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THE ROLE OF TRANSPORTATION Ui TilE DEVELOPMENT OF 
Nmi ZEALAND' S NATURAL RESOURCES 

Chapter I 

INTRODUCTION 

New Zealand is one of the top three nations in 

standard o~ living C47, p. 14-16). It has risen to 

this positiorl despite a restricted resource base and 

dependence upon markets located 12,000 miles away . 

The history of Now Zealand's high standard of liv

ing is largely a history of the develop1nent and utiliza

tion of its grassland resources, together with the 

establishment of efficient internal and overseas trans

portation . Trade is absolutely essential for the proper 

~unct1on1ng of the country's economy. Transportation, 

therefore, has been and is a most influential. factor 

indeed, it is the life-line of New Zealand. 

Objectives and Method of Study 

The objective of this study is to consider the his• 

torical relationship botween transportation and natural 

resource development and to interpret this relationship 

with regard to possible transportation requirements for 

continued development. 

Interest in the role of transportation stems from 

the writer's twenty-two years of residence in New Zealand. 

After completion of course work at Oregon State College, 
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background material was gathered in New Zealand during 

19.56-.. Current statistics were obtained from the office 

of the Government Printer in We llington, the Christ 

church an d Auckland Public Libraries , and the library at 

Lincoln Agricultura l College. Data also were obtained 

from New Zealand xrepresentatives in Sen Francisco and 

Washington , D. c. 



Chapter II 

THE IMPORTANCE OF TRANSPORTATION 

External Transportation 

Convenient means of transport are an important 

factor in the development of any community, region, or 

nation. As the self reliance of an area decreases and 

it evolves from subsistence farming to commercial agri

culture the significance of transportation increases. 

Despite its isolation, New Zealand has developed 

its limited resources to support just over two million 

people and become one of the world's leading exporters 

of primary products. 

Several factors in combination have contributed to 

the development of this export trade: 

(1) The physical base which provides a year-round 

moderate climate. 

(2) The occupance of the country by a skilled and 

homogeneous population that rapidly introduced modern 

farming techniques. 

(3) The imp·erial connection with Britain which pro

vided external security and a source of capital and manu

factured goods (Table 1) • 

. (4) The development of modern transportation which 

has reduced the once dangerous six-month voyage from 
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Table 1. Relative Distribution of New Zealand's Trade 
with Principal Exporting an d Importing 
Countries . 1954 

Country Exports Imports
Per Cent 

British Commonwealth 
Britain 67 51 
Austral1a 3 13 
Canada 1 2 
Other British Common
wealth Countries _..l - 8 

Total 74 80 

Other Countries 
United States 
France 

5 
6 

8 
1 

Other Countries ..Jlt -ll 
Total 26 20 

100 100 
Source: New Zeland Facts and Figures, 1956, p. 66 . 

Britain to four weeks through the Panama Canal or five 

weeks via Suez. 

The pioneers depended upon sailing ships from 

Britain to bring mail; implements, and a few luxuries. 

They had to provide themselves with the necessities of 

everyday life - to build and furnish their homes from 

local materials, to clear the forests, and raise crops. 

Because of the extremely slow ocean transport, 

trade was confined to non~perishable items. The first 



important export was wool . Over 27 million pounds of 

wool were exported in 1867 , the year in which the fir,st 

railroad in the country was opened. The development of 

refrigerated vessels before the end of the nineteenth 

century altered New Zealand' s complete depe dance upon 

the production of wool . It enabled the utilization of 

meat which previously had been rendered for tallow . The 

dairy industry became important to the country as is 

shown in Table 2. 

Di versif'ication he,s been limited to agricultural 

and pastoral products as other industrial developments 

are restricted by the lack of domestic raw mat~rials . 

Consequently most manufactured goods and fuels are im

ported; in fact over 40 per cent of the goods av~ilable 

for consumption and investment are imported (38, p . 6) . 

In order to pay for these imports and meet the interest 

on foreign loans New Zealand must export . Consequently 

the value of external trade pe..r cap 1ta is high as is 

shown in Table 3. Only little Iceland hcs a higher level 

of per capita export . Transportation is one of the keys 

to maintaining this foreign trade . 

http:iJXtern.al
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Table 2. Value and Volume of Major New Zealand Exports,
1954. 

Commodity Quantity Value 
(thousand dollars) 

'Wool lb. 

Dairy products: . 
Butter cwt. 
Cheese cwt. 
Milk (dried and 

condensed) lb. 

Meat (frozen and 
chilled) 

Lamb cwt. 
:Mutton cwt. 
Beef' ewt. 
Other cwt. 

Hides, pelts, skins 

Seeds 

Tallow 

Other New Zealand products 

Fish 

Re-exports 

392,899 

2,567
1,847 

101,007 

4,134
1,.399
1,152 

72.3 

124,460
45,869 

11,358 

95,609 
l~h$77 
19,8.30
16,209 

247,264 

177,037 

166,580 

29,257 

8,044 

4,830 

31,357 

3.794 

5,88,3 

Total 684,407 

Source: New Zealand Facts and Figures, 1956, P• 67. 
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Table 3· A Comparison of Per Capita Value of External 
Trade for Selected Countries in 1954 

Country Tradal Country Trade 
(dollars (dollars 
per per 
capita) capita) 

Iceland 
New Zealand 
Canada 
Belgium-Luxemburg
Switzerland 
Netherlands 

787 
641 
543 
529 
515 
498 

Venezuela 
Australia 
Malaya and 

Singapore
United Kingdom
Finland 

448 
J72 

347 
325 
319 

Denmark 479 Ireland 280 
Norway
Sweden 

473 
465 

Germany
France 

199 
196 

Hong Kong 451 United States 157 

1 Trade is interpreted as the value of imports (c.l.f.
basis) plus the value of exports •. 

Source: New Zealand Yearbook 1956, p. 283, quoting a 
United Nations Publication. 

Internal TransEortation 

During the first two decades when se·ttlement was 

sparse and only non-perishable items were moved far, 

there was neither the necessity nor the capital to sup

port an advanced internal transport system. 

The discovery of gold in remote areas during the 

1860's emphasized the need to develop internal transporta

tion. Gold also provided the means to make this possible 

by improving the colony's security abroad. Sir Julius 

Vogel, a leading figure in the politics of the 1860s and 

70s, was the man responsible for New Zealand's railroad 
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expansion. 

The introduction of refrigerat ed transport in t he 

1880• s and the new primary industries which emerged as 

a result made denser settlement possible. The demand 

for transport services for both -passengers and go ods was 

reflected in a growing network of roads and railroads 

wh ich in turn encouraged settlement. As the years passed 

a steadily increasing proportion of the population became 

urbanized, a trend which further underlined the import

ance of internal transportation. At present the distri

bution of manufactures, livestock, and fertilizer to 

agricultural areas and the col tection of produce are 

vital factors in t he functioning of the New Zealand 

economy. 

Transportation and the Future 

Because or basic environmental limitations New 

Zealand almost certainly will continue as a trading 

nation relying on exports of primary produce to pay inter

est on foreign loans and to buy imports, It is clear th · t 

for a country in such a position the flow of goods is more 

vital than in nations which have a higher degree of self 

sufficiency. The flow depends upon transport, within 

the country and overseas. The difficult, expensive, and 

incomplete task of providing an adequate transportation 
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grid within the country is just as ~portant to 1ta 

development as the maintenance and improvement of the 

ties which link it to the world beyond . Transport will 

play a major role in the future development of New 

Zealand. 
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Chapter III 

THE RESOURCE BASE AlTD ECONOMY OF NEW ZEALAND 

physical Geography 

Location 

Figure 1 snows the location of New Zealand in the 

South Pacific Ocean and its isolation from the large 

land masses. 

New Zealand is composed of two main is lands extend

ing roughly north and south for nearly a thousand miles. 

The total area is 104,000 square miles • a little larger 

than the State of Oregon (96,981 square miles). The 

·south Island (40°...47° S) is the larger of the two islands 

but the North Island (34°..42° S) contains about two-thirds 

of the population. There are a number of off-shore 

islands, of which the most notable is Stewart Island. 

Topography 

New Zealand is a mountainous country, a factor which 

renders transportation development difficult (Figure 2). 

Both the North and South Is lands are div1ded into eastern 

and western regions by the main mountain axis. The high~ 

est peaks are in the Southern Alps of the South Island. 

Seventeen exceed ten thousand feet, and Mt . Cook, the 
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highest, rises to 12,349 feet. In the North Island the 

highest peaks al:'e active volcanoes rising from the Central 

Plateau, except for Egmont 's isolated, extinct cone on 

the west coast. 

Economically, the most significant areas are the 

coastal lowlands and river valleys . The .Canterbury 

Plains are the only large areas of flat land in the 

country. They stretch for about a hundred miles from 

north to south, and broaden in places to forty miles. 

Other small but noteworthy lowland areas are the Here

taunga, Manawatu, and Aparima Plains. 

Climate 

The chief climatic controls affecting New Zealand 

are latitude, oceanic location, and topography. The 

islands lie in the cyclonic westerly wind belt and may 

be classified as "west coast mar,ine". There is, ho'iorever, 

considerable variety .resulting from topography. Thus 

windward slopes receive very high annual precipitation 

totals~ whereas lee slopes and protected areas receive 

meager amounts. 

It will be observed from Table 4 that there is little 

seasonal range in temperatures. The nearest approach to 

a continental climate occurs in parts of Central Otago 

where temperatures of 90° in summer and 15° in winter are 
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Table 4. Climatological Averages for the Four Main 
Centers 

Station Alt1- Average Temperature (Degrees Fahrenheit)
tude annual Mean Daily Max . Mea.n Daily Min . 

(Feet) Rainfall Jan July Year Jan July Year 
(Inches } 

Auckland 160 48 . 80 72 . 8 56 . 7 64 . 9 60 . 0 46 .1 53 . 2 
Kelburn 
(We 111ngtonlt15 
Christ-
church 22 

47.47 

26 . 28 

67.6 

70 . 2 

51 . 2 

50 . 0 

59 . 8 

60 . 9 

54 .5 

52 . 7 

41 . 5 

34.7 
48 .3 

44 . 0 
Dunedin 5 29 .74 65 . 2 49 -3 59 •.0 51. 2 .)6 . 2 44-3 

not uneormnon (see Figure 2 for the location of the prov- . 

inces} . 

Rainfall is wel l di s tributed throughout the year . 

This , with an absence of very l ow temperature s, provides 

favorable gras s growing conditions . In the North Island 

grass growth is continuous throughout the year . In Central 

Otago, however , there is an area of desert which receives 

an average rainfall of ten inches - a considerable con

trast to stations on the west coast , less than fifty miles 

away , which receive well over two hundred inches . In the 

six-month period, July to December 1957 , Milford Sound 

received a record 168 inches of rain . This difference 

is due to the two areas lying on the leeward and windward 

side , respectively, of high mountain ranges which rise 

abruptly from the sea . 



15 

Soils 

New Zealand soils tend .to be acidic and immature 

(2 , P • 33-4) . They have developed mainly on steep slopes 

under a natural cover of forest, tussock grassland, or 

of scrub, and also in some some swamp areas. Gravel 

deposits with recent alLuvial silt veneers cover most 

inland basins and valley floors and marginal plains . 

There is widespread deficiency in phosphorus. Moat 

soils have relatively low fertility . 

Natural Vegetation and Animal Life 

When pakehal settlement began in New Zealand three

fifths of the country was forested (21, p . 5), princi

pally by podocarps in the north and beech (Nothofagus) 

in the south (2 , p . 31 ). Over much of the central vol

canic plateau and the east coast there was a scrub-and

heath association, chiefly Leptosperum scoparium and 

Pteridium. eseulentum (2, p . 31). Around the r1ver estu

aries there were bog-and-swamp communities dominated by 

flax (Phormium tenax) and toe-toe (Arundo conspicua). 

Native bunchgrasses, or tussock (chiefly Festuca novae

zelandiae and Poa caepitosa) (161 P • 5), were dominant 

on the central plateau . 

1This Maori term ror "white man" is preferred to the lat
ter because it avoids implication or "color" . 
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The same four associations were found in the South 

Island, although scrub-and-heath and swamp-and-bog areas 

were much more limited. Otherwise the island was almost 

equally divided between tussock and forest (2, p. jl). 

Forest lay west of the divide and as far east as the 

forty inch isohyet. The remainder was tussock. There 

is no generally accepted explanation of why bunchgrass 

covered this area, for in other parts of the world for

ests grow under similar climatic and soil conditions 

(2, P • ,32). 

This vegetation developed in the absence of any 

grazing or browsing animals. The only n ative mammals 

were aquatics, chiefly fur seals (Archtocephalus for

steri) and right whales (Balanena austr,alis) (14, p. 

380). Otherwise, New Zealand was a land of birds. Some 

were flightless, including the moa (Dinornis maximus) 

which stood twelve feet high and is now extinct. Only 

the takahe (Notornis hochstetteri) and kiwi (Apteryx) 

have survived. 

Nature and Importance of Agriculture 

New Zealand is a pastoral country. Table 5 shows 

the predominance of the pastoral industries (that is, 

those producing meat, wool, and dairy products) in total 

production. In terms of exports their predominance is 
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overwhelming - pastoral products account for 95 per cent 

of the total (26• 1956, p. 282). 

Table 5. Value1 and Composition of New Zealand's 
Production in 1954 

Value Percentage
Industry (million dollars) of Total 

.Agricultural crops
Meat and wool 
Dairy produets 
Mining
Fishing
Forestry
Factory2
Building and utility 

86.52 
486.54 
247.40 

30.80 
5.86 

48.16 
365.40 
134.96 

Total Production 1,432.66 100.00 

lvalue is taken at the point of production and does not 
include transport and other costs which go into retail 
prices . 

2 Factory production doe-s not include processing of pri
mary products which has been credited to the primary
industry concerned. 

Source: New Zealand Facts and Figures, 1956. p . 35. 

The predominance of the pastoral industries is due 

to topography and climate. The combination of extremely 

limited areas of flat, fertile land, the susceptibility 

of cultivated hill land to erosion, and the preponderance 

of non-arable land leave pasture as the only suitable 

crop on 95 per cent of the country's farmland (26, 1956, 

http:1,432.66
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p. 432). Year-round moderate temperatures and well-dis.. 

tributed precipitation maintain grass g!'owth for nine 

months in the south and twelve in the north. Winter 

housing or animals 1s unnecessary and relatively little 

supplementary feeding is r·equired. 

Forest ,originally covere'd the North Island and part 

of the South, so this had to be cleared before pastures 

could be established. Forty-one per cent of the occupied 

land has now been sown with improved pasture (22, p. 7). 

Sinee WoP'ld War II, grass seeds have become an important 

export item (Table 3). 

The degree of me.chan1zat1on is significant in this 

country of low population density. Only 17 per cent of 

the total labor force is engaged in .farming ( 33, p. 37) 1 

but per capita productivity is high. Near ly all major 

operations (except fencing and shepherding) are done by 

machine. For example, 90 per· cent of dairy cows are 

milked by machine (33, P• 47). 

New Zealand's flock of 39 1 000,000 sheep (26, 19.56, 

P• 1165) is the sixth largest in the world, 2 and the 

country ranks second only to Australia in the export of 

2Austra11a, with 111 miLlion sheep had the largest flock, 
followed by the United States (51 Million); Argentina 
(43 million ), India (41 million), Union of South Africa 
(38 million), then New Zealand (48, p. 98-104). New Zeal
and's flock has increased considerably since 1954. 
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wool (33, P• 45). In contrast to Australia, New Zealand 

produces mainly crossbred wools. 

Romneys are the predominant breed, comprising over 

60 per cent of the total flock. They are run in the 

North Island and lowland regions of the South. Merinos 

and Corriedales are grazed in the higher areas. Where 

sheep are raised for meat as well as wool , more intensive 

management is required than for fiber alone. Generally 

speaking, sheep raising has the advantage of being a low

labor industry. The shearing is done by machines oper

ated by gangs of men who move from one sheep station to 

another. Wool finds markets all over the world, but 

the meat goes almost exclusively to Britain . New Zealand 

ranks second to Argentina among the world's meat export

ers, despite the great distance from its market. 

New Zealand is the world's leading exporter of 

dairy produce (33, P• 43). As a currency-earner for 

the country, it is not far behind wool (see Table 3). A 

characteristic dairy enterprise is a one-man holding of 

about 100 acres with a herd of forty cows. Little capi

tal is required for these comparatively small holdings , 

and this has had a democratic influence upon New Zealand 

farming, in that a large number of men could afford to 

own farms of economic size. 
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In 1955 there were 1,995,000 milking cows in the 

country, 85 per cent of which were Jerseys (33 1 P• 4J). 
Butter is the leading product , followed by cheese 

(nearly all Cheddar), and processed milk (Table :n. The 

industry is characterized by eo-operatively owned butter 

and cheese factories. The government guarantees butter

fat prices at a level which it considers will cover 

co·sts and provide the farmer with a "reasonable return". 

For the 1955·56 season the .subsidy (on home consumed 

butter only) was 13 cents a pound, equivalent to 40 per 

cent of' the domes tic market pr 1ce for butter . In 1ts 

sales to Britain, New Zealand has the advantage of the 

Imperial Preference tariff policy over 1ts major com

petitor, Denmark. 

The position of the dairy industry highlights the 

dilemma in which New Zealand is placed by reason of its 

dependent economy - an economy dependent upon trading, 

and dependent upon the trading of only pastoral products . 

Faced with eom:peti t1on from substitutes, the future of 

dairying is uncertain, yet there is tittle alternative 

open to farmers with such small holdings - too small, 

for instance, to run beef cattle. The government has 

comntitted itself to a policy of assistance to tre dairy 

producers . 

The future of meat and wool. production is not 
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completely assured. Despite high prices. w·ool producers 

are worried about the increasing use of substitutes. 

The market for frozen lamb and mutton is limited at 

present to Britain , and with a stabilized populations 

there is little opportunity £or sny major increase in 

these sales. The market for beef might be expanded by 

improved packaging and chilling rather than freezing. 

At present chilled beef can be kept only for stx weeka, 

and as the voyage to Britain takes over four weeks there 

is a very narrow time margin for handling at both ends 

of the journey. Shipments of chilled beef, however, have 

increased from 5,490 hundredweight in 1953 to 377,760 

hundredweight in 1955 (6, 1956, p. 316), and will probably 

continue to increase with technological improvements. 

The answer to many of New Zealand's agricultural problems 

may be in greater diversification and more intensive re

search. into production, improved transportation and mar

keting efficiency. 

Although it is a farming country, New Zealand is 

not self-sufficient 1n foodstuffs. Only about one

third of the wheat required is grown domestically (33, 

P • 47). The rest is imported from Australia. Currently 

the area. in :which wheat is the most profitable enter

prise is limited. The lack of competitively-priced feed 

grains hampers the development .of a pig•mea.t industry 
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which could utilize buttermilk, whey, and skim milk. 

At present these items are largely wasted by the dairy 

industry. 

There are a rew other products of some significance 

tallow, hides, fruit, seeds, and honey for instance - but 

farm products for export are confined almost entirely to 

the big three - wool, meat , and dairy products. Grass 

is, indeed, the basis of the New Zealand economy. 

Forestry 

In 1954 forestry contributed just over three per 

cent of the value of New Zealand 's tota.l production 

(Table 5). This percentage is likely to increase with 

the imminent maturity of the extensive exotic forests. 

Although three-quarters of Ne1-1 Zealand was or1g1• 

nally forested , only about fourteen million acres (or 

19 per cent of the total land area) are still in native 

forest (1, p .• 564) . Serious soil erosion, particularly 

in the North Island, has shown that too much forest cover 

was removed in the effort to establish pastures. Much 

valuable timber was wasted, and by the 1890•s it was 

clear that the country would soon have insufficient for

est resources. Planting was urged, but tre native for

est grows slowly. It was found that several exotic 

types grow more quickly in New Zealand than in their 
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native environment. Now nearly a million acres of exotics 

have been planted, including the 28q., 000 aere Kaingaroa 

State Forest , the largest single planted area in the world 

( 33, p. 51). Monterey pine (Pinus radiata) is tm pre ... 

dominant exotic, but there are also large areas of ponder

osa pine (Pinus ponderosa), Douglas-fir (~seudotsuga 

menziesU. ), Corsican pine (Pinus laricio), an ·d European 

larch (Larix decidua). 

Although the native .rimu (Dacyrdium cupress1mum) is 

still the largest single source of timber, radiata pine 

has been second since 1938 by a rapidly diminishing mar 

gin . Management of the exotic forests is rendered diffi

cult by their poor age-class distribution; 65 per cent of 

the total radiata pine was planted in one ten -year period 

(25, 1956, p . 549). Consequently it is difficult to ob

tain sufficient labor and equipment to harvest the pines. 

Nevertheless , exotic timber comprises nearly half the 

annual output of 600,000,000 board feet, and forms the 

basis for an industry new to the country - the production 

of kraft paper and fiberboard. A newsprint plant, the 

fourth largest in t he world (33. P• 55 ), is under con

struction at Kawerau, Auckland province. Its output will 

cover New Zealand's demand for kraft paper and newsprint. 

In addition the exotic softwoods are estimated to have a 

potential export surplus of 150 million board feet 



annually (26, 1956, P• 533) . 

Fisheries 

Although New Zealand haa a long coastline relative 

to its area, fishing is not an important ele·"'l.ent in its 

economy (see Table 5). Fish do not appear to be abundant, 

at lees,t in the immediate 1-H:l.ters, except for snbtropleal 

species such as marlin and sharks off the more northerly 

coasts . The most important species of "wet fish", i . e . , 

those caught by ordinary methods in the sea, are schnap~ 

per (Pagrosomus aur~), tarak1b.1 (Dactylopagrus maorot

perus), hapuku (Pol:y;prion oxygeneios) and sole (Pleuro

nectidae) . Next in value after "wet fish" are whitebait 

(the young of Galaxias attenuatus), a fish peculiar to 

New Zealand. Oysters and lobsters are taken along the 

coasts and are exported frozen. 

Although sealing and whaling drew sailors to New 

Zealand long before any settlement took place, tr.e se 

fisheries are no longer important . Seals are usually 

protected and there is only one shore whaling station re

maining in the country . It is located near Picton in 

Marlborough . In 1954 the season ' s catch was 180 whales 

(26, 1955, p . 568), all humpbacks (Megaptera boops) . 

Oil is the main product . 

New Zealand has access to extensive ocean areas !n 



25 

the South Pacific where little is known of the :fishing 

potential (37, P - 97}. It is therefore possible that 

the 1.'1lpo:rtance of fishing could increase if markets and 

adequate transportation were available . 

t•Unerals 

t·Uning in 1954 accounted for only 2.12 per cent of 

the value of New Zealand's total production (Table 5). 

This humble contribution reflects the poor known mineral 

resources of the country . 

Gold mining in its early stages contributod to the 

progress and settlement of New Zealand, but has declined 

in importance with the exhaustion of accessible deposits, 

and the annual production is now worth only one and one

half million dollars. The one mineral found in quantity 

is coal . About two million tons are mined annually . 

This output is not sufficient for domestic requirements . 

New Zealand has virtuall y no oil or iron . The natural 

foundation for heavy industry therefore is meager . Con

sequently, reliance upon imports means tbat exports must 

always be maintained. 

One major as set is the potential capacity to prodoo e 

hydro-e lectr1c power, l-Zhich might be used to develop cer

tain specialized industries . There are, however,. several 

handicaps to further hydro- electric development . 
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Financing is a problem in such a small country, the cost 

of materials and equipment is high, and big wages are 

necessary to attract labor to remote areas . Above all 

is the fact that most of the potential is in the South 

Island, whereas urban concentrations are principally in 

the North Island . An underwater cable is planned to send 

power from one i .sland to the other. 

Manufac turing 

Secondary industries make a significant contribu

tion to the economy . In terms of value added by manu

t'aotur·e, they account for 2.5 per cent ot' the nat .ional 

product (Table 5), The value of factory production has 

doubled since 1938 (33, P • 61) . This increase, however·,. 

has been fostered by government policy and much manufact

uring is not economic, The market is too small for mass 

production; nearly all the basic materials must be 

imported and there is a scarcity of skilled labor. 

These factors frequently result in a lower quality, 

higher pr'iced article than could be obtained by import . 

Industry is encouraged to cushion the ef"fects of any 

future depression in agricultural prices. Tariffs and 

import restrictions raise agricultural produo tion costs, 

and although these costs can be adjusted on the home 

market by subsidies,. such a policy is detrimental to 
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the country's bargaining position in world markets in 

the disposal of its real wealth - pastoral products. 

Tourism 

New Zealand is unquestionably a land or splendid 

scenery and has in addition many sporting attractions. 

There are excellent big-game fishing• trout fishing, 

deer-stalking, skiing, sailing, and mountaineering, as 

well as ocean beaches, lakes, forests, mountains, gla

ciers, fiords, and thermal areas to visit. Tourism, 

however , does not yet play an important role in the 

country's economy, although New Zealand is receiving an 

increasing number of overseas visitors. In 1949 there 

were only 9,808, but in 1954, 16,292 tourists came to 

New Zealand and spent some 5.5 million dollars (26, 1955, 

p. 1144). Nearly 1,300 of these visitors were from the 

United States. 

New Zealand's isolation is the principal handicap 

to capitalizing on its scenic and recreational attrac

tions. 
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Chapter IV 

THE RELATIONSHIP OF TR~~SPORTATION TO 
NATURAL RESOURCE DEVELOPMENT 

Introductory Description of Transport Services 

Before analyzing the relationship between natural 

resource development and transportation it is necessary 

to understand the current organization of the transport 

system. 

Railroads 

Railroads are owned and operated by the government. 

(Figure 3 shows the rail network). There are 3,489 miles 

of track, of which 1,688 are in the North Island and 

1,801 in the South (26, 1956, P • 369). Initial construe

tion costs and maintenance have been high due to rough, 

unstable terrain (F igure 2). Capital cost of the nru•row

gauge railroad has averaged 78,655 dollars per mile (26, 

1956 , p • 370 ) • 

Just over half the trains are hauled by steam, but 

the current policy is to change to Diesel traction, Only 

62 miles of line are electrified (27, p. 29). 

Table 6 shows the number o!.' people and area served 

by the New Zealand railroads in comparison to those in 
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Table 6. Number of People and Area Served by New Zealand, 
Canadian, and British Rai lroads 

Country Area {square miles) Number of people
served by l mile of served by l mile 
track ot track 

South Island, !~ . z. 31 340 
North Island, N,Z. 26 780 

Canada 88 .344 
Britain 4 2,467 

Source: Fox, J. Rai'l.way Transport in New Zealand, New 
Zealand Geographer , October 1951, P• 155 and Canada Year
book, 1955, P• 831. 

Britain and Canada. The figures indicate the difficulty 

of operating a financially successful railroad service 

in such a sparsely-settled country. The character of the 

services performed by the New Zealand railroads is shown 

1n Table 7. 
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Table 7. Selected Indicators of Railroad Services in New 
Zealand for Year En ded March 1955 

Number ot Passengers Carried 

Long distance 
Suburban 

Freight Carried 

Tonnage car'ried 
Freight ton~miles 

Gross Revenue 

Expenditurel 

4,000,000
21,000,000 

10,336,000
1,108,664,000 

75,626,485 

$71,518,200 

1This figure does not include interest on capital liabil
ity. If this is included, the railr·oads operated at a 
loss of $4,510,000 (26, 1956, P• 372). 

Source: New Zealand Facts and Figures, 1956, P• 75. 

Roads 

New Zealand has 55,600 miles of road (33, p . 73). 

The distribution of main paved and gravel roads is shown 

in Figure Lt.. There is an average of 13.9 feet of bridg• 

ing per mile of roadway (26, 1956, p. 360), a figure 

which gives an indication of the expense of construction. 

In 1955 the country bad 624 1 000 licensed motor 
' 

vehicles of which 37,489 ~Jere heavy trucks over two tons 

in weight and 363,000 were private cars (27 1 p . 31). 

This means there was one car for· every six persons , the 
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same ratio a.s in Canada (5, p . 863) . 

Table 8. Movement of Freight and Passengers by Commerc• 
ial Motor Vehicles, 1954 

Passenger services: 

Number of Passengers carried 
Total mileage
Number of vehicles 

Freight Services: 

Number of operators 
Number of vehicles 
Total mileage 

1)6,5.34,000
64,700,000

3,114 

5,510 
13,202 

199,500,000 

Source: New Zealand Facts and Figures, 1956, P• 74

Coastal Shipping 

Inter-island passenger shipping services are oper

ated by the Union Steamship Compa.'1y of New Zealand.. Two 

8,000 ton ships cross Cook Strait nightly (except Sun• 

days) between Wellington and Christchurch. There is also 

passenger service between Wellington and Picton . 

Otherwise coastal shipping is only c~ncerned with 

cargo. About 140 vessels, averaging 350 tons and 13 sea

men, trade around the coast (27, P• 6). The principal 

ports and the volume of cargo they handle are shown in 

Figure 5. 
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Air Services 

Figure 6 shows the scheduled air services and their 

trai'fic density. These services are operated principally 

by the National Airways Corporation (NAO) with a total of 

33 planes, 20 of which are Douglas D.C. 3a (20 1 P• 12). 

Straits Air Express Ltd., which operates two Bristol 170 

Freighters, is employed under charter to the railroads to 

carry cargo across Cook Strait. The only other scheduled 

operator is South Island Airways Ltd. with two D. H. 

Dominie aircraft. A number of unscheduled flights are 

operated by flying clubs and commercial companies. 

Table9. Movement of Passengers and Freight by Scheduled 
Air Lines, 1955 

National Airways _Corporati_on 

Passengers (number) 
Freight {tons) 
Mail (tons) 

Stra!,ts Air Freie;ht Express Ltd. 

Passengers (number) 858 
Freight (tons) 22,)86 

South Island Airways Ltd. 

Passengers (number) 3,231
Freight (tons) 18 

Source: Annual Report of Air Department (H-37A), 1956, 
P• 18. 
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Overseas Shipping Services 

In 1955 New Zealand l-1as visited by 753 overseas 

ships totaling about 4,860,000 long tons (27, P• 7)• 

Cargo has averaged ten million tons annually (33, P • 76). 

Over 70 per cent moved through the three ports of 

Wellington, Auckland, and Lyttleton (26, 1956, P • 338). 

Overseas Air Services 

Four international air lines serve New Zealand. They 

are Tasman Empire Airways Ltd., operating between New Z.eal

and, Australia, and the South Pacific islands; Pan-Amer~ 

ican World Airways Incorporated; Canadian Pacific Air

lines Ltd.; and Air France. In addition NAC (National 

Airways Corporation) operates e. service to Norfolk Island. 

Table 10 shows the traffic statistics for interna.tion

al air lines calling at New Zeland. The figures include 

pa,ssengers and frei ght in transit. 

Table 10. Movement of Passengers , Freight, and Mail into 
and out of New Zealand by Air, 1954 

Passengers (number) 50,565 
Freight (tons) 523.1 
Mall (tons) 381 .. 3 

Source: Annual Report of the Air Department, 1956 (H•37A), 
p. 19-20. 



The Influence of Coastal and Inland Shipping Upon the 
Development of New Zealand's Natural Resources 

All New Zealand's early settlements were along the 

coast. The hinterland was a complex of rivers, forests, 

and mountains, inhabited by Maoris who periodically were 

at war with the white settlers. It was logical that 

coastal shipping should play an important part in 

development. 

There was little to trade in the first phase of sub

sistence agriculture, but as the pastoral industry in the 

South Island grew to importance, wool was sent abroad and 

stock and implements landed. There were few roads, so 

sheep were clipped on the ranches and the wool taken to 

the nearest point on the coast by horse or bullock teams. 

Sometimes whaleboats were used to ferry wool and tallow 

along the coast to a port at which overseas vessels 

could call. Sometimes they anchored offshore while 

lighters went back and forth through the heavy surf which 

is usual along the coasts. 

The early development of the wool industry owed much 

to coastal shipping, but the gold rush of the 1860's em

phasized the lack of land transportation. The population 

increased by 122 per cent in six years (26, 1956, p . 1161) 

and it was extremely difficult to transport food to the 



gold prospectors, especially to those in the Central 

Otago :fields over one hundred mites from the coast. The 

p~ospectors in Westland received more regular supplies 

bece:us.e the mine .e were close to the sea, but wrecks were 

frequent on river ...mouth barts. or the 30,000 people who 

went to the Westland gold fields, not more than 5 ,000 

made the arduous crossing of the Southern Alps (18* P• .38 ). 

The remainde~, and all food supplies, came in by coastal 

shipping, so the latter was a vital factor in the extrac• 

tion of' a valuable resource. 

Due to the discovery of gold the colony was able to 

obtain credit abroad. The money was used for the con

struction of roads and railroads, and thus reduced the 

almost complete dependence upon coastal shipping. Since 

the first decade of the twentieth century there has been 

a marked decline i:n the volu."'tle or cal'go carried by- coastal 

shipping despite the tremendous increase in general pro

ductivity- during this period (Table 11). This has been 

re:fleeted in a. dee line in the importance or minor ports. 

Nelson, £or instance, was visited by 2,071 ships with a 

net tonnage of 363,548 tons in 1905; in 1955 only 761 ships 

of 219)357 net tons called at th1a port (27, p. 11). 

Although coastal shipping has declined relative to 

other forms or transportation, inter-island traffi.o must 
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Table 11. New Zealand Coastwise Cargo Tonnage, 
1893 - 1955 

Year Entered (tons) Cleared (tons) 

Sail Steam §.!11 Stean1 

1893 256,213 4,074,922 255,786 4.024,688
1902 306,965 7,939, 775 ,30~,523 8,.002,229 
1911 206,427 12,060,227 20 ,820 12,026,951 
1921 86,662 8;051,117 82,710 8,094,867 . 
19,31 5,025, 74·2 5,027,546 
1941 4,007,179 - 3,985,110 
1951 3,806,253 3,790,199 
1955 4,740,267 - 4,770,298 

Source: Compiled from New Zealand Official Yearbooks and 
Shipping and other Transport Statistics for 1955, 1949-52, 
1943-44

cross Cook Strait, either by air or water. Most inter~ 

island sea traffic is between Christchurch and Wellington. 

The volume of cargo sailing between Picton and Wellington 

is much smaller, but this service is useful for trans

porting the fruit and vegetables which are grown in the 

northern section of the South Island to the Wellington 

market. In this case the sea route to the Wellington mar

ket is preferred to the rai 1 route to Christchurch. 

Recently, however 1 air transport is being used in prefer

ence to either. 

The current decline in coastal shipping may seem 

strange in view of the division of the country into two 
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islands and the economic superiority of coastal areas. 

It can be accounted for by the improvement or other means 

of transport and by the lack of good harbors adjacent to 

producing areas. Many harbors have been improved by 

breakwater construction, at at Napier and Timaru; or by 

dredging suitable rivers, as at Greymouth and Wanganui. 

Capital cost of such work is a deterrent to coastal 

shipping. 

Another factor is the frequency of labor disputes 

among waterside workers. This, together w1 th the delays 

involved in handling cargo where trans·shipments are in

volved, has discouraged use of coastal shipping from 

minor ports in favor of tand transport services converg

ing on the major ports. 

Coastal shipping retains its importance in some 

isolated areas. For example • the agricultural areas in 

the Marlborough Sounds and parts of North Auckland which 

are not served by road are dependent upon coastal ship

ping. The few isolated settlers who live in Flordland 

in the southwest extremity of the country rely entirely 

upon occasional visits of a small coastal steamer . This 

area is of virtually no economic significance at present; 

but should it develop as a tourist and sporting area, 

coastal freighters may ha.ve an important function in 

carrying supplies. It is likely that pa.ssenger services 
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would be handled by amphibian plane. Stewart Island in 

the far south, with :360 inhabitants, relied entirely on 

coastal shipping until the inauguration of an amphibian 

service in 1955. 
Coastal shipping is still important in the distri

bution of coal. Although coal deposits are scattered 

throughout the country, the only bituminous coal of coking 

quality is found in Westland. Two hundred thousand tons 

annually are shipped from the river ports of Greymouth 

and Westport to other parts of the country.3 

Table 12 shows the total volume of cargo handled at 

the 31 leading ports. The ports serving the four main 

centers, Auckland, Wellington , Lyttelton, and Dunedin, 

handle substantially more coastal tonnage than any other 

port. The only other ports with significant intercoastal 

traffic are: Picton and Nelson , which are important be

cause of their location for inter-island trade; Westport 

and Greymouth, which handle a large volume of coal and 

timber outbound; and Whangare1 1 which is the major port 

serving the North Auckland peninsula, an area with poor 

overland communications with the rest of the country. 

Inland navigation is restricted by steep stream 

gradients. Small steamers are used for tourist traffic 

3tetter from Greymouth Chamber of Commerce. 



Table 12. Inbound and Outbound Movement of Coastwise and Foreign Cargo by 
Ports, 1953 

Inbound1 Outbound Total 
Port Coastwise Foreign Co~stwise Fo.reign Tonnage 

{Tons) (Tons} 

Mangonui 2,2.$4. 728 2.982 
Russell 987 - .350 1,337
Whangare1 62,902 110,218 173,120 
Auckland $79,924 1,684,703 225,712 466,113 ),027,950
Onehunga 31,743. 46,497 ,38 78,298 
Raglan 12,677 - 977 13,6.54
Thames ),802 - 4,685
'.rauranga 20,873 1,529 4.~a~ 28 ,.)2.5 55,515
Whakatane 10,971 .. 11,.695 22,~66
Opot1k1 6,404 - 3. 60 .. 9, 64 
Tokomaru Bay 2.,464 ... 3,250 .5,714
Tolaga Bay 721 ... 1.127 1,848
Gisborne 54,962 2.978 16,449 1~,357 88,154 
Napier 69,470 71,696 9,294 8 ,1.45 250,1.55
New Plymouth ~1,10.5 275,558 3.524 11,025 387,~06
Wanganui 2,795 - 28,103 • 110, 98 
Wellington 433,.093 982,404 361,096 2$4,690 2.280,121
Picton 37 ,11$' .. 35,279 72,394
W'airau 6,012 ... 4,610 10,622 
Nelson 83,901 12,.232 57,510 22,987 180,607
Greymouth 11,479 201,174 1,408 214,061 

+=" 
\A) 

http:250,1.55


Table 12. Inbound and Outbound Movenent of Coastwise and Foreign Cargo by
Ports, 1953 (Continued) 

Port Inboundl OutboUlld Total 
Coastwise Foreign Coastwise Foreign Tonnage

(Tons} (Tons) 

Lyttetton 198,146 441,0~0 284,799 96,086 1,023,649
Timaru 30.579 26,9 3 63,702 44.767 165,991
Oamaru 6,116 6,643 'i1.759 - 44,568
Dunedin . 121,278 276,727 4,714 6ii+80 535.787 
Bluff 69,246 32,380 20,467 9 ,963 208,056 
Half-moon Bay 2,238 1,272 3,510 

~eluding trans-shipments.
Source: Shipping and other Transport c::tattstics, 1954. 

http:198,1.46


45 

on the Wanganul river (North Island) for a distance of 

180 miles • Some .of the sheep stat ions on the southern 

lakes of Otago are not served by road and rely on 

launches. On Lake Wakatipu a steamer service is operated 

by the railroads to enable tourists from Queenstown to 

visit the scenic attractions at the head of the lake and 

to supply the sheep stations along the shores . (Figure 7). 

This has permitted the development of this area in the 

same way that back country roads made possible the devel• 

opment of other alpine regions. 



Photo by v. c. Browne. 

Figure 7... Loading wool bales from a sheep station on the 
shores of L ke Wakatipu , Otago. This ai'oa, not 
servod by ~oad, r li~ upon water transport. 
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The Influence of Roads upon the Development of New 
Zealand's Natural Resources 

The history of t he part played by roads in the coun

try's development falls into three distinct phases. Dur

ing the first phase, prior to 1875, there were virtually 

no railroads and horse tracks and wagon trails provided 

the only routes to the interior. With the development 

of a railroad system from 1880 onwards, roads entered a 

second phase during which their main role was to serve 

as f ·eeders for the railroad. The third phase dates from 

the end of World War I, when due to the rapid expansion 

in use of automobiles and trucks, roads assumed an 

increasingly important role in transportation of both 

freight and passengers. 

During the first period roads played an important 

part in the development of the interior, particularly in 

the North Island. Initially, overland tracks provided 

the only access to the interior and were often turned to 

bogs by heavy rain, but as surfaces improved heavy wagons 

appeared, followed by buggies and coaches. 

In comparison with conditions in the North Island 

travel was simple on the open grasslands of the outh 

Island and land was taken up by the sheep ranchers before 

a road system developed. Even here, however, there were 

problems. Swift rivers had to be forded. often with 
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considerable loss of stock - a runholder could seldom 

move his :!'lock faster than ten miles a day (21, P• 45). 
The major product to be transported was wool. This was 

moved by bullock wagon to the nearest point on the coast 

where lighters were often usee. to load ships anchored 

off-shore. Paths formed by these wagons became the basis 

of the early highway system. Bullocks were painfully 

slow and were later replaced by horse teams. The increase 

in horse numbers prior to the "gasoline age" is a re.flee

tion of their role in overland transportation. In 1851 

there were 2,900 horses; in 1911 numbers reached a peak 

of 404,300 (26, 1912 1 P• 584); currently there are 

147,000 ( 33, P• 68 ). Today horses and mules are n.ot used 

for commercial transport, except on a few isolated sheep 

stations where wool must be packed out. 

The early pattern of land settlement was determined 

by transport, and agricultural development was a conse

quence of this settlement pattern. At first large blocks 

were taken up in the more accessible areas, usually along 

the coasts to take advantage of coastal shipping. With 

improved road access, blocks were later acquired in the 

interior-.4 Demand for land became acute by the l860 1 s 

because the population had increased sharply due to the 

4under the terms of the Treaty of Waitangi ( l8lt.O) Maori 
land could be bought only through the Crown (government). 
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influx of gold pr·ospeetors. There were two ways in 

which this demand could be met. One was to subdivide the 

existing estates. The second was to purchase additional 

Maori lands. The Maoris, however , were opposed to fur

ther white settlement and refused to sell more land. 

This problem led to the Maori Wars (1860-72). During the 

wars improvement of overland transport became necessary 

so that soldiers could be moved into tl"Oubled areas to 

protect settlers, and also so that interior garrisons 

could be supplied from towns on the eoast. 'llhese roads 

were a major factor in the "pakeha." victory, and provided 

the access which subsequently led to settlement of large 

new areas. 

During the gold rushes of the 1860's stagecoach ser

vices came into operation in both islands. These pro

vided much improved communication and made living in the 

interior considerably more pleasant . Consequently 

pressure continued to mount to break up the big estates 

of the original ttsquatters",5 culminating in the Land and 

Income Tax Act of 1891. 

The growth of New Zealand exports during these years 

is shown in Table 13. Apart from the transitory import

ance of gold , wool was by far the most important product. 

5The early settlers who staked out their land claims 
either from the government or direct from the Maoris . 
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Table 13. Principal Exports of New Zealand, 1853 - 1883 

Commodity 1853 1863 1873 
(Thousands of dollars) 

Timber 260 50 123 3.50 
Wool 
Grain 
Kauri guml 

188 
53 
45 

2,324 

76 

7,563 
379 
241 

8,~39
3, 04 

944 
Gold 
Tallow 

•.. 6,810 5,.56~
18 

2,498
6.55 

Flax 
Meat by-products
Flour 
Butter 

• 

• 
34 
... 

40.3 
137 
34-

104 
193 
182 

Habb1t skins - - ~~ 
1Kaur1 gum is the fossilized rosin of Age.this australis 

and is used in varnish. 

Source: Condliffe, J, B. New Zealand in the Making, 
P• 1_31. 

Between 1853 and 1873 (before the advent of railroads) 

its export value increase<! 38 fold (Table lJ). In the 

ten years between 1869 and 1879 the number of landhold

ings doubled (10, p. A8) . Overland tracks and roads 

played a vital part in this increased settlement. and 

pro duct i vity. 

With the advent of the railroads at the end of the 

1870's, roads entered a second phase in the development 

of the country. Rail became the primary means of trans

port in the interior and roads were the means by which 

the rail system was supplied. In areas whe~e there were 
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no railroads, roads continued to grow in importance as 

production intensified. Sir Julius Vogel, prime minister 

during the 1870's, began the first nationwide road im

provement pro gram. Practically all settled areas were 

connected by roads. These have been developed to provide 

the present highway system. 

The third phase dates from the introduction of motor 

vehicles on a commercial scale. Although cars made their 

first appearance in the first few years of the twentieth 

century, commercial use of trucks was not common until 

after World War I. Since then, motor transport has 

played a rapidly increasing role in the development of 

the economy. The increased use of road transport is re

flected in the decline in passengers carried on the rail

roads since 1920 despite the increased population (Table 

15). 

With heavy traffic, maintenance and construction of 

good roads became a problem. Roads were administered by 

county councils which lacked adequate funds to cope with 

the situation. This was alleviated by the 1922 Main 

Highways Act under which boards were set up to take over 

the maintenance of main arterial roads out of funds allo

cated annually by parliament . 

Road transport has a number of advantages in a 
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sparsely populated, mountainous count1,y such as New Zeal

and where ~ailroad construction costs are high and haul

ing distances short . By comparing Figures 2, 3, and 4, 
it is possible to· see how roads reach into the more 

mountainous areas not served by railroads . Development 

ot fine wool production. restrlcted to back country areas 

in the South Island, can largely be attributed to improved 

road transport (Figure 8) . The Merino :flock increased 

by 25 per cent between 1919 and 1940 (10, P• A3J). 

in addition to the developm.ent of back country areas, 

motor transport has contributed to an expansion in the 

utilization of other resources • . The influence of trans 

port upon the dairy industry is notable. At first milk 

had to be taken to creameries for separation, then eream 

wan sent on to factories and skim milk returned to the 

.farm. The restrictions of horse tr~ a.nsport meant that 

creameries had to be numerous. The invention of home 

separators (1879} meant that only the less bulky cream 

need be transported; this extended the radius of direct 

supply. 'l'he introduction of motor transport gretitly in

creased the radius of the supply area. of a butter factory . 

Consequently small factories tended to merge into larger· 

units Hhich liere able to employ large-scale methods and 

made sanitary regulations easier to enforce. Oheese 

factories tend to remain close to their source of' supply 
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Photo by v. c. Browne 

Figure 8. Roads serving back country areas have been 
influential in increasing fine wool produc
tion. This aerial photograph of the Crown 
Range road, Central Otago, shows some of 
the construction p~oblems . 
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because whole milk is used, and the cost of transport 

can better be carried by the high-value end product, 

cheese (21, p. 68). 

Roads have been an important factor in the location 

of truck crop production. Wellington, a city crowded 

between hills and sea, has a good road connection along 

the west coast. This has enabled the development of 

truck crop production for the Wellington market at Levin, 

70 miles away (Figures 9 and 10). Wherever speed is a 

factor, as in handling perishable goods, motor transport 

1s preferred to the railroad. 

Development of tourism is largely dependent upon 

road transport, as most tourist attractions are in areas 

of low population density not served by railroads. 

Queenstown, Milford, the Hermitage, Wanaka1 and the Franz 

Joseph and Fox Glaciers are located 50 to 150 miles from 

the nearest railroad. The government hotels at the 

Hermitage {Mount Cook) and Milford Sound, the two most 

remote resorts in the country, together accommodated 

17,050 guests in 1955 (J2, P• 17). 

As already stated, roads have become increasingly 

important in the transport system relative to railroads. 

The competition for freight between the two forms of 

transport resulted in the "Thirty Mile Restriction" Act 

(see page 55) which was designed to keep the road system 



55 

Photo by V. c. Browne 

Figure 9. The port of Wellington . The growth of the city 
is hampered by the hills which encircle it. 
Road connections with the plains to the north 
have been expensive to construct. (See Figure
10). 
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Photo by V. c . Browne 

Figure 10 . Construction in progress on 
freeway through the Ngahauranga
Gorge, This connects Wellington 
to its truck-cropping hinterland, 
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as a feeder and an auxiliary to the rail network rather 

than a competitor . In passenger services, however, motor 

transport is far ahead, earning three times the revenue 

obtained by the railroads (49, p . 156). 

In summarizing the influence of road transport upon 

resource development, it appears that early settlement 

depended entirely upon rough trails for overland communi

cation, transportation, and defense. With the establish

ment of peace after 1870 and the opening of railroads in 

the same period, roads were important mainly as feeders .. 
to the railroad system. The advent of motorized trans

port early in the twentieth century resulted in roads 

rapidly assuming great importance in the country's trans

port pattern, being preferred wherever speed of distribu

tion was an important factor, and contributing much to 

the development of hill country areas in both islands. 



58 

Photo by V. C. Brol·me 

Figure 11. The road to the Hermitage Hotel , South Island. 
Mt . Cook, New Zealand's highest peak, is 1n 
the center of this photograph. 
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The Influence of Railroads upon the Development of New 
Zealand's Natural Resources 

During the early settlement of the country the lack 

or rapid transport influenced the entire economy, even 

making it extremely difficult to convene a national 

assembly. Consequently government was on a provincial 

level. Sir Julius Vogel, prime minister, realized, how• 

ever, that a nationwide railroad system was basic to 

agricultural and urban development. The provincial 

governments did not have sufficient status to be able to 

horrow money for construction, but in 1870 Sir Julius 

negotiated a loan of $65,000,000 in Britain by using the 

credit .of the colony as a whole. This money was used 

for immigration and public works construction projects, 

principally railroads. 

The first rail line ran for twelve miles between 

Christchurch and 1ts port of Lyttelton. Its purpose was 

to ease the problem of transporting bulky goods across 

the Port Hills separating Lyttelton from the Carnerbury 

Plains. At this time (1868) Christchurch was the largest 

city and Lyttelton the major port in the contry, the 

center of wheat and wool exports. In 1878 the .first 

through line was completed between Lyttelton and 

Inve:rcargill, a distance of 370 miles . ~ut in the same 

year that this railroad was opened, the boom burst . 
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In the decade of depression which followed, construc

tion still proceeded but at a slower rate due to the 

inability of the government to borrow more money (Table 

14) . A sign of the serious depression in this young 

Table 14. Rate of Railroad Construction in New Zealand, 
1873 - 1898 

Period Miles Opened to Traffic 

- 1873 145 
1873 - 1877 907 
1878 - 1887 701 
1888 - 1898 416 

Source: Le Rossignol and Stewart , State Socialism in 
New Zealand, p . 60 . 

country was that for a few years emigration actually 

exceeded immigration {7, p . 35 ). Unable to obtain land 

or jobs in the cities , many newly-arrived immigrants went 

on to Australia . 

During the nineties the country began to recover from 

the depression . The period of development which followed 

was intimately associated with transport , particularly 

with the new railroad service . 

Ey 1901 the North Island had surpassed the South 

Island in population and prosperity. In the North Island 

large areas became available for settlement after the 

conclusion of the Maori Wars . The railroad, though not 
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completed, could carry settlers and their supplies far 

into the interior. At the same time the development of 

refrigeration techniques in overseas shipping provided 

a means of marketing meat and dairy products in England. 

Fat lamb raising , t.zool production, and dairying were well 

suited to the topography and climate of t he North Island. 

Thus the foundations were laid for t he prosperity o.f the 

pastoral i n dustry in the twentieth century. 

Pastoral production was geared to export. Produce 

had to be transported to the ports and fertilizer and 

equipment moved into producing areas. The rail network 

was indispensable to the development of' t h e pastoral 

industry. From 1890 to 1914 the rail was virtually the 

only method of transport between the interior and the 

ports. 

During this period the number of passengers increased 

n&arly four times and freight increased three i'old (Table 

15). These expanded services give an indication of the 

increased prosperity an d production which so largely 

depended upon the railroads. 

The "Main T.runk" line, 626 miles; was completed in 

the ~Torth Islan d by 1908 . Also branch line.s were com

pleted along the eas t an d west coasts, facilitating 

development of production of meat and wool in t he east 

and dairying in the west. In the ease of all t hese 
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Table 15. Railroad Services in Relation to Population, 
.1890 - ·1955. 

Train Pass- Goods Popu- Tonnage 
Mileage angers Tonnage lation per

Year Millions Millions Millions Thousands Capita 

1890...1 2.9 3·4 2.1 667 3.1 

1895-6 3·3 4.2 2.2 754 2.9 

1900-l 4.6 6.2 .).5 80,3 4 .3 

1905-6 6.1~ 8.8 4.4 926 4.8 

1910-1 8 .1 11.2 5.9 1,.050 5.6 

1915-6 9.4 14.2 6.4 1,15.3 5.5 
1920-1 9.3 15.3 6.5 1,2$8 .5.2 

192.5-6 10.3 11.8 1·3 1,401 5.2 
19.30•1 12.0 8.5 7.8 1,501 5.2 

1935-6 10.6 7.8 6.0 1,570 ,3.8 

1940·1 1.3·4 8.J 7.7 1,634 4-7 

1945-6 12.9 13.6 9.0 1,728 5.2 

1950-1 14.4 7.9 10.0 1,941 .5.2 

1954-5 14.4 7.8 10.3 2,172 4.8 

Source! New Zealand Yearbooks, 

routes, settlement of the int erior followed railroad con• 

struction end was directly infLuenced by it (21, P• 47) • 

The forested hills, made accessible by rail, were rapidly 

cleared by burning and grass was sown in the ashes. 

http:Zeala.nd


Between 1881 and 1909 the number of land holdings in the 

provinces of Taranaki ;, Hawkes Bay, and Wellington in

creased five fold (10, p. A8 ). Much of.' this increase 

was due to the land being opened by the net-: railroads. 

Meanwhile, the South Island had also recovered from 

the depression, but the possibilities or further develop

ment were more limited than 1n the North Island. Although 

the Christchurch to Inverca:rgill line was indispensable, 

many or the short westward branches (Pigure 4) never 

justified the expense. of construction. One such line is 

that to Malvern Hills in Canterbury, built to transport 

"coal and iron ore in the vicinity". Thorough investiga

tion proved the deposits uneconomical to mine (7, P • 145). 

This line and others like it have contributed to the 

difficulties of the system as a whole. 

As noted in the discussion of coastal shipping,. the 

west coast of the South Island has the most extensive 

coal deposits in the country and produces over one-third 

the dominion's annual output (26, 1956 P• 580). A rail

road was constructed to facilitate transport o:f' coal to 

the river ports of Greymouth and Westport. Work was also 

begun in 1886 on a line to connect this route to the 

east coast system. Because it involved crossing the 

Southern Alps, the construction of the route was partic

ularly dif ficult and expensive (Figure 12). The through 
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line was not comp leted until 1924. Now some 80 per cent 

of the coal an d lumber from the west coas t is transported 

by rail to Christchurch. 6 

Coal comprises 22 per cent of the total weight of 

goods moved by the railroads {Table 16). This emphas izes 

Table 16. Comm.odi ties Carried by New Zealand Railroads, 
195.5-6. 

Volume 
Per cent 
of total 

Average 
haul 

Commodity (tons) freight (miles) 

Products of a griculture 541,319 5.07 10.5 

Livestock and 
livestock products 1, 634,6.39 15.31 8.5 

Products of mines 2, 374,766 22.24 112 

Products of forests 946,384 8.86 144 

Benzine and oils 418,532 3.92 106 

Cement 271,758 2.55 138 

Fertilizer 1,211,297 11.34 104 

All other commodities 3,279,228 30.71 105 
-GRAND TOTAL 10,677,92.3 100.00 108 

Source: Railways Statement, 1956, D. 2, p. 41 . 

the importance of railroads to the coal industry. A 

reason for the fi gure being so high is that many coal 

deposits are located in t he interior basins, but 

6Letter from Chamber of Commerce, Greymouth. 

http:634,6.39
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population and manufacturing centers are coastal. The 

only coal deposits close to the sea are in Westland where 

local consumption is insignificant due to sparse settle

ment. 

Railroads are also basic to the lumber industry. 

Most lumber is moved to the four main centers, an ave·rage 

haul of 170 miles (26, 1956, p. 376), or to the ports of 

Tauranga and Whakatane in Auckland Province from which 

exotic softwoods are exported {Figure 5). Railroads are 

considered more suitable than roads for handling the 

heavy weights involved in the lumber industry. Conse

quently a new line was constructed in 1955 to connect the 

Tasman Pulp and Paper Mill at Kawerau with the port of 

Whakatane (17, P• 15). 

In recent years railroads have lost much business to 

road carriers in the total pattern of transportation. 

This is shown in 15 which illustrates the services of 

railroads from 1890 to the present. Despite t he huge 

increase in production and population, railroad services 

have increased less than four f old. In terms of tonnage 

per capita, Table 15 shows a decline from the peak 

reached in 1911. The extremely low figures in both 

passengers and freight for 1935-36 are due to t he de

pression with reduced production and trade. Also the 

extremely high figures for 1945-46 are due to the 
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curtailment of road services as a result of gasoline 

shortages in the war and early post-war per·1ods. It ls, 

however, the passenger-carrying services which have been 

most e.ffected by competition from roads. Though the 

population has nearly doubled since 1920, the number of 

pa.ssengers carried on the railroads is now half the 

figure for that year (Table 15). 

In view of the capital expenditure involved in con

struction~ and in view of the railroad's operating at a 

loss, the government felt that it was wasteful to allow 

competition between road and rail where rou.tes were 

parallel. Consequently the "Thirty Mile Restriction" Act 

was passed, prohibiting hauls of over thirty miles it 

railroad transport were available, except t'or certain 

specified perishable goods . This distance was subse

quently altered to fifty miles. The act has not, however, 

improved the financial position of the railroads which 

still do not operate at a profit,. 

Although in recent years railroads have declined 1n 

relative importance among the various transport systems 

(from their former complete dominance), the rapid agri

cultural development between 1890 e.nd 19.30 very largely 

may be attributed to rail transport. Vogel's far-sighted 

policy in the 1870's undoubtedly paid sound dividends in 

the long·term development of the country. Besides 
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agriculture, coal mining in the west, and forestr·y were 

able to develop only as rail services expanded. Since 

manufacturing in New Zealand is limited, and concentrated 

in the four main centers which are themselves the main 

areas of consumption, the transport of manufactured goods 

by road or rail is not of great significance. 

Table 16 shows the composition of goods hauled by 

the railroads. Movement of wool, butter, and cheese to 

the ports is still largely in the hands of the railroads. 

Transport of livestock to freezing works and frozen 

carcasses to the docks is also mainly by rail'" Thus 

historically rail has been the method of transport most 

intimately associated with the development of the coun.. 

try's most valuable natural resources and their products, 

agricultural and pastoral commodities, lumber, and coal. 
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Photo by V. c . Browne 

Figure 12 . Passenger train approaching the 
summit of the pass across the 
Southern Alps . 
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The Influence of Air Transport upon the Development of 
!few Zealand's Natural Resources. 

Air transport in New Zealand is a recent innovation. 

The first licensed air passenger service began in 1934, 

but it w·as not until after the war that it became import

ant. Now New Zealand ranks second only to Australia in 

terms of distance flown per capita (4, P• 157). 

Air transport has influenced the country's develop

ment in two ways. First, and most notable, is its con

tribution to speeding communications and passenger, mail, 

and freight connections among the four main centers on 

the "r1a1n Trunk" route (Figure 6). 

The four main centers account for 41 per cent of the 

country's population, 87 per cent of its manufacturing, 

and 90 per cent of its mar.itime trade (3, p . 111).. Thus 

good communications between these centers are vital to 

the economy. Air is a supplement, however, rather than 

a basic feature in the development of resources for all 

the majoP characteristics of these cities - their posi

tion, importance, and production - were already formed 

before the advent of commercial aviation. 

One of the principal problems in New Zealand's trans

port system ·is the water gap between the two major islands. 

The traffic density flow pattern in Figure 6 shows 
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clearly the importance of air tr·ansport in bridging this 

gap. The only large-scale commercial air-freighting is 

operated across Cook Strait between Wellington and 

Blenheim (r4:arlborough Province). The two Bristol 170 

freighters that are used on this route carried 22,000 

tons in 1954 (26, 1956, P• 407), or one fortieth of the 

coastal cargo handled by t he port of Ttlellington. The 

service has developed since 1947 from 229 trips equiva

lent to 71,299 freight-ton miles, to 3,937 trips and 

1,360,322 freight-ton miles in 1954 (Figure 13). 

The second way in which air transport has contri

buted to development is in providing communications with 

isolated areas. By removing the dang ers of sudden illness 

in su ch areas, air transport i mproves living conditions 

and provides encouragement for settlers to remain. Thus 

it aids in maintaining or even expanding production. An 

example or this is to be seen at the little town of 

Haast, South \'lestland. Formerly, Haast was completely 

isolated except for periodic visits by a small coastal 

ship, but now three flights weekly bring in mail and 

freight from "civilization", 

Air transport is also responsible for the expansion 

of a fet.J specialized activities such as out-of-season 

fruit and flower production, and the distribution of such 

sea-foods as oysters, lobsters, and whitebait. 
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Photo by V. c. Browne 

Figure 13 . Bristol freighter approaching 
Christchurch Airport with a 
cargo of freight from the 
North Island• 

• 
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Aviation has been directly responsible for the 

rene-wed importance .of the whit e·be.i t industry. These 
. 

fish, the young of Galaxias attenuatus, are taken as 

they migrate to freshwater spawning grounds. Due to 

pollution, runs of whitebait have practically ceased 

except in remote areas which are too distant from mar

kets by surface transport. 1tlith the post-war development 

of air transport, whitebaiting has become an important 

seasonal activity between Haast and Martins Bay (South 

Westland) . This area is not served by roads. During 

1954, 242 tons of whitebait were caught here and air

freighted all over the country. The value of the catch 

was $363,015, or nearly six per cent of the total value 

of all fish caught in New Zealand waters in that year 

(26, 1956, p. 569) . In comparison, in 1933-.34 -before 

the advent of air-freight • the value of the catch was 

only $20,972, all of which had to be canned (26, 1939, 

p. 392). 

Air transport provides a means of reaching scenic 

and hunting attractions in the Southern Alps and Fiord

land. In the remote unexplored areas of Fiordland, 

hunters and scientific parties h.a.ve used amp.hibia.n planes 

to get to lakes which are otherwise inaccessible. The 

game available in these areas includes moose, elk, and 

red deer. It is of interest to note that in 1949 a 

http:1933-.34
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scientific expedition rediscovered t he takahe (Notornis 

hochstetteri), a flightless bird thought to have been 

extinct for 50 years. All materials required by subse~ 

quent expeditions had to be flown in by amphibian planes 

(Figure 14). Because of t he rugged nature of t he country 

the Department of Internal Affairs has followed the 

practice in recent years of supplying many of their deer 

cullers? from the air. 

In alpine regions several mountaineering and s kiing 

cabins have been built with materials dropped by air on 

to glacier neves. These cabins have played an important 

part in opening the country's excellent alpine sports 

possibilities. The Southern Alps are a major tourist 

attraction, but apart from travel by foot, most of this 

area can be seen only from the air. Since 1945 the num

ber of scenic flights has increased rapidly. In addttion, 

the use of planes fitted with skis to enable them to 

land on glaciers has expanded remarkably since the train

ing party for t he New Zealand Antarctic Expedition showed 

7Deer were originally introduced to provide hun t ing . But 
no natural enemies were introduced with them. Conse
quently, deer numbers became excessive. As a result 
there was severe dama ge to the native forest threatening 
a satisfactory regeneration of young tre es and in some 
areas accelerating erosion. To meet this situation the 
Department of Internal Affairs decided to embark on a 
policy of deer extermination. In 1955 government cullers 
shot over 100,000 deers. 
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Photo by E. A. Adams 

Figure 14. Recently a bird thought to be extinct was 
rediscovered in Fiordland (South Island), 
shown above. The only practical means of 
access is by amphibian planes which can 
land on the numerous small lakes, or on 
arms of the sea (Figure 16). 
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• 

the usefulness of this procedure in 1956 (Figure 15). 

In the same way the introduction of amphibian aireraft 

has made Stewart Island and Fiordland much more access

ible. In neither of these areas was there sufficient 

level ground to allow the construction of landing fields 

for wheeled aircraft {Figure 16). 

Many pastora1 regions are too steep and broken to 

allow the use of a gricultural machinery, and are also 

rather inaccessible . This situation has encouraged the 

adapt ion of aircraft for use in agriculture. Also labor 

shortages an d consequent high wages are problems encour

ag ing the use of aircraft . Pasture improvement by 

aerial top-dressing began only eight years ag o but the 

rapid growth of aerial a gricultural services since 1951 

is shown in Table 17 •. 'rhe aircraft has made fertiliza... 

tion of hill country an economic reality (20, p . 17) 

(Figure 17) • 

.. 



Table 17. Aerial Agricultural Services in New Zealand, 1951-55 

Year ended March 31 1951 1952 1953 1954 1955 

Hours flown 16,134 30,136 4.3,868 58,775 75,895 

Number of flights 245,471 454,.302 660,175 849,23.3 1,099,189 

Material Distributed: 

Fertilizer (Tons) 44,957 88,869 144,802 203,110 249,006 

Seed (Tons) 48 92 89 211 323 

Spray (Gallons) 838 5,213 28,425 25,658 218,647 

Rabbit poison (Tons) 351 514 1,383 2, 787 2, 719 

Supplies (Tons) 141 104 140 113 107 

Source: New Zealand Government Bulletin H-37A, p. 17. 

-.J 
0' 
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Photo by R. Francis-Smith 

Figure 1.5 . Training party for the New Ze~l'~nd Antarctic 
Expedition landing on the Tasman Glacier 
with an Auster aircraft fitted with skis . 
Mt . Cook is on the left . 
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Photo by v. c. Browne 

Figure 16. Milford Sound, F1ordland. Best access 
to such remote and rugged areas 1s by
amphibian plane. 
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Photo by v. c. Browne 

Figure 17. Aerial top-dressing on rough hill-country 
pasture. 
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The Influence of Overseas Shipping upon the Development 
of New Zealand's Natural Resources. 

Overseas shipping has always been a major factor in

fluencing New Zealand's economy.. The par·t it has played 

falla into two phases; the first being the period prior 

to the introduction of refrigeration, and the second the 

period following this development . 

The fir·st phase was initiated by the Maoris, the 

earliest known explorers in the region, who came by canoe 

across the Pacific about 1350 A.D. The first pakeha 

discoverer of New Zealand was a Dutch navigator, Abel 

Tasman, who sighted land in 1642 . He reported little 

that was good about the islands . Captain Cook was the 

next visitor, landing in 1769 . Although he claimed the 

country for Britain, this was not officially confirmed 

until 1840. In the meantime the rich whaling and sealing 

grounds off the coasts attracted many seafarers . Their 

main base was in the Bay of Islands (North Auckland) 

where they traded rum and muskets for food. This was 

the Maoris' first contact l with commerce . 

Because the seals were virtually exterminated, it 

is difficult to appreciate now how important this traffic 

once was. In 1840 there were six to seven hundred 

American ships operating in New Zealand waters, control

ling approximately 90 per cent of the ·trade. In 184.5 
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the catch was estimated at 13,920,000 (7, p. 115). 

Organized settlement began after the Treaty of 

Waitangi (1840), under which the Maoris ceded sovereign

ity of the islands to Britain. For the next fifteen 

years most settlers came from Britain under planned 

immigration schemes, with a considerable number moving 

in from Australia. During this period all the require

ments for settlement and farming had to be shipped in. 

These included livestock, tools, implements, and seed. 

When an agricultural surplus was produced, a market for 

wheat was available in Australia which took 70 per cent 

of New Zealand's exports in 1865 (26, 1939, p. 891). 

This market declined ltd th Australia's own agricultural 

development. In the meantime an extensive pastoral 

industry had developed on the grasslands of the South 

Island. Wool, the main product, was non-perishable, and 

was suff1cian~1y valuable to support the cost of trans

portation half way round the world. By 1881 sheep numbers 

had risen to 12.2 millions (7, P• 125), almost the limit 

of the South Island's capacity under an extensive stock

ing system. 

The complete dominance of wool as an export item 

during this period can be seen in Table 1.3. This table 

also indicates the rapid rise and decline of alluvial 

gold mining and the early importance of timber, flax, 
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kauri gum, and wheat. It is interesting to note that 

wheat production rea·ched its peak in 1883. 

During this period sheep had value only as producers 

of wool. Aged sheep with poor fleeces were driven to the 

beaches, slaughtered, and rendered down for tallow which 

could be shipped overseas; others were simply driven 

over a cliff. Such waste seemed all the worse as indus

trialized Britain could no longer grow enough .food to 

meet her needs, and there was little surplus in Europe. 

For many years experiments were made into the possibility 

of preserving meat. Canning experiments date from the 

early 1800's (the small export item "Meat by-products" 

in Table 13 was composed of canned meats). 

Refrigeration experiments were conducted in the 

1870's in the United States, the Argentine, Australia, 

and New Zealand. The first successful shipment of frozen 

meat from New Zealand was accomplished in 1882 when the 

"Dunedin" sail-ed from Port Chalmers to London with a 

cargo of 4,460 sheep and 449 lamb carcasses (7, P• 134). 

There were, however, numerous difficulties .to overcome 

in fact Captain Whiteson of the "Dunedin" was nearly 

frozen to death while attempting to correct the circula

tion of cold air t (8, P• 41) 

This initiated the second phase of sea transport's 

contribution to New Zealand's development. Frozen meat 



companies were formed throughout the country and devel

oped into completely int~grated industries. Today there 

are 38 meat freezing works, and their location reflects 

the importance of shipping to the industry. All are 

close to a port. 

The requirements of the new bulk cargo completely 

altered shipbuilding for the colonial trade. In 1883 

the New Zealand shipping Company began a direct service 

to Britain with ships equipped for refrigerated cargo. 

Other companies followed suit, and now frozen meat is 

the largest export item in terms of weight. In 19:5'4, 

370,000 tons of meat) 172,000 tons of butter, and 1231 000 

tons of cheese were shipped from New Zealand under refrig• 

eration (26, l956, p. 363). 

It is not over-emphasizing the importance· of refrig

eration to say that its application to transportation 

has been the greatest single factor in the social and 

economic development of New Zealand. 

Internally, the markets opened by refrigeration were 

responsible for the increased importance of the North 

Island relative to the South Island. The climate and 

terrain .of the North Island allowed more intensive lan..i 

use. The sheep industry was able to change from exten

sive wool-raising to intensive fat lamb ra1s.ing. At the 

same time more land became available in the north. In 
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the South Island, on the other hand, there was relatively 

little land suitable for intensive sheep ...raising. Thus 

refrigeration had a far greater effect on the sheep 

industry of the north, and production quickly overtook 

that of the south. 

The sheep industry was not the only activity to 

benefit from re:t"ri geration .. dair'ying was also sui ted to 

the climate and terrain of the North Island and increased 

rapidly after 1890. There was little area in the South 

Island suited to dairying, so the development of the 

north relative to the south was further favored by re

f'rigeration. During the 25 years .following the intro

duction of refrigeration, the provinces of Taranaki and 

Auckland, in particular, witnessed the growth of a large 

number o.f co-operative cheese and butter f~ctories. 

New Zealand is now the world's largest exporter of butter 

and cheese (33, P • 43). 

The differential development of the North and South 

Islands, since refrigeration, is further demonstrated by 

the changes in the distribution of cargo handled by the 

ports o.f the two islands. In the 1880 1 s, Dunedin and 

Christchurch were the centers of the export trade. By 

1900 1 Wellington and Auckland had both displaced Dunedin. 

Currently all the South Island ports together do not ex

port as much as either Wellington or .Auckland. (See 
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Figure 3 and Tab le 11) (26, 1956, P• 43). 

The pattern of land occupation was influenced by 

refrigeration . In 1901 there were 32.700 farm holdings 

in the North Island and 30 1 000 in the South.. In 1954 

there were 60,000 rarm holdings in the North Island and 

32,000 in the South (10, p. A8). In this period occu· 

pied land increased by 50 per cent in the North Island 

and by only 10 per cent in the South Island (10, p . AlO). 

So it was the North Island which reflected the intensi

fied farming fostered by refrigeration, and which received 

most of the benefits which the new prosperity occasioned. 

Although refrigeration altered the complete depend

ence upon the overseas marketing of wool, diversifica

tion extend.ed only to the production of primary food, most 

of which must also be sold abroad. Consequently, it is 

virtually impossible to insulate the economy from 

fluctuations in overseas market .s. This instability was 

emphasized by the severe effects of the 1930-36 depression. 

In 1933 a Labor government came to office with a progrrun 

of expanding manufactures to lessen the dependence upon 

overseas market prices. By subsidies, tariffs, and 

direct import restrictions manufactur1n& doubled 1n 

volume between 1938 and 1954 ( 33, P• 61). 

Because New Zealand has such an extremely limited 

range of natural resources, most raw materials for 

http:1930-.36
http:extend.ed
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industry must be imported. So the manufacturing indus

tries are dependent upon sea transport for their supplies 

just as pastoral industries depend upon sea transport to 

carry their products to the market overseas. 

The shortage of shipping experienced during the war 

forcibly emphasized the importance of this form of trans

port to the functioning of the whole economy. Oil, 

normally obtained from Indonesia and the Middle East, was 

cr,itically short. Imports of heavy machinery practically 

ceased, and warehouses and freezing chambers were filled 

to overflowing w 1 th wool, carcasses, and dairy products 

awaiting shipment. 

Prosperity since the war has encouraged productivity 

in the pastoral industries and in manufacturing. This 

has been reflected in the ever-increasing volume of 

shipping handled by 'Net.J Zealand ports (Figure 18). Be

tween 1947 and 1955 cargo has risen by 25 per cent from 

eight million to ten mil lion tons annually. With this 

increasing tonnage, any efficiencies which can be real

ized in transportation and cargo handling become ex

tremely important to the competitive position of New 

Zealand 's products in foreign markets . There has , 

however , been a reduction in efficiency. The average 

number of days spent by vessels discharging and loading 

in New Zealand ports increased from 49.39 days in 
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Figure 18. Port facilities and shipping in Auckland. 
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19.54-55 to 54·77 days in 1955..56 (35, P• 12}. Unneces

sary delay in vessel turnround is reflected in high 

freight rates. This country which derives over 50 per 

cent of its income from exports carried by ship can ill 

afford increased inefficiency in cargo handling. This 

situation has arisen mainly because of the policies pur 

sued by the extremely powerful Longshorem.en's Union . 

A strike by this union can quickly paralyze the economy. 

The Influence of Overseas Air Transport upon the DeveloE
ment of New Zealand's Natural Resources. 

The isolation of New Zealand is shown in Figure 1. 

The islands of Indonesia contain the nearest heavy con

centration of people; but New Zealand's culture is 

European, and European centers of population are indeed 

remote. New York is 8,500 miles away, London 12,000. 

As a result of this isolation and formerly slow 

communications,. the country has su.ffered substantial 

cultural, technical, and political disadvantages. These 

are exemplified culturally by the infrequent personal 

appearances of outstanding musicians and actors from 

abroad, In the field of technology 1t has restricted 

the country's scientists from keeping abrea.st of new 

developments. On the political scene it was inconvenient 

for New Zealand to send leading statesmen to international 

http:abrea.st


conferences when the voyage each way took four to six 

weeks. 

Commercial air transport has largely overcome these 

disadvantages, although the expense of this form of 

transport is still a handicap. 

The first aerial contact between New Zealand and 

Australia, its nearest neighbor, was accomplished in 1928 

by Kingsford Smith. The first commercial venture across 

the Tasman Sea did not operate until 1934 when an air

mail service was established. Passenger flights com

menced shortly afterwards. 

The development of overaseas air services was delayed 

by the Second World War . Since 1946, however, direct 

services to North America and Australia, both connecting 

with flights to all parts of the world, have grown rapid

ly. {See Table 10). 

Despite very limited use for freight, New Zealand's 

recent development owes much to the improved contact 

brought about by air transport. It has facilitated the 

free exchange of technical experts, scientists, and 

businessmen so that ideas in both scientific and commer

cial fields could be readily incorporated to benefit the 

country. An example of this type of exchange is the 

visit of a group of Italian engineers with experience in 
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harnessing geothermal energy for the generation of 

electric power . Engineers were also flown from the 

United States and Britain for consultation on the con

struction of the Roxburgh hydro-electric plant, the 

largest in the country . 

Air transport has also brought the country within 

range of more tourists from America and Europe . The 

flying time to New Zealand on standard propeller•driven 

commercial airliners is approximately 24 hours from 

San Francisco and 45 hours from London . Wi th jet air

liners, these times would be halved. 
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Chapter V 

SUMMARY AND CONCLUSIONS 

All forms of transport - road, rail, sea, and air 

have influenced development to varying degrees at differ

ent stages in the · history of New Zealand•. 

Internal Transportation 

Railroads 

The railroads have played an important part in 

solving the problem of internal transport of bulky and 

heavy items. They were the major factor in opening the 

country for development between 1880 and World War I. 

It is probable that railraods will remain the backbone 

of the internal transport system. They now provide a 

network adequate to serve the country even in the event 

of substantial developments in agriculture and forestry. 

It is unlikely that much -new track will be laid, however, 

administrative problems confront the Department of 

Railways. Efficiency of organization and operation needs 

improvement if railroads are to play their full part in 

the economy and successfully face competition from road 

services. With this in view two changes are being made 

the replacement of steam power by the more efficient 
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Diesel traction, and the substitution of railcar passen

ger services for express passenger trains. The former 

are more flexible and economical, and their greater 

speed may help the railroads regain some of the patronage 

they have lost to road passenger services. A further 

possibility is the complete electrification of the rail 

system to utilize available hydro-power. 

The present railroad system should prove adequate 

to cope with transport resulting from development in the 

two major natural resource based industries, agriculture 

and forestry. For agriculture the railroads will be 

required to increase the speed of handling, especially 

of livestock. As production is seasonal, so also are 

the demands upon transportation, and there is a definite 

need for improved rolling-stock, especially for transport

ing livestock (17, p. 18}, to cope with the heavy spring 

and summer peaks. In addition to the agricultural pro

ducts, the railroads are capable of carrying heavy mater

ials such as. the fertilizer, cement, wire, and machinery 

which are required for development of the country's 

natural resources. 

Roads 

The role played by roads in the development of New 

Zealand may be divided into three phases - the period 
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prior to railroad construction, when they provided the 

only access routes to the interior; the period from 1880 

to World ltlar I, when they served mainly as feeders to the 

railroad system; and the current period, dating from 

1920, when roads are assuming an increasingly important 

place in the transport pattern. 

The highway system, unlike the railroads, is not 

adequate to handle the transport that may be expected in 

the future especially with respect to the development 

of tourism . With the exception of the Haast Pass scenic 

road, few new routes are required; but there is a need 

to improve the width,. surface, and bridging of many of 

the existing roads to facilitate transport of both pas• 

sengers and goods by larger and faster vehic lee. Roads 

provide the most flexible form of inland transport. For 

this reason their improvement in terms of capacity, 

speed, and comfort is of the utmost importance to devel

opment. The areas which will benefit most are those 

that are remote from rail services. This covers practi

cally every tourist resort, and the more mountainous 

sheep and cattle stations. 

Coastal Shipping 

In the earliest stage of settlement when all devel

opment was restricted to coastal areas, coastal shipping, 
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being virtually the only form of transport, was a vital 

factor. The advent of overland transport facilities, 

however, eclipsed its importance. Despite greatly in

creased production, coastal shipping has shown a contin

uous decline since the 1920's (Table 11), and will 

probably continue to do so as other forms of transport 

expand. Thus coastal shipping will probably have rela

tively little importance in future resource development. 

Inter-island shipping, however, will continue to be 

important to the internal commerce of the country; and 

coking coal will continue to be shipped from the west 

coast ports to the North Island. Thus to some degree 

coastal shipping will remain an integral part of the 

transport system. 

Air 

Commercial air services which were started in 1934 

have affected commerce more directly than resource 

development. There is a probability of their expapding 

in importance in tourism, the fishing industry, agri

culture, and possibly forestry. Scenic flights are 

increasing rapidly and New Zealand is probably only on 

the threshold of development in this field. Aircraft 

are already indispensable in the transport of oysters, 

lobsters, and whitebait to processing plants. If the 
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fisheries themselves expand it will be because aircraft 

enable remote grounds to be utilized. 

If the present rate of increase in the use of aerial 

agricultural services is maintained (Table 16), the plane 

will soon be as indispensable to the farmer as his trac

tor. Key factors in such use of aircraft are the 

domestic price of labor and overseas prices of wool and 

other pastoral products. At present aerial fertiliza

tion is the leading service. As techniques improve, 

there is likely to be an increase in the dropping of 

fencing materials. Closer subdivision, made possible 

by availability of these materials, could improve the 

manageme.nt of hill country and lessen the effects of 

soil erosion, consequently allowing increased production. 

In the event of increased demand for New Zealand 

forest products, is is possible that aircraft might be 

used to fertilize forest areas, as they are now used in 

pasture areas. Experiments in the response of forest 

growth to fertilizer suggest that spreading from the air 

is the best method. Another possibility is the aerial 

spraying of forests for disease control. 

Despite the popularity of air ..freighting and air 

travel in New Zealand, there are two problems facing 

increased development in this field. One is welt illus• 

trated in Figure 5. The small population and its 

http:fisheri.es
http:manageme.nt
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Figure 19. Airplanes are used occasionally £or the 
transport of valuable animals, such as these 
stud sheep which are being flown between the 
tw·o islands. 
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distribution from north to south, force the airways to 

make a number of very short flight s. These are unecon

omic, and time-consuming . To overcome the problem 

Vickers Viscount aircraft have been purchased for express 

flights between the three main cities. Secondly, topo

graphy has forced many airports far out into the country 

for instance, Wellington's airport, Paraparamu, is 35 

miles away from the city. Fast roads, however, could 

reduce t he time consumed in travel between airport and 

city. This time could be minimi zed by the introduction 

of helicopter services. 

External Transportation 

Overseas Shipping 

Of the various forms of internal and external trans

portation, shipping to Europe, Australia, and America 

has made the greatest contribution to the development of 

the country's major resource - its pastures. Refrigera

tion was the key to progress. The development of the 

export trade in meat and dairy products became the basis 

of the country's prosperity, enabling further sub-divi

sion of land and denser population. This created condi

tions suitable for development of limited manufacturing 

industries. 



It is likeiy that sea transport will continue to 

play the same essential part in development that it has 

played in the past. However, there are problems assoc

iated with the maintenance or expansion of the country's 

position in world trade . Because of its favorable eli

mate and pattern of settlement New Zealand enjoys an 

advantage over all other countries in pastoral production, 

but because of its isolation it is at a relative dis

advantage to all other countries in the marketing of its 

products.8 If the country is to compete on the world 

market as a producer of food and fiber it must continue 

to improve its productive efficiency, including all 

activities required to move the products to buyers on 

the other side of the world. 

An important factor is the loading of ships. Here 

New Zealand has a very bad record . The average number 

of days spent in New Zealand ports by vessels discharging 

and loading has increased from 49.39 days in 1954-55 

to 54.77 days in 1955-56 (35, P • 12). This slow handling 

raises ocean freight charges. But the Longshoremen's 

Union is the strongest in the country and a strike can 

quickly paralyze the economy . 

8This would no longer be true in the event of a rise in 
the purchasing power of the Asian and Indonesian ar·eas. 
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Tour ism should expand in the f'uture a s a result of 

ocean transport, especially from the dollar areas. The 

Matson Line has recently scheduled the Mariposa, 20,000 

tone, to run regularly between San Francisco, Auckland, 

and Sydney, and is preparing the Monterey, 22.000 tons, 

for t he ·same route. This service should substantially 

increase the number of tourists visiting New Zealand from 

North America. Since 1951 tourists from this continent 

have increased by 63 per cent (39, p. 26). There is 

reason to expect a continued i ncrease as more is known 

of t he tourist and sporting attractions available, and 

people t he world over enjoy higher incomes and more 

leisure. 

Overseas Airways 

Overseas air transport has contributed gr eatly to 

the reduction of the isolation of the country, thus 

largely overcoming the cu ltur al, techni cal, nn d polit

ical disadvantages of delayed personal contact with the 

outside world. Tourism, however, is the only resource 

which has developed in the past, or is likely to develop 

in the future, because of overseas a.ir transport . Air 

service to New Zealand has been increasing at a rate of 

approximately 15 per cent per year (39, p. 3), a measure 
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of its increasing importance. 

Although airlines have been a major factor in re

ducing New Zealand's isolation, they cannot completely 

overcome this disadvantage because of expense. Passen

ger traffic has been relatively light on airlines 

flying between New Zealand and Europe or North America. 

As a result economy excursion rates are not available. 

The scheduling of commercial jets, planned for 1960, 

should do much to break down further the barrier of 

distance ... expense is another matter. The reversed 

season of the Southern Hemisphere is an asset in expand

ing tourism. Visitors from the north may escape the 

winter; or, if they are winter sports enthusiasts, 

they may find a second winter "down under" (Figure 20). 

Tourism is an excellent means of obtaining foreign 

currency; and its development is intimately associated 

with air trave 1. 

ConcLusion 

There are few countries so dependen t for their 

livelihood upon so few products as is New Zealand. one 

is dependent upon such distant markets. As population 

increases, natural resources must continue to be devel

oped if living st andards are to be maintained or 
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Photo by V. c . Browne 

Figure 20 . Win·ter Sports in t he South 
Island of New Zealand 
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improved . New Zealand may be expected to restrict its 

development mainly to those products and activities in 

which it has comparative advantage - namely, pastoral 

and forest products and tourism~ Transportation , vital 

to development in the peat , w1tl become more vital to 

development in the future. 
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