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MEETINGS 

General Members Meeting every first Tuesday 7pm. 

Committee Meeting  every second Thursday at 7pm. 

Maintenance Tuesday mornings from 9am. 

Engineering discussions Tuesday evenings 7.30pm. 

 

COMMITTEE 

President:  Peter Jones  543 2528 

Vice President: Russell Prout 5482881 

Club Captain Bruce McKerras 5770134 

Secretary:  Rachael Duncan  

Treasurer:  Owen Bennett 544 9807 

Committee:  Warren Belk, Shane Marshall, 

   John Stent, Jason Flannnery  

   Bruce Harvey. 

Boiler Committee: Peter Jones, Bruce McKerras, 

   John Heald, Paul Newton. 

Safety Committee: Warren Karlsson, Bruce Harvey, 

   Peter Jones, Russell Prout, Mark 

   Duncan 

Editor:  Roy Robinson 07 5491182 

   royrobkk@gmail.com 

    

CONVENERS 

Workshop:  John Nicol 

Track :  Bruce Harvey, John Stent, 

   Russell Prout 

Marine:  Warren Belk 

Librarian:  John Nicol 

Rolling Stock:  

Website:  Murray de Lues 

Driver Training:  

Club Captain: Bruce McKerras    

 

OPERATORS 2017 

17 December M De Lues 

31 December B Harvey 

7 January  N Bush 

14 January  B Harvey 

21 January  P Jones 

28 January  D Harris 

4 February  B McKerras 

11 February  R Salisbury 

18 February  N Bush 

25 February  M De Lues 

4 March  M Duncan 

  

 

 

 

 

 

 

Presidents Report 

 

 

DǊŜŜǝƴƎ aŜƳōŜǊǎ 

{ŀŘƭȅ L Ƴǳǎǘ ǊŜǇƻǊǘ ǘƘŜ ǇŀǎǎƛƴƎ ƻŦ ƻƴŜ ƻŦ ƻǳǊ ǎǘǊƻƴƎŜǎǘ ƳŜƳōŜǊǎΣ /ƭƛǾŜ DƻƻŘπ

ƭŜȅΦ /ƭƛǾŜ ƘŀŘ ōŜŜƴ ōŀǧƭƛƴƎ ǿƛǘƘ ƘŜŀƭǘƘ ǇǊƻōƭŜƳǎ ŦƻǊ ǉǳƛǘŜ ǎƻƳŜ ǝƳŜ ŀƴŘ ōŜŜƴ 

ǉǳƛǘŜ ƻǇŜƴ ŀƴŘ ƘƻƴŜǎǘ ŀōƻǳǘ Ƙƛǎ ƘŜŀƭǘƘ ƛǎǎǳŜǎΦ /ƭƛǾŜ ǇƭŀŎŜŘ ƻǳǊ Ŏƭǳō ǎŜŎƻƴŘ 



ŀƊŜǊ ŦŀƳƛƭȅ ƎƛƊƛƴƎ Ƙƛǎ ǝƳŜ ƎŜƴŜǊŀƭƭȅ ǘǿƻ ǘƻ ǘƘǊŜŜ ǝƳŜǎ ŀ ǿŜŜƪ ǿƻǊƪƛƴƎ ƻƴ ǊƛŘŜ 

ŎŀǊǎ ŦƻǊ ƻǳǊ Ŏƭǳō ŀǎ ǿŜƭƭ ŀǎ ŎŀǊǊȅƛƴƎ ƻǳǘ ǘǊŀƛƴƛƴƎ ŀƴŘ ŎŜǊǝŬŎŀǝƻƴ ƻŦ ƻǳǊ ŘǊƛǾŜǊǎΣ 

ŎŀǊǊȅƛƴƎ ƻǳǘ ƻǇŜǊŀǘƻǊǎ ŘǳǝŜǎ ŀƴŘ ƛƴǾƻƭǾŜƳŜƴǘ ƻƴ ƻǳǊ ŎƻƳƳƛǧŜŜ ƘƻƭŘƛƴƎ ǘƘŜ 

ƻŶŎŜ ƻŦ ǘǊŜŀǎǳǊŜǊ ŀƴŘ Ŏƻ ǘǊŜŀǎǳǊŜǊ ŦƻǊ ŀ ǝƳŜΣ ƴŜǿǎƭŜǧŜǊ ŜŘƛǘƻǊΣ ǝŎƪŜǘ ǎŜƭƭŜǊΣ 

ǘƘŜ ƭƛǎǘ ƎƻŜǎ ƻƴΦ /ƭƛǾŜ ǿŀǎ ƎƛǾŜƴ ƭƛŦŜ ƳŜƳōŜǊǎƘƛǇ ƛƴ ŀǇǇǊŜŎƛŀǝƻƴ ŦƻǊ ǘƘŜ ǿƻǊƪ ƘŜ 

ŘƛŘ ŦƻǊ ƻǳǊ ŎƭǳōΦ ¢ƻ ²ƛŦŜ {ƘŜƛƭŀ ŀƴŘ ŦŀƳƛƭȅ L ƻũŜǊ ƻǳǊ ǎƛƴŎŜǊŜ ŎƻƴŘƻƭŜƴŎŜǎΦ 

¢Ƙŀƴƪ ȅƻǳ ǘƻ ǘƘŜ ƳŜƳōŜǊǎ ǿƘƻ ǘǳǊƴŜŘ ƻǳǘ ŀǘ ƻǳǊ ƭŀǎǘ ǇƭŀȅŘŀȅ ǘƻ ŎŜƭŜōǊŀǘŜ wƻƴ 

{ŀƭƛǎōǳǊȅΩǎ флǘƘ .ƛǊǘƘŘŀȅ ŀƴŘ ǘƘŜ ǇǊŜǎŜƴǘŀǝƻƴ ƻŦ ŀ ƭƛŦŜ ƳŜƳōŜǊǎƘƛǇ ŎŜǊǝŬŎŀǘŜ ǘƻ 

[ƭƻȅŘ .ǊŜŎƪƻƴΦ hǳǊ /ƛǘȅ aŀȅƻǊ DǊŜƎ .ǊƻǿƴƭŜǎǎ ŀƴŘ ǇŀǊǘƴŜǊ [ƛ-WƻƴƎ [ƛŀƻΣ ŀƭǎƻ 

/ƻǳƴŎƛƭƭƻǊǎ .ƛƭƭ DǊŀƴƎŜǊ ŀƴŘ /ŀǘƘŜǊƛƴŜ {ǘŜǿŀǊǘ ƧƻƛƴŜŘ ǳǎ ŦƻǊ ǘƘŜ ŜǾŜƴǘ ŀƴŘ ǘƘŜƛǊ 

ǎǳǇǇƻǊǘ ŀƴŘ ǊŜŎƻƎƴƛǝƻƴ ƻŦ ǎŜǊǾƛŎŜ ƻŦ ōƻǘƘ wƻƴ ŀƴŘ [ƭƻȅŘ ƻǾŜǊ ǘƘŜ ƭŀǎǘ ол ȅŜŀǊǎ 

ƛǎ ŀǇǇǊŜŎƛŀǘŜŘΦ Lǘ ǿŀǎ ǘƘŜ ōŜǎǘ ǘǳǊƴƻǳǘ ƻŦ ŀ ǇƭŀȅŘŀȅ ǿŜ ƘŀǾŜ ŜǾŜǊ ƘŀŘ ŀƴŘ 

ŘŜƳƻƴǎǘǊŀǘŜŘ ǘƘŜ ǎǳǇǇƻǊǘ ǿƛǘƘƛƴ ƻǳǊ ŎƭǳōΦ aǳǊǊŀȅ ǘǳǊƴŜŘ ǳǇ ǿƛǘƘ ǘƘŜ ǎƘƻǿ 

ŎŀǎŜ ƘŜ ŎǊŀƊŜŘ ŦƻǊ ǘƘŜ ƭŀǘŜ 9ŘŘƛŜ 9Ǿŀƴǎ IŜƛǎƭŜǊ ƭƻŎƻƳƻǝǾŜΣ ƻǳǘ ƻŦ ǎǿŀƳǇ ¢ƻǘŀǊŀ 

ǘƘƻǳǎŀƴŘǎ ƻŦ ȅŜŀǊǎ ƻƭŘΣ ŀƴ ŀōǎƻƭǳǘŜƭȅ ǎǇƭŜƴŘƛŘ ŜũƻǊǘ ŀƴŘ ŀ ǊŜŀƭ ŀǎǎŜǘ ǘƻ ƻǳǊ 

ŎƭǳōΦ 

¢ƘŜ bŜƭǎƻƴ ŎƻƴǾŜƴǝƻƴ ƛǎ ǊŀǇƛŘƭȅ ŀǇǇǊƻŀŎƘƛƴƎ ŀƴŘ ǿŜ ƘŀǾŜ ŀ ƎƻƻŘ Ŏƭǳō  Ŏƻƴǝƴπ

ƎŜƴǘ ǇƭŀƴƴƛƴƎ ǘƻ ŀǧŜƴŘΦ ¦ƴŦƻǊǘǳƴŀǘŜƭȅ ǿƻǊƪ ŎƻƳƳƛǘƳŜƴǘǎ ǇǊŜǾŜƴǘ ƳŜ ŦǊƻƳ 

ŀǧŜƴŘƛƴƎ ǎƻ L ƘŀǾŜ ŀǎƪŜŘ ±ƛŎŜ tǊŜǎƛŘŜƴǘ wǳǎǎŜƭƭ tǊƻǳǘ ǘƻ ǊŜǇǊŜǎŜƴǘ ƳŜ ŀǘ ǘƘŜ 

a9!b½ ƳŜŜǝƴƎΦ  L ǿƛǎƘ /ƻƴǾŜƴǝƻƴ hǊƎŀƴƛǎŜǊǎ ŀƭƭ ǘƘŜ ǾŜǊȅ ōŜǎǘ L ŀƳ ǎǳǊŜ ƛǘ ǿƛƭƭ 

ōŜ ŀ ǾŜǊȅ ǎǳŎŎŜǎǎŦǳƭ ŜǾŜƴǘΦ 

Cƛƴŀƭƭȅ aŜǊǊȅ /ƘǊƛǎǘƳŀǎ ǘƻ ƻǳǊ ƳŜƳōŜǊǎ ŀƴŘ ŦŀƳƛƭƛŜǎΣ ƘŀǾŜ ŀ ǊŜƭŀȄƛƴƎ ǝƳŜ ŀƴŘ 

ŀƭƭ ǘƘŜ ǾŜǊȅ ōŜǎǘ ŦƻǊ ǘƘŜ ŎƻƳƛƴƎ ȅŜŀǊ нлмуΦ 

.Ŝǎǘ ²ƛǎƘŜǎ 

tŜǘŜǊ WƻƴŜǎ 

 

 

     

 

     



 
 

 

Fergusonôs Mechanical Paradox 

At last months ñShow and Tellò I displayed the Orrary which I had built. Judging by the queries 

and comments I have received it is quite clear that I did not explain the mechanics at all well!!! 

This device was ñbornò in 1764 by James Ferguson to be used to demonstrate in lectures on 

the solar system. The Orrary demonstrates how the Earth maintains it orientation as it orbits the 

Sun, why seasons happen, summer and winter are reversed between hemispheres , how an 

eclipse can happen. 

. 

 

 

 

 

 

 

 

 

 

 

 

 

Getting down to the paradox: 

You will note the 3 plains beneath the Earth and above the top plate on the right hand side. 

Each of these plains is connected to one of the 3 gears between the two plates directly below 

the Earth. The gear below the Sun (left hand side) is fixed to the base and does not rotate. As 

the assembly is rotated the fixed gear below the sun turns the intermediate gear which in turn 

turns the 3 gears beneath the Earth. Now as you all know a gear of a certain diameter and a 

certain DP will have X number of teeth. In the Orrary all gears are of the same DP. The 3 gears 

below the Earth mate to and with the intermediate gear so will have the same number of teeth.  

 



        

²Ŝƭƭ Ƙƻǿ ŀƴŘ ǿƘȅ Řƻ ǘƘŜ ǇƭŀǘŜǎ ǿƘƛŎƘ ǘƘŜ ŜŀǊǘƘ Σ ƴƻŘŜǎ ŀƴŘ ŀǇƻƎŜŜ  ǘǳǊƴ ŀǘ ŘƛũŜǊŜƴǘ ǎǇŜŜŘǎΚΚΚΚΚΚΚΚΚ 

¢ƘŜ ŀƴǎǿŜǊ ƛǎ ǘƘŀǘ ǘƘŜ о ƎŜŀǊǎ ōŜƭƻǿ ǘƘŜ ŜŀǊǘƘ Řƻ ƘŀǾŜ ŘƛũŜǊƛƴƎ ƴǳƳōŜǊǎ ƻŦ ǘŜŜǘƘΣ ƻƴŜ Ƙŀǎ м ƭŜǎǎ ƻƴŜ Ƙŀǎ 

н ƳƻǊŜΦ ²ƘŜƴ ƻƴŜ ƭƻƻƪǎ ŀǘ ǘƘŜ hǊǊŀǊȅ ǘƘŜ Ǿƛǎǳŀƭ ŘƛũŜǊŜƴŎŜ ƘŀǊŘƭȅ ƴƻǝŎŜŀōƭŜ ōǳǘ ǘƘŜ ŘŜƳƻƴǎǘǊŀǘŜŘ ŘƛũŜǊπ

ŜƴŎŜ ƛǎ ƛƴǘǊƛƎǳƛƴƎΦ 9ǾƛŘŜƴǝŀƭƭȅ ǘƘŜ Ǌŀǝƻǎ ŀǊŜ ŀƭƭ ōǳǘ ŎƻǊǊŜŎǘ ǎƻ ǘƘŜ hǊǊŀǊȅ ŘƻŜǎ ŘŜƳƻƴǎǘǊŀǘŜ ŀŎǘǳŀƭƭȅ ǿƘŀǘ 

ƘŀǇǇŜƴǎ ǳǇ ǘƘŜǊŜ ƛƴ ǘƘŜ ƘŜŀǾŜƴǎΦ 

wƻȅ wƻōƛƴǎƻƴ 

 

 

9ŘƛǘƻǊǎ 9ũƻǊǘǎ 

CƛǊǎǘƭȅ Ƴŀƴȅ ǘƘŀƴƪǎ ǘƻ ǘƘƻǎŜ ƻŦ ȅƻǳ ǿƘƻ ƘŀǾŜ ǇǊƻǾƛŘŜŘ ǎŎǊƛǇǘ ŦƻǊ ǘƘƛǎ ƳŀƎŀȊƛƴŜΦ ²ƛǘƘƻǳǘ ȅƻǳǊ ŜũƻǊǘǎ ƛǘ 

ǿƻǳƭŘ ōŜ ŀ ǾŜǊȅ ōƻǊƛƴƎ ŦŜǿ ǎƘŜŜǘǎΦ 

²Ŝ ό.ŀǊō ϧ Lύ ǿƛǎƘ ȅƻǳǎ ŀƭƭ ŀ  

aŜǊǊȅ ·Ƴŀǎ  

ŀƴŘ ŀ ƎǊŜŀǘ ŦŜǎǝǾŜ ǝƳŜ ǿƛǘƘ ŦŀƳƛƭȅ ŀƴŘ ŦǊƛŜƴŘǎΦ 

{ŜŜ ȅŀ ǎƻƳŜǝƳŜ ƻƴ ǘƘŜ ǘǊŀŎƪΗΗΗΗ 

9ŘƛǘƻǊ wƻȅ 

 

 

 

¢Ƙŀƴƪǎ 

¢ƘŜ ŦŀƳƛƭȅ ƻŦ /ƭƛǾŜ DƻƻŘƭŜȅ ǿƻǳƭŘ ƭƛƪŜ ǘƻ ǘƘŀƴƪ ŜǾŜǊȅƻƴŜ ŦƻǊ ǘƘŜƛǊ ŎŀǊŘǎ ŀƴŘ ƎƻƻŘ ǿƛǎƘŜǎ 

ŀƊŜǊ ǘƘŜ ƭƻǎǎ ƻŦ ǘƘŜƛǊ ƘǳǎōŀƴŘΣ ŦŀǘƘŜǊ ŀƴŘ ƎǊŀƴŘ ŦŀǘƘŜǊΦ 

! ǎǇŜŎƛŀƭ ǘƘŀƴƪ ȅƻǳ ƎƻŜǎ ǘƻ ǘƘƻǎŜ ǿƘƻ ǘǊŀǾŜƭƭŜŘ ǘƻ ǘƘŜ ŦǳƴŜǊŀƭ ƛƴ /ŀƳōǊƛŘƎŜ ŀƴŘ ǘƻ tŜǘŜǊ 

WƻƴŜǎ ŦƻǊ Ƙƛǎ ƭƻǾŜƭȅ ǿƻǊŘǎ ŀōƻǳǘ /ƭƛǾŜΦ !ƭƭ ǘƘŜ ŦŀƳƛƭȅ ŀǇǇǊŜŎƛŀǘŜŘ ƛǘ ǾŜǊȅ ƳǳŎƘΦ Lǘ ƛǎ ƴƛŎŜ ǘƻ 

ƪƴƻǿ ƘŜ ǿƛƭƭ ōŜ ƳƛǎǎŜŘΦ 

hƴŎŜ ŀƎŀƛƴ ǘƘŀƴƪ ȅƻǳ ŀƭƭ ŀƴŘ ƎƻƻŘ ƭǳŎƪ ŦƻǊ ǘƘŜ ŦǳǘǳǊŜ ƻŦ ǘƘŜ ŎƭǳōΦ 

{ƘŜƛƭŀ DƻƻŘƭŜȅ 

 



  

 

 

  Member profile, Russell Prout. 

Born in New Plymouth in the early fifties, I lived most of my first 20 years in a radius of about 

2km. I attended West End Primary, Devon Intermediate and Spotswood secondary school. 

My first job was part time plumbing, heating and ventilating. I was offered an apprenticeship do-

ing the same but after many blocked drains, working on old buildings and being left on a job by 

the foreman and getting a 230v shock from bad earthing under a house, I decided the plumbing 

life wasn't for me. 

I chose instead to do an apprenticeship with McKechnie Bros who extruded copper brass and 

aluminium (nowadays it is only Ali.) it was here that I found a great source (and cheap too) of 

scrap metal and started building my 1/2" to 1ft model of the tug óMoorcockô, a project which still 

has some outstanding work to be done, no rush tho' 

Not so long after completing my apprenticeship I moved on to Shell Todd where I took on a lead 

design role working at that time on a drawing board. I spent 21-1/2 years on and offshore in 

many roles but the most enjoyable involved turn key engineering design, contract and builds. 

One of the last projects was a 1000 tonne Butane storage system consisting of 4- 55m long x 4m 

diameter low temperature (slim) pressure vessels concealed beneath a purpose built sand 

mound paved on the outside. Viewable from the top of Mt Egmont (Taranaki) and can be seen 

on Google Earth, I chose to pave the company logo and initials 15m high x 55m long on the side 

of the mound. 

By this time I was married and a proud father of 4 children. This became a significant influence 

on my professional career as I had worked very long hours and spent little time with family so it 

was time to move on.....In 1998 Australia was on the journey (but at that time not the destination) 

and a possible destination was Aberdeen, Scotland where considerably more oil and gas work 

was available. By the time we made it to Perth (W.A.) the weather and a the potential of a weeks 

work signified the start of another experience. Within a week all 4 kids were enrolled at the same 

school, we had a place to rent and I had some work....that one week turned into a year. By this 

time we had moved house and bought our piece of WA. 

Working between the mining and oil and gas sectors I was kept very busy, yet again. The last 7 

years (up till 2013) working contract for Woodside Energy I enjoyed some of the most challeng-

ing and rewarding aspects of my professional career. Woodside operated facilities onshore and 

offshore between Perth, Broome, North West of WA and Darwin. These facilities included 

FPSO's (Floating Production Storage and offloading facilities) very large tankers with processing 



facilities on theme to separate the oil from the gas), fixed offshore platforms and subsea struc-

tures and pipelines. Many of these facilities were built when Saturation and air diving operations 

were the preferred means for installation and maintenance. ROV's (remote operated underwater 

vehicles) were relatively new and very low powered so not ideal for intervention works. These 

days ROV's have 150-200HP, two manipulators, massive lighting and sonar for navigation, high 

definition cameras and even instruments for monitoring sea conditions etc. These vehicles are 

now capable of many activities (when combined with surface cranes) to perform many activities 

previously carried out by divers so much so that many DSV's (Diving support vessels) are now 

equipped with two work class ROV's. Working with ROV's requires different thinking and planning 

to enable intervention on subsea assets to be carried out. Unlike divers ROV's have no touch or 

grip pressure feedback so fragile items (like cables and hoses) can be easily crushed or dam-

aged. On the other hand an ROV is not so depth dependent so can move freely between loca-

tions in varying depths of water up to approx. 10,000ft or 3,000m. With the right design, struc-

tures can be lowered to depth by a DSV crane and located by ROV, released by ROV and even 

hooked up by ROV. All this with low risk (as opposed to diver activities). 

Unlike working on buildings, foundations or fabrication, you cannot walk up and check dimen-

sions, get a new perspective or share the location with your team. Working beneath the sea re-

quires intuitive and mind visual experience and when the cost of operating on a daily basis can 

be upwards of $750k/day, costs can escalate rapidly if rework is required during the offshore op-

erations. For this reason the cost of preparation works onshore is often extensive with mock-ups, 

trials, training etc, even to the point where mock ROV trials are carried out as well. These can be 

video recorded and be seen by the team but huge structures and a great deal of expenditure is 

necessary to mimic what is expected to be found subsea. 

I have developed many tools for use by ROV (and divers) to perform tasks not previously consid-

ered achievable by ROV and whilst these have been very satisfying the most rewarding of all my 

works to date would have to be taking my design for a handling system and turning it into a $75 

million dollar cash saving to the company and it was above water on an FPSO riser system used 

to return high pressure well fluids (oil and gas) to the surface from wells 400m below on the sea-

bed.. 

This project started with a request from one of the management team, "we know we have a dam-

aged outer sheath on a flexible riser, but can it be repaired insitu?" The leak was just above water 

level and inside a 500mm diameter pipe (the need to be very slender and tread water was criti-

cal), The answer of course was yes, but then I had to back that up. 

A flexible riser may be used to convey hydrocarbon (oil/gas) from a well several kilometers away 



subsea and in 400m of seawater up to and FPSO with internal pressures of 2-3000psi. These 

lines are very expensive to purchase and even more expensive to install often requiring a shut-

down of the facility, disconnect of the FPSO from the mooring system and use of massive winch-

es and a DSV alongside to carry out the repair. 

Well in my case I developed a system of ball jointed collars that are clamped (in much the same 

way a your spine articulates) to the outside of the flowline , raised by two 50t bespoke jacking 

system and capable of being bent around the steelwork structure that existed within the mooring 

buoy system. As a result, with no loss in production, no disconnect of the FPSO from the moor-

ing, no DSV alongside, I successfully pushed the end of the 300mm dia flowline (otherwise un-

supported) up 10.5m in the air to a point where the outer sheath of the flowline could be repaired, 

flowline tested and then lowered back into position. All this in just 4 days offshore with no hot 

work. An achievement that was recognized by the company CEO as having saved the company 

$75 million dollars. Of course I had my support team and an enormous list of doubters who from 

the outset said this could not be done. I was very pleased and satisfied to quietly prove them 

wrong and present a worlds first in doing so. 

Not everything pails into insignificance after that but it was a highlight and after several more 

worlds firsts (of much lesser value) the demand on my time and wish for my family to return to 

NZ, I left this ongoing work to others and set up camp in Tauranga. 

Soon after my return to NZ I became aware of the activities of the Tauranga Marine and Model 

Engineering Club, fronted up to a Sunday operation, was nominated, accepted and became a 

paid member of the club on that day. The rest they say is history, well for me it is just the begin-

ning and I look forward to many more rewarding times with fellow modellers, I hope for a very 

long time. 

 

Russell Prout 



I wish to thank Graeme Carter from the NZ Railway Observer for the following 

article. Roy Editor 

     A & G Price Ltd 
 

Wednesday 26 July 2017 was a sad day for the New Zealand engineering industry when A & G 

Price Ltd of Thames was placed into liquidation. For 149 years the company had been at the fore-

front of heavy engineering projects in New Zealand and throughout the world. Graeme Carter re-

views the companyôs long history and particularly its association with rail. 

 

ALFRED AND GEORGE 

Alfred Price was born in Stroud, England, in 1838 and started work as an apprentice pattern mak-

er at a nearby engineering works. In 1863 he emigrated to New Zealand, arriving in Auckland on 

13 December. While travelling to New Zealand he became friendly with a young Scot, John Wat-

son. Alfred soon took up a job with an Onehunga ironworks. 

 

In 1867 Alfred returned to England, married and returned to New Zealand with his new wife and 

younger brother, George. George was born in 1843 and had completed an engineering appren-

ticeship. On arrival back in Auckland the two brothers became chief and second engineers on a 

coastal steamer plying between Onehunga and Hokitika. Early in 1868 they established an engi-

neering and foundry business in Princes Street, Onehunga, trading as A & G Price. They quickly 

recognised the demands of the flax industry and designed a small flax-dressing machine. In their 

first year in business nearly 100 machines were built. Staff began to be employed and by 1870 23 

men were employed. With such a rapidly expanding business the brothers started to tire of the of-

fice work and employed Alfredôs friend, John Watson, as the accountant. The Price and Watson 

families were closely associated with the business for the next 85 years. 

 

As well as providing equipment for the flax industry, the brothers started to do engineering work 

for the gold mining industry, particularly in the Thames area. Such was the demand from gold min-

ers that A & G Price transferred the bulk of their operations to Thames in 1871. 

 

The Onehunga establishment was retained, concentrating on the needs of the flax industry. At the 

time of opening of the Thames works, the first railway contract was awarded to A & G Price. Pric-

es built for the Public Works Department three first class carriages at Ã192 14s each, seven sec-

ond class carriages at Ã162 14s each, and 12 wagons at Ã100 each; a total contract price of 

Ã2916 2s ($383,000 in 2017 dollars). With the completion of the Onehunga branch rail line in 

1873, a short spur was laid into the Price works, enabling the delivery of rolling stock. With the 

completion of this contract, the Onehunga works were closed. 

 

 



THAMES 

The brothers constructed their first building at Beach Road; this is still the site of the works, in the 

middle of the gold field. It was also the boom era of gold mining in the Thames area, with the 

works supplying pumps, water wheels, and stampers to the mines. Within a few years of shifting 

to Thames the workforce had risen to 70. Servicing the gold mines was not the only engineering 

activities of A & G Price.   

 

Sawmilling became a boom industry from the 1870s, concentrating on the kauri forests of North-

land and Coromandel. Prices became active in supplying that industry with timber jacks, boilers 

and sawmilling machinery. Throughout its life, A & G Price made over 25,000 timber jacks. 

 

Marine engineering was also another area that interested the brothers, and in 1875 a compound 

steam engine was built for a coastal vessel, Durham. This was followed by the construction of 

boilers, and in 1881 shipbuilding started. 

 

As well as manufacturing engineering equipment for a variety of industries throughout New Zea-

land, A & G Price would erect such equipment. They sent men to Ross to erect a stamping bat-

tery. To help supply the firmôs ever expanding demand for steel, A & G Price began buying worn 

rails and steel tyres from N Z Railways to melt in the furnaces. 

 

NZR STEAM LOCOMOTIVES 

It was Priceôs association with gold mining that gave them their start in locomotive building. In 

1885 A & G Price was involved with a goldmining operation at Waiorongomai that had a tramway 

linking the mine with their crushing battery. To haul the trucks of quartz to the battery a small lo-

comotive was required, and Prices agreed to build it. This 0-4-0 locomotive was a geared type 

with horizontal cylinders. It had two cylinders of 6 inches diameter and the boiler had a working 

pressure of 110 pounds per square inch. The locomotive lasted longer than the gold mine, for it 

was later used by the Public Works Department in the South Island before being scrapped in 

1917. 

 

Although the Thames Branch railway was opened in 1898, it was 1903 before A & G Price would 

build another locomotive. N Z Railways was in urgent need of motive power, and its own work-

shops could not keep up with the demand. Railways called tenders for the building of ten W
F
 tank 

locomotives. Prices tentatively put in a bid for the work as the firm had not handled a contract of 

this type or scale before. To everyoneôs surprise the Price tender was accepted. On 17 July 1903 

a contract was signed to build the ten locomotives for a total cost of Ã28,000 ($4,870,000 in 2017 

dollars). The first locomotive was to be delivered to Thames railway station within 12 months and 

the other nine locomotives were to follow at two-monthly intervals. N Z Railways agreed to supply 

all wheels, axles and tyres, crankpins and other components. 

 





In anticipation of winning the tender, Alfred Price had sailed to England to obtain materials for the 

contract. Before he left Thames he arranged for John Watson to send him a cable with one word 

ï carat ï if the Price tender was accepted. Alfred duly received the cable. He was then able to 

place orders with English manufacturers for steel castings, boiler tubes and plates, and Yorkshire 

iron for the forgings. He also purchased new tools for the job. 

 

Back in Thames, George Price and John Watson were busy extending the works to allow the 

new work to begin. George Priceôs son, George Junior, had recently re-joined the business after 

spending more than two years in Britain working in shipyards, and in the United States working 

for Baldwin Locomotive Works. 

 

The first locomotive, W
F
389, was placed in service in September 1904 and the Government In-

spector, M E L Haskins, was very complimentary about the workmanship and performance of the 

locomotive. The last locomotive in this contract, W
F
 398, went into service in June 1905. Follow-

ing this job, the Public Works Department placed an order for two W
F
 locomotives to be used for 

railway construction. 

 

In 1906 the Government called for tenders for 20 A class compound locomotives and A & G Price 

were successful with a contract price of Ã79,960 ($13,088,000 in 2017 dollars). These locomo-

tives were delivered to NZR between 12 December 1907 and 2 December 1909. Another suc-

cessful contract soon followed, this being for ten A class locomotives, delivered during 1910 and 

1911 for a cost of Ã41,480 ($6,928,000 in 2017 dollars). In 1911 A & G Price began negotiations 

to build 10 locomotives to be known as the A
D
 class, but the contract was increased to 20 loco-

motives with delivery to NZR between 1912 and 1914. In 1915 these locomotives were reclassi-

fied as A class. 

 

By 1914 the demand for greater locomotive power was increasing, and in that year NZR asked A 

& G Price to build 20 B
B
 class locomotives, mainly for North Island goods traffic. The order was 

increased by 10 in 1916, and so all of the class were built at Thames.  

 

During World War I there was a skill shortage, and Prices were forced to pay their staff higher 

wages than had been allowed for in their NZR contracts. After some negotiations, it was agreed 

that the price for each locomotive would be increased by Ã500. Then, in March 1917, NZR ad-

vised Prices that, owing to the requirements of the British Ministry of Munitions, they were unable 

for the time being to supply wheels and axles for the locomotives under construction. The matter 

was resolved and the B
B
 contract was completed in 1918.  

TROUBLESOME A
B
 CLASS CONTRACT 

The return to peace saw more locomotives being required, with A & G Price obtaining a contract 

in September 1919 to build 20 A
B
 class locomotives at a cost of Ã6,305 a locomotive ($622.880 in 

2017 dollars). 

 



A major programme of purchase and rebuild of machinery and buildings at Thames resulted in a 

strain on Pricesô finances with Will Price, the companyôs Chairman, having to negotiate an in-

crease in bank overdraft from Ã9,000 to Ã50,000 in September 1920. The bank would however 

only agree to half of the proposed increase. As well as heavy plant expenditure, wage rates were 

also increasing sharply. These two events caused Will Price to ask NZR to cancel the contract 

and agree to amended conditions. A new agreement was drawn up for the 20 locomotives to be 

built for a price of Ã11,400 ($1,038,365 in 2017 dollars) each. The new contract also included an 

escalation clause for wages, to be fixed by the Arbitration Court. 

 

Financial troubles continued with A & G Priceôs bankers requesting that NZR make progress pay-

ments on this contract. In May 1921 Railwaysô General Manager told Will Price that, owing to the 

tightness of money and the Departmentôs heavy financial commitments for locomotives that were 

being built in United Kingdom, NZR could only take delivery of a maximum of four locomotives 

during 1923. The General Manager did promise to give Prices as much repair work as they could 

handle.   

 

It was not all bad, for in 1922 NZR asked A & G Price to build another 20 A
B
 class locomotives for 

Ã11,400 each, with four to be delivered that year and the balance of no less than four each year 

after. Progress payments were agreed to. 

 

During the 1920s economic conditions improved and A & G Price was allowed to increase pro-

duction. Five locomotives were delivered in 1923 and seven in 1924. On 20 November 1924 

A
B
705 left the works as the 100

th
 locomotive built by A & G Price. By 20 June 1926 all 20 locomo-

tives in this contract had been delivered to NZR; the contract had taken nearly eight years to 

complete, compared with two years for 20 A class locomotives 16 years earlier. 

 

FAY-RAVEN REPORT 

One of the recommendations of the 1924 Fay-Raven Report that investigated all aspects of 

NZRôs operation was that all locomotive repairs were to be done at either Petone or Addington 

and that óall locomotives be purchased from outside sources, rather than built in existing shops 

which are not laid out economicallyô. NZR management set about modernising and building new 

workshops with the intention of becoming self-sufficient in the manufacture of locomotives and 

wagons. The recommendation and implementations were to have a major impact on A & G Price.  

 

Five months before the Fay-Raven commission was appointed, A & G Price had obtained a con-

tract to build eight W
AB
 class locomotives, delivered between 1926 and 1928. This was to be 

Priceôs last steam locomotive building contract, and it would be 1955 before another locomotive 

contract with NZR was obtained.  

     

STEAM LOCOMOTIVE OVERHAULS 



With the loss of locomotive building contracts, Will Price made representations to the Minister of 

Railways, Gordon Coates, and was promised locomotive and wagon repair work and also the op-

portunity to tender for new shunting locomotives. Wagon repair work started immediately, but 

new locomotives would have to wait 10 years. 

 

Steam locomotive repair work began in 1946 and lasted until 1964 when A
B
816 left the works. 

155 steam locomotives were overhauled at Thames, with the 100
th
 being A

B
717 which left the 

works in November 1958. The classes overhauled were mainly A
B
, but also B

B
 and A. 

 

WAGONS 

In the 1920s Prices built several petrol tanks that were fixed to U
B
 double-bogie flat wagons and 

were used by oil companies, such as Shell and Plume (later Mobil). The tanks were 30 feet long, 

six feet six inches in diameter and carried 6,000 gallons of fuel. History repeated itself in 1964 

when Prices built several more petrol tanks mounted on rail wagons for Mobil. By this time the 

tanks were 42 feet long and carried 4,280 gallons of fuel. 

 

In 1957 A & G Price gained a contract from NZR to overhaul wagons, principally L
A
 wagons. This 

was due to a backlog of wagons waiting to be repaired at NZR workshops. A section of the works 

was equipped and staffed for this work, enabling up to 10 wagons a week to be overhauled. In 

the early 1960s an average of 315 wagons were repaired each year. This work continued until 

1988 when a rapidly changing rail scene, as a result of land transport deregulation, meant NZR 

could carry out all their wagon repairs themselves. The rail connection between the Price works 

and Thames, known as North Thames Branch, was severed shortly afterwards. 

 

A & G Price was awarded a contract in 1960 to build 100 L
C
 wagons and this was later increased 

to 400. These wagons were built at a rate of four a week. 

 

INDUSTRIAL STEAM LOCOMOTIVES 

While Pricesô first venture into locomotive building was for industry in 1885, it was not until 1912 

that geared lokeys for the sawmilling industry were built. Between then and 1943 twenty lokeys of 

nine designs were built, and they saw service on bush tramways throughout New Zealand. 

 

The first bush lokey was a 0-4-4-0 with second-hand boiler and a twin vertical engine in the cab. 

It was built for B L Knight, sawmiller of Raurimu, and was known as a Price C class. 

 

Then followed four 16-wheelers built in 1912 and 1913. The first two were delivered to Ellis and 

Burnand at Manunui, the third was ordered by Mountain Rimu Timber Co of Mamaku and the 

fourth was for Auckland Rimu Timber Co of Ngongotaha. The two Ellis and Burnand lokeys had 

20 inch diameter wheels, while the other two had 24 inch wheels. The second Ellis and Burnand 

lokey was named Matilda and cost Ã850 ($139,880 in 2017 dollars). 



 

There was a gap in building until 1921 when another C class was built, but with improvements, 

for Watkins Bros of Kakahi. One year later another C class was delivered to Taringamutu Totara 

Sawmilling Co of Taringamotu, near Taurmarunui. Also in 1922 a D class was built, a smaller ver-

sion of the C class, and this lokey was delivered to Matawai Co-op Sawmilling Co of Matawai. 

 

A & G Price closely followed trends of Untied States-built bush lokeys and designed the New 

Zealand versions of these lokeys. In 1923 Prices built two of their E class 0-4-4-0 wheel arrange-

ment, which were similar to the American Climax lokey with inclined outside cylinders. The first of 

the class was built for National Timber Company of Ngongotaha and the second for Selwyn Tim-

ber Co of Mangatapu. Also in 1923 Steele Bros of Mamaku took delivery of a Ca class, which 

was an improved C class with an enclosed cab and bogies fitted with side rods. 

 

Another improvement on the C class was the Cb, again with a 0-4-4-0 wheel arrangement. Two 

were built in 1924 and two in 1927. They were delivered to Tunnel Timber Co of Tapuwae, Rotoiti 

Timber Co of Rotorua, Auckland City Council, and Gibbs and Trevor of Hihitahi. 

 

The largest bush lokey built by A & G Price was delivered to the Marlborough Timber Co of Port 

Craig in 1926. It was Pricesô Ar class and again had a 0-4-4-0 wheel arrangement. The lokey was 

a Meyer type with the double bogies having a two cylinder engine on each bogie, driving through 

gears to the axles. 

 

In 1929 a Cba class was delivered to Jack Bros of Kotuku, this lokey being a development of the 

Cb class with the fuel and water bunkers carried behind the cab. 

 

Two more E class lokeys were delivered in 1936 and 1937. George Syme of Edgecumbe took 

delivery of their lokey in 1936 and Taupo Totara Timber Company (TTT) took the last class E 

built by A & G Price in 1937. The TTT lokey had an enclosed cab and a higher boiler pressure 

than the other E class lokeys built. 

 

Pricesô last steam bush lokey was built in 1944 for Ogilvie & Co of Gladstone. Known as the V 

class it was a completely different design to others produced by A & G Price. It had a 0-4-4-0 

wheel arrangement and had two cylinders in a Vee formation, similar to the Heisler lokey. Prices 

did not build the cab or fuel and water bunkers on this lokey; these were built by the sawmiller. It 

is thought that this lokey was the last geared steam lokey to be built in the world.  

   

 

 

 

 



NON-STEAM LOCOMOTIVES   

A & G Price, while very involved in steam locomotive building in the 1920s, was also very aware 

of internal combustion as a source of rail power. Between 1924 and 1971 94 petrol, diesel and 

battery-electric locomotives were built at Thames. At least five railcars / personnel carriers were 

also built for use on bush tramways between 1925 and 1949. 

 

The first non-steam locomotives were built to a patent held by Robert Joughin, a contractor at 

Waikino. It had a 4-4-0 wheel arrangement and was essentially a petrol Fordson tractor with 

flanged wheels. Four of these patented designs were built between 1924 and 1926. In 1929 a 0-4

-0 petrol locomotive was built for the Public Works Department in Taumarunui, using a Fordson 

tractor. Its design was similar to the first T
R
 locomotive built by NZR in 1924. The Public Works 

locomotive must have been a success, for NZR ordered a similar locomotive later in 1929 for its 

Penrose maintenance depot. 

 

During the 1930s A & G Price built seven petrol and diesel locomotives, both for NZR and indus-

try. At the same time the design of the locomotives improved throughout the decade. The last lo-

comotive built in 1939 was for Wanganui Sash and Door Company, used at their Erua mill. It was 

a 0-4-4-0 centre-cab powered by a 127hp Gardner diesel engine. The locomotive had air-

operated brakes and friction clutches and had four speeds in each direction. Ball or roller bear-

ings were fitted wherever possible. The locomotive weighed 181/2 tons. It was similar to a diesel-

electric locomotive built by Heisler in the United States in 1931.  

 

During the 1940s six small 0-4-0 petrol engine locomotives were built, four for the Royal New 

Zealand Air Force for use at their bases.  

 

The early 1950s was a very active period for small diesel and battery electric locomotives. Five 

diesel locomotives of 3 feet gauge were built for the Ministry of Works for use in building the Ri-

mutaka Tunnel. Seven battery-electric locomotives, also 3 feet gauge, were also built for the 

same project. Three 61/2 tons 2 feet gauge diesel locomotives were built for the State Coal Mines 

at Ohai. Finally in 1952 two battery-electric locomotives of 2 feet gauge were built for the Auck-

land City Council for use on sewerage works. 

 

THE T
R
 ERA 

In mid-1956, NZR placed an order on A & G Price for ten 107hp (15 ton) and five 150hp (20 ton) 

diesel T
R 
shunting locomotives. On 14 November the same year, the Minister of Railways took 

delivery of the first locomotive, a 107hp model, appropriately numbered T
R
100. To assist with the 

construction of these locomotives A & G Price engaged R J (Reg) Gard as a consultant. Reg had 

recently retired as NZRôs Assistant Chief Mechanical Engineer, and at Prices designed and su-

pervised the building of the T
R
 Class.   

 

This article will be continued in future mags 





From the Play Day 17 November 2017 

Isn't it beautiful!! Warren Belkôs steam pinnace (?)  

The ñThree Wise Menò 
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