E,—~8a.

1878.
NEW ZEALAND.

ROUTE OF RAILWAY LINES IN NORTHERN
DISTRICTS OF SOUTH ISLAND

(REPORT ON, BY MR. FOY).

Mr. T. M. Foy to the Districr Enciveer, Hokitika.

Public Works Office, Nelson, 26th July, 1878.
T have now the honor to forward you a report upon the surveys and examinations made in
connection with the public works railway scheme in the northern districts of the South Island, accom-
anied by a sketeh map, upon which is shown all the routes that have been examined, also the © dray ”
roads that have been constructed, and affording communication at the present time between the centres
of population in that partof the country.

The sketch map is upon a scale of four miles to an inch, which T think you will find to be of suffi-
cient size so as to show distinctly the general course of the several lines ; and, although the map must
not be considered as being sufficiently accurate to enable the distances to be measured with a degree of
minute reliability, nevertheless it is correct enough to allow of comparative lengths of lines in their
entirety being made.

The information supplied and shown upon the sketch map comprises the following, namely :—
Bridle roads, represented by a black, dotted line; dray roads, represented by a black, firm line ; railway
routes explored, by a red, elongated, dotted line; portions of railway routes surveyed, by a red, firm
line.

Before we enter on the subject of railways, perhaps a few words relative to the dray roads
through the district as a means of accommodation for traffie may not be out of place.

T have endeavoured to show the whole of these roads upon the sketeh map, by which it will be seen
that there is (taken altogether) a considerable mileage of this deseription of road accommodation already
constrocted ; and, if the gapsthat at present exist were filled up, namely, from Tophousc, vid Tarndale,
to the Clarence River Accommodation House, a distance of about fifty-six miles through one district,
and from the Government Reserve vid the Awatere River and over Ward’s or Saxton’s Pass to the same
place, a distance of about seventy miles through another district, a horse and dray would then be able
to travel the whole way from Nelson to Invercargill. However, as this matter can scarcely be admitted
to come within the province of Government eonsideration in connection with our railway scheme, this
subject may not, necessacily, be further considered. However, I fecl particularly anxious to draw your
attention to the fact of their being carefully shown on the sketch map, should reference to them be
necessary for other purposes. % )

I have appended clippings from the various reports forwarded from time to time to the late
Tngineer-in-Chief, and, having paged them as well, [ think you will have no difficulty in finding the parts
reforred to in the body of this report, should you feel disposed to read them.

T have numbered the lines upon the sketch map in the order of their precedence of examination,

Sir,—

West Coasr Line.

This line has not been included in the numbering, as it was neither examined nor surveyed by my-
self, and for other reasons that will now be mentioned.

The survey was made for a line of railway by Mr. Rochfort in the year 187374, 1t commences
at Foxhill, the present terminus of the Nelson and Foxhill Railway ; thence over the Spooner Range of
high hills into the valley of the Motueka, to its junction with the Motupiko ; and, after following the
upward course of the latter river for some distance, it crosses the Hope Saddle into the valley of the
Hope River, which it follows to its junction with the Buller; thence along the Buller as far as the
Inangahua River; and, after traversing the valley of the Inangahua to its source, it passes over another
~ saddle, and enters the valley of the Little Grey, which it follows to its junction with the Big Grey ;
thence down the valley of this river to Brunmerton, the present terminus of the Greymouth and

Brunnerton Railway.
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I am not able to explain the object of this line beyond the fact that it briugs into connection the
Port of Nelson on the North and that of Greymouth on the West Coast.

Two short portions, one at either end of this line, as you are well aware, have been constructed
and open to the public for some time past.

This line has always been known, especially in Nelson, as the West Coast line; but, after the line
had been surveyed, I have reason to believe that its further extension, especially from the Foxhill end,
was stopped In consequence of the estimate making the probable cost of the line not less than from
£10,000 to £12,000 per mile ; nor have I ever heard that it was intended that this line should form part
of the general scheme of railway accommodation in the northern portion of the South Island as an
extension of the main trunk line northwards from Canterbury, or whether it was merely for the
purpose of connecting the two ports before alluded to.

However, since this survey for a line of railway was made, I find that a first-class dray road has
been completed, and of such a character that a stage coach, with the exception of a gap of four miles
between Hampden and the Lyell, could travel the whole way from Nelson to Greymouth: together
with a branch road from Reefton to Westport, as shown upon the sketch map. This road, having been
completed, 18 now open, and over which a stage coach is running.

With these facts before us—that is, of a first-class dray and coach road accommodation as just
described, and upon which a considerable outlay of capital must have been expended, it can scarcely
be expected that the Governinent would feel themselves justified in any way in providing railway
accommodation along this route; and more especially when it appears, from information received, that
upon the portion of the dray road, namely, from Foxhill to Hampden, a distance of about sixty miles,
the average amount of traffic, at ordinary times, does not exceed one or two drays per week.

And when we further consider that the railway from Nelson to Foxhill, its first instalment at the
northern end, and passing through the only populated district along the entire route, is said not to pay
working expenses (I am glad to find that the revenue of the line is improving), how can it reasonably
be expected that, at an increased cost of construction per mile of its extension southwards, any improve-
ment can possibly be locked for? On the contrary, it is absolutely certain that a worse state of things
must follow the further the line is extended in this direction. And I feel certain that it will soon be
discovered that the repairs of even the present dray road will so tax the pockets of the ratepayers that
ere long the road will be abandoned as regards its repairs, and left to take care of itself, or that a toll
will have to be levied and the repairs maintained by those who use the read ; which simply means that,
like too many other works in this country, the repairs are found to be so costly an item that they have,
in consequence, been allowed to go beyoud the power of repairing. If this is likely to occur in the
case of a dray road, what a mistake would be made by extending the railway upon such poor prospects
of success.

‘We may, therefore, without any feeling of prejudice towards the district, reasonably and fairly
assert that, for a long time to come, the settlers along this distriet, who are, with truth, few and far
between, should be satisfied, and consider their dray road suflicient accommodation for all the
purposes of traffic, at all events for the present, without anything additional in the shape of a
railway.

I};bzﬂl have oceasion to allude again to a portion of thisroute further on in this report.

For a fuller deseription of this route I beg to refer you to Mr. Rochfort’s report, which will be
found on page 1 of the Appendix; also, to the late Engineer-in-Chief’s remarks upon this line,
which will be found at page G of the Appendix, under the heading of “Surveys, Nelson to the
Grey.”

yThe only consideration that might engage the attention of the Government relative to this
matter, in my opinion, is the extension of the line from IFoxhill nntil it reaches the timbered country,
. where saw-mills have been erected about three miles from the present terminus.

I have always understood that the railway scheme of the late Fngineer-in-Chief, ag applicable, in

his opinion, to the districts of this part of the South Island, was that of the extension of the North
" Canterbury line from its present terminus at Amberley to one of the northern ports—namely, Nelson
or Picton, thereby completing the main trunk line throughout the whole of the Island, together with
a branch from off this line at some convenient point to Brunnerton, the present terminus of the
Greymouth and Brunnerton line on the West Coast, and which may be designated as the “inter-
coastal ”” line.

This scheme, considered from a commercial and, I may perhaps add, from an equitable point of
view also, and more especially in the case of the intercoastal line, appears to have met with the general
approval of the inhabitants, who have settled down upon these districts with the certain assurance that,
if this scheme were carried out in its entirety, the country would not only become benefited by it as a
means of communication, but that it would also become the means of adding to its further settlement,
and that to a very considerable extent.

I will now give you a description of the various routes that have been reconnoitred and partly
surveyed with this object, and afterwards remark upon them from an engineering point of view.

InTERCOASTAL LINES.

Descriptive and Explonatory Bemarks.

) Line No. 1.—This route was the first that was examined in counection with the before-mentioned
scheme,

Thig line commences at the Brunnerton terminus and passes through the valley of the Grey River as
far up as the point where the Brown Grey flows into it from the North. This line, reported upon in
. the year 1875 (see Appendix, page ), was considered altogether too rough for construction, and
passing along as it does what is called the “ Gorges of the Grey,” and through a country, from the
point of junction of the Grey River with that of the Little Grey, that could never be expected to eona
tribute in any way whatever to the traffic of the line.
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Another reason for its rejection was the absence of any outlet in the upper part of the river to
connect with the valleys of the Lewis, Boyle, or Doubtful, lying South and in the direction the line
was intended to take. Tn short, no other means of forming an outlet in the required direction existed
but that of tunnelling throngh a mass of hills the extent of which was altogether too great for a
moment’s contemplation.

However, since the time of the first examination of this route, further explorations have been
undertaken along a portion of it, and suggestions made that will be referred to in conneetion with the
“main trunk line ” and its extension northwards.

Line No. 2—This line, which leaves the preceding one at the point near the village of Ahaura,
passes along the banks of the river of that name the whole way to the saddle over the main range of
hills known as the “ Amuri Pass;” leaving the Pass on the east side of the range, it traverses the

valleys of the Doubtful, Boyle, and Waiau Rivers, thence over the Waiau and Hurunui Plains. The
line then crosses the Furunui River near the site of the present bridge and township, and over the
‘Waikari Plains to the Weka Pass, thence to the Waipara Plaing, and, after crossing that river, joins
the terminus of the North Canterbury line at Amberley.

The first part of this line, which passes along the banks of the Ahaura River, is but little better
than the Grey, until a place called the “ Hauplu Flats” is reached. Here the line enters a more
favourable country ; but the route has been objected to by reason of the length of the tunnel through
the hills at the Amuri Pass, which wounld not be less that one and a half miles and probably lonﬁer
as the top of the saddle itself is at least a mile across. Portions of this route eastward from the saddle
have been, since the first examination was made, so incorporated with other schemes (ses sketch
map) as to render any further remarks upon this route, as a separate and distinct one, at this place
unnecessary.

Line No. 3.—This line may be considered as being common to No. 2 as far as the junction of the
Tutaekuri with the Ahaura River, when, instead of continuing along this river, and passing over the
saddle of the Amuri Pass, it follows the upward course of the Tutaekuri River, leaving it at a point
about three and a half miles up the valley. From this point it follows the course of a branch which
flows from the Hope Saddle, and, passing over the Main Range, at this place descends through
the valleys of the Hope, Boyle and Walau Rivers, to its Juncmou with the main trunk line, near
the homestead of the St. Lieonard’s Run.

This line was examined with the object of comparing the Hope Saddle with that at the Amuri
Pass, both of which cross the Main Range. The result of this examination led to the discovery of
the IIope Saddle being the more favourable of the two. This being the case, a survey of a portion
of this line was made commencing at Brunnerton and extending over the Saddle to the junction of-the
Boyle and Hope Rivers, and which will be found as shown as such apon the sketch map.

From Brannerton to the junection of Lines Nos. 3 and 4 (see sketch map) I consider to be very
favourable for a line of railway from this point to their respective junctions with the main trunk
line. The remainder of these two competing lines, Nos. 8 and 4, will form the subject of a comparison
further on.

Line No. 4.—This line commences at the junction of the Kiwi with that of the Hope River,
traversing the valley of the former to its source, and from thence, over some high ground, to the north
bank of Lake Sumner, and passing along it, as shown upon the sketch map, until the terrace is reached
near the point where the Hurunul emerges from the lake; thence over the terrace which forms the
north bank of the Harunui, which it crosses at a point near to its junction with the south branch of the
Hurunui; thence, after crossing the south branch of the Hurunui, it follows the course of the river
along its south bank until the Waikari Plains ave reached, and where this line is proposed to form a
junection with the main trunk line.

This line may be considered of a sufficiently-distinctive character as to have a separate number
attached to it, although it is short, and common to the preceding ones for a long distance. However,
its 1rnp01tauce is such that more £r equent reference will have to be made to it than that of apy of the
others when the “ compavative ”” merits of the lines are under consideration.

Line No. 5.—This line starts from Greymouth, and, instead of proceeding in the direction of
Brunnerton, it takes a southerly course coastwise, and passing along the Greymouth and Hokitika
Railway Reserve as far as the Teremakau River.

An alternative line, as shown upon the sketch map, along the first portion of this route, leaves the
line at a point about six miles from Greymouth, and, passing through the villages of Marsden, Cockabulla,
and Clifton, and skirting the southern part of Lake Brunner, joins the main line, on the northern
bank of the Teremakan River, at a point about twenty miles from its mouth; the line then traverses the
north bank of this river the whole way up to the saddle on the main range, and known as the
“ Hurunui” or “Teremakaun ” Pass ; on leaving the saddle, it passes along the southern bank of the
Hurunui River as far as Lake Sumner ; thence over open and gently-undulating ground, and passing
along the south bank of Lake Taylor, it joins Line No. 4, near the junction of the Hurunui River and
1ts south branch.

This route was examined to ascertain the practicability of a line of railway over the * Hurunui”

r “Teremakau > Pass, situate on the main range, when it was found that a tunnel at this saddle
could not be constructed less than twe and a half miles in length. This fact, coupled with the exceed-
ingly-rugged formation of the ground on the west side of the Pass, led to its rejection, for on either
side of the Teremakau River, and most notably at the junction of the Otira River, where, for a
distance of about a mile, the line would have to be benched out of the solid rock, which would be
nearly equal, in point of cost, to tunnelling.

There are several other reasons for condemmmr this route, and, withoub recording them at this
place, I think suflicient has already been said for you to perceive the cause of its rejection.

Line No. 6.—This s a line shown upon the sketch map from off No. 2 intercoastal line, but, in
reality, 1t was intended to connect with Line No. 5, main trunk line, at the head of the Marina
Plains, and by that means avoid the tunnel at the Hope Saddle; and so anxious -and hopeful was the
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late Engineer-in-Chief upon the subject that a survey was ordered to be made of that portion of it
commencing about one and a half miles south of the Lewis Saddle, thence over the saddle and
along the Caunibal Gorge to a tributary on the south side of the Marina River called “ Derbyshire
Creek.”

However, the anticipations with reference to this locality given by Mr. Fowler in his repert upon
a “reconnaissance ”’ survey of this part of the country were not supported by the results of the survey,
which demonstrated that a tunnel of about twenty-five chains in length was indispensable, except by
having recourse to grades of exceptional steepness, and that, in several places down the river between
the Derbyshire Creek and the head of the Marina Plains, the line would pass along the bed of the
river, or have to be benched out of the solid rock, as the banks rise nearly perpendicular from the
water’s edge. Further remarks in connection with the scheme of which this forms a part will be found
under the heading of “ Main Trunk Lines,” No. 5.

I think I have now laid before you, by a description and explanatory notice, all the routes that
have been examined for a line of railway in connection with what may be considered an “intercoastal
line.” I will therefore now describe the various routes that have been examined in connection with
the proposed railway extension of the main trunk line northwards from its present terminus at
Amberley, numbering them in the same order as that of the preceding or intercoastal ”” lines.

Marx Trunk Lises.
Descriptive and Explanatory Remarks.

Line No. 1.—This was the first line examined the object of which was to connect Amberley with
Toxhill, the present termini of their respective lines.

Starting from Foxhill (the course taken during the time of its examination) the route of this line
follows that of the west branch of the Waiiti River to its source in the “Spooner” range of hills, over
which it crosses into the valley of the Motueka River; thence over another part of the same range
into the valley of the Motupiko River, following the course of this river through the Big Bush, and
over a rather low saddle into the valley of the Wairau River at Tophouse ; thence up the valley of the
‘Wairau and through the gorge of that name to Tarndaie; from Tarndale it continues to follow the
course of the Wairau River, until it reaches the source of its southern branch, and over the summit of
a high range of hills into the valley of the Clarence River, which it follows in its downward course
until it reaches the junction of the stream that flows from Jack’s Pass; leaving the valley of the
Clarence River at this place, and following the course of this stream, it passes over the saddle at Jack’s
Pass, in the valley of the Chatterton River, and outwards to the Haumer Plains, joining intercoastal
line No. 8 at the junction of the Wairau, Percival, and Hanmer Rivers.

Any further description of the direction of this line may be considered unnecessary, as the sketch
map plainly shows the continuance of its route to Amberley Station, and which has been already
described and referred to.

Reference to a line of railway by this route was made by the Minister for Public Works in his
address to the House in the year 1574 or 1875, intimating that the West Coast line, namely, from
Nelson to Grreymouth (remarked upon in the first part of this report), could not be proceeded with
until the line by this route had been examined.

Now it is from this remark alone that any information can be gleaned as to the object of this so-
called “ West Coast” line, and from which an inference might be dvawn that the line had been intended
as part of the general scheme of railway extension northwards from Canterbury. But, in my opinion,
if this West Coast line was actually constructed, and formed part of the main trunk line northwards
from Canterbury, no through traffic, in either passengers or goods, would at any fime take place between
Christehurch, or even from the more northern districts of Canterbury, to Wellington.

It might be remarked in this place that the portion of this line, namely, from the junction of
Rivers Waiau, Percival, and Hanmer to Tarndale, was condemned by the late Engineer-in-Chief, for
reasons that will be alluded to in connection with line No. 2 of the main trunk lines.

However, in addition to the objectional grade of 1 in 12 over Jaclk’s Pass on this line, the fact of
the summit at the head of the Clarence River rising to a height of 4,493 feet, and therefore being 700
feet higher than Ward’s Pass, is sufficient of itself to condemn this portion; and, further, that, along
the whole length of this part of the line, there is not an acre of land fit for cultivation.

Other portions along the route are equally objectionable—namely, the Wairau Gorge, to pass
which would require works of a most costly character, as the river flows along the bottom of high hills,
the slopes of which are too steep to admit of a roadway being constructed along them. And, again,
the ascents and descents to and from Spooner’s Range, approaching Foxhill, which involve tunnelling,
or grades of exceptional steepness, namely, L in 12.

You will observe, by looking at the sketch map in conmection with this line, a branch from
Tophouse and following the course of the Wairau River to Blenheim, a distance of about sixty miles;
and, although I have called this a “branch ” line, in reality it may be considered as entering into
competition with that other portion of this line—namely, from Tophouse to Nelson. This will be
referred to again when the Ports of Nelson and Picton are under consideration as connecting points
by a ferry to Wellington in the North Island.

Line No. 2.—The route of this line, starting from a common point to No. 1 line—namnely, from
the junction of the Waiau, Percival, and Hanmer Rivers, instead of passing over Jack’s Pass, takes a
direction across the Hanmer Plains to Jollie’s Pass, and rises ou to the saddle with a grade of 1in 15,
and up which a dray road has recently been constructed; whereas the best grade to be had up to the
saddle of Jack’s Passis 1 in 12.

From the saddle of Jollie’s Pass the line, with a comparstively easy grade, reaches the Clarence
River, along which it passes as far as its junction with the Acheron River. IHere the line crosses the
Clarence, and traverses the valley of the Acheron to its junction with the Guide River. At this point
there is an alternative line, which leaves the Acheron, and follows the course of the Guide River to its
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source at Barefell's Pass. The saddle at this Pass is very high, requiring either a tunnel or steep
grades on either side, until it reaches the junction of another line, as shown upon the sketch map,
This alternative line is condemned owing to the reasons just mentioned.

Reverting to the junction of the Acheron with the Guide River, the more preferable line continues
up the valley of the Acheron, with a branch or connecting line, through Traveller’s Valley, to Tarndale
(which will be again alluded to), and another alternative line over Saxton’s Pass.

The route over Ward’s Pass has been preferred, the saddle being somewhat lower and the route
two miles shorter than the other by way of Saxton’s Pass. The line, leaving Ward’s Pass, now
traverses the valley of the Awatere River as far as a point opposite to Dashwood’s Pass, over which it
passes with a tolerable grade, and sweeping round the base of a cluster of hills to the Town of
Blenheim.

An alternative line was examined over Taylor's Pass, but was condemned owing to the steepness
of the grades on either side of the saddle, and the rugged nature of the ground on the northern
side.

Another alternative line is shown upon the sketeh map. Leaving the valley of the Awatere River,
and following the upward course of the Grey River to its source at the Avon Pass; thence down the
valley of the Avon River to its junction with the Waiopai River; thence along the downward course
of this river to Blenheim. This line has been condemned in consequence of the rough nature of the
ground along the Grey River, and the extreme height of the Avon Pass, through which a tunnel
would be indispensable and of considerable length, to ease the grades on either side.

Reverting again to the main line, the general course and character of which was preferred to that
of No. 1, by reason of its passing through a better eountry in every respect, and particularly as con-
taining a considerable acreage of land that could be brought under cultivation, more especially in the
lower part of the valley of the Awatere River.

However, it is far too rough, generally speaking, and unproductive for a line of railway ever to he
constructed along this route ; nor was it viewed in anything like a favourable light by the late Engineer-
in-Chief. But I may here mention that, in his opinion, a combination of these two lines, that is, Nos. 1
and 2, would be the more preferable, as follows, namely : commencing at the junction of the Rivers
Wairau, Hanmer, and Percival ; thence over Jollie’s Pags into the valleys of the Clarence and Acheron
Rivers to the junction of the last-named river with that of the Severn; and, instead of proceeding over
Ward’s Pass, he preferred the route vid the Traveller’s Valley to Tarndale, thence by the valley of the
‘Wairau to Blenheim.

The choice of this route was in consequence of the easier nature of the grades, whereby the grade
over Ward’s Pass of 1 in 15 was avoided ; buk, when the line »id the Walau and Kaikoura Townships
and the East Coast was examined and reported upon, a further preference to it was given over all the
others.

Line No. 3.—As that portion of the extension of the main trunk line northwards, namely, from
Amberley to Waikari, is being located, and will, I presume, soon be under construction, we must con-
sider this line as commencing from the latter place.

From the station, therefore, at Waikari, the line proceeds in the direction of the Hurunui Town-
ship, crossing the river of that name a short distance north of the site of the present bridge. After
crossing the Hurunui River it traverses the IHHurunui and Waiau Plains in a straight direction and over
gently-undulating ground the whole way to the erossing of the Waiau River from the Waiau Township,
which is situated on the eastern side of the river; the line continues along the south side of the
Mason River, which it crosses about two miles from the townsbip; and thence proceeds over a flat but
rather high terrace for about three miles, when it crosses the Lottery River, and after a short distance
it enters the valley of the Wandell, a small but tortuous river. Iere the Sherwood Forest commences,
the line passing through it for about eight miles and over undulating ground to another crossing of
the Mason River at the foot of the Whale’s Back ; the line then passes over the saddle at the Whale’s
Back into the valley of the Conway River, which it crosses, and from thence over the Quail Range and
crossing the Charwell River to the Greenhills Station; from the Gireenhills the line passes over the
CGlovernment reserve to Greenburn, crossing the Kahautara River at this place, and thence by the
route of the dray road across Crib Creek and the Kohai River to the suburban districts of the Town-
ship of Kaikoura. Here the river traverses along the base of Mount Tyfle, until it reaches the
Hapuka River, which it crosses about one and a half miles from its mouth; thence in a straight
direction and for about three miles, where it reaches the sea beach. The line then traverses along
the beach and over ground about twenty feet above high-water mark for a distance of about forty miles,
crossing in its course the Clarence, Kekerunga, and Ure Rivers. Immediately after crossing the
last-named river, the line leaves the sea beach, and proceeds across the I'laxbourne Run, over gently-
undulating ground, and following the general course of the dray road, to the Awatere River, which
it crosses at a point a little north of the station of the Starborough Run. After crossing the river
the line proceeds in a straight direction to the foot of Dashwood’s Pass, where it joins Line No. 2.

This line may be said to have received far more favourable consideration from the late Engineer-in-
Chief than any of the others, in which I entirely concur, and for reasons stated in my report of 1876,
This line will receive further consideration under the heading of ¢ Comparative Remarks.”

Line No. 4—This is another line that has been examined in econnection with the extension of the
main trunk line northwards, and is prinecipally known as the * Cheviot Hills line,” the route of
which is as follows :—

Starting from a point on the north side of the Waipara River about seven miles from Amberley
Station, and after crossing the Wela Creek to its junction with the Waipara, it traverses the Waipara
Plaivs, passing a short distance east of the station of the Glenmark Run and over a rather low saddle
into the valley of the Waikari River, down which it passes until the Hurunul River is reached.

Having crossed this river near to its junction with the Waikavi, it follows its downward course for
about nine miles, when it leaves the valley of the Hurunui River, and, turning sharply to the left, passes
through the Cheviot Hills Run, crossing the Waiau River about a mile west of its junction with the
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Leader; thence, passing close to the station of the Parnassus Run, it crosses the Leader River about
two miles from its junction with the Hurunui, aud, ascending the high ground at Hawkeswood, it passes
within half a mile west of the station to the crossing of the Conway ; thence along the north bank of
the Conway River for about two miles, where it ends, it having been considered that {rom this point
the route any further northwards becomes impracticable for a line of railway.

This is a line the route of which was examined for comparison with that portion of line No. 3
commencing at the north bank of the Waipara River, and passing by the Townships of Waikari,
Hurunui, and Waiau, and thence over the Whale’s Back, to the Kaikoura Township.

My opinion of a line of railway by this route is fully recorded in my report to the Engineer-in-
Ohief in the year 1876 (see Appendix, page 7), in which I have given my reasons why the line, in my
opinion, becomes impracticable beyond the point marked A upon the sketch map, about a mile and a
half down the Conway from the crossings of that river.

Line No. 5.—This line commences at a point on one of the intercoastal lines and the Haupiri
Flats, and, after crossing the Ahaura River, it follows the upward course of the Nancy Creck to the
saddle of the ridge which divides the Nancy from the Tass River; leaving the saddle, it follows the
last-named river until it reaches the Grey, ihe valley of which is traversed as far as its junction with
the Brown Grey.

Here the line leaves the valley of the Grey River, and ascends a tributary named the “ Brown
Groy 7 as far as its junction with the Mary Creek, which it follows to its source at Mackay’s Pass.

Here the line proceeds over the saddle that forms the watershed of the Grev and the Marina
Valleys, and, after traversing for about twenty miles the downward course of the Marina River and
across the plains, it ascends the River Warwick to a saddle in a range of hills, which it crosses, and
then follows the River Warbeck to its junction with the Matakatali.

The line then traverses the valley of this river for about sixteen miles to the point where it crosses
the Buller, then it joins the line surveyed by Mr. Rochfort, and proceeds up the Buller as far ag its
junction with the Hope River ; but, instead of following the course of this river, and that of Mr. Roch-
tort’s line over the Hope Saddle, it continues along the Buller to its source at Lake Roto-Iti. From the
lake it follows the upward course of a small tributary thereto, through the Black Valley, and over a
low saddle, to Tophouse, ending at a point about a mile therefrom in the valley of the Wairau, on the
north side of the river.

There is a branch, as shown upon the sketeh map, from off this line at the head of the Marina
Plains to Reefton ; but, as this does not enter into competition with that of any other, and as th