, it appears that 

initially some effort was made to address Maori concerns about the impact of the railway on the 

physical environment. It is unclear whether similar respect for such concerns was shown later 

on, though it seems unlikely given that awareness of the interests of Rohe Potae Maori and the 

understandings that had been reached prior to construction seem to have lessened as 

construction progressed. 

As well as the railway's impact on the physical environment, Rohe Potae Maori also appear to 

have held concerns about its potential impact on wahi tapu. Though there is no reference to this 

in the records of meetings held with the Native Minister prior to construction, certain chiefs were 

advised that they would be contacted immediately if human remains or ornaments were 

disturbed. The extent to which this promise was fulfilled is unclear. As with other assurances, it 

seems likely that the Public Works Departments' awareness of this undertaking would have faded 

during the period that the line was built. While the number of wahi tapu damaged or destroyed 

during construction has not been established, it appears that the railway was formed through 

some sites of significance. 

The fencing of the NIMT is another aspect of the construction of the railway where initial Maori 

expectations were not fulfilled. \'Vhen Rohe Potae Maori agreed to the railway, they requested 

that the line be fenced through the whole district. However, as with the provision of 

construction contracts and payment for stone resources, fences were erected along the NIMT 

only during the first stage of construction, which carried the line to Mokau/Pul{etutu Station. 

No fences were built south of this point when constmction work recommenced in 1896. This 

513 Willcinson to Under Secretary, Native Depal:tment, 2 Decembel: 1884, NO 84/3557, MA 13 75 43(a), pp150-151, 
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Government decision appears to have been made without consultation with Rohe Potae 

leadership, even though an agreement had been reached prior to construction on this matter. 

Despite significant stock losses and ongoing complaint by Maori and Europeans, the Railways 

Department and Public Works Department were slow to take steps to rectify the situation. 

Unable to locate any evidence that Rohe Potae Maori had agreed to the NIMT on the condition 

that the line was to be fenced, neither department was willing to accept responsibility for the 

fencing, both being reluctant to face the costs involved. Evidence suggests that the J;\.ailways 

Department went as far as threatening legal action against those whose stock 'trespassed' on the 

railway line. Following several years of protest, it appears that the NIMT was not fully fenced 

until 1909. 

Little written evidence has been located on the social impact of the European construction 

workers on the Rohe Potae Maori. Despite the lack of evidence it is clear that this initial group of 

European's who entered the district had a significant impact. However, much further research is 

requited. The political engagement reports as well as the socio~economic report should shed 

more light on some of the issues raised here. The construction of the NIMT clearly facilitated the 

illegal traffic of alcohol in the district. Its construction brought an influx of European workers 

who desired alcohol in a 'dry area' and created a major form of transportation to traffic it through 

the isolated district. Rohe Potae Maori had limited control of the workers and NIMT and as a 

result may have lost some ability to manage the consumption of alcohol in their communities. 

Rohe Potae Maori leadership strategies to deal with the problem of sly-grogging and alcohol 

consumption in their communities differed, but it was clear that attempts were made to deal with 

the problem between 1885 and 1903. Apart from the noted disputes over paying for stone and 

timber resources and fencing the NIMT and the protests noted around Taumarunui, little 

evidence has been found of Rohe Potae Maori resistance to construction. Evidence from the 

railway focus groups suggests some marae were moved closer to the NIMT once construction 

was complete in order to engage with the opportunities offered by the railway. 

This chapter has shown that during the construction of the NIMT, the Government did not 

uphold most of the understandings and agreements that had been reached with Rohe Potae 

Maori during the negotiations that preceded the building of the line. It has also shown that 

concern for wider Maori interests in the railway lessened as construction progressed. The 

Government's failure to act in accordance with the assurances made to Rohe Potae Maori casts 

ANZ Wellington. Supporting Papers, pp53-54. 
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some doubt on whether the negotiations were undertaken with a genuine commitment to fulfil 

the promises made. In respect of land policy, it is unclear whether Ballance deliberately 

misinformed Rohe Potae Maori during negotiations or whether his position subsequently 

changed as a result of political pressure. In some instances, Ballance seems to have made 

statements without thoroughly considering the matter in question. This seems to have been the 

case with his hasty assurance that the railway would cause no interference to waterways. 

A lack of commitment to upholding the understandings and agreements reached with Rohe 

Potae Maori also seems evident in the fact that, following the negotiations, the understandings 

and agreements do not appear to have been clearly and deliberately communicated to the Public 

Works Department, which was responsible for building the line. Such communication would 

have helped to ensure that the Government's obligations to Rohe Potae Maori were fulfilled 

during the construction process. Instead, it appears that the Public Works Department had a 

relatively limited knowledge of the understandings and agreements, an awareness that diminished 

over the long period during which the line was built. This clearly appears to have been an 

impOi'tant reason why, during the second stage of construction, the line was not immediately 

fenced. 

Changes in Government also seem to be important in explaining why assurances made to Rohe 

Potae during construction were not upheld. In particular, the collapse of the Stout-Vogel 

Government, which had negotiated with Rohe Potae leadership to construct the NIMT, resulted 

in the change of certain policies, most notably the provision of construction contracts. It appear 

that the new administration did not feel bound by the negotiations undertalcen by Ballance and 

may have been unaware of some aspects of the agreements and understandings reached with 

Rohe Potae Maori. 

The Government's failure to uphold the assurances made to Rohe Potae Maori and protect their 

wider interests in the railway throughout the whole construction process also seems to reflect 

that, as settlement objectives were gradually fulfilled, consideration of the interests of Rohe Potae 

Maori generally lessened. When construction began and the Rohe Potae was first 'opened', Maori 

retained a measure of power in the district, something that the Public Works Department and 

contractors were no doubt mindful of. The Kawhia Committee provided a unified Maori voice 

at this time, representing Rohe Potae Maori in negotiations, including, for example, setting 

royalties for the use of the stone resources required for the railway. During the second stage of 
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construction, however, the situation had changed markedly and, with land purchase advancing 

and the Kawhia Committee no longer in existence, it was dearly easier for the Public Works 

Department, Railways Department, and the Government to overlook and neglect the interests of 

Rohe Potae Maori. 
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Chapter Four: Land Takings for Railway Purposes 

Introduction 

'Ibis chapter discusses a number of issues relating to the acquisition of Maori land for railways 

the Te Rohe Potae inquiry district, covering a broad period of time. Its thematic focus departs 

from the generally chronological structure of the report. The first section of the chapter 

examines the agreements that were reached between Rohe Potae Maori and the Government in 

respect of the land required for theNIMT. Understandings relating to this matter were finalised 

after construction of the line began in 1885. The chapter then looks at the process of taking land 

for the NIMT and establishes that almost 1100 acres of Maori land was initially taken for the 

railway up until mid-1903, when construction of the line through the inquiry district was 

completed. The next section discusses the extent to which understandings concerning 

compensation were upheld in regard to the initial land takings. The chapter then looks at 

additional railway takings, which from mid-1903 to 1990 involved some 192 acres of Maori land. 

'Ibis land was acquired for a range of purposes, including a branch line between Okahukura and 

Stratford. A discussion is provided of the process by which the additional takings were carried 

out, including issues concerning compensation. The chapter then briefly examines the leasing of 

railway land in the inquiry district, a practice that perhaps indicates that the area of land taken for 

the railway exceeded operational requirements at the time of taldng. The final section looks at 

issues concerning the disposal of small areas of railway land in the inquiry district up until 1982, 

when the New Zealand Railways Corporation was established. 

It is important to note here that the land acquisitions examined in this chapter are takings carried 

out under public works legislation, a type of land alienation that differs from land purchase. 

During research hui, claimants have suggested that land was taken along the routes of proposed 

railway lines that were never built. However, the authors have located no evidence of any 

taldngs under public works legislation (either compulsorily or with the agreement of owners) for 

proposed railways that were never constructed. However, land may have been acquired along 

these routes through ordinary land purchase, possibly involving funds made available by the 

North Island Main Trunk Loan Acts, discussed earlier in Chapter three. 

Understandings regarding the land required for the NIMT 

As detailed in Chapter two, the settler Government sought the consent of Rohe Potae Maori 

before constructing the NIMT, even though central Government had possessed statutory 
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powers to acquire land compulsorily for public works purposes for about 20 years. (fhe Public 

Works Lands Act 1864 provided the fust specific legislative authority for central Government to 

take Maori land, whether Crown granted or customary.514) The proposed railway was discussed 

alongside a range of issues that focussed on the Goveinment's Maori land policy and how this 

should apply to the lands of Rohe Potae Maori. Faced with a district that was closed to 

unwanted European influence, the Government was not in a position to compulsorily acquire 

land for the railway without consultation. 

The issue of the land required for the NIMT had, as detailed in Chapter two, been discussed on 

a number of occasions before Rohe Potae Maori agreed to the railway. On 1 November 1884, 

Ballance told the House (during the second reading of the Native Lands Settlement Bill) that 

Maori leaders, including Wahanui, had indicated that they would gift the land required for the 

line of the NIMT.515 The Native Minister believed that there would 'be no difficulty in getting a 

reasonable amount ofland for the site of the railway' and stated that, of the area subject to the 

Native Land Alienation Restriction Act, a two-chain strip comprising some 3,360 acres would be 

needed for the central route of the NIMT. 

Ballance encouraged Whanganui Maori to gift land for the railway during a meeting held at 

Ranana on 7 January 1885. After asserting that Maori land along the railway would increase 

significandy in value, Ballance stated that the Government would gratefully accept a gift of land 

for the railway.51G However, if the owners did not wish to gift the required land, Ballance assured 

those present that the Government would not tal{e any land without paying the fair value of that 

land. He stated that the Maori owners would be treated the same as Europeans. Ballance 

explained that the land would be taken under 'the Act' (referring presumably to the Public Works 

Act) and that, after tide was ascertained, the value of the land would be determined by arbitration 

and the money paid to the owners. As to the area of land required, Ballance stated that the 

Government was only interested in the small amount of land required for the line, 'two chains, 

or three or four chains, or it sometimes may be a little more when it has to pass through cuttings 

&c.' 

On 4 February 1885, Ballance made further statements about the land required for the railway at 

the meeting held at Kihikihi. Ballance stated that the engineer had determined that only one 

514 Matt, P"blic IVorks, pp55-57. 
515 NZPD, voL 50, p316. 
516 AJRR, 1885, G-l, p4. 
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chain was required for the line, except where it was to run along the side of hills where cuttings 

would be made, requiring perhaps two chains. 517 Ballance also told the meeting that either five 

acres or, where there was likely to be a large settlement, ten acres would be required for stations. 

The Native Minister does not appear to have suggested at Kihikihi that the land required for the 

railway should be gifted. Instead, he assured those present that compensation would be paid for 

land taken for the railway, emphasising that the Maori owners would be dealt with in the same 

manner as Europeans. However, in order to receive compensation, Ballance emphasised that 

title to the land would have to be determined: 

We have considered that principle that, if we take land for public purposes such as 
railway, we have the right to pay for it. When, therefore, the owners are found and the 
title is determined, the matter will go to arbitration, and the owners will be paid for the 
amount of land taken for the railway. When the payment is made will entirely depend 
upon yourselves that is to say, when you are prepared to go and prove your title to the 
land.51S 

As detailed in Chapter two, Rohe Potae Maori agreed to the construction of the NIMT at a 

meeting held at Kihikihl on 27 February 1885. Speakers at this meeting appear to have discussed 

at some length the issue of whether the land required for the line should be paid for. 519 The 

Waikato TimQs reported that speakers argued for and against receiving payment for the land, with 

some proposing that the land be leased. John Ormsby suggested that the compensation money 

should not be paid to individuals but instead should be put towards paying the £1600 debt owed 

to the Government for the boundary survey. Noting that the Government would not be able to 

pay compensation to the owners until ownership of the land had determined by the Court, 

the Times observed that 'many of the natives are by no means anxious to have their lands 

adjudicated Up,.520 

Certain issues regarding the land required for the NIMT appear to have remained unresolved 

when Rohe Potae Maori agreed to the railway at the Klhikihi meeting. On 27 February 1885, 

John Ormsby advised Ballance by telegram that consent to the railway had been given and that 

the line was to be one chain wide, paid for, and fenced on both sides.52
! (In a telegram sent the 

following day, Willcinson also informed Ballance that the railway had been approved with these 

517 AJHR, 1885, G-1, p22. 
51B AJHR, 1885, G-l, pp22-23. 
519 Tf7aikato Til/ICS, 28 February 1885, p3. 
520 Ibid. 
521 Ormsby to Ballance, 27 February 1885, telegram, NO 85/692, MA 13 75 43(a), ANZ Wellington, pp32-33. 
Supporting Papers, pp41-42. 
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conditions.52~ Writing to Ballance on 4 March 1885, Wahanui similarly stated that the iwi 

represented at the Kihikihi meeting had agreed to the construction of the railway and that one 

chain could be taken. However, Wahanui advised that 'consideration of the question of the land 

required for the railway, the land on either side of the railway and that required for stations' had 

been deferred until the Native :Minister's next visit.523 

Though Rohe Potae leaders clearly communicated that only one chain should be taken for the 

track, this condition was not recognised by the Government when, some five weeks after Rohe 

Potae Maori agreed to the construction of the line, it began the process of taking and 

transferring the required land into Crown ownership. This process, which is discussed in detail 

below, began when the Governor signed an Order in Council on 2 April 1885 under the Public 

Works Act 1882.524 The Order in Council specified that an average width of three chains, not 

one chain, would be required for the railway. It is unclear whether Rohe Potae Maori were aware 

of the 2 Apri11885 Order in Council and no evidence of a response to it has been located. 

After agreeing to the construction of the NIMT, Rohe Potae leaders changed their position 

regarding the payment of compensation for the land required for the railway. As noted above, 

Ormsby had stated in his telegram of 27 February 1885 that the land required for the line was to 

be paid for. However, on 15 August 1885, as detailed in Chapter three, Wahanui told the Native 

Affairs Committee that Rohe Potae Maori had decided to give land for the track and stations 

without compensation. It is unclear when the decision to gift land for the railway was made, 

though one source indicates that it was may have been communicated to Government 

representatives at the ceremony marking the turning of the first sod, held on the banks of the 

Puniu River on 15 April 1885. 

In 1905, Ngati Tuwharetoa leader Te Heuheu Tukino spoke of the gifting of land for the NIMT 

when appearing before the Native Affairs Committee in response to a petition by Te 

Wherowhero Tawhiao and others regarding the Maori Land Councils Bil1.525 Te Heuheu stated 

that at the sod-turning ceremony he had witnessed Wahanui and Rewi Maniapoto tell Sir Robert 

Stout that no payment would be required for the land: 

522 W.ilkinson to Ballance, 28 February 1885, telegram, NO 85/692,:tvIA 13 75 43 (a), ANZ Wellington, p31. 
Supporting Papers, p40. 
523 Wahanul to Ballance, 4 March 1885, translation, MA-13-043-017 [missing cover sheet], MA 13 75 43(a), ANZ 
Wellington, pp11-12. Supporting Papers, pp37-38. 
524 New Zealalld Gazette, 1885, no. 21, pp407-408. 
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I saw myself, and personally heard what was said by my own mattlas at Haereawatea when 
Sir Robert Stout went up there, and I heard Manga [Rewi Maniapoto] and Wahanui 
saying there to Sir Robert Stout, "The backbone of our ancestor Turongo that is, the 
Main Trunk Railway route - we will give to you for running the train-wheels on, right 
through the Ngatimaniapoto district. We will not ask for any payment; we will not ask 
for any tax or consideration at all; there it is; we it to you for nothing; take it."S26 

Other accounts of the sod turning contain no details of the gifting and it appears that the matter 

was not mentioned in the speeches made during the ceremony. Te Heuheu's recollection 

indicates that Wahanui and Rewi spoke of the gifting only in respect of the Ngati Maniapoto 

territory. However, it is apparent from later evidence, detailed below, that the gifting came to be 

supported by all of the iwi of the Rohe Potae interior alliance. 

Further details concerning the of land for the NIMT are provided in correspondence and 

records of meetings held in 1886 and 1887. Several months after Wahanui's appearance before 

the Native Affairs Committee, John Ormsby provided details of the gifting in a letter written to 

Willrinson on 4 March 1886.527 In this letter, Ormsby confirmed a statement that Wahanui had 

allegedly made to the Under-Secretary of the Department of Native Affairs, advising that a 

limited area of land would be gifted for the railway - one chain for the track, one acre for each 

small station, and three acres for each large station. Ormsby stated that all lands taken outside 

these limits were to be paid for, as were any damage to lands. At the conclusion of his letter, 

Ormsby, who was Chairman of the Kawhia Native Committee, noted that the Committee 

wanted someone appointed to fix the value of the additional lands that were outside the gifted 

areas. 

In mid-April 1886, during a meeting with Ballance at Kopua, Ormsby again acknowledged that 

Maori had agreed to gift a limited area ofland.528 (Some 60 Maori were reported to have 

attended this meeting, including Wahanui.) Ormsby raised the issue of payment for areas that 

had been taken in excess of the land that had been gifted, asking when and how money would be 

paid. He stated that the Government had done nothing in return for the land. A request was 

made for the Government to appoint an officer to work with a Maori representative to assess 

525 AJHR, 1905, 1-3B, P 17. Tuklno spoke in support of the petition, claiming that he was representing the views of 
Ngati Maniapoto and Ngati Tuwharetoa. 
526 Ibid. Te Heuheu viewed the gifting as an example of the willingness of Maori to cooperate with and help the 
Government, contrasting it with the Government's actions toward Maori. 
527 Ormsby to Wilkinson, translation, 4 March 1886, R 3 W2278 box 216 part 11910/3916/1, part 1, ANZ 
Wellington. Supporting Papers, p205. 
528 Lf7'aikato TbllCS, 15 April 1886. 
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the value of the land taken in excess what had been gifted.529 Ballance, in response, reassured the 

meeting that there was no reason why there should be a delay in paying the owners for the land 

taken outside the gifted areas, though he thought it would be difficult to find the owners to pay 

them.530 Ballance stated that he would be glad if the Native Committee would assist the 

Government in this. 

Further evidence concerning the gifting of an area of land for the NIMT is provided in a 

telegram that Wahanui sent to Ballance on 28 September 1886.531 Wahanui appears to have sent 

the telegram specifically to confirm the arrangements that had been made in respect of the land 

required for the railway. He advised Ballance that he had 'received a word' on these 

arrangements from the five Rohe Potae iwi - Ngati Maniapoto, Ngati Raukawa, Ngati 

Tuwharetoa, Whanganui, and Ngati Hikairo. Wahanui stated that at 'the Kihi I<3hi meeting' 

(possibly a little-documented meeting held November 1885) Ballance had been told that the land 

needed for the railway was to be gifted, with the area to be taken for the track fixed at one chain, 

commencing from Haereawatea and extending to Te Rerenga-o-Toa Kohuru. (Though the 

wording is somewhat confusing, Wahanui also seems to have suggested that Ballance had been 

advised at I<3hildhi that bush could be cleared from limited areas outside the one chain strip for 

the track.) Wahanui claimed that following the I<3hikihi meeting a letter had later been sent to 

Ballance, advising him that three acres would be gifted for principal stations, two acres for 

smaller stations, and one acre for the smallest stations. 

Wahanui's telegram of 28 September 1886 made no mention oflands that might be taken in 

excess of the one-chain strip for the track and specified areas for stations. Responding to 

Wahanui on 1 October 1886, Ballance accepted the 'generous proposal' to gift land for the 

railway, but - referring to earlier discussions stated that he had made it clear that if more land 

was required for the railway the excess would be paid for. 532 In January 1887, at a meeting held 

at I<3hi1dhi, Ballance stated that it had been agreed that compensation would be paid only for 

land required outside one chain for the track and three acres for stations.533 

529 AJHR, 1886, G-1, p7. 
530 Waikato Times, 15 April 1886. 
531 Wahanul to Ballance, translation of telegram, 28 September 1886, R 3 W2278 216 part 1 1910/3916/1, ANZ 
Wellington. Supporting Papers, p206. 
532 Ballance to Wahanul, 1 October 1886, R 3 W2278 box 216 part 1 1910/3916/1, ANZ Wellington. Supporting 
Papers, p207. 
533 NeIll Zeala/ld Herald, 27 January 1887. 
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There appears to have been two motivations underpinning the decision of Rohe Potae leaders to 

gift land for the railway. First, it is likely to have been linked to Rohe Potae leaders' concerns 

over Government land policies, specifically their opposition to the Native Land Court. It is 

possible that land was gifted for the railway as part of wider efforts to prevent the Court from 

operating in the district. During negotiations, Rohe Potae Maori were advised that, if the 

Government was to pay for the land requited for the railway, compensation would be assessed 

only after ownership of the lands had been determined.534 In the absence of an alternative means 

of investigating title, Rohe Potae leaders may have feared that a desire to recover compensation 

monies would encourage some owners to apply to the Court for title determination. While this 

remained a possibility in respect of the lands taken outside the gifted areas, it lnight have been 

assumed that only small areas of 'extra' land would be taken, providing owners with little 

incentive to recover compensation. Rohe Potae leaders may have limited the area of gifted land 

to encourage the Government to take only what Ballance had stated was needed for the railway. 

As well as issues concerning the Native Land Court, the decision of Rohe Potae Maori to gift 

land for the NIMT may have been motivated by a desire to make a lasting contribution to the 

railway - a symbolic gesture that conveyed that they accepted and supported the statements 

made by Government representatives as to the benefits that the NIMT would bring. In this 

light, the gifting increased the Government's obligation to act in good faith and deliver on its 

promises, not only in respect of the railway, but also with regard to land policy matters that were 

being discussed at the same time. On at least one occasion, the meeting held at Ranana in 

January 1885, Ballance encouraged Maori to give land for the railway line, emphasising the 

benefits that the railway would bring.535 Some 20 years later, when recounting the offer of the 

gift made at the sod-turning ceremony on the banks of the Puniu River, Te Heuheu Tukino 

contrasted the generosity of the gift with subsequent Government actions. After providing 

details of the offer to gift land for the railway, he stated that: 

We having considered you people, and been generous to your people, you are not 
generous to us in return. I must say this, that your pakeha rcmgatiras are ttlttlas; that is 
proof of it. Wahanui and Manga said to Sir Robert Stout, ''Do not bring in the land 

534 Tllis position was communicated at meetings with Rohe Potae Maori and also in correspondence. For example, 
in response to a letter written by Henare Tikini and others on 9 December 1884, enquiring as to whether 
compensation would be paid for the lands required for the railway, Ballance approved a response that advised that 
the Government intended to pay the owners, but that payment could not be made until ownersllip had been 
decided. Tikini and others to Native Minister, 9 December 1884, N084/3686, MA 13 75 43(a), ANZ Wellington, 
p93. Supporting Papers, p48. Lewis, minute, 23 December 1884, on N084/3686, MA 13 75 43 (a), ANZ, p91. 
Supporting Papers, p47. Ballance, minute, 24 December 1884, on N084/3686, MA 13 75 43(a), ANZ Wellington, 
p91. Supporting Papers, p47. 
535 Notes of Native Meetings,AJHR, 1885, G-1, p4. 
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purchase system within the Rohe Potae," and Sir Robert Stout said, "Yes, we will 
undertake that your lands will be absolutely protected and not interfered with, but give 
your lands to be investigated by the Court"; and the Maori rangatiras thought the pakeha 
rcmgatiras were the same as they, and the Court was allowed to sit there, and as soon as 
the Court sat there in came the Government Land Purchase Officer. That was the way 
we were treated. We kept our part of the bargain, but that is the way those professed 
pakeha ral1gatiras kept their word.536 

In evidence presented to the Tribunal's Whanganui inquiry, R. Hayes has argued that following 

the introduction of the Native Land Court regime it was not possible for a chief to gift land.537 

Under the legislation, land could only be transferred from Maori ownership after the owners had 

been determined by the Court. In light of this, Hayes comments that 'a chief such as Wahanui 

could no longer gift what he did not own,.538 However, this legalistic view does not recognise 

that Rohe Potae leaders, regardless of the statutory regime, continued to possess authority to 

make and communicate decisions relating to the interests of their people. It is also relevant to 

note that, at the time the gift was made, the land was still held under customary tenure and the 

Native Land Court had not begun operating in the district. Wahanui's telegram of 28 September 

1886 indicates that, following consultation, the iwi of the interior alliance all agreed to the gifting 

Ballance, the Government's representative, acknowledged and accepted the proposaL The gift 

was given effect when, as detailed below, the Public Works Department transferred the land 

required for the railway into Crown ownership using the compulsory land taking provisions of 

public works legislation. This method of transferring gifted land also appears to have been used 

when the Government took possession of lands required for native schoo1s.539 

Knowledge of the gift was retained by at least some Rohe Potae Maori and was recalled in later 

years. For example, John Ormsby alluded to the gift of land for the railway in a letter written in 

March 1906 to Native Minister James Carroll regarding fencing of the NIMT.s40 In June 1988, 

more than a century after the gifting, MP Koro Wetere noted that his ancestors had given land 

for the railway during a speech made at Te Kuiti upon the running of a special train to mark the 

completion of the NIMT electrification project.541 

536 AJHR, 1905, I-3B, P 17. 
537 R. Hayes, 'Brief of evidence of R. Hayes', Crown Law Office brief of evidence for Whang-lOci district inquiry 
(Wai 903, Doc# M2), 6 April 2009, p94. 
53B Ibid. 
539 See, for example, Philip Cleaver, 'The Taking of Maori Land for Public Works in the Whanganci Inquiry District, 
1850-2000', a report commissioned by the Waitangi Tribunal, September 2004, pp157-163. 
540 Ormsby to Carroll, 12 March 1906, R 3 W2278 216 part 11910/3916/1, Al'lZ Wellington. Supporting Papers, 
pp238-239. 
541 Roils, August 1988, p5. 
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Initial takings for the NIMT, 1886-1902 

The Public Works Department used the compulsory land taking provisions of public works 

legislation to transfer the land required for the NIMT into Crown ownership. The compulsory 

taking provisions offered a simple and convenient mechanism of transfer the land, providing 

secure title upon which the railway could be operated. This section provides details of the initial 

takings of Maori land for the NIMT within the Te Rohe Potae inquiry district - those carried out 

during the construction of the railway, which was completed in the inquiry district in mid-1903, 

when the line reached Taumarunui. The takings examined here concern only the portion of the 

NIMT that lies south of the Puniu River.542 

The initial takings for the NIMT were carried out under the Public Works Act 1882 and then 

later under the Public Works Act 1894. The 1882 Act introduced separate provisions for the 

taking of Maori land and also included provisions that specifically concerned land required for 

railway purposes. In effect, two taking procedures had to be followed when Maori land was 

taken for railway purposes under the 1882 Act. This situation ended in 1887, when it became 

necessary only to follow the provisions relating to railways when taking Maori land for railway 

purposes.543 

The procedure for taking Maori land under the 1882 Act was set out in sections 23 to 26. Before 

any Maori land could be taken for any purpose, section 24 required the Governor to issue an 

Order in Council that specified the work that was to be carried out. Section 25 allowed the 

Governor to enter upon and talce the required Maori land two months after the gazetting of the 

Order in Council. Marr observes that these provisions, reflecting a growing intolerance to Maori 

concerns about public works legislation, did not include standard protections such as those 

relating to notification of owners and the ability of owners to formally object to a taking. (These 

protections, in contrast, were included in the provisions for taking general lands for general 

taking purposes.) Some of the harshest measures of the 1882 Act were soon modified, but the 

Act established a long-telm pattern of separate provisions for Maori land in general public works 

legislation, which lasted well into the twentieth century.544 

542 The land required for the section of the NIMT that lies north of the Puniu River, built earlier, was not taken 
from lVlaori for railway purposes. This land lay within the area that had been confiscated under the New Zealand 
Settlement Act 1863. 
5-13 Section 13(3) Public Works Acts Amendment Act 1887. 
544 Marr, Public IPorks, ppl07-110. 
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Provisions concerning the acquisition of land for railway purposes, which applied to both Maori 

and general land, were set out in Part VI of the 1882 Act and, later, Part VII the Public Works 

Act 1894. These provisions were largely the same in both Acts. They required that every railway 

was to be made under the authority of a special Act that described the line of the railway and the 

two termini. (The empowering Act for the NIMT was the Railways Authorisation Act 1884.545
) 

Construction work could not proceed until the Governor issued a proclamation that defined the 

middle line of the railway or any section thereof. After the middle-line had been proclaimed, the 

Minister of Public Works was able to occupy land required for the construction of the railway 

and proceed with formation work. Following the deposit of plans, the Governor could take land 

for the railway by proclamation. At any time before or after the issuing of the proclamation, the 

Minister of Public Works was to give notice to owners and occupiers, as far as they could be 

ascertained, advising of the intention to take land or that the land had been taken. A failure to 

provide such notice would not invalidate the taking. In the case of Maori land held by multiple 

owners, the lack of compulsion in these notification procedures may have encouraged the taking 

authorities not to bother to identify and notify some or all of the owners. In order to overcome 

this problem, the powers of the Native Committees could have been expanded to enable the 

Committees to act as agents to help the Government notify Maori owners. 

The separate provisions for railway takings did not include certain standard protections for land 

owners that featured in the provisions that applied to general takings. It is notable that notices 

served on owners did not have to be served before land was taken and that there was no 

requirement for public notification of the intention to take land. Also, importantly, no provision 

existed for owners to formally object to proposed takings for railway purposes. The absence of 

these standard protections in the separate provisions for railway takings perhaps reflected the 

importance with which railways were regarded in the nineteenth century, a belief that individual 

interests should in every case give way to the perceived common good provided by railways. It 

possibly also reflected the engineering realities of railway construction, whereby compared, for 

example, to roads - there was less flexibility as to the course of the line, meaning that it would 

often be difficult to accommodate the objections of affected land owners. 

As noted above, the Governor signed an Order in Council on 2 April 1885, specifying the land 

required for the NIMT. Though not stated, the Order in Council appears to have been an order 

545 The 1884 Act listed the NIMT among others in its schedule, defming its route to be 'from a point at or near 
Marton to Te Awamutu via Murimotu, Taumarunui and the Ongarue River Valley'. 
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made under section 24 of the 1882 Act, relating specifically to the taking of Maori land. It 

detailed that: 

... a railway, having an average width of three hundred links [three chains], extending 
from a point on the right bank of the Puruu River, in the Provincial District of Auckland, 
to a point at the intersection of the railway-line from Foxton to New Plymouth ... shall 
be constructed on or through all lands held or occupied by Native owners; the total 
length being two hundred and ten miles or thereabouts .... 546 

Steps were also taken to legalise the line in accordance with the provisions of Part VI of the 1882 

Act and, later, the equivalent provisions of Part VII the Public Works Act 1894. On 2 April 

1885, the Governor signed three proclamations that defined some 30 miles of the middle line of 

the NIMT.547 Proclamations defining further portions of the middle line were issued as 

construction of the railway progressed. After sections of the line were completed and accurate 

land surveys made, areas of land requited for the railway were proclaimed to be taken. File 

evidence concerning the taking process has not been located, and it is unclear whether notice 

was served on the owners. 

Table 3: I1titiallmtd takings for NIMT in the Te Robe Potae inquiry distriti (soutb ojPmtitl RivI!tJ 

Date of i New Zealand Description Area 
proclamation , Gazette reference 

, 29 April 1886 I 1886,p596 
I 

Native land in Puniu, Mangaorongo, and l 167a 3r 38p 
Orahlci Survey Districts 

2 March 1888 1888, P 455 Native land in Otanake and Pakaumanu 154a 3r 23p 
Survey Districts (Waiteti section) i 

23 March 1888 1888, pp 386-387 Native land in Orahlci and Otanake SDs (Te I 122a 2r 31p 
Kuiti section) i 

23 March 1888 1888, P 386 , Native land in Orahiri SD (Otorohanga 3r4p I 

19 November 1888 1888, p 1281 
~onl 

Native land in Otanake SD (Waiteti section) 2r 28p 
18 September 1895 1895, P 1448 Land in Otanake SO Te Kuiti and Pukenui 24a tr 36p 

Blocks 
i 3 June 1899 1898, P 1121 Land in Mapara Survey District - Rangitoto 206a 1£ OOp 

i 31 Octobtt 1902 

Tuhua Block (Mokau and Poro-o-tarao 
I 

sections) 
1902, pp 2420-2421 Land in Mapara, Tangitu, Rangi, Tuhua, I 417a 3r 37.5p 

i 
Piopiotea SOs) - Rangitoto Tuhua Block I 

(Ohinemoa and Ongruhe sections) 
29 November 1902 1902, P 2618 Land in Tangitu SO - Rangitoto Tuhua Block 1£ 37p 

Total 1096a Or 34.5p 

Table 3 details the initial takings for the track and stations of the NIMT in the Te Rohe Potae 

inquiry district. These takings involved about 1100 acres and it appears that almost all of this 

546 Ibid. 
547 Neill Zealalld Gazette, 1885, no. 21, pp401-402. 
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land was in Maori ownership at the time of taking. All of the proclamations before 1890 

explicitly stated that the lands being taken were 'native lands'. Though Crown land purchase 

activity was gaining momentum, the proclamations that date from 1890 also seem to have 

involved land that was entirely in Maori ownership. The sizeable takings from the Rangitoto 

Tuhua block in 1899 and 1902 appear to have been carried out before any significant Crown 

purchase activity in this large block. 548 
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Figure 19: Plcm rifMokcm (ptlkcttlttl)Statioll (PWD WOOO 15579, ANZ Wellington) 

5·18 Berghan, pp377-402. 
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It is evident that the initial takings for the NIMT exceeded the limited area that Ballance had 

stated would be required for the railway at the I<:ihikihi meeting of 4 February 1885 and clearly 

involved more land than Maori had agreed to gift. (As detailed above, Ballance had stated at the 

I<:ihikihi meeting that one chain would be required for the track except where cuttings were 

required and that five or ten acres were required for each station.) An examination of the 

proclamation plans held at Archives New Zealand show that the width of the track was often 

greater than one chain.549 It is also evident that the areas taken for at least some of the stations 

exceeded both what Ballance had stated would be required and what Maori had agreed to gift. 

In the case of Mokau/Puketutu Station, for example, which did not serve an existing settlement 

and perhaps needed to be only a small station, an area of 12 acres 1 rood 5 perches was taken.sso 

Figure 19 shows the plan of this land that was prepared during the taking process. 

It is also notable that the initial takings included lands that were acquired, not for the track or 

stations, but for quarries. The taking of these areas clearly prevented Maori from receiving an 

ongoing economic benefit from the stone resources they contained - an economic opportunity 

that was in keeping with Ballance's statements concerning how the NIMT would be of general 

economic benefit to Rohe Potae Maori. All of the area taken by the proclamation dated 18 

September 1895, a little over 24 acres, was taken for a quarry.5S1 This land included part of the 

bed of the Mangaokewa River, which contained significant shingle deposits. As detailed in 

Chapter three, the Native Committee negotiated with contractors in 1888 for a royalty to be paid 

for gravel extracted from the Mangaokewa River. In a report to the Engineer of the Railways 

Department dated 30 Apri11889, the Resident Engineer had noted that shingle for ballast was 

being extracted from the Mangaokewa River.SS2 He detailed that the shingle was of good quality 

and that there was no ballast reserve between the place where shingle was obtained from the 

Mangaokewa River and Te Awamutu. The Resident Engineer suggested that immediate steps 

should be taken to obtain the right to tal{e the Mangaokewa ballast, as well as land for a railway 

siding to the point where the shingle was extracted. 

549 Many of the land plans that were prepared in connection with the initial takings for the track and stations of the 
NL.\fT are held at the Wellington office of Archives New Zealand. See PWD WOOO 13652 (proclamation of 29 
April 1886), P\VD WOOD 15579 (proclamation of 2 March 1888), PWD WOOO 17474 (proclamation of 18 September 
1895), PWD WOOO 18463 (proclamation of 3 June 1899), and PWD WOOO 20036 (proclamation of 31 October 
1902). 
550 ABWN 8117 W5280 130 part 2, ANZ, p109. See PWD WOOO 15579, sheet 35, ANZ Wellington. 
551 See P\VD WOOO 17474. Otorohanga minute book 34,18 February 1899, pp254-257, pZ60. Supporting Papers, 
pp76-80. 
552 Resident Engineer to Engineer, Working Railways, 30 April 1889, R 3 W2278 53 1903/1989 part 1, Extension of 
North Island Main Trunk Line, 1887-1908,ANZ Wellington. Supporting Papers, pp194-198. 
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At least three other quarries -located at Otorohanga, Te Kumi, and at the confluence of the 

Puniu River and Mangahana Stream - were among the initial takings.553 The quarry at the 

confluence of the Puniu River and Mangahana Stream, included in the taking of 29 Apri11886, 

comprised an area of about eight acres. As discussed in Chapter three, this may have been the 

area that Coates had extracted gravel from, subject to a royalty fixed by the Kawhia Committee. 

It is possible that the taking of the area was a result of pressure from Coates and settlers, though 

no evidence to confirm this has been located. 

The possibility of land being taken for a purpose other than the track and stations does not 

appear to have been raised with Rohe Potae Maori before they agreed to the construction of the 

railway. No evidence has been located to indicate that owners were consulted about the taking 

of the quarry areas in the initial takings. As noted above, the statutory provisions by which the 

land was taken did not requite that the notification of the takings be given or provide owners 

with the opportunity to object. The Waitangi Tribunal has commented that the compulsoty 

acquisition of Maori land for public works, justifiable only 'as a last resort in the national 

interest', should not proceed without consultation with the Maori owners.55
4- It has found that a 

failure to consult with the owners is a clear breach of the Treaty.555 

Proposed gifting 0/ kmd at Te KJlnti 

In March 1899, Maori owners ofTe Kumi block sought to gift further land for the enlargement 

ofTe Kumi Station, indicating continuing support for the railway among the individuals 

concerned, who considered the station area to be insufficient. The matter was raised in the 

Native Land Court when the Crown's interest in Te Kumi block was defined and, in accordance 

with the owners' wishes, the Court awarded an additional area of one acre to the Crown.5SG The 

Court's order provided that the land was to be known as Te Kumi 14 and was to comprise two 

half-acre areas on each side of the station. However, no action appears to have been taken to 

give effect to the gifting, the land having never been surveyed off from the Maori award and 

553 Details of these ballast pits were presented to the Native Land Court in December 1890 when compensation was 
assessed for some of the initial takings. Otorohanga minute book 10, 2 December 1890, p264. Supporting Papers, 
p65. Otorohanga minute book 10, 9 December 1890, p294. Supporting Papers, p68. Otorohanga minute book 10, 
10 December 1890, p295. Supporting Papers, p69. 
554 Waitangi Tribunal, Tlmlllgi TOllmship Report 1995, Wellington, 1995, p285, pp287-288. Waitangi Tribunal, Ngai 
Tahu ANcillary Clai",s Report, Wellington, 1995, ppl0-I1. 
555 Waitangi Tribunal, Mohaka RilleI' Report 1992, Wellington, 1992, p70. 
556 Wilkinson to Sheridan, 30 March 1899, MA-MLP 1 61 NLP 1901/66, Te Kumi Block, ANZ Wellington. 
Supporting Papers, p63. 
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added to the station.S57 It is unclear whether the Railways Department was made aware of the 

proposal. 

The case indicates that Maori were willing to mal{e further gifts of land to assist the railway and 

that, if consultation was undertaken with owners, the Government might have been able to 

obtain additional lands required for the railway without the unilateral use of compulsory talring 

provisions. 

Land severances 

An issue that arises out of the initial takings for the track of the NIMT concerns how the line 

severed Maori land, creating areas that have no legal access. Claimants have stated that this is a 

problem for some Maori lands that lie between the NIMT and the Ongarue River.SS8 The railway 

follows the Ongarue River for a considerable distance, from Taumarunui to the Poro-o-tarao 

Tunnel. For most of this distance, there is no road between the railway and the river. 

Statutory provisions offered some protection to land owners whose access was affected by the 

construction of a railway. Section 172 of the Public Works Act 1894, for example, provided that 

the Government was to make crossings in cases where a railway cut off access by road. Upon 

demand by the landowner, one crossing would be provided for each mile of frontage for any 

property, but no additional crossing would be provided for subdivisions made after the railway 

had been built. This provision offered limited protection to Maori owners whose lands had not 

been extensively subdivided prior to the construction of a railway - as was the case with the 

Rangitoto Tuhua block through which the NIMT passed as it ran along the Ongarue River. 

Claimants state that the Railways Department was often unwilling to provide crossings to Maori 

land between the railway line and the Ongarue River, but appeared to be more responsive where 

a crossing was requested by a European land owner.SS9 No documentary evidence relating to this 

issue has been located. 

557 See L3928, Railway Plan Book 11, Ontrack, Wellington. A plan ofTe Kumi block, dated 23 January 1900, does 
not show a subdivision named Te Kumi 14. See ML 6689, South Auckland land district. 
558 Railway Focus Group, Hamiton Hui, am, transcript p 11. Railway Focus Group, Taumarunui Hui, am, transcript 
p27. 
559 Railway Focus Group, Hamiton Hui, am, transcript pl1. 
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Compensation for initial land takings for NIMT 

As detailed above, it is evident that the initial land takings for the NIMT involved more land 

than what Rohe Potae Maori gifted for the railway. This section examines whether, in 

accordance with the expectations of Rohe Potae Maori, compensation was paid for these areas. 

In his letter to Ballance dated 4 March 1886, john Ormsby, Chairman of the Kawhia Native 

Committee, requested that someone be appointed to fix the value of the lands that had been 

taken for the NIMT in excess of the gifted area.560 The following month, at the meeting held at 

Kopua in mid-April 1886, it was requested that the Government appoint an officer to work with 

a Maori representative to assess the value of the excess land.561 In response, Ballance stated that 

he thought it would be difficult to find the owners to pay them, but said that he would be 

pleased if the Native Committee would assist the Government in thiS.
562 It appears that Ormsby 

and other Rohe Potae leaders wanted compensation to be assessed outside the Native Land 

Court, the operation of which they hoped to limit. 

As an alternative to the Court, Ormsby, Wahanui, and others proposed that the powers of native 

committees be modified and extended in a manner that would help to protect Maori ownership 

of land. However, as discussed in Chapter three, the changes that were made to the committees 

under the Native Land Administration Act, passed in August 1886, proved to be unpopular to 

both Maori and European. It is notable that the powers of native committees could have been 

extended to enable them to play an active role during the acquisition of land for public works - a 

role that would have helped to protect the interests of Maori owners. Committees could have 

assisted in notifying and consultating with owners about proposed takings as well as distributing 

compensation monies. 

Under the Public Works Act 1882, compensation for land taken for public works was 

detelmined differently depending on whether the taking involved customary land or land with a 

Crown derived title. (Rohe Potae land remained customary land when Ormsby wrote to 

Ballance on 4 March 1886 and when the meeting was held at Kopua in mid-April 1886.) In the 

case of customary land, the 1882 Act provided that the Minister could apply to the Native Land 

560 Ormsby to Wilkinson, translation, 4 March 1886, R 3 W2278 box 216 part 1 1910/3916/1, ANZ Wellington. 
Suppol:ting Papers, p205. 
561 AJHR, 1886, G-1, p7. 
562 lVaikato Times, 15 April 1886. 
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Court for an assessment of compensation.563 Where taken Maori land had a Crown derived title, 

compensation was to be detennined in the same manner as for general land takings, which were 

set out in Part III of the 1882 Act.564 This required owners to make a claim to the Minister, 

which would be heard in the Compensation Court. The different procedures for customary land 

and land with Crown granted title were removed with the passage of the Public Works Acts 

Amendment Act 1887, which made takings of all Maori land subject to the Native Land Court 

for the determination of compensation.5G5 The making of an application to the Court remained 

at the Minister's discretion. 

It appears that no steps were taken to reach a compensation settlement along the lines suggested 

by Ormsby in his letter of 4 March 1886 and at the meeting held the following month at Kopua. 

On 2 December 1890, the Native Land Court began hearing an application from the Minister of 

Public Works to detennine the compensation payable for lands taken for the NIMT.566 (By this 

time, the Court had been operating for some time in the district. As detailed above, it began 

sitting in June 1886 to detennine the boundaries of the Aotea block, and by 1888 had begun 

hearings on internal subdivisions within the block.567) At the hearing, the Minister of Public 

Works was represented by a Mr Cheeseman, who told the Court that Maori had originally agreed 

to give a one chain strip for the track and three acres for each station. Copies of correspondence 

relating to this arrangement were produced before the Court. Cheeseman advised the Court that 

some owners had stated that they were not bound by the agreement, while others admitted that 

it was binding. He stated that he had estimated the value of the land taken 'on a liberal scale' and 

had tried to reach settlements outside the Court. 

On 2, 8, 10, and 16 December 1890, the Court made orders that conflrmed compensation 

settlements reached between Cheeseman and the owners of 11 blocks through which the NIMT 

passed: Hauturu East, I<akepuku, Otorohanga, Orahiri, Ouruwhero, Pukeroa-Hangatiki, 

Puketarata 2, Pokuru, Tahaia, Te Kumi, and Waikowhitiwhiti.568 These blocks were located in 

563 Subsection 26(1)(a), Public Works Act 1882. 
564 Subsection 26(2), Public Works Act 1882. 
565 Section 14, Public Works Acts Amendment Act 1887. 
566 Otorohanga minute book 10, 2 December 1890, pp263-264. Supporting Papers, pp64-65. 
567 Cathy Marr, Rnhe Potae, p46. 
568 Otorohanga minute book 10,2 December 1890, pp263-264. Supporting Papers, pp64-65. Otorohanga minute 
book 10, 9 December 1890, pp292-294. Supporting Papers, pp66-68. Otorohanga minute book 10,10 December 
1890, pp295-297. Supporting Papers, pp69-71. Otorohanga minute book 10, 16 December 1890, p325. Supporting 
Papers, p 72. Owners of five of the blocks were present in Court to confirm the setdements reached by Cheeseman. 
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the north of the inquiry district, between the Pumu River and Te Kuiti.5G9 The settlements 

confirmed by the Court reflected the owners' attitudes towards Rohe Potae leaders' decision to 

gift a limited area ofland for the NIMT. It appears that the owners generally agreed with and 

felt bound by the gift, which indicates that there continued to be ongoing support for the railway 

and perhaps optimism that it would bring the prosperity that Government representatives had 

spoken of. The owners of at least three of the blocks wished to adhere to the terms of the 

gifting, while the owners of five other blocks did not wish to be paid any compensation, even 

where land had been taken in excess of the gift. The owners of only one block refused to gift 

land for the railway and were awarded compensation for all areas taken. 

The compensation awards made by the Court in December 1890 are discussed in a 1946 report 

by the Chairman of the Royal Commission on Licensing, Justice Smith.S70 This report focuses 

on questions concerning the sale of liquor in the King Country and whether an agreement on 

this matter had been reached between Rohe Potae Maori and the settler Government prior to 

the construction of the railway and the opening of the district. The understandings that were 

reached in respect of the land requited for the railway, and the extent to which these were 

upheld, are discussed in this context. Smith, whose discussIon is based on limited evidence, 

incorrectly states that there was no agreement to gift land and that Rohe Potae Maori expected 

to be paid for all the land taken for the NIMT.571 

In regard to the compensation settlements of December 1890, Smith provides details from a 

Public Works me that appears to have since been destroyed.572 He notes that those owners who 

wished to be paid compensation were awarded compensation amounting to 'the small total' of 

£12310s.573 The Public Works Department appears to have sought the assIstance of the Native 

Department to distribute the money to owners. Smith notes a memorandum written to the 

Native Minister on 15 Apdl1891, in which the Under-Secretary of Native Affairs, Lewis, 

discusses the Public Works Department's actions. Lewis stated that he thought it would have 

been better if the Public Works Department had not moved to compensate the owners.574 This 

view seems to have been based on a belief that Rohe Potae Maori had agreed to gift all the land 

569 FOI dle location of dlese blocks, see Berghan, 'Block Research Narratives', Appendix II, Map 4, pp581-582, The 
location of Waikowhitiwhiti block is not shown on this map, nor is a narrative of this block provided. 
570 Justice Smidl, 'King Country: Report by the Chairman of dle Royal Commission on Licensing', AJHR, 1946, H-
38, Appendix C, pp374-375. 
m Smith, 'King Country', AJHR, 1946, H-38, Appendix C, p373, 
572 The me reference noted by Smith is PW 19/521. Smith, 'King Country',AJHR, 1946, H-38, Appendix C, p374, 
573 Smith, 'King Country', AJHR, 1946, H-38, Appendix C, p374. 
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for the railway, Lewis claiming that 'the land was in the first place given by the Natives'. The 

Under-Secretary suggested that he write to Wilkinson to ascertain whether the Native Agent 

could, 'without interference with his more important land purchase duties', pay the 

compensation. The Minister approved this recommendation.575 

Smith details that most of the compensation money remained unpaid, with Wilkinson unable to 

make 'satisfactory arrangements' for payment.57G Smith explains that this was because there were 

many owners and the amounts involved were small, circumstances that appear to have deterred 

the Native Agent from ensuring that the money was properly distributed. Citing correspondence 

from Wilkinson, Smith notes that some of the owners wanted the compensation monies put 

towards paying survey fees.577 It seems that compensation money was used for paying survey 

fees in at least one case - almost all of the sum of £60 awarded in respect of Pokuru block was 

directed towards paying fees associated with the survey of that block.57B 

Following the December 1890 hearing, no further efforts were made through the Native Land 

Court to compensate Maori land owners for the initial land takings for the NIMT. However, in 

1899 the owners ofPukenui 2 block received a form of compensation outside the Court process 

for lands taken in 1888 and 1895 for the track and the Mangaokewa River quarry a total area of 

about 106 acres. On 18 February 1899, when the Court defined the Crown's interest in Pukenui 

2, the land awarded to the Crown (pukenui 2A North and Pd:enui 2B) was 106 acres less than 

the area purchased.579 The Court's orders reflected an agreement that had been reached between 

Wilkinson and John Ormsby on behalf of the owners, which recognised that compensation had 

not been paid for the lands taken for the railway.S80 Wilkinson noted that the arrangement 

avoided the necessity of a 'compensation court', It is unclear whether Wilkinson acted with 

authority from the Public Works Department, though it seems that the Department was made 

aware of the arrangement, a proclamation register recording that compensation for the 1895 

quarry taking was not payable as the taken lands had been included in the area purchased by the 

574 Lewis to Native Minister, 15 April 1891, PW 19/521, cited Smith, 'King Country',AJHR, 1946, H-38, Appendix 
C,p374. 
575 Smith, 'King Country',AJHR, 1946, H-38, Appendix C, p374. 
576 Smidl, 'King Country',AJHR, 1946, H-38, Appendix C, p374. 
577 Smith, 'King Country', AJHR, 1946, H-38, Appendix C, p375. 
578 Otorohanga minute book 33,6 July 1898, pp268-272, 276-278. Supporting Papers, p75. It was the owners of this 
block who had refused to accept the gifting and demanded compensation for all lands taken. 
579 Otorohanga minute book 34,18 February 1899, pp254-257, p260. Supporting Papers, p76. 
580 It appears that some owners disputed the agreement, believing that it did not appropriately reflect the value of 
the land taken for the ballast pit. 
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Government.58
! No evidence has been located to suggest that similar arrangements were reached 

in respect of any of the other initial land takings for the NI:rvIT. 

It appears that the Public Works Department's awareness of its obligation to compensate the 

Maori owners diminished during the 1890s. On 1 August 1903, the Resident Engineer at 

Ongatuhe wrote to the District Engineer in Auckland, relating a conversation he had with 

Wilkinson, who had told the Resident Engineer that compensation for the land taken for the 

railway south ofTe Kuiti had not been paid to Maori.582 The Resident Engineer stated that 

Wilkinson thought that the matter should be gone into without further delay because the value 

of the land was increasing each year. He also stated that Wilkinson believed that Maori had 

given a verbal promise to gift one chain for the railway, with all additional land taken be paid for, 

though he was unsure whether the promise still had effect. 

The District Engineer forwarded the Resident Engineer's letter to the Under Secretary of Public 

Works, who initiated inquiries into the matter.583 An official within the Public Works 

Department reported that Maori had agreed to gift a strip of one chain for the track, with the 

excess to be paid for. 584 It was noted that the concession had been made 'by a chief named 

Wahanui', though it was unclear how far south Wahanui's influence extended. The Under 

Secretary requested a further report on how much land had been paid for and whether an 

application had been made to the Court to assess compensation for any land that had not been 

paid for. 585 If an application had not been made, the Under Secretary believed that an 

application should be submitted to the Court in the usual manner. The file evidence at this point 

becomes silent, and it is not until 26 May 1905 that a Public Works Department official noted, in 

5BI ABWN 8117 W5280 130 part 2, Proclamation Register, 1883-1902, ANZ Wellington, p180. As detailed in Table 
4.1, the land taken for the ballast pit in 1895 included a portion ofTe Kuiti bock. The register entry indicates that a 
similar arrangement may have been reached in respect of this land. 
582 Louch to District Engineer, Auckland, 1 August 1903, R 3 W2278 box 216 part 11910/3916/1, ANZ 
Wellington. Supporting Papers, p215. 
583 District Engineer to Under Secretary, Public Works, 5 August 1903, R 3 W2278 box 216 part 1 1910/3916/1, 
ANZ Wellington. Supporting Papers, p216. Blow to Thompson, 8 August 1903, minute on coversheet above 
District Engineer to Under Secretary, Public Works, 5 August 1903, R 3 W2278 box 216 part 1 1910/3916/1, ANZ 
Wellington. Supporting Papers, p217. 
584 Thomson to Under Secretary, Public Works, 19 August 1903, minute on coversheet above District Engineer to 
Under Secretary, Public Works, 5 August 1903, R 3 W2278 box 216 part 11910/3916/1, ANZ Wellington. 
Supporting Papers, p217. 
585 Blow to Thompson, 20 August 1903, minute on coversheet above District Engineer to Under Secretary, Public 
Works, 5 August 1903, R 3 W2278 box 216 part 1 1910/3916/1, ANZ Wellington. Supporting Papers, p217. 
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a final minute on the subject, that it had been decided not to refer the matter to the Native Land 

Court.586 

Justice Smith's 1946 report sheds light on the reason why the Department did not apply to the 

Court for an assessment of compensation for the lands lying south ofTe Kuiti. Drawing on file 

evidence that seems to have since been destroyed, Smith records that in 1903 the Department 

asked the Solicitor General to advise whether it was liable to pay any compensation for the land 

taken for the railway.587 Smith reports that the Solicitor General advised that there had been no 

statutory requirement for compensation to be paid at the time that the Order in Council had 

been issued directing the construction of the railway. It appears that the Solicitor General was 

referring to the Order in Council signed by the Governor on 2 April 1885, which seems to have 

been issued under section 24 of the 1882 Act. 

Efforts to locate a copy of an opinion by the Solicitor General that directly addresses the 

question of whether the Government had a statutory requirement to pay compensation for the 

land taken for the NIMT have not been successful. However, a copy of an opinion by the 

Solicitor General regarding the date of talcing, dated 4 December 1903, has been located.588 

Though it does not deal directly with the issue of compensation, it may have been this opinion 

that Smith was referring to. The date of talcing is clearly an important question when considering 

what compensation provisions were applicable to the lands acquired for the NIMT. In the 

opinion dated 4 December 1903, it is asserted with complex legal argument that the land was 

taken by the 1885 Order in Council issued under the 1882 Act, even though this did not demark 

the areas acquired. 

On the basis of this opinion, the Public Works Department or Solicitor General (in another 

opinion) may have reached the conclusion that there was no statutory obligation to pay 

compensation under the provisions of the 1882 Act. As detailed earlier, the 1882 Act provided 

that where customary land was taken the Minister could apply to the Native Land Court for an 

assessment of compensation.589 The application was at the discretion of the Minister, with the 

wording of the Act being that the Minister 'may' apply to the Court. The opinion that a 

58G Thompson, 26 May 1905, minute on coversheet above District Engineer to Under Secretary, Public Works, 5 
August 1903, R 3 W2278 box 216 part 11910/3916/1, ANZ Wellington. Supporting Papers, p217. 
587 Smith, 'I<i.ng Country', AJHR, 1946, H-38, Appendix C, p379. These details may have been drawn from PW 
19/521, referred to elsewhere in Smith's report. 
588 Untitled Memo Book 1878-1905, pp 626-628, Box 1, Crown Law Office. Supporting Papers, pp368-370. 
589 Subsection 26(1)(a), Public Works Act 1882. 
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statutory requirement to pay compensation did not exist may have been based on the Minister's 

discretionary powers. Without contravening the legislation, the Minister could overlook to make 

an application or deliberately choose not to apply to the Court. 

Alternatively, the opinion that there was no statutory requirement for compensation to be paid at 

the time that the Order in Council was issued may have been based on an interpretation of 

legislative provisions that enabled the Crown to take up to five percent of Maori land for road 

and railway purposes without compensation. These provisions, which applied between 1862 and 

1927, had arisen out of a general measure that sought to provide infrastructure for settlement.590 

This enabled the Government, when selling Crown land in sparsely settled areas, to retain a right 

to take a certain percentage of such land for a limited time to provide for future roading (and 

later rail) needs. It was not considered necessary to determine and pay full compensation for 

each taking, but a more general form of compensation was provided - for example, Crown land 

was often sold at a reduced purchase price to take account of the right to take roads. 

When the Government created the Native Land Court it took the opportunity to extend the 'five 

percent rule' to Crown-granted Maori land.m A complicated and confusing set of legislative 

provisions were subsequently introduced and remained in place until the rule was finally 

abolished in 1927.592 Among the important developments, section 106 of the Native Land Act 

1873 extended the rule to land required for railways, while subsection 91(2) of the Public Works 

Act 1894 saw it applied also to customary land.593 Marl' comments that the five percent rule was 

discriminatory in the way that it was applied to Maori land.594 For instance, the right to tal{e a 

percentage of Maori land without compensation for roads was extended to ten years and then 

fifteen years after title determination, while the rule generally remained at five years for general 

land taken up by settlers.595 The Waitangi Tribunal has made a number of specific findings 

concerning how the five percent rule discriminated against Maori,5% 

That the land taken for the NIMT was customary land at the time that the Order in Council was 

issued casts doubt on whether the Public Works Department or Solicitor General would have 

590 Marf, P"blic /Po/ils, pp63-64. 
591 Ibid, pp66-67. 
592 Ibid, pp68-79. 
593 Ibid, pp69-70. 
594 Ibid, p72. 
595 Ibid, p67, p69. 
596 Waitangi Tribunal, He Matlltga &mgo: fuJpo/1011 Celltral Nol1b Is/rwd Ciai1Jls, Stage OIlC, Vo/mile 2, Legislation Direct, 
Wellington, 2008, p853. 
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viewed the five percent rule to have been applicable. As noted, the rule could not be applied to 

customary land until 1894, somthing which both the Public Works Department and Solicitor 

General would have been aware of. 

Regardless of which legislative provisions were seen to justify the opinion that there was no 

statutory requirement to pay compensation for the land taken for the NIMT, the Public Works 

Department's decision not to compensate the owners was clearly at odds with the assurances 

that had been made by Government representatives in 1885 before Rohe Potae Maori agreed to 

the construction of the NIMT. During the negotiations, Rohe Potae Maori were encouraged to 

gift land for the railway, but were assured that if they did not they would receive full 

compensation. In the end, Rohe Potae Maori agreed to gift a limited area for the railway, but 

expected to be paid for any extra land taken terms that were accepted by Ballance and, as a 

matter of good faith, should have been upheld. It seems possible that the Public Works 

Department simply wished to avoid the difficulty of having to distribute money to a large 

number of owners, something that had proved difficult when settlements had been reached in 

December 1890. 

Justice Smith reports that later claims for compensation were made in 1911 and 1923 and that in 

both cases the Public Works Department maintained the position that it was not liable to make 

any payment.597 No evidence relating to these claims has been located. 

Additional takings, mid-1903-1990 

As well as the initial takings carried out while the NIMT was being built, there were numerous 

later takings of Maori land in the Te Rohe Potae inquiry district for railway purposes. These 

additional takings saw land acquired for several purposes, including quarries, the extension of 

yard facilities, sites for houses to accommodate railway workers, and realignments of the line. 

Small areas of Maori land were also taken for a branch line between Okakulru.ta and Stratford, 

which is discussed further in Chapter five. The section of the branch that runs between 

Okahulru.ta and Ohura is situated within the boundaries of the Te Rohe Potae inquiry district. It 

appears that most of the land required for this part of the line had passed out of Maori 

ownership when it was taken for the railway. 

597 AJHR, 1946, H-38,Appenclix C, p379. 
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Table 4: Additional takhtgs tf Maori land]or railwqy p1l1poses il1 Te Rohe Potae il1Qltiry distlict, 171M-1903 to 1990 

Date of notice NewZeaiand Description Area Purpose of taking Compensation 
Gazette reference 

18 December 1903 1904, P 2 Rnngitoto Tubuli. block lla Or 6p Quarry (Waimiha) On 21 June 1904, the Native Land Court ordered that compensation of 

7Aprili905 
Sa 1£ 39",-- Quarry (Maramataha) ,{33 6s 8d and .[16 138 4d be paid for the two areas.59B 

1905, pp 919-920 Rnngitoto Tuhua block 14a lr 31p Quarry (fe Koura) No details of compensation located.s99 

2air3p Deviation 
16 August 1907 1907, P 2618 Pukenui2M 14a 2r 17p Quarry On 14 August 1908, the Native Land Court ordered that the Maori 

Pukenui2D4 Oa Or 25.5p owners be paid compensation of £52 for the two areas taleen, from which 
£15 was to be deducted for costs awarded to the Railway Department. 
Compensation of £225 was awarded to the European leaseholder of 
Pukenui 2M, ,vith costs of £60 to be deducted.Goo 

r--~ 

25 March 1911 1911, pp 1193-1194 Land in Otanake Survey District, Te 3a Or 32.5p Compensation of £2567 paid for the interests of the Maori owners, 
Kuiti Borough Sections 1, 2, 4, 6, mostly to the Waikato-Maniapoto District Maori Land Board. Some 
8,10,12,14,16,18,20,22,23 of compensation also paid to three European leaseholders.601 
Block XV, and Sections 1 and 2 of 
Block XX. 

41anuary 1912 1912, p 7 Pukeroa-Hangatiki 1A Oa 3r 39p No details of comEcusation located. 
28 March 1912 1912, P 1216 Pukenui2M 48a Or OOp Quarry On 20 November 1912, the Native Land Court confumed an agreement 

for compensation of £240 to be paid to the Maori owners.G02 

~ColJ'lj)ensation of £.1100 was Eaid to the EuroEean leaseholder.G03 
3 December 1913 1913, P 3627 Rnngitoto Tuhua 68F3 Ill. Or 31.5p On 6 July 1915, the Native Land Court ordered that compensation 

Rangitoto Tuhua 68M 1a ir 27.2p totalling £57 be paid for the three areas. GIH 

Rangitoto Tuhua 68G. Id3.8p 
-j January 1915 1915, P 465 Pukenui 2D4A Oa 3r 1.1p A total sum of £50 was paid as compensation for these two areas.GOS The 

Pukenui 2D4B Oa Op25.7p money was paid to Waikohika Keretn and others for the land taken from 
Pukenui 2D4A and to Te Pulruti Te Pouaka and others for the land taI,en 

-~~ ---_.- ---~ 

from Pulc~ 2D4B. 

598 Otorohanga minute book 42, 21 June 1904, pp216-217. Supporting Papers, pp97-98. ABWN 8117 W5280 132 part 4, P:r:oclamation Register, 1902-1912, p30. 
599 ABWN 8117 W5280 132 part 4, p42. 
600 Oto:r:ohanga minute book 49, 4 August 1908, pl96, five typescript pages. Suppo:r:ting Pape:r:s, p150. ABWN 8115 W5280 166 pa:r:t 2, Registe:r: of Lands Acquired for Railway 
Pu:r:poses, 1901-1919 reco:r:d, no. 431. 
601 ABWN 8115 W5280 166 part 2, record no. 542. 
602 Oto:r:ohanga minute book 53,20 Novembe:r: 1912, p160. Supporting Papers, p156. 
G03 ABWN 8115 W5280 166 part 2,:r:ecord no. 578. 
604 Oto:r:ohanga minute book 57,6 July 1915, pp225-226. Suppo:r:ting Papers, ppI57-158. ABWN 8115 W5280 166 part 2, reco:r:d no. 657. 
605 L1990, Railway Plan Book 11, Ontrack. Land Register :r:eco:r:d 712, Ontrack. 
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Date of notice NewZea1=d Description Area Purpose of taking Compensation 
Gazette reference 

~~ 

20 March 1920 1920, pp 939-940. Sub 1 Sec 3 of Whatitokaroa Block 27a 1r 8p Stratford-Okakulrura On 5 October 1921, the Native Land Court ordered that compensation of 
Sub 2 Sec 3 ofWhatitokarua Block 13a3r 1O.8p railway (Matiere £50 be paid to the Maori owners of Subdivision 1 of Section 2 of 

section) and road Whatitokarua Block.61l6 No record of compensation for the area taken 
diversions from Subdivision 2 of Section 3 of Whatitokarua Block has been located. 

11 March 1925 1925, P 828 Sub 2 Sec 3 ofWhatitokarua Block 1a 3r 2.8p Stratford-Okalrulrura On 27 January 1926, the Native Land Court ordered that compensation 
railway (Matiere of £1 be paid for 12.87 perches taken from Subdivision 2 of Section 3 of 
section) and road Whatitokarua Block by the proclamation dated 11 March 1925.607 Ibis 

I-=~~~-
diversions did not comprise all the land taken from the subdivision. 

20 October 1938 1938, P 2295 Rangitoto Tuhua 68M 2B 3B 3a2r20.7p No details of compensation located. 
10 October 1939 1939, P 2718 Pukenui 204A Oa 2r 26.2p Ibis laud appears to have been taken in exchange for an area (la 3r 23.8p) 

of adjacent railway land, subject to section 99 of the Public Works Act 
1928.600 

28 Augui't 1944 1944,p 1087 Rangi!oto Tuhua 68G 2C 7a lr OOp Compensation of£125 t'aid to the Maori owners.Go!) 
16 Apri11946 1946, p 517 Rangitoto Tuhua 68G 21\1 1a lr 32.2p No details of compensation located.GIO 

7 Apri11948 1948, p392 Rangitoto Tnhua 68G 21\1 OaOr 36.9p No details of compensation located.G11 

Rangitoto Tuhua 68G 2D 2B1 1a Or 33.1p 
Rangitoto Tnhua 68G 2D2 Oa 2r 14p 

--~ 

7 February 1949 1949, P 572 Orahiri 11 Sa Or 13p Compensation of £1150 was paid for this land, owned by Mary Anne 
Orahiri llA 2aOr OOp Wairingiringi Ormond and the Native Trustee in equal shares.612 

--;-~; 

16 February 1953 1953, p 221 Rangitoto Tuhua 68H 2B 2C Oa 1r 21.5p Compensation of lOs paid to the Maori owners. G13 

14 July 1976 1976, p 1698 Rangitoto TuhUll 55B 2B lA la 1r8.3p ComEensation of $50 Eaid to the Kotahitan~ Church Building Socie!}'.614 
19 September 1980 1980, p 2844 Rangitoto Tuhua 55B 2B2 Oa 3r 3p Compensation of $32 paid to Areka Phillips. G15 

20 Apri11983 1983, P 1328 Onaueke 2 Oa Or 3.7p Compensation of $20 paid for this land, owned by Tawarau Farms 
Limited.61G 

20 Apri11983 1983, P 1327 Pukeroa Hangatilci A50 Oa 1r 21.4p Compensation of $500 paid to the Maori owners of this landG17 

G06 Otorohanga minute book 63, 5 October 1921, p131. Supporting Papers, p 161. ABWN 8117 W5280 133 part 5, Proclamation Register, 1913-1920, pp240-242. 
G07 Otorohanga minute book 66,27 January 1926, p115. Suppo:rting Papers, p162. ABWN 8117 W5280 134 part 6, Proclamation Register, 1920-1926, p157. 
60B Authority for the exchange was signed by Minister of Railways, D.G. Sullivan, on 2 December 1940. Sullivan, 2 December 1940, BAOB 1542 149Gb 9/25 part 8, Main Trunk 
Railway Line, 1940-1942, Auckland. Supporting Papers, p 1. 
609 L2821, Railway Plan Book 11, Ontrack. Land Register record 1835, Ontrack. 
610 L3909, Railway Plan Book 11, Ontrack. Land Register record 2338, Ontrack. 
611 L2821, Railway Plan Book 11, Ontrack. Land Register record 2010, Ontrack. 
612 ABWN 8115 W5280 168 part 4, Register of Lands Acquired for Railway Purposes, 1938-1951, record no. 2056. 
G13 ABWN 8115 W5280 169 part 5, Register of Lands Acquired for Railway Purposes, 1951-1961, record no. 2338. L3909, Railway Plan Book 11, Ontrack. Land Registerrecord 
2328, Ontrack. 
G14 L3200, Railway Plan Book 10, Ontrack. bnd Register record 3995, Ontrack. 
615 L3200, Railway Plan Book 10, Ontrack. Land Register reco:ed 4354, Ontrack. 
616 L3929, Railway Plan Book 11, Ontrack. Land Register record 4836, Ontrack. 
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Date of notice New Zeal8.D.d Description Area 
Gazette reference 

20 April 1983 1983, pp 1327-1328 Pukeroa Hangatiki A52 A2 Oa Or 6.1p 

24 August 1984 1984, P 3527 Ranigitoto Tuhua 68Kl Oa Or 28.9p 
Rangitoto Tuhua 68K5A OaOr6.3p 
Rangitoto Tuhua 68KSB Oa le20.8p 

27 March 1985 1985, P 1516 Part Ranigitoto Tuhua 681 21\ 2B3 la Ie 4.9p 
Part Rangitoto Tuhua 681 2A 2B4 Oa Or 12.8p 
Part It'lngitoto Tuhua 681 2A 2A Oa Or 29.1p 

15 May 1985 1985, p 2248 Rangitoto Tuhua 68Kl Oa Or Up 

~~~~-~ 

23 June 1986 1986, P 2835 'Ie Kw:niAI0 Oa 2r 35.2p 

23 July 1986 1986, P 3193 Rangitoto Tuhua 68C 1A Sa 1r 28.1p 
Rangitoto Tuhua 68C IB Oa lr 36.5p 
Part Sec 40, Blk VIII, Otanake SD Oa 1r 3.5p 
Part Mokau River Bed OaOrlO.6p 

16 Tune 1987 1987, p 2655 Pllkeroa I-Iangatiki AS B2 1a Or 19.5p 
1 May 1990 1990, p 1506 Part Whenuatupu Ohinemoa 1 1a 3£ 3.7p 

Total 192a Or 15p 

617 L2873, Railway Plan Book 12, Ontrack. Land Register record 4833, Ontrack. 
618 L2873, Railway Plan Book 12, Ontrack. Land Register record 4832, Ontrack. 
619 L3906, Railway Plan Book 11, Ontrack. Land Register recOl:d 5125, Ontrack. 
620 L3908, Railway Plan Book 11, Ontrack. Land Register record 5242, Ontrack. 
621 L3908, Railway Plan Book 11, Ontrack. Land Register record 5239, Ontrack. 
622 L3929, Railway Plan Book 11, Ontrack. Land Register record 5333, Ontrack. 
623 L3920, Railway Plan Book 11, Ontrack. 
624 L2877, Railway Plan Book 12, Ontrack. Land Register record 5403, Ontrack. 
625 L3222, Railway Plan Book 10, Ontrack. Land Register record 5565, Ontrack. 

Purpose of taking Compensation 

Compensation of $1 0 paid to the owners of this land, M.M.W. Haereiti, 
KJ. Muraahi, and N.H. McSweeney.6lB 
Areas of European land were taken at the same time. of 
$390 was paid for all of the taken areas.619 

Compensation details not established for this land, owned by Moo Aroha 
Farms Limited.62o 

Compensation details not established for this land, owned by Tame 
Ngahlwi Paiwaha Kawe.621 

Compensation of$222.51 paid to the owners of this land, KL. Moerua 
and others.622 

Deviation 0 f approach Land appears to have been exchanged in lieu of compensation for this 
to Puketutu Station. land, owned by Puketutu Farms Limited.623 

Compensation of $2,600 paid to A.T. Totorewa and others. m 
Land exchanged in lieu of compensation.625 
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Table 4 provides details of the additional takings of Maori land for railway purposes within the 

Te Rohe Potae inquiry district up until 1990, which involved at least 192 acres. Takings carried 

out after 1990 have not been established, though it is assumed that little land has been acquired 

since this time, there having been no major developments to rail infrastructure in the inquiry 

district. (The last significant work was the electrification of the NIMT carried out in the 1980s. 

This required numerous realignments of the line and involved a number of takings of Maori 

land.) A range of sources has been consulted to ensure that the details present in Table 4 are as 

accurate and complete as possible.626 The takings were variously carried out by the Railways 

Department, the Public Works Department, and its successor, the Ministry of Works and 

Development. 

While the additional takings involved considerably less land than the initial takings, it is likely that 

the impact of these takings was not insignificant. The additional takings were carried out as 

Maori land holdings diminished as a result of land sales, and it is therefore possible that the 

remaining areas were of particular importance to the owners. It also appears that some of the 

additional takings involved land that seems to have had particular economic value, containing 

stone resources or being located in or near urban areas. 

In carrying out the additional takings, which lay outside what Ballance had stated would be 

required for the NIMT, the taking authorities clearly appear to have had an obligation to consult 

with the affected Maori owners. With consultation, taking authorities and the owners could have 

explored alternatives to the acquisition of full title. However, the statutory process for taking 

land for railway purposes did not require consultation with owners. As discussed earlier, there 

were separate provisions for takings for railway purposes, which did not contain standard 

protections for notification and objection, a situation that continued for much of the twentieth 

century. Separate provisions for railway takings were included in Part VII of the Public Works 

Act 1908 and Part VII of the Public Works Act 1928, the principal public works statute for over 

fifty years. Change was introduced in the Public Works Act 1981, which does not include 

separate provisions for taking land for railway purposes and also places greater emphasis on 

negotiating agreements with Maori over land required for public works purposes. 

626 The following sources were consulted: NeIll Zealalld Gazette (up to 1920); Otorohanga minute book; relevant 
Public Works Department registers (ABWN 8115 W5280 165-170 parts 1-6, Registers of Lands Acquired for 
Railway Purposes, 1890-1972, ANZ Wellington, and ABWN 8117 W5280 12-140 parts 4-12, Proclamation 
Registers, 1902-1952, ANZ Wellington); and Railway Plan Books and Land Register records held at Ontrack, 
Wellington. 
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Uttle evidence has been located concerning the additional takings identified in Table 4. Public 

Works and Railways' files relating to these takings appear to have largely been lost or destroyed. 

However, some material has been located concerning the takings for quarries, which were carried 

out in 1903, 1905, 1907, and 1912. In terms of land area, these were the most significant of the 

additional takings, together involving about 93 acres. The taking of these lands is also significant 

because, as discussed in Chapter three, Maori expected to be paid for stone extracted from their 

land for the railway. The acquisition of the quarry lands therefore prevented Maori from 

deriving an ongoing economic benefit from their stone resources. 

The quarry takings shed some light on the extent to which owners were consulted over the 

additional takings, at least at the beginning of the twentieth century. In the case of the 1912 

taking (the largest of the additional takings, involving 48 acres), it seems that the Railways 

Department decided to take the land after consulting the European leaseholder, without any 

discussion with the owners. The case suggests that Maori owners were generally not consulted, 

during the first two decades of the twentieth century at least. It is unclear whether European 

land owners were consulted before their lands were taken for railway purposes. If the 

Department was less inclined to consult with Maori owners, this may have been partly due to the 

difficulty of having to deal with often large numbers of owners.627 As well as the issue of 

consultation, the quarry taldngs also shed light on the system of determining compensation in 

the Native Land Court. 

Quarry takings 

Table 4 details that additional takings included the following areas taken for quarry purposes: 

• 1903 - 11 a Or 6p from Rangitoto Tuhua block for a gravel pit and Sa 1t 39p for a quarry 
at Maramataha; 

• 1905 14a 1r 35p from Rangitoto Tuhua block for a ballast pit at Te Koura; 
• 1907 - 14a 2r 17p from Pukenui 2M and 25.5p from Pukenui 2D4 for a limestone quarry 

at Waiteti; and 

• 1912 - 48a Or Op for a limestone quarry at Waiteti. 

The two areas taken in 1903 are shown in Figure 21. The lands taken in 1907 and 1912 adjoined 

the quarry land taken in 1895, discussed earlier. These lands are shown in Figure 22. 

627 In 1974 legislative p.rovision was made to enable taking authorities to more easily negotiate with Maori owners 
fo.r the pu.rchase of their land as an alte.rnative to compulsory acquisition. Marr, P"blic Works, p13S. 
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Figure 20: Workers at tbe Maramataba qllarry, 1901 (McMillan and Walker, 01lgame, p35) 

1903 takings 

As discussed in Chapter three, the two quarry areas taken from Rangitoto Tuhua block in 

December 1903 appear to have both been worked for some time before being taken. In June 

1904, when the Native Land Court assessed compensation for the taken areas, the Public Works 

Department's Resident Engineer,John Louch, told the Court that all of the pumice sand in the 

Waimiha pit had been used, while some rock remained in the Maramataha quarry.628 It appears 

that no royalty was paid to the owners when the material was extracted from the t\vo sites. The 

two areas appear to have been taken after an individual, Te Papanui, took steps to reach a 

settlement with the Government. During the compensation heating, Te Papanui told the Court 

that before the land was taken he had visited Wellington with Tutahanga and Te Rauaherua to 

reach an arrangement concerning the quarries and other matters.629 Te Papanui stated that he 

discussed the quarry lands with the Minister of Native Affairs, who referred the matter to the 

Minister of Public Works. Upon returning home, Te Papanui stated that he received a telegram 

from the Minister of Railways, advising that the quarries would be paid for. The land was then 

628 Otorohanga minute book 42, 20 June 1904, p208. Supporting Papers, p89. 
629 Otorohanga minute book 42, 13 June 1904, pp191-192. Supporting Papers, pp82-83. 
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taken. It is unclear if the option of paying royalties for the material extracted and retaining the 

land in Maori ownership was considered. 
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Figure 21: Lands taken for Maramataha qttany a11d Waimiha gravel Pit, 1903 
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The Resident Engineer, Louch, told the Court that after the land was taken he had reached an 

agreement with Te Papanui, whom he understood acted for the owners.630 It was agreed that 

£50 would be paid for the taken areas. However, the Court heard evidence from a number of 

witnesses before making an award for the areas taken in 1903. Some owners claimed that Te 

Papanui had no authority to negotiate an agreement with the Resident Engineer and that £50 

was insufficient compensation. In the end, the Court accepted witness statements that the 

material extracted from the taken areas was easily obtainable on other lands in the district and, 

with reference to the value of the quarry land taken from Pukenui and Te Kuiti blocks in 1895, 

confirmed that £50 should be paid for the land.631 The Court believed that the Government, in 

agreeing to this sum, 'did not act ungenerously towards the Native owners,.632 

1905 taking 

No evidence has been located about the events that preceded the taking in April 1905 of a 

further area of Rangitoto Tuhua block for a quarry. Details concerning compensation for this 

taking have also not been located. The Native Land Court does not appear to have assessed 

compensation for the tal{en area, and it is possible either that steps to determine compensation 

were not taken as required or that the five percent rule was applied. The absence of any 

documentation concerning the application of the rule means that it is difficult to conclusively 

establish cases where it was applied. 

1907 takittg 

Almost all of the area taken in August 1907 for a quarry was located within one block, Pukenui 

2M, which contained significant deposits of limestone. The block was leased for 21 years from 1 

July 1906, with a right of renewal for 21 years.G33 As well as an annual rental payment of £13 lOs, 

the terms of the lease required that the owners be paid one penny per cubic yard of material 

removed from the land.634 At the time of the 1907 taking, the lease was held by William Lovett. 

In August 1908, when the Native Land Court assessed compensation for the land taken in 1907, 

Lovett stated that he thought the royalty rate was 'cheap,.G35 Lovett crushed the limestone for 

supply to local bodies, but had not extracted any material from the area that was taken in 1907, 

630 Otorohanga minute book 42, 13 June 1904, pp191. Supporting Papers, p82. 
631 Otorohanga minute book 42, 21 June 1904, pp216-217. Supporting Papers, pp97 -98. 
632 Otorohanga minute book 42, 21 June 1904, p217. Supporting Papers, p98. 
633 Otorobanga minute book 49, 4 August 1908, p146. Supporting Papers, p10l. 
63~ Otorohanga minute book 49, 4 August 1908, p146. Supporting Papers, p10l. Otorohanga minute book 49,6 
August 1908, p188. Supporting Papers, p145. 
635 Otorohanga minute book 49,4 August 1908, p149. Supporting Papers, p104. 
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which was estimated to contain some one and a quarter million cubic yards oflimestone.636 At 

the August 1908 compensation hearing, Tama Kawe, the father and trustee of minors who were 

owners ofPukenui 2M, stated that in the preceding two years royalties of £15 to £16 had been 

paid to the owners.637 

The Court heard a considerable amount of evidence when it assessed compensation for the land 

acquired from Pukenui 2M.638 (No evidence was heard in respect of the small area taken from 

Pukenui 2D4, the COU11: confirming an out-of-Court agreement that had been reached in respect 

of the taken land.) The Maori owners of Pukenui 2M and the European leaseholder were both 

represented in COU11: when compensation was determined. The Maori owners, the Court heard, 

wished to be paid compensation of £5,250, which equated to the royalty payable on the 

estimated quantity of limestone within the taken area, some one and a quarter million cubic 

yards.639 

In response to the owners' claim, the Railway Department's representative, Mr Prendergast, 

contended that the five percent role was applicable and that compensation did not have to be 

paid for all the land taken from Pukenui 2M.640 Prendergast explained that section 92 of the 

Public Works Act 1905 allowed up to one twentieth of a Maori land block to be taken for road 

and railway purposes within 15 years of title investigation without a requirement for 

compensation to be paid. He detailed that the taking from Pukenui 2M had been carried out 

before the 15 year period elapsed - title was awarded on 9 January 1893 and the land was taken 

on 16 August 1907. Prendergast calculated that, as the total area of Pukenui 2M was 180 acres, 

compensation did not have to be paid for nine acres of the taken land. 

The Court accepted Prendergast's argument, detennining that compensation had to be paid only 

for an area of 5 acres 2 roods and 17 perches.641 The Court found that compensation was 

payable for the loss of land and a water spring, but not for the stone resource because of the 

abundance of limestone in the Te Kuiti district and an apparent lack of profitability in Lovett's 

operation. The Court's order of the compensation monies payable for the land taken from 

Pukenui 2M is set out in Table 5. Commenting on the amount awarded to the Maori owners for 

636 Otorohanga minute book 49,4 August 1908, pp149-1S0. Supporting Papers, ppl0l-102. 
637 Otorohanga minute book 49, 6 August 1908, p188. Supporting Papers, p14S. 
63B Otorohanga minute book 49,4 and 6 August 1908, pp14S-19S. Supporting Papers, ppl00-149. 
639 Otorohanga minute book 49,4 August 1908, p146. Supporting Papers, pl01. 
640 Otorohanga minute book 49,6 August 1908, p192. Supporting Papers, p146. 
641 Otorohanga minute book 49,14 August 1908, typed pages inserted at page 196. Supporting Papers, plS0. 
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the loss of land, the Court noted that the sum appeared to be small, but argued that the owners 

had reduced their freehold interest significantly by leasing the property for a long term at a low 

rental. 

Table 5: Native Land COllrt orderfor compC11.ratioll motzies pC!}abie for 1907 takillgfronl PlIkemli 2M 

i Court order Award to Maori I Award to leaseholder 
owners (Lovett) 

: Loss of land £25 I £90 
I Loss of water right (spring) £25 I £75 
I Removing of building and fence £60 

I 
I Deduction of costs awarded to Railway £15 1 £60 
, DeEartment _ 

I 
I Total compensation payable £35 I £165 

1912 takilIg 

As noted above, the 48 acres taken from Pukenui 2M in March 1912 was adjacent to the area 

taken in 1907. The Railways Department erected a ballast crushing plant on the land it acquired 

in 1907, but by 1911 it considered this area to be insufficient and it moved to take further land 

from Pukenui 2M.642 By this time, Lovett's lease had been acquired by a Mr Wilson, who had a 

metal crushing and lime burning works at Te Kumi, north ofTe Kuiti, which was served by a 

private siding.643 (Limestone was burnt to create a product that was applied to pastute.644
) In 

July 1911, the General Manager of Railways, Chief Engineer, and District Engineer met with the 

Manager of Wilson's Lime Works at Ohakune to discuss the proposed taking.645 After 

discussion, it was agreed that the land would be taken by proclamation. A land exchange 

involving three acres was proposed, but not carried out. It appears that the Railways 

Department served notice on Wilson before the 1912 taking was carried out.646 It is unclear 

whether notice was similarly served upon the MaOl"i owners of Pukenui 2M. 

642 Chief Engineer to General Manager, 6 Febmary 1914, R 3 W2278 231 1911/1294 part 1, Land at Te Kuiti
Removal of Stone, 1911-1919, ANZ Wellington. Supporting Papers, pp253-255. Chief Engineer to General 
Manager, 29 January 1913, R 3 W2278 2311911/1294 part 1, ANZ Wellington. Supporting Papers, pp250-252. 
643 Chief Engineer to General Manager, 6 February 1914, R 3 W2278 2311911/1294 part 1, ANZ Wellington. 
Supporting Papers, pp253-255. 
644 The value of limestone in the Te Kuiti area for agriculture had been recognised years earlier. In October 1890, 
the Secretary of the Waikato Farmers Club had suggested that the Government acquire Maori land at Te Kumi and 
Waiteti, claiming that this land contained 'large deposits of the very best lime'. He believed that limestone was 'one 
of the chief constituents wanting in soil of the Waikato & Waipa Valleys'. Secretary, Waikato Farmers Club, to 
Mitchelson, 13 October 1890, MA-MLP 1 61 NLP 1901/66, ANZ Wellington. Supporting Papers, pp61-62. 
645 Memorandum of Chief Engineer, note of communication or interview, 13 July 1911, R 3 W2278 2311911/1294 
part 1, ANZ Wellington. Supporting Papers, pp248-249. 
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In November 1912, the Native Land Court confirmed an out-of-Court setdement reached 

between the Railways Department and the owners ofPukenui 2M, which provided that the 

owners would receive £240 for the taken area. 647 

Takings for quarries 

18Sep 1895 • Te Kuili Block (5a2r5p) 
• Pukenui Block (1Ba 3r 31 p) 

16Aug 1907 -Pukenui2M (14a 2r 17p) 
• Pukenui 2D4 (25.5p) 

20 Mar 1912 -Pukenui2M (48a) 

ITEDJ 
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land taken for 

Waitangi Tribunal,Aug2009, nh 
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Mangaokewa Scenic +--+'!':::'::£~'"7' .• 
Reserve 7 May 1912 

Figure 22: TJ?7aiteti qltarry takings, 1895, 1907 and 1912 

Native Lalld COllrt and cotnpmsatioll 

Table 4 provides details of compensation awards for most of the Maori land taken for railway 

purposes from mid-1903. Compensation was determined by the Native Land Court until 1962, 

when claims were removed to the Land Valuation Court and the Maori Trustee was required to 

negotiate claims on behalf of owners of Maori land held in multiple ownership.648 No record of 

compensation has been located for some of the additional takings, and it is possible that the five 

646 Chief Engineer to General Manager, 29 January 1913, R 3 W2278 231 1911/1294 part 1, ANZ Wellington. 
Supporting Papers, pp250-252. 
M7 Otorohanga minute book 53, 20 November 1912, p160. Supporting Papers, p156. 
648 Marr, Pllblic Works, pp142.143. 
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percent rule was applied in the cases of takings carried out before the abolition of the rule in 

1927, As detailed above, the rule was definitely applied in the case of the August 1907 taking 

from Pukenui 2M, and it may also have been applied in the cases of the April 1905 taking from 

Rangitoto Tuhua block and the January 1912 taking from Pukeroa-Hangatiki 1A. Following the 

abolition of the five percent rule in 1927, Apirana Ngata commented in a letter to Peter Buck 

that, ll"l employing the rule, 'the railways have been notorious offenders',649 

In the cases where compensation was assessed by the Native Land Court, the Court's award 

sometimes confirmed an out-of-Court settlement reached between the taking authority and the 

owners, The Court's order in respect of the land taken from Pukenui 2M in 1912, noted above, 

is an example of thiS.650 In other cases, where no agreement existed, the Court heard evidence of 

the value of the taken lands and made an award on the basis of evidence. Where the owners 

and/ or leaseholders were represented, considerable evidence was sometimes presented to the 

Court, often involving numerous witnesses. As detailed above, the Court heard a large amount 

of evidence from multiple witnesses in the compensation cases for the 1903 quarly taking from 

Rangitoto Tuhua block and the 1907 quarry taking from Pukenui 2M. 

Where owners and/or leaseholders were not represented, the Court was required to make an 

award solely on the basis of evidence provided by the taking authority's representative. In the 

absence of owner and/or leaseholder representation, this was often simply a brief statement of 

the value of the taken land, which the Court's award usually reflected. This was the case in 

October 1921, when the Court heard an application for an assessment of compensation for the 

land taken from Subdivision 1 Section 3 of Whatitokarua block in March 1920.651 The Public 

Works Department's representative told the Court that he had accepted the leaseholder's view 

that the land had an unimproved value of £100 and that, in respect of this unilllproved value, the 

leaseholder should receive compensation of £54 and the Maori owners £46. With no 

representative of the owners present, the Court showed some concern for the owners' interests 

by questioning the District Valuer before ordering that compensation of £50 be paid to the 

owners.652 

649 Ngata to Buck, 9 February 1928, in MPK Sorrenson (ed.), Na To Hoa Aroha, FrO/II Yom' Dear Frietld: the 
compolldmC/? hetJlleell Sir Apiralla Ngata alld Sir Peter Blick, 1925-1950, volume one, Auckland University Press, 1986, 
p69. 
650 Otorohanga minute book 53, 20 November 1912, p160. Supporting Papers, p156. 
651 Otorohanga minute book 63, 5 October 1921, pp127-128. Supporting Papers, pp159-160. 
652 Otorohanga minute book 63, 5 October 1921, pB1. Supporting Papers, p161. 
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An absence of owner representation may sometimes have been due to owners being unaware 

that applications for an assessment of compensation had been made (the responsibility for 

making applications resting with the Minster) or even that land had been taken (the taking 

provisions not requiring that owners be notified). In other cases, where large numbers of 

owners were involved, organising representation may have proved difficult, particularly where 

the amount of compensation that would be distributed to individual owners was likely to be 

small and the effort of arranging representation may therefore have not seemed worthwhile. It is 

also possible that, in some cases, an absence of owner representation reflected disillusionment 

with the Court process, a belief that representation in Court would not ensure that compensation 

would be awarded in a fair and equitable manner. 

In assessing compensation, it is evident that the Native Land Court was often required to make 

difficult decisions and that the complexities of some of these cases were perhaps beyond what 

the Court may have reasonably been expected to consider. As noted above, the Court 

sometimes had to weigh up a large amount of conflicting evidence or, when owners were not 

represented, rely on limited information. Where land was leased, the Court had to determine 

how compensation was to be allocated between the owners and leaseholder and, in cases where 

the taken area contained natural resources, decide upon the value of these resources and the 

extent to which this value should be reflected in the compensation award. These considerations 

are illustrated in the compensation cases detailed above. The case of the 1907 taking, in 

particular, casts doubt on the Court's decision-making abilities and the extent to which the 

interests of owners were protected, at least in the early part of the twentieth century. 

In its judgement concerning the 1907 taking, the Court ascribed no value to the limestone within 

the taken area, even though the Railways Department had taken the land with the specific 

purpose of obtaining this resource and the owners had been receiving an (albeit small) royalty for 

limestone extracted by the European who leased Pukenui 2M. Also, after deciding that the five 

percent rule was applicable and that compensation had to be paid for only part of the taken land, 

the Court allocated most of the compensation for the loss of land and a water right to the 

European leaseholder. The Court considered that the owners had diminished their freehold 

interest because the terms of the lease were unfavourable, but the owners clearly held the 

greatest interest in the land and would have resumed full ownership when the lease eventually 

expired. It seems likely that the owners had decided to lease rather than sell the land specifically 

because they wished to retain ownership. 
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It is difficult to establish that the compensation awarded by the Court was in every case paid and, 

where payments were made, that the money was distributed to all owners in accordance with 

their relative interests in the land.653 Registers of lands taken for railway purposes provide 

evidence that at least some payments were made.G54 These registers, which appear to have been 

kept by the Railways Department, provide details of several of the takings recorded in Table 4, 

including some details of compensation. They record that compensation was paid for the 

takings, noting the date that payment was made. However, they provide limited details as to 

whom the money was paid. Where land was multiply owned, the registers sometimes noted that 

money was paid to one named owner 'and others,.655 In one case, it is recorded simply that the 

compensation was paid to the 'native owners,.G56 It is unclear whether payment was distributed 

to each owner or whether, for example, the money was given to one owner with the expectation 

that it would be appropriately divided up and passed on. In the case of the March 1911 taking, it 

is recorded that compensation was paid to the Wailrnto-District Maori Land Board for 

distribution to the owners.657 The taken land was part ofTe Kuiti Native Township, which was 

vested in the Board. 

Issues concerning the role of the Native Land Court in assessing compensation for public works 

takings and the payment of compensation monies will be examined more closely in David 

Alexander's report on public works takings. 

Takillgs canied Ottt after 1970 

Table 4 details that from 1976 to 1990 there were 12 takings of Maod land for railway purposes 

in the Te Rohe Potae inquiry district. These takings, which in some cases affected more than 

one block, involved a total area of about 15 acres. The land appears to have been required 

principally for line realignments associated with the electrification of the NIMT. The taking that 

involved the largest area oEland, dated July 1986, saw land acquired for a new approach to 

Mokau/Puketutu station. 

653 When a compensation award was made by the Court, it appears that it was expected that it was to be paid to the 
owners in accordance with their relative interests in the land. This was sometime stated explicitly, as in the case of 
the award made in October 1921 in respect of Subdivision 1 Section 3 of Whatitokarua block. Otorohanga minute 
book 63, 5 October 1921, p131. Supporting Papers, p161. 
654 ABWN 8115 W5280 165-170 parts 1-6, ANZ Wellington. 
655 ABWN 8115 W5280 166 part 2, record no. 431. 
656 ABWN 8115 W5280 166 part 2, record no. 651. 
657 ABWN 8115 W5280 166 part 2, record no. 542. 
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The additional takings carried out after 1970 reflect a shift in attitudes regarding the compulsory 

acquisition of land for public works and a new legislative framework. From around the mid

twentieth century, central Government increasingly began to see compulsory taking as 

unacceptable and looked instead to negotiating and entering agreements with owners oEland 

required for public works.658 However, in the case of Maori land, it was not until the mid-1970s 

that legislation was introduced to overcome some of the obstacles to reaching agreements where 

there were multiple owners.659 During the 1970s, concerns relating to the compulsory acquisition 

of Maori land heightened, particularly following the 1975 Land March and the Raglan Golf 

Course and Bastion Point protests. The Public Works Act 1981, as noted above, places greater 

emphasis on secuting agreements to purchase required land, rather than relying on compulsory 

takings. The 1981 Act provides that Maori land has to be acquired under the supervision of the 

Maori Land Court. As noted earlier, the Act ended the tradition of including separate provisions 

for the taking of land for railway purposes. 

These changes are apparent in the additional takings carried out after 1970. Though me 

evidence telating to these takings has not been examined, some details of the takings are 

provided in the notices published in the New Zeala1ld Gazette. All of the notices record that the 

lands were acquired subject to agreements, even the acquisitions of 1976 and 1980, which 

preceded the 1981 Act. It is notable that in two cases the agreements involved land exchanges. 

Leasing of railway lands 

During the twentieth century, numerous areas of railway land in the Te Rohe Potae inquiry 

district were leased to private interests, providing a source of revenue for the Railways 

Department. As noted earlier, during the hui of Rohe Potae Maori held at I<ihikihi on 27 

February 1885, some speakers suggested that the land required for the line should be leased to 

the Government.660 However, this proposal does not seem to have gained much support, and it 

is unclear how the Government would have responded to the idea. If Rohe Potae Maori had 

been able to lease to the Government the land required for the NIMT outside the gifted area, 

this would have provided an ongoing source of revenue to the owners that was consistent with 

Ballance's statements about the economic benefits that would flow from the NIMT. As events 

turned out, it was the Railways Depattment that enjoyed an economic benefit from leasing. 

658 Marr, Public [f/orks, pp189-192. 
659 Part IX of the 1974 Maori Affairs Amendment Act empowered the Maori Land Court to appoint an agent or 
agents to act on behalf of the owners of multiply owned Maori land. 
660 Ibid. 
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The Department's leasing of railway land to private interests indicates that the amount of land 

taken for railways in the Te Rohe Potae inquiry district was greater than what was required for 

immediate operational requirements, something that appears to have been standard practice. In 

an article that appeared in New Zealand Railwqys Maga;;jm in 1927, the Railways' Land Office 

explained that the amount ofland tal'>:en for a railway was determined by an assessment of the 

area required to meet existing demand and an estimate of what would be required to meet future 

increases in traffic. GGI Additional land would sometimes also be taken upstream of railway 

bridges, enabling the Department to protect these structures. Ballast pits, it was noted, were 

acquired to meet future supply needs and, where a line severed a property, the severance might 

sometimes be acquired to avoid a claim for damages. 

As well as the practice of acquiring more land than was needed for immediate requirements, it 

also seems possible that some of the land leased by the Railways Department may have become 

surplus to operating needs as a result of technological change, particularly the shift from steam to 

diesel engines that took place during the mid-twentieth century.GG2 The NIMT had been built for 

steam engines, which required greater servicing facilities than the diesel engines that replaced 

them. Yard areas that were used to provision steam engines with a regular supply of coal and 

water may have become surplus to requirements. 

In order to generate revenue from the areas of land for which it had no immediate use, the 

Railways Department began leasing suitable areas at the end of the nineteenth century. By 1895, 

some 656 leases had been arranged by the Department nationwide, mostly involving small areas 

along the railway.663 Around this time, efforts to lease land increased when the Premier 

suggested that a great deal of idle railway land could be leased to employees or adjacent 

settlers. 664 Notices were posted in all stations where it was desired that surplus lands be leased, 

resulting in many additional leases being applied for and granted.665 

661 'Railway lands - their control and use', Neill Zeala/ld RailIVCfYs Magazille, 1 June 1927, volume 2, issue 2, p19. 
662 Leitch and Stott, pp 103-116. 
663 Chief Engineer, Railways, to Under Secretary, Railways, 29 January 1895, R 3 W2381 43 1915/3935 part 1, 
Leasing Railway Land, 1895-1956, ANZ Wellington. Supporting Papers, pp164-166. 
664 Under Secretary, Railways, to Chief Engineer, Railways, 25 January 1895, R 3 W2381 43 1915/3935 part 1, ANZ 
Wellington. Supporting Papers, p163. 
665 Under Secretary, Railways, to 1vfinister of Railways, 21 August 1895, R 3 W2381 43 1915/3935 part 1, 1895-1956, 
ANZ Wellington. Supporting Papers, pI68. 
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Figure 23: Poster advertislllg raiiwqy ialldjodease, 1895 (R 3 W2381 43 1915/3935 part 1, ANZ) 

The Railways' Land Office commented on the leasing of railway land in the 1927 Railwqys 

Magaiine article.666 It noted that while portions of land believed to be of no future use were 

sometimes sold, the bulk of the Department's spare land was leased. A lease would be attanged 

whenever any person wanted to lease a portion of railway land and it was convenient and 

profitable to do so. Urban lands were among the areas leased. Where it was considered that 

spare land originally acquired for station purposes was not likely to be required, the land would 

be subdivided for business pU11Joses and leased for long te:rms. By 1926, there were nationally 

6434 leases and grants of railway land, earning the Department annual rental of almost £57,832. 

In May 1949, the General Manager of Railways commented that, while it might sometimes 

argued that the Department held too much land, Railways' constantly expanding service meant it 

was better to lease land than to be faced with a costly programme of having to repurchase 

lands.667 By 1953, this policy seems to have changed somewhat in respect of rural land. In a 

report prepared for the New Zealand Railways Commission, it was noted that surplus rural land 

was generally sold because such property was of no advantage to the Department and tended to 

666 'Railway lands - their control and use', NCIIJ Zealtllld RGihlltf)IS lvIagazil!e, 1 June 1927, volume 2, issue 2, p20. 
667 General Manager to Secretary, Land Committee, Office of Public Service Commission, 27 May 1949, R 3 W2381 
431915/3935 part 1,ANZ Wellington. Supporting Papers, pp169-172. 
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deteriorate rapidly, even when leased.6u8 The report recorded that in 1953 there were nationally 

8419 leases of railway land, which earned revenue of about £108,000 annually. In 1968, the total 

area of railway land leased was over 19,000 acres, in respect of which annual rent of $645,800 

was paid.669 

In the Te Rohe Potae inquiry district, at least 75 areas of railway land were leased during the 

twentieth century. This figure is based on an assessment of files held by Archives New Zealand 

that relate to individual leases of railway land in the inquiry dist1ict.670 It is possible that these 

files do not represent all of the leases in the inquiry district. An examination of the files shows 

that rural and urban land was leased. It appears that little rural land was disposed of from the 

1950s in accordance with the policy noted in the report of the New Zealand Railways 

Commission. As detailed below, few areas of railway land in the inquiry district were sold before 

the 1980s, when extensive land disposal was undertaken in accordance with the major 

restructuring policies introduced at that time. The lease files include examples of rural lands that 

were leased up to the 1980s. Small areas of land at Kopaki, for example, were leased from 1919 

until at least the mid_1980s.671 

Another area of railway land that was leased was the limestone quarry at Waiteti, south ofTe 

Kuiti, which comprised areas taken from Maori in 1895, 1907, and 1912. (The talring of these 

lands is discussed above.) It appears that during the 1920s the Railways Department stopped 

working the quarry after it was decided that limestone was not suitable for ballast.672 Instead, the 

Department began using river shingle obtained at Otorohanga, Taumarunui, and Karikari. On 1 

April 1923, an area of about 10 acres was leased, and on 17 June 1931 a second area of about 44 

acres was leased.673 The terms of these leases provided that the Department would receive a 

royalty for material extracted. The lease that concerned the 44 acres area also included a 

provision that enabled the Department to access limestone ballast extracted from the land. (In 

1933, the District Engineer noted that the Department might again be forced to use limestone 

668 The leasing of railway property (report for the New Zealand Railways Commission), received 28 September 1953, 
R 3 W2381 43 1915/3935 part 1, ANZ Wellington. Supporting Papers, pp173-176. 
669 CCE, Wellington, to Thomas, 28 February 1968, AAEB W3439 17521, Leasing and Disposal of Railway Land, 
1897-1978, ANZ Wellington. Supporting Papers, p287. 
670 The agency, series, and accession references for these files are ABJQ 17005 W5448. The files are held by 
Archives New Zealand in Wellington. 
671 New Zealand Railways Lease Roll, issued 12 April 1978, ABJQ 17005 W5448 2 L12485, DeanJM - Agricultural 
Site: Kopaki, 1956-1983, ANZ Wellington. Property Officer to TA and CM Murphy, 15 December 1982, ABJQ 
17005 W5448 2 L12485, ANZ Wellington. 
672 Acting Land Officer to Chief Enigeer, 7 January 1933, AAEB W3293 38 9867, Te Kuici QuaJ:LY, 1915-1947, 
ANZ Wellington. Supporting Papers, pp285-286. 
673 Ibid. 
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ballast if difficulties arose with the supply of river shingle it obtained at Otorohanga and 

Taumarunui.674
) The quarry land at Waiteti remained leased until it was disposed of in 1993 in 

accordance with restructuring policies. Issues concerning the land disposals that were carried 

out from the 1980s are discussed in detail in Chapter six. 

Land disposals before 1982 

This section examines the sale and transfer of railway land in the Te Rohe Potae inquiry district 

up until the creation of the New Zealand Railways Corporation in 1982. Disposals carried out 

after this time, which stemmed from the restructuring of Railways, are examined in Chapter six. 

It appears that little railway land was disposed of in the inquiry district until 1982. Table 6 details 

the disposals that have been identified - nine transactions involving about 67 acres. As 

explained above, the Railways Department had a general policy of retaining and leasing surplus 

lands. A change in this policy appears to have been introduced in the early 1950s in respect of 

rural lands, but this does not seem to have been implemented in the inquiry district. This was 

possibly because of the NIMT's importance in the rail network and a perception that it was more 

likely that surplus lands along the NIMT would be required in the future. 

1942 

674 Ibid. 

Table 6: Roilwqy Imzds disposed 0/ ill the Te Robe Potae il1Qtfiry district before 1980675 

Sec 12 Blk X Tangitu SD Oa lr 5.8p 

Details 
Located at Te Kuiti, this land was exchanged for an area 
taken from Pukenui 2D4A. 676 

, , Located at Otorohanga this land was declared Crown land 
in 1941.677 It was set apart for a Post Office in 1950, and in 

i 1964 was again declared Crown land.G78 Today, the land is 
in European ownershiE. 
Located at Ongarue, this land was reserved for the use of 
public buildings in 1942.619 In 1969, the reserve status of 
part of the land (37p) was revoked and the remaining part 
(8.8p) set aside for an automatic telephone exchange.G8O 

Today, the larger portion is in European ownership, while 
the smaller portion is owned by Telecom. 

675 The disposals recorded in this table are shown as 'lands given up' in the railway land plans held by Ontrack. 
These plans record accurately record all transactions of railway lands up until about 1990. Railway Plan Books 10 
and 11, Ontrack. The table does not record various small areas given up for roads. 
676 Authority for the exchange was signed by Minister of Railways, D.G. Sullivan, on 2 December 1940. Sullivan, 2 
December 1940, BAOB 1542 1496b 9/25 part 8, ANZ Auckland. Supporting Papers, p1. 
677 NOlli Zea/alJd Gazette, 1941, p 2527. SO 28496, South Auckland Land District, LINZ. 
678 Nelli Zea/alld Gazette, 1950, p 1753. Nelli Zea/aJld Gazette, 1964, p1974. 
G79 Nelli Zea/alld Gazette, 1942, p1364. SO 10041, Taranaki Land District, LINZ. 
G80 Nelli Zealalld Gazette, 1969, p1129. Nelli Zea/mld Gazette, 1969, pl968. 
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Year Description Area Details 
1967 Sec 3 Bik V Mapara SD 1a 1r 19.7p Located at Kopaki, this land was formerly part of an area of 

Rangitoto Tuhua 68M 2B 3B, taken in 1938. It was 
declared Crown land in 1967 and was sold to the Waitomo 

i County Council.681 

1972 • Sec 8 Bik V Mapara SD 1a 2r 5.2p i Located at Kopaki, this land was formerly part of an area of 
Rangitoto Tuhua 68M 2B 3B, taken in 1938. It was 
declared Crown land in 1972 and was sold to a European,68z 

1974 Lot 421 Parish of 4a Or lOp Located on the bank of the Mangapiko Stream at Te 
Mangapiko Awamutu, tlus land was declared Crown land in 1974.683 In 

1975, it was sold to the New Zealand Dairy Company, 
I which wanted the land for a sewage plant,G8-l 

1979 Part Whenuatupu 4a 3r OOp Formerly part of Rangitoto Tuhua Block, this was the 
Ohinemoa 1 4a Or 25p Waimiha quarry, taken in 1903, At some stage, a road was 

built through the quarry, :reducing the area held by Railways 

i 
and dividing it into two po:rtions. The land was decla:red 
Crown land in 1979 and pu:rchased by the Maori Affai:rs 

I I 
i 

Deea:rtrnent of land develoement Eurposes.685 

1

1981 I Sec 10 Bik X Puniu SD I 1a 1:r 7.3p I This land, surplus land resulting from cu:rve easement wo:rk, 
i was without legal access.G86 It was sold to the neighbouring 
• land owne:r. 

1981 Secs 55, 60, 61 Bik XV Oa 1r 2.2p In May 1981, pursuant to tlle Public Wo:rks Act 1928, tlus 
Orahiri SD 13a 3:r 6.1p land was declared to be Crown land subject to the Land Act 

34a 1:r 13.5p 1948,687 The land was pa:rt of an area of 64 acres 3 roods 
tllat had been purchased from a European, ].C.H, 
Somerville in 1921.658 Sections 55 and 60 appea:r to have 
been purchased by the Waitomo District Council fo:r 
:residential subdivision, while section 61 was :retained by the 
Department of Lands and Su:rvey fo:r :rese:rve purposes. 

Total 67a 1r 9.5p 

The process of disposing of surplus land was carried out in accordance with specific legislative 

provisions. When the procedures for taking land for public works developed in England, one of 

the standard protections for owners was that taken land that was no longer required was to be 

valued and offered back to the former owner and then to the adjacent land owner.G89 If these 

offers were not taken up, the land could then be sold on the open market. However, for much 

of the twentieth century (and the whole of the period during which the disposals in Table 6 were 

carried out), public works legislation in New Zealand did not provide for offer back to former 

owners. 

681 Neill Zeal,lIId Gazette, 1967, p350. Ce:rtificate of title TNB 1/535, Taranaki Land District, LINZ. 
682 Neill Zeala/ld Gazette, 1967, p310. Certificate of title TNC3/740, Taranaki Land Disl1:ict, LINZ. 
683 New Zeala/ld Gazette, 1974, p2545. 
684 Certificate of title SA19C/668, South Auckland Land District, LINZ, Land Settlement Board :report for C:rown 
land adjoining Part Lot 409 Mangapiko Parish, BAOB 1542 1498a 9/25 part 12, Main Trunk Railway Line, 1965-
1980, ANZ Auckland. Supporting Papers, p2. 
685 NeIll Zea/a/td Gazette, 1979, p2518, Certificate of title TNF1/238, Taranaki Land District, LINZ. 
6BG Minute sheet, folio 325, BAOB 1542 1498a 9/25 part 13, Main Trunk Railway Line, 1980-1982, ANZ Auckland. 
Supporting Papers, pp3-4. SO 49634, South Auckland Land District, LINZ. 
687 New Zeala/ld Gazette, 1981, pp1201-1202. 
688 Chief Enginee:r to General Manage:r, 13 May 1921, NZRC file 9432/200, Te Kuiti - Taking Land At, OnT:rack. 
Supporting Papers, p385, 
689 Marr, Public TWorks, pp145-146. A related protection was that land taken by compulsion should only be used fo:r 
the purpose for which it was taken. 
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Provision for offer back was introduced in the Public Works Act 1928, but in 1935 this was 

repealed by amending legislation that provided that land could be sold either to the owner of any 

adjacent lands or by public auction or tender.69o The 1928 Act also provided other ways of 

dealing with land that was no longer requited for a public work. Surplus land could alternatively 

be set aside for education purposes or declared Crown land that was to be administered and 

disposed of under the Land Act 1924.691 The disposal provisions of the 1924 Act provided for 

sale by public auction and, in cases where land was without access, sale at valuation to adjoining 

owners.u92 Land could be set aside for a wide range of public uses, which meant that land taken 

for a specific purpose could, when no longer requited, be used for another purpose.693 Statutory 

provisions concerning disposal did not change significantly until the passage of the Public Works 

Act 1981, which as discussed in Chapter six: - reintroduced the protection of offer back to 

former owners.694 

The disposals identified in Table 6, undertaken between 1935 and the introduction of the Public 

Works Act 1981, were therefore carried out without offer back to the former owners. With the 

exception of the 1974 disposal (land that lay to the north of the Puniu River) and the 1981 

disposal involving land within Orahiri Sm-vey District (land pm-chased from a European), all of 

the areas disposed of had been taken from Maori. least two areas, the lands disposed ofin 

1941 and 1942, appear to have involved land that Maori had gifted for the NIMf, a situation 

where offer back appears to be especially appropriate. In both of these cases, the land was set 

aside for a different purpose before most of it was sold to private interests. The 1979 disposal 

did result in land being returned to Maori ownership, though not to the former owners or their 

descendants. This land (the Waitniha quarry, taken in 1903) was purchased by the Department 

of Maori Affairs for land development purposes and then later amalgamated with adjacent Maori 

blocks. 

Conclusion 

Though central Government had for many years possessed statutory powers to compulsorily 

take Maori land for public works, the negotiations that preceded the construction of the NIMT 

690 Section Public Works Act 1928. Section 14, Public Works Amendment Act 1935. 
691 Section 35, Public Works Act 1928. 
692 Section 77, Land Act 1924. Section 148, Land Act 1924. 
693 Section 359, Land Act 1924. 
69~ in particular, sections 53 and 54 of the Land Act 1948 and section 4 of the Public Works Amendment Act 
1954. 
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included discussions about the land required for the railway. The settler Government recognised 

that issues concerning this land would need to be addressed before Rohe Potae Maori agreed to 

the NIMT. Discussions concerning the land required for the railway focussed on the amount of 

land that would be taken and whether compensation would be paid for this land. Ballance made 

clear statements about both of these issues at the meeting held at K:ihikibi on 4 February 1885, 

the final meeting that Rohe Potae Maori had with the Native Minister before making their 

decision to support the railway. In respect of the fitst issue, Ballance was careful to assure that 

the Government sought only a limited area of land required for the railway itself: one chain for 

the line, perhaps two chains where cuttings were required, and five or ten acres for stations. In 

regard to the issue of payment, Ballance stated unequivocally that compensation would be paid 

for the taken land. 

When Rohe Potae Maori agreed to the construction of the NIMT on 27 February 1885, the 

Government was advised that the track should be one chain wide, fenced, and paid for. 

However, an offer to gift a limited area of land was subsequently made, possibly initially at the 

sod-turning ceremony held on the banks of the Puniu River on 15 April 1885. Evidence relating 

to the gift is recorded in a number of documentary sources. The terms of the gift provided that 

the Government could take without payment a one chain strip for the track, one acre for small 

stations, and three acres for large stations. All lands taken outside these areas were to be paid 

for. In a letter written to Wahanui on 1 October 1886, Ballance accepted the gift and assured 

that lands taken beyond the limits of the gift would be paid for. 

It is likely that two motivations underpinned the decision to gift land for the railway. The 

decision was probably linked to Rohe Potae leaders' opposition to the Native Land Court, 

Government representatives having consistently stated that compensation would be paid only 

after ownership had been determined. It also seems likely that the gift was motivated by a desire 

to make a lasting contribution to the railway, a show of good faith that deepened the 

Government's moral obligation to deliver on its promises, not only in respect of the railway, but 

also with regard to the land policy matters that were being discussed at the same time. 

The Government failed to act in accordance with the assurances that Ballance had made 

regarding the land required for the NIMT, both in respect of the area taken and the payment of 

compensation. In regard to the area taken, it is unclear whether the Public Works Department, 

in carrying out the takings in accordance with the procedures set down in public works 
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legislation, was aware of the statements that Ballance had made. The area of almost 1100 acres 

of Maori land that was taken for the NIMT in the Te Rohe Potae inquiry district up until mid-

1903 (when construction through the district was completed) clearly exceeded the limited area 

that the Native J\!Iinister had said would be required. The area taken for the track and stations 

was greater than what Ballance had stated, and the takings included several areas that were 

acquired for quarry purposes. 

The possibility of land being acquired for quarries was not discussed during negotiations and 

there is no evidence that Rohe Potae Maori were consulted before the quarry lands were taken. 

It is notable that the takings were carried out under statutory provisions that did not require 

consultation with land owners. Indeed, during this time, provisions for taking land for railway 

purposes lacked some of the standard protections for land owners that were included in the 

provisions for taking land for general purposes. There were very limited requirements relating to 

notification of the land owner and owners were not able to make formal objections. The 

creation of severances and the provision of access to these areas a concern where the NIMT 

runs along the Ongarue River - may have been an issue that owners would have wished to 

comment upon when land was being taken for the NIMT. 

The failure of the Government to pay the owners compensation for the areas that were taken in 

excess of what Rohe Potae Maori agreed to gift also seems to have owed much to the Public 

Works Department being unaware of the assurances that Ballance had made. In December 

1890, the Native Land Court assessed compensation for lands that had been taken for the 

railway between the Puruu River and Te Kuiti, confirming out-of-Court settlements regarding 

areas taken from 11 blocks. The owners of all except one block felt bound by the decision to 

gift land for the railway, possibly indicating that Maori continued to support the railway and 

perhaps remained optimistic that it would bring the prosperity that Ballance had spoken of. The 

Court made compensation awards totalling £123 lOs, but it appears that most of this remained 

unpaid because of the difficulty of distributing the money to a large number of owners. 

With the exception of an 1895 arrangement whereby the Crown's interest in Pukenui block was 

reduced in recognition ofland that had been taken from this block for the railway, no other 

compensation was paid for the areas taken during the construction of the railway that were in 

excess of what Maori had agreed to gift. In 1903, the Public Works Department adopted the 

position that a statutory obligation to pay compensation did not exist at the time that the land 
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was taken. (The Solicitor General believed the land had been taken on 2 April 1885, when the 

Governor signed an Order in Council under the Public Works Act 1882.) This position was 

maintained by the Department when it rejected claims in 1911 and 1923. 

After construction of the NIMT was completed through the Te Rohe Potae inquiry district, 

numerous additional takings ofland for railway purposes were carried out. Between mid-1903 

and 1990, some 192 acres were taken, most of this land being acquired before 1925. Land was 

taken for a range of purposes, including small areas for a branch line between Okahukura and 

Stratford. In terms of land area, the main purpose for taking land was to secure stone resources. 

Takings in 1903, 1905, 1907, and 1912 for quarries involved about 93 acres. The takings were 

particularly significant because, as discussed in Chapter three, Maori expected to be paid for 

stone extracted from their land for the railway. The acquisition of the quarry lands therefore 

prevented Maori from deriving an ongoing economic benefit from stone resources. A number 

of small takings in the 1980s appear to have been carried out in conjunction with the 

electrification of the NIMT. 

In carrying out the additional takings, which lay outside what Ballance had stated would be 

required for the NIMT, the taking authorities clearly appear to have had an obligation to consult 

with the affected Maori owners. However, the statutory process for taking land for railway 

purposes did not require consultation with owners. The separate provisions for railway takings, 

which lacked the notification and objection protections of general taking provisions, remained in 

place for most of the twentieth century. Change was eventually introduced in the Public Works 

Act 1981, which does not include separate provisions for talcing land for railway purposes and 

also places greater emphasis on negotiating agreements with Maori over land required for public 

works purposes. 

Little evidence has been located about the talcings carried out from mid-1903. However, in the 

case of the 1912 talcing (the largest of the additional talcings, involving 48 acres), it seems that the 

Railways Department took the land without consulting with the owners. The case suggests that, 

during the first two decades of the twentieth century at least, Maod owners were generally not 

consulted. The additional takings carried out after 1970 reflect a shift in attitudes regarding the 

compulsory acquisition of land for public works and a changing statutory framework Even 

though they involved relatively small areas, it appears that all the takings carried out after 1970 

were subject to agreements with the owners. 
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Compensation generally appears to have been awarded for the additional takings, the Native 

Land Court being responsible for this until 1962. Details of compensation have not been 

established for two takings (involving about 18 acres) carried out before the repeal in 1927 of 

provisions that enabled up to five percent of Maori land to be taken for road and railway 

purposes without compensation. It is possible that the 'five percent rule' was applied in these 

cases, though a lack of record-keeping requirements in connection with the rule make it difficult 

to establish this with any certainty. However, there is dear evidence that the rule was applied in 

respect of the 1907 quarry taking, when it was used to limit the area over which compensation 

was assessed. 

Where compensation was determined by the Native Land Court, the Court's award sometimes 

confirmed settlements reached out of court. In other cases, the Court sometimes had to weigh 

up a large amount of conflicting evidence or, when owners were not represented, rely on limited 

information. The absence of owner representation may have reflected inadequate notification 

procedures or the difficulties of organising a large number of owners both problems that 

reflected shortcomings in the land taking procedures. The Court's award in the case of the 1907 

quarry taking indicates that the Court sometimes lacked the necessary expertise to assess the 

value of tal{en land and did not protect the interests of the owners, at least in the early part of the 

twentieth century. In this case, the Court ascribed no value to the limestone resource for which 

the land was taken and most of the compensation for the loss ofland and a water right was 

awarded to the European leaseholder. It has not been possible to establish that the 

compensation awarded by the Court was in evely case paid and, where payments were made, 

that the money was distributed to all owners in accordance with their relative interests in the 

taken land. 

It appears that the amount of land taken for railways in the district was greater than what was 

required for immediate operational needs, a practice of the Railways Department that aimed to 

ensure that there would be sufficient land to meet future increases in traffic. The fairness of this 

practice taking land to save Railways the cost and inconvenience of acquiring land at a later 

date - seems questionable. Holding a significant area of land for which it had no immediate use, 

the Department sought to lease suitable areas as a source of revenue. In the Te Rohe Potae 

inquiry district, at least areas of railway land were leased during the twentieth century, 

including both rural and urban areas. One of the leased areas was the limestone quarry at 
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Waiteti, south ofTe Kuiti, which comprised lands taken from Maori in 1895, 1907, and 1912. 

By the 1930s, the Department had no further use for this land, which was sold in 1993. 

Few areas of railway land in the inquiry district were sold before the 1980s, when extensive land 

disposal was undertal{en in accordance with the major restructuring policies introduced at that 

time. Research has identified only eight disposals before the creation of the New Zealand 

Railways Corporation in 1982. These disposals, carried out between 1939 and 1981 and involving 

about 19 acres, were undertaken in accordance with statutory procedures that did not requite 

that land had to be first offered back to the former owners a previously longstanding 

protection for land owners. It appears that none of the land was repurchased by the original 

owners or their descendants. 
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Chapter Five: Railways in the Te Rohe Potae Inquiry District, 
1903-1980 

Introduction 

This chapter discusses the operation of railways in the Te Rohe Potae inquiry district from 1903 

to 1980 - the period between the opening of the NIMT to traffic through the district and the 

restructuring of New Zealand Railways (NZR) that began in the 1980s. In particular, it looks at 

how the NIMT was linked to a number of important developments that occurred in the district 

during this time. The chapter begins by describing how the NIMT played a key role in the 

transport infrastructure of the I<lng Country, providing access to a large area ofland, including 

lands purchased from Maori and taken up by European settlers. It then looks at the connection 

between the NIMT and the growth of a major sawmilling industry, which was dominated by 

Europeans sawmillers, but appears to have provided an economic benefit to some Maori 

landowners. Following this, the chapter discusses how the NIMT provided a footing for two 

other significant developments - the building of the Stratford-Okahukura branch line, and the 

creation in 1903 of three Native Townships along the railway at Otorohanga, Te Kuiti, and, just 

outside the inquiry district, Taumarunui. Stepping back from the role of the NIMT in the King 

Country, the chapter then comments on the railway's importance to the national economy. It 

concludes by briefly examining Rohe Potae Maori employment on the railway. 

It should be noted that the discussion of the various developments linked to the NIMT that is 

presented in this chapter is relatively brief and based on limited research. The chapter does not 

comment conclusively on issues relating to the interests ofRohe Potae Maori. Instead, it 

identifies a number of issues that are beyond the scope of the report and require fillther 

research. Most of the developments discussed in the chapter will be addressed more 

substantially in other reports, which together will ptovide a comprehensive picture of the 

changes that occurred in the district during the period. For example, the twentieth century land 

alienation report will ptovide useful information on land purchase patterns and the extent to 

which Maori retained land along the NIMT and were therefore potentially able to benefit from 

its operation. The native townships report will explore in detail issues arising from the creation 

of the three native townships along the railway. Another relevant report will be the proposed 

economic capability overview report, which will examine a number of sodo-economic issues, 
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including matters concerning the sawmilling industry and Maori employment in the Rohe Potae 

inquiy district.695 

NIMT and the expansion of European settlement in the King Country 

As argued earlier, the NIMT had been conceived not only as a transport link: between the major 

centres of Auckland and Wellington but also as a means to open the King Country District to 

European settlement. This objective saw land purchase undertaken in conjunction with the 

construction of the railway, which for a number of years would occupy a key place in the 

district's transport infrastructure and provide (with connecting roads) access to a large area of 

land. Land purchased from Maori in the King County appears to have become available for 

settlement in significant quantities in the mid-1890s, and it seems that from around 1900 settlers 

began taking up this land.696 

Figure 24 shows that by 1903 the Crown had acquired and disposed of sizeable areas of land in 

the north west of the Te Rohe Potae inquiry district. The map also shows that Maori retained 

ownership of much of the land in the east of the inquiry district, almost all of which had passed 

through the Court. Figure 25 shows land tenure in the Rohe Potae in 1910. A comparison of 

Figure 24 and Figure 25 shows that by 1910 the area ofland acquired and disposed of by the 

Crown had increased markedly, though a sizeable, yet diminishing area remained in Maori 

ownership. 

695 Nicholas Bayley, 'Aspects of economic and socio-economic development in the Te Rohe Potae inquiry district 
(Wai 898),1840-2008 - a scoping report', a report commissioned by the Waitangi Tribunal, 2009, pp 30-37. 
696 For land available for settlement in the mid-1890s, see AJHR, 1895, C-l, map, 'North Island: shewing land 
transactions, 1894-1895'. 
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Tribunal, aug2009 

Land sold or otherwise disposed of by Grant, or as ReseNes, Endowments or in any other manner ... 

Pastoral or Small Grazing Runs and other Pastoral Licenses •.• 

State Forests ... 

Crown Lands undisposed of ,,' 

Native Lands passed the Court and still in the hands of the Natives ... 

Native Lands not passed the Court ... 

30miles 

Figure 24: Lmd te1ltm in the Te Rohe Potae inquiry district, 1902-1903 (A]HR, 1903, C-1) 
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Tribunal, aug2009 
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Land sold or olhelllise disposed of by Granl, or as Reserves, Endowments or in any other manner." 

Pastoral or Small Grazing Runs and olher Pasiorailicenses ", 

Slate Forests '" 

Crown Lands undisposed oJ ", 

NaUve lands passEd the Couftand still in the hands or Ills Nalives", 

NaUve Lands nol passed the Court ... 

NaUonal Endov.menl Lands 

30miles 

Figure 25: Land t(mltre in the Te Rohe Potm htqttiry distliet, 1909-1910 (A]HR, 1910, C-1) 
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The NIMT was clearly important in enabling European settlers to take up land and transport 

goods and stock to and from their properties. However, roads were also important and often 

appear to have been built to link settlement lands with the railway. In the Department of Lands 

and Survey's annual report of 1898, it was detailed that the main road work being undertaken in 

the central Auckland district was a road from Te Kuiti railway station to Awakino.697 It was 

noted that the road would provide access to a large area of land, which could be settled when the 

road was opened and native title extinguished. Another important road, it was reported, was the 

Ohura road from Ongarue (on the NIM1) to Stratford. 

The linking of settlement lands with the NIMT by roads was noted again in the Department of 

Lands and Survey's annual report of 1900. Detailing that some 50,000 acres ofland had been 

taken up in Kawhia County, with a further 100,000 acres due for selection in the near future, the 

1900 report stated that the land was some distance from main lines of communication and that 

considerable money had been spent on building roads and connecting the land with the 

NIMT.698 Lands and Survey's annual report of 1901 records a significant increase in road 

building in the northern King Country as European settlement activity increased.699 Among the 

roads built at this time and linked to the NIMT was a road between Te Kumi and Pungarehu and 

a road between Otorohanga and Haututu. The Kumi-Pungarehu road was described to be 

the first section of a proposed road that would provide the main outlet to the NIMT for settlers 

taking up the 170,000 acre Kinohaku West block,700 The 1901 report also discussed the need to 

properly form the road between Kihikihi, Otorohanga, and Te Kuiti - stated to be the only 

unformed section of the road between Aucldand and Taranaki.701 

While the NIMT was clearly helpful to European settlement, providing access to lands 

purchased from Maori, it is also true that Maori retained significant areas along the railway many 

years after Government purchasing had commenced. (This is evident from an examination of 

Figure 25, which shows land tenure in 1910.) The twentieth century land alienation report will 

shed light on how long Maori continued to possess sizeable holdings along the railway and were 

therefore able to benefit from the access it provided. The report will also hopefully provide an 

indication as to whether the NIMT added financial value to Maori land when this land was sold. 

It should be noted that the extent to which Maori landowners were able to use the railway may 

697 AJHR, 1898, C-1, pxv. 
698 AJHR, 1900, C-1, piv. 
699 AJHR, 1901, C-1, pp62-64. 
700 AJHR, 1901, C-1, p62. 
701 AJHR, 1901, C-1, p64. 
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have been limited by a lack of connecting roads. It appea1:s that - around the turn of the 

twentieth century, at least connecting roads were primarily built to provide access to settlement 

lands. However, given the patchwork of tenure, these roads clea1:1y would have passed through 

areas owned by Maori. The road between Te Kuiti and Awakino seems to have been built 

through Maori land in anticipation that the land would successfully be acquired for European 

settlement. 

I 
I , 
, 

~ - - -- - - --- .... : , , 

I 

, , 
I 

: , -. PIOPIOO 
AWAKINO ' 

Figure 26: De1JSity if Non-Maori Poptllatioll, 1916 (Rmllts if a emstlS if the Dominion if New Zealand 
take?t for the lIight if 15 October, between p30 and p31) 
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The European population of the King Country increased steadily as setders began to take up 

land served by the NIMT and a growing road network. The creation of Native Townships on 

the NIMT at Te Kuiti and Otorohanga, discussed below, also contributed to the increase of the 

European population. Between 1901 and 1911, the number of non-Maori residents in the King 

Country district (probably including Taumarunui) increased from about 1400 to about 12,000.702 

This increase at least pardy reflected significant changes in land tenure resulting from 

Government land purchase activity. Figure 26 shows that in 1916 most of the European 

population of the King Country was broadly located along the NIMT, illustrating the importance 

of the railway to European setdement, though other factors were also at play, such as the 

suitability of land for dose setdement. 

The growth of European setdement and the role that the NIMT played in providing access to 

newly setded lands appears to be reflected in the increase in the number of stock transported on 

the railway between 1901 and 1913. Table 7 and Table 8 detail the number of sheep and catde 

carried from stations within the Te Rohe Potae inquiry district for which statistics were recorded 

in the Railways Department's annual reports. It seems likely that these were the principal 

stations and that stock was also carried from the smaller stations. 

Table 7: Number oj sheep trallsported from NIMT statiolls in the Rohe Potae illqmy distticl, 1901_1913703 

station l 1901 1904 1907 1910 1913 
TeAwamutu i 2317 7160 13,218 13,903 6802 
Otorohanga I no details no details no details no details i 11,724 
Te Kuiti I no details no details no details 23,241 25,329 
Ongarue no details no details no details i 1602 4233 
Taringamutu I no details no details no details no details 0 

Total I 2317 7160 13,218 38,746 48,088 

Table 8: N1fmberojcattlc trtmsportedfrom NIMT stations ill the Rohe Potae hlqmy district, 1901-191f04 

station 1901 1904 1907 I 1910 I 
TeAwamutu I 1317 2922 4326 1500 I 
Otorohanga l no details no details no details I no details I 
Te Kuiti no details no details no details i 4037 I 
Ongarue I no details no details no details I no details 
Taringamutu I no details no details no details I 476 I 

Total i 1317 2922 4326 6013 I 

702l'vliniStry of Works Town and Country Planning Division, 1f7l1ikl1to, C01Vflll1llde4 I1l1d Killg COllI/try regio/l, 
Government Printer, Wellington, 1973, p173. 

1913 
1332 
733 

3404 
990 
2 

6461 

703 AJHR, 1901, D-2, Return 12, p32;AJHR, 1904, D-2, Return 12, p29;AJHR, 1907, D-2, Return 12, p15;AJHR, 
1910,D-2,Retum 12,p15;AJHR, 1913,D-2,Retum 12,p15. 
70~ AJHR, 1901, D-2, Return 12, p32;AJHR, 1904, D-2, Return 12,p29;AJHR, 1907, D-2, Retum 12, p15;AJHR, 
1910, D-2, Retum 12,p15;AJHR, 1913,D-2,Retum 12,p15. 
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As most of the sheep and cattle recorded in Table 7 and Table 8 were transported from the 

northern part of the inquiry district, where European settlement was gteatest, it seems likely that 

the stock mostly belonged to European settlers who had taken up land in the district. However, 

in regard to another commodity, timber, utilisation of the railway appears to have provided some 

benefit to Maori landowners. The potential of the railway to 'develop the value' of standing 

timber had been noted by Ballance during the negotiations that preceded the construction of the 

NIMT.705 

Sawmilling and the NIMT 

This section briefly discusses the major sawmilling industry that developed along the NIMT in 

the King County. Based on the exploitation of extensive tracts of indigenous forest and utilising 

the NIMT, this industry provided an economic opportunity for Maori who retained forest lands 

along the railway. The proposed economic capabilities report will provide a detailed examination 

of the sawmilling industry. Here, it has only been possible to identify the importance of the 

NIMT to the development of the industry, to briefly discuss how the industry operated, and to 

note issues that require further research. In its report on the claims of the adjacent Central 

North Island inquiry district, the Tribunal has commented on the indigenous forestry industry 

that operated in that area, identifying a number of ways that the Crown failed to protect the 

interests of iwi and hapu.706 In particular, the Tribunal points to the targeted Crown purchasing 

of forest land, a failure to protect iwi and hapu from participating in the industry, and a flawed 

regulatory regime. 

While the timber required for the construction of the NIMT provided some stimulus to the 

sawmilling industry (particularly supply of sleepers, as detailed in Chapter three), it was the 

railway's capacity to efficiently carry bulk quantities of sawn timber from the district that was 

most important to the development of the industry. Without the NIMT, the industry would 

largely have been limited to meeting local demand. Elsewhere, where it was not possible to 

transport timber, areas of forest on land suitable for agriculture were often simply burnt and 

cleared for immediate farming use. timber was progtessively cut back from the railway, an 

extensive network of private tramlines was built to connect the NIMT with timber cutting areas. 

Table 10 shows the outward traffic of timber from selected NIMT stations within the Rohe 

705 AJHR, 1885, G-l, p23. 
706 Waitangi Tribunal, He Mmlllga ROllgo: Report 011 Celltral Nortb Islalld ChilllS, Stage OIlC, Voltlllle 2, Legislation Direct, 
Wellington, 2008, ppl112-1153. 
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Potae between 1910 and 1962, giving some indication of the vast amount of timber transported 

out of the district by rail.707 Though it lies outside the Te Rohe Potae inquiry district, the table 

includes details of timber transported from Taumarunui station as some of this timber may have 

been cut from within the inquiry district. 

707 It should be noted that this table only includes the stations recorded in that particular edition of the AJHR For 
example, Mangapehi Station was in existence before 1950, however it was not recorded in the AJHR table in 
selected editions prior. As a consequence this table only provides an indication of the timber transported from the 
district. 
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Table 10: Outward Traffic rfTimberfrom NIMT stati011S ilt the King COflntry 1910_1962708 

Station Timber (Hundreds of superficial feet*) 

-i9~ 1955 
---

1910 1915 1920 1925 1930 1935 1940 1950 1960 1962** 

TeAwamutu 12,324 235 1,437 6,170 294 43 13,562 9,091 7,659 3,86---t 8,714 8,585 
.. ~ 

Otowhanga 159 34,723 25,306 16,658 1,737 518 5,563 3,948 5,333 8,484 24,592 
---

Te Kuiti 29,521 37,208 45,888 113,742 122,837 116,488 102,050 50,026 93,609 20,684 46,531 36,806 
---- ---

Mangapehi - - - - - - 148,093 206,515 212,117 200,367 
r--=----

-~,885 95,060 114,479 150,910 Ongarue - 13,184 96,800 90,204 - - -

Okahuku.ra - - - - 9,986 17,721 5,364 3,973 8,079 42,755 35,608 27,967 
----._-

Ohuca - - - - - - - 41,275 
-----

Taringamotu 32,713 73,262 56,409 83,666 - - - - - -
----- ------ .-

~48,054 Taumarunui 49,743 126,174 118,928 78,990 117,034 108,874 66,794 55,377 145,238 229,167 206,018 

Total 124,301 245,923 270,569 402,934 363,609 335,067 302,767 274,940 406,626 508,315 517,472 587,646 

* A superficial foot of timber, an imperial measurement, is the volume of wood in a board that is one foot long, one foot wide, and one inch thick. 
** 1962 was the last year theAJHR published information on individual stations on the NIMT and branches. 

70BAJRR 1910, D2, p17;AJHR 1915,D2, p15;AJHR 1920,D2, p15;AJHR 1925, D2, p19;AJHR 1930, D2, p25;AJHR 1935,D2, p19;AJHR 1940, D2, p51;AJHR 1945, D2, 
p15;AJRR 1950, D2, p39;AJHR 1955, D2, p37;AJRR 1960, D2, p39;AJRR 1962, p27. 
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The earliest sawmill to process timber from within the Rohe Potae appears to have been 

established near Kihlkihi in 1886 by J.W. Ellis and a Mr Lewis, who secured rights to cut a 1100 

acre area of kahikatea near Otorohanga.709 (The Kawhia Committee may have been involved in 

negotiations concerning the cutting of this timber, though no evidence regarding this has been 

located.) In 1890, the mill was moved to Otorohanga, and the following year, upon Lewis' 

retirement, J.H.D. Bumand, the inspector of railway works at Poro-o-tarao, entered into 

partnership with Ellis.no Around this time, the partnership took over another mill operating at 

Hangatiki.7l1 In 1898, Ellis and Burnand, realising the opportunity created by the advance of the 

railway, started to secure rights over bush in the Mangapehi area, signing an agreement with the 

owners of Rangitoto 36 (Te Tiroa) block.712 Ellis and Burnand Ltd (1903) would become one of 

the largest timber companies in the country. The Company opened mills at Mangapehi in 1903, 

Mananui in 1906, and Ongarue in 1913.713 

Lead by Ellis and Burnand, the sawmilling industry in the King Counuy expanded considerably 

during the first decade of the twentieth century. As construction of the NIMT progressed 

southwards, it provided access to large areas of standing timber - a resource that was becoming 

depleted in other parts of the North Island. Sawmills were established along the railway from 

Mangapehi to Raetihi. Figure 24 and Figure 25 show that much of the land in the southern part 

of the Te Rohe Potae inquiry district through which the NIMT passed (and from which timber 

was extracted) remained in Maori ownership at this time. 

Sawmillers appear to have begun negotiating timber-cutting rights with Maori in the south of the 

inquiry district around 1900, ahead of the railway construction. As noted above, Ellis and 

Burnand began talcing steps to secure cutting rights in the Mangapehi area around 1898. In 

August 1900, as detailed in Chapter three, Wilkinson reported that Europeans were negotiating 

with Maori for the purchase of to tara located upon certain subdivisions of Rangitoto Tuhua 

block.714 Sawmillers reached agreements with Maori that provided for royalties to be paid for 

709 Dick Craig, Lal/d of the Mal/iopoto, King Country Chronicle, Te Kuiti, 1951, p52. 
710 R.D. Stanley, 'Burnand,John Henry Davis, 1850-1919', Dictionary of New Zealand Biography, updated 22 June 
2007, URL: http://www.dnzb.govt.nz/. Lyndsay McMillan and Audrey Walker, Ollgame: a place of the boO/t, Ongarue 
School Centenary Committee, Ongarue, 2005, p258. 
7t1 Craig, Lal/d of thc Mal/iopoto, p52. 
712 Ken Anderson, Maorilalld sO/wllil/urs: Ellis alld BlIl"llalld Ud: sa/Vlllil/ors alld till/ber II/crehallts: lYlallgapehi, Family of Ken 
Anderson, Manurewa, p 11. . 
713 Michael Roche, History ofNeiV Zealalld Forestl)', New Zealand Forestry Corporation Limited in association with GP 
Books, 1990, p116. 
714 Willdnson to Sheridan, 18 August 1900, lVlA-MLP 1900/150, cited in Berghan, p379. 
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timber removed for milling, with different rates applying to the different types of timber. Ellis 

and Burnand's arrangements appear to have initially been on a payment per log basis, with Maori 

agreeing to supply whole logs.715 

Owing to concem over the fairness and legality of the timber arrangements being reached 

around this time, the Government included clauses in the Maori Land Laws Amendment Bill 

1903 to invalidate all existing agreements for access to timber on Maori land.7lG The Bill was 

referred to the Native Land Committee, which heard evidence concerning timber agreements 

from a number of sawmillers and their representatives, but not from Maori landowners. ].W. 

Ellis was among the sawmillers who spoke to the Committee and, like the other witnesses, he 

indicated that the timber agreements he was patty to were equitable. When questioned whether 

he had had any complaints from or disputes with Maori during his sawmilling operations, Ellis 

stated that he had not and believed those with whom he had arrangements were 'the most envied 

people in the King Country,.717 Upon the Committee's recommendation, the clauses relating to 

timber agreements were struck out of the 1903 Bill.718 

In 1905 and 1907, the Department of Lands and Survey prepared reports on the forestry 

industry, which provide details of sawmills operating near the NIMT in the Te Rohe Potae 

inquiry district and at Taumarunui. This information is presented in Table 11. Details of the 

Taumarunui mills are included in the table because it seems possible that they may have been 

processing timber cut from within the inquiry Te Rohe Potae inquiry district. 

Table 11: Sawmills ill the Te Robe Potae illqztiry district and T allmarll1llfi (located alollg or ill tbe tJiciJliry 0/ 
the NIMT) recorded ill DepmtmCllt o/Lcmds alld Sm7Jey 1"eporls 0/ 1905 alld 19077

1!J 

name of sawmill 

, Otorohanga (Ellis and 
Burnand) 
Mangapehi (Ellis and 

, Burnand) 
r-=:---

Tiroa (Ellis and Burnand) 

Totara Timber Company 

715 AJHR, 1903, 1-3A, p13. 
716 Roche, p121. 
717 AJHR, 1903, 1-3A, p13. 

locality 

I Otorohanga (adjoining NIMT 
station) 

I Mangapehi (near NIMT 
station) 
Waimiha Stream, Pahi Survey 
District 
Ongarue ( adjoining NIMT 
station 

ownership of land output per annum 
cutting upon (superficial feet) 
Maori I 2,150,000 (1905) 

2,250,000 (1907) 
Maori (about 5000 acres) 3,683,700 (1905) 

3,683,700 (1905) 
supplied fwm same bush about 700,000 (1905) 

, as Mangapehi mill 
Maori 250,000 (1907) 

i 

718 Hone Heke (MP for Northern Maori) claimed that the clauses had hastened the speculative acqulsition of timber 
cutting rights, noting the recent purchase of cutting rights over 27,000 acres near Taumarunul. Roche, p121. 
719 AJHR, 1905, C-6, p4, 12. AJHR, 1907, C-4, p15, 21. 
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name of sawmill !locality ownership of land output per annum 
cutting upon (superficial feet) 

Hendersons's Mill Waitangi (about 10 miles up Maori 750,000 (1907) 
the Taringamutu Valley from 
the NIMT station) 

. Hyde Matiere Maori and Crown 250,000 (1907) 
Lovett and Ryan Taringamutu (about three Maori ('small patch of 500,000 (1907) 

miles from NIMT station) bush,) 
Taumarunui Timber Taumarunui (one mile north Maori and Crown 800,000 (1907) 
Company of NlL\1T station) 
Andrews and Greening Taumarunui Maori and Crown 600,000 (1907) 

Though many of the sawmills operating along the NIMT in the Te Rohe Potae inquiry district 

were processing timber cut from lands owned by Maori, it is notable that Maori themselves did 

not own any sawmills, something that would have enabled Maori to maximise the financial 

potential of the forests areas they held. The reasons for this are unclear, though the difficulty of 

raising capital against land with multiple owners may have been a factor. Significant sums of 

money were required to develop the sawmilling operations, which were not always financially 

successful.no Evidence concerning only one Maori-owned sawmill in the Te Rohe Potae inquiry 

district has been located - the sawmill that was briefly owned and operated by Maori at Ongarue 

in about 1900, discussed earlier in Chapter thtee.721 

Figure 27: Ellis and Blmlmid Mill, Mal1gap(Jhz~ 1904 (Anderson, Maoriland S awmillers, p30) 

720 Roche, p119. 
721 Outside the inquiry district, Maori were involved in sawmilling iuitiatives, though dlese ventures were sometimes 
unsuccessfuL This was the case with the Pungapunga Timber Company, established in 1903 with cutting rights over 
7,000 acres near Manunui. One of the original directors was Te Hueheu Tukino and many of its shares were issued 
to local Maori with an interest in the forest land. The venture lacked capital and by 1905 was not actively in 
operation. The company wound up in 1909 after efforts to raise working capital failed. Roche, p122. 
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In 1907, statutory provisions were introduced that required timber agreements to be approved 

by Maori Land Boards owing to concerns that there should be greater scrutiny of agreemepts 

between sawmillers and Maori. Section 26 of the Maori Land Claims Adjustment and Laws 

Amendment Act 1907 stipulated that parties to existing agreements concerning timber, flax, and 

suchlike could apply to the local Maori Land Board to have the agreements approved within two 

months of the passing of the Act. After inquiring into the agreements, the Boards would then 

make recommendations to the Native Minister as to whether they should be approved or 

whether modifications should be made. Section 28 of the Maori Land Laws Amendment Act 

1908 extended the timeframe for applications to six months.122 

Following the passage of this legislation, the Maniapoto-Tuwharetoa Maori Land Board received 

numerous applications from sawmillers who had entered into agreements with Maori for cutting 

rights to timber located on land within the Te Rohe Potae inquiry district. While these 

documents have not been located, some details of the applications are recorded in the Board's 

register of applications.723 The timber agreements to which the applications related may have 

been largely standardised, it being noted in one case that the agreement contained the 'usual 

rights to pay royalties quarterly and to erect sawmills within six months,.724 Many of the 

applications appear to have concerned agreements to cutting rights on the Rangitoto Tuhua 

block. Details of land area are not always recorded in the register, but it is evident that the 

applications covered a wide range, from 100 acres (an agreement concerning Puketarata block) to 

10,169 acres (an agreement concerning Rangitoto Tuhua 68).725 

The proportion of applications approved by the Land Board has not been established and the 

extent to which the Land Board's scrutiny ensured that the interests of Maori owners were 

protected is unclear. Evidence concerning just one application has been located. In respect of 

Ellis and Burnand's 1898 agreement with the owners of Rangitoto Tuhua 36 block, the Board 

determined that the royalty rates were fait but that changes were required to the method of 

measuring logs.726 Commenting generally on the timber agreements reached with Maori in the 

722 Brent Parker, 'Brief of evidence of Brent Parker on the construction of the North Island Main Trunk railway 
through the inquiry district and the associated timber industry', Crown Law Office brief of evidence for Whanganui 
inquiry district (Wai 903, Doc# Ml), 30 March 2009, pp14-15. 
723 BACS 10206 box 2a, Maniapoto-Tuwharetoa register of application for confirmation of alienation ofland by 
lease or sale, 1907-1909, ANZ Auckland. 
724 MT 08/17, BACS 10206 box 2a, ANZ Wellington. 
725 MT 08/17 and 1908/62, BACS 10206 box 2a,ANZ Wellington. 
726 Anderson, p27. 
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West Taupo district at this time, Roche observes that at least some sawmillers negotiated timber 

agreements with Maori landowners at lower rates than were available from the Crown. 

A new framework for the sale of timber cutting rights was introduced with the creation of 

District Maori Land Boards under the Native Land Act 1909. The Act deemed that the sale of 

timber, flax, and suchlike was an alienation of the land.n7 Where there were more than 10 

owners, alienations had to be confirmed by the District Land Board.728 It appears that the 

Waikato Maniapoto District Ma01"i Land Board received a number of applications for leases that 

provided for timber to be cut at specified royalty rates from land in the Te Rohe Potae inquiry 

district.729 The Board confirmed at least some of these leases, including, for example, separate 

leases to four individuals that covered the whole of Rangitoto Tuhua 66A and 66B and 

contained provisions for timber cutting.730 With a total area of over 10,000 acres, these blocks 

included some 4680 acres of millable forest land. Sometime after the leases commenced in July 

1911, an agreement was entered into that saw the harvesting of timber taken over by Ellis and 

Bumand. In accordance with the agreement, Ellis and Bumand ceased logging operations on 31 

December 1929.731 

District Land Boards were required to collect timber royalties and, after deducting a commission, 

distribute the money to the owners.732 Further research is required to establish the extent to 

which the Waikato Maniapoto District Land Board was successful in recovering and distributing 

royalties for timber harvested in the Rohe Potae inquiry district. In some cases, royalties 

would have amounted to a significant amount of money. The timber on Rangitoto Tuhua 66A, 

for example, covering an area of 3620 acres, was valued in 1916 at £4525, not much less than the 

value of the land itself, which was valued at £5430.733 The royalty system appears to have 

sometimes been abused by sawmillers who did not disclose the full quantity of timber that they 

harvested. In 1935, for example, following complaints by the owners, a Forest Service ranger 

721 Sections 211, Native Land Act 1909. 
72B Sections 217, Native Land Act 1909. 
7"29 See, for example, BACS 10206 box 6a, Waikato Maniapoto Register of application for conf.u:mation of alienation 
ofland by lease or sale, 1911-1912, ANZ Auckland. It is difficult to determine the number of applications for 
timber leases because these leases were often not distinguished from ordinary land leases in the Board's register. 
730 Summary ofleases Rangitoto Tuhua 66A and Rangitoto Tuhua 66B, undated, BACS 15355 94j 3050, Land 
Alienation Rangitoto Tuhua 66A and 66B: Taumarunui Totara Timber Company, 1908-1911, ANZ Auckland. 
Supporting Papers, pp25-28. 
731 Report on position of lease - Rangitoto Tuhua 66A, undated, BACS 15355 94; 3050, ANZ Auckland. Supporting 
Papers, pp29-30. 
732 Anderson, p65. 
733 Valuation of Rangitoto Tuhua 66A, 31 March 1916, BACS 15355 94j 3050, ANZ Auckland. Supporting Papers, 
p31. 

201 



found that Ellis and Bumand had been short measuring logs cut from Maraeroa c.734 Illegal 

logging also sometimes occurred. For example, about one million superficial feet of timber was 

removed from Rangitoto Tuhua 66A3B in the late 1930s without the consent of the owners or 

the Land Board.735 The timber was delivered to a mill operating on Rangitoto Tuhua 66A2B and 

to Ellis and Burnand's mill at Manunui, with royalties paid to an individual who had no Court

recognised interest in the land. 

In at least one case, dissatisfaction with royalty rates caused disputes between the Maori land 

owners and the sawmiller that held the timber cutting rights. In the 1920s and 1930s, disputes 

concerning royalties arose between the owners of Rangitoto Tuhua 36 and Ellis and Bumand.736 

In 1924, the owners petitioned the House of Representatives, requesting that the Order in 

Council confirming the 1898 agreement be revoked.737 (An Order in Council had been issued 

following the Maniapoto-Tuwharetoa Maori Land Board's enquiry under the Maori Land Claims 

Adjustment and Laws Amendment Act 1907.) The owners took this action because the royalties 

they received continued to be based on the rates set down in the 1898 agreement. As a result of 

the petition, legislation enabling changes to be made to existing flax and timber agreements was 

passed.738 The owners of Rangitoto Tuhua 36 then negotiated with Ellis and Burnand to amend 

the agreement for timber royalties.739 However, it appears the new rate remained low compared 

to other cutting areas.740 This and complaints concerning the Company's tramlines gave rise to 

further difficulties between the owners and Ellis and Burnand. Protests by the owners led to a 

new agreement in 1937, which included lump sum payments for timber that had been removed 

without royalties being paid.741 

This section has briefly examined the sawmilling industry that arose along the NIMT around the 

turn of the twentieth century. As a result of the consttuction of the railway, the forest areas held 

by Maori along the line became a resource of significant financial value. The extent to which 

Maori were able to fully realise this value - an issue that is beyond the scope of this report - is 

somewhat unclear. The question will be addressed in the proposed economic capability 

overview report, which will provide a detailed examination of the sawmilling industry. It is likely 

734 Ibid, p67. 
735 Field Officer to Registrar, Native Department, Auckland, 6 September 1939, BACS 15355 94j 3050, ANZ 
Auckland. Supporting Papers, p32. 
736 Anderson, pp46-54. 
737 Ibid, p30. 
73B Ibid, p32. 
739 Ibid, p33 
740 Ibid, p46. 
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that in some cases Maori sold forested areas along the NIMT, with the value of the timber 

included in the purchase price. However, it appears that Maori often sought to receive money 

for timber without selling their land. Rather than set up their own sawmills, Maori entered into 

timber cutting agreements. The area of land in the Te Rohe Potae inquiry district subject to 

these agreements has not been established and it has not been possible to quantity the money 

earned by Maori through royalties. While further research is requited to assess whether the 

royalty rates were reasonable and whether Maori owners generally received the royalties they 

were owed, the preliminary research presented above suggests that there were sometimes 

problems with the system that meant that the owners did not always receive fait payment for the 

timber harvested from their land. However, even if this was the case, the amount of money that 

owners received may nevertheless still have been significant. 

The cutting of indigenous forests along the NIMT in the King County continued into the second 

half of the twentieth century, declining from the 1950s as a result of widespread deforestation. 

The last large mills closed in the 1960s, including and Butnand's operations at Onga111e and 

Mangapehi, which ended in 1966 and 1968 respectively.742 

Stratford-Okahukura branch line and other proposed branch lines 

The constmction of the NIMT created the potential for branch lines to connect the NIMT with 

other districts. As with the NIMT, it was not envisaged that branch lines would be built simply 

to link distant places, but rather to serve and maximise the settlement potential of the lands 

through which they passed. Before driving the last spike of the NIMT at Manganui-o-te-Ao on 

6 November 1908, Prime Minister Sir Joseph Ward spoke of the Government's intention of 

building further railways to assist land settlement. Ward thought that the NIl\fT should be 

viewed as only a link in the railway system and stated that the Government intended to pursue a 

vigorous policy of railway construction for the purpose of facilitating and aiding back country 

settlement.743 Several years before the NIMT was completed, work had begun on a major 

branch line between Okahukuta (on the NIM1) and Stratford (on the Marton-New Plymouth 

railway). The section of this line that lies between Okahukura and Ohura -about 30 kilometres 

of railway is located in the Te Rohe Potae inquiry district. Serious consideration was also given 

to a branch line to Kawhia and Raglan, but this was never built. In marked contrast to the 

741 Ibid, p53. 
742 Ken Anderson, Sparse Tilllber S alvlIJillers : Ellis & BlII'IIalld Ltd, S alvllliliers alld Tilllber Merchallts, 011 game, Manurewa 
(publisher), p6; Anderson, Maorilmld SaivlI/iliers, p159. 
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negotiations that preceded the construction of the NIl'vIT, no consultation was undertaken with 

Maori in respect of branch lines in the inquiry district. 

As detailed in Chapters two and three, a railway linking the King Country with Taranaki had 

been considered as an alternative to the central route of the NIl'vIT. Two western routes through 

Taranaki were among the fout routes explored before it was decided in 1884 to build the NIMT 

along the central route. One of the western routes followed the Awalrino River and then the 

coast to Waitara, while the other ran through central Taranaki to Stratford (see Figure 10). In 

1889, more detailed survey work was undertaken to enable a comparison of the central route 

with routes from Ongarue to Ngaire (south of Stratford) and Ongarue to Waitara.744 These 

routes and a third route from Mokau (puke tutu) Station to Waitara were again considered as 

possible alternatives to the central route of the NIMT in an 1899 report by Resident Engineer 

R.W. Holmes.745 

Holmes recommended that the NIl'vIT should proceed along the central route, but believed that 

the Ngaire route possessed much potential, particularly in respect of the volume of traffic that it 

would draw from the land through which it passed. Holmes assessed the merits of the three 

Taranalri routes with regard to engineering concerns and construction costs, and the extent to 

which minerals, timber, and settlement land would be served by each route. The revenue

earning potential of each route was also commented upon. In respect of the Ngaire route, 

Holmes stated that good country suited for close settlement extended on both sides of the line 

for 75 percent of its length.746 He claimed that a railway would be almost a necessity for the 

future prosperity of this land owing to its long distance from markets and the difficulty of 

maintaining roads.747 Holmes noted that a railway would, of course, also provide a means of 

communication between Auckland, Wellington, and Taranaki. 

Holmes' 1899 report was no doubt influential in the Government's decision to build a railway 

between Stratford and Ongarue, which was authorised in two parts in the Railways Authorisation 

Acts of 1900 and 1901. No evidence has been located to suggest that any consultation was 

undertaken with Rohe Potae Maori when the decision to build the railway was made. This 

apparent lack of consultation contrasts markedly with the negotiations that, just fifteen years 

743 EVClJillg Post, 6 November 1908, p8. 
74-1 AJHR, 1889, D-1, pp42-45. 
745 AJHR 1899, D-1, pp105-113. 
746 AJHR 1899, D-1, pp112. 
747 A]HR 1899, D-l, p1B. 
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earlier, had preceded the construction of the NIMT. At that time, Rohe Potae Maori had agreed 

to the construction of only one railway in the district. The absence of consultation reflects that 

by the turn of the twentieth century Rohe Potae Maori had considerably less political power and 

there was no obstacle to European settlement in the district. Consultation was not undertaken 

even though the proposed railway ran through lands that remained in Maori ownership. An 

examination of Figure 22 shows that in 1903 much of the land along the section of the railway 

that lay within the Rohe Potae district was held by Maori. 

Construction of the Stratford-Okahulrura railway took more than 30 years, beginning in 1901 

and ending in 1932.74
& Work commenced from Stratford and in 1911 started from the eastern 

end of the line. While the railway had been authorised to run between Stratford and Ongarue, 

the Railways Authorisation Act 1911 authorised a deviation of the eastern end so that it 

connected with the NIMT at Okahukura.749 The 1912 Public Works Statement explained that 

construction had begun from the eastern end for the benefit of settlers in the Ohura district, 

who would otherwise have to wait many years before the line from Taranaki reached their 

settlement.750 An examination of Figure 25 shows that in 1910 Maori still owned some land 

along the eastern end before conshuction began from Okahulrura. It is unclear whether 

formation of the railway stimulated the purchase of this land. It was not until 1928 that the 

railway reached Ohura from Okahukura, a daily goods and passenger train being described 'of 

great service to the district'.751 As detailed in Chapter four, small areas of Maori land within 

Whatitokarua block were taken for the Stratford-Okahulrura railway. 

While the Stratford-Okahukura railway was the only branch line built from the NIMT in the Te 

Rohe Potae inquiry district, consideration was also given to a line to Kiwhia and Raglan. In 

1908, settlers in the Ohura district promoted, as an alternative to the then Stratford-Ongarue 

line, a railway up the 0 hura and Mokau Valleys that would link with both the NIMT and I<awhia 

Harbour.752 In August 1912, a deputation waiting on the Minister of Public Works, which 

included John Ormsby, requested that a trial survey be made of a branch line linking the NIMT 

748 AJHR, 1901, D-1, pv;AJHR, 1933, D-1, pxii. 
749 The deviation appears to have been made for engineering reasons and reduced the length of the line by six miles. 
AJHR, 1912, D-l, pvL 
750 AJHR, 1912, D-1, pvi. 
751 AJHR, 1928, D-l, ppxi-xii. 
752 Plan of proposed railway to link Ohura and Mokau Valley with Kawhia Harbour and the Main Trunk Railway, W 
1 19/88 part 1, Railways - Branch Lines and Lines Initiated After 1913 - I<awhia Harbour-Stratford Proposal, 1903-
1914, ANZ Wellington. 
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with I<a.whia.753 During the following year, the Public Works Department appears to have 

undertaken a reconnaissance survey of the proposed branch line, but took no further action, 

though some public interest in the line remained.754 After World War I, proposals were put 

forward for a light railway linking Hamilton to I<a.whia and Raglan, which was promoted by 

individuals who believed that the proposed railway would benefit the rural economy.755 The 

proponents looked to establish, under the Local Railways Act 1914, a district railway board that 

would be able to rate lands for the construction of the railway. However, numerous objections 

were made by individuals who wished to be excluded from the district, and interest in the railway 

appears to have waned in the early 1920s.756 Some survey work may have been carried out, but 

there is no evidence that any land was taken for the proposed railway.757 

Figure 28: Te Ktliti Station ere Kuiti Historical Society) 

753 Evwillg Post, 1 August 1912, pB. 
754 Murray to Works, 13 May 1920, telegram, BBAD 1054 2088e 20/1/4, Railways - Hamilton -Kawhia - Raglan, 
1920-1922, ANZ Auckland. Supporting Papers, p34. E1!Cllbl,g Post, 10 July 1914, pB. 
755 Waikato Times, 5 December 1919, extract in BBAD 1054 20B8e 20/1/4,ANZ Auckland. Supporting Papers, 
p33. 
756 Objections to the proposed railway is discussed in Public Works Department correspondence. See, for example, 
District Engineer to Engineer-in-Chief, 21 December 1921, BBAD 1054 2088e 20/1/4, ANZ Auckland. Supporting 
Papers, pp35-36. 
757 In his history ofWaipa County, Barber details that a survey of a railway from Hamilton to Raglan and Kawhia 
began in 1921. L.H. Barber, Tbe view From Piroll,gia: tbe history o/'If/aipa COlll/f], Richards Publishing in association with 
Waipa County Council, Auckland and Te Awamutu, 1978, p38. 
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Native Townships 

This section briefly examines the link between the NIMT and the creation in 1903 of Native 

Townships along the railway at Otorohanga, Te Kuiti, and, outside the inquiry district, 

Taumarunui. Heather Bassett and Richard I<Cay are preparing a separate, comprehensive report 

on Native Townships in the Te Rohe Potae inquiry district.158 Their report will discuss the 

statutory and policy background to the creation of Native Townships and examine the 

establishment and subsequent administration of the five Native Townships that were created in 

the Te Rohe Potae inquiry district. (In addition to the Native Townships created at Otorohanga 

and Te Kuiti, Native Townships were also established on I<Cawhia Harbour at I<:atewa, Te Puru, 

and Parawai.) Leanne Boulton has examined the creation and administration ofTaumarunui 

Native Township in her report on Native Townships in the Whanganui inquity district.759 

The policies and legislation that p1'Ovided for the creation of Native Townships are examined 

elsewhere and are therefore only briefly discussed here.760 Provisions that enabled discreet areas 

of Maori land to be surveyed and set aside as townships were introduced by the Liberal 

Government and relate to a general policy that sought to open new land for European 

settlement and provide for closer, small-scale settlement. The intention of Native Townships 

legislation was not to create townships for Maori (as the word 'Native' suggests), but rather was 

to create townships for European settlers on Maori land. In their scoping report, Bassett and 

I<Cay observe that the Native Townships policy was an attractive tool for the Crown to extend its 

authority in the Rohe Potae, formerly a stronghold of the I<ingitanga movement and with a long 

history of Maori refusal to engage with the Native Land Court and land sales.7G1 

Under the Native Townships Act 1895, up to 500 acres of Maori land could, without 

consultation with the owners, be proclaimed as a Native Township. The site was to be laid out 

into streets, sections for leasing, reserves for Maori occupation (up to 20 percent) and reserves 

for public facilities. Streets and the reserves for public facilities were vested in the Crown, while 

the sections for leasing and Maori reserves were vested in the Crown in trust for the Maori 

758 A scoping report for this project has been completed. Heather Bassett and Richard Kay, 'Scoping Report: The 
Impact of the Native Township Acts in the Rohe Potae: Te Kuiti, Otorohanga, Karewa, Te Pum, and Parawai 
Native Townships', a scoping report commissioned by the Cwwn Forestry Rental Trust,January 2009. 
759 Leanne Boulton, Native Townships in the Whanganui Inquiry District Research Report, a report commissioned 
by the Waitangi Tribunal, August 2003. 
760 Suzanne Woodley, 'The Native Townships Act 1895', Waitangi Tribunal Rangahaua Whanui series (preliminary 
report), September 1996. Bassett and Kay, pp13-19. Boulton, pp17-25, 52-69. 
761 Bassett and Kay, p14. 

207 



owners. Authority over the adm.inistration and occupation for the Native Township was vested 

in the Commissioner of Crown Lands. 

The Maori Land Adm.inistration Amendment Act 1901 empowered Maori Land Councils to 

establish and adm.inister Native Townships upon the request of a majority of owners. (Created 

under the Maori Lands Adm.inistration Act 1900, the Maori Land Councils had a majority of 

Maori members.) The Native and Maori Land Laws Amendment Act 1902 empowered the 

Governor to declare any parcels of Maori land to be vested in a Maori Land Council as the site 

of a Native Township, which was to be adm.inistered by the Council for the benefit of the 

owners. 

The Native Townships at Otorohanga (243 acres), Te Kuiti (238 acres), and Taumarunui (342 

acres) were all proclaimed by the Governor in 1903 under the Native and Maori Land Laws 

Amendment Act 1902.762 The development of settlements at Otorohanga and Kuiti had 

begun during the building of the NIMT. While the railway construction era did not last long at 

Otorohanga, Ellis and Lewis established their sawmill at Otorohanga in the late 1880s and the 

Native Land Court also sat there.7G3 In contrast, Te Kuiti served as a railway construction town 

for a number of years after the railhead reached it in 1887, being an important staging point for 

the heavy construction undertaken further south, including the Waiteti Viaduct and the Poro-o-

Tarao TunneI,764 At both Kuiti and Otorohanga, Maori spent money on the erection of a 

number of buildings in the growing settlements.7G5 They also appear to have entered into 

arrangements with European inhabitants, some of whom established businesses. In 1901, the 

number of non-Maori residing at Otorohanga and Te Kuiti was recorded at 150 and 134 

. I 766 respective y. 

The situation was quite different at Taumarunui, where there was little development of a 

settlement prior to the establishment of Native Township. In 1901, only 13 non-Maori were 

recorded to be living at Taumarunui.767 As detailed earlier, the NIMT reached Taumarunui in 

1903. During the following year, Taumarunui became the terminus of steamer traffic on the 

Whanganui River, enabling tourists and other travellers from Wanganui to continue on from 

762 New Zealalld Gazette, 1903, p254, Nelli Zealalld Gazette, 1903, p2506. 
763 Dick Craig, L1!Id qfMaliiapoto, p52. 
764 Ibid, P 53. 
765 Wilkinson to Sheridan, 16 March 1896, AB'WN 6095 W5021 2397/581/2, part 1, ANZ Wellington, cited in 
Bassett and Kay, p31. 
766 fuSII/ts rif a ceJISlIS rif the Colol!) qfNelv Zealalld taken for the night of the 31,1 March 1901, p42. 
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Taumarunui to Auckland by railway. 7GB Expectations of a large volume of tourist traffic partly 

explain why, in 1903, Taumarunui was chosen as the location of a major rail depot.769 (Further 

north, the railway had been important to the development of tourism at Waitomo Caves, f1rst 

visited by tourists in about 1890.77~ Taumarunui would also become an important centre for the 

sawmilling industry discussed above. 

The railway was clearly an important factor underpinning the creation of the three Native 

Townships. Owing to the NIMT's key role in the transport infrastructure of the district, 

Otorohanga, Te Kuiti, and Taumarunui possessed the potential to develop into regional service 

centres as settlement of the land and activities such as sawmilling and tourism increased. 

Woodley claims that settlers agitated for the establishment of the three Native Townships, which 

would allow Europeans to tal~e better advantage, with more secure title, of the business 

opportunities that existed at each place.771 The growing number of settlers occupying land 

outside the towns probably also viewed the creation of the Native Townships as desirable 

because they wanted access to a wider range of businesses services and public facilities. 

In the cases of Otorohanga and Te Kuiti, where the Maori land owners had invested money in 

buildings, Maori appear to have been closely involved in the decision to create Native Townships 

and seemingly saw benefits in their establishment. Following the passage of the 1895 Act, the 

Surveyor-General instructed Wilkinson to travel to Otorohanga to explain the legislation and 

suggest that a Native Township be created.772 However, at a meeting held in March 1896, the 

owners of the land at Otorohanga and Te Kuiti rejected the establishment of Native Townships, 

largely because they objected to the provision that required the Native reserves to be vested in 

the Crown for the benefit of the owners.773 

Maori seem to have looked more favourably upon the idea of creating Native Townships at 

Otorohanga and Te Kuiti following the passage of the Native and Maori Land Laws 

767 Ibid. 
768 Dick Craig, The Killg COIIIIII), (Rohe Po/ae)" Te Awamutu Couriers NZ Ltd, 1991, p141. 
169 District Engineer to Under Secretary, Public Works, 24 June 1903, R 3 W2278 531903/1989 part 1, ANZ 
Wellington; General Manager to Under Secretary, Public Works, 9 July 1903, R 3 W2278 531903/1989 part 1, ANZ 
Wellington. 
770 R. Artell, IVai/ulllo Caves: a cell/tt1y tiftomisllI, Waitomo Caves Museum Society, Waitomo Caves, 1984, p24. The 
closest railway station to Waitomo Caves was Hangatiki. In 1903, a regular coach service was established between 
Waitomo Caves, Hangatiki, and Te Kuiti. 
771 Suzanne Woodley, p15. Boulton confirms that Taumarunui Native Township was established after persistent 
lobbying by settlers in the surrounding district. Boulton, p41. 
772 Bassett and Kay, p30. 
773 Ibid, p31. 
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Amendment Act 1902.774 The Otorohanga and Te Kuiti Native Townships were established 

under the 1902 Amendment Act and vested in the Waikato-Tuwharetoa District Land Council at 

the request of at least some owners.775 However, the Maori Land Councils were succeeded by 

the Maori Land Boards established under the Maori Land Settlement Act 1905, which provided 

for significantly less Maori representation. 

Partly owing to their location on the NIMT, the Native Townships created at Otorohanga, Te 

Kuiti, and Taumarunui enjoyed a reasonable level of economic activity and became the principal 

service centres of the district. As detailed in Table 12, the non-Maori population of the three 

Native Townships grew steadily, reflecting the growth in European settlement generally and the 

economic opportunities associated with this. It should be noted that some of the population 

growth in the three Native Townships related directly to the railway and the employment 

opportunities that arose as railway operations expanded after the NIMT was completed and 

opened to through traffic. 

Table 12: Non-Maod pupIl/atiO!l qfTe Nliti, Otorohanga, alld T atmlarlllU1Z~ 1901, 1911 mzd 192(76 

town I 1901 1911 1921 
Te Kuiti i 134 1266 2247 
Otoxohanga I 150 323 516 
Taumarunui I 13 1128 2144 

Population growth and economic prosperity were among the circumstances that saw Europeans 

and the Crown take steps to purchase the freehold of the Maori-owned sections. The Native 

Townships Act 1910 permitted township land to be sold to the Crown or private individuals. 

Woodley observes that Maori ownership of the lands in Te Kuiti, Otorohanga, and Taumarunui 

Native Townships was steadily eroded, and that by 1927 more than 50 percent of the total lands 

in these townships were no longer in Maori hands.777 In addition to alienation by sale, Maori 

land in the Native Townships was subject to compulsory taking under public works legislation. 

As detailed in Chapter four, more than three acres of Maori land in Te Kuiti Native Township 

was taken for railway purposes in 1911. 

774 Ibid. 
775 Woodley, pp18-19. 
776 Results oj a cellSf/S oj the Colol!} ojNellJ Zeala/ld takCli for the /light oj the 31,1 March 1901, p42; Remits oj a celmfS oj the 
DomitJiolJ ojNel/J Zealalld takc/lfor the /light ojthe 2"d April 1911, pp27, 51; Resl/lts oj (/ CCllSlfS ojthe D01Jlillioll ojNel/J Zealalld 
takmfor the lIight ojthe 171h April 1921 ,pp18, 21. 
777 Woodley, p29. 
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Benefit to national economy 

This section briefly examines the contribution of the NIMT to the national economy in order to 

gain some understanding of the role the railway has played in the European settlement of New 

Zealand in the broadest context. It should be noted that most of the written sources on New 

Zealand railways contribution to the national economy are polemic, including the official record. 

The political nature of the arguments surrounding state constructed, owned and operated 

railways in New Zealand - combined with the general romance surrounding rail - contributes to 

the polarisation of discussion. Most sources take a position either for or against 

privatisation/ state ownership.778 However, some general observations can be made. 

Understandably, any assessment of the contribution of the NIMf to the national economy 

should not be assessed on the operational profitably of the line alone. Rather, assessment should 

consider the broader question of increased productivity fostered and economic growth 

stimulated through the land opened to farming and transportation provided by the NIMT. 

Until the restructuring of the 1980s NZR did not operate with a significant imperative to 

increase profits. As Waterson states of the 1920s and 1930s: 'While the railways were expected 

to yield a dividend sufficient to cover working expenses, pay interest charges and earn a three or 

four per cent surplus if possible, the developmental role was the major part the railways were 

called upon to play.,m Indeed, operational profit for the whole of New Zealand railway system 

has generally been insignificant compared to the debt that was incurred in construction.7BO The 

problem has been compounded by the construction of many branch lines for political· 

expediency rather than economic reason in a country where construction costs are very high.7s1 

By 1930 the original 'developmental' purpose of particular lines had in many cases been served 

that is the opening of land for settlement or resources for extraction leaving many lines unable 

to sustain their own running costs let alone interest on the debt incurred in construction.7B2 In 

the decades after 1914, an increasing number of Government commissions were formed to 

investigate the growing problems facing Government railways and propose solutions.783 The 

major problems included dramatically increased maintenance costs and the onset of motor 

778 See Michael Bassett, The State ill Neill Zealalld 1840-1984: S ocialiItlllliithofit Doctrilles?, Auckland University Press, 
Auckland, 1998, generally negative view of state owned and operated railways, specifically pp60-63, 71-72, 150-155. 
779 Waterson, p86. 
780 Gee, p147; Waterson, pp103-104. 
78t Waterson, pp 1 03-1 04; 101; Heron, pp3-11. 
782 Waterson, ppl03-104. 
783 See AJRR 1925, D2A, pp1-68;AJHR 1930, D4, pp1-72. 
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vehicle competition.184 From this time, Government subsidy and protection became the norm.185 

From the 1930s until the 1970s any profit made on the lines was artificially inflated, due to the 

concessions offered to commercial and individual customers, largely protecting New Zealand 

railways from the competition of road transport.786 However, in the 1970s, many of these 

fundamental problems remained unchanged and resurfaced through a combination of the global 

economic situation and domestic political change.787 Chapter six details Government 

deregulation and privatisation of Railways that attempted to address some of these issues. 

The NIMT appears to be an exception to this national pattern, being a profitable and intensively 

used line. As the Minister of Works, Mr Goosman, stated of the NIMT in 1950: 'Its traffic 

constitutes 60 per cent. of North Island total; 40 per cent of that of both Islands; and it is 13 per 

cent. greater than that of the whole of the South Island.'188 Pierre puts these figures in context 

when he added that the NIMT only comprised 12 percent of the total national rail mileage.789 In 

1956, the General Manager ofNZR commented that: 

It [NIMTI is the busiest main line in New Zealand. Each weekday ten heavily loaded 
goods trains and two express trains pass over it in each direction. The goods trains carry 
some 3,000 tons of goods (coal, timber, cement, petrol, merchandise of all sorts) over the 
line every working day. And this traffic is being moved at a speed and with an economy 
that compares favourably with any railway traversing a similar type of country.790 

Until after the Second World War the passenger service provided by the NIMT was the most 

popular form of transportation between Auckland and Wellington as well as from the smaller 

towns along the route to these centres. After the Second World War, the steady improvement of 

roads and motor vehicles and advent of serious competition from domestic aviation undermined 

the NIMT passenger service. Although the passenger service declined markedly over the later 

twentieth century, the NIMT has maintained an important role in the transportation of bulk 

goods. In 1997, the North Island Main Trunk carried 36% of the New Zealand railway network's 

total freight.791 

78. Waterson, pplll-128. 
785 Johnson, Larsen and Ramshaw, p112. 
186 Anderson, pp60-66; Garry Hawke, The Makillg tifNew Zea/alld: All Beollolili. HistoO', Cambridge University Press, 
Great Britain, 1985, pp264-265. 
787 Leitch and Stott, pp145-159. 
?B8 AJHR 1950, D2, piS. 
789 Pierre, p243. 
790 General Manager, Railways, to Editor, WeeklY News, 10 December 1956, AA VK W3180 2 PUB 1/8 part 1, 
NIMT, 1933-1958, ANZ Wellington. 
191 North alld SOllth, November 1997, p97. 
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In addition to the profitability of the line itself, the NIMT has been a significant stimulus to the 

North Island's, and in turn New Zealand's, economic development. The completion of the 

NIMT in 1908 unified what had been until that time a series of disparate branch lines, including 

the Wellington-Taranaki and Wellington-Manawatu-Hawkes Bay railways, into one cohesive 

North Island land transportation network.792 The communication and trade links established 

through the NIMT joined what had until that time been largely separate provincial markets, 

contributing to the North Island's twentieth century development, rapidly surpassing the South 

Island in economic growth and population.793 Further completing New Zealand's rail network, in 

1962 a New Zealand Railway owned and operated rail and road ferry began running between 

Wellington and Picton joining the two Islands separate rail systems. The ferry would prove to be 

commercially successful in passenger and freight transport.79+ 

The completion of New Zealand's rail system, with the NIMT as one of two major trunk lines, 

was an important auxiliary in the growth of the dairy and frozen meat export industry which 

began to develop after 1881. It is generally recognised that growth of these industries has been 

the foundation of New Zealand's economy. After first increasing production through 'opening' 

large areas of potential pasture, the NIMT has transported farm stock and produce to processing 

facilities and to port for shipment as well as, perhaps most importantly, bulk farm essentials such 

as fertiliser back to rural areas.795 As Atkinson states of the frozen meat industry: 'Insulated 

railway wagons designed and built at the Department's [NZR] Addington workshops provided 

the crucial link between farm, works and port.,79G The NIMT's contribution to the broader 

economic development of New Zealand, although difficult to quantify, was and is clearly 

significant. 

Though the NIMT railway remained important to the national economy as a key part of New 

Zealand's transport infrastructure, the significance of the railway to the local economy 

diminished. The railway continued to playa role in transporting goods to other regions, but it 

appears that by 1970 the use of railway transport within the inquiry district had declined 

considerably.797 This shift saw the closure of some small, rural stations. The nation-wide decline 

of seasonal livestock traffic contributed to these closures - a direct result of competition from 

792 Bill Pierre, The North Is/mid Mail1 T17l11k: A/J I1ll1strated History, A.H & A.W Reed Ltd, Wellington, 1981, p270. 
793 Waterson, p94. 
79-1 Leitch and Stott, pp120-121. 
795 Heron, pp143-147; Waterson, pp90-91. 
7% Atkinson, p65. 
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road motor-vehicle transport.798 Also, as noted above, the milling of indigenous timber began to 

decline in the 1950s, with the last large mills shutting down in the late 1960s. At least two 

stations were closed in the 1960s, Te Mawhai (1962) and Te Kumi (1968). The closures began iI1l 

masse in the 1970s and continued into the 1980s, including Te Koura (1971), Te Kawa (1971), 

Tuhua (1972), Ongatue (1979), Kopaki (1982), Hangatiki (1982), Waimiha (1986), Matiere (1986) 

and Mangapehi (1986)?99 

Rohe Potae Maori employment by New Zealand Railways 

This section briefly discusses Rohe Potae Maori employment on the railway in the period 

between 1903 and 1980. This work provided wage income, which increasingly became available 

in the district as European setdement activity increased. The proposed economic capability 

overview report will discuss Maori employment generally and should, with reference to 

population figures, shed light on the relative importance of railway work compared to other 

types of employment. A comprehensive quantitative analysis of Rohe Potae Maori employment 

with NZR between 1903 and 1980 is not provided here. Such a task is beyond the scope of this 

report and could not be easily accomplished owing to a lack of data.80o This section instead 

provides only a general indication of the number of Rohe Potae Maori employed by NZR. It 

also discusses the nature of this employment and the economic and social benefit that it 

provided workers. This discussion is based on information gathered at the 'railway focus group' 

hui held at Hamilton, Te Kuiti, and Taumarunui, which were mosdy attended by former Maori 

NZR workers and their whanau. (Further details concerning these hui are provided in the 

Introduction.) 

In considering Rohe Potae Maori employment with NZR, it is important understand the broader 

role that NZR played as a source of employment in twentieth century New Zealand. It is well 

recognised that NZR was a large employer in New Zealand throughout most of the twentieth 

century, with numbers ranging from 12,505 in 1910,26,342 in 1950, and 21,222 by 1975.801 As 

Waterson states ofNZRin the 1930s: 

7'J7 Ministry of Works Town and Country Planning Division, W'oikoto, COr01J101ldel, a/ld Killg C01111tIJ regiO/l, 
Government Printer, Wellington, 1973, p173. 
798 Leitch and Stott, p141. 
799 See, for example, correspondence relating to the 1979 closure of Ongarue station in AAEB W3440 PUB 1/8 part 
4, North Island Main Trunk Railways, 1978-1986, ANZ Wellington. Supporting Papers, p288. 
BOO Annual lists of NZR employees exist for the years from 1913 to 1985, but except for the year 1980 these do not 
identify the place of employment for each staff member. Electoral roles might be useful for establishing the number 
of Maori railway workers in the Te Rohe Potae inquiry district, though these have not been examined. 
BOI AJHR 1910, D2, p45;AJHR 1950, D2, p45;AJHR 1975, F7, p15. 
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The Railways permeated every aspect of the economic life of the country. They were the 
largest enterprise controlled by the State, they employed more labour than any other 
organization, they ran the only sizeable semi-heavy industry in the land, the Railway 
workshops, and they were the means of transporting the exports upon which New 
Zealand lived from the farm to the overseas port. 

Employment by NZR offered a wide range of work including, for example, manual track and 

yard labour, catering and hospitality positions, engine and rolling stock maintenance, clerical 

work as well as training in associated trades.8Dz For much of the twentieth century, as just 

described, the Government considered railways as an essential state service provided for 'the 

people', rather than a profit making entetprise.803 The employment of a large workforce to 

operate and maintain New Zealand's rail network was seen as an essential part of this service. 

Evidence from three different sources indicates that Rohe Potae Maori made up a significant 

proportion of the district's NZR workforce. A file concerning applications made by NZR 

employees in the mid-twentieth century for staff houses at Te Kuiti include several applications 

by Maori.804 Also, a Department of Maori Affairs district welfare report of March 1955 notes 

that an unspecified number of Maori 'boys and girls' in lural areas commonly gained 

employment with NZR.805 In an attempt to provide a rough indication of the number of Maori 

railway workers in the King Country before the restructuring of the 1980s, Table 13 provides 

details of the total number ofNZR employees and those with Maori surnames. As many Maori 

would have had European surnames, the figures give an indication of the minimum number of 

Maori employees. On this basis, at least 20 percent of railway workers in the King Country 

district appear to have been of Maori descent, with at least 71 Maori in the district working on 

the railway. While a comparison with other areas of employment has not been made, NZR work 

in 1980 clearly provided income for numerous Maori families, offering employment 

opportunities across a range of different skilllevels.806 

B02 Leitch and Stott, p142. 
803 AJHR 1923, D2, ppi-v, xv-xvii; Atkinson, pp60-61. 
B04 AAEB W3199 109 07/2393/3 part 3,Allocation of Houses atTe Kuiti, 1940-1957, ANZ Wellington. Supporting 
Papers, pp256-283. 
B05 District welfare report, 31 March 1955, lYIA W2490/138 record no. 36/29/2 part 2 District - Welfare Officers 
Report Waikato-Maniapoto 1955-1956, ANZ Wellington. Supporting Papers, pp55-60. 
B06 The 1980 staff list details that Maori occupied many different positions, including the jobs of shunter, traffic 
operator, engine driver, signal technician, and builder. 
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Table 13: New Zealand Roilwqys' Emplf!}metlt il1 the King COtllztry, 1980807 

i Location Total Number of Employees Employees with Maori Surnames 
Taumarunui 248 36 

. TeKuiti 49 19 
I TeAwamutu 27 8 

Ohura 16 0 
·Otorohanga 16 7 
I Mangapehl 1 -

Ongarue 1 1 
Pureora 1 -

Total i 349 71 

Some speakers at the hui related stories that showed that not all Rohe Potae Maori who wished 

to work for NZR had been able to gain tlns employment. For example,Janice Tuhoro stated that 

her father tried unsuccessfully to get a job with NZR at Otorohanga: 'He got a wIUte collar 

Pakeha guy that said "No, there's no jobs".,808 Jim Tahoko also pointed out that Maori who did 

not live along the railway were less likely to work on the railway, stating that 'we never got a 

railway, we never got these jobs for life.'809 It is also notable that the majority ofNZR employees 

over the twentieth century were men, something thls was reflected in the former employees who 

attended the hui. 

Based on the stories of the former employees, it appears the majority of Maori employed by 

NZR in the Te Rohe Potae inquiry district were manual labourers or 'on the ground floor'. 

Tommy Hemaia-Wahani, who worked for NZR between 1976 and 1994, stated that generally 'all 

the fellas upstairs were all Europeans, and all the fellas down on the ground floor were us 

[Maori], yes. Plus a lot of our drivers were all Maori's .... ,810 Like many of those interviewed, 

Tommy Hemaia-Wahani began employment with NZR as a manual labourer, in IUs case in the 

Te Awamutu shunting yards. Other examples include Tiwha Bell and Bill Turner, who began 

employment as Engine Cleaners in 1952 (Te Kuiti) and 1961 ere Rapa/Hamilton) respectively. 

Charlie Ashby commenced employment as a 'ganger' doing track maintenance on different 

sections of line in Taranaki Oater moving into the Rohe Potae).811 Although formal advertising 

of roles was the norm, many interviewees recalled an informal recruitment process. Bill, while 

discussing IUs employment at Te Rapa (Hamilton), after initially failing to get a job at Te Kuiti, 

remembers a casual process in wIUch he personally approached the supervisor for a job. He 

B07 NZRList wStaJf1980, ANZ Wellington (open shelf). 
BOB Railway Focus Group Hui, Te Kuiti, pm, pp3-4. 
809 Railway Focus Group Hui, Te Kuiti, pm, pp21-22. 
810 Railway Focus Group, Hamiton Hill, am, transcript p14. 
B11 Railway Focus Group, Te Kuiti Hui, am, transcript pp 1-2, 5, 6-7. 

216 



believes the supervisor stated: 'Oh, you can start tomottow, that's how short we are of 

Cleaners!812 

Once employed, progression through 'the ranks' was common, although often slow and 

requiring transfer to other stations in and outside the Rohe Potae. Tiwha Bell recounts the long 

process of moving from cleaner to engine driver: 

I started over here [Te Kuiti] as a Fireman - we all start from the bottom, you are a 
Cleaner, then you go into Fireman and then you spend time. In those years [1950s] you 
usually have to spend about seven years as a Fireman before you got to be able to sit 
what they called a "Secondary Engine Driver's Ticket."m 

Similarly, Charlie Ashby gave his recollection of the process of promotion in the track 

maintenance gangs: 

In those days you had to work your way up from grade three to grade two, then to a 
grade one ganger. It took a while to get there. I worked myself up until I ended up as 
grade one in Te Kuiti here. From there onto [a] tapper, and we used to pack the track I 
went on to that. They wanted me to do special duties over in the Kaimai tunneL .. laid all 
the track through that tunnel. ... And then in 1978 I was appointed the inspector down in 
Gore, so we had to pack up the family and go to Gore.814 

A number of those interviewed stated that families moved around and sometimes outside the 

inquiry district in order to pursue promotion.815 In their history ofNZR, Leitchand Stott note 

that transfers were common and were often required to gain employment or promotion on the 

railways.BIG 

When discussing the 1950s and 1960s, some former employees recalled that NZR provided 

employment for many members of their whanau. Tiwha Bell stated that 'If you go back to all our 

families you can go back to most of our families from here, from big families, all our uncles 

and cousins and all of them, they were Railways.'8!7 Specifically, he added: 'All my uncles used to 

work on the railroad, and it was a source of employment until they restructured, as they call it.,818 

Amelia Kereopa, who's father was employed by NZR prior to the Second World War, described 

how many of her whanau were employed around Taumarunui and Waimiha. 819 Terry Turu 

described in detail his whanau's and friend's employment with NZR and how it influenced him: 

812 Railway Focus G.roup, Te Kuiti Hill, am, transcript p5. 
813 Railway Focus Group, Te Kuiti Hill, am, transcript p3; also see Hamilton, am, transcript, pp9, 15-16. 
814 Railway Focus Group, Te Killti Hill, am, transcript pp7-B. 
815 Railway Focus Group, Te Killti Hill, am, transcript p6, p7-B; Hamilton, am, transcript p1. 
81G Leitch and Stott, p142. 
817 Railway Focus Group, Te Kuiti Hui, am, transcript p3. 
BIB Railway Focus Group, Te Kuiti Hui, am, transcript p4. 
819 Railway Focus Group, Hamilton Hill, am, transcript p7. 
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Well I didn't work on the railway but I know a lot of my cousins worked there. One of 
the problems I had - I was brought up on the farm and I was mechanically minded, I 
loved to tinkering around with machinery. So I was determined not to go and work on 
the railway. All the family became engine drivers and I had no intention of being an 
engine driver. I wanted to become a mechanic. 

But everyone in the catchment became railway workers back in Taumatunui. They [the 
rest of the hill] [are] talking about my cousin, Noel Roberts. I think one out of our family 
he was the first one that sort of went as an engine driver and then his younger brothers, 
because he was adopted out, then his younger brothers followed suit. The Haupapa's 
followed suit, and this fella here was making sure that he wasn't going to follow any of 
them. 820 

Judging from these comments, often when one family member was employed by NZR others 

would also follow. Leitch and Stott note the existence of these 'railway families' amongst 

Railway's staff, with successive generations being employed by NZR.821 

Employment with NZR offered Rohe Potae Maori workers a range of economic benefits. The 

most obvious benefit was a steady income over their working life, as employment by NZR 

between 1910 and 1970 offered 'traditional careers' or employment until retirement.822 The 

general longevity of employment with NZR was confirmed by a number of those interviewed. 

Tiwha Bell began work for NZRin 1952 and finished in the mid-1990s, Tommy Hemaia-Wahani 

from 1975 to 1994, Bill Turner 1961 to 1988, and Charlie Ashby from 1951 to 1987.823 The 

wages or salaries offered by NZR over the twentieth century have understandably fluctuated and 

developed in the context of New Zealand's broader labour and economic history, however they 

have generally been considered fair.824 Interviewees generally though that NZR paid well, often 

adding the caveat that entry-level wages were low but over time the money increased.825 

Employment through NZR also offered the possibility of renting a NZR house. In 1980, NZR 

owned 4000 houses in New Zealand.826 Rental on these properties was traditionally low.527 

Tommy Hemaia-Wahani confirmed that his railway house did have very reasonable rates, 

although it became more expensive when his whanau moved to Aucldand: 'Very cheap. $8 a 

week ... yeah, it was good in the country. But when we went to Auckland it went up to about 

820 Railway Focus Group, Hamilton am, transcript p8. 
821 Leitch and Stott, p142. 
822 Leitch and Stott, p142. 
823 Railway Focus Group, Te Kuiti Hw, am, transcript pp2-3, 6-8; Hamilton, am, transcript ppl-2. 
824 Leitch and Stott, pp27, 44,52,86,142. 
825 Railway Focus Group, Te Kuiti Hu.i, am, transcript, pp5-6, 9; Hamilton, am, transcript pp17-18. 
826 RoiLr, July 1989, pp266-267. 
827 Leitch and Stott, p142. 
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$64 a week. Yes, so it jumped right up, you knoW.,828 During the restructuring, the opportunity to 

purchase these houses was also given, but families were not always able to buy or choose not 

to.829 The process of application by staff for railway houses has not been researched in detail, 

however, according to a number of those interviewed many employees were able to rent these 

houses if they wished.830 

Figure 29: NZR North Is/mid rIIg~ team, 1980 (AA VIZ W3493, ANZ Wellington) 

Back Row (from left): M. Murumuru (Frankton); W. Murphy (Westfield); L Bradcock (Frankton); D. McKendry 
(Westfield); K. Dempsey (Taumarunui); R. Cribb (Taumarunui); R. Barrett (Taihape). 

Middle Row: J. Young (Wellington); T. Kairua (Otahuhu); B. Cribb (Taumarunui); A. Watene (Taumarunui); P. 
Nuka Nuka (Frankton); T. Pinkham (Taumarunui); M. Firth (Kawerau); R. Hill (Taumarunui). 

Front Row: P. Ngaki, Assistant Manager and Coach (Hamilton); R. Kakahi (Taumarunui); M. Roberts, Captain 
(penrose);]. Sawyers; L. Lewis (Whangarei); T. Murumuru (Westfield); L.P. Harwood, Mangager (Taumarunui). 

Although not an economic benefit, many of the former workers interviewed conveyed that 

employment by NZR offered social opportunities and a strong sense of community. In 

particular, camaraderie amongst the workers was noted. For example, Bruce Benefield, a Pakeha 

former stationmaster, recollected that when he commenced employment the staff clerk told him 

"'Boy, you're joining the biggest extended family in New Zealand," and I think they had 25,000 

828 Railway Focus Group, Hamilton Hui, am, transcript plB. 
829 Railway Focus Group, Hamilton Hill, am, transcript pp27, 29; Railway Focus Group, Te Kuiti Hui, pm, 
transcript pp12-13. 
830 Railway Focus Group, Te Kuiti Hui, pm, transcript pp12. 
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to 26,000 employees at the time. And he said, ''They're a band of brothers" sort of.,831 Bruce 

Benefield endorsed this view, still referring to another interviewee, Charlie Ashby, as 'Brother.,832 

Although this is dearly a romanticised view of the workplace and collegial relationships that 

would not have been experienced by all, these sentiments were echoed by a number of 

interviewees. One particular focus of this camaraderie was NZR rugby union teams in the K.ing 

Country, particularly in Taumarunui and Te Kuiti.B33 When discussing Te Kuiti, George 

Searancke commented on Te Kuiti NZR playing fields: 

So what I think, a lot of the men that worked and lived there needed something for them 
to get out on a Sunday and let off a bit of steam, so they formed a rugby team and they 
used to invite a lot of teams to come and play them on a Sunday. So the railway down in 
Te Kuiti was a hub. It attracted not only railway workers, but mates and all that sort of 
thing.834 

Charlie Ashby, who represented NZR rugby at a North Island and at the national level, later 

became a selector.835 He attended the hui wearing his NZR rugby blazer. 

NZR was a relatively hazardous workplace and numerous accidents were recalled during the 

interviews.836 Tommy Hemaia-Wahani vividly remembered a life threatening accident that he was 

involved in: 

I had my own little engine and crew and that was actually - just about the end of my years 
or my job with New Zealand Rail because working.in the yard more or less like this - you 
had the south end shunter and the north end shunter, and I was sitting .in the west 
side/south side with my own gang and crew ready to come out. We had the speaker 
man at the top tallcing to me and he said, "Yeah, Tom, just wait, work on the north end -
work on the south end, you'll get a green .... " So anyway, we were there for about 10 
minutes and you might get a call, "you've got a green, Tom" and I looked up and saw the 
green and I drive her out. 

As we started to move out, we probably moved about 50-60 yards I suppose, and I could 
here the speaker talking to the north shunt - "north shunt stop movement". I never 
heard anything after that. I woke up in the Intensive Care Unit at Auddand HospitaL 
All my crew the whole lot of us all ended up in hospital, but I was the worse one of the 
lot. But there was just Taumarunui - that big accident we had down in Taumarunui was 
only a baby, there was something like about 170 wagons sky high. Yeah, I woke up in 
the Intensive Care Unit .in Auckland HospitaL 

That happened on 30 April, it was a Wednesday 30 April 1988 and my doctor, he was 
top Neurosurgeon .in Australasia, his name was Dr Kuanar [phonetic] and he tall{ed 

831 Railway Focus Group, Te Kuiti Hui, am, transcript p24. 
832 Railway Focus Group, Te Kuiti Hui, am, transcript p2S. 
833 Railway Focus Group, Taumarunui Hui, am, transcript p7; Hamilton Hui, am, p24. 
834 Railway Focus Group, Hamilton Hui, am, transcript p28. 
835 Railway Focus Group, Te Kuiti Hui, am, transcript p47. 
836 Railway Focus Group, Hamilton Hui, am, transcript piS; Railway Focus Group, Te Kuiti Hui, am, transcript p37. 
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about - he said to me your job, you'll be off work for along rime. Well a Maori being a 
Maori - nah, along rime wasn't, you know, was too long. I went off it was April, May, 
June,July, August, September, October, November - I went back to work. But I should 
have stayed off for another five months because I went back to work in November then 
I started having nystagmus eyes, also I was getting bad headaches, arm out of the socket, 
all these things happened to me. 

From the same token, when I did go back to work I applied for another transfer, even 
though I'd gone back to work. I applied for Te Rapa, or even back to Te Awamatu. My 
boss turned around and said to "oh, I can't get you Te Rapa but Te Awamutu," I said 
"Yeah I'll go". Then he said to me "You can't go until Friday". He told me on the 
Monday, Wednesday I was out just packed all my gear, told all my staff, told all the 
crew at Western Marton yard. I turned wagons on the front of an express goods train 
going to Wellington, it was coming to Te Awamutu dropping off, and I came down the 
next day.837 

Tommy was Officer in Charge ofTe Awamutu railway station until 1994, when he was made 

redundant. 838 

This section has shown that Rohe Potae Maori appear to have made up a significant proportion 

of the NZR workforce in the district, though it has not been possible to accurately quantify the 

number of Rohe Potae Maori employees. The proposed economic capability overview report 

should shed light on the relative importance of railway work compared to other types of 

employment. For those Rohe Potae Maori who worked for NZR, the benefits included steady 

income and secure, long-term employment with the potential of promotion, as well as the 

opportunity to rent affordable NZR housing for their families and engage in the sodallife 

offered by one of New Zealand's largest employers. 

Conclusion 

This chapter has identified that the operation of the NIMT between 1903 and 1980 was linked to 

a number of important developments that were part of the process of political, economic, and 

sodal transformation that occurred in the Rohe Potae from around the turn of the twentieth 

century. While the role of the NIMT has been examined, the various developments connected 

to the railway have been discussed only briefly. There are a number of issues relating to the 

interests of Rohe Potae Maori that are beyond the scope of the report and require further 

research. These issues will largely be addressed in other research reports. 

837 Railway Focus Gmup, Hamilton Hill, am, transcript p1B. 
838 Railway Focus Group, Hamilton Hui, am, transcript p19. 
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It is evident that during the first decades of the twentieth century, the NIMT played a key role in 

the distdct's transport infrastructure, providing access to a large area of land. The railway was 

used by European settlers who, around 1900, began taking up lands that had been purchased 

from Rohe Potae Maori. This process saw a significant increase in the non-Maori population of 

the King Country, which initially seems to have been broadly located along the NIMT. While 

the NIMT was clearly helpful to European setders, it is also true that Maori retained significant 

areas along the railway many years after Government purchasing had commenced. rille 

twentieth century land alienation report will shed light on how long Maod continued to hold 

land along the NIMT and were therefore potentially able to benefit from the railway in 

accordance with the assurances that Ballance had made prior to construction. 

As well as providing access to settlement lands, the construction of the NIMT also played a key 

role in the development of the important I<.ing Country sawmilling industry, enabling timber to 

be efficiendy transported to distant markets. As Ballance had spoken of during the negotiations, 

forest areas owned by Maori along the line became a resource of significant financial value. It 

appears that Maori often sought to receive money for timber without selling their land, entering 

instead into timber cutting agreements with European sawmillers. The area of land in the Te 

Rohe Potae inquiry distdct subject to these agreements has not been established and it has not 

been possible to quantify the money earned by Maori through royalties. Preliminary research 

presented in this chapter suggests that owners sometimes did not receive fait payment for the 

timber harvested, though nevertheless still may have received a considerable amount of money 

from timber royalties. The extent to which Maori were able to fully benefit from the sawmilling 

industry will be addressed in the proposed economic capability overview report. 

The construction of the NIMT created the potential for additional branch lines, which like the 

NIMT, were intended to open more land and resources for European settlement. As detailed in 

Chapters one and two, a railway link to Taranalci Province from Auckland had long been sought 

after, such a route having been sedously considered as a possible course of the NIMT. Between 

1901 and 1932 a line was constructed between Stratford and Okahukura. Significantly, no 

consultation was undertaken with Rohe Potae Maori regarding the line, even though 

considerable portions of the proposed line ran through Maori owned land at the time that the 

decision to build the line was made. Although detailed research of the twentieth century political 

engagement report should shed more light on the matter, its seems dear that by this time 

consultation with Rohe Potae Maori was no longer considered necessary by the Government. 
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The creation of Native Townships at Te Kuiti, Otorohanga and Taumarunui in 1903 was also 

closely connected with the NIMT. Owing to the railway's key role in the transport infrastructure 

of the district, these places possessed the potential to develop into regional service centres as 

settlement of the land and activities such as sawmilling and tourism increased. It appears that 

settlers agitated for the establishment of the three Native Townships, which enabled Europeans 

to take better advantage, with more secure title, of the business opportunities that existed at each 

place. However, in the cases of Otorohanga and Te Kuiti, where the Maori land owners had 

invested money in buildings, Maori appear to have been closely involved in the decision to create 

Native Townships and seemingly saw benefits in their establishment. It is notable that in 1910 

legislative change enabled Europeans and the Crown to take steps to purchase the freehold of 

Maori-owned Native Township sections. By 1927, more than 50 percent of the total lands in the 

Te Kuiti, Otorohanga, and Taumarunui townships were no longer in Maori hands. Issues 

concerning Native Townships in the Rohe Potae inquiry district will be closely examined in a 

separate report. 

Looking at the NIMT more broadly, it is evident that the railway played a significant role in the 

settlement of the North Island and, in turn, New Zealand as a whole. Although not the case 

with other parts of the New Zealand rail network, the NIMT has been and is a profitable and 

intensively used line. The completion of the NIMT in 1908 unified a series of separate North 

Island lines into one cohesive network, enabling communication and overland transport in an 

island that had been largely reliant on maritime transport. The completed New Zealand rail 

network, with the NIMT as one of two major trunk lines, also contributed to the creation of 

trade links between provincial centres, further breaking down the isolation that had characterised 

the nineteenth century. The network was also an important auxiliary in the growth of the 

foundational dairy and frozen meat export industries in New Zealand, transporting stock and 

farm essentials to and from rural centres. Though the NIMT has remained important to the 

national economy, the significance of the railway to the local King Country economy has 

diminished as rail's role in stock transport and the timber industry declined after 1950. 

The operation of the NIMT created employment opportunities for Rohe Potae Maori, who 

appear to have made up a significant proportion of the NZR workforce in the district. This 

work provided wage income, which increasingly became available in the district as European 

settlement activity increased. The proposed economic capability overview report should shed 
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light on the relative importance of railway work compared to other types of employment. For 

those Rohe Potae Maori who worked for NZR, the benefits included regular income and secure, 

long-term employment with the opportunity for promotion, as well as the opportunity to rent 

affordable NZR housing and engage in the social life offered by one of the country's largest 

employers. 
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Chapter Six: Restructuring and Beyond, 1980-2008 

Introduction 

The final chapter in this report examines developments since 1980, a time during which the 

railway system has been subject to a number of important changes - co!poratisation of NZR in 

1982, restructuring of the new Corporation, privatisation of railway operations in 1992, and 

return to state ownership in 2008. This chapter begins with an overview of these developments, 

with particular reference to the railway system in the King Country. It is noted that the changes 

were introduced without Rohe Potae Maori being consulted in recognition of their historical 

interests in the NIMT. Following the overview, two developments that impacted upon the 

interests of Rohe Potae Maori are examined in detail. First, the implementation of major cuts to 

the number of railway workers from the mid-1980s is discussed. Maori railway workers in the 

K.ing Country were among those affected by the staff cuts. The extent to which central 

Government considered and attempted to mitigate the social impacts of this and other state 

sector restructuring is examined. Secondly, an examination is provided of the disposal of surplus 

railway land, a revenue-raising initiative, also introduced in the mid-1980s, which has seen 

numerous areas of railway land in the Te Rohe Potae inquiry district sold. The extent to which 

the interests of I<ing Countiy Maori were protected during the disposal process, both as former 

owners and in regard to their unsettled Treaty ofWaitangi claims, is discussed. 

Overview of major developments 

Backgrotl1ld to cOlporatisatio11 

Up to 1980, NZR's mandate was to provide New Zealand with an effective freight and 

passenger transportation system at minimum cost, while at the same time fulfilling a wide range 

of social objectives regarded as being in the 'public interest'.839 The first steps towards a 

comprehensive reStillcturing of NZR were talren in the early 1980s by the National Government 

led by Robert Muldoon. The move was a response to NZR's deteriorating financial performance 

and followed developments overseas, where some restillcturing of national railway operators had 

already taken place.840 Unlike the restructuring of Government trading organisations undertaken 

by the Labour Government elected in 1984, the restructuring ofNZR was not initiated as part of 

a broader agenda to reshape the role of Government and reform the New Zealand economy. 

839 Ian Duncan and Alan Bollard, Coporatizatioll alld privatizatioll: lmolls frO!" New Zealalld, Oxford University Press, 
Auckland, 1992, p121. 
840 Booz, Allen, and Hamilton, CO!J1jmil)6Ilsive review of operatiollS alld strategic optiolls evaillatioll, New Zealand Railways 
Corporation, Wellington, 1983, pI-4. 
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During the 1950s and 1960s, NZR recorded, over the twenty year period, about $8 million in net 

revenue before interest charges on outstanding loans.841 In the 1970s, however, NZR posted 

cumulative net losses of almost $225 million before interest. These losses were caused by a 

number of factors. Rising diesel prices after 1973 significantly increased NZR operating 

expenses and, at the same time, Government price control policies (aimed at controlling 

inflation) limited NZR ability to recoup costS.842 The financial losses also resulted from 

increased competition following important changes to the lUles that protected NZR against road 

transport freight operators. These regulations, which had been introduced in the 1930s, required 

licensing of road carriers and restricted the distance that freight could be hauled by road where a 

rail service operated.843 The regulations were relaxed for some commodities and the allowable 

distance for road haulage extended to 64 kilometre (40 miles) in 1961.844 In 1977, the distance 

was further extended to 150 kilometres. 

Between 1960 and 1980, the number of staff employed by NZR declined from about 25,000 to a 

little over 21,000, reflecting to a limited extent NZR's changing financial fortunes. s45 By 1980, a 

'sinking lid' policy required annual staff reductions of 1.5 percent. Commenting on this policy in 

February 1980, the Secretary to the Treasury stated that a significant reduction in staff numbers 

would be an essential element of measures required to tackle NZR's losses, noting that staffing 

costs represented over 60 percent ofNZR's total operating costS.846 However, reductions in 

staff numbers conflicted with the role that NZR was expected to play in employment creation -

a social objective that added to operating costs. During the year ending 31 March 1982, for 

example, with net losses having increased to $57 million and net losses after interest amounting 

to $99 million, NZR was obliged to absorb onto the regular staff some 600 individuals who had 

previously been found work with NZR under various Department of Labour sponsored 

employment creation schemes.s47 The Department was also expected to recruit school Ie avers 

841 Booz, Allen, and Hamilton, pI-2, 
842 Ibid. 
843 Duncan and Bollard, p121. 
844 KY. Cavana, &ihIJ'!Y .[JstuIII ill NUIIJ Zc%!l(i: casu stllt/y ill strategic challgu, Graduate School of Business and 
Government Management, Victoria University, Wellington, 1992, p2. 
845 Kevin Hyde, 'Telling the world about the NZR experience', &ils, July 1989, p266. Colman, Minister of Railways, 
response to written question, 3 June 1981, ABJP W4103 67,501/76/3 part 4, Employment Staff Ceiling, 1980-
1985, ANZ Wellington. Supporting Papers, p312. 
846 Secretary to the Treasury to the Minister of Finance, 15 February 1980, ABJP W4103 67,501/76/3 part 4, ANZ 
Wellington. Supporting Papers, p311. 
847 General Manager, NZRC, to Chairman, Board of Directors, NZRC, memorandum on staffing levels 1982/83, 
undated, ABJP W4103 67,501/76/3 part 4, ANZ Wellington. Supporting Papers, pp313-316. 
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and apprentices over and above its own requirements to the maximum capacity of NZR's 

training facilities.848 

In February 1979, NZR undertook a public relations campaign to raise public awareness of 

NZR's financial difficulties and convey the message that organisational change was required.!w9 

Though it was evident that NZR would be subject to significant general change, the NIMT was 

clearly viewed as having an ongoing and pivotal role in the rail system. This is apparent from the 

considerable investment that was being made to upgrade the line to ensure the viability of its 

future operation in the face of increasing competition from road transport. In June 1979, the 

General Manager announced that work would begin on the electrification of the NIMT between 

Palmers ton North and Te Rapa, a major project that was completed in 1988.850 In late 1980, 

after six years of construction work, a new 1.3 kilometre Poro 0 Tarao Tunnel was opened.S51 

The old tunnel, which would have impeded electrification, had restricted clearances and had 

been affected by ground movements. A year later, the 9.5 kilometre Mangaweka-Utiku 

Deviation, south of Taihape, was completed.832 

Establish111mt of New Zealand Roilwqys C01poration, 1982 

In December 1980, the Minister of Railways announced that NZR would be reformed as a 

corporation, with the 150 kilometre limit retained as the basis of competition between road and 

rail.853 The New Zealand Railways' Corporation Act 1981 provided the statutory authority for 

the establishment of a corporation. The Corporation's focus would be to operate New 

Zealand's rail system on a commercial basis. The Act required both that the Corporation carry 

out its operations so that revenue exceeded costs (including interest and depreciation) and that it 

provide a return on capital at a rate specified from time to time by the Minister of Finance.85+ 

848 Leitch and Stott, p123. 
849 Leitch and Stott, p152. AJHR, 1979, F-7, p16. In Ti1JJejor Challge, the first of a series of booklets issued by the 
General Manager, it was explained that traffic was declining and operating losses increasing, a situation that 
demanded change. Titllc jor ChalJge, ABJP W4098 57 09/2645/64 part 1, Railway Discussion Booklet 'Time for 
Change', 1978-1981, ANZ Wellington. 
850 Leitch and Stott, p154. In 1981, the Government approved a budget of $165 million for this major work. Raifs, 
August 1988, p7. Raifs, May 1990, p209. 
851 Leitch and Stott, p157. 
852 Ibid, pp158-159. The deviation involved three new viaducts and replaced a difficult section of the line that 
included steep grades, sharp curves, and small-bore tunnels that had hindered operations for many years and would 
have presented an obstacle to electrification. 
853 Ibid, P 156. 
854 Section 12(1)(e), New Zealand Railways Corporation Act 1981. 
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The New Zealand Railways' Corporation (NZRC) was constituted in April 1982. A board of 

directors was appointed, comprising representatives from a wide spectrum of the business 

community.B55 In 1989, the Chief Executive of the Corporation, Kevin Hyde, described the 

appointment of the Board as 'a significant catalyst for change'.B56 Hyde stated that the Board, 

with 'none of the baggage of railways tradition', set about questioning and overturning long

standing ways of doing things from the perspective of contemporary business practice. The 

Minister of Railways' involvement in the running of the business was limited. This was an 

important shift as Ministers had tended to be involved in decisions that had political impacts, 

such as pricing and employment policies.Bs7 Hyde claimed that attempts to introduce more 

commercial structures and policies before 1982 had been unsuccessful because politicians were 

reluctant to live with the political consequences.gS8 

In December 1982, Muldoon announced that legislation would be introduced to abolish the 150 

kilometre road freight limit and to modify the existing system of licensing of road operators.859 

Though the legislation would place increased pressure on the new Railways' C01poration from 

road transport competition, Muldoon stated that he did not believe it would result in 

redundancies, though employees who left would not be replaced.8GO In response, the Labour 

opposition launched a 'Save Rail' campaign, with leader David Lange claiming there was 'little 

basis' to the Government's plans.561 (The restructuring of Railways would nevertheless continue 

after Labour was elected in 1984.) In November 1983, the 150 lcilometre limit was removed and 

over the next three years the license fee for road carriers was progressively eliminated. 862 

According to Kevin Hyde, the decision to deregulate the road transport industry and remove 

railway's protection was made in the face of growing pressure from the New Zealand business 

community, which sought reduced transport costs in a difficult economic climate.BG3 

P ltllt11illgfor restmctmiltg 

One ofNZRC's first initiatives was to commission a report by United States based international 

management consultants Booz, Allen, and Hamilton, a fum experienced in the restructuring of 

85S Cavana, p4. 
856 Hyde, p264. 
BS7 Duncan and Bollard, pp122-123. 
85B Hyde, p264. 
859 Leitch and Stott, p164. 
860 Ibid, P 162. 
BGI Ibid, p163. 
862 Duncan and Bollard, p121. 
B63 Hyde, p26S. 
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transportation organisations.864 The consultants were asked to review the whole of Railways' 

operations and to identify changes that would enable the Corporation to meet its commercial 

objectives in a deregulated environment. In their 1983 report, Booz, Allen, and Hamilton 

emphasised that their task had been to evaluate economic and not social or political issues.865 

The report unequivocally asserted that significant change was necessary if the Corporation was 

to meet its statut01"Y obligation to have revenue exceed costs and provide a return on capital.866 

It made a number of specific suggestions for improvements in productivity and proposed that 

the structure of the organisation be reconfigured into four business groups that dealt separately 

with freight services, passenger services, marine services (the interisland ferries), and property 

management.867 The consultants predicted that staff numbers would be reduced significantly.8G8 

Figure 30: Cimtemlial commemoratz'oll of the t1lmi1tg of the first sod, 1985 ere Awamutu Museum) 

As noted earlier, the restructuring ofNZRC continued unabated following the election of the 

Labour Government in 1984. The restructuring was consistent with the approach that Labour 

applied to other Government trading organisations. The corporatisation of these organisations 

864 Cavana, p4. 
865 Booz, Allen, and Hamilton, pli. 
866 Ibid, pI-7. 
867 Booze, Allen, and Hamilton, pV1II-12 and 13. Hyde, 263-265. 
868 Ibid. 
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was an important aspect of the major economic reforms introduced by Labour. The State

Owned Enterprises Act 1986 created nine year Government-owned corporations, including Post 

Office, Electricity, and Land. NZRC was also designated a State-Owned Enterprise (SOE) 

under the 1986 Act. The overriding statutory objective of each SOE was to operate a successful 

business.869 Within this, the SOE was to be as profitable and efficient as a comparable private 

sector business, be a good employer, and show a sense of social responsibility. 

Chatlge without cOllst/ltatioll with Rohe Potae Maori 

No evidence has been located to suggest that Rohe Potae Maori were consulted over either the 

establishment of the Corporation or its restructuring plans. As noted above, the Corporation 

was run by a Board, with members appointed from the business community. It is argued here 

that Rohe Potae Maori possibly should have been consulted about staff cuts and certainly should 

have been consulted about land disposal policies. 

In respect of staff cuts, the issue of consultation arises from the agreements and understandings 

that had been reached prior to construction of the NIMT, which by 1980 seem to have been 

long forgotten from public decision making. In particular, the staff cuts were potentially relevant 

to the general assurance that Ballance had made regarding the economic benefit that the NIMT 

would bring Rohe Potae Maori. It is unclear from the research presented in Chapter five of this 

report whether Rohe Potae Maori employment with NZR constituted a significant economic 

benefit. However, the proposed economic capabilities overview report should provide an 

indication of the relative importance ofNZR employment for Rohe Potae Ma011, shedding light 

on whether consultation over job losses was warranted. It is notable that neither the National 

Government that set up the Corporation nor the Labour Government that came to power in 

1984 specifically considered how Rohe Potae Maori would be affected by the staff cuts carried 

out during the restructuring of NZRC. 

In regard to the policy of disposing of surplus railway land, an obligation to consult with Rohe 

Potae Maori related to the fact that most of the land required for the NIMT in the King Country 

district had f01'merly been owned by Maori. While some of this land was taken compulsorily, 

Rohe Potae gifted a significant area for the track and stations, presumably expecting that it would 

always be used for railway purposes. As the disposal of railway lands in the King Country was 

likely to involve land formerly owned and possibly gifted by Rohe Potae Maori, it seems 

869 Jane Kelsey, Rollil1g back the .rtate: privatisatiol1 of pO/verili Aotearoa/Nelv Zea/tl/ld, Bridget Williams Books, Wellington, 
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reasonable to suggest that there should have consultation with Rohe Potae Maori about the 

general policy of disposing of surplus railway land. 

fustructmillg rifNew Zealalld Railwqys CmjJomtioll 

The 1983 Booze, Allen, and Hamilton report provided the blueprint for the restructuring of 

Railways - a process that was to be carried out over several years.870 In accordance with the 

consultant's recommendation, NZRC was divided into separate business groupS.871 Freight, 

passenger, and property groups were established, though not a marine group as also proposed in 

the Booz, Allen, and Hamilton report. By 1990, the restructuring of NZRC had resulted in 

significant change. R.Y. Cavana details that from 1 Aprll1982 to 30 June 1990, the 

C011Joration's operations shifted in the following ways: 

• staff numbers reduced by 64 percent from 22,000 in 1982 to 8,000 in 1990; 
• wagon fleet numbers decreased by 57 percent; 
(I number of mainline locomotives reduced by 35 percent; 
ell average size of trains increased by 18 percent; 
.. real freight rates lowered by 50 percent; 
ell overalliabout productivity increased by 125 percent.872 

The length of line in use (about 4,200 kilometres) did not change significantly over the period 

between 1982 and 1990.873 

In spite of productivity gains, Railway's financial performance remained poor. Between 1982 

and 1990, the Corporation's cumulative net losses amounted to $608 million.B74 This partly 

reflected a decline in the amount of freight handled by Railways - a 16 percent decrease in total 

volume carried by distance.875 (The decline in rail freight resulted from the growing competition 

from road transport following the deregulation of the road transport industry. It also resulted 

from shifting trade patterns due to other Government policies for example, the removal of 

border protection and tariffs on imported goods - and economic recession.) Railways poor 

financial performance also reflected the considerable financial cost of restructuring and 

1993, pp 29-30. 
870 Hyde, p264. 
871 Leitch and Stott, p167. 
872 Cavana, p6. 
873 Hyde, p263. 
874 Cavana, p9. 
875 Cavana, p7. 
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cumulative interest and financial charges.876 At the same time, Government social service 

payments and subsidies were wound down from 1986.877 

At the close of the 1980s, with the Corporation on the verge of technical bankruptcy, 

Government took major steps to restructure the Corporation's balance sheet. On 1 January 

1990, the Government injected equity of $360 million into the Corporation, took over $1087 

million of debt, and wrote down the Corporation's assets by $856 million. In the year ending 30 

June 1990, the Corporation recorded an operating profit of$13 million and a small net profit of 

$2.4 million.878 This was the first operating profit posted by the Corporation for four years. 

Moves towards pdvatisatiol1- tbe establisbmmt of New Zealatld Rail Umitec4 1990 

The financial cost of restructuring the Corporation's balance sheet was undertaken as the 

Government began to look towards the possibility of privatising the Corporation. In the 1988 

Budget, the Labour Government had announced that the Corporation's 'non core assets', 

including surplus lands, would be sold.879 The following year, in June 1989, the Government 

advised that the sale of all or part of the Corporation's 'core assets' was a definite possibility at 

some point in the future. 88o The Board was instructed to reorganise the Corporation so that it 

would comply more fully with the objectives of the State-Owned Enterprises Act and allow for 

the possibility of privatisation.881 

The New Zealand Railways Corporation Restructuring Act 1990 enabled JYIinisters to form 

limited liability companies and transfer railway assets and liabilities to these companies, which 

could be sold from public ownership.882 On 28 October 1990, New Zealand Rail Limited was 

established under the provisions of the 1990 Act to tal{e over NZRC's rail-related activities.B83 

Directed by a board, New Zealand Rail was accountable to the Minister of Finance and the 

Minister of State-Owned Enterprises. The company leased the lands required for its activities 

from the Corporation, which continued to be responsible for the sale of surplus lands and also 

retained road-related passenger transport activities.884 In November 1990, it was announced that 

876 Roils, May 1990, 209. 
877 Duncan and Bollard, p130. 
S7S Cavana, p9. NZ Roiltvqy Observel; December 2001-January 2002, p134. 
B79 DO"Ji,/ioll, 10 June 1989, p1. 
sso Ibid. 
8BI Roils,July 1989, p270. 
BB2 Roils, May 1990, pp208-209. 
SS3 Cavana, p9. 
884 Duncan and Bollard, p 122. 

232 



the road passenger services would be sold the fust asset sale announced by the new National 

Govemment.885 

The National Government's 1991 Budget, delivered by Finance Minister Ruth Richardson, 

announced a general policy to promote privatisation of state businesses where this was believed 

to benefit the country as a whole.88G Privatisation was considered to be beneficial if it enabled 

the state to withdraw from activities deemed not to be of 'core government responsibility' and 

where it was considered that a state sector business would perform better in private ownership. 

R.C. Mascarenhas identifies that privatisation - the transfer of assets from Government to the 

private sector - was the final stage in the reform of public enterprises undertaken in New 

Zealand during the 1980s and 1990s.887 He explains that while the earlier stages of 

commercialisation and deregulation sought to enhance efficiency, privatisation was based largely 

on 'fiscal arguments,.S88 

Though it is likely that New Zealand Rail was viewed as one of the state businesses marked for 

privatisation, it was not until late 1993 that it was sold from public ownership. In the meantime, 

New Zealand Rail focussed on consolidating its financial position and reshaping its 

organisational structure. In the year ending 30 June 1992, New Zealand Rail's operating profit 

increased to $40 million, suggesting an increasingly sound financial footing. B89 In spite of the 

positive financial performance of New Zealand Rail, the process of cutting staff numbers 

continued, and by 1992 only 5,400 people were employed in the New Zealand railway system.890 

Purchase oj New Zealatzd Rail Limited I?J T1t111Z Rai~ 1993 

In September 1993, the New Zealand rail system was privatised when New Zealand Rail was 

sold for $328 million to Tranz Rail Limited, a private consortium.891 In contrast to the 

privatisation of Telecom and Air New Zealand two other assets that had a key role in the 

885 DO/Jli1lioll, 24 November: 1990, p1. 
886 'Budget 1991',AJHR 1991, B-6A, cited in Cavana, p12. 
887 R.C. Mascarenhas, 'State-Owned Enterprises', in Boston,]., Martin,]., Pallot,]., and Walsh, P., eds., RBsbapilig tbe 
state: Nelli Zealalld's b,ma1ll:ratic relJObltioll, Oxford University Press, Aucldand, 1991, p28, 33-48. 
888 Mascarenhas, p43. 
BB9 Cavana, p10. 
890 Cavana, p12. 
891 Railr, November 1993, p80. Neill Zealalld Listmer, 21 July 2001, p26. In purchasing New Zealand Rail, the Tranz 
Rail consortium capitalised on what appears to have been a low purchase price, making significant financial gains. 
Business commentator Brain Gaynor has pointed out that Fay Richwhite were the financial advisors of New 
Zealand Rail in the three years prior to privatisation and therefore had an intimate knowledge of the company's 
financial structure and the potential to take advantage of the strong balance sheet left after the Government's 1990 
debt takeover and equity injection. Gaynor estimates that the Tranz Rail consortium's 'big three' took $370 million 
in pmfits from the company. 117"eekwd Herold, 17-18 February 2001, A20-21. 
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country's communication and transport system - New Zealand Rail was sold without any shares 

remaining in public ownership.892 The Tranz Rail consortium had three main shareholders: 

merchant bankers Fay Richwhite (31.8 percent), Wisconsin Central Transportation Corporation 

(27.3 percent), and Berkshire Fund (27.3 percent). Wisconsin Central Transportation 

Corporation (WCT) and Berkshire Fund were based in the United States and contributed five of 

the nine directors of the Tranz Rail Board.893 Edward Burkhardt, President of WCT, was 

appointed chairman. In 1996, Tranz Rail became a publicly listed company. 

The land required for the operation of the railway remained in Crown ownership and was leased 

to Tranz Rail at an annual rental of $1. By retaining the land required for the railway in public 

ownership, the Government retained a stake in the railway system and, without having to factor 

in the value of the railways lands, could settle on a purchase price that was acceptable to the 

purchaser. The retention of the railway land also meant that the Government avoided a number 

of difficult issues that would have arisen if it had sought to transfer the land to a private 

company. One of these issues concerned the offer back provisions of the Public Works Act 

1981, which require that land must be offered back to the former owners when it is no longer 

required for a public use. Issues relating to railway lands that were subject to Treaty ofWaitangi 

claims added another level of complexity to the difficulties that the Government would have 

faced if it had sought to transfer the land required for the operation of the railway. 

As with the earlier restructuring initiatives, there is no evidence that Rohe Potae Maori were 

consulted over the decision to privatise the railway system. When Rohe Potae Ma011 agreed to 

the construction of the NIMT and gifted land for the track and stations, it is likely that they 

understood that the Government would be responsible for the operation of the railway, ensuring 

that it was managed in a way that was consistent with the understandings reached during the 

negotiations. It seems very likely that Rohe Potae Maori did not agree to the construction of the 

NIMT with any expectation that the railway would one day be passed to private business 

interests who would operate it for the profit of shareholders. While the Government retained 

ownership of the railway land during the period that the railway was privately owned, it was not 

involved in decisions concerning the management of the railway. As detailed below, the private 

owners made further cuts to staff numbers and made capital investment decisions that were of 

concern to the long term viability of rail transport. 

892 Neill Zealalld Herald, 13 September 2002, pA19. 
893 Rails, November 1993, pSO 

234 



Tranz Rail's operatioll rif the New Zeala11d railwqy .rystem, 1993-2004 

The New Zealand railway system was owned and operated by Tranz Rail until 2004. Continuing 

New Zealand Rails' performance leading up to privatisation, the new owners posted net profits 

throughout the 1990s, though the level of net profit fluctuated somewhat.894 While freight and 

passenger carriage increased during the 1990s, this was not reflected in Tranz Rail's profit levels 

because intense competition from road carriers, shipping, and airlines pushed freight rates 

down.895 Increases in rail freight owed much to growth in the long distance carriage of single 

commodities, particularly timber, milk, and coa1.896 (the importance of the NIMT continued. In 

1997, for example, the NIMT handled almost 36 percent of the company's freight.897) As part of 

efforts to reduce fixed costs, Tranz Rail made further cuts to staff numbers and by 1999 the 

number of full-time equivalent staff had been reduced to about 4300.898 

In July 1999, differences within the Tranz Rail Board saw Burnhardt dumped as chairman, 

apparently the victim of a coup led by directors who did not agree with his long term view of 

company investment needs.899 Burnhardt later described the difference as a fundamental clash 

between himself - a 'railroad man' - and Fay, Richwhite and Berkshire, who he claimed were 

interested only in 'the financial side,.90o Bumhardt observed that, following his departure, capital 

expenditure declined from $125.4 million in 1999 to $54.5 million in 2002, reflecting a significant 

change in the management ethos.90l A number of observers criticised the extent to which Tranz 

Rail was 'run down' from the late 1990s, when assets were sold and spending on track and rolling 

stock dried Up.902 Tranz Rail's declining capital investment no doubt owed something to the 

company's ailing financial performance, which would have made such investment increasingly 

unaffordable. 

Tranz Rail's annual report for the year ending 30 June 2000 confltmed a trend of growing freight 

volumes and falling revenue caused by declining freight rates.903 In October 2000, a major 

894 Nelv Zealalld Railway Observer, December 2001-:January 2002, pp134-140. Profit ranged from $38.9 million for the 
year ending 30 June 1994 to 73.6 million for the year ending 30 June 1995. 
895 Ibid, pp138-139. In 1994, the National Government allowed overseas ships to carry domestic freight. Some 
opponents of this policy claimed that the foreign ships, allegedly operating tax free and often heavily subsidised, 
causing internal freight rates to decline significantly. See, for example, The Press, 30 June 2004, pA19. 
896 Railr, September 1999, p32. North aJ/d South, November 1997, p99. 
897 North alld SOT/th, November 1997, p97. 
898 Railr, October 1999, pS8. 
899 Nelv ZeaftmdRailtvay ObserIJer, December 200l-January 2002, p139. 
900 D011Jillioll Post, 2 May 2003, pBS. 
901 Ibid. 
902 Ibid. 
903 NC1V Zealalld Railtvay ObserIJcr, December 200l-January 2002, p140. 
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restructuring plan was announced, which aimed to focus the company on long haul rail freight, 

freight distribution (including trucking), and the interisland ferry service.904 In 2001, Tranz Rail 

sold a major stake in the passenger train services to Australian company West Coast Rail.905 A 

number of passenger train services that were deemed to be uneconomic were stopped, including, 

in 2004, the overnight service between Auckland and Wellington, the Northemer.906 In spite of 

restructuring initiatives, Tranz Rail's financial performance continued to decline.907 There was 

growing criticism of the service provided by the rail operator, with certain major exporters 

reportedly in conflict with the company, claiming that they were unable to use the network in a 

cost efficient and effective way.90S 

State ilzvolvemC1lt ill the rail !ystem reconsidered 

In light of this situation, the Labour-Progressive Government looked to intervene to secure the 

future of the rail system, Prime 1vfinister Helen Clark in July 2002 expressing the view that it was 

important for the country to have a functioning railway system.909 The New Zealmzd Herald 

reported that many ministers viewed the national rail network as a vital strategic asset, 

particularly as the forestry 'wall of wood' matured in the North Island.910 In addition to the 

economic role of rail, the Labour-Progressive Government and Green Party also believed that 

greater use of rail would bring environmental and social benefits. In 2002, the New Zealand 

Transport Strategy promised improvements to existing road and rail networks as part of New 

Zealand's commitment to energy efficiency.911 

The poor financial performance ofTranz Rail gave rise to consideration of the policies that 

would more easily enable New Zealand's rail system to be operated profitably, particularly 

whether the 'playing field' between rail and road operators needed to be levelled and, if so, how 

this might be achieved. Though disputed by road transport operators, a number of 

commentators believed that road carriers had an unfair advantage over the rail operator because, 

unlike the rail operator's burden of maintaining a track network, road carriers did not face an 

9().1 J'f7eekC/ld Herald, 17-18 February 2001, A20-21. 
905 Listelle/~ 2 September 2006, p30. 
906 Ibid. Services were also cut between the following destinations: Auckland and Rotorua, Auckland and Tauranga, 
Auckland and Hamilton, Wellington and Napier, and Christchurch and Invercargill. 
907 Neill Zealalld Herald, 13 September 2002, pA 19. 
908 New Zeala/ld Herald, 19 July 2002, pA13. 
909 Ibid. 
910 Ibid. 
911 Listeller,2 September 2006, p29. 
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equivalent responsibility for the maintenance of the road system.912 One potential solution 

would be for the Government to repurchase the track network and assume responsibility for 

track maintenance, substantially reducing the costs faced by the rail operator. 

Purchase ofTranz Raill?J Toll, with state resllmitrg ownership of tracks, 2003 

On 5 September 2003, the Tranz Rail Board recommended that a purchase offer by Australian 

company Toll Holdings be accepted.913 (Tranz Scenic, which operated the train passenger 

services, was also acquired by Toll.914
) Under the terms of an agteement with Toll, the 

Government paid $1 for the purchase of the rail network on the understanding that both parties 

would work together to rebuild the rail network.915 The Government agteed to invest, over a 

five year period, $200 million in a new Crown entity, TrackCo, which would be the owner of the 

rail network.9lG (The responsibilities of the proposed TrackCo entity were handed to NZRC, 

which was renamed OnTrack.) It was also agreed that Toll would pay a track access charge and 

invest $100 million up-front in rolling stock. 

Toll's operation of the New Zeala11d railwqy .rystem, 2004-2008 

Toll's operation of the rail system lasted for only four years. Two problems emerged soon after 

the new ownership regime was in place. The first difficulty concerned the failure of the 

Government and Toll to reach a long-term agteement on the track access charges paid by Toll, 

which was Ontrack's main source of operating funding.917 The other problem to emerge was 

that the $200 million allocated by the Government for upgrading the rail network appeared to be 

insufficient.9ls Toll New Zealand regarded its financial performance with disappointment. In 

the company's annual report for the year ending 30 June 2006, Chairman Mark Rowsthorn stated 

that Toll's freight business was struggling in the face of road competition and argued that a more 

balanced regime for track access charges was necessary.919 Rowsthorn also expressed frustration 

at the significant investments that the Government was making in roading while the rail track 

network required urgent attention. 

912 Listol/or, 21 July 2001, pp26-27. 
913 Rails, October 2003, pSO. Toll acquired 84 percent of shares in Tranz Rail. NZ B1IsilJesJ, April 2004, p38. 
914 Listmer, 2 September 2006, p30. 
915 Ibid. 
916 Rails, August 2003, pS. The $200 million was to be applied for track upgrades outside Auckland. $780 million 
was set aside for rail upgrades in Auckland. DOflJiIJioIJ Post, 10 October 2006, pA1O. 
917 DomilliolJ Post, 10 October 2006, pAlO. 
918 NeJll ZeaJa/Jd Raihll'!.Y ObserJJer, February-March 2006, p187. 
919 NeIll ZeaJa/1d Raibll'!.Y Observer, February-March 2007, p192. 
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Road transport unquestionably dominated New Zealand's freight market. In September 2006, 

the Listemr reported that 83 percent of the country's freight was taken by road.920 (With 400 

trucks, Toil itself a significant player amongst the road carriers.) A study undertaken around this 

time by Transport Engineering Research stated that it was doubtful that rail could transport 

more than 20% of current freight without revolutionary change. However, in spite of its 

relatively small market share, rail continued to be important for some of New Zealand's largest 

companies. In October 2006, Wayne Butson, Secretary of the Rail and Maritime Transport 

Union, identified three lines that were particularly attractive: 

1. East Coast line from Tauranga to Aucldand (carrying coal and milk for Fonterra); 
2. NIMT (carrying freight for the Warehouse and other companies); and 
3. Midland line between Greymouth and Christchurch (carrying coal for Solid Energy).921 

In order to cut costs, Toll looked to close the line between Napier and Gisborne, which carried 

just 5 trains per week.922 In mid-2006, Toll also announced that it would cut the Over/ander, the 

NIMT daytime passenger service between Wellington and Auckland.923 However, the proposal 

to close the Over/al1der - the remaining passenger service on the historic NIMT was received by 

the public with some disappointment, and in the end Toll agreed to continue running the service 

three times a week.924 

Coven/ment bl!J-back retllms raii1vt!Y ~stem to state oWJ1f1rship, 2008 

In May 2008, the Labour Government purchased Toil New Zealand's rail and ferry operations 

for $665 million.925 The failure of Toll and the Government to agree how much the rail operator 

should contribute to future upgrades had created a deadlock, putting the Government in a 

position where it had little choice but to buy Toil if it wanted big improvements in rail freight.926 

The purchase of Toil reflected the Government's view that the role rail in New Zealand's 

transport system would be increasingly important. The strongest motivation behind the 

Government's purchase of Toil was the link between rail and the objectives of the Government's 

environmental policy, specifically the goal of halving per capita greenhouse gas emissions from 

domestic transport by 2040.927 (The electrified NIMT, powered largely by hydro-generated 

no Listet/CI; 2 September 2006, p30. 
nt DOIl/iliioli Post, 10 October 2006, pAlO. 
922 Domillioll POIt, 10 October 2006, pAlO. 
923 Listeller, 2 September 2006, p2B. 
924 Domillioll Post, 10 October 2006, pAlO. 
ns DOll/illioll Post, 10 May 200B, pCl. Toll retained its trucking business - Toll Tranzlink and was given a six year, 
$20 million rent holiday from the facilities it occupied at rail terminals. 
926 DomilJioli Post, 10 May 200B, pC1. 
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power, is particularly attractive in this respect.) Another important consideration related to rising 

fuel costs and declining oil supplies, which cast doubt over the future oflong distance travel by 

private cars and aircraft. 

With the return of the railway system to public ownership, it is again possible for the 

Government to consult with Rohe Potae Maori about any significant changes that are relevant to 

their historical interests in the NIMT. Following the buyback, the Government began to prepare 

an investment budget of hundreds of millions of dollars.928 Soon after the purchase was 

announced, the Domillion Post recorded comments by one 'rail insider', who believed that about 

$600 million would need to be spent on ageing infrastructure to improve reliability on existing 

routes and enable rail to compete with road transport alternatives.929 It was claimed that a 

considerable amount of replacement work was required for aging bridges, sleepers, culverts, 

tunnels, and signalling equipment. Steel viaducts in the central North Island were said to need 

repairing, and it was stated that the NIMT would benefit from tunnel work to make way for 

large, hi-cube containers. 

The National-led Government, elected in October 2008, has sidelined investment plans in 

KiwiRail. In December 2008, with Treasury reporting a significant deterioration of the Crown's 

accounts, the Government announced that it would not carry out planned spending on an 

upgrade of the state-owned rail system.930 National has undertaken not to privatise KiwiRail (or 

any other state assets) during its first term of office. 

Job losses 

This section discusses the major cuts in the number of railway workers that were implemented 

from the mid-1980s, with particular reference to Maori railway employees in the King Country. 

stated earlier, Rohe Potae Maori were not consulted over the introduction of changes to the 

railway system after 1980, including policies relating to staffing levels. In light of the general 

assurance made by Ballance in respect of the economic benefit that the railway would provide, it 

is suggested above that Rohe Potae Maori possibly should have been consulted about plans to 

reduce staff numbers in the King Country. The most significant reduction in staff numbers 

occurred during the restructuring of the Corporation, with ongoing, smaller cuts carried out after 

this time. Details are provided here of the number of job losses, nationally and in the King 

928 Ibid. 
929 DomilJiolJ Post, 10 May 2008, pel. 
930 Pruss, 19 December 2008, pA1. 
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Country, and also the process by which the Corporation reduced staff numbers. The extent to 

which the Government considered and attempted to mitigate the socials impacts of this and 

other state sector staff cuts is also examined. 

S tciff redltctiol1s and restmettlring 

As detailed above, a significant reduction of staff numbers was considered to be essential to the 

successful restructure of the New Zealand railway system. With staffing costs in 1980 

accounting for more than 60 percent of Railways' total operating expenses, Booz, Allen, and 

Hamilton stated in their 1983 report that NZRC would face 'a potentially disastrous situation' if 

action was not taken to reduce staff levels.931 Booze, Allen, and Hamilton predicted that their 

restructuring plan, if fully implemented, would see manpower requirements decline by 40 percent 

by 1988. In March 1984, in a letter that summarised NZRC's restructuring plan, the Chairman 

of the NZRC Board advised Muldoon that in addition to staff losses through 'normal attrition' it 

was anticipated that some 3500 Railways' staff would be released by early retirement and 

redundancy over a five year period.932 

Significant staff cuts that could not be met by 'normal attrition' began in 1986. During 1986 and 

1987, the introduction of two-man train crews, which saw guards' vans removed from trains, 

resulted in the loss of some 500 jobs (or about three percent of the workforce at the cime).933 

The closure ofWanganui's East Town workshop in 1986 also saw job losses.934 There was 

further staff reductions associated with numerous station closures. Late in 1986, for example, 

the once-busy Mangapehi Station was closed to traffic, with the loss of one position.935 Staff cuts 

continued with the introduction of single-person train crews.936 It was expected that this new 

system (applied first to the NIMT late in 1988) would reduce locomotive crew by some 240 

nationwide, with 'real savings in wages and associated costs'. Investment in new equipment and 

technology also inevitably had an impact on manpower requirements. In 1988, NZRC 

purchased machines to assist in track welding and sleeper replacement.937 During the same year, 

931 Secretru:y to the Treasury to the Minister of Finance, 15 Februru:y 1980, ABJP W4103 61, 501/16/3 part 4, ANZ 
Wellington. Supporting Papers, p311. Booz, Alien, and Hamilton, pVI-29. 
932 Chairman, Board of Directors, NZRC, to Prime Minister, 22 March 1984, ABJP W4103 43392/1 part 1, 
Business Strategy, 1984-1981, ANZ Wellington. Supporting Papers, pp289-290. 
933 Roilr,July 1989, p266. Roilr, Decembec 1988, ppl01-108; 
934 Leitch and Stott, p168. 
935 Regional Tmffic Managec, Freight Business Group, to Anderson, Te Kuiti Branch Secretru:y, NUR., 26 September 
1986, AAEB W3199 159 10/2525 part 1, Traffic Staff Mangapehl, 1910-1986, ANZ Wellington. Supporting Papers, 
p284. 
936 Roilr, Decembec 1988, pp101-108. 
937 Roilr, December 1988, pp105-106, 
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the Corporation laid off 500 of its track maintenance workers.938 In December 1990, the closure 

of two more workshops saw the loss of 123 jobs in Wanganui and Christchurch.939 NZRC 

explained that the modernisation of rail equipment and a falloff in freight business were the main 

reasons for the closures. 

The number of staff cut by NZRC during the restructuring process appears to have exceeded the 

expectations expressed during planning, perhaps reflecting the significant pressure that the 

Corporation faced to reduce costs and remain competitive in the newly deregulated transport 

environment. In 1983, when the Booz, Allen, and Hamilton report was released, NZRC had 

some 20,000 stafC40 By 1990, the Corporation employed only about 8000 staff, representing a 

60 percent reduction from the 1983leveL941 In 1992, the year before New Zealand Rail Limited 

was privatised, the rail operator employed only 5400 staff, a reduction of almost 75 percent from 

1983.942 (It should be noted that the decline in staff numbers between 1990 and 1992 partly 

reflected the fact that some staff remained with NZRC after the creation of New Zealand Rail.) 

Staff reductions continued under Tranz Rail, and by 1999 the company's number of full-time 

equivalent staff had been reduced to about 4300.943 In 2006, the Rail and Maritime Transport 

Union stated that Toll, OnTrack, and train maintenance firm United Group Rail employed a 

total of about 4500 workers.944 Today, OnTrack and KiwiRail employ about 3500 staff 

nationwide.945 

It is notable that the major staff cuts implemented during the restructuring of the Corporation 

were carried out at the same time as significant lay offs in other SOEs. Duncan and Bollard 

detail that between 1987 and 1991 some 30,000 jobs were cut from the following seven SOEs: 

Coalcorp, Electricorp, Forestrycorp, New Zealand Post, Railways, State Insurance, and 

Telecom.946 The restructuring of SOEs had a significant impact on certain regions and parts of 

the community where a reliance on state sector employment had developed and few other 

employment options existed. In the King Country district, predominantly rural and with a small 

938 Jane Kelsey, RIllfillg back the state:priva/isatioll ojp01vcr ill Ao/caroa/Nelv Zealalld, Bridget Williams Books, Wellington, 
1993, p336. 
939 Domill/oll, 14 November 1990, p13. 
940 Extract of minutes of meeting of Directors of the New Zealand Railways Corporation, 19 May 1983, ABJP 
W4103 67 501/76/3 part 4, ANZ Wellington. Supporting Papers, p317. 
9·!l Cavana, p6. 
942 Ibid, p12. 
9·13 Roils, October 1999, p58. 
9-1+ DominiON Post, 10 October 2006, pAlO. 
945 This figure was provided by Jane Campbell, OnTrack, 20 February 2009. 
946 Duncan and Bollard, p67. 
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population, the possibility of private enterprise expanding quickly to provide employment for 

those laid off was limited. 

Stqff Ctlts in the KilTg Cotlntry 

The extent of railway job losses in the King Country since 1980 has been consistent with the 

total level of staff cuts made nationwide. In 1980, as detailed in Chapter five, some 349 full-time 

Railways' employees were based within the Rohe Potae inquiry district and the bordering 

town of Taumarunui. \Vhile these employees were spread across a number of locations, the 

main centres of employment were Te Kuiti and Taumarunui. (Over 70 percent of railway jobs in 

the I(ing Country district were based in Taumarunui, reflecting the important role that the town 

played in the operation of the NIMT.) A conservative assessment based on surnames suggests 

that at least 20 percent of railway workers in the King Country district were of Maori descent, 

equating to at least 71 Maori in the district working on the railway. Though a comparison with 

other areas of employment has not been made, it is clear that NZR work provided income for 

numerous Maori families, offering employment opportunities across a range of different skill 

levels?t7 

From the available evidence, it has not been possible to chart exactly when railway employment 

in the King Country district fell. However, in February 2009 OnTrack and KiwiRail had only 65 

staff based in the Te Rohe Potae inquiry district and in Taumarunui.94B (Of these staff, 26 were 

based in Taumarunui.) This represents a decrease of over 80 percent from the number of 

railway employees in the district in 1980. The proportion of OnTrack and KiwiRail staff of 

Maori descent has not been established. However, it is clear that the restructuring process that 

began in the early 1980s spelt an end to the role that the railway system had played in providing 

employment opportunities for King Country Maori. Speaking at Te Kuiti on 2 April 2009, 

former railway worker Tiwha Bell commented on the impact that the restructuring of Railways 

had on local Maori and noted that it was part of a wider reform process that saw significant cuts 

to jobs traditionally occupied by Maori: 

All my uncles used to work on the railroad, and it was a source of employment until they 
restructured, as they call it. But that restructuring, as we all know, in the 80s it hit every 
sector of our people. Unfortunately, it was our people who got hit first. And if you have 
a look at the roads here, and I can remember as a kid that just about everybody with a 

947 The 1980 staff list details that Maori occupied many different positions, including the jobs of shunter, traffic 
operator, engine driver, signal technician, and builder. 
948 This figure was provided by Jane Campbell, OnTrack, 20 February 2009. 
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shovel was a Maori .... It hit the Public Works, as we well know - it hit Telecom people, 
our people. But it hit the railways hard here. 

Voltmtary red1l11damy 

While reductions in NZRC staff numbers were met through 'normal attrition' up until 1986, it 

became clear to NZRC management that the changes being planned could not rely on attrition 

alone. In 1989, NZRC Chief Executive, Kevin Hyde, observed that at the beginning of the 

process of reducing staff numbers there had been no institutional mechanisms for encouraging 

people to move, with jobs at Railways (as for other Government employment) historically having 

been for life, until pensioned after 40 years.949 In seeking to cut jobs, NZRC initially faced 

resistance from unions, who strongly advocated job protection and union tights.950 However, 

according to Hyde, the union position changed when it was made clear that the Government was 

not going to continue to fund Railways.951 

Though unions accepted that staff cuts were inevitable, they maintained that no employees 

should be laid off compulsorily.952 During 1986, a voluntarily severance package was developed. 

Not wishing to sanction a process by which jobs were lost, the unions declined to negotiate the 

package, believing it was a matter between employees and the Corporation. As at May 1986, the 

NZRC severance package provided that employees would receive: 

1. 20 days pay for first year of employment; 
2. 10 days pay for second to twentieth year (maximum of 210 days pay under provisions 1 

and 2); 
3. 23 days pay for spouse and each dependant child; 
4. 65 days pay in lieu of notice provided employee finishes on agreed date; 
5. payment of resigning/rethmg leave if employee eligible; 
6. payment of outstanding and pro rata leave; and 
7. payment oElong service leave if owing.953 

This package would have provided some laid-off workers with short-term financial security. For 

example, an individual of ten years employment who was married with three dependent children 

might have received a redundancy payment equivalent to about two-thirds their annual wage 

(excluding payment for any leave owing). In cases where employees who accepted a severance 

949 RDils, July 1989, p266. 
950 Roils, July 1989, p263. 
951 Roils,July 1989, p267. In March 1989, for example, National Union of Rallwaymen Wellington Branch 
Chairman, Kevin Addley, admitted that, while the union had to look after members, when it came to staff 
reductions, management had stronger arguments and cuts had to be made. RDils, March 1989, p172. 
952 Roils,July 1989, p266. 
953 General Manager, NZRC, to Director, Finance and Accounts, NZRC, 22 May 1986, ABJP W4103 67 501/76/4 
part 1, Staff Activities Linked to Corporate Downsizing, 1986-1987, ANZ Wellington. Supporting Papers, p319. 
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package occupied a Railways' house, they were able to continue to occupy the house for up to 

months at the rental charged to employees, unless they decided to vacate or purchase the 

property.954 After this time, one month's notice would be given to the ex-employee if the 

property was required by NZRC.955 

NZRC appears to have established interview teams to assist affected staff, providing information 

on redeployment, severance payments, and superannuation.956 Relocation and retraining options 

appear to have been made available to at least some staff, but few of these were taken up.957 At 

the beginning of the redundancy process, the Corporation also liaised with a number of 

Government departments about the proposed layoffs, reflecting the scale of the layoffs and the 

impact that they might have. In March 1986, the General Manager invited selected departmental 

officials to a meeting to provide information about the proposed staff cuts, noting that officials 

would aware that Railways was 'facing difficulties' and that the solution to these difficulties 

might result in 'social dislocation'.958 

By September 1990, some 7680 NZRC employees had taken voluntary redundancy at a cost of 

about $251 million to the Corporation.959 In 1989, NZRC Chief Executive, Kevin Hyde, stated 

that all severances had been achieved on a 'voluntary' basis, without compulsion.9uo Unions 

remained outside the process until early 1990, when with the voluntary severance package not 

achieving the required results - unions and the Corporation began negotiating severance 

agreements.961 By 1997, it was calculated that cuts in the number of staff employed on the New 

Zealand railway system had cost $352 million in redundancy payments.962 

S octal impacts 0/ stciff CIIts 

No evidence has been located to suggest that, before setting up the Corporation, the National 

Government attempted to determine the social impacts that would result from corporatizing 

954 Senior Executive Officer to Corpmate Manager, Human Resources, 21 January 19B7, p5, ABIW W4019 B2 
31/10 part B, Housing, 19B9-1990, ANZ Wellington. Supporting Papers, pp326-331. 
955 Question for written answer, despatched 10 July 19B6, ABJP W4103 67 501/76/4 part 1, ANZ Wellington. 
Supporting Papers, p320. 
956 General Manager, NZRC, to Director, Finance and Accounts, NZRC, 22 May 19B6, ABJP W4103 67 501/76/4 
part 1, ANZ Wellington. Supporting Papers, p319. 
957 RaiLr,July 19B9, p266. 
958 See, for example, Assistant General Manager, NZRC, to Secretary, Maori Affairs, 20 March 19B6, ABJP W4103 
67501/76/4 part 1,ANZ Wellington. Supporting Papers, p31B. 
959 RaiLr, January 1991, p12B. 
960 RaiLr,July 19B9, p266. 
961 RaiLr,January 1991, p12B. 
962 North alld Soltth, November 1997, p96. 
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Railways without limiting the number of staff that would be cut to meet commercial objectives. 

It appears that any social costs associated with co:tporatisation were seen to be justified by the 

economic benefits that co:tporatisation was expected to bring. This view also seems to have 

been held by the Labour Government that allowed the restructuring of Railways to proceed 

without political interference. NZRC's restructuring process was consistent with the far

reaching economic reforms that Labour introduced from 1984, which included the 

co:tporatisation of a number of state-owned trading departments under the SOE Act 1986. 

The Labour Government was clearly aware that there would be significant social impacts 

associated with the co:tporatisation process. In July 1986, the Government's Ministerial Co

ordinating Committee on State Owned Ente:tprises expressed concern about 'transitional issues', 

particularly regional employment impacts, arising from the SOE process.963 The Ministerial Co

ordinating Committee, which was focussed on the new co:tporations set up under the 1986 Act, 

requested that the State Services Commission (SSC) prepare a paper on the social costs of the 

transition to co:tporations. In a paper dated 28 August 1986, the SSC advised that social impacts 

from the SOE process were inevitable and could broadly be classified as the adjustments 

requited, first, from the individuals concerned and, secondly, from local communities.964 The 

SSC believed that the reduction in staff numbers would cause only 'short term dislocation'. 

There was no suggestion that the restructuring of SOEs should not proceed because of the social 

impacts of the process. Rather, restructuring process was considered an important part of the 

reforms deemed necessary to regenerate the economy and create new, more profitable areas of 

employment. 

The Treasury, in a paper to the Minister of Finance, dated 28 October 1986, reiterated the view 

that the general process of economic reform should continue regardless of social impacts, 

arguing that these impacts would be of a temporary nature and would ease when the benefits of 

the reforms were felt. 9GS Treasury acknowledged that the adjustment process involved 'a number 

of short term costs', with much of the adjustment being reflected in a period of slower economic 

963 Briefing paper, 'Social Costs of Transitions to Corporation', Chairman, State Services Commission to Chairman, 
Ministerial Co-ordinating Committee on State Owned Enterprises, 19 August 1986, pl, AAFH W4160 24 
100/3/1/2 part 1, Social Impact Unit SOE [State Owned Enterprise] Social Costs of Transition To 
Corporations, 1986-1987, ANZ Wellington. Supporting Papers, p334. 
964 BriefIng paper, 'Social Costs of Transitions to Corporation', Chairman, State Services Commission to Chairman, 
Ministerial Co-ordinating Committee on State Owned Enterprises, 19 August 1986, pl, AAFH W4160 24 
100/3/1/2 part 1, ANZ Wellington. SuppOl:ting Papers, p334. 
965 Briefing paper, 'Structural Adjustment Assistance and Disadvantaged Workers', Secretary to the Treasury to the 
Minister of Finance, 28 October 1986, p2, AALR 873 W5427 230 39/1A part 2, State Owned Enterprises - Social 
Impact of Corporatisation, 1986-1986, ANZ Wellington. Supporting Papers, p360. 

245 



growth and higher unemployment. (Between March and September 1986, the number of 

registered unemployed rose nationally from 54,180 to 73,678.%6 In the Waikato labour area, 

which included most of the Te Rohe Potae inquiry district, the number rose from 4520 to 6668.) 

Treasury further acknowledged that the 'adjustment costs' would be high for some individuals 

and regions, particularly where earlier Government policies had had 'distortionary effects across 

regions,.%7 However, it was argued that surplus labour released from fums and areas of the 

economy that were no longer profitable would - as a result of the reforms eventually be picked 

up by new fums and activities, often in different parts of the region or the country. Though 

Treasury anticipated that some regional migration would be necessary, it believed that many of 

the reforms would benefit regions and that it was incorrect to assume that the outcome of the 

policies would lead to all regions declining.9GB 

It is notable that Treasury's assessment did not take account of some of the economic costs of 

transformation. In respect of unemployment, individuals who lost their jobs and were unable to 

gain other employment would have gone onto the unemployment benefit. This situation meant, 

for example, that reductions in the railway workforce, though helping to ease the financial 

burden attributable to NZRC, created the need for significant new expenditure by another part 

of the state. There may also have been other, less obvious economic costs associated with the 

restructuring of state-owned corporations. In smaller centres, such as some of the towns in the 

King Country, where few other employment options were available, staff cuts would as the 

Treasury anticipated - have resulted in some migration to larger cities, causing pressure on 

facilities in these centres and possibly necessitating Government investment. A further 

economic impact of the restructuring of NZRC, in particular, concerned trade training. Leitch 

and Stott claim that prior to the restructuring NZR served as a 'technical training school for the 

nation', with countless young people learning trades such as fitting, turning, and boiler-making in 

NZR workshops. Many of these apprentices had gone on to jobs in private industry.969 

9GG Commissioner of Works to Secretary, State Services Commission, 10 December 1986, Table lOA, AAFH W4160 
27100/3/6 part 1, Social Impact Unit - SOE [State Owned Enterprises] Unemployment Statistics, 1986-1987, 
ANZ Wellington. Access restricted. 
967 Briefmg paper, 'Structural Adjustment Assistance and Disadvantaged Workers', Secretary to the Treasury to the 
lVlinister of Finance, 28 October 1986, p2, AALR 873 W5427 230 39/1A part 2, ANZ Wellington. Supporting 
Papers, p360. 
9GB Instead, it was stated that a 'more complex and dynamic picture' would emerge, which in some cases would see 
migration from the regions, but in the medium term would see investment moving into regions to taken 
advantage of the regions' resources. 
969 Leitch and Stott, p123. 
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In August 1986, in accordance -with a recommendation from the SSC, the Ministerial Co

ordinating Committee on State-Owned Enterprises decided to set aside resources for one year to 

enable a special unit -within the SSC to monitor and provide advice on the social impacts 

associated -with the restructure of the public sector.970 The unit that was created -late in the 

corporatisation process and -with limited resources - was known as the Social Impact Dnit (SID). 

An official who worked in the SID observed that it was constrained by access to information and 

a limited scope for consultation reasons that helped to explain why the SID was viewed as 

'somewhat margillal to the corporatisation process,.971 The papers produced by the SID were 

largely of general nature, -with some focus on the social impacts associated -with the 

corporatisation of the New Zealand Forest Service.972 

Govemllte1t1 assistance to mitigate social impacts 

Government measures to provide assistance to individuals and communities affected by the 

restructuring of SOEs were of a limited nature. This approach perhaps reflects advice that the 

Treasury provided the Minister of Finance in its paper of 28 October 1986, where it was argued 

that any assistance, including employment creation schemes, should be of a level that would not 

affect the refonn process: 

From our perspective, 1t 1S important to ensure that any intervention facilitates the 
adjustment process and does not prevent it or slow it down. In other words 
Government interventions should not impede the release of productive resources, 
including labour, from declining industries and regions into activities where there will be 
long term benefit to New Zealand.>973 

Assistance was mostly provided through existing Government services, including the 

unemployment benefit, retraining under the Training Assistance Programme, and targeted 

employment subsidies under the Job Opportunity Scheme.974 In October 1986, Cabinet decided 

to supplement existing schemes by providing $5 million for an 'Adjustment Assistance 

970 BriefIng paper, 'Social Impact of Transition to Corporations', undated, AAFH W4160 24 100/3/1 part 1, ANZ 
Wellington. Access restricted. 
971 Malcolm, 'State Owned Enterprises: Social Impact Assessment', 27 January 1987, p5, AAFH W4160 21100/1/6 
part 1, Social Impact Unit - Administration - General Closures, 1982-1987, ANZ Wellington. Access restricted. 
972 See, for example, briefing paper, 'Social Impact of Transition to Corporations', undated, author unknown to 
Chairman, Special :Ministerial Co-ordinating Committee on State Owned Enterprises, AALR 873 W5427 230 39/1A 
part 1, State Owned Enterprises - Social Impact of Corporatisation [includes maps], 1986-1986, ANZ Wellington. 
Supporting Papers, pp341-358. 
973 BriefIng paper, 'Structural Adjustment Assistance and Disadvantaged Workers', Secretary to the Treasury to the 
Minister of Finance, 28 October 1986, p3, AALR 873 W5427 230 39/1A part 2, ANZ Wellington. Supporting 
Papers, p361. 
974 BriefIng paper, 'Social Costs of Transitions to Corporation', Chairman, State Services Commission to Chairman, 
Ministerial Co-ordinating Committee on State Owned Enterprises, 19 August 1986, p4, AAFH W4160 24 
100/3/1/2 part 1,ANZ Wellington. Supporting Papers, p337. 
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Contingency Fund,.975 It was noted that the objective of the fund was to facilitate rather than 

inhibit the changes arising from the Government's SOE policy. The fund would provide $4 

million for allocation in 20 regional co-ordination areas. SSC officials divided regions into three 

groups for allocation high, medium, and low on the basis of the following criteria: 

• an unemployment rate of 6% or higher; 
• expected substantial changes in population patters as a result of the process of 

corporatisation; 

'" an underdeveloped community/social service infrastructure; and 
III a largely immobile population because of cultural or other ties to the region.976 

The Waikato and I<1ng Country districts were not categorised as high, medium, or low allocation 

regions.977 However, Te Kuiti was designated a regional coordination area and money from the 

Contingency Fund were allocated from the Te Kuiti office of the Department of Maori Affairs. 

By July 1987, about $48,000 had been distributed at Te Kuiti from the Fund.978 Among the 

payments made, the I<:.awhia Moana Trust Board received $9500 to undertake a study on local 

employment opportunities. The I<1ng Country Regional Development Committee also received 

$9000 for employment opportunities research. In its application, the Regional Development 

Committee noted that there was a high level of unemployment in the north of the I<ing Country 

and explained that the research was intended to help create employment for displaced forestry 

workers or other public sector employees who might be affected by state restructuring.979 The 

Council stated that the majority of these people and their families wished to remain in the area 

and believed that, for social and economic reasons, this should be encouraged. 

Disposal of surplus railway lands 

This section examines issues relating to the process of disposing of surplus railway lands in the 

Te Rohe Potae inquiry district a revenue-raising exercise initiated during the restructuring of 

NZRC and a process that continues today. As argued above, it seems that Rohe Potae Maori 

should have been consulted about the introduction of policies concerning the disposal of surplus 

land. Most of the land required for the NIMT in the I<ing Country district had formerly been 

975 Draft briefmg paper, 'Summary of Operation of the Adjustment Assistance Contingency Fund', author unknown, 
undated, pl, AALR 873 W5427 230 39/1A part 3, State Owned Enterprises - Social Impact of Corporatisation, 
1986-1987, ANZ Wellington. Supporting Papers, p362. 
976 Ibid, p2. Supporting Papers, p363. 
977 Ibid, pp2-3. Supporting Papers, pp363-364. 
978 Bell, Maori Affairs, Te Kuiti, to Lister, State Services Commission, 2 July 1987, AAFH W4160 31 100/5/16 part 
1, Social Impact Unit - Regional Co-ordinating Committee (Regional Representatives) - Te Kuiti, 1987-1987, ANZ 
Wellington. Access restricted. 
979 King Country Regional Development Council to Bell, Co-ordinator, Social Impact Committee, Te Kuiti, 23 June 
1987,AAFH W4160 31100/5/16 part 1,ANZ Wellington. Access restricted. 
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owned by Maori. As detailed in Chapter four, Te Rohe Potae Maori gifted land for the track and 

stations of the NIMT and additional areas of Maori land were taken compulsorily for railway 

purposes under public works legislation. Since 1982, about 137 hectares of railway land in the 

inquiry district have been disposed of, comprising numerous parcels of urban and rural land that 

had been used for a range of purposes. The disposal process has been subject to certain 

statutory provisions that provide former owners with a right of repurchase, and there are also 

other statutory and policy initiatives that have sought to specifically protect Maori interests 

during disposal. 

Lalld disposal t11ld restntetmillg 

As discussed in Chapter four, NZR had significant property holdings, including a large number 

of properties that were not required for railway operations and were leased to private interests. 

NZRC's considerable property interests were not overlooked during the restructuring process, 

and - in accordance "vith the objectives of this process - steps were taken to maximise the 

revenue-earning potential of the Corporation's land assets. 

In their 1983 report, Booze, Allen, and Hamilton identified that NZR had traditionally engaged 

in several property-related activities, including land leasing, housing, outdoor advertising.98o The 

consultants noted that in the year ending 31 March 1983 NZRC had generated almost $4 million 

of revenue through the leasing of land and space in its commercial facilities.981 However, in the 

same year, costs of $7.5 million were incurred in connection "vith the 4000 houses owned by the 

Corporation and rented to it employees, while rental paid by the tenants provided revenue of 

only about $2.5 million. Booze, Allen, and Hamilton noted that the Corporation was in the 

process of reducing its inventory of houses. The consultants stated that NZRC's objectives in 

property management were somewhat unclear and that its decisions for optimising a return from 

these assets were conservative.982 As well as suggesting that all property activities be 

consolidated within a separate property division, the consultants recommended that NZRC 

accelerate its programme to reduce its housing stock. 983 They also suggested that an inventory of 

properties be developed, which could then be assessed to identify, for each property, the most 

suitable action to maximise benefit to the Corporation. 

980 Booz, Allen, and Hamilton, p III-24. 
981 Ibid, P III -25. 
982 Ibid. 
983 Ibid, VII-G. 
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The consultants' recommendations regarding the Corporation's property interests were reflected 

in NZRC's strategic plan for the period 1984/85-1988/89, which noted the proposal to bring all 

property activities together in one division and stated that work was underway to develop an 

inventory of Railways' property and the uses to which the properties could be put.984 This work, 

the strategic plan noted, would proceed as quickly as possibly, 'with the aim of allowing 

proposals for a good financial return on presently under-utilised land to be quicldy 

implemented.,985 Generating revenue quickly from property assets would help to reduce 

operating losses at a time when NZRC faced substantial expenses associated with a major 

restructuring programme. By mid-1986, NZRC had been divided into three principal business 

groups freight, passenger, and property.986 Late in 1986, Graeme Bell and Associates 

commenced a detailed property review of the Corporation's land holding to decide upon a 

'development or disposal strategy' for all Corporation properties.987 It was noted at this time that 

there was an 'ever-increasing list of enquiries' from real estate people and developers who wished 

to 'take advantage' ofNZRC's property resources.98B 

In 1987, NZRC began disposing of property deemed to be surplus to requirements. In the year 

ending 31 March 1988, NZRC earned $60 million from property sales and rents, and in the 

following year revenue from this source increased to $102 million.989 The sale of surplus 

properties slowed, particularly in provincial centres, as a result of the economic downturn that 

followed the sharemarket crash of October 1987.990 (As well as affecting property sales, these 

conditions also saw the Corporation shelve certain property development projects.) However, 

during this period, NZRC proceeded successfully with plans to sell all but a few of the houses 

that it rented to its employees. 

Disposal if railwqy hot/ses 

The Corporation had begun selling its housing stock in 1982, at which time it owned some 4000 

houses.991 In 1989, Kevin Hyde, Chief Executive ofNZRC, explained that in earlier years it had 

984 New Zealand Railways Corporation Strategic Plan 1984/85-1988/89, ABJP W4103 43 392/1 part 1, ANZ 
Wellington, p 10. Supporting Papers, p301. 
985 Ibid. 
986 General Manager, NZRC, to Group Managers, Heads of Branches, Heads of Divisions, 2 May 1985, ABJP 
W410343 392/1 part 1, ANZ Wellington. 
987 Graeme Bell and Associates Limited to General Manager, NZRC, 17 November 1986, ABJP W4098 114 
15/3935/6 part 1, Property Business Group Land, Hamilton, 1986-1987, ANZ Wellington. Supporting Papers, 
pp321-323. 
988 Ibid. 
989 Duncan and Bollard, p 130. 
990 &1iis, March 1989, p 171. 
991 &1iis,July 1989, pp 266-267. 
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been essential to provide employee housing because Railways had operated in many remote 

areas.992 However, as operations became more centralised, the housing stock became 

increasingly concentrated in cities and the rationale of it being needed in order to attract staff 

became questionable. Hyde also acknowledged that the decision to dispose of the houses also 

related to the fact that the houses, which were not let at market rates, were cosdy to maintain and 

administer. 

According to Hyde, NZRC initially adopted a policy that each house had to be offered first to its 

sitting tenants, then to the state housing organisations, and lasdy to other railway staff before it 

was sold on the open market.993 (presumably, this policy applied only after statutory provisions 

that requited land to be offered back to former owners had been followed. These provisions are 

discussed below.) By 1988, about 1600 houses, or 40% of the original stock, had been sold by 

this method. At this stage, the sale process was reviewed in light of the poor state of the houses 

and maintenance costS.99+ In February 1988, NZRC decided that the remaining houses should 

be disposed of as quickly as possible.995 (An exception to this policy was made in respect of 

'essential' houses - those in isolated localities where the general market did not provide 

employees an opportunity of purchasing or renting accommodation for themse1ves.99~ As well 

as accelerating the disposal of houses, NZRC also decided to raise rent to market levels and offer 

mortgage assistance to tenants who wished to purchase their homes.997 NZRC's half-yearly 

report for the six months ending 30 September 1988 detailed that many tenants had elected to 

buy the houses they occupied.998 

Having decided to fast track the disposal of its remaining surplus housing stock, NZRC explored 

the possibility of a bulk housing sale with the state-owned Housing Corporation, but this proved 

unsuccessful.999 NZRC then looked at entering a bulk deal with other parties and finally reached 

an agreement with a private investment fum that was set up specifically to on-sell the houses. In 

February 1989, it was reported that Stone Key Investments Limited, an Auckland company, 

992 Ibid. 
993 Ibid. 
99~ Ibid. 
995 General Manager, NZRC, to Group Managers, Railfreight Systems, Passenger Business Group, Property 
Business Group, 19 February 1988, ABIW W4019 82 31/10 part 8, ANZ Wellington. Supporting Papers, p332. 
996 General Manager, NZRC, to Group Manager, Passenger Business Group, 19 February 1988, ABIW W4019 82 
31/10 part 8. Supporting Papers, p333. 
997 RoiLr,July 1989, pp 266-267. 
99B RoiLr, March 1989, p 171. 
999 RoiLr,July 1989, pp 266-267. 
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would pay $63 million to buy 1426 Railway houses. lOoo (Some 250 of these houses were located 

in Wellington and another 150 in Auclcland.1001
) Stone Key brought the houses in association 

with Countrywide Banking Corporation, which offered mortgage options for tenants who 

wished to buy their houses. Tenants were given the first right of refusal to buy the houses. 1oo2 

John Coney, who had established Stone Key Investments and sat on the company's board, stated 

that he intended to on-sell the houses within two years. (Coney assured that tenants would be 

able to continue renting during this time, but was unsure what would happen to them after two 

years.IOO~ In July 1989, it was reported that more than a quarter of the 1426 Railways houses 

sold to Stone Key had been on-sold within two months, mostly to tenants. I004 

In the Te Rohe Potae inquiry district, at least 53 surplus railway house properties were sold after 

1982.1005 (This number is likely to be conservative because of the difficulty of establishing 

whether surplus land was occupied by a dwelling.) Most of these houses were located in 

Kuiti and Te Kumi, with others at Te Awamutu, Ohura, and Mangapehi. The majority of houses 

were sold prior to the 1989 Stone Key deal, with many appearing to have been purchased by 

tenants. tOOG A significant number of houses not bought by the occupants were acquired by 

various Government agencies for housing purposes, particularly the Housing Corporation (11 

houses) and Department of Maori Affairs (6 houses). The 1989 Stone Key deal included 17 

houses in the inquiry district, most of which were located at Te Kuiti and Te Kumi. It is unclear 

how many of these houses were onsold to tenants. Following the Stone Key deal, NZRC sold a 

small number of houses that presumably were not deemed to be surplus at that time of the bulk 

sale. At least two houses were included in a bulk land sale at Te Awamutu, which saw a total 

area of about 17 hectares transferred to private interests in 1991. 

1000 Natiollal Bmiuess ReUiCJIl, 14 February 1989, p 3. 
1001 Roils, July 1989, P 278. 
1002 In the event of purchase, sale prices were to be negotiated within a 10 percent range of special valuations carried 
out in June 1988. Tenants would have a choice of mortgage options, including relatively cheap mortgages from the 
Housing Corporation and the Maori Affairs Department, and also the back-up option of a mortgage from 
Countrywide. NatjollalBlIsiliess Reuie/Il, 14 February 1989, p 3. 
1003 Natiollal Bminess Rl;pie/Il, 14 February 1989, p 3. 
100-1 Roils, July 1989, P 276. 
1005 See Table 14. In addition to the sale of houses on residential properties, some houses appear to have been sold 
for removal. This appears to have occurred at Mangapehi, where four of five railway houses were removed from an 
area that was disposed of in 1988. Group Manager Property to Registrar, Waikato-Maniapoto District Maori Land 
Board, 5 June 1987, BAOB 4979 A1239/276lVfP 145 part 1, Maori Land Purchase by Crown - Railway Land 
Mangapehi Revesting, 1987-1988, ANZ Auckland. Supporting Papers, pp9-10. 
1006 Disposal records kept at OnTrack indicate where houses were purchased by occupants. See, for example, LGU 
4236,OnTrack. 
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Some of the house properties disposed of by NZRC involved land that had been acquired from 

Rohe Potae Maori, including, for example, five sections within Block XV ofTe Kuiti Native 

Township, which had been taken in March 1911. 

Disposal if 1101t-h01lsillgpropllrtills 

Steps to dispose of non-housing properties continued alongside the events that led to the Stone 

Key deal. As detailed earlier, the systematic disposal of surplus railway land began in 1987. In 

July 1990, NZRC's property division was split into two units a property disposal group that 

became responsible for selling land and buildings that were surplus to operational requirements 

and a property management group that would look after the land and buildings that were to be 

retained by Railways.tOo7 By this time, it had been established that Railways owned over 25,000 

hectares ofland nationwide, comprising more than 18,000 separate land parcels. While most of 

this land was required for railway operations, some 8,000 acres had been classified as surplus and 

available for disposal. tOOB It is unclear how much land had been disposed of by this time, some 

three years after the disposal process had begun. 

Commenting on the split of NZRC's property division, Kevin Hyde, Chief Executive ofNZRC, 

stated that the new property disposal group was expected to get the best price for Railways' 

land.lOo9 While this might be achieved by immediate sale or strategic development and sale, the 

'bottom line' was to maximise value. Hyde stated that Railways' had no intention of flooding the 

market with property, and it was therefore planned that the disposals be carried out over a six 

year period. It was intended that the property disposal group would make a particular effort to 

sell many of the properties held under lease. tOlo Of some 9500 leases, grants, and easements 

(most of which brought in an annual income of less than $100), some 2500 leased properties of 

significant value had been classified as surplus. It was intended that the Corporation would 

dispose of these properties when the leases come up for renewal. tOll 

1007 Rtlitr, August 1990, p 5. 
100B In some cases it was expected that the property disposal group would work with the property management 
group to separate surplus property from land needed for operating purposes. This might have been the case, for 
example, where land occupied by track and other structures needed to be rationalised or have the facilities moved 
elsewhere in order to free up the land for sale. 
1009 Roils, August 1990, P 5. 
1010 Ibid. 
lOll Ne/v Zeo/(lIld Proper(], April 1991, p 14. 
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The property disposal group remained as part of NZRC when New Zealand Rail Limited took 

over the Corporation's core business in November 1990.1012 (NZRC also handled the lease to 

New Zealand Rail of the land and buildings required for the operation of the railway.) Hyde's 

plan for disposals to be carried out over a six-year timeframe and in a manner that would 

maximise sale prices does not appear to have been carried through. In July 1991, Graham 

Quinn, who had succeeded Hyde as NZRC's Chief Executive, spoke of a two-year timetable for 

the land disposal programme. lOB Earlier, in April 1991, Jock Lee, recently retired from his role in 

charge of NZRC land disposals, claimed that he had been under strong pressure from Treasury 

to sell as much surplus land as possible as quickly as possible.1014 The Corporation was publicly 

criticised for the manner in which it carried out some of its disposals. In the case of the sale of 

19 freehold properties that was completed in March 1991, there was criticism ofNZRC's failure 

to disclose sale prices (amounting to $17 million) and dissatisfaction expressed by lessees who 

were not given the opportunity to bid for the land.lols 

In July 1991, NZRC released the findings of an independent review into the sale of Corporation 

1016 Th' . d bEd Y .. d property assets. e reVlew, carne out y accountants rnst an oung, was co:rntn1sslOne 

by NZRC after members of the Labour opposition had voiced concerns that individuals close to 

members of the National Government were improperly involved in the property disposals. The 

review focussed on the Corporation's sales programme, payment and expenditure controls, and 

property disposal procedures. It also commented on fraud or improper dealings by Corporation 

employees. The review found that the Corporation's systems were not of a commercially 

acceptable standard and noted that there was a high rate of non-compliance with documentary 

procedures. No evidence of improper dealings on the part of NZRC employees was found. 

However, the review stated that, in the case of some employees, the need to complete the sale 

process in a short timeframe had resulted in a 'mindset or philosophy' that had caused them to 

act with a lack of discipline and compliance with accepted business procedures. 

In September 1992, the Corporation faced fresh public criticism for undertaking another 'secret' 

land deal, which had been carried out with merchant bankers Fay Richwhite acting as advisers.1017 

In FebiUary 1994, the Department of Survey and Land Information (DOSLI) became 

1012 Roils, December 1990, p 101. 
1013 Domillioll, 24 July 1991, P 8. 
1014 Neill Zealalld Proper!), April 1991, p 14. 
1015111dep8lldwt, 25 September 1992, pp 1-2. 
1016 Domillioll, 24 July 1991, p 8. 
1017 IlIdepmdSllt, 25 September 1992, pp 1-2. 
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responsible for the administration and disposal of the remaining surplus railway lands - a process 

that continues to be carried out today by Land Information New Zealand (f .. ..INZ).lD1B 

Railwqy land disposals itl the Te Robe Potae itlQlliry distlict 

Tables 14, 15, and 16 (see pages 275 to 279) provide details of the disposal of railway lands in the 

Te Rohe Potae inquiry district since the corporatisation of NZR in 1982. During time, at 

least 137 hectares of railway lands in the inquiry district has been disposed of, while a further 

area of about 9 hectares is marked for future disposal. 

Table 14 sets out the lands that were disposed of by NZRC between 1982 and 1994, when the 

disposal of surplus railway lands became the responsibility of DOSLL (While the table is based 

on comprehensive research, undertaken with assistance from OnTrack, it is possible that there 

may be inaccuracies and omissions.l0l~ Table 14 records that NZRC disposed of some 64 

hectares of land within the inquiry district between 1982 and 1994, involving numerous parcels. 

Most of this land was disposed of after 1987, when NZRC began to systematically dispose of 

surplus land in accordance with its restructuring plans. A small number of disposals, such as 

those completed in 1986, involved land exchanges with adjacent owners. These disposals were 

carried out in connection with track realignments and were different from the revenue-raising 

disposals carried out as part of the restructuring.1020 

It is evident from Table 14 that NZRC disposed of a range of different property types housing, 

quarry lands, station land, and vacant rural and urban lands. Housing properties comprised at 

least 12 hectares of the land disposed of between 1982 and 1994. The largest area of land 

disposed of by NZRC during this time was three adjoining parcels at Waiteti that contained a 

limestone quarry a total area of about 29 hectares, purchased by McDonalds Lime Company in 

1993. This land comprised most of the area within Pukenui block that had been tal{en from 

Maori owners for quarry purposes in 1895, 1907, and 1912. 

1018 Personal communication with Peter Tmtman, 29 November 2002, cited in Cleaver, 'Public Works in the 
Whanganui Inquiry District', p322. Trotman was involved in the land disposal p:rocess while employed by the New 
Zealand Railways Corporation. 
1019 In particular, OnTrack employee John Whibly pmvided assistance in preparing Table 14. M.r Whibly has dealt 
with railway property matters for many years, working for NZRC before it was renamed OnTrack. 
1020 This is the case, for example, with the 1986 disposal of land at Te I(awa, Lot 3 LO 34980. See LO 34980, 
NZRC me 31114/96/43, Otorohanga - Te I(awa: Proposed Curve Easement, OnTrack. Supporting Papers, p384. 
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Table 15 provides details of the surplus railway lands that have been disposed of by DOSLI and 

LINZ since 1994. The information in Table 15 has been provided by LINZ.l021 The table 

records that some 73 hectares of land within the inquiry district has been disposed of since 1994. 

Many of the parcels sold were areas of station land, while a number of other areas were vacant 

rural and urban land. By far the largest area disposed of by LINZ was the transfer in 1996 of 

about 49 hectares of water supply reserve land at Ohura to the Department of Conservation. 

Table 16 sets out details of a number of parcels of surplus railway land in the inquiry district that 

are marked for future disposal by LINZ. The information in Table 16 has been again been 

provided by LINZ.1022 The table details that about 9 hectares of land in the inquiry district is 

marked for future disposaL Most of this land is located in rural areas. 

S tatJltory fra1JJ(lW01-k and 'dftr back' provisions rif Plfblic Works Act 1981 and New Zealand Railwqys 
Corporatioll RestmcttlrillgAct 1990 

The disposal of surplus railway lands has been undertal<:en within a statutory and policy 

framework that sets out the procedures by which land is to be transferred from Crown 

ownership to private ownership. The land disposal provisions of the Public Works Act 1981 

and, from 1990, the New Zealand Railways Corporation Restructuring Act 1990, have been of 

particular importance, as have certain policy initiatives introduced after 1990 that have aimed to 

protect Maori interests in the disposal oflands that are subject to Treaty ofWaitangi claims. 

Up until 1990, the Corporation was required to dispose ofland in accordance with the disposal 

provisions of the Public Works Act 1981.1023 This Act remains in place today as the principal 

public works statute and its disposal provisions continue to apply to both Crown and local 

Government lands. Section 40 of the Act provides that when the Crown or a local authority is 

disposing of surplus land it must first be offered back to the original owners or their 

successors.1024 However, the offer back provision applies only if the land is not required for 

another public work.1025 There are also a number of other situations where the disposing 

1021 In particular, LlNZ employee Paul Kelly provided the details that are presented in Table 15. ]'vIr Kelly was 
involved in LlNZ's disposal of surplus railway lands and has worked for LlNZ for a number of years. 
1022 LlNZ employee Paul Kelly provided the details that are presented in Table 16. 
1023 Section 30 of the New Zealand Railways Corporation Act 1981 imposed the powers and duties of the Minister 
ofWo.rks and Development on the Minister of Railways in respect of matters and works under the Corporation's 
control. 
1024 The Public Wo.rks Act 1981 reintroduced the concept of offer back after it had been absent from the statute 
books for nearly 50 years. 
1025 Section 40(1)(a), Public Works Act 1981. In cases where land is required for another public work, it is 
transferred in accordance with section 50 of the 1981 Act. If part of the surplus land is required for another public 
work, only the required portion is transferred, leaving the residue for disposal. 
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authority may determine that offer back is inapplicable. A right of repurchase does not apply if 

the chief executive of LINZ or the local authority considers that to do so would be 

'impracticable, unreasonable, or unfair'.1026 Offer back also does not apply if it is determined that 

there has been a 'significant change' in the character of the land owing to the public work for 

which it was held.1027 In cases where it is found that land could only be sold to an adjacent 

landowner owing to its 'size, shape, or situation', the disposing authority can sell the land to the 

adjacent landowner at a negotiated price.10
2l! It has been noted that these exemptions to offer 

back are open to interpretation and there has been some uncertainty as to how they should be 

applied.1029 

Where land is to be offered back for repurchase, entitlement to the offer lies firstly with the 

person or persons from whom the land was acquired. If the former owner is deceased, the offer 

must be made to that individual's successor or successor in probate. Section 40 provides that the 

land is to be offered at current market value unless the chief executive ofLINZ or the local 

authority considers that it is reasonable to sell at a lesser price.1030 Where land is to be offered 

back to Maori owners, section 41 of the 1981 Act provides that, as an alternative to the process 

of sale that is set out in section 40, the land can be returned by a vesting order issued under 

section 134 ofTe Ture Whenua Maori Act 1993. This requires the disposing authority to mal<e 

an application Maori Land Court, identifYing to whom the land is to be vested in and the price 

and other terms of the vesting. 

From August 1990, land disposals carried out by NZRC were no longer subject to the Public 

Works Act 1981. Instead, the Corporation was required to dispose of the land in accordance 

with section 23 of the New Zealand Railways Corporation Restructuring Act 1990. The offer 

back provisions of section 23 of the 1990 Act largely mirror those of the Public Works Act 1981, 

requiring that land be offered back to former owners or their successors except in certain cases 

where it is deemed that this would be 'impractical, unreasonable, or unfair' or that 'significant 

change' has taken place. Land may be sold directly to adjoining owners (without offer back to 

former owners) in cases where it is believed that, because of the 'size, shape or situation' of the 

land, it could not be expected that the it could be purchased by anyone other than an adjacent 

1026 Section 40(2)(a), Public Works Act 1981. 
1027 Section 40(1)(b), Public Works Act 1981. 
1028 Section 40(4), Public Works Act 1981. 
1029 Cathy Marr, 'The Waimarino Purchase Report', a report commissioned by the Waitangi Tribunal, 2004, pp 656-
657. 
1030 Section 40(1)(c) and (d), Public Works Act 1981. 
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owner.1031 Section 23 of the 1990 Act provides greater flexibility in the process of selling land in 

cases where offer back is deemed to be inapplicable or is not taken up by former owners and 

where the land is not to be sold to an adjacent owner. While the 1981 Act requires land to be 

sold by 'public auction, public tender, private treaty, or by public application at a specified price', 

the 1990 Act allows the land to be sold 'to any person on such terms and conditions as it [the 

Corporation] thinks fit,.1032 

In July 1991, Chris Webber, writing in resource management magazine Terra Nova, expressed 

concerns about NZRC's application of the offer back provisions.lo33 Webber claimed that in a 

recent private tender of 3000 leased properties there had been little evidence of the lands being 

offered back to former owners or their descendents. He explained that 'out' clauses in the 

legislation meant that land did not have to be offered back if it was considered that this would be 

unfair or impractical, that the land had been significantly changed, or that it was 'tied in' with 

neighbouring interests. Stating that NZRC had not been available to comment on why 

repurchase offers had not been made to former owners, Webber suggested that one argument 

used to justify the decision was a belief that the existence of long-term leases made the land 

unusable to claimants. As well as choosing not to offer back, Webber claimed that the NZRC 

disposal process was executed through a confidential, 'invitation only', tender process. 

In the 1995 Tttratrgi Tow1Iship Report, the Tribunal examines the offer back regime of the Public 

Works Act 1981 Act with regard to the disposal of certain lands that had been taken from 

Maori.1034 While the Tribunal focuses on the disposal provisions of the Public Works Act 1981, 

its observations are clearly also relevant to the largely shnilar disposal provisions of the New 

Zealand Railways Corporation Restructuring Act 1990. The Tmmrgi Tribunal states that the 

claimants were prejudicially affected by the disposal provisions of the Public Works Act 1981 

because these provisions: 

• permit the Crown, in certain circumstances, without consultation with former Maori 
landowners or their successors, not to offer surplus land back to such former owners; 

• permit the Crown to retain the whole of the profit from the sale of such surplus land at 
current market value, whether sold back to the former Maori owners from whom the land 
was compulsorily taken or on-sold to a third party; 

1031 Section 23(4), New Zealand Railways Corporation Restructuring Act 1990. 
1032 Section 42(1) (d) , Public Works Act 1981. Section 23(3), New Zealand Railways Corporation Restructuring Act 
1990. 
1033 Terra Nova, July 1991, P 48. 
1034 Waitangi Tribunal, TlIrallgi To/vI/ship Report 1995, Wai 84, Brookers, Wellington, 1995, pp 320-321. 
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• fail to require the Crown to make allowances for the circumstances surrounding the 
compulsory acquisition of the land from former Maori owners, including the need for the 
compulsory acquisition of the land or, if the use of the land was essential, whether it was 
necessary to acquire the freehold of the land; 

• permit the Crown to offer to sell such surplus land at a price or on conditions which are 
manifestly in excess of the ability of the former Maori owners or their successors to meet; 

• fail to require the Crown to have regard to the special circumstances of multiple Maori 
owners of such land and to seek to accommodate such circumstances; and 

• fail to permit the Crown to offer to sell the land to the wider hapu or tribal group to which 
the former Maori owners belong, if such owners are unable or unwilling to purchase surplus 
land offered to them by the Crown.1035 

Disposal qf smpltls railwqy land and Treaty qfWaitangi (State ElZtC1ptises) Act 1988 

As well as the disposal provisions of the Public Works Act 1981 and, from 1990, the New 

Zealand Railways Corporation Restructuring Act 1990, the disposal of surplus railway land has 

also been subject to certain policy initiatives that were introduced to protect Maori interests 

during the disposal process. However, these initiatives were not introduced until about 1991, by 

which time NZRC had been disposing of property for several years. The Corporation's 

disposals were not subject to the statutory protections that applied to the land disposals of most 

other State-Owned Enterprises, which enabled land to be resumed to Maori ownership upon a 

recommendation by the Waitangi Tribunal. 

In the mid-1980s, Maori were not unaware that the Labour Government's moves to cOlporatize 

state trading departments might affect their future ability to obtain the return of some Crown 

land in settlement of historical grievances. Prior to the passage of the State-Owned Enterprise 

Act 1986, the Waitangi Tribunal and Maori expressed concern that the proposed legislation 

would prevent Maori from securing the return of lands that were to be transferred to the new 

enterprises while being subject to claims before the TribunaL1036 In response, Parliament made 

changes to the legislation, inserting into the Act, first, a provision that required the Crown to act 

consistently with the principles of the Treaty of Waitangi and, secondly, provisions that enabled 

land that was subject to a claim made prior to the passage of the Act to be returned to Crown 

o~ership upon a recommendation by the Waitangi Tribunal, even in cases where the land had 

been on-sold to private interests.1037 

1035 Ibid. 
10% P.O. Green, 'Section 27B Memorials', New ZealaJld Lt1IV lOlmlal, August 1999, P 299. 
1037 Sections 9 and 27, State-Owned Enterprises Act 1986. 
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The changes inserted into the State-Owned Enterprises Act 1986 were insufficient to satisfy 

Maori concerns. As a result, legal action was taken by the Maori Council, which saw the Court 

of Appeal rule that protection should be extended to lands that were not already subject to 

claims before the TribunaL1038 Following several months of negotiations between the Maori 

Council and the Crown, the Treaty ofWaitangi (State Enterprises) Act 1988 was passed. This 

Act enabled the Crown to resume ownership ofland transferred to a State-Owned Enterprise 

upon a recommendation by the Tribunal, regardless of whether or not the land was subject to a 

claim.1039 However, for reasons that are unclear, this provision, which required a 'section 27(b)' 

memorial to be placed on the title of lands, applied only to land transferred to new corporations 

established under the 1986 Act and listed in the second schedule of the Act.104o 

Lands held by NZRC were not memorialised under the Treaty ofWaitangi (State Enterprises) 

1988 Act, which meant that once land had been disposed of there was no possibility of it being 

resumed to Crown ownership and transferred to Maori. (In reality, the protection provided by 

section 27(b) memorials has proved to be limited, with the Tribunal reluctant to exercise its 

powers under the 1988 Act.) The New Zealand Railways Corporation Restructuring Act 1990 

required that a memorial be placed on the title of lands transferred to the Crown-transferee 

company New Zealand Rail, the rail operator.1D41 Upon a recommendation by the Tribunal, 

the memorialised land could be resumed to Crown ownership and retulned to Maori, but only 

after it was no longer required by the rail operator.1042 These provisions were of limited 

relevance because, as explained above, no land was transferred to the rail operator, which leased 

the land required for its railway operations from NZRC. 

The absence of any statutory protection of Maori interests in NZRC's disposal process was 

noted in July 1991 by Chris Webber, who observed that the Corporation was not subject to the 

'clawback' provisions of the Treaty ofWaitangi (State Enterprises) Act 1988.1043 The implication 

of this, he stated, was that 'a century's worth of acquired assets could be sold IJ1l massc without 

any claim protection.' Weber noted that claims had been made in respect of King Country lands 

acquired for the NIMT. 

1038 Green, p 300. 
1039 Section 4, Treaty ofWaitangi (State Enterprises) Act 1988. 
10~O Section 4, Treaty ofWaitangi (State Enterprises) Act 1988. Sections 23 and 28, State-Owned Enterprises Act 
1986. 
10';1 Section 38, New Zealand Railways Corporation Restructuring Act 1990. 
10';2 Section 39, New Zealand Railways COLporation Restructuring Act 1990. 
1043 Terra Noua, July 1991, P 48. 
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111trodlicti011 rif initiatives to protect Maori illterests dUrillg disposal rif smpltls railwqy lands, 1991-1993 

It appears that around the time that Weber's July 1991 article was published, the Corporation 

was beginning to take existing Maori claims into consideration when carrying out the disposals. 

Peter Trotman, a former NZRC employee, who was involved in the disposal of Corporation 

lands, states that in about 1991 the Corporation followed an internal process of examining 

whether the lands that were being disposed of were subject to specific Treaty claims.1044 In cases 

where land was found to be subject to a claim, a consultation process was undertaken with 

claimants. It is unclear what options were made available to claimants in such cases. As with the 

State-Owned Enterprise Act 1986, this initial attempt by NZRC to protect Maori interests was 

limited in that only existing claims were taken into consideration. 

A more robust measure to protect Maori interests during the disposal of railway lands was 

introduced in late 1991, when the Crown Congress Joint Working Party (CCJWP) was 

established. The CCJwp was set up under the terms of an agreement signed on 10 October 

1991, following negotiations between Crown officials and representatives of the National Maori 

Congress.1045 The Congress initiated these negotiations after NZRC entered into a conditional 

sale and purchase agreement to bulk sell some 2000 leased properties, which were valued in 

excess of $50 million.lOi6 (At the same time as the Congress's action, claims concerning railway 

lands were lodged with the Waitangi Tribunal, including the Whanganui ki Maniapoto Wai 48 

claim. 1047) The Congress represented a large group of iwi, though Ngai Tahu, Tainui, and Ngati 

Whakaue, who were already in negotiations with the Crown, decided to stay outside the 

Congress negotiations.104S 

1044 Personal communication with Peter Trotman, 29 November 2002, cited in Cleaver, 'Public Works in the 
\Vhanganui Inquiry District', pp 322-323. 
1045 Information Brief for Iwi, June 1992, attachment 3, CCJWP, vol 1, private papers of Archie Taiaroa, 
Hinengakau Development Trust, Taumarunui. Supporting Papers, pp416-424. The Maori Congress was established 
in July 1990 at Ngaruawahia. The Congress sought to provide a unified Maori voice, representing all 1wi. One way 
that it aimed to protect Maori interests was through monitoring legislation and Government practices, as well as 
initiating new legislation. D()!IlilJiolJ, 17 July 1990, P 28. 
10-1<' Briefing paper, 'Crown/Congress Joint Process for Addressing Treaty Issues', Secretary to the Treasury to 
Minister for State-Owned Enterpri.,es, 12 May 1992, CC]wp, vol 1, private papers of Archie Taiaroa, Hinengakau 
Development Trust, Taumarunui. Supporting Papers, pp400-40S. 
1047 Information brief for iwi,June 1992, p 2, CC]wp, vol I, private papers of Archie Taiaroa, Hinengakau 
Development Trust, Taumarunui. Supporting Papers, p41 O. 
1048 Agreement between Crown and National Maori Congress, 10 October 1991, schedule 2, CC]wp, vol I, private 
papers of Archie Taiaroa, Hinengakau Development Trust, Taumarunui. Supporting Papers, p424. 
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Under the agreement of 10 October 1991, the disposal of surplus railway lands became subject 

to a process that aimed to define and recognise Maori interests in these lands.!049 (The CCJwp 

process applied only where offer back to former owners was not taken up or was deemed to be 

inapplicable.lo5~ The process required land to be categorised according to the level of Maori 

interest and it set out how land in different categories should be dealt with to enable disposal to 

proceed. In cases where a significant interest existed, land was vested in the appropriate 

claimants. However, where the interest was undefined or of a general nature, disposal to a third 

party proceeded subject to compensation being paid to the claimants. 

It was resolved that the CCJWP would address Maori interests in surplus railway lands on an 

area-by-area basis, beginning initially with lands in Auckland.105! After dealing with Auckland 

lands, the CCJWP provided clearances for the disposal of surplus railway lands in Wellington, 

Waikanae, and South Auckland before being wound up in mid-1993. The W aitangi Tribunal 

approved the agreements reached in respect of these lands, confirming that the negotiations had 

been undertaken with the appropriate claimants.1052 At the time that the CCJWP was disbanded, 

work was being undertaken on establishing claimant interests in the Whanganui and Tauranga 

districts. 1053 No evidence has been located to suggest that the CCJwp provided clearances or 

made any payments in respect of surplus railway lands in the Te Rohe Potae inquiry district. 

In March 1992, the CCJWP considered a method of fast-tracking clearances, whereby claimants 

would simply be paid a fixed portion of the sale price of all surplus railway lands.1054 This idea 

was not implemented, however, and in mid-1992 the CCJwp came under some pressure from 

NZRC to secure clearances at an increased rate that would enable it to meet its sales targets. lOSS 

1049 Agreement between Crown and National Maori Congress, 10 October 1991, CCJWP, vol 1, private papers of 
Archie Talaroa, Hinengakau Development Trust, Taumarunui. Supporting Papers, pp416-424. 
1050 Wainwright to Quinn, 27 February 1992, CCJWP, vol 1, private papers of Archie Talaroa, Hinengakau 
Development Trust, Taumarunui. Supporting Papers, pp395-396. 
1D51 Wainwright and Hall, CCJWP progress report, 27 February 1992, CCJWP, vol 1, private papers of Archie 
Talaroa, Hinengakau Development Trust, Taumarunui. Supporting Papers, pp389-394. 
1052 Waltangi Tribunal, 'Report on Auckland Railway Lands (Wal264)" 21 May 1992; Waltangi Tribunal, 'Report on 
Wellington RaIlway Lands (Wal264)', 21 December 1992; Waltangi Tribunal, 'Report on Walkanae Railway Lands 
(Wal264)" 21 December 1992; Waltangi Tribunal, 'Report on South Auckland RaIlway Lands (Wal264)" 18 May 
1993. 
1053 Fisher to CCJWP, 9 June 1993, CCJWP, vol 1, private papers of Archie Talaroa, Hinengakau Development 
Trust, Taumarunui Supporting Papers, pp425-426. 
1054 Wainwright to CCJWP, 30 March 1992, CCJWP, vol 1, private papers of Archie Taiaroa, Hinengakau 
Development Trust, Taumarunui. Supporting Papers, pp397-399. 
1055 Quinn to Co-Managers, CCJWP, 19 June 1992, CCJWP, vol 1, private papers of Archie Taiaroa, Hinengakau 
Development Trust, Taumarunui. Supporting Papers, pp406-407. 
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Protecti01l Mechanism for SmptHs Crown Ltmd 

The activities of the CCJWP gave way to the 'Protection Mechanism for Sutplus Crown Land' 

(PMSCL), which was established in 1993 and, with some modification, remains in place today. A 

cabinet-approved process, the PMSCL aims to safeguard the ability of the Crown to settle Treaty 

ofWaitangi claims with land that is of significance to claimants and at the same time allow the 

Government to operate efficiently by disposing of sutplus assets. I056 It does not apply to land 

that has been transferred to SOEs and is subject to statutory memorials. IOS7 During disposal, 

offerback provisions are observed before the PMSCL is applied. It is applicable only in cases 

where land has been offered back and former owners do not exercise their right of repurchase or 

where offerback is deemed not to apply. 

The PMSCL, which is today administered by the Office of Treaty Settlements COTS), enables 

selected surplus Crown lands to be held in regionallandbanks for possible use as redress in 

future Treaty settlements. lOSS (Much of the land in the Te Rohe Potae inquiry district is included 

in the King Country landbank,lOS) Each regionallandbank has a financial limit, based on the 

Crown's assessment of the likely value of Treaty settlements in the area, which provides a 

maximum value for the protected properties. lOGO In a disposal where the PMSCL is applicable, 

details of the surplus property must be submitted to OTS for advertisement,1061 A list of surplus 

Crown properties, with an invitation for applications for protection under the PMSCL, is then 

advertised by newspaper. These details are also sent directly to Maori on OTS' database. 

Applicants wishing to have a property protected under the PMSCL must have a claim registered 

with the Waitangi Tribunal (or an endorsement from the claimant to use the claim) and the 

property must be within the boundaries of the registered claim.1062 

Applications under the PMSCL are assessed by an 'Officials Committee' that makes 

recommendations to Cabinet Ministers, who decide whether or not to approve the 

recommendations.1063 Three Ministers have the delegation from Cabinet to consider the Officials 

1056 Office of Tceaty Settlements, Pwtection of Maoel Intecests in Sru:plus Crown-Owned Land - Infocmation for 
Applicants, 2005, pp 2-5. 
1057 Ibid, P 3. 
1058 Ibid, P 5. 
1059 Office of Treaty Settlements, Pwtection of Maori Interests in Sru:plus Crown-Owned Land Information foe 
Crown Agencies, 2006, p 20. 
1060 Ibid, 11. 
1061 Office of Treaty Settlements, Pwtection of Maori Interests in Sru:plus Crown-Owned Land - Information for 
Applicants, 2005, p 6. 
1062 Ibid, P 7. 
1063 Ibid, pp 10-11. 

263 



Committee's recommendations: the Minister in Charge of Treaty ofWaitangi Negotiations, the 

Minister of Finance, and the Minister of Maori Affairs. In exceptional circumstances, Cabinet 

may exempt a property from landbanking to allow it to be sold to a specific third party. This 

policy might be applicable, for example, in cases where the surplus land is required to provide 

continuing community services. A property may also be exempt from landbanking in cases 

where a local authority wish to acquire Public Works Act land held by the Crown for a local 

work. 10M 

When assessing applications under the PMSCL, the Officials Committee assess whether: 

III the applicant's reason as to the significance of the site to the claimants or its proposed future 
use are sufficient evidence for the Crown to protect it; 

III the reasons given by the applicants for protecting the property justify the cost of landbanking 
the property until settlement; 

• if the financial limit has been reached for the claim area, the property is of such significance 
that an exception should be made and the property protected anyway; and 

II the property should be protected because negotiations on a settlement may be in progress or 
are about to begin.lo65 

Disposal process ill the To Rohe Potal! inqlliry district - disCllSSioll 

A detailed examination of the process by which surplus railway land has been disposed of in the 

Te Rohe Potae inquiry district cannot be provided here because records kept by NZRC, DOSLI, 

and LINZ during disposal have been difficult to locate. Even though the disposals were carried 

out in the recent past, it appears that many relevant files may have been destroyed or otherwise 

lost within the organisations, possibly as a result of organisational change. Correspondence and 

reports relating to considerations surrounding offer back to former owners are particularly 

relevant to this study, but unfortunately few of these have been found. Offer back records have 

not, for example, been located for perhaps the most significant disposal involving land that was 

taken from Maori the 1993 sale to McDonalds Lime Company of almost 30 hectares of 

limestone quany land at Waiteti, which comprised land taken compulsorily from Maori owners 

in 1895, 1907, and 1912. It is unclear in this case whether the land was offered back to the 

former owners. 

The application of offer back provisions is particularly relevant to Te Rohe Potae Maori because 

it is likely that a significant proportion of the surplus railway lands that have been disposed of in 

the inquiry district were acquired from Maori. As detailed in Chapter fout, Maori gifted the land 

10M Ibid, pp 12-13. 
1065 Ibid, pp 10-11. 
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that was initially required for the track and stations of the NIMT and also later had areas taken 

compulsorily for additional railway requirements. The fact that Maori gifted some of the land 

required for the railway is important and raises certain questions in respect of gifting and the 

disposal provisions of the Public Works Act 1981 and the New Zealand Railways Corporation 

Restructuring Act 1990. Neither of these Acts included special provisions for gifted land. 

During the disposal of land that was gifted for public works purposes, should the descendants of 

former owners be expected to pay for the return of the land if it is offered back? And in cases 

where gifted land is not offered back - for example, because of access issues is it appropriate 

that revenue from the sale of such lands should be retained by the disposing authority? 

It appears that there are very few instances where surplus railway land in the Te Rohe Potae 

inquiry district has been returned to the former owners through the offer back provisions. There 

appears to be only one certain case where land has been purchased following offer back 

European A.B. Pleasants' 1996 acquisition of about two hectares ofland at Matiere.10GG A small 

number of other disposals may have involved offer back, such as the 2005 sale of Otorohanga 

Station land to Maori trustees, involving an area of about 1.5370 hectares. tOG7 A significant 

number of properties have been disposed of to Government departments and local authorities. 

Most of these disposals have involved housing properties sold between 1982 and 1988. These 

disposals appear to have been carried out in accordance with the provisions of the Public Works 

Act 1981 that enabled land to be transferred for another public work. 

The available records indicate that it has been standard practice for the land's acquisition history 

to be investigated and for an assessment to be made as to whether or not the land should be 

offered back. An example of an offer back investigation is provided in relation to LINZ's 

disposal of a 2.3230 hectare area of surplus railway land at Te Kumi, which in 2005 was acquired 

by the Waitomo District Council for use as a sports ground. The offer back report established 

that this land had been part of the area purchased offlC.H. Somerville in 1921.1068 The report 

recommended that the land be offered back to Somerville's successors and an offer was 

1066 See Table 15 
1067 See Table 15. 
106B Mo.rrice, Opus, to Crown Property Contracts, LINZ, 11 April 2003, Con/50250/09/10911/ A, LINZ. 
Supporting Papers, pp374-379. 
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accordingly made.1069 Tbis offer was not taken up, and steps were then taken to proceed with 

disposal to another party.to7o 

In cases where the disposal involved an area of surplus railway land that had no legal access, 

offer back to the former owners was deemed to be inapplicable and the land was offered instead 

to the adjacent land owner. Tbis was the case, for example, when two areas of land (a total area 

of 5.4560 hectares) were disposed of in 1986 by NZRC under the Public Works Act 1981 as part 

of an exchange to acquire additional land for the track. The land, located near Te Kuiti, was part 

of the area ofPukenui 2M that had been taken from Maori for quarry purposes in 1912. A 

report signed by the NZRC Property Business Group Manager and the Office Solicitor in July 

1986 stated that the land could only be sold to the adjoining owners.t07t It was noted that under 

normal circumstances the land would be offered back to the original owners. 

The available evidence provides other examples of land being disposed of to adjacent 

landowners where offer back was deemed not to apply because of a lack of access. In 1986, 

three sections ofland at Te I<awa, comprising a total area of 2.5200 hectares, were disposed of 

to adjacent land owners. One of the areas was exchanged for an area required for a realignment 

of the track. The NZRC offer back report noted that the land had been acquired in 1886, but 

did not establish that the land had been gifted by its former Maori owners. ton In some cases 

when land was disposed of to adjacent owners, these owners were descendents of some of the 

original owners from whom the lands had been taken. This seem to have been the case, for 

example, when in 2000 LINZ disposed of 0.9426 hectares oflandlocked land at Te I<awa to j.W. 

Wetere, the owner of adjacent land, a partition Ouruwhero block.1073 

Mallgapchi case sttltfy 

Detailed file evidence concerning the application of offerback provisions has been located in 

respect of the disposal of an area of land at Mangapehi, which was carried out in 1987 and 1988, 

early in the process of disposing of surplus railway lands. The land, an area of 7 acres 1 rood, 

1069 Morrice, Opus, to I<.ing, undated draft letter, Coni 50250/09/10911/ A, LINZ. Supporting Papers, pp380-381. 
1070 Morrice, Opus, to Principal Adviser, Crown Property Clearances, LINZ, 7 July 2003, Con/50250/09/10911/ A, 
LINZ, Supporting Papers, pp382-383. 
1071 Summary of acquisition and clearance of land at Waitete, signed by Group Manager, Property Business, and 
Office Solicitor, July 1986, NZRC file 30437, Land Purchase for Easement from Dibble Bros, OnTrack. Supporting 
Papers, pp386-387. 
1072 Summary of acquisition and clearance of land at Te Kawa, signed by Group Manager, Property Business, and 
Office Solicitor, February 1986 NZRC file 31114/96/43, Otorohanga-Te Kawa: Proposed Curve Easement, 
OnTrack. Supporting Papers, p388. 
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part of Rangitoto Tuhua 68G 2C, had been taken from six Maori owners in 1944. Five houses 

were built on the land and the remainder of the area was leased for grazing and cropping 

purposes.I074 Early in 1987, NZRC began taking steps to dispose of the land. By this time, four 

of the five houses had been removed. The remaining house was occupied by a recently

redundant railway worker, a Mr Batley, who had been the station master at Mangapehi.1075 

In May 1987, NZRC prepared a rep ott on the acquisition history of the land, concluding that the 

land should be offered back to the former ownets or their successor under section 40(2) of the 

Public Wotks Act 198e076 However, the report also noted that Batley was interested in 

acquiring the land. As an ex-employee, NZRC showed considerable concern for Batley'S 

interests. In a letter wtitten to the Maori Land Court, tequesting the names of the former 

owners and their successors, the Manager of the Property Group stated that, if the owners did 

not want the land, it would be offered to Batley. It was noted that Batley had been a good 

employee and was a well known and active member of the local Maori community.1077 

The Maori Land Court established that there were some 21 former owners and successors, who 

mostly resided in various locations in the King Country and Waikato.I078 After receiving these 

details, the NZRC asked an officer in the Hamilton office of the Department of Survey and 

Land Information, Don Prentice, to meet and either obtain a clearance from the owners or 

complete a sale to them.1079 (prentice was believed to have 'a certain expertise in dealing with 

Maori people in such an offering back situation'.) It was suggested that Batley be invited to the 

meeting, 'in an effott to be seen to be doing as much as we possibly can for one of our ex staff 

members'. 

Ptentice established that the former owners were also owners of the Tiroa block and he arranged 

to attend a meeting of the owners of that block on 4 December 1987, with the aim of 

1073 Agreement for sale and purchase of real estate, 31 May 2000, Con/50023/09/11024/2, LINZ. Supporting 
Papers, pp371-373 
1074 Group Manager Property, summary of acquisition and clearance of land at Mangapehi, 18 May 1987, BAOB 
4979 A1239/276 MP 145 part 1, ANZ Auckland. Supporting Papers, pp6-8. 
1075 Group Manager Property to Registrar, Wa.ikato-Maniapoto District Maori Land Board, 5 June 1987, BAOB 
4979 A1239/276 MP 145 part l,ANZ Auckland. Supporting Papers, pp9-10. 
1076 Group Manager Property, summary of acquisition and clearance ofland at Mangapehi, 18 May 1987, BAOB 
4979 A1239/276 MP 145 part 1, ANZ Auckland. Supporting Papers, pp6-8. 
1077 Group Manager Property to Registrar, Wa.ikato-Maniapoto District Maori Land Board, 5 June 1987, BAOB 
4979 A1239/276 MP 145 part 1, ANZ Auckland. Supporting Papers, pp9-10. 
1078 List of owners of Rangitoto Tuhua 68G2C as at January 1987, BAOB 4979 A1239/276 MP 145 part 1, ANZ 
Auckland. Supporting Papers, p5. 
1079 Elton to Chief Surveyor, DOSLI, Hamilton, 24 August 1987, BAOB 4979 A1239/276 MP 145 part 1,ANZ 
Auckland. Supporting Papers, pp11-12. 
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ascertaining whether they were interested in acquiring the land and whether they had the 

financial ability to do so. lOBO Only four owners remained present when Prentice addressed the 

meeting, and these individuals were unanimous that they were not interested in the land.10Bl 

However, to be sure of the position, Prentice wrote to the remaining owners on 10 December 

1987, advising them that if they were interested they should notify him before the end of January 

1988 and that such notification should be accompanied by a guarantee of cash payment.1082 

Prentice received two inquiries, one verbal and one written, both seemingly from members of 

the Wehi family.1083 The written inquiry was made by solicitors representing I<awe Kehu Wehi, 

requesting information concerning the acquisition of the land and its valuation. 10M (In October 

1987, the land and improvements had been valued at $38,000.108~ On 26 January 1988, after 

receiving this information, the solicitors advised that Mr Wehi and his family were 'anxious to 

purchase back the area ... and are busy finding ways and means of financing that purchase. ,1086 

On 10 February 1988, Prentice wrote to NZRC's Property Business Group, reporting that he 

had received no firm requests for the land accompanied by a guarantee of cash payment.1087 He 

noted that he had received two inquiries expressing an interest in the land, but stated that 

purchase money was still being sought and might be as far away as May. Prentice advised that he 

had therefore written to the individuals concerned, informing them that he was unable to 

consider their late application. He suggested that the land be disposed of to Batley at valuation, a 

course of action that appears to have been carried out. 

This disposal shows that, at the beginning of the disposal process, at least, the offer back 

provisions were sometimes applied in a way that prevented former owners from purchasing land 

lOBO Prentice to Secretary, Tuna Trost, 19 November 1987, BAOB 4979 A1239/276 MP 145 part 1, ANZ Auckland. 
Supporting Papers, pp 15-16. 
lOBI Prentice to Property Business Group, 10 December 1987, BAOB 4979 A1239/2761'vIP 145 part 1, ANZ 
Auckland. Supporting Papers, p17. 
1002 Prentice, circular letter regarding Rangitoto Tuhua 68G 2e, 10 Decmber 1987, BAOB 4979 A1239/276 MP 145 
part 1, ANZ Auckland. Supporting Papers, pp18-19. 
10B3 Prentice to Property Business Group, 10 February 1988, BAOB 4979 A1239/276 MP 145 part 1, ANZ 
Auckland. Supporting Papers, p22. Prentice to Wehi, 10 February 1988, BAOB 4979 A1239/276 MP 145 part 1, 
ANZ Auckland. Supporting Papers, p24. Prentice to Phillips and Powell, 10 February 1988, BAOB 4979 
A1239/276 MP 145 part 1, ANZ Auckland. Supporting Papers, p23. 
10M Phillip and Powell to Manager, DOSLI, Hamilton, 18 January 1988, BAOB 4979 A1239/276 MP 145 part 1, 
ANZ Auckland. Supporting Papers, p20. 
1085 Mackisack, Valuation New Zealand, 6 November 1987, BAOB 4979 A1239/276 MP 145 part 1, ANZ 
Auckland. Supporting Papers, p13. 
lOOG Phillip and Powell to Manager, DOSLI, Hamilton, 26 January 1988, BAOB 4979 A1239/276 Jl.IP 145 part 1, 
ANZ Auckland. Supporting Papers, p21. 
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back even when this was their clear wish. In particular, the disposal indicates that little flexibility 

was shown in respect of the amount of time that owners were given to raise funds to conclude a 

purchase. Section 42(2) of the 1981 Act, now repealed, provided that land could be disposed of 

if an offer to the fanner owners had not been accepted either within 40 working days or such 

period as the disposing authority considered reasonable. In the Mangapehi case, the offer seems 

to have remained open only for the minimum 40 working days, even though there was strong 

interest in repurchasing the land. This lack of flexibility seems to have been particularly 

unsympathetic given that more than one owner was involved (as is likely in most offer backs 

involving land formerly held by Maori) - a situation that meant that the response to offer back 

would be more drawn out because of the greater time involved in organising multiple owners. 

The decision to limit the offer back period to 40 days probably owed something to a general 

desire to see the disposal of the surplus lands carried out quickly, and it also seems possible that 

the officials involved may have been influenced by a desire to see the land disposed of to the 

fanner NZRC employee rather than the former Maori owners. 

PmtectiOll of lal1ds suo/eet to Treaty ofWaitallgi ciaims 

As detailed earlier, the disposal of surplus railway lands was initially undertaken without any 

special protection of Maori interests. The Treaty ofWaitangi (State Enterprises) 1988 Act did 

not apply to Railway lands and it was not until 1991 that NZRC began an infonnal process of 

checking whether land was subject to specific claims. Between 1985, when the Labour 

Government allowed historical claims to be made to the Waitangi Tribunal, and the end of 1990, 

a significant area of surplus railway land, mostly housing properties, was disposed of in the Te 

Rohe Potae inquiry district. In total, at least 13 hectares were disposed of during this time. In 

November 1991, soon after the CCJWP was established, a number of parcels of land at 

Awamutu, a total area of about 17 hectares, were transferred to private interests. This disposal 

would presumably been subject to NZRC's intemal claim-review process, but owing to a lack of 

evidence the nature ofNZRC's inquiries into this land is unclear. 

As detailed earlier, the CCJWP did not provide clearances for railway land disposals in the Te 

Rohe Potae inquiry district. However, in June 1993, around the time that the CCJWP was 

wound up, NZRC sold the limestone quarry lands at Waiteti to McDonalds Lime Company. It 

is unclear whether this disposal was subject to the PMSCL mechanism introduced around this 

time. In terms of land area, the disposal of most surplus railway land in the Te Rohe IJotae 

1087 Pcentice to Pcope.rty Business Gcoup, 10 February 1988, BAOB 4979 A1239/276 MP 145 pact 1, ANZ 

269 



inquiry district has taken place during the operation of the PMSCL mechanism. Several parcels 

of surplus railway land in the inquiry district have been landbanked a total area of about 4 

hectares, comprising lands located at Mangapehi, Te Kuiti, and Ngaroto. (It is notable that the 

Mangapehi land, an area of 2.5 hectares, appears to have been land that was originally gifted by 

Maori. It therefore may be inappropriate for this land to be returned as part of the financial 

redress of any a future settlement of historical claims.) It is unclear whether the financiallirnits 

of the King Country landbank will enable further land to be included in the landbank. 

Conclusion 

The final chapter in this report has examined developments since 1980, a time during which the 

management of the New Zealand rail system has undergone a series of major changes, reflecting 

a wider process of economic and social transformation. The first change, made response to 

Railways' declining financial performance, saw NZR corporatized in 1982. The new Corporation 

then underwent major restructuring before rail operations were privatised in 1992. In 2008, 

following 16 years of private ownership, the rail system was repurchased and returned to state 

ownership. These major changes in the management of the rail system were introduced without 

discussion with Rohe Potae Maori .. The chapter has focused on two developments of particular 

significance to Rohe Potae Maori, which were initiated during the restructuring of NZRC: staff 

cuts and the disposal of surplus railway lands. It has been argued that Rohe Potae Maori 

possibly should have been consulted about staff cuts and certainly should have been consulted 

about land disposal policies. 

In respect of staff cuts, the issue of consultation arises from the agreements and understandings 

that had been reached prior to construction of the NIMT, particularly Ballance's general 

assurance regarding the economic benefit that the NIMT would bring Rohe Potae Maori. It is 

unclear whether Rohe Potae Maori employment with NZR constituted a significant economic 

benefit. However, the proposed economic capabilities overview report should provide an 

indication of the importance of NZR employment for Rohe Potae Maori, shedding light on 

whether consultation over job losses was warranted. It is notable that neither the National 

Government that set up the Corporation nor the Labour Government that came to power in 

1984 specifically considered how Rohe Potae Maori might be affected by staff cuts. 

Auckland. Supporting Papers, p22. 
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The extent of railway job losses in the I<ing Country since 1980 has been consistent with the 

total level of staff cuts made nationwide, which declined most dramatically between about 1986 

and 1992. In 1980, as detailed in Chapter five, some 349 full-time Railways' employees were 

based within the Te Rohe Potae inquiry district and the bordering town ofTaumarunui. A 

conservative assessment suggests that at least 20 percent of railway workers in'the I<ing Country 

district were of Maori descent, equating to at least 71 Maori in the district working on the 

railway. In 1980, Railways' work therefore clearly provided income for numerous I<ing Country 

Maori, with NZR offering employment opportunities across a range of different skill levels. 

While it has not been possible to chart exactly when railway employment in the I<ing Country 

district fell, it has been established that in February 2009 OnTrack and KiwiRail had only 65 staff 

based in the Te Rohe Potae inquiry district and in Taumarunui, representing a decrease of over 

80 percent from the number of railway employees in the district in 1980. 

Before setting up NZRC, the National Government does not appear to have determined the 

social impacts that would result from corporatizing Railways without limiting the number of staff 

that would be cut to meet commercial objectives. It seems that any social costs associated with 

corporatisation were seen to be justified by the economic benefits that corporatisation was 

expected to bring. This view also seems to have been held by the Labour Government that 

allowed the restructuring of Railways to proceed without political interference. NZRC's 

restructuring process was consistent with the far-reaching economic reforms that Labour 

introduced from 1984, which included the corporatisation of a number of state-owned trading 

departments under the SOE Act 1986. Cuts to NZRC staff numbers were carried out alongside 

significant job cuts in other areas of the state sector, which included many jobs traditionally 

occupied by Maori. The Labour Government's Ministerial Co-ordinating Committee on State 

Owned Enterprises expressed concern about 'transitional issues' arising from the SOE process, 

but appears to have accepted advice from officials who argued that the process would involve 

only 'short term dislocation'. 

The Labour Government's measures to provide assistance to individuals and communities 

affected by the restructuring of SOEs were of a conservative nature. This approach seems to 

have reflected advice from Treasury that warned against any level of assistance, including 

employment creation schemes, that might affect the reform process, including the 'release of 

labour' from declining industries and regions .. Assistance was mostly provided through existing 

Government services, including the unemployment benefit. While the cuts to the number of 
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railway staff appear to have been achieved through voluntarily redundancy, it seems likely that 

the redundancy packages would have generally provided ex-railway workers with only short-term 

financial security. 

In regard to the policy of disposing of surplus railway land, also introduced during the 

restructuring of NZRC, an obligation to consult with Rohe Potae Maori existed because the 

fact that most of the land required for the NIMT in the King Country district had formerly been 

owned by Maori. As detailed in Chapter four, Rohe Potae gifted a significant area for the track 

and stations, presumably believing it would always be used for railway purposes, and had further 

land taken compulsorily under public works legislation. As the disposal of railway lands in the 

King Country was likely to involve land formerly owned and possibly gifted by Rohe Potae 

Maori, it seems reasonable to suggest that there should have been consultation with Rohe Potae 

Maori about the general policy of disposing of surplus railway land. 

Not only was the land disposal policy introduced without consultation with Rohe Potae Maori, it 

seems that at the beginning of the disposal process there was no clear, public communication 

regarding the policy and how it was to be carried out. In the Te Rohe Potae inquiry district, 

some 137 hectares have been disposed of since 1982 by NZRC, DOSU, and LINZ. These 

disposals have involved a range of different property types, including vacant rural and urban 

land, housing, and quarry land. NZRC began disposing of housing properties in 1982, and in 

1987 also started to dispose of other surplus lands. One of the largest disposals involved almost 

30 hectares of limestone quarry land at Waiteti, which comprised land compulsorily taken from 

Maori owners in 1895, 1907, and 1912. This land was sold to private interests in 1993. The 

process of disposal continues today with about nine hectares of surplus land in the inquiry 

district earmarked for future disposal. 

The disposal of surplus railway lands was initially carried out under the Public Works Act 1981 

and, later, the New Zealand Railways Corporation Restructuring Act 1990. Both of these Acts 

included provisions that required land to be offered back to the former owners. (The 1981 Act 

reintroduced offer back provisions, which had been absent from public works legislation for 

almost 50 years.) It is notable, however, that there were a number of exemptions to offer back. 

For example, offer back did not apply in cases where land was required for another purpose. 

The way that offer back provisions were applied during the disposal of surplus railway land was 
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clearly of relevance to Te Rohe Potae Maori because it is likely that a significant proportion of 

these lands had been acquired from Maori. 

The fact that Maori gifted some of the land required for the railway is important and raises 

certain questions in respect of gifting and the offer back provisions of the 1981 and 1990 Acts, 

neither of which included special provisions for gifted land. In particular, it is questionable 

whether the descendants of former owners who gifted land for public works purposes should be 

expected to pay for the return of the land when it is offered back.. It is also questionable whether 

it is appropriate in cases where gifted land is not offered back - for example, because of access 

issues -that revenue from the sale of such lands should be retained by the disposing authority. 

It appears that very few of the disposals carried out in the Te Rohe Potae inquiry district since 

1982 resulted in land being repurchased by former owners through the offer back provisions. A 

significant number of properties have been disposed of to Government departments and local 

authorities, seemingly in accordance with provisions that have enabled land to be transferred for 

another public worle In other cases, it appears that it has been standard practice during disposal 

for the land's acquisition history to be investigated and for an assessment to be made as to 

whether or not it should be offered back. In cases where the disposal involved an area of 

surplus railway land that had no legal access, offer back to the former owners was deemed to be 

inapplicable and the land was offered instead to the adjacent land owner. Where land was 

offered back to the former owners, detailed me evidence relating to land at Mangapehi indicates 

that, during the early years of the NZRC disposals at least, former owners were not given 

sufficient opportunity to purchase the land. 

In the Mangapehi case, the former Maori owners were given only 40 working days to accept the 

offer and raise funds to complete the purchase (the minimum time provided in the 1981 Act). 

Though the owners expressed a strong interest in the land, it was withdrawn before they were 

able to arrange finance. This lack of flexibility seems to have been particularly harsh given that 

more than one owner was involved (as is likely in most offer backs involving land formerly held 

by Maori) a situation that meant that the response to offer back was likely to require more 

time. The decision to limit the offer back period seems to have reflected a general desire to see 

the disposal of the surplus lands carried out quickly, and it also may have been influenced by a 

desire to see the land disposed of to the former NZRC employee rather than the former Maori 

owners. 
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It is notable that for several years the disposal of surplus railway lands was carried out without 

any protection of Maori interests relating to historical Treaty ofWaitangi claims. For reasons 

that are unclear, the Treaty of Waitangi (State Enterprises) Act 1988 - introduced following legal 

action by the Maori - did not apply to lands being disposed of by NZRC. It was not until 1991 

that NZRC began an informal process of checking whether land was subject to specific claims. 

Between 1985, when the Labour Government allowed historical claims to be made to the 

Waitangi Tribunal, and the end of 1990, at least 13 hectares of surplus railway land, mostly 

housing properties, was disposed of in the Te Rohe Potae inquiry district. In mid-1991, 

concerns over NZRC plans to bull<. sell leased properties led the National Maori Congress to 

negotiate with the Government to establish a more robust and transparent process of protecting 

Maori interests. 

The CCJWP, which operated until mid-1993, does not appear to have provided any clearances 

for railway land disposals in the Te Rohe Potae inquiry district, which appear to have stalled 

during this time. However, in June 1993, around the time that the CCJWP was wound up, 

NZRC sold the limestone quarry lands at Waiteti to McDonalds Lime Company. It is unclear 

whether this disposal was subject to the PMSCL mechanism that superseded the CCJWP. In 

terms ofland area, the disposal of most surplus railway land in the Te Rohe Potae inquiry district 

has taken place during the operation of the PMSCL mechanism. During this time, several 

parcels of surplus railway land in the inquiry district have been landbanked for the future 

settlement of historic claims. 
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Table 14: Sfltpl1/s railwqy lands it! Te Rohe Potaff il1qztiry disttic! disposed New Zeaiand Railwqys C01poratioll between 1982 and 1994 

"----Date Sold Description Legal Description CT Sold To Area (ha) 

1982 House and land, Te Kuiti Lots 1 & 2 Blk XIV Te Kuiti Native Township Police Department 0.1912 

1982 Land, Matiere Station Sec 1 B1k XV Aria SD and Crown land TKeepa 0.5008 

1983 , I-louses, Te Kumi Lots 4, 5, &10 DPS 32549 Housing Corporation 0.1991 

1983 I-louse, Te Kumi Lot 7 DPS 32549 SA 29B/623 Housing Corporation 0.0654 

1983 House, Te Kumi Lot 11 DPS 32549 Housing Corporation 0.1021 

1983 House, TcKumi Lot 14DPS 32549 I-lousing Corporation 0.1202 

1983 House, Te Kumi Lot 15 DPS 32549 Housing Corporation 0.1111 

1983 House, Te Kumi Lot 16 DPS 32549 Housing Corporation 0.1108 

1983 I-louse, Te Kumi Lot 17 DPS 32549 Housing Corporation 0.1105 

1983 House, Te Kumi Lot 9 DPS 34059 Housing Corporation 0.0740 

1983 House, Te Kumi Lot 5 DPS 34059 Housing Corporation 0.0736 

1983 House, Ohura Lot 5 DP 14010 I-lousing Corporation 0.1318 

1983 .I'f<>use,Ohura Lot 5DP 8685 Housing Corporation 0.0787 

1984 I-louse, Canoll Street, Te Kuiti Lot 12 Blk XV Te Kuiti Native Township Department of Maori Affairs 0.0708 
---

1984 Vacant land, Canoll Street, Te Kuiti Lot 16 Blk Y;V Te Kuiti Native Townsihp Waitomo District Council 0.0708 

1984 House, Carroll Street, Te Kuiti Lot 20 Blk XV Te Kuiti Native Township GAHolder 0.0708 

1984 Vacant land, Carroll Street, Te Kuiti Lots 22 & 23 BlkXV Te Kuiti Native Township KRSorensen 0.1644 
1--

1984 House, Te Kuiti Lot 5 Blk XIV Te Kuiti Native Township SD] &JAElliot 0.0925 

1984 Land,Ohura Lot4DP 14010 RA&C Olsen 0.1252 

20/1/1984 Land,Ohura Lot 1 DP14010 SAF4/1161 
Declared Crown land subject to 

0.1129 
the L""d Act 1948 

10/12/1984 Land,Ohura Lot 3 DPl4010 SAF4/1163 RW&HTeAwll 0.1221 

1985 House, Te Kuiti Lot 14 Blk XIV Te Kuiti Native Township GLA & 0] Roberts 0.0708 

1985 House, Te Kumi Lot 1 DPS 32549 BR&LHMangu 0.0927 

1985 House, Te Kumi Lot 6 DPS 32549 LP &QH Green 0.0927 r--
1985 House, Te Kumi Lot 8 DPS 32549 Department of Maori Affairs 0.0746 

1985 House, Te Kumi Lot 12 DPS 32549 Department of Maori Affairs 0.1088 

25/1/1985 Vacantland,Ohura Lot 2 DPI40l0 SA F4/1162 ATA Ormslay & 1M Chandler 0.1166 

1986 House, TeKumi Lot 3 Dl'S 32549 B Ruaporo 0.0540 
-----

1986 Part limestone quarry, Waiteti (land exchange) Part Pukenui 2M NZ Limestone Products Limited 2.1600 

1986 Part Iimestooe quarry, Waiteti (land exchange) Part Pukenui 2M Department of Lands and Survey 3.2960 

1986 Land, Te Kawa (land exchange) Lot 3 LO 34908 RPandJWard 0.4000 

1986 Housel?J, Ohaupo Lot2DP 63 LL & JO Bennett 0.0809 

1987 House, Te Kumi Lot 3 DPS 34059 SA 30B/398 RK & !viA Ngarotata 0.0927 
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Date Sold Description Lcgal Description CT Sold To Area (ha) 

1987 Land, Ohaupo Part rnilway land (Deeds Inde:" 15A/500) TBDavies 0.8044 

1987 I-Iouse,Ohuta Lot 3 DP 6904 NPoutu 0.0840 

1987 House,Ohum Lot 32 DP 6904 FP Lague 0.0898 

1987 House, Ohutu Lot 30 DP 6904 Department of Maori Affairs 0.0845 
--------

1987 House,Ohum Lot 33 DP 6904 SJ Chapman 0.0936 

1988 House and land, Ellis Road, Mangapehi Lot4DP 4103 TNHZ/1383 B. Batley 2.9340 

1988 House, Te Kuiti Lot 4 B1kXIV Te Kuiti Native Township SA 30C/224 T&TRNgatai 0.0943 

1988 House, Te Kuiti Lot 18 BlkXIV Te Kuiti Native Township ARKing 0.D708 

1988 I-louse, Otorohanga PR Carr & MA Wallace 0.1016 
---------

Land "=,«;hange, Te Kuiti (suhject to section 107(7) of the 
1988 Sec 1 (area 'Ai SO 56899 

New Zealand Limestone Products 
0.2910 

Public WorkS Act 1981) Ltd 

1988 House,Ohum Lot 12 DP 6904 Department of Maori Affairs 0.0976 
I 1988 House,Ohum Lot 29 DP 6904 Department of Justice 0.0827 

17/10/1988 House,Ohum Lot 35 DP 6904 SAHI/391 Department of Maori Affuirs 0.0918 

House, OhUta Lot2DP 6904 SAH1/383 0.0835 

Honse, OhUta Lot 10 DP 6904 SAHI/389 0.0923 

House, Te Kuiti Lot 3 Blk XIV Te Kuiti Native Township SA30C/226 0.0966 

I-louse, Te Kuiti Lot 2 DPS 32549 SA 29B/618 0.0531 

House, Te Kuiti Lot 9 DPS 32549 SA 29B/625 0.0841 

I-Ionse, Te Kuiti Lot 13 DPS 32549 SA 29B/629 0.1199 
... ~ 

SA30D/396 House, Te Kuiti Lot 1 DPS 34059 0.0789 
1989 

SA 30B/397 
Stone Key Investments Ltd 

House, Te Kuiti Lot 2 DPS 34059 0.0788 

House, Te Kuiti Lot 6 DPS 34059 SA 30B/401 0.0765 

House, Te Kuiti Lot 7 DPS 34059 SA 30B/402 0.0762 

I-louse, Te Kuiti Lot 10 DPS 34059 SA 30B/405 0.0813 

House, To Kuiti Lot 12 Blk XIX Te Kuiti Native Township SA 32A/563 0.0821 

House, Te Awamutu Lot 65 DPS 6405 SA 38C/174 0.0698 

Houses (4), Te Kumi Part Sec 59 BlkXV Omhiri SD SA 44B/178 0.4922 

1989 House!?], Ohaupo Lot3DP 63 WADmbble 0.0809 

1989 House!?], Ohaupo Lot4DP63 I<D&AMKing 0.0809 

1989 House, Te Kumi Lot 4 DPS 34059 EN Barton 0.0728 

14/4/1989 I-louse, Tc Kumi Lot 8 DPS 34059 SA30B/403 lvrr Ordish 0.0843 

30/6/1989 Land, Tuhua (land exchange) National Roads Board 0.1239 

21/7/1989 Leased land, Ohaupo Lot4DP 63 SA 35D/658 KD&AMKing 0.0800 

21/10/1989 Land, Carroll Street, Te Kuiti 0.0943 

28/5/1990 Land, Te Kawa (land exchange) Sec 2 SO 57215 SA 43C/354 MJ.MiJham 1.4165 

28/5/1990 Land, Te Kawa (l~ exchange) Sec 2 SO 57214 SA 43C/354 MJ Millmm 0.7432 
------
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Date Sold Description Legal Description CT Sold To Area (ha) 

1990 Land, Ohaupo Lot 2 DPS 494429 Ohaupo Developments Ltd 0.7056 

1991 Houses!?], Te Kumi Sec 54 Bik XV Orahici SD SA 35A/773 DC Bailey & J Barker 0.5190 

7/2/1991 Land, Te Kuiti Sec 54 SO 50437 SA 35A/773 
Te Kuiti Livestock & General 

0.5190 
Transport Ltd 

2/10/1991 Land, Te Kumi Lot 3 DPS 41089 SA 37A/999 Saves U More Supermarket 0.2126 

Leased land near Te AWlllIlUtu (access from Paterangi 1.7960 
Road) 
Land bordered by Mangapiko Stream and Paterangi Road, 

12.8806 
TeAwamutu 

__ !-al1d At Te Awamutu, Paterangi Road. 0.3182 

House, Paterangi Road, Te Awamutu 0.0820 
---

1 __ Land adjacent to Patecangi Road, Te AWlllIlutu 0.0820 

Access way, Paterangi Road to NZRC sand pit 0.1360 
29/11/1991 NZRC sandpit, Paterangi Road, Te Awamutu SA 25B/645-6 G & BI Rushbrook 1.2760 

Land adjacent to access way to sandpit and Paterangi Road 0.0520 
--

Land adjacent to Patecangi Road, Te AWlllIlUtu 0.0812 

House, Paterangi Road, Te Awamutu 0.0820 

Land at Corner Road, Te Awamutu 0.4080 

Public Access to rubbish dump off Paterangi Road 0.0720 

Land adjacent to Paterangi Road or Meadways Corner 0.2000 
Road 

------ -------

30/6/1992 Mangaokewa Stream bed, Te Kuiti (shown On DPS 61780) Crown 0.9300 

21/10/1992 Historic Huiputea Pine Reserve, Otorohanga Lots 3 & 4 DPS 62786 Otorohanga District Council 0.0559 

27/11/1992 Land, Otorohanga S ration Lot 2 DPS 62786 SA 5tB/749 Storcraft Ltd 0.3170 

11/6/1993 Land, Waited, Lot 2 DPS 61780 SA 50D /244-6 McDonald. Lime Co 1.5040 

11/6/1993 Part limestone quarry, Waited, Lot 3 DPS 61780 SA 50D/244-6 McDonalds Lime Co 1,4500 

11/6/1993 Part limestone quarry, Waitcti Lot 1 DPS 61780 SA 50D/244-6 McDonalds Lime Co 26.3100 

30/6/1993 Land required for esplanade [eserve, Te Kuiti Lot4DPS61780 Waitomo District Council 0.3400 

Not recorded Land, Otorohanga Oand ""change) Sees 1 & 2 SOs 59419 & 59420 GR & :rv1A Osborne 1.4288 

Not recorded Land, Te Kll.wa Oand e"change) Sec 2 SO 57214 0.7432 

Not recorded L""d, ghaupo Lot 1 DPS 61135 DC McDonald 0.0748 

Not recorded House!?], To Kumi Sec 56 Blk XV Orahici SD SA 35A/774 Furst Homes Ltd 0.0927 
---------

Not recorded House!?], Te Kuiti Lot 11,DP 36394 AJ &BIGiIl 0.4226 

Not recorded Land, Te Kumi Lot 1 DPS 41089 SA 37A/997 Tram(JVB) 0.2101 

Not recorded Land, Te Kumi Lot 2DPS 41089 SA 37A/998 Tram (JVB) 0.1737 

Total 63.7372 
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Table 15: Smpllfs railway latlds ill Te Rohe Potac inquiry district diJposed of I?)I Land I'iforo1afion Zealand from 1994 

---

Date Sold Description Legal Description NZRCIDNo. CT Sold To Area (ha) 

Not recorded S~cionyrurl,TeA\vrunuru Lot 1 DPS 68576 C30427 & others SA 55A/212 DTL Properties 4.3440 

SA20B/25, 

Not recorded Station yrurl, Otorohanga Lots 1-4 D PS 19628 
C30487, C30488, SA 20A/1450, 

Not recorded 0.4181 
C30489 SA20B/294, 

i SA20B/293 

Not recorded Land at Carroll St (opposite Te Kuiti Station) Lot 2 DPS 26622 C30561 SA 24D/1206 Not recorded 0.2641 

Ni Gazette 1991, 
---- -----

Not recorded Land at Te Kwni Road, Te Kuiti Pt Lot 3 DP 15146 C30531 Not recorded 0.7372 
----

1'3319 

Not recorded Land at Te Kumi Road, Te Kuiti Lot 1 DP 41089 C30499, C30498 SA 3711./997 Not recorded 0.2101 
------

1996 Water supply reserve, Ohura Subdivision 2 Btk V Sec 1 Ohura SD C44294 
NZ Gazette 1996, 

Department of Conservation 48.9670 
p 1587 

1996 Land at Ngaroto Lot 1 DPS 68148 C31715, C31716 SA 54C/960 Office of Treaty Settlements 0.5442 
--

C34613, C34614, 
1997 Land at Ongarae Back Road, Te Koura Lot 1 58529 C34615, C34616, SA 38A/728 AT Porritt 5.5992 

C34617 

1997 Land Ohura Road, Matiere Lot 1 DP 18995 C40537 TN K4/760 A B Pleasants (offer back) 2.0500 

1997 Land at Tui/Huia Street, Ohura Sec 2 Block XVII Town of Ohura C43522 TNB1/174 DR Allan 0.1012 

2000 Te Kawa Station Lot 1 DPS 87227 C31690 SA 69B/90 DT & SM Forsythe 0.4040 

2000 Te Kawa Slation Lot 1 DPS 87228 C31689 SA 69B/91 MB & PK Ormsby 0.4059 

2000 Te Kawa Station Lot 2 DPS 86768 C34197 SA 69B/92 JR Wetere 0.4442 
----

2000 Te Kawa Station Lot 1 DPS 86768 C34198 SA 68D/122 JR Wetere 0.4984 

2000 Mangapebi Station Lot 1 DP 19250 
C3077 5, C30776, 

SAK3/359 Office of Treaty Settlements 2.5000 
C34264 

---- --- --
Allotments 8 & 10, Block}{'l Te 

2000 Industrial site, Te Kuiti 
KuitiMaori Township_ 

C30562 SA 30C/227 Office of Treaty Settlements 0.1416 
----

2001 Te Kuiti Station Lot 1 DPS 87195 C30557 SA 69B/12 Office of Treaty Setdements 0.0996 

2001 Te Kuiti Station Part Te Kuiti Native Township C30551 SA 70A/902 Office of Treaty Settlements 0.0028 

2001 Te Kuiti Station Part Te Kuiti Native Township C30549 SA 70A/902 Office of Treaty Settlements 0.0088 

2001 Te Kuiti Station Part Te Kuiti Native Township C30553 SA 70A/904 Office of Treaty Settlements 0.1075 

2001 Te Kuiti Station Part Te Kuiti Native Township C30554 SA 70A/902 Office of Treaty Settlements 0.1730 

2001 Te Kuiti Station Part Te Kuiti Native Township C30555 SA 70A/902 Office of Treaty Settlements 0.2670 

2001 Te Kuiti Station Part Te Kuiti Naitve Township C30560 SA 70A/902 Office of Treaty Settlements 0.3796 

2004 Te Kuiti Station Lot 4 DP 88766 C30558 SA 70A/903 Waitomo District Council 0.2263 

2005 Otorohanga Station P t Lot 1 DPS 62786 C30473 SA 5IB/748 Trustees for Maori Reservation 0.6000 

2005 Otorohanga Station Pt Lot 1 DPS 62786 C30475, C30476 SA 5IB/748 Trustees for Maori Reservation 0.9370 
--------

C3051O, C30521, 
Part Section 57, Block}{'l Orahi.ri 

2005 Sports ground, Te Kuiti 
SD 

C30522, C30523, SA50A/295 Waitomo District Council 2.3230 
__ L 

~~--- ~--- ---
C30~24, C30525, 

. ----
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Date Sold Description Legal Description NZRC ID No. cr Sold To Area (ha) 
C30526 

Total 72.7538 

Table 16: SUlpltls railwqy lands ill Te Rohe Potae 11lQ1liry District presentlY I?y ulIld I1ifor!l1atioll New Zealalld for disposal 

Description Legal Description NZRCIDNo. cr Area (ha) 

Otorohanga Station yard Railway land adjoining Lot 1, DPS 62786 C34675 SAOA/145, 0.0825 

Land at Otorohanga Part Otorohanga C2Am Block C30496 N/A 0.3833 

Industrial Site, Waiteti Road, Te Kuiti Lot 1 DPS 67572 C30572 N/A 2.3730 

Reservoir, Ongarue Part Rangitoto Tubu .. 77E Block C44032 N/A 0.1948 

Okahukura Station yards Part Rangitoto Tuhua 55A & Part Rangitoto Tuhua 52F3 C42152,42153 N/A 1.6200 

Okahukura Station yards Part Raogitoto Tuhua 55A & Part: Rangitoto Tubua 52F3 
C42144, C42145, C42146, C42147, 

N/A 2.5110 
C42148, C42149 

Land at Ohura Road, Matiere Adjoining Ohura Soutb K4 Sec 2B 3A No 1 C44350 N/A 0.1870 

Land at Tamnui Street, Oburn Sect 12 Blk xvm Town of Ohum C40506 N/A 0.1267 

L;md at Tamnui Street, Oburn Sect 14BlkXVIll Town ofObura C44254 N/A 0.0827 

Land at Ta:ranui Street, Ohura Part Lot 1 DP 6818 C40497 N/A 0.7493 

Land at Ohurn P.rt Sec's 12 & 13 Blk XVIll Town of Ohura C40507 N/A 0.0708 

House, Ohurn Part Sec's 12 & 13 Blk XVIll Town of Ohura C4050B N/A 0.0690 

I· louse, Ohurn Part Sec's 10 & 11 BlkXVIll Town ofOhum C40505 N/A 0.2276 

Stockyards, Tokocima Part Sec 24 Blk XIV Obura SD C40483 N/A 0.1894 

Total 8.8671 

279 



Conclusion 

As in other colonial settings during the second half of the nineteenth century, officials and 

politicians in New Zealand conceived of railways, along with roads and telegraph, as the 

technological and practical devices to extend and strengthen European settlement. The drive for 

these public works was further fuelled by the idea that such 'progress' would reduce the risk of 

further armed conflict with Maori as they came under the influence of 'civilisation', cementing 

Government authority over areas outside of their control. Vogel's 1870 Public Works initiative 

embodied these ideas. During the resulting decade of massive spending on infrastructure, 

Government officials and politicians promoted public works to Maori as beneficial to both 

communities. Fitting into this boarder context, the NIMT from its early conception was 

intended to extend transport and communication in the North Island, connecting Aucldand and 

Wellington and, perhaps primarily, to open land and resources for European settlement. 

During the 1870s, following the comparative turmoil of the previous decade, the growth of 

European settlement in the districts surrounding the Rohe Potae, combined with increasing 

legislative power to acquire land for public works, placed the central Government in an 

improved position to pursue a North Island main trunk. Pressure to open the central North 

Island also grew as settlers, witnessing a steady growth in the size and wealth of settlement, 

gained a renewed confidence after the 'war wariness' of the 1860s. Yet rather than using 

compulsoty methods ofland acquisition in the 'King's country', the Government found it 

necessaty to negotiate with Rohe Potae Maori leadership. Government authority was not 

complete over much of central North Island the King Country still being closed to unwanted 

public works, the Native Land Court and European's generally - and the colony could not afford 

another war. Under the combined pressures of the encroaching Native Land Court, extension of 

roads around the district, Rohe Potae leadership maintained efforts to control their rohe, 

including continued rejection of the Court, but also renewed dialogue with the Government over 

issues of concern to the district. Although more research is required, some evidence suggests that 

pressure was increasing within the aukati to seek new forms of economic opportunity, yet it was 

essential, from a Rohe Potae leadership perspective that increased engagement with settler 

society remained under their controL By the end of the decade, the Rohe Potae was still a closed 

district to unwanted European influence, however, the railway had by then been constructed to 

Te Awamutu, approaching aukati, and was emerging into a significant issue for both peoples. 
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Despite the apparent lack of progress toward the construction of a North Island main trunk, 

events moved rapidly after 1880. Between 1881 and 1885, in several key stages of negotiation, 

the Government gained consent for construction of the NIMT. Rohe Potae leadership agreed to 

the railway on the understanding that a number of key agreements regarding reform to the 

existing Maori land legislation and administration of their district had been reached as well as 

some specific assurances regarding the construction of railway itself. The guarantee of the former 

was essential before consent was to the construction railway. 

Throughout the negotiations, Government officials and politicians emphasised that the NIMT 

would bring great economic opportunity to Rohe Potae Maori, based primarily on the 

assumption that the railway would increase the value of their land. At the same time, the role that 

the railway was hoped to play in European settlement, particularly the acquisition of land, was 

underplayed. At a critical hui at Kihilcihi on 4 and 5 February 1885, Native Minister Ballance 

reiterated this potential opportunity to Rohe Potae leadership. In addition, he further assured 

that, through the expansion of Native Committee powers and the introduction of his proposed 

board system, local hapu and iwi would maintain the desired control of their lands. He also 

stressed that Rohe Potae land would be secure from unwanted pressure from private land 

speculators due to the recently passed Native Land Alienation Restriction Act (1884) and, 

importantly, that the Government was not planning to conduct large-scale purchase in the 

district. In addition, he added that Maod land would not be rated in relation to the railway until 

sold or leased. Combined with assurances of increased land value, Ballance's statements 

regarding the retention and administration ofland are significant as they essentially reassured 

Rohe Potae leadership that they would be able to utilise the economic opportunities offered by 

the railway. While still convinced of the role of the Native Land Court and committed to the 

European settlement of the Rohe Potae, it appears Ballance hoped that his proposed board 

system (to be implemented in the Native Land Administration Act 1886) would facilitate the 

settlement of the district in a way that would satisfy the interests of both European and Maori. 

These important assurances will be comprehensively examined by Matt's political engagement 

1865-1913 report, however critically in terms of this report, it was on the foundation of these 

assurances that Rohe Potae leadership consented to the construction of the railway. 

Believing that key concessions had been gained regarding Maori land legislation, on the final day 

of the hui at I<ihilcihi Rohe Potae leadership moved discussion to focus more directly on the 

construction of the railway. In this respect, Ballance asserted that one chain was requited for the 
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line, two chains where cuttings were required, and five to ten acres for stations. Once the owners 

had been ascertained by the Native Land Court, compensation would be paid for this land. 

Timber used in construction, Ballance stated, would be paid for and the line would enable Rohe 

Potae Maori to utilise this resource in the longer term. A general reassurance was made that 'No 

injury whatever will be done to Native land', in particular that effort would be made to protect 

mahinga kai. Ballance also stated that construction contracts would be offered to local Maori, 

providing a direct economic benefit from the building of the railway. After further consultation 

with interior iwi, Rohe Potae leadership consented to the construction of the NIMT on the 

terms specified by Ballance at Kihikihi. On 15 April 1885, the 'turning of the first sod' ceremony 

took place south of Te Awamutu, marking the official beginning of the construction of the 

NIMT in the Rohe Potae. 

Serious preparations for construction had began before the consent of Rohe Potae leaders had 

been gained, suggesting that the negotiations were not of central importance to the Government. 

During the protracted period of construction, carried out between 1885 and 1903 in the inquiry 

district, the Government failed to uphold most of the agreements and understandings reached 

with Rohe Potae leadership. 

Officials and politicians often discussed the construction of the NIMT and acquisition of Maori 

land for settlement as related issues in statements in Parliament and official documents prior to 

and during construction. Thus a clear relationship between the NIMT and Government 

purchasing and settlement policy existed, but was never fully and clearly articulated to Rohe 

Potae Maori. Indeed, the NIMT was promoted to Rohe Potae as means to increase the value of 

their land, which they would be able to utilise and retain without unwanted pressure for purchase 

from private or Government interests. During the years of construction the Government 

purchased Maori land in the Te Rohe Potae inquiry district and much larger railway 

alienation restriction area, implementing this long held intention. 

The Government purchasing of Maori land conducted during the construction of the NIMT 

stood in contrast to the assurances made during the negotiations prior to construction. 

Government intent to purchase solidified soon after the I<Thikihi meetings when Ballance, under 

increasing pressure, made his plans clear for large-scale purchase in the Railway Alienation 

Restriction area. His comments in Parliament diverged from what he assured Rohe Potae Maori 

in two important ways. Firsdy, purchase had not emphasised as a prime method of possible 
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alienation during the negotiations, rather Ballance had assured that leasing would be sufficient 

for the settlement of the district. Secondly, the scale and importance of the intended settlement 

had not been fully disclosed. It is unclear whether Ballance had always intended that land be 

purchased on a large-scale or whether he adopted this position later, after the negotiations, in the 

face of criticism in Parliament. The issue of Ballance's intentions will be fully explored in the 

comprehensive examination of the agreements conducted in Marr's political engagement 1865-

1913 report. However, and most significantly in terms of this report, it is clear from the evidence 

that Ballance made important statements regarding land upon which Rohe Potae Maori had 

based their decision to consent to the NIMT, that were, soon after, overlooked. 

This report has provided an overview of a significant portion of purchases within the inquiry 

district that were directly linked to the construction of the NIMT. That is, those purchases 

funded from the NIMT Loan Act and amendments, which totalled at least 184,853 acres. rille 

majority of these purchases occurred in the north and south of the inquiry district between 1892 

and 1894. Lands purchased using these funds were to be on-sold to settlers at a profit to further 

aid in the construction of the NIMT, branch lines and roads to further the settlement of the 

Rohe Potae. Boulton and Husbands' nineteenth century land report will address issues of 

fairness of the price paid for these lands and any other patterns of purchase associated with these 

acquisitions, as well as the full implications of Government monopoly on purchase for Rohe 

Potae Maori. These reports will also provide a full analysis of the wider purchase programme 

conducted simultaneously to the NIMT Loan acquisitions. 

In respect of the specific assurances relating to the construction of the railway, the Government 

met some obligations and showed concern for Maori interests during the first stage of 

construction that ended in 1889. For example, Rohe Potae Maori received contract work and the 

line was fenced. The Kawhia Committee also negotiated with contractors to receive royalty 

payments for timber and stone resources requited for the railway. During the second stage of 

construction that started in 1896, considerably less effort was made to protect the interests of 

Rohe Potae Maori, and it seems that awareness of the assurances made by Ballance faded. 

Though Maori continued to receive some payment for timber, contract work and payment for 

stone resources ceased, and the line was not fenced south of Mokau/Puketutu Station 

(something that was later remedied after Maori and European protest). 
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The Government also failed to act in accordance with the assurances that Ballance had made 

regarding the land required for the NIMT, both in respect of the area taken and the payment of 

compensation. After construction of the NIMT began, Rohe Potae Maori agreed to gift a limited 

area of land for the railway (one chain for the track, one acre for small stations, and three acres 

for large stations), something that Ballance had encouraged during negotiations. While the 

decision to gift land may have been linked to Rohe Potae leaders' opposition to the Native Land 

Court, it also seems likely that the gift was motivated by a desire to make a lasting contribution 

to the railway - a show of good faith that deepened the Government's obligation to uphold the 

understandings and agreements reached prior to construction. 

In regard to the area of land acquired for the railway, almost 1100 acres of Maori land was taken 

for the NIMT in the Te Rohe Potae inquiry district up until mid-1903, when construction 

through the district was completed. The area taken for the track and stations was greater than 

what Ballance had stated, and the takings included several areas that were acquired for quarries, a 

possibility that had not been raised during negotiations. It appears that the land tal;:en for the 

railway may have exceeded operational requirements, with at least 75 areas of railway land in the 

inquiry district being leased to private interests during the twentieth century. 

In regard to the issue of compensation, the Govetnment only partially fulfilled its obligation to 

compensate owners for the areas that were taken in excess of what Rohe Potae Maori had agreed 

to gift. In December 1890, the Native Land Court confirmed setdements reached in respect of 

lands that had been taken between the Puniu River and Te Kulti, involving 11 blocks. (It should 

be noted the owners of all except one block felt bound by the decision to gift land for the 

railway, indicating that there continued to be ongoing Maori support for the railway.) However, 

with the exception of an 1895 arrangement concetning lands taken from Pukenul block, no other 

compensation was paid for the areas taken during construction. In 1903, the Public Works 

Departroent adopted the position that a statutory obligation to pay compensation did not exist at 

the time that the land was taken. (In an opinion provided to the Departroent, the Solicitor 

General argued that the land had been taken on 2 April 1885, when the Govetnor signed an 

Order in Council under the Public Works Act 1882.) This position was maintained by the 

Departroent when it rejected claims in 1911 and 1923. 

The Government's failure to act in accordance with the assurances made to Rohe Potae Maori 

casts some doubt on whether the negotiations were undertaken with good faith. Some of 
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Ballance's comments made at I<ihikihi sometimes seem to have been made without thorough 

consideration of the matter in question. Following the negotiations, the understandings and 

agreements do not appear to have been clearly communicated to the relevant Government 

departments, including the Public Works Department, which was responsible for building the 

line. Instead, it appears that the Public Works Department held little knowledge of the 

assurances made to Rohe Potae Maori and that this diminished over time. This clearly appears to 

have been an important reason why, during the second stage of construction, the line was not 

immediately fenced. The collapse of the Stout-Vogel Government also seems to be important in 

explaining why assurances made to Rohe Potae during construction were not upheld, resulting in 

the change of certain policies, most notably the provision of construction contracts. It appears 

that the new administration did not feel bound by the negotiations undertaken by Ballance and 

may have been unaware of some aspects of the agreements and understandings reached with 

Rohe Potae Maori. From the evidence examined in this report it appears that the Government 

undertook little consultation with Rohe Potae Maori regarding changes in policies and practices 

that conce1ned the agreements reached before construction. This was despite Rohe Potae 

leadership's desire for continued dialogue in regard to issues concerning the railway. 

The gradual decline in the Government's recognition of the interests of Rohe Potae Maori 

during the construction of the line mirrored the success and fulfilment of European settlement 

objectives. When construction began and the Rohe Potae was first 'opened', Maori retained a 

measure of power in the district. The Kawhia Committee embodied this power, providing a 

unified voice, representing Rohe Potae Maori in negotiations, including, for example, setting 

royalties for the use of the stone resources required for the railway. During the second stage of 

construction, however, the situation had changed markedly and, with land purchase advancing 

and the Kawhia Committee no longer in existence, it was clearly easier for the Public Works 

Department, Railways Department, and the Government to overlook and neglect the interests of 

Rohe Potae Maori. 

After construction of the NIMT was completed through the Te Rohe Potae inquiry district, 

numerous additional talcings of land for railway purposes were carried out. Between mid-1903 

and 1990, some 192 acres were taken, most of this land being acquired between 1903 and 1925. 

Land was taken for a range of purposes, but in terms of land area, the main purpose for taking 

land was to secure stone resources. Takings in 1903, 1905, 1907, and 1912 for quarries involved 

about 93 acres. These takings were particularly significant because Maori had expected to be 
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paid for stone extracted from their land. The takings therefore prevented Maori from deriving 

an ongoing economic benefit from stone resources. 

As the additional takings lay outside what Ballance had stated would be required for the NIMT, 

the taking authorities clearly appear to have had an obligation to consult with the affected Maori 

owners, though for most of the twentieth century the statutory process for taking land for 

railway pUiposes did not require consultation. While little evidence has been located about the 

takings carried out from 1903, the case of the 1912 taking (the largest of the additional takings, 

involving 48 acres) suggests that, during the first two decades of the twentieth century at least, 

Maori owners were generally not consulted. In contrast, the additional takings carried out after 

1970 were subject to agreements with the owners, reflecting a shift in attitudes towards the 

compulsory acquisition of land for public works and a changing statutory framework. 

Compensation generally appears to have been awarded for the additional takings. However, 

provisions that enabled up to five percent of Maori land to be taken for road and railway 

purposes without compensation appear to have been applied in at least one case, the 1907 

Waiteti quarry taking, where the 'five percent rule' was used to limit the area over which 

compensation was assessed. In some cases, the Native Land Court, which was responsible for 

assessing compensation up until 1962, had to weigh up a large amount of conflicting evidence or, 

when owners were not represented, rely on limited information. The Court's award in the case 

of the 1907 quarry taking indicates that the Court sometimes lacked the necessary expertise and 

did not protect the interests of the owners, at least in the early part of the twentieth century. In 

this case, the Court ascribed no value to the limestone resource for which the land was taken and 

most of the compensation for the loss of land and a water right was awarded to the European 

leaseholder. 

In 1903, after building work ended in the inquiry district, trains began operating along the NIMT 

to Taumarunui. (In 1908, construction of the railway was completed and the line was opened to 

through traffic.) Between 1903 and 1980, the NIMT was linked to a number of important 

developments that were part of the process of political, economic, and social transformation that 

occurred in the Rohe Potae from around the turn of the twentieth century. This report has 

examined the role of the NIMT, but has not closely examined wider issues relating to the 

developments connected to the railway, which are beyond the scope of the report and williurgely 

be addressed in other reports. 
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During the fust decades of the twentieth century, the NIMT played a key role in the district's 

transport infrastructure. The railway ptovided access to a large area of land and was used by 

European settlets who, around 1900, began taking up lands that had been purchased from Rohe 

Potae Maori. This process saw a significant increase in the non-Maori population of the King 

Country. While the NIMT was clearly helpful to European setders, it is also true that at the 

opening of the twentieth century Maori retained significant areas along the railway. The 

twentieth century land alienation report will show how long Maori continued to own land along 

the NIMT and were therefore potentially able to benefit from the railway in accordance with the 

assurances that Ballance had made prior to construction. 

As well as providing access to setdement lands, the NIMT also played a key role in the 

development of the important King Country sawmilling industry, enabling timber to be 

efficiendy transported out of the district. As Ballance had spoken of during the negotiations, 

forest areas owned by Maori along the line became a resource of significant financial value. It 

seems that Maori often sought to receive money for timber without selling their land, entering 

instead into timbet cutting agreements with EUtopean sawmillets. The area of land in the Te 

Rohe Potae inquiry district subject to these agreements has not been established and it has not 

been possible to quantify the money earned by Maori thtough toyalties. The extent to which 

Maori were able to fully benefit from the sawmilling industry will be addressed in the proposed 

economic capability overview report. 

The NIMT was also important to other significant developments - the building of the Stratford

Okahukura branch line and the creation in 1903 of thtee Native Townships along the railway at 

Otorohanga, Te Kuiti, and, just outside the inquiry district, Taumatunui. The Stratford

Okahukura line, built between 1901 and 1932, was constructed with the intention of making 

more land and resources available for Eutopean settlement. The fact that consultation was not 

undertaken with Rohe Potae Maori regarding this railway, even though it passed thtough areas of 

land that remained in Maori ownership, indicates that by this time the Government no longer 

believed it was necessary to consult with Rohe Potae Maori. 

Looking at the NIMT more broadly, it is evident that the railway played a significant role in the 

settlement of the North Island and, in turn, New Zealand a whole. In comparison to other parts 

of the New Zealand rail network, the NIMT has been a profitable and intensively used line. Its 
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completion in 1908 unified a series of separate North Island lines into one cohesive network, 

enabling communication and overland transport in a island which until that time had been largely 

reliant on maritime transport. The network was also an important auxiliary in the growth of the 

important dairy and frozen meat export industries in New Zealand, transporting stock and farm 

goods to and from rural centres. 

It is notable that the operation of the NIMT between 1903 and 1980 created employment 

opportunities for Rohe Potae Maori, who seem to have made up a significant proportion of the 

NZR workforce in the district. In 1980, at least 71 of the 349 railway workers in the inquiry 

district and Taumarunui had Maori surnames. The proposed economic capability overview 

report should shed light on the relative importance of railway work compared to other types of 

employment. For those Rohe Potae Maori who worked for NZR, the benefits included regular 

income and secure, long-term employment with the opportunity for promotion, as well as the 

opportunity to rent affordable NZR housing. 

Since 1980, the New Zealand railway system has undergone a series of major changes, which 

have broadly reflected a wider process of economic and social transformation. Two policies of 

particular significance to Rohe Potae Maori were introduced following the corporatisation of 

NZR in 1982: staff cuts and the disposal of surplus railway lands. This report has argued that 

Rohe Potae Maori possibly should have been consulted about staff cuts and certainly should 

have been consulted about land disposal policies. 

In regard to the reduction of staff numbers, the issue of consultation arises from the agreements 

and understandings that had been reached prior to construction of the NIMT, particularly 

Ballance's assurance that the railway would be of economic benefit to Rohe Potae Maori. 

However, it is unclear whether Rohe Potae Maori employment with NZR constituted a 

significant economic benefit. The proposed economic capabilities overview report should 

therefore shed light on whether consultation over job losses was warranted. The implementation 

of staff cuts clearly had implications on the extent to which railway employment might provide 

an ongoing economic opportunity to Rohe Potae Maori. Staff numbers were reduced most 

dramatically during the 1980s and cuts were also made when the railway system was privately 

owned between 1992 and 2008. Today, OnTrack and KiwiRail employ only 65 staff in the Te 

Rohe Potae inquiry district and Taumarunui. 
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In regard to the policy of disposing of surplus railway land, also introduced during the 

restructuring ofNZRC, an obligation to consult with Rohe Potae Maori existed because of the 

fact that most of the land requited for the NHvIT in the King Country district had formerly been 

owned by Maori. As detailed above, Rohe Potae Maori gifted a significant area for the track and 

stations and had futther land taken compulsorily under public works legislation. Not only was 

the land disposal policy introduced without consultation with Rohe Potae Maori, it seems that at 

the beginning of the disposal process there was no clear, public communication regarding the 

policy and how it was to be carried out. Since 1982, some 137 hectares of surplus railway land 

has been disposed of by NZRC, DOSLI, and LINZ in the Te Rohe Potae inquiry district, 

involving a range of different property types. 

Initially carried out under the Public Works Act 1981 and, later, the New Zealand Railways 

Corporation Restructuring Act 1990, the disposals were subject to provisions that requited land 

to be offered back to the former owners. These provisions, it should be noted, did not apply 

when land was requited for another purpose. In a number of cases, surplus railway land in the 

Rohe Potae inquiry district was transferred to Government departments or local authorities. It 

seems that very few of the disposals resulted in land being repurchased by former owners 

through the offer back provisions. In cases where the disposal involved an area of land that had 

no legal access, offer back to the former owners was deemed to be inapplicable. Where land was 

offered back to the former owners, detailed file evidence relating to land at Mangapehi indicates 

that, during the early years of the NZRC disposals at least, former owners were not given 

sufficient time to purchase the land. In this case, the decision to limit the offer back period 

seems to have reflected a general desire to see the disposal of the surplus lands carried out 

quicldy. 

This desire for haste might also explain why, for several yeats, the disposal of surplus railway 

lands was carried out without any protection of Maori interests relating to historical Treaty of 

Waitangi claims. For reasons that are unclear, the Treaty ofWaitangi (State Enterprises) Act 

1988 did not apply to lands being disposed of by NZRC, and it was not until 1991 that NZRC 

began an informal process of checking whether land was subject to specific claims. Between 

1985, when the Labour Government allowed historical claims to be made to the Waitangi 

Tribunal, and the end of 1990, at least 13 hectares of surplus railway land, mostly housing 

properties, were disposed of in the Te Rohe Potae inquiry district. Under the existing PMSCL 
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mechanism, introduced in 1993, several parcels of surplus railway land in the inquiry district have 

been landbanked for the future settlement of historic claims. 
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Appendix: North Island Main Trunk Section Opening Dates 
within the Te Rohe Potae Inquiry District 

First Phase of Construction 

Ohaupo - Te Awamutu 
Te Awamutu - Otorohanga 
Otorohanga - Te Kuiti 
Te Kuiti - Puketutu 

Second Phase of Construction 

Puketutu Poro-o-tarao 
Poro-o-tarao - Taumarunui 

1 July 1880 
9 March 1887 
2 Dec 1887 
8 May 1889 

1 April 1901 
1 Dec 1903 

PWD hand over to Railways Department 
PWD hand over to Railways Department 
PWD hand over to Railways Department 
PWD hand over to Railways Department 

PWD hand over to Railways Department 
PWD hand over to Railways Department 
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Commission 

Wai 898, # 2.3.26 

WAITANGI TRIBUNAL 

CONCERNING: the Treaty ofWaitangl Act 1975 

AND: the Te Rohe Potae Inquiry 

DIRECTION COMMISSIONING RESEARCH 

1. Pursuant to clause 5A of the second scheduie of the Treaty of Waltangi Act 1975, the 
Tribunal commissions Jonathan Sarich, a member of the Tribunal's staff, and Philip 
Cleaver, contract researcher, to prepare a report on railways and hapO and !wi of the 
Te Rohe Potae inquiry district for the Te Rohe Potae district inquiry. This project is 
project 16 in the agreed casebook. programme for the inquiry (Wal 898 #6.2.7). 

2. The report will focus on the North Island Main Trunk Line and any branch lines and 
will address the following topics: 

a) Government and hapa and Iwi motivations and understandings of agreements 
made to build the main trunk railway through the district, with particular regard to 
questions around economic development, settlement, political authority and 
security; 

b) The extent to which the construction and operation of the railways in this district 
reflected any understandings and assurances made In the negotiations between 
the Crown and napa and Iwl in the 1880s, Including, for example: 
- Ag reed conditions over the construction of the railway and any agreed 

alterations to. these, 
Compensation payments for lands required for the. railway route, 
Protection of urupa, kalnga, wahl tapu and other sites of Importance dUring 
railway construction, 
Promises of economic benefits from the railway, including specific promises to 
Maori communities of work undertaking railway contracts, 

- Assurances to Maori committees, such as the Kawhla committee, that they 
would be able to manage economic opportunities offered by the railway, 
including setting rates to be paid for timber and gravel required, and 
The extent to which standard public works provisions were applied rather than 
agreements reached through negotiations. 

This section should include consideration of any protest by Te Rohe Potae Maori 
In relation to these Issues and Crown responses to such protest; 

c) Whether land and resources acquired for railway purposes in this district were 
significantly In excess of agreements in the negotiations, or of what was required 
for the actual railway route, and whether altematives to taking such as leases for 
some railway purposes were seriously considered; 

d) Whether adequate compensation for land and resources taken for the railway I 

was provided and whether the compensation that was awarded was properly J 
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paid; 

e) The impact on remaining lands of railway takings, such as landlocked land, loss 
of access to urupa and commercially unusable land between the railway line and 
roads; 

f) Any Issues raised by Maori at the time of construction about the environmental 
effects of railway construction, for example destruction of mahinga kai, and 
Crown responses to these; 

g) The relationship between railway development, tourism and the creation and 
management of native townships In the district; 

h) The Impact of the development and operation of the railways on hapO and iwi 
communitIes of the district and on their exercise of authority, Including the social 
and economic impact of construction camps on local communities, the role of the 
railways in enabling liquor to be introduced outside of community control and any 
changes In settlement patterns. including the relocation of marae and 
communities; 

i) Benefits Maori communities derived in the Te Rohe Potae district from the arrival 
and operation of the railway, includIng economic opportunities, and the extent of 
any restrictions on opportunities to gaIn economic benefit from the railway, such 
as the use of legal monopolies to prevent Maori seiling resources such as timber 
and stone; 

J) The extent and nature of ongoing employment of members of the hapQ and lwi of 
the district on the railway; 

k) Any later developments or agreed changes in understandings over the railway 
subsequent to the original negotiations, Including over whether some land might 
be given free of charge, later Government and Native/Maori Land Court 
understandings and determinations about compensation payments for lands, and 
later inquiries into railways issues and' agreements in the district, Including the 
inquiry conducted by Justice Smith In 1946; . 

I) Negotiations and agreements over the restructuring of the railways in the 1980s, 
ownership of the railways corridor and changes In ownership of the railway 
system, which was privatised in 1993 and returned to state ownership in 2008; 

m) Issues relating to lands taken but never used for railway purposes, leasing by the 
railways of lands taken but not used for railway purposes, lands taken to fund 
railways and the retum of lands (and railway housing) no longer required for 
railway purposes; and, 

n) The relationship between the development and operation of the railway and the 
Crown's land purchasing and land settlement policies. 

3. The commission commenced on 17 November 2006. A complete draft of the report Is 
to be submitted by 2 October 2009 and will be circulated to claimants and the Crown 
for comment. 

/ 
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4. The commission ends on 30 October 2009, at which time one copy of the final report 
must be submitted for flllng In unbound form, together with indexed copies of any 
supporting documents. An electronic copy of the report should also be provided in 
Word or Adobe Acrobat format. The report and any subsequent evidential material 
based on it must be flied through the Registrar. 

5. At the discretion of the Presiding Officer the commission may be extended If one or 
more of the following conditions apply: 

a} The terms of the commission are changed so as to Increase the scope of work; 

b} More time Is required for completing one or more project components owing to 
unforeseeable circumstances, such as Illness or denial of access to primary 
sources; 

c) The PresidIng Officer directs that the services of the commisslonees be 
temporarily reassigned to a higher priority task for the Inquiry; 

d) The commissionees are required to prepare for and/or give evidence in another 
Inquiry during the commission period. 

6. The report may be received as evidence and the author may be cross-examined on 
it. 

7. The Registrar is to send copies of this direction to: 
Jonathan Sarich 
Philip Cleaver 
Claimant counsel and unrepresented claimants in the Te Rohe Potae Inquiry 
Chief Historian, Waltangi Tribunal Unit 
Manager - Researchl Report Writing Services, Weltangi Tribunal Unit 
Inquiry Supervisor, Waitangl Tribunal Unit 
Inquiry Facilitator, Waltangl Tribunal Unit 
Solicitor General, Crown Law Office 
Director, Office ,of Treaty S,ettlements 

. Exes ive, Crown Forestry Rental Trust 
Chief Exec tlve, Te Punl Kokiri 

Dated at Whangarel t s 24lh day of September 2009 

geDJAmbler 
Presiding Officer 
WAITANGI TRIBUNAL 

I 

! 
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