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The PRESIDENT took the Chair at 4.30
p.m., and read prayers.

QUESTIONS,

SUPERPHOSPHATE.,
As to Analyses for Moisture Content.

Hon. A. L. LOTON asked the Chief
Secretary:

What was the maximum and minimum
moisture content of samples of superphos-

phate, analysed by the Government
Analyst, for the years 1950-1951, 1951-
1952 and 1952-1953°?
The CHIEF SECRETARY replied:
Max. Min.
Per Cent. Per Cent.
1950-51 3 samples 4.2 2.8
1951-52 2 samples 114 9.2
1952-53 10 samples 8.0 2.6
18 samples 84 1.5
FORESTS.

As to Erroneous Press Report.

Hon, J. MURRAY asked the Chief Sec-
refary:

(1) Does the Government intend to take
some action to ensure that a withdrawal
and complete apology is published by “The
West Australian” in relation to mis-
chievous, erroneous, and damaging state-
ments published by that newspaper on
Wednesday, the 26th August, concerning
the Conservator of Forests and the
Forestry Advisory Committee?

(2) Does the Government consider that
a statement by the Minister for Forests
(Hon. H. E. Graham) appearing in “The
West Australian” on the 27th August is
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sufficient recompense to the Conservator
for the embarrassment caused by this un-
justified and erroneous report?

The CHIEF SECRETARY replied:

(1} The hon. member doubtless has read
the sub-leader appearing in this morning’'s
issue of “The West Australian”. This
statement was not sponsored by the Gov-
ernment.

(2) It would be difficult to assess the
damaging effect on the Conservator and
the Forestry Advisory Committee of the
statement published in “The West Aus-
tralian” of the 26th August, as also would
it be difficult to assess the effect of a sub-
sequent explanation.

PETROL PUMPS, ELECTRIC.

As to Tabling Consignment Notes and
Permits.

Hon. N. E. BAXTER asked the Chief
Secretary:

WIill he lay the following papers on the
Table of the House:—

(a} Duplicates of the railway con-
signment notes covering electric
petrol pumps despatehed to coun-
try centres during the period from
the 23rd June to the 15th July,

1953,
(b} Duplicates of road transport per-
mits issued, covering electric

petrol pumps transported to coun-
try centres during the period from
tgeBEBrd June to the 15th July,
19537

The CHIEF SECRETARY replied:

No. Such documents are confidential,
kut the information contained in them
will be made available to the hon. member
privately if he calls at the office of the
Minister for Railways.

RATLWAYS.

As to Increased Freights and Goldmining
Industry.

Hon. E. M. HEENAN asked the Chief
Secretary:

Before making any decision on the sub-
jeet of increased rafil freights, will the
Government give serious consideration to
the position of the goldmining industry,
and the probable detrimental effect any
increase would have at this present time
when the industry shows signs of a re-
surgence?

The CHIEF SECRETARY replied:

Due consideration has been given to the
position of the goldmining industry. It is
considered that, in common with other
districts faced with long frelght haulage,
8 considerable concession is being made
to the Goldfields by the telescoping of
freight rates.
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STANDING ORDER SUSPENSION.
As to Consideration of Notice of Motion.

Hon. J, MURRAY (South-West): Have
ing discussed with you, Mr, President, my
rights and privileges under Standing
Order No, 422, I now move—

That Standing Order No. 15 be sus-
pended so as to enable the notice of
motion standing in my name on the
notice paper to be taken forthwith and
to take precedence each day before
the resumption of the debate on the
Address-in-reply.

The CHIEF SECRETARY (Hon. G.
Fraser—West): I move—
That the debate be adjourned.
Hon, J. MURRAY: I have already

drawn the attention of the House to the
fact that I have discussed this matter
with you, Mr. President.

The PRESIDENT: 1Is the hon. member
rising on a point of order?

Hon. J. MURRAY: I am opposing the
motion for the adjournment of the de-
bate. I have already before the House,
in exercise of my rights and privileges,
the question that Standing Order No. 15
be suspended.

The PRESIDENT: Then you are speak-
ing on a matter of explanation?

Hon. J. MURRAY: Yes.

The PRESIDENT: Then the hon.
member may proceed with his explanation.

Hon, J. MURRAY: I doubt very much
my right to discuss the question. I
thought it was left in the hands of the
House.

The PRESIDENT: The question that
:;)h?;e éiebate be adjourned cannot be de-
ated.

Motion put and negatived.

Hon. J. MURRAY: I will now speak to
my motion,

The PRESIDENT: The question is:
That the motion be agreed to.

The CHIEF SECRETARY: 1 think the
matter before the Chair is whether
we should suspend Standing Order No. 15,
and not the motion moved by the hon.
member. I oppose this motion and hope
the House will agree with me because the
only reason why we suspend the debate
on the Address-in-reply is, in the ordinary
course of events, to deal with something
of a most urgent nature, and I can see
nothing urgent in the motion put forward
by the hon., member. I ask the House to
remember that it is a serious step to
adjourn the debate on the Address-in-re-
ply and one which, down the yesrs, has
been taken only when something of a very
urgent nature has had to be dealt with
by the House. To my mind, there is no
justification for suspending the Standing
Order to discuss this matter while the
debate on the Address-in-reply is yet un-
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finished. The hon. member put his motion
on the notice paper a week ago buf did
not move it then. He now wishes to pro-
ceed with the matter when we are within
sight of the end of the debate on the
Address-in-reply. We hope to finish that
debate next week, and the hon. member
could then proceed, in the ordinary course
of events, to deal with his motion as it
appears on the notice paper.

Hon. N. E. Baxter: No one can guarantee
that the debate on the Address-in-reply
will finish next week.

The CHIEF SECRETARY: We cannot
guarantee anything of that nature, as it
is entirely in the hahds of the House, but
at least I have some ideas angd some wishes,
and my wish is to conclude the debate
on the Address-in-reply next week. If we
do not, the House will be sitting for a
longer period. That does not worry me,
but it might worry other members. As
I am anticipating that the Address-in-
reply will be finished next week, I can
see no urgency in the motion submitted
by the hon. member. I repeat that ir-
respective of the question to he dealt with,
members must ask themselves whether
this matter is so urgent that we should
depart from our ordinary routine in order
that it be dealt with.

Hon. L. A, LOGAN (Midland): May
I, Mr. President, ask for some informa-
tion to ascertain whether this matter is
urgent or not? I would like to know
whether the Minister can inform us on
what date applications close for the
position of Conservator of Forests?

Hon. Sir CHARLES LATHAM (Cen-
tral): I admit I know nothing of this
matter, but there has been so much printed
in the Press about it recently that it leaves
some doubt in the minds of members as
to whether fair treatment is being meted
out to the Conservator of Forests. 1 do
not know whether it is or not. If Mr.
Murray desires to obtain Iinformation,
even although his motion may be unusual,
I think his request should be granted be-
fore any injustice is done to the Con-
servator. If the Minister will give the
House an undertaking that no decision
will be made as to the appointment before
we have an opportunity to discuss the
hon. member’s motion, that will be satis-
factory to me. I am not speaking on be-
half of the mover of the motion because
I have not discussed the matter with him.
In fact, I was rather surprised after being
absent last week, to see the hon. mem-
ber’s notice of motion on the notice paper.
This House, in common with ordinery
citizens, does not care to see any unfair
treatment meted out to anyone. Ap-
parently there has been elther some action
on the part of the Conservator or
some political diflerence between him
and the Minister; but whether that is
s0 or not I do not know. It is usual for
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the Minister to call for applications for
such a position when a vacancy occurs.
We know that Dr. Stoate's qualifications
are high and I do not think we would
care to lose a man of such ability. There-
fore, I hope the Minister will give the
House an undertaking that nothing un-
fair will be done until the House has an
opportunity of knowing what action the
Government desires to take.

The PRESIDENT: The hon. member is
debating the question of suspension of the
Standing Order; he is not debating the
motion. .

Hon. Sir CHARLES LATHAM: I know
that, Mr. President. I am merely putting
the case as to whether the motion is
urgent or not., It is a question of a time
limit in giving us an opportunity to dis-
cuss the mofion. If it is urgent and the
Minister will give us an undertaking that
ne action will be taken regarding the ap-
pointment of the Conservator, there is no
urgency but, if not, memhers should now
be given the opportunity of discussing the
hon. member’s motion. For that reason
I am supporting the suspension of the
Standing Order.

Hon. C. H. SIMPSON (Midland): I am
inclined fo take a similar view to that
of Sir Charles but perhaps for a different
reason., I think members realise the virtue
of Standing Orders and that they should
be suspended only to permit the discussion
of a guestion of a serious nature. In this
instance we have had no opportunity
of learning why Mr. Murray desires to
proceed with his motion before the con-
clusion of the debate on the Address-in-
reply. I think most of us take the
view that when a member is placed in
the position that Mr. Mwrray is in, he
would haturally approach the Minister
and he, in his wisdom, would@ probably
advise the member not to go ahead or
indicate his consent to the request. With-
out going into the pros and cons of the
motion, I am under the impression that
there was an understanding between the
hon. member and the Leader of the House
that he could proceed with his motion.
However, we are at the moment more or
less in the air because we do not know the
motives that influence Mr. Murray in mak-
ing this request. I would be inclined to
give him the benefit of the doubt and let
him proceed with his motion and then,
after the debate is concluded, we can de-
cide whether he is justified in his action.
I certainly intend to support the motion
for the suspension of the Standing Order.

Question put and a division taken with
the following result:—

Ayes .. 18
Noes

Majority for 10

[COUNCIL.]

Ayes.
Hon. N. E. Baxter Hon. Sir Chas. Latham
Hon. L. Cra Hon. L. A. Logan
Hon. L. C, Dlver Hon. A, L. Loton
Hon. Sir Frank Gibson Hon. J. Murmy
Hon, A. F. Griffith Hon. H. 8. Parker
Hen. H. Haarn Hon. €. H. Slmpson
Hon. C. H. Henning Hon. H, K. Watson
Hon. J. G. Hislop Hon. F. R. Welsh
Hon. A. R, Jottes Hon. J, Cunningham
fTeller.)
Noes.
Hon. C. W. D. Barker Hon, W. R. Hall
Hon. G. Bennetts Hon. E. M. Heenan
Hon. R. J. Boylen Hon. F. R. H. Lavery
Hon. G. Fraser Hon. E. M. Davles
{Teller.}

The PRESIDENT: As there is an abso-
lute majority of members voting in the
affirmative, I declare the question duly
passed.

Question thus passed.

PAPERS—FORESTS.

As to Applications for Position of
Conservator.

HON. J. MURRAY (South-West) [5.0]1:
I move—

That all files and papers relating
to the calling of applicatlons for the
position of Conservator of Forests be
laid on the Table of the House for
a period of 14 days.

No one realises more than I do that
in order to move this motion, I have had
to adopt a most unusual procedure, but
I consider that the position warrants my
taking that course because the happenings
that have led up to the present situation
have been most undesirable and do not
in any way reflect much credit upon the
people who have heen handling it.

It has been suggested that, by moving
the moticn, I have shown no regard for
what might be revealed if the papers were
tabled—revealed not only to members of
this House and of another place, but also
to the general public. That is not sa.
I am quite prepared for whatever the
papers may contain to hbecome public
property. I fee! certain that the Con-
servator of Forests, whom I have not con-
sulted but who is most vitally concerned,
would agree with me in that statement.
Whatever the papers contain, let them he
made public. In such a case, members
should not have to be content with get-
ting their ears tickled by whatever a Min-
ister of the Crown and others say is on
the files or by their maintalning silence
on the points on which we desire informa-
tion, impiyving that everything is fair,
square and above-board.

It 15 regrettable that statements should
be made in a partial form because in most
instances the best light is thrown on the
picture from the point of view of the man
making the statements while the man who
is suffering gets little notice for his side
of the case. Members of the public should
appreciate that Ministers of the Crown
do at times act in a most irresponsible
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manner, especially when they find them-
selves in a position for which they are
not fitted by their own knowledge and
ability. This irresponsibility, in my view,
can be aggravated when a Minister is
placed in charge of more than one port-
folio and there is a likelihood of a clash
occurring.

Members may recall that last year I
suggested that the coupling of the Min-
istry for Forests with the Ministry of
Housing was a bad set-up, and I went
so far as to say that a better arrange-
ment would have been for the Min-
ister for Agriculture to take the portfolfo
of Porests. Otherwise, the views of the
Minister for Housing, when seeking to give
impartial consideration to a gquestion and
exercising his discretion, must sooner or
later clash with his views as Minister
for Forests. The portfolios of Agricul-
ture and Forests are definitely tied up
together. In some instances, portions of
State forest reserves have to bhe whittled
away to permit of agricultural develop-
ment and so there is some retrogression
in the matter of forestry, bhut I am satis-
fled that the Minister for Agriculture
would have had a hetter chance of har-
monising his views with those of the Con-
servator than would the Minister for Hous-
ing, who is desirous of getting houses built
at all costs.

At this stage, we should examine what
led up to the peculiar situation that has
arisen in regard to the Forests Depart-
ment. When the papers are tabled, I
feel sure they will reveal that we had a
very zealous Minister for Housing out to
do all he could to house the people and,
without causing retrogression in forest
policy, do a great job. His main object
was to house the people. In his effort
to do so, he came into conflict with the
sawmillers and the bullding trades gen-
erally. We have read Press statements by
the Minister that certain parties were not
playing ball, and eventually a stage was
reached where the building trades and the
sawmillers raised a doubt in the mind of
the Minister as to whether the Forests
Department was the main obstruction and
whether the sawmillers could get a flow
of timber that could be passed on to the
building trades. That seems to be the
crux of the matter from the point of view
of the Minister.

When speaking on the Address-in-reply
debate, I mentioned the Minister's diffi-
culty in trying to provide the requisite
timber for the building of houses and
went on to make reference to the Kaurl
Timber Coy. Having dealf with several
references on that occasion, I shall not
weary the House by repeating them now,
but I should like to read the final para-
graph on page 15 of the report of the
Joint Select Committee on the Kauri Tim-
ber Coy’s. Bill as it will amplify my reason
for gresenting this motion to the House
as an urgent one. The paragraph reads—
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The committee is not concerned
with the feuds that have been built
up between milling interests, but a
close study of the evidence will give
much food for thought with regard
to how closely held have been the
privileges associated with the private
use of our natural national resources
in timber.

The committee favours the whole
matter being exposed to the light of
day so that, instead of being actuated
by selfish motives, those who have the
privilege of operating in this industry
will, as a general rule, also be acting
with a high regard for the internal
needs of Western Australia and of the
people of this community,

On the introduction of the Kaurl Timber
Coy's. Bill, the matter took a rather more
serious turn because the committee recom-
mended that a Royal Commission be set up
to examine all matters pertaining to our
forestry activities. The Minister for Hous-
ing and Forests at that time would have
been the one that framed the terms of
reference for the Royal Commission,
though of course, the Government would
have given final approval to them. No.
4 of the terms of reference reads—

Also examine the forests regulations
and administration.

I should say that would cover practi-
cally everything concerning the adminis-
tration with which the Minister needed
to worry himself. The then Minister
appeared before the Royal Commission so
that his views, which were very strong,
would be placed before that hody. He did
not entrust the duty to somebody else,
but attended before the Royal Commission
and stated his views. I think members will
agree that no exception could be taken to
that. The Minister at that stage was not
prepared to let the matter go at the find-
ing of the Royal Commission under that
heading. He went further and included
an additional term of reference, No. 10,
:vhich was issued at a later date, as fol-
ows:—

If any and if so what changes are
desirable in the administration of the
Forests Department.

Thus the Minister made the gquestion
of administration one of the main items
for the attention of the Royal Commission,
and it is quite obvious why he did so. He
was not satisfled with the Royal Com-
missioner’s reaction to the evidence that
had already been placed before him. The
Minister made sure that the Royal Com-
missioner would include all these things
in his report—I will not weary the House
by reading them, but they are to be found
on pages 38 to 3%—and members will see
that the Royal Commissioner not only
covered them fully, but definitely ruled
against the suggestion of the Minister as
being in the best interests of the working
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of the Forests Department. He was de-
cisive in what he had to say and did not
apologise for one word that he used. He
showed why he disagreed with the Mini-
ster’s viewpoint.

If the Minister had stopped there, no
great exception could he taken to what
has been done because it was in the hands
of the Royal Commissioner and the Mini-
ster had given evidence before him. He
had done everything in a more or less
public manner. He had in this way backed
up his opinion that the administration of
forestry in this State was at a low level.
Unfortunately the Minister did not stop
there, nor did he set up &n inter-depart-
mental inquiry to see whether there was
something wrong with administrative
matters of a small nature—accounts and
such like—to which he drew attention
later, but went to the extreme.

When the papers are tabled it will be
found that the then Minister, without
producing any proof, in a communication
to the then Premier, wrote that, as Mini-
ster for Forests for 12 months, he had
found that the Conservator was mostly in
the country. That is a very good place for
the Conservator of Forests to be, in my
view, His duties take him from one end
of the State to the other. But that was
not the reason why the Minister made the
statement he did.

He was not showing approbation of the
Conservator, hecause he went on to say
that the Conservator was mostly in the
country and rarely was he able to as-
certain his whereabouts, whilst continual
information reached him that the Con-
servator was at his own property at Bus-
selton. If that statement were true the
Minister had a case for the immedlate
termination of the Conservator's appoint-
ment because in this matter we are not
dealing with the office boy but with one
of our highest paid public servants. If,
as the Minister suggested, the Conservator
was spending the Government’s time on
his own property at Busselton then that
officer was dishonest. I suggest that be-
fore making a statement of that nature
the Minister should at least have pre-
sented proof. Instead of that he made
in the communication what, in my view,
is a most damnable suggestion about a
highly respected public servant.

The Minister, still not satisfied with
the Royal Commissioner's report, set up
a further committee to deal with these
matters. The committee was established
in the absence of the Conservator. The
ex-Minister might say at this stage that
it was because the Conservator was ab-
sent from the State that he was not
taken into the Minister’s confidence in
the matter. He might say also that the
Conservator well knew his views. He ap-
pointed the committee and put on it his
own forestry nominee together with an
officer from the Agricultural Department
and one from the Lands Department.
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By doing that he loaded it very much
against the Conservator; and that was
the purpose of the committee because it
was to advise the Minister on ail sorts
of questions. The Minister, not being
satisfled with there being an overwhelm-
ing vote against the Conservator, at a
later stage incressed the size of the com-
mittee to include a Treasury official and
Mr. Burvill, the soil conservation officer.
The set-up of the committee then was
that it consisted of the Minister's nominee
from the Forests Department together
with three men who were under the Min-
ister for Agriculture, and one from the
Treasury. This committee was completely
able to outvote the forestry representative
even had he remained true to forestry
principles.

Whilst I stress the sefting up of this
committee, I want the House to realise
that there was already functioning a com-
mittee which included the Conservator of
Forests, the Director of Agriculture and
the Surveyor General, so that there was
no necessity for the Minister to establish
another. This committee was established
in 1943, and it could have given him all
the information he required in regard to
forestry and land questions unless, as, I
sugpgest, he wanted to set up this com-
mittee, to, in a measure, outvote the Con-
servator on questions in respect to which
the Minister believed he was not amen-
able to discipline.

From there the Minister went on to
formulate legislation to amend the Forests
Act. The papers, when they are laid on
the Table of the House, will show clearly
the suggested amendments of the then
Minister. I hope members will look closely
at them because they are in direct con-
tradiction to the findings of the Royal
Commissioner. Some people might say,
“What does the Royal Commissioner know
about this?” Well, not only is he well-
experienced in forestry matters but is
recognlsed as such, whereas in this case
we have a Minister, with no experience in
forestry matters, bringing forward re-
commendations without consultation with
the Conservator: and, in addition, pro-
posing to put them before Parliament.

I suggest it 1s in the interests of the
House that we examine these papers be-
cause, sooner or later, the present Gov-
ernment, or the previous Government when
it gets back again, might make some ef-
fort to alter the Act, which has stood the
test of time. The ex-Minister, during
that particular period, made reference to
the difficulty he had in contacting the
Conservator. I consider that the Minister
had that difficulty only because his main
duties kept him in the metropolitan area
whereas the Conservator's prineipal duties
kept him in the country districts.

In view of the strained relations between
the Minister and the Conservator at the
time, I suggest now that had the Minis-
ter been a little more co-operative there
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would have been no difficulty. The least
the Minister could have done was to leave
8 note on the Conservator's file to say,
“I want you in Perth on Friday,” or, “I
want you on the 15th,” or whatever it
was that he wanted. But, no, he evidently
adopted the attitude, “The Conservator
must be here when I go to see him; and
if he is not, T am annoyed ahout it.”

In this regard I realise, as do many
others, that a lot of trouble starts and
finishes because of the fact that the Con-
servator, who is an expert in all phases
of forestry matters, does not, and never
did, suffer fools gladly. Respective Gov-
ernments have appointed people without
‘knowledge to administer this department,
which is highly technical. The portfolio,
in the main, has been treated as a junier
one. I do not say this is so from the
personnel point of view, because it has
been held by some of the highest Minis-
ters—the Premier in most cases. It is
a portfolio which has been tacked on to
the end of a string of important port-
folios such as Premier, Treasurer, and so
on.

In other words, when speaking of
forestry matters, most Governments say,
"“We do not need to worry. We have
g rellable Conservator and the Minister
does not mean very much.” A number
of Ministers for Forests have had no real
knowledge of the industry and have not
been prepared to recognise the importance
of a sound and firm policy, nor have they
been prepared to recognise the value of
a plan which provided for a perpetuity
of cutting. 8o we have had a situation
where, to use another quotation, “Fools
rushed in where angels feared to tread.”
They honestly believed that a short-term
achievement was most likely to bring the
greatest kudos to themselves, knowing that
the disastrous efTects of a short-term policy
would not be discovered or felt by the com-~
munity, in their lifetime 2s members of
Parliament.

So these men advocated a short-term
polley, forgetting completely that the
Forests Act, which had been in operation
for so long, had to be implemented by
men who were fully conscious of the high
responsibility they had to administer the
legislation in the best interests of the State.
That is where the trouble arose in the
Forests Department. Forestry work is
highly technical and cannot be learnt in
five minutes. A man cannot serve an ap-
prenticeship for six months and then say
that he knows all about forestry matters.
Whenever there was a change of Govern-
ment, there was a new Minister for Forests.
Each new man had a different viewpoint,
and in an emergency his thoughts prob-
ably ran counter to the best interests of
Western Australia.

In dealing with this matter the present
Minister has endeavoured, in the main,
to cloak his personal views. He has done
that, but by the subtle use of statements
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and reports of others, he has, by inference,
if not directly shown himself to be a sup-
porter of the views expressed. In my
view, defamation is just as damaging
whether it is done by inference or the more
direct method.

The PRESIDENT: Order! The hon.
member will please resume his seat. Stand-
ing Order No, 114 reads—

If all motions shall not have been
disposed of one hour after the time
fixed for the meeting of the Couneil,
the debate thereon shall he inter-
rupted, unless the Councll otherwise
order,

It will be necessary to ask the permission
of the Council for the hon. member to
proceed with his speech., There being no
objection raised, the hon. member may
continue.

Hon. J. MURRAY: I was saying that,

Jin my view, defamation was just as damag-

ing whether it was done by inference or
by the more direct method. Also, when
mud has been slung, irrespective of the
manner in which it has been slung, some
of 1t must stick. That is unfortunate but:
true. As I have already stated, if the ad-
ministration of the department was caus-
ing as much dissatisfaction to the Minis-
ter and the senior officers of the depart-
ment as we have been led to believe, one
would have thought that the easiest
method to overcome the difficulty would
have been to bring down an amendment
to the Foresis Act.

The Act could have been amended to
provide for a set-up similar to that
existing with regard to the Education De-
partment. In that department there is a
Director of Education, who has much the
same sort of job as the Conservator of
Forests, and a Chief Administrative Officer.
The organisation of the Department of
Agriculture is somewhat similar, except
that there is a Deputy Director in
addition to the Director. So 1 repeat
that I cannot see the reason for this un-
orthodox proposal to whittle down the
powers of the Conservator. It appears
that these commitiees are to be used to
advise the Minister and to act as a pres-
sure group against the natural wishes of
the Conservator.

The present Minister stated that the
advisory committee he has now formed
is to advise him on the 400,000 acres he
mentioned. The Minister could not be
expected to have any personal knowledge
of the area concerned but, according to
him, the Government made certain stipu-
lations. Members of the committee were
required to have a forestry knowledge
but not to be connected with saw-
milling activities or persons cutting on
forestry land. Despite the fact that there
is an advisory committee already in exist-
ence which could have advised the Min-
ister on the area in question, had the
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Minister abided by the Government’s

decision no exception could have been
taken.

But we find that Mr, Gregson has been
appointed to the committee. He is the
direct representative of the Sawmillers”
Association, and, although he is not per-
sonally operating as a sawmiller, he is
certainly concerned with the cutiing of
timber on forestry land. Mr. Hayes repre-
sents the Co-operative Sawmillers, The
members of that organisation are not in
the Sawmillers’ Association, but in more
than one instance they are ecutting on
Crown lands. So it ecan be seen that the
members of this committee do not con-
form to the principles laid down by the
present Government. While these men
are connected with the sawmilling indus-
try, they cannot hope to have an up-
to-date knowledge of such a large tract of
country as the 400,000 acres in question.

If the Minister did not like the setup

of his predecessor, he could have sought’

advice from the committee appointed by
a former Labour Government. This com-
mittee consists of the Conservator of
Forests, the Surveyor General and the
Director of Agriculture; it is one that
would be acceptable to most people and,
unlike this other committes, would have
given the public more confidence. To my
mind this new committee appears to have
been brought into being to damage the
Conservator.

Before concluding my own personal re-
marks on this important matter, I would
like to read two extracts from “The West
Australian.” One is taken from the issue
of Saturday, the 5th August, and is an ex-
tract of some remarks made by Mr. G. J.
Rodger who was in this State attending
a forestry conference. Before leaving for
Canhberra he declared that—

The pine plantation at Gnangara
was a standing tribute to the work
of the W.A. Conservator of Forests
{Mr. T. N. Stoate). At Dwellingup he
had seen most important work for the
improvement of the growth of jarrah
and this showed the high standard
of forestry in this State.

Mr. Rodger was the Royal Commissioner
who inquired into forestry matters in this
State. 'The other cutting is from *“The
West Australian” of the 5th September,
1953. It is most important because the
remarks were made by a man who is con-
cerned with the timber industry in the
Eastern States. He is a person who has
a world-wide vision and for that reason
I want to make sure that his remarks go
down on permanent record. The extract
reads as follows:—

Other States Want More W.A.
Timber.
Prompt and bigger shipments of
local timbers would be appreciated in
the Eastern States, Mr. O. D. A, Oberg,
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chairman of directors of a leading
Sydney timber firm, sald yesterday.
He is in Perth for the meeting of the
Australian Council of Employers'
Federations.

Although Eastern States manu-
facturers wanted more local timber,
they admired the State’s policy of pre-
serving its forests on the basis of sus-
tained annual yleld, he said.

Mr. Oberg, who has travelled the
world much in the past 25 years, paid
a tribute to the international reputa-
tion of the Western Australian Con-
servator of Forests (Dr. T. N. Stoate).
Coming from a man of the capacity of
Mr. Oberg, it should be placed on perman-
ent record that, despite the fact that the
Eastern States are crying out for our tim-
ber, these people are big enough to realise
that the policy being followed at present
is the only one that can safeguard our
timber in perpetuity.

To conclude my remarks, in my view
it is a matter for grave concern that, 35
vears after the introduection of an Act of
Parliament, the basic prineciple of which
was to conserve our timber assets and pro-
duce 2 plan to ensure perpetuity of cutting
in the interests of the economic develop-
ment of the State, there should have
arisen a temporary state of emergency
which has caused Ministers of the Crown
to ignore the future and to set out to
squander our timber reserves. By and
large, the sawmilling industry will, of
ecourse, welcome the opportunity to in-
crease its proflts with no regard for the
difficulties which must accrue from such
a Dpolicy.

Because of the importance of forest
conservation and reforestation, any amend-
ments to the present Act should be very
closely examined, and no attempt should
be made to curtail the authority of the
Conservator. Rather should we endeavour
to make his difficult and responsible task
as easy as possible. Let us treat this as
a matter of national importance, as it ls,
far removed from party politics. With
the sympathetic backing of Parliament, I
feel sure that future citizens of Western
Australia will be Ioud in their praise of
the very policy adopted by the Conservator
which seems irksome and unnecessary to
some members today.

As to Adjournmeni of Debuate,
The CHIEF SECRETARY: I move—
That the debate be adjourned.
Hon. J. MURRAY: I would like to
draw attention to the fact that I have
moved this motion under Section 422 as a
matter of urgency. While I have no objec-
tion to the Minister securing the adjourn-
ment of the debate, I trust the Government
does not intend to obstruct the carrying of
this motion.
Question put and passed.
Debate adjourned.
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BILLS (3)—FIRST READING.

1, Royal Style and Titles Act Amend-
ment.

2, Bee Industry Compensation.
3, Firearms and Guns Act Amendment.
Received from the Assembly.

ADDRESS-IN-REPLY,
Ninth Day.

Debate resumed from the 9th Sep-
tember.

HON. C. H. SIMPSON (Midland) [5.52];
In common with other speakers, I would
like to extend courtesies to the two
Ministers who have recently taken office;
to the Chairman of Commiftees, who has
recently been elected, and to our new
member, Mr. Griffith. I have already
written personally to the two Ministers
conveying my congratulations. I can give
them the assurance that, as far as the
members of the party which I have the
honouy to lead are concerned, if legislation
that is brought forward is progressive and
for the good of the State, it will certainly
receive our full support, and perhaps we
may be able to improve on it by sug-
gested amendments.

From my experience as Minister, and
as Leader of the House, I know that Min-
isters are under considerable strain. The
only strain I know to be greater is being
called upon to relinquish the office one
holds after the electors of the State have
decided it is time for a change. Having
regard to that sirain and the possible ef-
fect on the health of the two Ministers,
I can assure them that we would be happy
to relieve them at any time, if the oppor-
tunity should arise, so that their health
will not be impaired for very long.

I extend congratulations to Mr. Hall on
his appointment as Chairman of Commit-
tees. I can assure him that, as Deputy
Chairman, I will give him all the assist-
ance I can. We have listened with pleasure
to our new member, Mr. GriffitH, speak-
ing on the Address-in-reply debate, and
I feel sure that in time to come he will
furnish many useful contributions to de-
bates in this Chamber.

The passing of Mr. Carew-Reid leaves
a gap in the circle of familiar faces which
we have been used to seeing in these pre-
cincts. The late Mr. Reid and all those
associated with him have commanded our
gratitude for the assistance they have al-
ways given us and the courtesies which
they have extended, particularly to new
members. No doubt the tradition which
he upheld so ably will be carried on by the
remainder of the staff engaged in that
line of duty, and I feel sure we can look
forward to & continuance of those cour-
testes which were always extended to us
in the past.

The Governor’s Speech is quite an in-
teresting document and, while time will
not permit me to refer to the many items
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of Interest which it contains, there is one
I would like to quote at the outset. It is
as follows:—

The State continues to make sub-
stantial progress, Business confidence
is strong. Employment is high and
:gapidd population growth has con-
inued.

Major industrial developments are
proceeding or projected, and the de-
mand is firm for the output of ocur
primary industries.

All that makes very pleasant reading, and
it is doing no more than reciting actual
facts. But the peoint I would like to make
at this stage is that that is & compliment,
whether intended or not I do not know,
to the previous Administration, because
obviously that state of affairs must have
been brought about by the policy and
activity of the Government which held
the reins of office for the past six years.

In Jlooking through the Governor's
Speech, it is curious to find that there
has been no specific reference to our great
primary industries. I refer particularly
to wheat and wool. This State has always
been recognised as a major primary pro-
ducing State. Our exports of wool and
wheat in particular are relatively greater
than those in any other State of Aus-
tralia. There have heen occasions when
we have realised this to our cost because,
when there has been a state of drought
or semi-drought in the eastern parts of
our Commonwealth, we, as the State
which had the greatest exportable sur-
plus of wheat, were called upon to supply
a major proportion of home-consumption
demands in Australia, and that, of course,
megant that we received relatively less of
the outpui from this State than we cer-
tainly would have done if we had had
our own pool and had been able to dispose
of our products oversea, thereby ensur-
ing for ourselves oversea parity.

In previous years—that is, prior to
World War II—gold secured to us the
greatest proportion of our oversea credit,
and Western Australia was, of course, the
gold State of the Commonwealth. TFor
many years we have produced the major
portion of Australia's gold, and for some
years now it has averaged from 70 to 80
per cent. In 1938-39, the value of the
gold produced by Western Ausiralia was
£10,600,000 and in that year the combined
value of wool and wheat was £6,900,000,
but in 1950-51 our total exports had
tisen to £108,000,000. Wool and wheat
between them contributed £88,000,000, the
balance of £20,000,000 including gold and
other export commodities, such as cray-
fish, timber etc.

The secondary industries that are being
developed will possibly help to stahbilise
our economy and will have the effect of
assisting our primary industries in secur-
ing a better balance between the two, pro-
viding more local consumers for our pro-
ducts and possibly a greater flow of sur-
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pius labour which might be employed in
the primary indusiries. During 1951-52
there was a decline in the export values
of wool and wheat from £108,000,000 to
£83,500,000, or less. That was a drop of 28
per cent. in one year. It seems odd in
a way that those two special avenues of
primary production should not have more
mention in the Governor's Speech when
they account for so large a proportion of
our State revenue.

Hon. L. A. Logan: They are taking them
for granted.

Hon. C. H. SIMPSON: That may be so.
As I said previously, it is not my intention
to cover in detail all the points raised in
the Governor's Speech, and I do not in-
tend to embark upon provocative state-
ments that could be made when one con-
siders the policy speech of the Premier
delivered at Northam on the 22nd Janu-
ary. 1 propose to concentrate on various
phases of transport. While consideration
of the speech given by the Premier on
the occasion to which I have referred in-
dicates that he promised to reduce fares
and freights, we know, from what has
happened since, that the Government finds
it ecannot keep that promise and that,
in fact, where reductions were made the
fares have had to be restored to the pre-
vious level and, contrary to the Govern-
ment's reducing freights, there is a neces-
sity to consider increasing them. At a
Jater stage I will refer to that question in
greater detail.

In dealing with the general subject of
transport, I propose to speak to the ques-
tion of transport in Western Australia and
in Australia as & whole, touching on rail-
way matters, on the metropolitan trans-
port question and on the operations of
the Transport Co-ordination Act. I in-
tend also to offer some suggestions based
on my own experience and the knowledge
I gained as Minister for Transport, which
suggestions I hope may be of some help
and value to the Government. It is be-
cause I regard ihis huge question of trans-
port as being above party politics and a
matter of vital national concern that I
am refraining from making statements
that may be provocative or regarded as
having a suggestion of political bias.

On the 3rd February this year, shortly
before the election, I sent a minute to the
then Premier, suggesting that early action
should be taken to consider phases of
transport operations that I regarded as
being of urgent importance. I suggested
that if the election resulted in the return
of the then Government this matter should
be immediately taken up by the Cabinet
sub-committee on transport and rallways.
Failing that, I suggested that the minute
might be handed to the Premier's suces-
sor, because a Premiers’ Conference was
pending, and in my opinlon it was neces-
sary that the matter which I presented
should receive top-level consideration.
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The document to which I have referred,
and a further one which I attached to it,
are on the departmental files so that they
have become no longer confidential but
are available to any member who likes to
call for the fille concerned. As the matter
contained therein sets out very clearly
and suceinctly various questions of
serious transport Import, I intend to read
first of all a copy of my own minute and
then to select extracts from an address
given at the last Australian Advisory
Transport Council meeting in Adelaide on
this very big question of transport. First
of all, here is my own minute to the Pre-
mier;—

Recently, according to a published
statement in the Press, when it was
mooted that the Rt. Hon. the Prime
Minister would invite the attention of
State Premiers to the question of what
were termed ‘'“project loans,’” you
were reported as saying that you re-
garded water and land development
as the two highest priorities as pro-
jects for such consideration.

‘While agreeing with the high
priority of the two projects mentioned,
I cannot help thinking that the time
is overdue when the question of trans-
port must be very seriously examined.

I am attaching hereto & copy of an
address given by the Hon. W. S. Kent
Hughes at the Tth Australian Trans-
port Advisory Council meeting in
Adelaide on the 9ih and 10th Decem-
ber, 1952, which makes very interest-
ing reading.

Amplifying what Mr. Kent Hughes
had to say, I do not think it is realised
that it is estimated £1 out of every
£3 spent in the Ausiralian national
economy is spent on transport. That
is, on the movement of sgoods or
people from place to place. The total
cost of this transport amounts to
cne-third of the total Australian
national budget. This total spent,
of course, includes not only public
means of transport for conveying
people and goods but also the pri-
vately-owned modes of transport, in-
cluding all forms of travel, ie., rail,
road, sea and air, and also those in-
dustries which construct the vehicles
of conveyance, the cost of the roads
themselves, and administration ser-
vices which owe their existence to the
fact that people travel and goods are
despatched.

In regard to publie transport, rail-
ways carry approximately 30 per cent.
of passengers and goods at a cost of
15 per cent. of the total, i.e., half the
average rate of the cost of all forms
of transport. It is, of course, recog-
nised that the public generally have be-
come much more travel-minded during
the last few decades, and that an in-
creasingly large number of people
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own their own vehicles for trans-
porting themselves and thelr mer-
chandise, but the plain fact is that
thinking people are beginning to
realise that as a nation we are spend-
ing more on travel facllities than we
can afford. This is perhaps a ques-
tion beyond cur ability to solve hut
it does not lessen the need for serious
attention to those forms of transport
for which we are directly or indirectly
responsible, and if we are to study
and practise economy then there is
all the more reason why we should
educate our people to the use of the
more economical means of transport,
and particularly our railways.

I am strongly in agreement with
the general recommendations put for-
ward in Mr. Kent Hughes’s statement
and believe that only by concerted
action as between the Commonwealth
and the States, and a co-ordinated
programme of rail and road develop-
ment throughout the whole of Austra-
lia can our developmental needs be
effectively served In time of peace,
and our vital interests safeguarded
in time of war.

It is for these reasons that I think
emphasis on transport is even more
necessary than emphasis on water or
land development. The need for the
two latter is so self-evident that they
are unlikely to be overlooked. Trans-
port, and particularly rail transport,
on the other hand, tends to be thrust
into the background and in view of
its vital importance I think it is my
duty to draw your attention to the
pressing need for its very serious and
immediate consideration.

Transport difficulties are, of course,
not peculiar to this State. Each State
is having its quota of trouble and no
State seems to have hit upon a satis-
factory coneclusion. There is always
constant conflict of Interests between
rail transport and road transport.
With the possible exception of South
Australia, all railway systeins in Aus-
tralia are badly lagging In regard to
rehabllitation needs, with Western
Australia being the worst of the lot.
This only confirms what the Royal
Commission said in 1947, and the need
for special attention to our own sys-
tem is becoming increasingly urgent.

The Government has recognised this
in part by making allocations of loan
money to cover motive power and
rollingstock, but a third urgent neces-
sity is the question of track renewals
and maintenance. 'This is probably
the bhiggest question of the lot and
is an immediate necessity if we are
goilng to make efficient use of our
added motive power and truck capa-
city. It will also reduce costs by en-
abling the same staff to handle greater
mileage.

The key to the solution of our giffi-
culties is, of course, finance, and while
the Government has made some pro-
vision in this direction, 1t falls far
short of what is required if the sys-
temn is to be brought up to the re-
aquired standard.

Under the peculiar system of Fed-
eral-State finance, which operates ac-
cording to a formula, the pressing
needs of any one State cannot be ade-
quately provided for under the present
system of allocations. The “project
loans” envisaged by Mr. Menzies ap-
pear to be the only solution.

When monies are allocated to the
States there is a tendency on the part
of all Governments to give preference
to much-needed developmental works
with the result that railways are
pushed into the background, The
story is the same in each State.

There is also the question of politi-
cal pressure which demands that ser-
vices, even unpayable ones, shall he
retained at all costs and that freights
shall bhe kept low.

The early likelihood of our own
railway system, with the build-up of
engines and rollingstock, being able
to cater for all traffic offering is ful-
filling the objectives of Government
policy in this regard. It will secure
the more economicel {ransport of es-
sential commodities, will remove the
need for payments of road subsidy,
will save excessive wear and tear on
roads (which is a tnatter of grave
concern to the Main Roads Depart-
ment and local road boards) and will
appreciably reduce the hazards of the
road and preserve the roads for the
lighter traffic, which they were built
to carry.

On the other hand, the position
which will be created when railways
displace road hauliers as carriers of
wheat and super, is likely to produce
an immediate problem Iin that many
hauliers will no longer have the work
which has been their means of live-
lihood. In many cases these road
hauliers have trucks partly purchased
and are not in a position to complete
the payments, and face the possibility
of vehicles belng repossessed. These
haullers claim with some justification
that they were able to relieve the
transport problem during the metal
trades strike and will no doubt ap-
proach the Government for some re-
lief in regard to their difficulties.

I may say at this stage that scon
after 1 entered upon my duties as
Minister for Transport I was ap-
proached by the Road Transport As-
soclation with a request that they be
given a promise of guaranteed load-
ing for three years. I told them it
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was quite impossible to do this because
we were endeavouring to build up
railway capacity to handle the haul-
age of wheat and super and other
heavy commeodities and while, owing
to the difficulty of fllling our require-
ments in engines and trucks, this
would take some time, during which
they could expect to be called upon
to handle considerable tonnages of
wheat and super, the time would come
when those commodities would Lte al-
most exclusively carried by rail. To
accede to their request and give pre-
ference to road hauliers as against
railways could possibly mean that
if there were a drought, and a light
harvest, the railways could handle the
whole harvest and the position could
then be that railways would be run-
ning empty while heavy traffic would
he going by road, so that the required
promise could not bhe given.

Sitting suspended from 6.15 to 7.30 ».m.

Homn. C. H. SIMFPFSON: Before tea I was
dealing with the request of the hauliers
for guaranteed loading for three years and
the fact that such a guarantee could not
be given because, if a drought occurred, we
would not have encugh loadinz for the
railways. The Minute continues—

My advice at that time was to
frame their future plans of operation
on the assumption that this loading
would cut ocut in from two to three
vears, so that the road hauliers cannot
claim that they were in any way mis-
led as to the position which would
eventually arise. However this is one
of the problems which are develop-
ing and must be faced.

Having regard to the general prob-
lem of railways, railway rehabilita-
tion, rail traffic and freights, the ques-
tion of unpavable lines, the guestion
of road haulage generally, and the
question cf roads, I suggest, for your
consideration, that a special committee
of inguiry be set up to report on the
difficulties of country transporf, in a
manner somewhat similar to the task
undertaken by the Special Transport
Committee in regard to metropolitan
bus services.

As I see it, one of the matters which
such a committee would be called upon
to advise, would be the vexed question
of dealing with unpayable lines. I
may say that I do not share the pessi-
mistic outlook of the “West.” I believe
that it is our job to try and develop the
State so that railways, which are by
far the cheapest means of transport,
might be preserved. I believe that
with a higher volume of traffic, not
only would railway overheads be cor-
respondingly reduced and earnings in-
creased, but that an appreciable pro-
portion of our lines would more than
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cover the cost of operation, and it
is a sound principle that in a railway
system generally, payable lines should
help to bear the burden of unpayable
lnes. Even in regard to Goldfields
lines it is always possible that an
adjustment in the price of gold might
radically alter the position, and it
would only he commonsense to wait
a._liilg.le time to see what the effect
will be.

There is also the question of the
Government giving consideration to
taking over the Midland Railways.
This would remove certain anomalies
in rates which are a constant source
of irritation. The company has revived
their offer to the Government, and on
very favourable terms. Previously,
when this question was raised the
Government took the view that we
had a big enough task with our own
without adding to it. In a number
of respects the position has changed,
and the company cannot continue to
operate indefinitely on the present un-
payable schedule of rates without sub-
sidy from the State or Federal Gov-
ernment.

I forward this minute for considera-
tion, not necessarily with a view to
immediate action, but as something for
serious consideration, and appropriate
action as soon as the elections are
decided, and the fate of the Govern-
ment is known, but I do suggest most
seriously, that at the next Premiers’
Conference, when future planning is
discussed and possible “project loans’
are under consideration, the trans-
port interests of our own system,
and of all State systems receive a high
degree of priority.

This is not a confidential document, he-
cause it is on the official files. I asked the
then Premier, Sir Ross McLarty, to hand
it on to the incoming Premier, if there
were a change of Government, so that he
could take up in the proper quarter a
matter which I regarded as being of most
urgent priority. I mentioned in this min-
ute that I approved most heartily of the
recommendations which were made in the
address given by Mr. Kent Hughes at the
Australian Transport Advisory Council
meeting in Adelaide. That report is too
long to read in full, but there are certzin
extracts which I think should not be over-
looked. They are as follow :—

Council meetings and reports on
transport policy.

At the fifth meeting of the Austral-
ian Transport Advisory Council held
on the 25th July, 1949, the report on
Australian transport policy was re-
celved and the motion passed that it
be congidered on account of its im-
portance at the sixth meeting.
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At the sixth meeting of the counecil
on the 27th-28th February, 1951, the
report was received and adopted as a
guide but no commitments were made
or conclusions drawn therefrom.

The report is the most comprehen-
sive, important and urgent document
on transport that has been produced
in the post-war era. It has now been
in the hands of the ATAC. for two
and a half years.

As a State Minister I moved or
seconded the motion at the fourth
meeting of the ecouncil in 1948 that
this report should be compiled. When
it was presented in 1949 I thought we
were going places. We were. We were
going bush and staying there.

The report was based on 14 pages
of bibliographical memoranda set out
in detail in the appendices to the re-
port, and its findings were largely in
accord with the Sixth Repcrt of the
Rural Recoenstruction Commission,
dated 11th April, 1945. Both these re-
ports were compiled by experts in their
own flelds of investigation, and have
heen ighored to the detriment of the
Australian economy in general.

What has happened since?

1. Road and rail overlapping and
duplication has been dealt with by
various State Acts without much con-
sultation or uniformity as bhetween
States.

2. Efforts, varying from Herculean
to Lilliputian, have been made by
Federal and State authorities to un-
ravel the shipping tangle and wharf
congestion, but for wvarious reasons,
rail and road are still carrying cargoes
that should go by sea. Import restrie-
tions have temporarily solved conges-
tion at the wharves.

3. Ralilway rehabilitation has pro-
ceeded steadily in some quarters and
unsteadily in a headlong rush in
others. Rail diese]l and diesel electrics
have proved their worth despite the
conservative crities, but has anyone
considered what limitation should be
put on oil burners, if any, as if over-
seas oil supplies were stopped they
would come to a standstill in three
months or less.

4, The road systems have if any-
thing depreciated because roads have
bheen asked to carry heavy hauls over
long distances which should have gone
by rail. On the other hand, rail has
been competing for cargoes better
handled by road. Roads have not been
praperly graded or policed for the axle-
loads they can carry or at what speeds.

5. Civil aviation has gone leaping
ahead with subsidies unheard of for
any other form of transport, until now
a heavily subsidised air transport
makes it uneconomical to run a ship

to Tasmania, 50 the Government then
subsidises a ship at £10,000 or more
per trip to keep a ship running to Tas-
mania.

6. £10 milllon has been spent on
making Mascot an international air-
port when within three years Guildford
will be the terminal for B.O.A.C. with
Britannica's doing the round trip via
Cocos Island-London toc Guildford to
London in 24 days.

7. We propased to revamp the Dar-
win to Birdum railway line as a 3ft.
6in, basis and have ordered new roll-
ing stock for it which is, to my mind, a
blunder of the first magnitude, based
on complete lack of faith in the North-
ern Territory. Darwin will cease to
be a stop-over town for gverseas planes
by 1955. With the mineral and other
developments it has already hecome a
port with a future.

These few comments are not put for-
ward with any idea of being funny, but
merely to show the farcical state which
we Rave reached in this country with
our “couldn’t care less” attitude to the
biggest Industry—primary, secondary
or tertiary—in Australia, which costs
40 per cent. of your annual expendi-
ture, and at least 20 per cent. of your
new capital every year.

A newspaper report says—and 1
quotz an  extract:—

""Transport in Australia is big busi-
ness today, airways companies are
continually offering improved service
and comfort. Shipping companies,
too, have entered the fleld. All are
aware that passengers want service
sfmd comfort and are prepared to pay
or it.

That is why Commonwealth railways
have spent so much on this trans.
train.”

A heavily subsidised Commonwealth
train (no interest or sinking fund is
paid on the capital) has been estab-
lished to compete with two more
heavily subsidised airlines and a sub-
sidised Commonwealth shipping line.
I am not blaming the airlines or the
Commonwealth Railway Commis-
sioner. All I am asking is, “Do we
know where we are going or what we
are doing in the transport business?”
There should be and must be competi-
tion, but is it sane or silly?

Nobody is baulking at £500 million
on the Snowy River project, possibly
because 50 few know what it will cost.
I was one of the Ministers at the con-
ference who advocated it and still con-
sider it is a sound, very long-term pro-
ject taken in its proper perspective—
hut not to be pushed ahead of every-
thing else in priority. If Australia has
£500 million to spend, transport should
get it first as by proper rationalisation
and development a saving of 10 per
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cent. or £50 million per annum would
result from an expenditure of this
nature. Excluding the cost of com-
mercial vehicles for roads, it has been
estimated by the authorities that ex-
penditure on new works of £100 mil-
lion a year for 10 years would allow
for a 30 per cent. increase in traffic
and, by proper planning and increased
efficiency, allow for savings of £100
million per annum. These are big
fizures in anyone’s budget, but so also
are the savings. This is a fqod pro-
ducing country and transport is 50 per
cent. of the cost of food production.
Transport costs must be reduced. Even
in 1947-48 the proportion of total cost

WAS—
By User. By the Government.
Sea 8 15
Road Figures not avaiable
Rall 90 10
Air 78 22

These percentages vary greatly from
vear to year. Since then the subsidy
to air has increased considerably. The
relative costs per ton mile then were
in proportions:—1:2:8:20 for sea, rail,
road and air respectively.

The expenditure per year was—

£
Road 49,000,000
Rail 85,000,000
Sea 20,000,000
Tramways 15,000,000
Alr 11,000,000

The total transport expenditure was
then 30 per cent. of the national ex-
penditure, which has since risen to
about 40 per cent.

The estimated traffic carried was—

Passenger Freight  Expenditure
per cent. per cent. per cent.

Sea 5 3.7 3.6
Road 55.0 e 76.2
Rall 29.0 303 15.5
Tramways 14.0 2.7
Alr 1.5 1 2.0

The manpower ratio per ton mile
was—

Sea o 1
Rail 1
Road 10
Alr 410

All these factors have to he con-
sldered in the future planning of Aus-
tralian transport whether for peace
or defence purposes. Every form of
transport has its place in the trans-
port sun and its own sphere of opera-
tions, which must overlap to a cer-
taln extent on some other form.

For instance, we already have three
times as many aircraft per 1,000 popu-
lation In Australia as in US.A. In a
country of vast distances air trans-
port has tremendous value, but how
long can this couniry afford to go on
acquiring and developing alrports at
every country centre that wants one,
particularly centres well served hy
rai]l and road and to which it will

never pay to run planes. Both major
airlines are in the red at the moment,
despite the fact that air transport is
the most pampered, petted and pre-
posterously subsidised form of trans-
port in Australia whether by the tax-
payer or the P.M.G.s Depariment.

The recent Act was only a tem-
porary measure and is not a final
answer to air transport. It provides
healthy competition between two com-
panies but both companies, and in
fact all aircraft, are providing an un-
healthy competition with other forms
of transport. Actually, my own belief
is that until the internal and external
airlines are combined, either as one or
two companies, the maximum use of
aircraft with maximum economies will
not be achieved. The development of
internal country routes can also not
be allowed to continue on the present
haphazard basis of municipal demand
unless millions of pounds are to be
wasted.

Much more evidence and material
could be placed before you, but if T
have not already said sufficient to
impress upon you the vital importance
of transport in the nation's economy,
then any further material will be
waste of time.

Someone no doubt will say: "“Let
the Commonwealth provide the money
and we will do the rest.” The Com-
monwealth does not provide any
money. The people provide and in-
vest their savings. A certain amount
comes from abroad as investment and
g further limited amount, but only
& limited amount, can be provided by
Treasury Bills without adding to in-
flation. However, the main purpose
is to see that the money that is avail-
able is applied for works of high
priority and production in their pro-
per order of priority.

By what means then can this
A.T.AC. do a useful job of work? Your
main agenda for this meeting is clut-
tered up with sheets and sheets of
material on standardisation of vehi-
cles, uniform traffic codes, Death is
so Permanent, and other important
matters, which are totally irrelevant
for an AT.AC. meeting. Since I was
last present in 1949 the efforts to
turn this conference into a glorified
Police Commissioners’ or road safety
council meeting seem to have suc-
ceeded. If Ministers of Transport are
going to agree to this then forget the
transport problems as such and con-
fine your attention to road laws only
—the job of the Committees.

The council was initiated broadly
speaking to provide a means for con-
sideration, discusslon and agreement
where possible—or recommendations
to Governments concerned, regarding
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transport problems, matters and poli-
cies affecting the States collectively
and the Commonwealth jointly with
the States,

We need to ask ourselves how the
council has met these requirements
to date. I think the answer must
be that whilst the Council has ac-
complished some work, it has been
to a very limited degree only. A
national transport advisory counecil
representing Commonwealth and State
Transport Ministers and backed by a
wealth of transport experts could, I
am sure, do much more for Australian
transport.

Before proceeding to discuss how
we can improve the functioning of the
council, however, we should first con-
sider whether we are firmly of the
opinion, or not, that the council should
continue. If we are in favour of con-
tinuance then we should consider what
necessary or desirable steps should be
taken to make the council a much
more effective instrument of Com-
monwealth-State transport policy and
action than it is at present. If we
are of the negative opinion, then the
council! should be disbanded.

A quick look at Australian trans-
port shows that whilst th= States have
a preponderating interest in road and
rail transport and the Common-
wealth in sea and air, there is by
- no means complete division of all re-
sponsibility and interest along such
lines. Far from it. There is no need
for me to quote instances and ex-
amples—they will occur to everyone
present.

One aspect, however, is most im-
portant and to my mind overshadows
everything else. If is that of flnance
and the effect of transport expendi-
ture on the national economy. When
we realise that the tofal percentage
of the annual national income spent
on transport is in the region of at
least 30 per cent., now 40 per cent.,
and that forecasts of necessary ex-
penditure over the next two decades
is almost astronomical; we have to
admit that it is no exaggeration ta
say that the shaping of national
{ransport policy coupled with the
planning and provision of transport
works, etc., is profoundly important
to the national well being, and {n this
the interests of the Commonwealth
and States are closely identifiable with
each other.

The Main Reason for the Excessive
Expenditure on Transport,

Apart from geographical considera-
tions of area, irregular distribution
and low average density of popula-
tion, there are certain special reasons
for the large and excessive expenditrire
on transport.
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The war-lag had to be overtaken.
The traffic has increased, due to the
lifting of wartime restrictions on traf-
fic, finance and manpower, the in-
crease of population, new develop-
ments and movement during pros-
perity.

Passenger travel has increased by 80
per cent. and goods haulage by over
30 per cent. The cost has mare than
doubled, and motor vehicle registra-
tions have doubled in the seven years
since World War II.

I have quoted those extracts at length
because I think they assess a very urgent
and vital problem on an Australia-wide
basis. Mr. Kent Hughes is a distinguished
ex-soldier, and during his lifetime he has
had considerable experience with trans-
port. When he returned from the war he
was elected as a member of the Victorian
Parliament and, following a change of
Government soon afterwards, he was ap-
pointed Minister for Transport. He later
chose to enter the Commonwealth politi-
cal field and, within an appreciably short
time, he was appointed as a Minister of
the Commonwealth Government. It was
at his suggestion that the Minister for
Transport, Senator George McLeay, col-
lated the figures I have mentioned, and it
was he who, at the last meeting of the
Transport Advisory Council, gave the ad-
dress from which I have quoted. I think
Mr. Hughes is an expert in the transport
field. What he has to say, apart from
the actual merit of the case, should com-
mand close attention from those at top
level.

In dealing with the overall question of
transport I think, as I indicated earlier,
that there is to be taken into ac-
count not only the cost of public
transport itself to be considered, but also
the cost of running the vehicle that is
owned by the individual. The roads and
other t{ransport accessories are all part
and parcel of the total transport cost. I
will turn from that subject to railway mat-
ters, and I note that on this subject the
following appeared at page 7 of the Gov-
ernor’s Speech:—

Ministers are disturbed by the huge
loss being incurred on railway opera-
tions, The commencement of 100
miles of re-railing has been approved
as an urgent measure.

By the end of this year the railways
should be in a position to handle all
trafic offering. New diesel-electric
engines and rail cars will begin to
arrive from the United Kingdom late
this year. Of 3,868 railway trucks
ordered 1,640 have been delivered and
the others are coming forward at the
rate of 100 to 150 a month.

The replacement of tramways with
trolley buses on the Newcasile Sireet
route is planned to coincide with the
installation of traffic control lights
in William Street.
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The serlous position of railway
finantice has demanded closer atten-
tion to duplication by road services.
The closure of certain sections of
railway line and replacement by road
transport is being carefully examined.

The setting up of & commission with
full co-ordinating powers in respect
of metropolitan passenger transport is
under consideration.

Some little time ago I had occasion
fo draw attention to what I considered
to be a misstatement by the present Min-
ister for Railways who said that 100 miles
of track was being held up because it
was mortgaged to trust funds and there-
fore could not be used. I questioned@ that
statement and had a reply prepared—
which unfortunately was not printed—
pointing out that when the Mitchell Gov-
ernment took over from the Collier Gov-
ernment in 1930, it found that the State
finances were in exactly the same condi-
tion as when the new Government took
over. If any member cares to look up
“Hansard" of that period he will see that
the remarks of the incoming Premier, Sir
James Mitchell, would bear out my asser-
tion that when one is faced with financial
difficulties it is guite a common and legiti-
mate practice for the time being to rob
Peter to pay Paul so that the total of
the State’s finances can be kept on an
even keel,

The present Minister referred to de-
railments that were being caused by the
bad condition of the track. Two years
ago I was extremely disturbed about the
number of derailments that were taking
place, and I asked the Railway Depart-
ment to furnish me with a special report
on the incidence of deraillments which
would give me the history of each one
and the findings as to the actual causes.
It is true that I found a great proportion
of them was due to the bad condition of
the track and to the road not heing in
a desirable condition. However, there were
other reasons for the derailments. Some
were due to faulty couplings and I think a
fair number—probably more than ap-
peared on the sheets—was due to person-
nel faults. Nevertheless, the condition of
the track was serious enough for me to dis-
cuss that matter with the rallway officers
and I discovered that the position generally
was that while the Royal Commission on
railways, which was held in 1947, had
characterised the system as being the
worst in the world and had pointed out
the meed for certain urgent action in re-
gard to railway rehabilitation, it had not
specifically or. urgently emphasised the
condition of the track.

I think the Commission, In all good falth,
made certain recommendations in order of
priority. Although the track was men-
tioned, it was not put at the head of the
priorities that required attention. In fact,
not, very much was sald about it. The re-
sult was that in co-ordinating the recom-

[COUNCIL.}

mendations of our technical advisers we
did, with the money available, order motive
power and trucks and went ahead with
a comprehensive programme to recondi-
tion the workshops, the idea being that,
for the time being, we would concentrate
t.hg available works personnel on the re-
pair of trueks that we had and put them
into running condition.

Also, we considered that while workers
were busy on that task, we would engage
outside help for the time being to build up
the motive power and the number of trucks,
we required, and that when the lag in re-
palrs was overtaken, the shops, with their
added equipment and the lessened demand
for repair work, would be able to fabricate
new units according to the designs that
we had prepared. Those designs were by no
means copyright because they were pre-
pared by our engineers. The ultimate view
was that we would be able to keep up with
replacements as they became necessary.
One objective was to carry on with the re-
conditioning of the Midland Junction
workshops. Mr. Lavery pointed out the
other day that great strides had been taken
In that direction.

I think the railways are now able to
handle all traffic offering, even although
it is admitted that the track needs a great
deal of attention. The previous Govern-
ment did a great deasl to improve its bad
condition. We had many discussions on
track at departmental level and, apart
from the shortage of money, we knew that
we had rails on hand that would take
some months to re-lay. In the mean-
time the capacity of the Broken Hill Pty.
works was growing and there was the pros-
pect that we would shortly be able to secure
steel ratls at about half the cost we would
have had to pay for imported rails. A
question that was suggested by me and
asked by the Leader of the Opposition in
another place elicited these facts in re-
gard to the cost of rails—

Cost in £A into store in W.A—

Australian British
per ton per ton
£ s d £ s d
1950 19 1 0 34 4 3
1951 21 14 10 43 14 3
1952 27 14 1 60 6 8

So it was only commonsense to defer an
order for rails to satisfy our requirements
when the same order could be obtained
from Ausiralian sources at roughly half
the cost. When Mr. McLennan of the
BHP. was visiting this State I had a
discussion with him on the question of
securing rafls for our requirements. He
said that the development of the com-
pany’s plans for stepping up production
made him feel sure that we could secure
all the rails we needed at, of course, the
Australian price. That is the answer to
the suzgestion that we did not proceed
with the rehabilitatlon of track as fast
as was Inecessary.
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One reason why the re-laying pro-
gramme was not speeded up as much as
I desired was that we had the same
trouble as the present Government has;
namely, a limited azmount of money to
spend. The facts indicate that we did all
that was reasonably possible at that time;
and while we can agree that if the track
is not in good condition, and requires at-
tention so that it can at least handie
traffic offering, it is wise to put the track
in order as speedily as possible, because
when the same gear and the same trains
are able to handle heavy loads, obviously
the per ton milage cost is reduced, and
that is what we were aiming at.

The rallways generally speaking, have
been greatly maligned. They are in the
peculiar position of having to cater for
the great majority of the State’s inhabit-
ants and their work is more or less in the
shop window. If a train is late, everybody
knows about it, but if a train is on time,
no credit is received by the railways.
However, in private concerns any mistakes
made are hidden and the public credits
them with more efficiency than they are
inclined to attribute to the railways.
As a prominent railway man said, “The
railways are a big goat that everyone
wants to milk but hobody wants to feed.”
Most of the rallway trouble has heen due
to inadequate finance, and there is a ten-
dency on the part of all Governments to
use the railways as a hargeining weapon
at election time, perhaps with the object
of keeping the people satisfied.

I have always contended that if we could
transfer the task of the fixing of rail
freights and fares to an independent com-
mittee, any concessions—some are very ne-
cessary and desirable—could be made a
direet charge on the Treasury. The
Treasury has to come to the rescue in any
event because any loss on rallway opera-
tions automatically has to made good by
the Treasury. My contention is that the
railways should have a target to aim aft,
an objective which they can perhaps at-
tain, and an incentive to employ the most
effective management and to budget within
the limits of the target set.

When we revised the rates in 1951, a
committee was set up to examine every
aspect of rallway rating and compare our
rates with those in other States, and was
empowered to conduct a very comprehen-
sive examination of railway administra-
tion. It proved to be a very good com-
mittee which asked numerous guestions
and received a mass of data, It asked
that individual railway officers be made
available, and that was done. The only
stipulation was that a record should be
kept of the information imparted so that
the officer would at least feel that he was
responsible for giving correct informa-
tlon or, if he had not done so, it could

553

be corrected by re-examination. The com-
mittee complimented the railway adminis-
tration on the eccuracy of the informa-
tion and the promptness with which it was
supplied, and this I consider is an indi-
cation that the railway personnel as a
whole does try to do its job efficiently
and conscientiously so far as the tools
made available will permit.

I know many railway men in the coun-
try who have been there for a peried of
years and, in the towns to which they
have been posted, they have taken part
in the local activities of the community.
The younger ones engaged in sport; the
older ones assisted in church, R.8.L. work
and anything of a community nature in
which they were able to help. They gave
their help freely and willingly, and some
of the towns would be poorly off today
but for the active part taken by railway
men. In doing this, they have come to
know individual members of the public
whom they serve, and I have observed on
occasion that when perhaps a truck of
super has arrived for Bill Smith, steps
have been taken to inform him by tele-
phone or messenger of its arrival and he
has thus been able to avoid the payment
of demurrage. These men have a keen
sense of responsibility and feel a direct
interest in the people of the country.

Employees of the Railway Department
are not placed in the most enviable posi-
tion. They never know when they might
be transferred, perhaps to & place well
out in the bush where there are few
amenities, but they take these appoint-
ments as they come, just as do school
teachers, bank officials and other em-
ployees. By and large, the members of
the rallway organisation, instead of being
criticised adversely as they so often are,
should be regarded as a real credit to the
State by reason of the service they give
and the interest they display regardless
of where they may be posted.

Hon. F. R. H. Lavery: They are part of
the national economy.

Hon. C. H. SIMPSON: That is se. The
time is overdue when they should be pro-
vided with efficient tools with which to
render that service. The report of the
commiftee was considered and, in the
main, adopted by the Government. There
was an overall increase of 30 per cent. and
an agreement as to classifications to
bring the lower rates, particularly the rate
on super, to & higher level, and the freight
structure was so arranged that we con-
sidered we could assist the men in the
country by paying the interest on railway
capital, amounting to roughly £1,000.000
per annum, and attempting to reach a
target of loss of £1,500,000, this amount
being reckoned as a contribution to the
cost of country transport in the interests
of rural development and decentralisation.
That principle we believed to be sound.
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But for the disastrous metal trades
strike, that target would certainly have
been achieved and the position would have
gradually improved with the greater ability
of the railways to handle the traffic of-
fering. The fact of the financial results
for the past year having been so bad was
entirely due to the effect of the strike.
Although the strike ended last August, the
engine position was not fully restored
until May of this year, so members can
see that when it took about eight months
for the service to pick up, only for two
or three months of the year was it possible
to give full service. That is a reason
why the showing for last year was so bad.

One matter that has been discussed quite
a lot is that of unpayable lines. I have
glready covered this aspect in part by my
special minute to the then Premier that
I have read. As regards unpayable lines,
I may say that the previous Government
adopted a cautious attitude. We felt
that our programme of stimulating land
development, together with the active
policy of immigration and the increase in
population generally, would help gradually
to huild up conditions in which the rail-
ways, particularly those that were being
rehabilitated, would show a much better
financial picture. The development of
agricultural lines, with the improvement
in produce prices, an active programme of
research by the Department of Agriculture
to increase production, and the possibility
of obtaining an increase in the price of
gold dictated the wisdom of deferring
drastic action in regard to the pulling up
of lines.

In pulling up a line, there is an estimated
recovery value of only 15 per cent. If a
line is pulled up, there is a possibility of
its having to be replaced, and the replace-
ment cost at present prices would be many
times the original cost of laying it down.
Thus there were many reasons for trying
to retain the lines if there was any future
potential of the service paying. As I men-
tioned earlier in my remarks, in building
up a system to show a greater profit on the
better lines, it is a sound principle that
the more payable service should help to
carry the unpayable lines.

I am pleased to hear of the prospect of
the Lancefield mine at Laverton being re-
opened, hecause that will permit of the
railway section from Malcolm to Laverton
being retained, at all events for the time
being. Members will appreciate that if
there is a build-up in tonnage at the ter-
minal of a line, it adds to the value of the
whole line because it permits of a more
frequent service being given throughout
and is of great benefit to residents at inter-
mediate points.

The whole question of railway operation
is bound up with the conflict of interest
between rail and road transport. In 1919,
the railways touched their peak so far as
the carriage of passengers was concerned,
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and the position in that year and pre-
viously was that the railways were able
to bear not only the cost of operation
but also interest on capital, and return a
sizeable sum to Consolidated Revenue. The
problem was how to persuade the manage-
ment to be more efficient in order to in-
crease the revenue rather than to worry
about the Treasury's having to make good
any loss.

In 1949, we found it mecessary to in-
crease the freight rates by an average of
35 per cent. That was really the first major
increase that had taken place since 1914,
In 1851, with the steadily increasing cost
of operations, it was necessary to raise
rates by another 30 per cent., which meant
an overall increase of 77 per cent. On the
other hand, the actual cost of operation
had risen by over 177 per cent. Let us now
consider values in 1914, Wheat was then
3s. 6d. a bushel and the average wage was
£3 a week. Letter postage cost ld. Wages
have now advanced to the present level
of more than £12 a week. The price of
wheat varles, but it may be said to be any-
thing between 15s. and £1 per bushel.

Hon. L. C. Diver: That is not so.

Hon. C. H. SIMPSON: It is difficult to
give an average price, but I can say that it
is considerably higher than it was in 1914,

Hon. A. R, Jones: It is not even 15s. yet.

Hon. C. H. SIMPSON: I mentioned that
it was difficult to arrive at an exact figure.
Postage on a letter which cost 1d. in 1914
now costs 34d. If the Railway Department
had been able to increase its income as the
Postal Department has done—and let it
be borne in mind that the Postal Depart-
ment has no competition—it would have
glven the same efficient service as is given
by the Postal Department.

Hon. A. R. Jones: Who said that was
efficient?

Hon. C. H. SIMPSON: An attempt has
been made to compare the railway and
postal services to the disadvantage of the
rallways, without taking into account the
extra money that the Postal Department
is receiving for the service it renders.

In 1951, the Freights and Fares Com-
mittee asked for a statement showing the
lines that were giving an actual money
return of less than 50 per cent. of the
cost of operation, It would be interesting
to know what that loss represents. Mem-
bers have a direct interest in what might

happen in regard to various lines. Here
is the list—
Miles.
(1) Bellevue - Mundaring, Mt.
Helena-Mundaring Weir .... 17
(2} Lake Grace-Newdegate ... 39
(3) Lake Grace-Hyden 58
(4) Katanning-Pingrup 59
(5) Tamhellup-Ongerup 59
{(8) Elleker-Nornalup ... 60
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(7} Burakin-Bonnie Rock 76
(8) Mukinbudin-Southern Cross 81
(8) Malcolm-Laverton ... 64
(10) Margaret River - Flinders
Bay . 30
(11) Wokarina-Ajana ... 58
(12) Wokarina-Yuna 38
(13) Meekatharra-Wiluns 109
(14) Cue-Big Bell 19

In that group are 767 miles which
would be affected by the actual assess-
ment, and there is another borderline
group. We did approve of the pulling up
of the Mt. Helena-Mundaring Weir line
because there was ample road transport
to cater for the needs there, and the line
was very little used. The present Govern-
ment has announced the possible closure
of the Meekatharra-Wiluna line, and also
the Burakin-Bonnfe Rock line. As a Gov-
ernment, we proceeded very cautiously be-
cause we recognised there was a future
potential in these lines which should be
examined before action was taken.

As far as the agricultural development
lines were concerned, there had been a
bufld-up in vaiues and an increased re-
turn to the Government by the rents
which were collected, which could be held
to offset the actusl loss of operations.
There is always the possibility that a line
will build up production. In any case,
we were to a certain extent contract-
bound to those people because they went
out and developed the country on the as-
surance that they would be provided with
a railway and cheap freights. The fol-
lowing is the second group which was in-
cluded because it consists of borderline
Cases—

Miles.

(15) Brookton-Corrigin ... 66
(16} Yilliminning-Eondinin ... 73
EKondinin-Merredin 85

(1) Wyalkatchem-Merredin ... 72
{18) Wysalkatchem - Mukinbudin 5
(19) Kalgoorlie-Leonora 161
(20} Pinjarra-Narrogin 95
(21) Geraldton-Wokarina 8

That is & further total of 625 miles, or,

{o;’gzthe two groups, a complete total of

What I have said in regard to these lines
applies to the other sections. I do not
think anyone would suggest that there
should be wholesale demolition without a
proper survey being made. The Transport
Co-ordination Act provides that if the
demolition or discontinuance of a railway
service Is being considered, the Transport
Board can, of its own volition, or man-
datorily under the Act, make a survey on
the spot and interview the authorities
concerned. It takes into account, too, the
question of alternative road services. and
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it alsc has the responsibility for making
available the necessary road services if a
line is dismantled. It must also consider
what subsidies, if any, shall be pald. I
have later a suggestion to make that a
sub-committee be appointed to carry out
that survey, bearing in mind the possible
effect on the State’s economy if it is
called upon to carry too big a lead; and
the possibility of the Commonwealth Gov-
ernment initiating an all-out programme
to build up our roads for service in time
of peace and as a safeguard in time of
war. Information of that kind, before we
take such a drastic step, is justified in
the interests of the State's economy.

Hon. L. C. Diver: If that is done, you
will have no future metropolitan services.

Hon. C. H. SIMPSON: I was coming to
the question of metropolitan services.
Members will recall that over the years
they have been carried on at considerable
joss. They were suspended during the rail
strike with the exception of certain early
morning and evening trains used fto con-
vey workmen to and from Midland Junc-
tlon. The economics of the position were
carefully examined and it was reckoned
to be a good deal cheaper to do it this
way, because we had a limited number of
engines available, rather than to employ
buses, which would have added to the
road congestion during peak perlods, and
which would have been more expensive.
When the engine position was partially
restored, our Government took the oppor-
tunity to reduce the number of irain ser-
vices in the metropolitan area—particu-
larly during off-peak periods. We held
the view that, by and large, the railway
system was essentially a service to coun-
try residents. They pay the greater pro-
portion of the revenue collected by the
department.

Hon. F. R. H. Lavery: They pay it both
ways—coming and golng,

Hon. C. H. SIMPSON: That is so. The
position is that if certain portions of rail-
way operation involve a great amount of
loss, then, by and large, it falls on the
users providing most of the revenue—
the country users. In any case, a special
committee hagd, prior to that time, exam-
ined the metropolitan traffic and recom-
mended that it was necessary to maintain
the service because we had a limited num-
ber of arterial roads to draw off the even-
ing peak traffic and carry the morning
peak traffic into the city. It was con-
sidered better to run the rallways even at
some loss than to face road congestion
and the possibility of accldents by an
extra concentration of traffic on our
limited rcad capacity. Statements have
been published in the Press to the effect
that the present Government has estab-
lished conecentrations of population in
flats in certain parts of the metropolitan
area. It has added many tirains to the
metropolitan service which, it is admitted,
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is running at a heavy loss, It is strange
to me that the Government could not
couple the two projects and establish these
housing concentrations adjacent to some
railway station so that the traffic on the
particular line would be increased. That
would certainly go & long way towards
minimising the loss; and, incidentally, it
would be fairer to country users.

Hon. F. R. H. Lavery: The same thing
applies to country trains travelling through
s0 much dead area,

Hon, C. H. SIMPSON: I am talking
about the action of the Government in
arranging for concentrations of popula-
tion in particular places. My argument
is that this is an ideal opportunity to site
these concentrations at strategic points
s0 that the Government services, which
admittedly are getting far too little revenue
and traffic, could be fed by that means.
I think that would be sound finance.

Hon. J. McI. Thomson: It is & sound
and logical argument.

Hon. C. H. SIMPSON: I think so.
The railway road services introduced by
the previous Government have been a
considerable improvement on what was
previously provided. They have obviated
the running of full trains where there is
not much loading. Also, they have
lessened the passenger traffic which is a
feature of railway operation that is nearly
always unpayable. In addition, they have
given a speedier service to countiry resi-
dents. We think on the whole that with
the combination of the two under the one
control, a good job has been done.

In the first couple of years of operation
of road services they showed a profit, but
that has not been so in the last two years,
mainly because people in distant centres,
where there is a low volume of traffic,
asked that the service be extended, and
naturally the poorer returns from these
areas, where there is a low density of
population, has changed a profit-earning
machine into one that shows a loss—not
a big loss, but still a loss. Again, I think
that in the interests of development the
vprovision of these services was justified.

Criticism has heen levelled at the trams-
way service. I think in most cases it has
been due to lack of understanding, and
certainly it has been unjust. The tram-
ways have been handicapped. They have
trams, trolleys and buses, and their work-
shops were built, in the first instance, ta
service trams. The ideal would be to de-
velop gradually into one form of transport
—diesel transport, which is the cheapest—-
and to reorganise and design the work-
shops so that they could cater for that
particular line of service. Under present
conditions they have to do as best they
can. Diesels have heen compared with
trolleys. The diesels are the cheaper
mainly because we were able to get one-
man operation of them. That did not
come about without a struggle, but it was
eventually achieved.
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I think, although I have not checked
this with the Tramway Department, that
the trolleybuses could be similarly serviced
with a slight re-designing of the body, and
I am sure it would pay dividends. We
might then find that the difference
in the cost of running diesels and trolleys
is negligible. One is an imported vehicle
using imported fuel and the other is a ve-
hicle which can be home-made and which
s being serviced with power derived from
a local source. The difference in opera-
tlonal costs with the two-man operation
was very small, and there were arguments
as to which was the more efficient. Cer-
tainly the diesel bus is more elastic be-
cause it can he transferred from one route
to another, whereas the trolley bus, like
the tram, is anchored to its original route.

The question of fares on Government
lines has always heen a difficult one. Dur-
ing my term as Minister for Transport I
was able to persuade the Government to
take out of the hands of the Government
itself the question of fare-fixing for metro-
politan services. I held the view that
metrovolitan traffic operations should
stand on their own feet, inancially. There
is no justification for conecessions there, ex-
cept perhaps odd ones which should be
the concern of the Treasury and not of
the service involved. I am speaking now of
the holders of the Victoria Cross, blind
people, and certain classes of pensioners.
I believe those concessions are justified,
but not at the expense of the service itself,
but of the Treasury.

The Government has certain overheads
which are higher than those of private
enterprise. Some of these overheads are
occasioned by the numerous questions
asked by members of Parliament. They
seem to think that because a service
is run by the Government it is their
bounden duty io keep a close eve on iis
operations and to query anything that
they consider requires rectifying. I am
not saying their attitude 1s wrong, but
it means that the department concerned
has to employ special staff to keep these
records. It is not once in a blue moon
that we hear questions asked about private
services, so they are exempt from this
type of parlifamentary scrutiny, with the
result that their overheads are reduced
by not having to face this expenditure,

But ther= is another reasom. When we
consider the question of the zoninz of
transport, and we urge the smaller com-
panies to merge, we should take into
account that the smaller unit of opera-
tion has been proved by English and ron-
tinental expsrience to be more economical
than the larger concerns. Time and
again it was proved that the smaller
municipalities and corporations in Eng-
land, with & maximum of 100 or at the
most 150 vehicles, conld consistently
undercut by an appreciable amount the
huee metropolitan system of transport in
London. So rmuch so that the London
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Transport Council was considering—and
I think it actually did so eventually—de-
centralising its organisation so that it
would have operational units with a ceiling
number of about 150 buses. When one
examines that proposition one can under-
stand why this would be succesful.

In the smaller concern the man actually
in the workshop knows the driver and is
quite prepared to speed up the service
he is giving, so that Bill Jones, the driver,
can get his vehicle into commission so
much earlier. But when an organisation
grows, it tends to become departmental-
jsed and the personal touch is lost. The
intimacy between the bus driver and the
workshops manager is lost, whereas in the
smaller concern the degrese of co-opera-
gt?sn is preserved and the service hene~

Generally speaking, the areas serviced
by the tramways have a greater density
of population per mile than those serviced
by private operators. But while private
operators have to pay a higher license
fee, and are subject to certain forms of
taxation, the Government services, gen-
erally speaking, are exempt. The private
operators have to pay their way and show
a profit, which they generally manage to
do, but the Government service invari-
ably ends up on the wrong side of the
ledger.

Now I come to one of the largest pro-
blems and that is transport co-ordination.
The Act lays down certain obligations on
the Transport Board and its staff and they
cannot escape those obligations. When
the Transport Co-ordination Act was in-
troduced in 1933, road transport had, over
the years, been taking more and more
traffic which had, up to that time, been
handled by the Railway Department. I
will give two instances to show mcmbers
the effect of this. Over 55 per cent. of
country produce was being carried by
motor trucks. One of the pastoralists on
the Murchison approached the Govern-
ment and sought a special concession for
starving stock, which was granted. In
due time his sheep went to agistment,
fattened, and were returned to the sta-
tion. There was a free return for the
stock, but when shzaring came along the
pastoralist sent the whole of his wool clip,
which was the payable freight, by road
to the brokers.

In Wiluna great pressure was brought
to bear on the Government to construct
a line of 109 miles in order to assist the
company and help the local population.
There again the cost was some three or
four hundred thousand pounds and the
tail end of the line, I might inform mem-
bers, was the lowest rated portion of the
whole lot; that is to say, if the line had
finished at Meekatharra all the goods from
Wiluna wottld have had to be carted to
Meekatharra, It is certain that the rev-
enue from the tail end, at the telescopic
rate, would have been negligible so far as
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railway operation was concerned. But
still the Government, in the interests of
country development, provided that line.

After a while, as there was no Trans-
port Co-ordination Act in force, there was
8 movement which developed to a con-
siderable degree, to have all the high-
rated lines, such as petrol, beer and s¢
on, carted by road, and wool taken back
in return. Under the Government rail-
ways rating system, where they cart some
lines at an uneconomical rate—such as
wheat, super, ore for mines and timbers
—there must obviously be some compensa-
ting factor by way of higher rating to
ba.la:.i:;ce the lower rates on the lower rated
goods.

However, road hauliers could cut into
the higher rated traffic—and I admit that
—by carrying full loads and taking the
cream of the traffie, and as a consequence
the railways would have to increase the
rates on the present lower rafed goods.
If, at the present time, for instance, haul-
iers took 40 per cent. of the higher rated
traffic, it would amount to about £1,000,000
per annum, and it has been estimated
that the rates on the lower rated goods
would have to be increased by about 14
per cent. to compensate for that. So mem-
bers can see it is in the interests of
country people to have some regulation of
what would otherwise be a free-for-all in
the transport of goods. These regulations
are introduced in the interests of country
USers.

It must be admitted that during the
railway strike the Transport Board did
a wonderful job; I heard comments about
it from both sides. At one stage it was
my job to preside over a meeting at which
were represented all those associated
with the movement of goods. That
people at that meeting paid unstinted
tribute to the officers of the department
not oniy for the job they had done but
also for the plans they had made for
implementation if the railway system had
broken down entirely and all goods had
to be taken by road. At the same time,
when I moved about the country, I was
asked on many occasions, “When will the
railways be able to take a lot of the traflic
which is now being transported by road?
It is tearing our reads to bits and we have
to pay more for it.” Those remarks were
made all over the State, so members can
see that the job the Railway Department
is doing is recognised in some quarters.

When the memhers of the Transport
Board interviewed the people along the
Burakin-Bonnie Rock line they were told
that the people there were prepared to
pay a higher rate for rail haulage if only
the railway service could he retained,
There is another section of the public
which realises what the effect would be
if our railway lines were pulled up. I
must say that, generally, primary pro-
ducers have been the most pressing in ask-
ing for concessions. I think it is mainly
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because they have not understood the
position and have not realised what the
boomerang effect would be if a free-for-
all were allowed and road transport opera-
tors were permitted to take away a good
deal of railway traffic.

Hon. L. C. Diver: Have they asked for
concessions in recent times?

Hon. C. H. SIMPSON: The point is that
they already have more concessions than
any other section of the public.

Hon. L. C. Diver: That was brought
about by necessity.

Hon. C. H. SIMPSCON: It was brought
about by requests made from time to time.
I am not saying that the concessions are
unreasonable but to extend those requests
beyond a certain point would react on the
people who are now benefiting from our
railways. To rob the railways of the traf-
flc in those areas would be to rob them of
something which is most vital,

Hon. L. C. Diver: There was a time
when granting concessions was the differ-
ence between the farmers existing or going
out of husiness,

Hon. C. H. SIMPSON: While 1 was
Minisier for Railways I had an interview
with Mr. Don Maisey and Mr. Henry Kel-
sall, who are both well known to the hon.
member. We discussed thoroughly the
various aspects of transport concessions
and I told them that I was prepared to
recommend that a transport office bhe es-
tablished in town if it would be more
convenient to the people it would serve.
I had already asked individual officers of
the board to give customers the greatest
possible service and civility and the least
amount of interference consistent with
the operations of the Act. By and large,
that has always been done. I asked Mr.
Maisey and Mr. Eelsall to put forward any
suggestions they might have and I told
them that we might be able to meet them
to some degree. Unfortunately the elec-
tions intervened and resulted in a change
of Government. But I think those two
men understood that there must be a
certain amount of give-and-take between
the users and those who operate the ser-
vice.

In America, during World War II, 95
per cent. of the military personnel and
equipment was transported by the rail-

ways because it was by far the cheapest .

means of transport, both as regards the
actual cost and the use of manpower
which, at that time, was a vital considera-
tion.

Hon. P. R. H. Lavery: They herded
them like cattle into trucks.

Hon. C. H. SIMPSON: That may have
heen because of the emergency. As mem-
bers know, there is a vast system of roads
in America and it is relatively the cheap-
est road transport system in the world.
But they have found it necessary to
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impose transport restrictions to protect
their railways as we have in this State.
The railways In America are privately
owned and when war broke out they were
paying a small dividend. Although trans-
port costs and costs of supplies, rose by
50 per cent. during the war, the railways,
solely because of the fact that they were
able to handle greater volumes of traffic,
were able to keep their charges static. In
other words, had they increased their
rates to the same extent as commodity
prices they would have paid a 50 per cent.
dividend to their shareholders. If the
railways have a greater volume of traffic
to handle they can keep down their costs.
So I suggest that there must be some
understanding hetween those who benefit
from the serviee and those who try to run
it, because they are the ones who benefit
from any rise or fall in railway costs.
Hon. C. W. D. Barker: In other words,
those people cannot have it both ways.

Hon. C. H. SIMPSON: That is quite
true. In regard to metropolitan passenger
transport we found that with greatly
increased costs there was a deterioration
of service and there had to be, of necessity,
increases in fare schedules. As I ex-
plained earlier, I believed it was the duty
of an independent tribunal to assess fares
and freights and the duty of adjusting
those fares was left to the Transport
Board. Roughly speaking, fares are 2%
times greater than they were pre-war,
but the actual cost of operations s
three times greater and, so far as the
vital component 1s concerned—that s,
wages—it has Increased to four times its
pre-war figure, This has been brought
about because of the 40-hour week, over-
time rates and other concessions that have
been granted by the Arbitration Court.
As time went on, some of the smaller
companies found it more difficult to oper-
ate because, elthough their fares were
adjusted, there was a lag between the im-
pact of increases in the basic wage and
the time when the board granted an in-
crease fn fares. After discussion, I sug-
gested to the Government that there
should be some rationalisation of the sys-
tem and the Government agreed to my
suggestion that I approach the bus pro-
prietors, and other sectlons of the indus-
try, including the general manager of the
Tramways and Ferries Department, with
a view to starting & scheme which would -
ensure—

(1) Economy of operation.

(2) Elimination of wasteful competi-
tion.

(3) Cheaper and more efficlent ser-
vice to the public,

(4) Abllity to plan ahead.

Out of those discussions a committee was
appointed and it approved the suggestions.
There are quite a lot of advantages flow-
ing from that. It meant that new routes
had to be planned for an increasing publie
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and the Transport Board was finding it
more and more difficult to route this
service so that it would not confilet with
the existing services. This was one of
the obligations imposed on the Transport
Board under the Act. But the creation
of a smaller number of zones meant that
those routes could be designed economically
and that they would give the best ser-
vice that was possible and would pre-
vent the constant overlapping and source

of friction between competitive interests.

But one of the big things we had in
mind—and I do not mind saying this
here, because it affects this Government
as well as the previous one—was that if
one adopted the alternative which has
been adopted in some places, of one big
transport system, then it would be possible
to automatically create one big wunion.
And with our experience of the railway
strike & short while ago, it would be pos-
sible for small internal groups to hold
up a great public undertaking by means
of a strike, By creating a number of
zones, say five or six, we would have &
spread of industry instead of industrial
risks, and there would not be nearly the
same chance of being held up, perhaps,
by some industrial trouble.

I have here a brochure issued by the
Automotive Association of Industries
which is quite attractively got up. It gives
a number of facts and figures which, In
effect, introduce special pleading for un-
restricted transport by, say, road or rail.
But I would ask members to believe that
these folk have not produced this bro-
chure for the good of the people so much
as for their own interests. If we did as
they asked it would have a crippling effect
on the railway system and would cer-
tainly raise the freight rates for those who
at present use the railway service and who
are benefited by it. The ultimate gain, If
any, would be to the big companies who
manufacture trucks in England and
America. We know what it would mean
to our roads here. So I would ask those
members who have received this brochure
to remember that the facts are presented
in a very one-sided fashion; and although
they appear reasonable, one has to bear
in mind that there is more behind them
than meets the eye.

Hon. F, R. H. Lavery: Those facis are
definitely facts for a one-sided Industry,
as was the case when pressure was put
on by shipping companies which opposed
the construction of a broad gauge railway.

Hon, C. H. SIMPSON: That is quite
true. I have no bias against these people.
They are quite entitled to do this, but
I would ask members to appreciate the
fact that a lot of the revenue from this ser-
vice for which the users would have to pay,
would not benefit the State. In fact, it
would go to those big econcerns in England
l?mllja America instead of remaining in Aus-
ralia.
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A final matter on which I wish to touch
is a suggestion that the Government give
serious consideration to the taking over
of the Midland Railway line. Under the
Act which governs its operations, the com-
pany is not allowed to charge a higher
freisht rate than is operative under the
Government system. It cannot afford to
show a loss, and the miracle is that over
the years it has heen able to avoid doing
s0. At the same time, it has paid very
few and very small dividends to the opera-
tors. I am not divulging any private busi-
ness when I say it has made a very fav-
ourable offer to the Government which,
when I was Minister for Transport, I re-
commended to our then Premier for very
serious consideration.

I think I have the right to bring this
subject up because the rates which are
being imposed by the company, whilst
quite equitable, are liable under the Act
to impose higher ratings on some com-
modities to the residents along the Midland
line. This peculiarity is due solely to
what 1s called a local rating system. The
company’s line runs from Midland Junec-
tion to Walkaway, and as most of the
goods &0 to the terminal port, either
Fremantle or Geraldton, with a pro-
portion beyond the confines of the com-
pany’s own system, may be Kalgoorlie
or Albany, it means there are two separ-
ate freights to be paid, one over the com-
pany's line and one over the Government
line, because of the two sets of adminis-
tration. It is certainiy not fair that the
company should have to forgo what it is
entitled to, seeing that it works on the
breadline all the time. I{ is a fact, how-
ever, that a man who is residing at Moora,
which is roughly 100 miles by rail from
Perth, has to pay about 2s. a ton more
for his wheat than his counferpar{ on
the Government line. Over the years
I think thai has been very unfair to
those residents. If the Government can-
not see its way clear to taking over this
line then I think it should seriously con-
sider the question of subsidising the Mid-
land Railway so that it can give exactly
the same rates to its patrons as the Gov-
ernment service is doing.

Hon. E. M. Davies: The Government
should subsidise its own railways too.

Hon. €. H. SIMPSON: They are sub-
sidising—

Hon. E. M. Davies:
loss.

Hon. C. H. SIMPSON: That is a point,
too. The late co-ordinator and adviser on
Federal railway matters strongly recom-
mended the taking over of the line. He
said, “It is a foreign system within your
own and it does create quite a lot of
difficulties besides the necessity for main-
taining two administrations where one
could do the job”.

Finally, I wish to submit a series of
recommendations based partly on my own

They say it is a
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experience and partly on the recommenda-
tions which have been made in Mr. Will
EKent Hughes’s address. If these recom-
mendations were adopted, I think they
would go a long way towards solving our
I.ransport difficulties. They are as fol-
owWSs:—

1. Appointing an expert committee
to report on the related functions of
rail and road transport in this State,
having regard to—

{a) the econcmics of rail and
road transport.
the economics of unpayable
and/or developmental lines.

(¢) the provision of road services
to replace rail services where
it can be proved that econ-
omies can be effected by such
replacements and a compar-
able substitute road service
can adequately serve the cus-
tomer’'s requirements.

the question of road subsidies
where road transport replaces
rail transport.

(e) the desirability of road ser-
vices acting as feeder services
to railheads or other speci-
fied rail points.

(f) the question of such feeder
services being let by contract
te private operators.

2. Conferring with other State
Governments and the Federal Gov-
ernment at top level with a view to
securing co-ordinated action in devis-
ing and implementing a scheme
covering a 10 year programme of road
and rail rehabilitation.

3. To initiate similar top level dis-
cussions to secure necessary finance
by way of “project loans” to be
especially earmarked for the proposed
10 year programme.

4. To sugpgest to the Federal Gov-
ernment that its defence advisers be
instructed to take part in the discus-
sions in order to co-ordinate civil and
defence needs.

5. To appoint a rating committee
on the pattern of the Indian Railway
Board, comprising representatives of
producer, financial commercial and
other associated Interests to determine
rall freight rates—such a committiee
to be independeni of political control
simijlar to the Indian Railway Board.

6. All rail concession as approved
by Cabinet to be a charge against
Treasury and not against railways.
This need not interfere with the dis-
cretionary power of the Railway Com-
mission to run special excursion
trains or cater for special business.

7. To combine the administrative
functions of railways, transport,
tramways and ferries, traffic, zone
safety council and main road con-

(b)

d)
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struction under one Minister with an
Assistant Minister who might also
control harbours and shipping.

Some of the foregoing recommendations
could be implemented without reference
to the other States; and if a co-ordinated
programme were adopted, then partici-
pation by the Commonwealth Government
and the other States would be absolutely
essential. I have tried as far as possible
to avoid any political note. As I said
earlier, this matter is of national concern
rather than political.

I would likz to touch on the vexed ques-
tion of broad gauge which will certainly
be raised if discussions take place at Com-
monwealth level. I cannot see that a
broad gauge would be an advantage to
this State. If we constructed a line
say, from Fremantle to Kalgoorlie, it
would bhe a very costly project. If
we had that, there would be seven breaks
of gauge beiween Kalgoorlie and Fre-
mantle. There would be a break of gauge
at Kalgoorlie itszlf, on the northern line
coming in; there would be one at Cool-
gardie, which deals with the goods coming
from Esperance; another one at Southern
Cross; another at Merredin; another at
Northam, which takes in the Northam
traffic; one at Spencer’s Brook which takes
in the Albany traffic; and another at Mid-
land Junction, which takes in the traffic
from the Geraldton line,

This would entail double handling, at a
tremendous cost, of nearly 3,000,000 tons in
total, particularly with the smaller volume
of traffic which comes over the Trans. line.
In the meantime, we would have to put
our owh line in order to maintain the
traffic until the alternative broad gauge
was built. That would be a costly and
long-ferm programme. I think we must
be satisfied with our own system and that
we should endeavour to put it in order.
There is no virtue in any particular gauge.
In Victoria the gauge is 5ft. 3in. in New
South Wales it is 4ft. 84in. and in Queens-
land it is 3ft. 6in.

This question of standard broad gauge
has been considered, but it has never been
agreed to. In India there are thousands of
miles of 3ft. 6in. gauge and the same
gauge is in use in Japan, South Africa and
New Zealand. All those countries have
found that, provided their railways are
maintalned In good condition, they can
give all the service that is necessary. For
these reasons I suggest that we would be
well advised to concentrate on our own
system and put that in order, and when
we have done that, we will find in it the
answer to our problems.

Much has been said about road trans-
port. I think it should be complement-
ary, not competitive to rail transpert. I
hope the suggestions I have made, if car-
ried wholly or partly into effect, might
help solve this tremendous problem to
the satisfaction of all concerned and of
the people generally. I have pleasure In
supporting the motion.
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HON. E. M. HEENAN (North-East)
19.0): I desire to support the motion, and
in doing so will crave the indulgence of
the House for a brief period while I dis-
cuss a few matters I feel it my duty o
mention. Before proceeding to them, I
waould like to join with others in the
congratulations that have been extended
to our two new Ministers; to yourself,
Mr. Deputy President; and to our new
member, Mr. Griffith. I would alsp like
to associate myself with the tributes paid
to the late Mr. Carew-Reid, who was a
most kindly gentleman and a valued friend
to all of us.

The province I have the honour to re-
present covers a vast portion of the State
that is devoted almost exclusively to gold-
mining, and I therefore propose to say
something about that most important in-
dustry. Goldmining is still passing through
a difficult pericd, but it faces the future
with charaecteristic optimism and confid-
ence. The world price of gold remains at
35 dollars per oz. as it has done since
1934. It was hoped, with some degree of
confidence, that the recent meeting of
the International Monetary Fund would
have approved of a rise in the price of
gold, but American influences have again
apparently defeated our hopes in this
regard. There are signs, however, that
the convertibility of sterling is likely to
become an accomplished fact, and bound
up with that would appear to be an in-
crease in the price of gold.

My own opinion, formed after a Tfairly
careful survey of what has been published
in the Press over a long period, is that
we will see an increase within the coming
12 months. This view is fortified after
reading in today's issue of ‘‘The West
Australian” a report from New York that
the United Kingdom is expected to press
for a showdown with the United States
next September on the subject of converti-
bility. This statement seems to imply
we are serving 12 months’ notice on
America that something must be done.
It is to be hoped therefore that the Federal
Government will continue to press the
views of Australia and add its weight to
the fleht which has long been put up by
South Africa and the United EKingdom.
I feel that the coming 12 months will de-
cide the issue, and therefore the present
strong trend towards convertibility of
sterling must he assisted in every con-
ceivable way.

The stakes are high, especially from the
viewpoint of Australia, where the economic
development of large areas is bound up
almost whelly with the mining industry.
In recent years many people in Australia
have been apt to forget the importance
of the mining industry and the part it
has played in the nation’s development.
Wheat and wool have overshadowed gold,
and some sections of the people would
gppear to be willing to go so far as to
let the industry die altogether. It is well
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to remember therefore that & large part
of this State in particular is, always has
been, and always will be dependent for
its existence mainly on the goldmining in-
dustry. If we are to maintain existing
towns and populations in many far dis-
tant parts of Western Australia; if we are
to practise what we preach about decen-
tralisation; and if we are to develop and
occupy this State in accordance with our
destiny, we must pay due regard to the
neeczs of the industry and those engaged
in it.

If, therefore, we believe that goldmining
is important and has a vital role to play
in the develcpment of this State, we must
pay it due attention. For instance, what
of the future? It is an axiom of mining
that even the largest and hest of mines
get worked out in the course of years, and
we therefore have to Keep in mind the
fact that some day all of our existing mines
will be exhausted. Thus it is essential,
in crder to ensure the continuance of the
industry, that new mines be found from
time to time. The people who find new
mines are the prospectors. It was the
prospectors who found the mines at Cool-
gardie, at the Golden Mile, at Norseman,
at Gwalia, at Hill 50, and so on. It is
the prospectors who will find the new mines
which will ensure the continuance of the
industry and which now lie hidden in
hundreds of thousands of square miles of
auriferous areas in this State. It should
be realised therefore that the prospector
is a very important person and one whose
well-being should receive constant atten-
tion.

'The present-day prospector has gone a
lecng way. Invariably he is now highly
skilled at his work and has a wealth of
technical knowledge which he has gained
from training and experience. Also, it
is well to bear in mind that he is usually
a married man, with the normal financial
abligations of a home and family. His cir-
cumstances in this regard should be taken
into consideration because his calling is
an uncertain one and financial rewards,
although spectacular at times, are fre-
quently few and far between. However,
as I have tried to point out, the prospector
is a key man in the industry and it is
absolutely essential not only to attract the
right type of man, but to assist him in
every possible way.

Some years ago the Government of the
day appreciated the point I am trying to
make, because it brought into being what
is commonly termed the Government pros-
pecting scheme. This scheme has done
g lot of good, and prospectors who have
availed themselves of it over the years have
been responsible for producing a lot of
gold and finding worthwhile shows. The
present Minister for Mines is to be com-
mended for steps he has taken to liberal-
ise the beneflits under the scheme and for
making other worth-while concessions to
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prospectors. I am not unmindful also of
the work done in this connection by the
former Minister for Mines.

However, I think the time has arrived
for a more comprehensive scheme al-
together to be formulated, and I hope
something will be attempted in this con-
nection. A plan to find new mines should
be the basic idea and the best men avail-
able should be encouraged and attracted,
with due allowance being given for their
finanecial commitments. If one good mine
were located as a result, it would justify
the exoense in lots of ways. A revival in
the iudustry would be one of the best
answers to the increasing danger of cen-
tralisation, which has been accentuated
gravely in this State by the develepments
at Ewinana.

This brings me to the subject of rail-
ways, and in this connection I urge the
Government to give the most serious con-
sideration to the matier before discon-
tinuing any of the existing lines on the
Goldfields. Here the whole picture is liable
to change almost overnight, as has been
instanced at the Hill 50 Mine, Mt. Magnet
and, in recent weeks, at the Lancefield
Mine, Laverton. Unfortunately the out-
look at Wiluna does not look promising
from a mining point of view at present;
but who knows what tomorrow may hold?
Then again this town is no barren out-
post, dependent solely on gold and other
minerals. It has limitless supplies of fresh
water, is the centre of a thriving pastoral
industry that has grown up within recent
years, and is certain to extend further;
and it is the doorway to vast, unexplored
areas that remain to be obened up. The
people in this district therefore have, in
my opinion. a strong case for the retention
of their railway.

The only other matter I intend to touch
on briefly at this fairly late hour is the
vexed question of the franchise for this
Chamber. I anticipate that once again a
measure will be hrought before us on this
matter, and I hope that in the interim
members will give careful and considered
attention to the proposals to modify in
some ways this outmoded franchise. Only
recently, at the last election held in June,
we had the spectacle of a very small per-
centage of the people who were enrolled
exercising their privilege to vote. I have
said repeatedly, and say it again, that if
we are to remain in step with the times we
must keep a constant waitch on our demo-
cratic institutions and see that they are
up to date.

This world is moving forward at a vast
rate and democracy and its institutions
cannot remain static. I believe implicitly
in the parliamentary form of government.
I also see a lot of advantages in a second
chamber. It is not only a check on hasty
legislation; it is also a check on one House
becoming too omnipotent or all-powerful.

[COUNCIL.]

There are strong reasons, on the other
hand, fer the abolition of such an expen-
sive setup in a State with such a com-
paratively small population.

The Upper House has been abolished in
New Zealand and Queensiand, but I can
see the merit in its retention here. No
political party will always be in charge
in either Chamber, and there fs much to
be said in favour of the retention of the
Legislative Council. I stipulate, however,
that the second chamber should comply
with democratic standards, and that the
great majority of the people should have
a voice in it. There has always been on
the part of the public a great deal of
ignorance about the qualifications for the
franchise of this House. I have here a
pamphlet issued in June of this year by
Mr. C. P. Smith, J.P., journalist, and
Liberal candidate for the Suburban Pro-
vince. He was for many years managing
editor of “The West Australian,” is a
member of many laudable organisations,
and has held a high place in the com-
munity. The pamphlet states that Mr.
Smith has a keen understanding of the
State and its requirements, with the ability
and energy to serve its best interests and
yet, at the foot of the pamphlet, he says—

The Suburban Province embraces
the eight Legislative Assembly elec-
torates of Mt. Hawthorn, Mt. Lawley,
Mayiands, Middle Swan, Guildford-
Midland, Scouth Perth, Vietoria Park
and Canning.

Only electors residing in these areas
are entitled to vote for the Suburban
seat.

That publication was authorised by H. A.
Wells, Bible House, St. George's Terrace,
Perth, and was, as members can see, com-
pletely misleading. I have quoted it to
exemplify the ignorance of the public in
general of the requirements for the fran-
chise of this House.

Hon. L. A. Logan: That is no reason for
altering them.

Hon. E. M. HEENAN: Coupled with
numerous other reasons it is, I contend,
a strong reason why the franchise should
be simplified. I have no personal or party
motlve in advocating this change, which
I do not think would have dire effects on
the election of members to this Chamber.
If people were to understand and exploit
the numerous qualifications, a great many
more would he on the rolls, but they do
not understand and cannot exploit those
qualifications, and sc we have the sorry
spectacle that is seen whenever an elec-
tion for this Chamber is held. If we could
say to the people, “Every man and wife
who occupy & house or pay rent or own
a house can have a vote,” there would be
many more on the roll, as that would
cover freeholders, leaseholders, equitable
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freeholders, ratepayers and all the others
in one simple category that the public
could understand.

Hon. N. E. Baxter: Many would not
vote if they were on the roll.

Hon. E. M. HEENAN; Unfortunately
that is true of some people. They are
given the great privileges of democracy
and if they who do not vote Increase
greatly in number, I believe those privi-
leges will be fllched from them as the
years go by. I have nothing but contempt
for the person who accepts the blessings
of democracy but does not fulfil the simple
obligation of exercising his or her vote.
I cannot understand the attitude of these
who believe that we should not budge
from the present franchise in any way.
We should retain our institutions but con-
stantly improve them. If we can get the
people as a whole to take an interest in
the affairs of the counfry, the future of
democracy has nothing to fear from any
of the ideologies that are being preached
about the world today. I am pleased to
support the motion.

On motion by Hon. N. E. Baxter, de-
bate adjourned.

House adjourned af 9.25 p:m.
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