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SELECT COMMITTEE appointed on the -25th October, 1901, with power to
send for Persons and Papers to inquire into the expenditure on Automatic Brakes,
and to obtain evidence as to the condition. of the Tasmanian Government Railway
Rolling-stock and Permanent Way.

“ b
MEMBERS OF THE COMMITTEE. )
Mg. MiNISTER oF Lasps AND WoORKS. Mzr. Harr~NoLL.
MR. PATTERSON. Mg. Hopk.

Mr. DuMARESQ. Mgr. Gurspon. ( Mover.)
Mnr. NicHOLLS. .

DAYS OF MEETING.

Wednesday, October 30; Thursday, October 31; Friday, November 1; Thursday, November 7 ; Friday,
November' 8; Wednesday, November 13; Thursday, November 14 ;¢ Wednesday, November 20; Thursday,
November 21; Friday, November 22.

WITNESSES EXAMINED.

Mr. Charles Hudson, Generul Manager of Tasmanian Government Railways; Mr. John M. M‘Cormick,
Engineer-in-Chief' Tasmanian Government Railways ; Mr. W. R. Deeble, Locomotive Saperintendent Tusmanian
Government Railways; Mr. James Fincham, C.E.; Mr. C. C. Nairn, Engineer of Existing Lines Tasmanian Govern-
ment Railways ; Mr. Frank Grove, Chief Engineer in Tasmunia for Great Western Railway Company ; Mr. G. E.
Moore, C.E. ; Mr. William Cundy, Queenstown; Mr. W. E. Batchelor, Mechanicul Engineer, Launceston ; Mr.
E. C. Driffield, Superintending Engineer, Mount Lyell Company.

Tae Select Committee appointed by your Honourable House to inquire into the question of

the Brake Equipment of the Tasmanian Government Railway Rolling-stock, and the condition
of the Permanent Way, has the honour to submit the following Report :—

The Committee has held several meetings, examined the principal officers of the Railway
Department, and other expert witnesses, and has carefully deliberated on the evidence and all
information obtainable.

The Committee finds that the weight ‘of evidence determines that improvement in the
stability of the permanent way by taking up the 46-lb. rails, and relaying with 60-b. rails those
portions of the Main Line upon which a high rate of speed is attained is a matter of necessity
which is now engaging the attention of the Railway Department.

The discrepancy between the cost of the vacuum brake equipment of the Mount Lyell
four-wheeled wagons and the estimates supplied to Parliament of the cost of equipment of
Government Rolling-Stock of a similar character is thus explained :—

1st. The Government Estimate of the cost of equipping the Rolling-stock, framed on the
advice of the Consulting Engineer, in London, was much higher than the actual
cost as per tenders accepted by the Agent-Greneral for the supply of such equipment,
with all charges, including cost of erection added. :



(No. 61.)

1v

N

2nd. The Mt. Lyell Railway Company has utilised the existing hand-brake fittings on
its wagons, and only imported the patented portions of the vacuum gear, and the
Chief Mechanical Engineer of Tasmanian Government Railways has submitted to
the Committee an amended Estimate showing that, by applying this method to
the Government Stock, a saving or £7 15s. per truck can be effected.

The Governnient, after the item of £20,000 for vacuum brakes was postponed on the 12th
September, 1901, directed the Railway Department to reconsider its proposals, and fresh estimates’
were prepared reducing the vote for the whole scheme.

The evidence of the Chief Mechanical Engineer is to the .effect that the application of
automatic brake gear to all the Government rolling-stock, except the four-wheeled goods
wagons, and to only 50 per cent. of these, piping the remainder, would be sufficient .for
economic working of the train service, and to provide for the public safety.

A return based on this standard of brake equipment, and based on the actual cost to the
Government as now revised (including all charges and cost of ereetion), reduces the estimate
from the original £55,188 5s. to £33,642. ‘ '

In view of the fact that the Tasmanian Railways do not pay interest on the capital expended
for construction, the Committee thinks it doubtful if’ the proposed expenditure on vacuum brakes
would be justifiable but for the fact that the State is already committed to a large expenditure under
the vote passed in 1900, which renders a further expenditure necessary to properly utilise the equip-
ment already ordered, by extending it to a safe proportion of the rolling-stock used in mixed trains.

+ 1. The Committee recommends the equipment of a sufficient. proportion of all vehicles running
in mixed trains, except those in use on the Sorell Railway, with the automatic vacuuin brake.

2. That the Minister of Railways be requested, before any order is sent to Kngland, to
communicate with the Government of South Australia, in order to ascertain if the automatic
vacuum brake gear formerly used in its service is for sale, and at what price.

3. The Committee recommends to the consideration of your Honourable House a reduction
of the item for antomatic vacuum brakes from £20,000 to £15,000.

" WILLIAM A. GUESDON, Chairman.

Committee Boom, House of Assembly,
22nd November, 1901. -
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MINUTES OF PROCEEDINGS:

WEDNESDAY, OCTOBER 30, 1901.

"The Commlttec et at 11 o’clock. ’
Members present.—Mr. Minister of Lands and Works, ¥r. Patterson, Mr. Nicholls, Mr. Hartuoll, Mr. Hope,
and Mr. Guesdon. . ’
Mr. Guesdon took the Chair
The Clerk read the Order of the Hoube appomtmg the Commiittee.
The Committee deliberated.
Motion ade, and Questior: put~’[‘hdt Mr, W E. Batchelor be summeoned to give evidence betore the (jommlttee
(Mr. Nicholls.)
Committee divided.
Aves., - . No.
Mr. Hartnoll. . l *. Minister of Lands and Wor ks
Mr. Hope.
Mr. Nieholls.
Mr. Patterson. |,

So it wus resolved in the Afbrmative.

Mr. Charles Hudson, General Manager of Tasmaniwu Government Rallwu,ys, was called, inade the declaration
prescribed by Act 35 Vict. No. 11, and was examined.

During “the examination of Mr Hudson, Mr. Minister of Lands aund Works laid upon the Table the followmg
papers :—
1. Extracts trom Im,pe(tlon Report, by Colonel Gracey, C.8.1., R.E., on the Uganda Railway, dated 25th

Murch, 1901. (Appendix A.)

2. Extract from Report (duted 22nd May, 1901) by Sir Guilford Molesworth ou Colonel (Jrracey s Inspec-
tion Report on the Uganda Railway (Appendix B.) . :
3. Tasmanian Govermmnent Railways: Prices of Metals.
4. Copies of Correspondence and Schedules of Tenders relating to \Orders for Vacuum Brake Gear, Tas-
mwanian Government Railways.
5. Copy of Cablegram from Hon. E. Muleahy, Minister of Railways, to Hou. Minister of Railways,
Queensland, with. reply.. (Appendix C.)
The examination of Mr. Hudson was concluded.
At 1 o’clock the Committee adjourned till half-past 2.
The Committee met again at half-past 2.
Members present.—Mr. Guesdon (Chairmgn), Mr. Mister ot Lands and Wor ks, Mr. Patterson, Mr. Nicholls,
Mr. Hope, und Mr. Hartnoll.
Mr. John Macneill M‘Cormick, Engineer-in-Chief, Ta‘zmuma was -called, made the declaration, and was
examined.
Mr. M¢‘Cormick withdrew.
Ordered, That the following witnesses be summoned to give evidence to-morrow :—
] Mr. W. R. Deeble, Locomotive Superintendent, at 11 oc]ock, Mr. C. C. Nairn, Engineer of Existing Lines, at"
12 o’clock’; and Mr. Frank Grove, Engineer, Great Western Railway, at 2:30 o clock.
At 350 olclock the Committee adjourned till 11 o’clock to-morrow.

THURSDAY, OCTOBER 31, 1901.

The Committee met at 11 o’clock.
Members present.—Mr. Guesdon (Chairman), Mr. Minister of Landsand Works, Mr, Hartnoll, Mr. Dumaresq,
Mr. Hope,and Mr. Patterson.
The Minutes of the last Meeting were read and confirmed.
Mr. William Rufus Deeble, Chiet Mechanical Engmce), Tasmaniun Government Railways, was called, 'made
the declaration, and was exanined.
Mr. Deeble withdrew.
Mr. Charles Cameron Nairn, Engineer of Existing Lmes, Tusmanmu Gaverument Railways, was called, made
the declaration, and was examiner. , i
Mr. Nairn withdrew.
At 12-50 o’clock the Committee adiourned till half-past 2.
The Comimittee met again at half-past 2.
Members present.—Mr. Guesdon (Chairman), Mr. Minister of Lands and Works, Mr. Patterson, Mr. Hartnol]
Mr. Dumaresq, and Mr. Hope
Mr. Frank Grove, Chief Engineer in Tasmania for Great Western Railway Company, was called, made the
declaration prescribed, and was examined.
Mr. Nicholls took his seat.
Mr. Grove withdrew.
Ordered, That Mr. E. C. Driffield, Superintending Engineer Mount Lyell Ra:lwa,y, be requested to prepare
information for. the Committee on the followmg points :—
' 1. The number of goods wagons working on the 8-ft. 6-in. hne Mount Lyell Railway, both 4-wheeled -
standard wagons and bogie wagons.
. The number of carriages andthe number of brake vans.
. The cost of the automatic-brake gear used on that line, f.0.b., London, for every class of stock.
. Thejcost of freight, agency, and charges in each instunce.
The amount of duty paid to the Govemment of Tasmania in respect of each of the foregoing classes of
vehicles. '
- The cost of labour of fixing the gear in the State, if fitted in the State; and, if not, the cost in England, if
fitted there.
7. Specify the various yearsin which the automatic-brake gear was purchased

DUk 00
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8. Examine curefully the construction of the vacuum-brake in use on the Mount Lyell lines, with the view
of subsequently examining the brake-gear imported by the Government, and thereafter reporting to the
Committee whatever differeuce \inuy exist between the two gears in the desigu and- the patents
employed. :
Ordered, That ythe following be summoned to give evidence to-morrow :—Mur. Jumes Fincham, C.E., late
Engineer-in-Chief, Tasmania, for 11 o’clock,and Mr. G. E. Moore, C.E., for 11-30 o’clock.
At 3-55 o’clock the Committee udjourned till 11 o’clock to-morrow.

FRIDAY, NOVEMBER 1, 1901.

The Comuittee met at 11 o’clock. . .

Members present.—Mr. Guesdon (Chuirawan), Mr. Dumaresq, Mr. Hope, Mr. Minister of Lands and Works,
and Mr. Nicholls. '

The Minutes of the lust Meeting were read und confirmed.

Mr. W. R. Deeble was recalled and further exainined. R

Mr. Deeble withdrew.

The Chairman laid upon the Table u letter from Mr. W. R. Deeble, dated 31st October, 1901, (Appendix D.)

Mr. James Fincham, C.E., lute Engineer-in-Chief, Tasmania, was called, made the-decluration, and was
examined.

Mr. Finchuin withdrew.

Mr. George Edward Moore, C.E., was called, made the declavation prescribed, and wus examined.

Mr. Moore withdrew. !

Ordered, That the following witnesses be summoned to give evidence before the Committee :—Mr. William

Cundy, Queenstown ; Mr. W. E. Batchelor, Launceston ; and Mr. E. C. Driffield, Superintending Engineer, Mount
Lyell Railway. .

A
At 1 d’clock the Committee adjourned sine die.

THURSDAY, NOVEMBER 7, 1901.

The Committee met at half-past 2 o’clock. : .

Members present.—Mr. Guesdon (Chairmun), Mr. Dumaresq, Mr. Hurtnoll, und Mr. Hope.

The Minutes of' the last Meeting were read and confirmed.

The Minister of Lands and Works took his seat.

Mr. William Cundy, Mechanical Engineer, Mount Lyell Railway, Queenstown, wus called, made the declaration,
and was exumined. R )

Mr. Cundy withdrew. ’ - .
At ¢ o'clock the Committee adjourned till 11 o’clock to-morrow.

FRIDAY, NOVEMBER, 8, 1901.

The Committee met at 11 o’clock.
Members present.—Mr. Guesdon (Chairraan), Mr. Hope, Mr. Hartnoll, and Mr. Minister ot Lands and Works.
The Minutes of the last meeting were read and confirmed.
Mr. William Eastgate Batchelor, Mechanical Engineer, was called, made the declaration prescribed, and was
examined. :
Mr. Batchelor withdrew.-
. The Chairman laid upon the Table the following Papers :—

1. Letter, dated 1st November, 1901, from the General Manager, Tasmanian Government Railwuays, forward-
ing extracts from Austrian Newspapers, relating to the trials of continious quick-ucting brakes in Austria.

9. Letter, dated 1st Novewber, 1901, from Mr. ‘W. R. Deeble, Chief Mechanical Eugineer, Tusmanian
‘Government Railways, on question of accidents to rolling-stock or passengers from hreakage of carriage
or wagon couplings.

3. Letter, dated 5th November, 1901, from Mr. W, R. Deeble, Chiet Mechuanical Engineer, Tusmanian Govern-
ment Railways, forwarding estiniates of cost of vacuum brake-gear, cost of equipping rolling-stock with
same, &c. . . ‘

4. Letter,, dated 5th Novewmber, 1901, trom Mr. W. R. Deeble, Chief Mechunicul Eungineer, Tasmanian
Government Railways, forwarding inforwation with reference to the parting of trains for pust 25 years.

The following Papers were ordered to he printed :—

1. Letter to Chairman from W. R. Deeble, dated 31st October, 1901, re brake levers on both sides of wagons.
(Appendix D.) .

2. Estimated cost of equipping all passenger stock, engines, bogie-wagons, and 50 per cent. of 4-wheeled
wagons and piping-balance. (Appendix E.)

3. List of couplings, &e., broken. (Appendix F.)

At 1230 o’clock the Committee adjourned till 11 o’clock on Wednesday next.

WEDNESDAY, NOVEMBER 13, 1901.

The Commiitee met at 11 o’clock. )

Members present.—Mr. Guesdon (Chairman), Mr. Hope, Mr. Hartnoll, Mr. Dumaresq, and Mr. Patterson,
The Minutes of the last Meeting were read and confirmed.

Mr. Minister of Lands and Works took his seat. :

Mr. Edward Carus Driffield, Superintending Engineer, Mount Lyell Railway, wus called, made the declaratio
and was examined, B

During his examination Mr. Driffield submitted to the Committee the following Papers :—
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1. Cost of rolling-stock, April, 1896, to Jauuary, 1901 ; cost of fitting vacuum-brake to stock ; lists of brake-
work parts on standard four -wheeled tr ucks; cost of materials, &c for Mount Lyell \/Immtr and Railway
Company, Limited.

2. Stock-sheets, 30th September, 1901, of Mouunt Lyell Mining and Railway Department.
VIr Driffield withdrew. .
Ordered, That Myr. M*Cormick be summoned to give further evidence for 11 o’clock to-morrow.
At 1:10 o’clo(:k the Committee adjourned till 11 o’clock to-morrow.

THURSDAY, NOVEMBER 14, 1901.

The Committee met at 11 o’clock.

Members present.-—Mr. Guesdon (Chairman), Mr. Hope, Mr. Patterson, Mr. Dumaresq, and Mr. Hartnoll.

The Minutes of the last Meeting were read and confirmed.

Mr. Minister of Lands and Works took his seat.

The Chairman laid upon the Table a letter, dated 9th November, 1901, from Mr. George E.'Moore, C.E.
(Appendix G.). -

Mr. McCormick, Engineer-in-Chief, was recalled and further examined.

Mr. M‘Cormick w1thdlew

Mr. W. R. Deeble, Locomotive Supenntvndent Tagmanian Government Railways, was recalled and turther
examined.

Myr. Deeble withdrew. )

The Chair man Iaid upon the Table a letter dated'13th November, 1901, from Mr. E. C. Driflield. (Appendix H.)
At 12-30 o’clock the Committee adjourned till 11 o’clock on W Pdnee(lay next.

WEDNESDAY, NOVEMBER 20,'1901.
The Committee met at 11 o’clock.
Members present.—Mr. Guesdon (Chairman), Mr. Patterson, Mr. Hope, Mr. Dumaresq, Mr. Hartnoll, and
Mr. Nicholls.
The Minutex of the last Meeting were read and confirmed. .
The Minister of Lands and Works took his seat.
The Committee deliberated on the question of prepariug the Report.
The Chairiman brought ap a Draft Report, which was ordered to be printed.
At 12:20 o’clock the Committee adjourned till 11 o’clock to-morrow.

,

THURSDAY, NOVEMBER 21, 1901.

The Committee met at 11 o’clock.

Members present.—Mr. Guesdon (Ch@n man), Mr. Hope, Mr. Dumares sq, Mr. Nicholls, Mr. Hartnoll, and Mr.
Patterson. )

The Minutes of the laust Meeting were read and confirmed.

At 11-15 the Committee adjourned till 12 o’clock.

The Committee met again at 12 o’clock.

Mr. Minister of Lands and Works took his seat.

The Committee considered the Draft Report. ’

Ordered, 'I‘hut Mr. W. R. Deeble to recalled, to give further evidence, for 10 o’clock to-mmorrow., '

At 1-10 o'clock the Committee adjourned #l 100 ‘clock to-morrow.

. FRIDAY, NOVEMBER 22, 1901. -
The Committee met at 10 o’clock. -
Members present — Mr. Guesdon (Chairman), Mr. Hope. Mr. Dumaresq, Mr. Hartnoll, Mr. Patterson
Myr. Minister of Lands and Works. :
The Minutes of the last Meeting were read and conﬁlmed
Mr. Nicholls took his seat.
+  Mr. W. R. Deeble was recalled, and questioned as to certain points in his evidence.
ir. Deeble submnitted to the Committee the following Puper :—
Estimated cost of equipping 4-wheel wagons \mth combined hand and automatic continuous bruke, other
B than patent parts, utilising as far as possible material of old side-lever brake, and manufactured in the
workshops of the Departinent. (Appexdix 1.)
- Mr. Deeble withdrew.
The Draft Report was further considered, and agreed to.
At 12 o’clock the Committee adjourned sine die.

, and
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EVIDENCE.

Webpnespay, Ocroser 30, 1901.

CHARLES HUDSOQN, called and examined.

Mr. Hudson made the statutory declaration. ,
1 By the Chairman ( Mr. Guesdon ).—Your name, Mr. Hudson ? Charles Hudson.
And you are the General Manager of the Tasmanian Government Railways? Yes,

3. By Wr. Patterson.—Do you know, Mr. Hudson, whether the automatic brake is in use on

goods stock on the South Australian Railways? No; I am not aware.
4. Nor whether, at the present time, it 1s in use on mixed goods and passenger trains ? No;
I am not aware.
5. Do you know whether these wutomatic brakes are in use now in Western Australia on pas-
senger or goods trains ¢ No; but all T can tell you is, that I have received a telegram from

Mr. Rothelham in which he stares that he has made a lecommenr{atwn to applv the bmke to the

whole of the rollnw-stock of Western Australia.

6. But it is not in use there to-day? Waell, yes, it is, partially. Bat, as I say, there is a
recommendation now to apply it to the whole of the rolling-stock. : .

7. Do you know whether the automatic brake is in use on Queensland goods trains ¢ There, T
believe, the position is exactly the same as it is in Western Australia. = Tt is partially applied there;
but with the intention of applying it altogether, or else partly piped and partly with the brake. It
is in process of being applied 1n Queenalaud )

8. Supposing our railway system here was the property of a private corapany, and you were
general manager of the company, would you ask your directors—in view of the fact that the
running for the last year showed a loss of £110,000~to apply the brake—would you recommend
the use of the automatic brake on the goods stock in this State ? Well, that is a very difficult
question to answer, because there are so many interests involved in it, If the railway company
could not afford to put the brake on, naturally it would result in a consultation between the
prineipal officers and the’ dnectors,and it would then be decided whether the risk of running
without the brake should or should not be taken under such circumstances. I can only tell you that
the New Zealand Government having decided to adopt the brake, the Wellington Manawatu Rail-
way Company has also decided to adopt it on its private line,

9. Of course you know we differ from New Zealand ? In what way ?

10. Well, we have had a practical immunity from accidents for twenty-five years—you know °

that? Well, almost the same remark would apply to New Zealand.

11, What about the accident last year 7 Well, they had an accident last year, but it is the
only accident, during my time, I remember, a,ttended with any loss of life—not Jast year, the year
before. With the exception of that ‘one accident, so far as accidents to running trains on 'the
Government railways are concerned, I do not remember any one ever being killed.

12. Well. let me take youn now in detail. Take the Sorell Railway, for instance. That rail-
way is 143 miles long, and the train takes an hour to accomplish that journey. The line is dis-
associated from any and all other lines; there are no junctions on it; and one' engine—with one
driver, one fireman, and one gnard— does.the whole of the work. Would you serionsly recommend
the Government to put the automatic brake to these mixed trains that are running on that Sorell
Line? Yes, I would. There is a very heavy grade on that line.

13. I know all about that ; I built this line. Then, if you come here entirely unfettered, and
if you had been the General Manager of Railways from the outset, you would have’ made  this
recommendation yourself? I would certainly, I would ; most decxdedlv

- 14. Have vou had any experience of the vacaum brake? You mean as compared with the
VVesmndhouse v

15. Not comparing it with anything—I am talking of it entlrely on its own merits—have you
had any experience of it? You mean the automatic vacuum ?

16. The automatic vacuum—-yes? No; I have had no actual experlence of it ; but, of course,
1 know a good deal about it.

It is very effective? Yes; very efficient. Perhaps, if I were to tell you what Sir Gilbert
Molesworth says ‘of it, it would not be ot of place..

18. I know all about that ; I want your personal opinion? DProbably, for a slow speed, it is
preferable to the Westmghouse

19. The difference between the Westinghouse brake and the vacuum, is that the Westing-
house is more quickly applied, and has a power 33 per cent. greater? Yes, that iz so.

20. And it is a more costly brake? Yes, that is so.

21. By Mr. Hartnoll—Now, looking at our system of railways—taking the western portion
of our 1a11w‘1,y Se]VICC, say from Bmme to Launceston where yon have to throw off' a truck
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here and there as occasion arises, one at one station, two at another, three at another, and so on,
pretty well all down the line-—would it not be to some extent an interference with the time that
the train would take to do the journey, wncoupling the trucks, and so on, if the brake were applied
to all trains ? T think it would be inappreciable.

22. Is there any knowledge in your office as to when these vacuum brake patents will expire?
I could not say.

23. Is that knowledge obtainable here, do you know? I have no doubt it could be obtained
from the agents of the blake, in Sydney ; W. Adams & Co., of Clarence-street, Sydney, ave, 1
think, the agents for the vacuum brake, and they would be able to give you $hat information.

24. Of course that knowledge we could really obtain from our own office—from the record
of patents in the State? Yes.

25. Had you any previous knowledge of the cost of these brakes, Mu. Hudson? No. The
only thing I can tell you is that we let a contract in New Zealand, just as I left—that is, some
eight or nine months before T left—to apply the brake to all the stock in the North Island of
New Zealand. Of course, all the details were attended to by the Chief Mechanical Engineer.

26, What was the cost? Two hundred and thirty-five thousand—speaking from memory.

27. But at what rate did that work out? I could not tell you; all those details, as I say,

were attended to by the Chief Mechanical Engineer. I could get the mfmmwhon for you, quite
easily. They did not advertise for tenders.

28. But it is no use getting what the Westmohouse brake costs, and applymcr that to the
vacuum brake? No.

29. By the Chairman.—Mr. Hudson, what class of brake are your mixed trains equipped

“with now ? Here? ‘

30. Yes? They have got the hand brake, and, so far as the passenger carriages are concerned,
they have got the chain brake—Clarke’s chain blake I presume.

31. And the engines ? The steam brake. Of course, you are aware that 2 very large pro-
portion of the carriages are already fitted with the vacuum brake, and sufficient engines to deal
with them are also fitted with the vacuum.

32. But as a general rule—I am asking you what the equipment is generally for your mixed
trains and goods trains? Hand brakes on the goods trains, and the chain brakes on the ears.

33. And the steam brake on the engines? The steam brake on the engines—yes.

34. Are these brakes efficient; that is, for the service you have, at the rate of speed at which
you run your mixed and goods trains—are they sufficient for the public safety? Well, thatisa
very difficult question to answer. I could answer it in this way :" that they are not as safe in any
instance as if' the train were fitted with the automatic continnous vacuum brake—certainly not.
Because, you see, if you set up a certain state of conditions, they would not he efficient, the only
question being whether these conditions happen. If your train parted on a bank, they would not
be sufficient. .

35. Of course, you are a rvecent arrival here, Mr. Hudson ; but are you aware, from your own

" knowledge of the department, whether the conditions of the train service—that is, as to any increase
of traffie, the rates of speed, or the loads drawn—have altered during the last ten yems? Oh, I could
not speak of that, of course; but I may tell you that I have seen, myself, on several occasions, a
condition of affairs that is posmvely alarming, which would not have been alar ming with the auto-

'

. matic brake. TFor instance, I saw, myself, a train carrying 700 people, drawn by two engines on a

1-in-40 grade : T saw that train part, and the carriages set back on the down-grade. If it had not
been for the fact that there were a number of railway men about, who bourded the carriages and
put on the hand brakes, there would have been a frightful disaster. That is where the value of the
automatic brake comes in. -

36. Then you do not consider the present conditions safe? Not according to modern ideas—
certainly not. .

37. Then, had you been in charge of the Tasmanian railways ten years ago, and the conditions
were as they are to-day, would you have considered it your duty ten years ago to order the appli-
cation of those automatic brakes? It is very difficult to say what one would have done ten years
ago, because ten years ago one had not the same knowledge as to-day. Ten years ago the brakes
were not so generally in use as they are now. A manager of railways must be crmdecl by what is
being done and accepted as necessary by railway men all over the world. Since ten years ago
the progress of all rolling-stock, as to the application of continaous brakes, has taken a very gr eat
stride—an enormous stride. For instance, the Board of Trade regulations now include a. provision
to the effect that no train that carries passengers must run unless it is fitted with the continaous
automatic brake. Thatis a Board of Trade regulation.

38. Has not the Westinghouse brake been largely in use in Tasmania during the whole of
the last ten years? Well, it 1s only during the last two years that it has been - completely applied .
on the New South Wales railways. Victoria has had it a long time.

39. By Mr. Nicholls—Is the chain brake a continuous brake? The chain brake is a
continuous brake as far as it goes ; but it does not go right through from engine to van.

40. How far does it go? Through the coaches.

41. T understand from you that, at present, we have on all our engines the steam brake?
Yes; practically all. I think there are five that are not so fitted. But, practically, all are,

42, Does the steam brake operate on the engine and terider both ? - No,
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45 Only on the engine ?  Only on the engine.

44, The main objeet of a continuous brake, I suppose—(I am asking you for informiation ;
I have no skill in these matters)—is to save a train, if anything breaks away? It is for the
purpose of applying the brake automatically in case the train parts ; and to give both the driver'and
the guard power to apply the brake to the whole train, should it be necessary to do so—to every
vehicle simultaneously.

45. Just the iact that it is automatic is the advantage, in the case of breaking away, ig it
not? Yes.

46. And the fact that it is continuous is the advantage in applying it to the Whole train?
Yes ; quite so.

« 47. Well, I suppose you know all the Tasmanian linés now pretty well ? Fanly well—yes.

48. Assummg that trucks laden with coal, or minerals, or anything of the sort, break away—
say on the Sovell line, at the highest pomt——what would be the probable result ? Well 1t largely
depends, of course, upon the welght of the train. With a light train, it is quite pos<1ble that the
guard might be able to bring it up ; with a very heavy train, the chances would be less. It
entir ely depends on the conditions : whether 1t is a heavy train or a light train.

49. Inthe absence of any sharp curve, is it likely that that train would go off the line? That
depends on where it breaks'off. I think it has largely to do with  the lenvth of the grade, and
the speed that would be attained. Of course, 1t would go off any line—even a straight run, as
far as that goes—if there were sufficient distance to acquire the speed.

50. Tell me. The object of the automatic brake is largely for the purpose of preventing .
accidents where trains are following one another rapidly on the same line, is it not? And also
to prevent accidents when trains part. .

51. Oh, yes;. but I mean, an important part of the object in having an automatic
brake is, if a train break away to enable it to bring up suddenly, on account of the danger to
trains coming behind it? Of course, the principle ob_]ect of the automatic brake is to enable the
train to pull up as speedily as possible. When you speak of the danger to trains following, there
is another safety appliance that does away with the danger ; that is, the block’ telegraph, which
provides an interval of space, instead of an interval of time.  You provide against rear-collisions
by block telegraph, and against break-aways by the automatic brake. With the automatic brake
you can pull up as speedily as possible, no matter what happens. May be, you are running into

a station, and need to stop, or, you may be running up to a danger-signal, and, if you have the
automatic brake, you have your train vnder control. The state of the road too, 1s another
matter as to which the automatic brake may be of use.

52. The quantity of traffic, of course, largely affects the necessity for pullingup suddenly—
What I mean is this: with a line where there is a train coming along every five minutes, the
chances of danger are infinitely greater than where you only have a train every twenty-four
hours? 1 would not like to say that—not so far as the percentage is concerned. Of course,
with ten thousand trains you are likely to have more accidents than with one train,

563. 1 was not talking of the percentage of accidents.—Of course on a line where you have
ten thousand trains running there is greater probability of accident than on a line where only
one train runs? It entnely depends on the way the lines are worked.

54. Still, you know, a train cannot collide with itself? That 18 80 ; but modern appliances
provide wonderful safety, even with crowded traffic.

55. I notice you say that the Board of Trade regulations provide that the automatic brake
must be fitted to every train containing passengers? Yes. -

56. Itis not required, then, that the automatic b1ake should be fitted to purely goods trains ?
No ; there is no regulation compellmg it.

57. Now, can you tell us, please, what trains running in Tasmania are fitted with automatic
brakes? The express trains between here and Launceston; and those excursion-trains we run
out to New Norfolk are generally made up so as to provide an automatic brake on the coaches.

58. Now, I want you to give us an example, pleass, Mr. Hudson: take, for instance,
a train starting from here for Sorell ; can you show us in detail what the objects would be in
having an auwtomatic brake fitted on “that train ? Well, the advantage of having an automatic
brake on that train would be in the event of the train parting while going up a-grade, or in the
event of the train meeting with any obstructions and leaving the road, coming down a grade; it
would be an advautage to have an automatic brake in either case. The train would be brought up,
and the result of the accident would be much less serious than it would be without the brakes.

39. And in the absence of these or similar occurrences, then, the automatic brake would not
be necessary ? I do not mean to say that the risks run on the Sorell line to-day for the want of an
automatic brake are of a very serious and alarming character. I do not mean to say that the
magmtude of any disaster occurrinug on the Sorell line for want of the brake would be the same as
it would be likely to be on the. Main line, for instance. But, at the same time, the automatic brake
is a safeguard. It is undoubtedly necessary, in the inter eats of the public safety, wherever you are
carrying passengers.

60. Now, Mr. Hudson, we have had three accidents of any importance in Tasmania; in one
of them, a train was going at high speed on the Maiu line, round a curve at the other side of
Brlghtou and the brake seems to hdve been applied sornewlut suddenly, and the train came off the
line and smashed up-—came off’ the lime hmmediately—would the automatic brake have lessened
the effect of that accident? You have not given me sufficient details to offer an opinion upou,
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61. The train was. going at a very high speed round a sharp curve, and the brake—the brake
now in ‘use—was applied suddenly, and the train suddenly left the line—went straight off ; do you
consider that the automatic brake would have prevented or lessened the effect of that accident?
There are many things to be considered before that question could be answered. Would the
driver have time to apply the brake?—did the couplings break ?—I could not answer it on the
information you give me. : '

62. By Mr. Patterson.—Perhaps I had better explain—the facts were these, Mr. Hudson :
This train was a special passenger train, coming back from the opening of a railway—a very
convivial occasion—and some of the members of Parliament or the guests had given the driver of the
train too much to drink, and he was coming round a sharp curve at very great speed ; then the
fireman become agitated, and thought the speed of the train was too great, and he suddenly applied
- the engine brake and derailed the train—what do you think ? Well, in such circumstances
I should think uno safety-appliances would assist you. If you make the driver of a train drunk,
you might as well throw all your safety appliances overboard, and take the consequences. My
opinion is that no man who is on an engine should be allowed to touch drink under any
circumstances. I don’t think that any safety appliances—signals, brakes, or anything else—would
- be of any good to you in such a case.

63. 1 think you missed the point. As a matter of fact, the other man—not the driver—did
apply the brake, and the accident happened? Yes; but he applied it too quickly.

64. But not half so quickly as ifit had been an automatic brake? Oh, excuse me! The
automatic brake has a great advantage over the other. You see, it wonld be on every vehicle of
the train ; the othe;' was only on the engine, and when it was put on suddenly it buckled the train.

65. We cannot say that it buckled; one part came off and ?" That would be due
to the tram buckling, and the back part of it comning in on the engine. '

66." Take another accident : you know the swing-bridge at Bridgewater ? Yes.

67. It was apparently left unlocked one night, and the express came along and left the rails,
the engine falling on the buttress of the causeway, and one or two lives were lost—would the
automatic brake have made any difference there?  Well, of course, you give me very little informa-
tion on which to answer a question of that sort properly. One would require to know how the
train left the road, what vehicles left the road, and what vehicles did not. ~But the probability is
that, under such circumstances, the automatic brake would be an advantage ; because it would bring
the train up quicker, and put on a retarding force in the rear quicker than if you had not got it.

68. As a matter of fact, I find that that train had the automatic brake; what do you think
now ? Well, I should say it would probably be an advantage.

69. Well, take the third serious accident we have had in Tasmania; the permanent way was
obstructed by some person or persons nnknown, just as the train came on a trestle-bridge that used
to be between Bridgewater and Brighton, with the result that the train left the rails when half-way
across the bridge ; there again the train went over, but was held up by the timber of the bridge.—
Would the automatic brake have been an advantage there? I can only answer you in the same way
as I did in the previous case, that it probably would have been an advantage; but I should not be
able to say definitely without much fuller knowledge of the circumstances? It probably would
have been an advantage.

70. How many timés in your New Zealand experience have you known trains (I am not
referring to trucks in the course of shunting) to absolutely break away? Oh, a great many times.
I could not tell you how many, but a great number of times. I gave you one case just now.

71. By Mr. Patterson.—Oh, that case was in New Zealand? Yes; the very night that the
Dunedin Exhibition closed there was a very heavy passenger train going from Dunedin south.
There is a very heavy grade from the south of Dunedin up to Caversham. When they arrived at
Caversham with this heavy train, the surge-back of the train caused by the engines stopping broke
the couplings, and there was a very narrow escape of the train breaking away down the bank ; the
flat portion of the road on which the station is built being very short. There have been many
cases of trains breaking away in New Zealand due to couplings parting. The longer you have
your trains, and the heavier the weight, the wiore liable, of course, you are-to have such accidents.

72. By Mr. Nicholls.—Are you acquainted with the Queensland lines? Well, no. I should
not like to suy I am. I have visited Queensland : I have been to Brisbane and 1o Morecombe
Bay, but only for two or three days. : : :

73. Do you think there is any necessity for putting this automatic brake on to trains in Tas-
wania that are not carrying passengers? Yes; for this reason : the goods-trucks for economical
working must be interchangeable ; you cannot confine your rolling-stock to one particular ‘class of
traffic.  With traffie such as you have in Tasmania you must be able to load your trucks from the
point of destination, where they went loaded. It would not dy to be ranning too much empty
mileage with your trucks. If you were to confine your trucks to a certain class of traffic, you
wounld have, of course, to return them empty at times. It is necessary to fit the whole of the
rolling-steck’ with the brakes, so that the stock shall be interchangeable.

74. Then, the proposal is to fit it to every wagon? Yes; that must be done. :

75. By the Minister of Lands and Works.—Not the full appliance? Of course, the proposal
is to put pipes when that is permissible.

" 76. By Mr. Nicholls—Yes; the proportion is one in four, is it not? That is what it is in
England, if the train stops once in ten miles. If the train runs a greater distance than that with-
out stoppage, the proportion is less.
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77. You say that most of your carriages are equipped with the yacuum brake? Yes.

78. When the carriages are runuing in mixed trains at present, how does the brake operate?
Ol, 1t does not operate at Tall: it is no use.

79. By reason of the fact that the trucks are not conneeted? Just so. You have not got a
continucus brake in such cases.

80. By Mr. Hope.—You are fairly well acquainted with the Western Line, between Dun-
-orlan and Burnie ? Well I have been over it three, times, Mr. Hope.

81. Weli, along that Tine there are a number of ossings for bullock teams with heavy loads,
and once or twlce when the train has been coming along, a team has been at the crossing. In
cases of that kind the automatic brake would be one of the best to deal with it ? Anywhere where
you have to pull up as quickly as possible, it would be a'great advantage. .

82. Then along there, between C————— and G—————: the train I was on when I was
along there recently had to pull up, and every now and then she kept jerking. If a train parted
under such circuwstances, with automatic brakes on it, it would be much safer than with the pre-
sent brakes? Yes. :

83. And the jerking would have a tendency to part the train ?  Yes; the surging back, as I
described it in the case of the train between Dunedin and Caversham. The engine stops suddenly,
and the train runs into the engine, then rebounds, and this is very hard on the couplings.

84. The automatic brake, when the train parts, has the power to stop it ?  Yes; directly there
is a fracture in the communication, all the brakes are on, :

85. Then, a good deal of discussion has taken place, and it has been said that our engines are
perfectly safe with the steam brakes: is that so? Yes ; except that you have only a hand-brake
on the tender. )

86. Then, if we did not apply the automatic brake to the rest of ‘our rolling-stock, there is
1o use applying it to our engines? No ; it would be quite unnecessary.

87. By the Minister of Lands and Works—Have you received a report from your Loco-
motive Superintendent, Mr. Hudson? Yes.

88. Does that report contain cop1es of the opinions of Colonel Gracey and Sir Guilford
Molesworth? No.

%9. You have those opinions? Yes; that is, on the Uganda Railway.

90. Are these copies of those opinions [documents handed to witpess]? Yes; this is an
extract from g Parliamentary Report on the Ugandw I{leav presented to the Houee of .
Commons.

91. Who are these authorities? Colonel Gracey, R.E., was deputed to inspect the
Uganda Railway, and Sir Guilford Molesworth is a well-known authority on Civil Engineering—
His remark is this: “I quite agreé with Colonel Grracey, that it would be advantageous to adopt
an automatic brake on the Uganda Railway, but, in the event of its adoption, 1 would strongly
recommend the use of the automatic vacuum brake. The Westinghouse brake may be suitable
for the English high-speed railways on which great rapidity of action is all important, but I
consider it is emmently unsuited, and very dangerous, for heavy and continuous gradients, such as
exist on the Uganda Railway. The automatic vacuum brake is much more under control, and
far safer under those conditions in which the Uganda Railway is exposed.”” And Colonel
Gracey says, in speaking of the Uganda Railway, which has long eontinuous grades, “ My opmlon
is that the working of the Uofmda Railway without autowatic brakes is extremely dangerous,”’
and he adds, «and T doubt if it is even economical.” _He goes on to show why he cousulexs it
dangerous. Thatis dated this year, 1901. ) : :

92. You have read Mr. Deeble’s report, before submitting it to the Minister? Yes.

93. May I ask, Mr. Hudson, if you agree with that report 7 Yes ;. with-the exception that
I think the number of wagons pxoposed to be piped is rather in excess of what I should consider
desirable. 1 think that to pipe 55 per cent. or 60 per cent. is rather high.

94. Have you received this wire from Mr. Rotherham, Chief Mechanical Engineer of the
Western Australian Government Railways: ¢ Partially, stock is fitted with automatic continuous
brake” ? No; I think Mr. Deeble received that; my telegram was a shorter one than that, in which
he said that he had recommended that the whole of the rolling-stock should be fitted.

95. What is the plan adopted by the department in ordering appliances of this kind from
England ? T believe the usual plan is to write to the Minister, asking him to request the Premier
to comwmunicate with the Agent-General, and to instruet him to order the material. The Agent-
General employs—I think his name is Mr. Meilbek ; and after consultation with bimn, and
after calling for tenders, a tender is accepted in hngl&nd by the Ageut General, on the recommenda-
tion of the consultmlr euomcex—whlchevex tender is considered best in the mtelests of the Btate.
That is the process.

96. Has that plan been followed in this case ? In this case it certainly has. I have got a
précis ; that is, u copy of all the dveuments in connection with the material ordered. There s every
letter there, and the tenders as they were received, and the communications from the Railway
Depaltmeut from the Mlmstel to the Premier, and from the Premier to the Agent-General.
[Documents puit in.]

97. Fave tenders been mnted for such auntomatic brake-gear as has, as yet, heen ozdered7
That I could not auswer you ; we do not know. _

68. But so far as we have been advised ¢ Those pdpu: I have given you contain the infurma-
tion, There are the orders that huve been sent Home, and there are the replies that we have
received. There is a part of the material that we are not advised has yet been purchased.



(ﬁ'o. '61.) .

6

99. But as to that part of it that is purchased, what has been -the practice? Tenders have
been invited, and, on the recommendation of the cousulting engineer, certain tenders have Leen
accepted. '

100. Have you any reason to believe that we are pa)ing more thau the market price? No.
Of course, in connection with that, I might give you this [docuwment produced and put in]. We
have got out a few of the prices of metdls, flom 1895 till now ; and you will observe that the prices
have gone up enormously of late years. If you take copper, for instance, you will see the ditference
between the price in 1895 and the price now. »

101. You have read the list of competing firms for such gear as you know has already been
purchased? Yes.

- 102. Do they comprise leading fir ms?’ Yes; very well known firms: leading firmns, as you
say. There'is the Oldbury Rdlley Carriage Company, for one; that is a very “old company—
a very old and well-established carriage-building firm.

108. Is there any ground whatever for believing that this State has,.in any way, been com-
mitted to pay wore for this gear than it ought to have paid? I have no evidence, either directly
or indirectly, which would lead me to arrive at such a conclusion—none whatever.

104. You have the names of ten competing firms here? Yes.

105. Take the price of the Oldbury Railway Carriage Company : gear for timber-wagons,
per cent., £51 net? Those are double-bogie wagons.

106. How does that correspond with the amount set down in our Iistimates? These
prices only apply to fo.b., Londou. The estimate of the Chief MecHanical Enginer is £70.
That is rather high, no doubt; but still, you have to allow a margin between £51 and £70, for
freight, insurance, inspection, and other items. Probably. it will be found that the £70 is
higher than will turn out iu actual practice. I think, myself, the estimates ave slightly high.

107. Have you any experience of couplings bxeakmg in our own system here, Mr. Hudson, so
far? "No.

108. You have not youlself’? No. ,

109. Do you contemplate, as one of the economies in the service, doing away with a number
of gatekeepers and gates? Yes, I do; and they are doing the same thing in Victoria, too.

110. Will it be desirable, in domg that, that you shall have a better system of bmkes, to give
you control over your trains? Undoubtedly

111. Will it be essential? Well, thé word « essential goes farther than I would like to say.
But in the interests of the safety both of the public travelling in the trains and the public using the
roads, it is necessary to have a continuous automatic brake, undoubtedly.

112, I suppose you have in the office the Board of Trade regulatious ?  Yes.

113. 1 would be glad if you would look out the particular regulation bealm(r on this, and let
the Committee have it? Yes, I will.

114. I will ask your attention, further, to the extract read in the House, from which it would
appear that the Board of Trade does not require with regard to wagons anything beyond a double-
lever brake ; that is, a lever available to be worked from each side of the truck? Yes; that is
for guods trains.

. Hartnoll: Yes.

115 By the Minister of Lands and Works.—In case of a coupling breaking on an up train,
say, just before entering the tunnel going up from Colebrook-—an ordinary mlxed tmm—whatever
brake could be applied by the guard would be at the rear end of the train, would it not? Yes.

.116. And the carriages are generally there? Yes.

" 117. In the case of a train breaking in that way, would that brake be as effective as if it
were at the other end, or would it be rather dangerous? I should say, that going up an incline,
the safest thing would be to have it in the rear.

118. But it would be in the front in such a case as I am suggesting—in the front of the
broken train coming down? Yes. Youare speaking of the engine, of course, being the principal
brake? '

119. I do not think that you quite follow me. 1 am supposing that a train about to enter
the tunnel on the up-incline parted. When parted, the engine brake would no longer operate on
the detached portion of the train? No.

120. And the brake, unless somebody could jump on a truck and apply it then, would only be

" such as the guard could apply ? Precisely.

121. Ou what would then be the ﬁont end of the traiu running down? Yes.

122. Would a brake in that position be likely to be an element of danger? It depends on
whether it would be able to contrel the train. If it were able to control‘the train, of course it would
be all right.  The application of the brake there at that end would be right euough because all the
couplmga would be close together. The weight of the train would be on the buffers, of course. The
danger of parting is when your couplings are stretched.

°123. You spoke awhile ago about the trains buckling. Is that sort of thing likely to happen
if a train broke away in the cir cumsmuces I speak of ¢ No, I do not think so.

124. Are there any other advauntages besides safety in connection with the use of the automatic
brake? The rolling-stock does not get knocked about to the same extent.

125. Cannot you utilise, also, the momentum of a train going down one hill in order to ussist
you up the other side, with greater safety ¥ Yes, you could ; but I don’t count very much on that.
I should say that, on the who]e _the economic sxde of the questlon, apart from cousiderations of
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safety, is in connection with the shunting and knocking about of' the tracks on gradients, and run-
ning into hollows, and so on.

126. Now, as to the application of the brake gear that you have ordered— I will quote, from
your own letter : 57 sets for locomotives, 42 for carriages and vans, 90 for trucks.”” It is the
question of the nsefulness or the useléssness of those we have ordered that I want to get at. These
numbers I have quoted are from your own letter of 7th August, 1901. You say in that letter—
« I think that to defer the work of applying the automatic vacuum brake would be a great mistake
and it would render the expenditure already incurred, or about to be incurred, to a large extent
inoperative ” ¥ Yes.

127. Will you give the Committee sowme fuller informiation upon that point? TIn the
first place, we have aheady 19 engines fitted with the vacuum brake. I would not advise fitting
57 more engines if we are to go no further. Therefore, apart from this, 57 sets would be largely
nseless.

128. Why would the 57 sets be largely useless? Because the intention is to apply them in
such a way that they can operate a brake throughout a train ; and if you have already sufficient
engmes to supply all the trains you are likely to have fitted with the continuous brake, there is no
necessity to go to the cost of applying the hrake to the remainder of the locomotives.

129. But, simply for brake purpocses, would there be any advantage gained by putting them
on the engines in place of the steam brakes? Well, only for supplying the tenders; the present
steam brake is sufficient for the engine alone. To put on the vacuum brake in addition to the
steam brake for the sole purpose of providing brake-power on the engine~would be extravagant and
quite unnecessary.

130. It has been stated that the Westinghouse brake has been imported in Queensland,
simply for the engines and tenders; do you know if thatis so? I do not think that is the case.
I should say that they are fitting up the engines with automatic brakes with the object of
providing automatic brakes through the trains.

131. Have you any information from Queensland on that point, yourself? No, I have not;
but I have information, in this letter, from our Chief Mechanical Engineer, who has the infor-
mation, and supplied it to me.

132 That I intend asking him about; we will defer it till 1ater.——Then, you think, Mr.
Hudson, that as a means of simply giving additional brake-power to the engines, there is no good
purpose to be served by replacing the old steam brakes by this new gear? Most decidedly, I think
there is no good purpose to be served.

133. As an alternative—supposing the House decided to disapprove of the expenditure of
further money in this direction, which would you recommend: the selling of the gear already
ordered, or the placiug of it on the varivus locomotives? You mean the locomotive gear?

134, Yes? I should cerfainly recommend selling it ; that is, if we could get any reasonable
price for it. The engines are going to cost £200 apiece o fit up with the brakes.

135. There are various kinds of vacuum gear, are there not? I do not understand your
question.

136. There are various patents, are there not ? I could not say.

187, The other question considered in the House was as to the sufficiency of the £20,000
now asked for to equip the stock, by using a’ percentage of pipes to the rolling-stock-—to equip
it that is, so that we could use it, so that we could proceed without further expense henceforward.
Would 20,000 suffice for that ? I think, roughly speaking, that, probably, it would. You might
require £.5000 or £4000 more ; but I think that, with the vote last year, and the vote on the
Estimates this year, you could do it with that addition. I do not think it would take more than
£3000 or £4000, in addition to the sum now proposed, to equip all the stock by using pipes only
to a proportion.

138. And you say there would possibly be a saving? The saving between these estimates
and the actual cost at Home ; taking that mto consideration, I think £3000 or £4000 more than
the amount now on the estimates would suffice for the equipment.

139. And, as responsible General Manager of railways of the State, what is .your recom-
mendation with regard to these brakes, at the present time ? Oh, I should certainly recommend
that the work be gone on with. Most decidedly.

140. By Mr. Patterson.—Mr. Hudson, T omitted to ask you a question as to the Victorian
railways, when I was questioning you just now ;—you know the Victorian railways pretty well, I
suppose ? I have heen on them a number of times. /I should not say that I know the Vietorian
railways very well. 1 have visited Victoria on two occasions.

141. Are you aware whether all the goods trucks on the Victorian railways are equipped with
the antomatic brake ? [ believe they are.

. 142. Well, as a matter of fact, 1 can tell you that they are not; but we can get that from some-
one else? 1 have un idea that Mr. Allison Smith told me in 1893, that they were to be.

143. T have a letter saying that twenty-five per cent. of the trucks are piped ; what do you
think? Oh, I did not understand your question before.

144, Well, T will repeat it.—My question is : Do you know whether all the goods-trucks on
the Victofian railw ays are equipped with the automatic brake? Well, practically they are so fitted —
with the exception, that is, that a por tlon of the tracks are piped,

°
4
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145. That is not what is proposed here? Not the original ploposal no. I think I
suggested to the Minister myself that the e\pendltme might be “eut down by piping a portion of
the trucks.

146. Now, on the mixed trains runaing in this State, is it not a fact that in cvery instance
the goods trneks are placed in the front of the trains? Yes.

147. And is it not a fact that the whole of the coaches are now htted with a continuous
brake? Yes, Clark’s.

148. A bmkc that has been acting twenty—hve years on these very carriages?, It may be so.
I conld not say how long the brakes have been on.

149. Anyhow, you propose to supersede that brake altogether?  Yes.

150. Well now, in the event of a train parting, would ot that continuous brake onthese
carriages, acting w1ﬂ1 the van, be sufficient to bring that train to a standstill, with the loads we
have in this Emte? [ could not say. [ couald not (rmu.mte(, it; certainly not

151. Do you know, as a matter of fact, whether we have had accidents through couplings
lnedkmg and frains partmn in this State in the past ? I could not say.

152. You pnt in a report just now from Sir Guilford Molesworth, where he states that, under
the circumstuances, on a ralway in Uganda, in consequence of the quantity of couplings bxedkmw
and draw-bars parting, he would advise the use of the automatic brake? ' I think he mentions the
steep gradients and long banks, also.

153. He srates here that the draw-bars are continually breaking; that alone, of course, is
sutlicient to demand the use of the brakes? I read it that the reason advanced for the necessity of
continuous brakes is on account of the long banks of 1-in-50 and 1-in-60. The fact of the
couplings breaking is due, I should think, Lnooly to these long banks.

154. We have long banks here, you know, of i-in- 4’)" Still, we know that couphno: do
break on long banks.

155. Well this applies to a railway in Utr:mda—amd it does not apply at all, yov see, to onur
conditions ; we never hear of draw-bars breaking, therefore this does not apply to us; is
not that so?  Of course, I have not had sufficient experience of your railways to give you an
account of couphngs breaking here during the last ten years. But, later on, evidence will be
@iven, and can be given. '

156 Now, you have referred to an improvement you are going to make in doing away with
gatekeepers on "the line? I will ugt say it is an improvement ; it is an economy.

157. And that is an additional reason for using an automatic brake? I don’t think I said that,
Mr. Patterson. I said it would be an advantage.

158. 1 suppose you know that in South Australia we have never had gate-keepers? Yes.
We have not in New Zealand, either; except in a very few places, in connection with very
important crossings. You have them, of course, in South A ustralia, where your lines cross
crowded streets, and so on.  We have no more than one uosqmg—keepex in fifty crossings in
New Zealand.

159. We have not one in five hundred in South Austmln and even there we do not have an
automatic brake? Still, I suppose you kill a good many penple on the crossings in South Australia ;
we do in New Zealand.

160. We have killed a few. You say you do not think the vacuom brake is any great
improvement on the steam brake on engines. No. Of course you have the advantage of a quick
brake on the tender: .

i6!. Is not that an enormous adv,antage? ()n]y a matter of ten tons.

162. Butsarely it is a very great advantage? I would not call & an enormous advantage.
It is certainly not worth spending £200 on a locomotive for.

163. But I think, if you refer to that schedule, you will find that you are not going to spend
£200 on every locomotive—only on seven of them. Will you read out what the costs of
them are? there are thirty-nine sets complete here at £200 each, four sets at £165, two sets,
with eylinder only, at £45, and four other sets at £165. Speaking generally, it is about £200
apiece.
164. And what you have told us is really your well-considered opinion? Oh, certainly. I
would not think of importing the brake for the sole purpose of putting it on the engine : certainly
not ; having already, of course, an efficient steamn-brake on the engine.

165. By the Chairman.—Mr. Hudson, did I understand you to say that you had recommended
to the Minister a material modification of the original scheme? No; what [ said was this: I told
the Minister that if there was a real desire and necessn:y to reduce the estimate to as low a point as
possible, it would be possible to pipe a certain proportion of the trucks, instead of equipping
them fuily.

166. When did you make that sutrgestmn to the V[lmbtor? Oh, I think, some time ago. [s
it not six weeks ago, Mr. Muleahy ?

167. Was it before, or after, the question was raised in the Hlouse? Probably after.

. 168. By the Minister of Lands and Warks.-—As a matter of fact, you recommended me -to
put £40,000 down for brakes this year ? Oh no,no! What happened was this, Mr. Muleahy :

£40,000 was put down for the Locomotive Depmtm(,nt in connection with building rolling-
atock and for the automatic brakes ; not £40,000 for the Mmomatxc brakes,
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169. I think you are wrong, Mr. Hudson? T am perfectly right, sir. :

170. However, the amount was cut down to £20,000? That is so. I have the proposal
here, and can show it to you. : )

171. By the Chairman.—In your capacity as General Manager of Railways, Mr. Hudson,
have you acquainted yourself with the powers that you have to deal with—the system of Lrakes
to be used on private companies’ railways in this country ? 1 cannot say that 1 have. - :

172. You do not know that you possess any power? No ; I don’t think so.

173. By Mr. Hope.—Mr. Hudson, I observe a report there that the number ’of contractors
tendering was ten? Yes! ) ) )

174. Have you any reason to believe that those gentlemen were in collusion with the
patentee of the brake? No. I think that as to that it is only necessary to read out the names
of the tenderers. There is the Oldbury Railway Carriage Company, the Bristol Railway
Carriage Company, the Birmingham Wagon Company. These are all well-established
companies ; and I do not think for a moment that they would lend themselves to anything of the
kind. These are people who have supplied rolling-stock to all the great English railway
companies. . o o )

175. By Mr. Patterson.—1 suppose, Mr. Hudson, you are going in for additional rolling-
stock here, are you not? If we can get it. ' )

176. And that would want fitting with the brake, too? Oh, yes. Of course, with regard to
rolling-stock, I might say this, because it may be useful in the future: there is always a busy
season on a railway, and always a slack season ; and I would not advocate the providing of sufficient
rolling-stock to meet the requirements of the busiest day in the year; that is where pressure is
brought by the public always. That.is one of the reasons why you always hear so many complaints
in the produce season of the shortness of trucks. That will always go on, no matter how much
rolling-stock we have.

‘The witness withdrew.

JOHN M. McCORMICK called and examined.

[Mr. McCormick made the statatory declaration.]

177. By the Chairman.—Your name is ?  John Macneill McCormick.

178. And you are the Engineer-in-Chief? For the Tasmanian Government Railways.

179. By Mr. Patterson.—You have a considerable and intimate knowledge of the railway
system of this State, Mr. M‘Cormick? Of what ? ) . ) .

180. You have a good general knowledge of all the details connected with the working of the
Tasmanian railways? 1 have a fair knowledge of my own branch. ) ) ‘

181. Have you, in your experiences as Engineer of Existing Lines in the past, discovered
or come to the conclusion that the. present brakes in use on rolling-stock in this state are
insufficient for the public safety ? 1 suppose you mean the hand-brakes—what do you mean by
the present brakes in use 7—because we have the vacuum-brakes in use, and also the_hand brakes.

182. I will put my question in another way. Have you found, in your experience, that the
brakes at present in use on mixed trains have proved insufficient or ineffective to secure the
safety of the travelling public ? That is rather a difficult question, Mr. Patterson. They may
not have proved inefficient. to my knowledge, so far ; but there is always the danger that there
may be an accident. ’ ‘ . i

153. But that is not my question; I will come to that presently. Has the result of your
experience in the past beento demonstrate to you, as an engineer, that they are inefficient ? 1f you
mean to ask whether I have any knowledge of their failing to pull the train up, I cannot at present
recollect any such case. But I won’t say—you must not ask me to say—that the trains have always
been under perfect control. _ _ )

184. Have the brakes always, so far, proved efficient in securing the safety of the travelling
public? 1 cannot say. Of my own knowledge, I know of a serious failure in that respect. I have
known a chain-brake to get out of order, but that has been rectified at the next station. I cannot
say that at present I recollect any failures of the brakes more than that.

185. Of course, all brakes get out of order; the Westinghouse gets out of order, and the
vacuum too? . Yes, quite so. )

186. Now, in your opinion, viewing the facts and circumstances of the financial aspects of our
railway working, do you think that we are justified in this expenditure—remewbering, that is, that
last year we had a deficiency of £110,000, which had to be paid by the genera_l taxpayer, and
remembering also that in Tasmania we have had a pljactical. il}nnumty from accidents ‘f'or many
years —Do you, as an engineer, those things being so, think it is necessary to spend £60,000 or
£80,000 in equipping all our stock with the automatic brakes ? Well, L ' ’
. Mr. Minister of Lands and Works: 1 do not think you should put a question, 'B."Ir. Patterson,
based on a sam that it was never proposed to spend. That « £80,000” is your own. The amount we
propose is £55,000. ' . o )

187. By Mr. Patterson.—That is a trivial detail; 1 want to get to the principle at issue—
Mr. McCormick, do you think, under these circumstances, that we are Jusjclﬁed .m.spendmg £60,000
on a brake that is not demanded by the public? That is 4 financial question ; 1t is not for me,
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188. Yes, I am asking you, as an engineer? It is not a fair question to ask me; that matter
is for Parliament. You must take into consideration the fact that Parliament has already voted a
portion of that sum. You are not looking at it now in the same way as if you were going to
launch out in a fresh expenditure of £60,000. Parliament has already practically approved the
expenditure by voting a certain portion of it, and that portion cannot be made applicable to the
work without the further expenditure. )

189. But quite apart from all that, I want your own opinion on the subject? 1 do not think
it is a fair question, in the way you put it.

190. Would you rather not answer that question? No. I tell you plaioly, it is not a fair
question. If you ask me my opinion as a Manager, I have fully considered it; as an engineer, it
does not come under me in any way. It is dealt with as a mechanical appliance in the Mechanical
Engineer’s Department, as is done in the other States. I have knowledge as an engineer of the
questions that affect me—the questions of roads and so forth. The brake comes under another
department ; it is a question of working the trains and goods-stock.

191. By #r. Hartnoll.—But if you have a knowledge of these matters, you can surely give us
the benefit of your knowledge? [ am giving you the information as well as I can; I am notgoing
te be put in an unfair position. 1f you ask me whether—as Manager—I would have adopted the
automatic brake, it would depend on what conditions were in my mind. Mr. Back, I believe, was
the authority for adopting it, and probably I would have done the same if I had had the same con-
ditions in my mind as he had. :

192, By Mr, Patterson.—Were you consulted in the matter 7 No, not officially at all.

193. But I mean, were you consulted any how? I have had private conversations with Mr.
" Back. That matter is between myself and Mr. Back.

194, Would you rather not answer the question? I believe the General Manager is the
custodian of the safety of the public in the matter, and I believe that Mr. Back bad str ong
grounds for thinking it was not safe to continue running without the blake He considered the
want of the brake, with our grades, an existing danger.

195. By Mr. Hartnoll.—Surely the Engineer-in-Chief is also the custodian of the safety of
the public travelling on the line, is he not? He is the custodian of their safety in a way—yes;
but I have nothing to do with the brakes, unless I see something wrong in them. I deal
particularly with the maintenance of the roads. A

196. But the brake system all forms a part of what affects the safety of the public, does it
not ?  Yes, it forms a part, certamly ; but the w01kmg of the brakes does not come before me.
gwas dealt with—this question of the automatic brake—first of all, by Mr. Bachelor and Mr.

ack

197. By Mr. Patterson.—Now, Mr. McCormick, we will pass from that. Will you
Understdnd, that I consider the want of the automatic brake an existing danger. I think that
isa suﬂicmnt answer to your question, for your purpose. ‘It is an existing danger on goods trains
and mixed trains. Of course, on the express it is removed ; but on mixed trains it exists.

198. Is that the only existing danger on the Tasmaman Government Haxlways ? No. Of
course, there are always dangers ; -but that is a danger we can prevent.

199. Are there 1o other existing dangers we cou]d prevent? Thele are dangers we could
prevent—of course there are.

200. Is there no more pressing danger than that caused by the dhck of these brakes? I
don’t think that at present there is.

201. Now, I willask you a question that is certainly within your own province: T suppose
you are aware that on certain portions of the Main line the express travels at thirty-five miles an
hour, on a light 46-1b. rail—is that a source of danger? No; I do not think so. 1would prefer a
heavier rail—not merely on account of considerations of the weight, but largely on account of
the cost of maintenance.

202. Do you know that on some of the engines on the express you have a load of ten tons on
the axle? Yes.

203. And you think that is safe, on these hght rails?  Well, to cope with that, we place the
sleepers closer together.

204. You see no necessity for relaying the light parts of this line with a heder rail? I said
before, that I should like a heavier rail.

205. But there is no necessity for it, you say ? I did not say so; I say there is no danger.

206. Then why re-lay it at all ? Well we would save a large number of sleepers to start
with, and fully one man to each length. As I say, the difficulty of the rails being light is now
met by placing the sleepers closer. The rails-have a good running “top, and our breakages
of rails-—which is the test of strength—are not in excess of those of the other States, but
rather less.

207. You have a large acquaintance with the South Australian railways? 1 was there, yes.

208. Do you know it they have an automatic brake there on mixed trains and goods trains ?
Not to my knowledge

209. I suppose you know the present Commissioner of Rallways in South Australia, the late
General Manager, Mr. Pendleton? T knew Mr. Pendleton, yes.

210. Do you think he is a highly qualified man? Certain]y.

?




. (No. 61))
- - 1

211, And yet he does not consider the automatic brake necessary on mixed trains and goods
trains ? That may be his opinion, there.

212. You were Resident Enginzer in South Australia? Yes.

- 213. You made the survey of several lines there? Yes.

214. Notably, the Port Augusta and Northern Railway, which has 5-chain reverse curves
and steep gradients? That is so—yes. ,

215. And the Port Pirie and the Jamestown line, also with 5-chain reverse curves and steep
gradients? Yes. : . '

' 216. And you also know Mr. Roberts, the Chief Mechanical Engineer of South Australia?
Yes. ‘
217. Now, if I told you that I have had a wire from Mr. Roberts, in which he tells me that not
only on the 3 ft. 6 in. lines is there no automatic brake on goods stock, but that also on the 5 ft,
. 3 in. lines there ar~ also no such brakes on goods wagons, except on live stock carriages—would
that surprise you? No, it would not surprise me; hecanse these brakes are only being introduced
. everywhere gradually. But we cannot escape the fact that there are many conditions which eannot
be overlooked, and which render it unsafe to run without the automatic brake : notably breaking of
couplings. -

218. I am coming to that now; in your personal experience in Tasmania, have you known
many instances of the breaking of couplings? Well, I was only a short time Acting Manager
‘here, and during that time an instance of the breaking of a coupling came before me. But'talking
unofficially, I am under the impression that there were some breakages of couplings while Mr,
Back had charge. Anyhow, as I say, there was a breakage while I was acting as General
Manager. If that had happened on a mixed train, or on a heavy goods train running up & heavy
grade, the probability is that the side-zhains would have parted, and we would have had the train
runping goodness knows where. . :

219. Now, taking mixed trains: is it not a fact that the goods wagons are placed immediately
behind the engines, and the passenger éarriages in the rear 7 Yes.

220. And is it not a fact that all these carriages have a continuous brake connecting with the
guard’s van? I cannot say that. Mr. Hudson would give you that evidence. I cannot say
positively that it is so in all cases. ‘ :

221. Now, may I ask you what vou think in view of these facts; in view of the slow speed
at which mixed trains travel ; in view of the fact that we already have a continuous brake——the
chain brake ; in view of the fact that we have worked with this brake for twenty-five years without
serious aceident caused by the breaking of couplings or draw-bars —do you still think 1t is necessary

" to remove and abandon that chain brake, throwing it on to the scrap heap, for the sake of adopting
this costly and complicated automatic appliance? I should still consider it dangerous to do
without the automatic brake, for various reasons. For instance, if a goods train parted
coming down a grade, behind the carriages, and the engine got away (I am quoting now from
actual facts)—in such a case the probability is that the train behind would run-into and telescope
passenger-carriages. The engine alweys jumps away. There are instances when an engine has
jumped away, and the other carriages coming behind have telescoped. The engine-driver has slacked
his engine, and the train behind—which would have stopped within its own length if it had been
fitted with the automatic brake— has rushed down and telescoped. '

222. We have been working the present system for goods trains and mixed trains for twenty-
five years? Yes. . ,

. 223. In the whole of that twenty-five years, has any acecident of that character occurred in
Tasmania? No, I do not know that one has occurred. I am polnting out that the possibility has
always exjsted. ,

224. Then, you think that, in spite of our experience of twenty-five years in the working of the
present system, as applied to goods and passenger trains, you argue that that experience shouald be
no guide to us, and we should embark on this large expenditure for vacuum. brakes as a further
safeguard to the public? - Taking the responsible officer’s position into consideration, and assuming
that I was in the sameé position, I think so.

225. But will you give me your answer from your own point of. view as an engineer? If I
were in the General Manager’s position, 1 should require you to get me that brake, or I should
require Parliament to take the respousibility. 1f you don’t give me the money to do what is
needed, you must relieve me of the responsibility : that is what I should say.

226. Then, if the late Geeneral Manager had consulted you on this question, you would have
heartily agreed with the proposal to spend this mpney in this way? I have told you that I do not
know what was in his mind, but, I believe that if I had been consulted, I should have endorsed the
necessity for the brakes. Of course, if' the funds were not forthcoming to put the brakes on

227. By the Minister of Lands and Works.—That, of course, you would have to leave to
Parliament? Yes; I think it would be my duty, as the custodian of public safety, to provide
anything that would protect the public. )

228. By Mr. Patterson.—Now I have another question to ask you, Mr. M‘Cormick. You
remember that accident at Bridgewater, where a train was derailed through the swing-bridge
being lett ajar? I.do not know what the cause was.

229. It happened in the dock ? Yes. : v

230. And the swing-bridge was not properly shut? That,is a supposition. It was never

- decided what the cause of the accident was, ‘
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231. But that express train was fitted with the antomatic brake? Yes.

232. And the brake did not save the train in the case of that accident? Noj bécause they
could not see. Had there been an electric head light there, they might have secu it in time ; but 1
doubt it, ' :

233. But, in any case, you would have endorsed the Geueral Manager’s recommendation in
this matter? I think so. I have not considered the matter, as it had not come before me vfticially.

234. By the Chairman.—Of course, Mr. M‘Cormick, this chain-brake has been in use, as you
say, for very many years on your mixed and goods trains? Yes. , !

235. Of your own knowledge, can you say when the matter was first discussed in the depart-
ment as to the necessity of getting a more effective brake ?  You mean before it was supplied to the
express ? ’

236. No; it was supplied to the express in 1892, I think? About 1892,

237. Can you tell us what was the first time when the system of brakes now in use on the
mixed trains and the goods trains began to be regarded as insecure and insufficient ? No, I could
not tell you that; of course, I imagine that it is a question that has been constantly before eugineers
in all the colonies for years, and so was gradually drawn attention to.

238. Did it ever come befure you in any.form until last year, when it was recommended by the
General Manage! to the Minister? No ; it did not come Lefore me officially then. I rhink M.
Back had had it in his mind sometime before then, had the finances warranted ir. I know, at any
rate, that he had always been anxious about the risk of accident on the railways. I must say that
he was a man always most anxious to guard the public in any way in his power,

239. I suppose the conditions of the railway service have not altered during the last nine
years—I mean, you have not increased the speed of your trains; you have not increased the
weight of the loads you carry on your goods trains ; and you have not inereased the train service
materially in any way? We have heavier rails in places. I may say that one of the objects in
cetting r1d of the light rails on the Main Line was to get rid of the old 40-pound iron rail. There
have been no material alterations in the service that I know of." .

240. So that the same necessity for the equipment of this stock with the vacuum brake existed
in 1892 as exists to-day ? Quite so. . .

241. By Mpr. Nicholls—You say, Mr. M‘Cormick, that you wonld leave the question of
responsibility to be settled by Parliament? Yes.

242. The question, that is, of supplying the money ? Yes.

243. And, of course, the question of increasing the expense is, necessarily, dependent upon the
necessity for adopting this particular brake,.is it not? Yes. '

244. And do you expect Parliament to settle the question as to the uecessity of having the
brake or not? No; the General Manager brought that hefore you himself’; but what'I do think
is, that if you are not prepared to spend the money, the General Manager should be relieved of
responsibility.. : . . ‘ .

245. But if the necessity for the new brake was trifling, you could not expect Parlinnent to
incur a large expense to provide it? I 'do not think the necessity is trifling.’

246. I want to know what degree of necessity there is. Can you tell me? Well, I have
pointed ont to Mr. Pattersou that there is a danger with the present goods nnd mixed trains, both
going up and cowing down grades. And there are accidents that have ocenrred and are ocenrring
now on other lines, from thesame cause. . ‘ ,

247. But we want you to give us some idea as to the probability of such an accident here?
Well, the best way for yon will be to get a return of what breakages we have had here. i

"248. You have not that information -yourself ? No, I have not; but dnring the short time
that I was Acting General Manager, a coupling broke, as T said just now. That is a thing
we cannot guard against, because, owing to the straining and jerking that takes place, there is
always a danger. The special danger is.that a coupling might break on a steep grade. Then
there is another point, too. There 1s another advantage In the automatié brake; and thatis, that
if there was any obstruction to face when the train parted, the automatic*hrake would largely
minimise the effects of the accident.

249. 1 want you to understaud the difficulty 1 find myself in—and I suppose it is a difficulty
other Members find themselves in, not merely about brakes. We find that for twenty-five years
we have worked with these present brakes, and there have only been three serious accidents in that
time ; apparently, none of which would have happened any differently if we had had antomatic
brakes—in fact, in two cases there were automatic brakes. What is the necessity, these things
being so, for a large expenditure to alter the brake system? Well, it only happens that we have
been extremely fortunate. We have to take into consideration what is going on in other States,
where other railway accidents are happening on lines very similar to our own.  Ousome new lines—
notably the Uganda Line—accidents have been frequent; break-aways, through the couplings
breaking, and trains getting away. .

250. You see, we want some justification for the vote we give on this matter. Lo say there is
a danger does not help us maeh. There is always a danger that somebody may lay a stray rail
across the track ? But I am trying to specify important matters in which there is danger. I have
pointed out actual accidents that have taken place. There are accidents on up-grades and down-
grades. In one instance the automatic brake will prevent a serious accident by bringing the train to
a standstill ; i the other, it will prevent the carriages telescoping when coming down hill. A brake
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of this kind—not this brake, but the Westinghouse—has been adopted almost universally in
America. This vacuum automatic brake has been adopted largely on English railways.

251. You are notable, then, to give us some idea of the degree of danger that exists on
account of: our not having this brake on all the trains? 1 daresay I could make out a list that
would help you; bat I have told you the dangers that may occur. Couplings may break. In
case of obstruction, a disastrous accident may be saved by pulling the train up rapidly.

252. Of course, we know that, at any tune, travelling on a railway is generally more dangerous
than walking across a paddock ? Yes; but where you can avoid acecident, don’t you think you
should adopt the latest and most improved meansiof doing it. ‘ )

253. Well, of course, Parliament can only be guided by the evidence of experts ; and ‘that is
why I am trying to get evidence from you as to the degree of danger we incur by not having the
automatic brake. To say that there is some danger does not get us any further forward. There is
some danger in going out to row on the river in a dingey on a calm day? That is so. Well, I
have given you an account of some of the dangers you run by not having these bl"akes. You
have not relied on your experts, allow me to say, with all due respect to this Committee. Your
experts advised you in the matter, and you disregarded their advice. ]

254. Well, I want information before I go to a vote on this matter, and I shall get it. You
cannot help me further? I have given you the examples that have occurred, and are‘oceurring. If
the probability of accidents is according to the law of chances, we ought to have an accident pretty
soon now, as we have escaped so far. 1 may say that every year, I have seen —some times twice a
year— an account of the accidents, as batween the two automatic brakes—the W estinghouse and the
vacuum. Perhaps such a record might help you. .

255. We are satisfied as to that. What we did want to know is, what is the likelihood of
there being an accident.owing to our lack of these brakes: You have shown us that very grave
accidents might happen—-Well, a very grave accident might also happen from an engine -blowing
up, and going over a bridge—We want to know what are the chances? We take all the precau-
tions we can to guard against an engine blowing up, going over a bridge, or anywhere else. We
desire to guard against all risks. That is why we want to get these brakes on. If you have not
the money to do 1t, that is another question. ) o

256. Well, the State has some money, of course. The question is, whether the danger existing
in this case justifies the expense proposed ? I do not think thatis it altogether. You have already
involved usin an expenditure, which we want to see utilised. The question is whether you will
throw aside that inoney previously voted, whether you will use it, or, practically, waste it. .

257. By Mr. Hope.—I understood you to say that you were in favour of the automatic brake
because it would reduce the danger ? Because it would reduce the danger—yes. _

258. By the Minister of Lands and Works.—You have already told us of your acquaintance
with the South Australian railways, Mr. M‘Cormick. Would you regard the South Australian
general system as being on the same plane as the Tasmanian general system of railways, apart from
* individual lines? That is very hard to say. A good many lines there are on very easy-running
country ; ours are frequently on difficult country. Though I am aware that they run without the
automatic brake in South Australia, I know of lines there where it would be very desirable to
put 1t on, : =
: 259. What is the ruling gradient in South Australia? One in forty. Their curves, as a rule,
are not so sharp as ours. I think eight chains is their minimum. o

260. By Mr. Patterson.—Instead of putting auntomatic brakes on the Pichi-Richi line, they
preferred to take those cuives out, and lessen the gradients? I know. Isurveyed alotof that line,
and I would not put in 5-chain curves, although I had my instructions to do so. I put in nothing
less than 8-chains. v ) ’

261. By the Minister of Lands and Works.—Their lines are not to be compared with ours, so
far as their curves are concerned? Their minimum curves are, I think, 8 chains, as a rule. But
they have long grades of 1 in 40. : :

. 262. You had experience of couplings breaking whilé you were Acting General Manager here ?
In one case. . . . o

263. Did you know of any other cases of couplings breaking and trucks parting while in
a station-yard? Not from my own knowledge.

264. Have you heard of other such cases? I have heard that other couplings have broken.

265. On our lines? On our lines, yes. Mr. Deeble will be able to give you that information
better than I can. '

266. Now, I want to ask you a question that is quite within your power as a professional man—
First of all, however, do you remember making a recommendation to me to go in for a policy of
laying all our main line with 61-lb. rails? Yes.

2567. You recommended that? Yes. '

268. Do you remember what reply was made to your recommendation? I think you expressed
yourself favourable, as far as I remember. You expressed yovurself favourable to moving the
existing rails to lines where 60-1b. rails were not required. o ]

269. Do you remember when that was, Mr. M‘Cormick—it came up, I think, in connection
with the proposals for the Wilmot line, not long ago, did it not ? I don’t think so; I think the
question of laying down 61-lb. rails is older than that. I proposed it years ago, when I had in
view the idea of getting rid of the old 40-1b. ivon rails on the main line,
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270. Do you remember my telling you that we would lay the Wilmot line with rails taken
up ‘f]'mn the main line and re-laid with 61-1b. rails?  Yes.

271. That was the intention of the department at the thne ? Yes.

‘7/" Have you ever recommended to me or to any other previous Minister a project to
straighten the curves—or flatten them, or whatever you call it—on the Main line? No.

273. Have you ever been called upon for a report in connection with such a proposal? - Oh,
ves; the question has been mooted, and 1 was officially called upon for a report as to the putting in
of what is known as the proposed Tin-dish deviation from Antill Pouds, commg in soniewhere near
Parattah, :

274. Did you recommend it? No.

275. Why not? I do not think the traffic warranted it. The deviation would have cost a
lot of money, and the loss at Antill Ponds for want of that deviation was very small indeed, when
it came to be analysed. - The extra cost of putting on two engines to take the trucks up the
gradient was tr ivial by comparison with the cost of the devmﬁon I think the cost of the work
would have been from £60,000 10 £70,000; but my report on that, I think, went before: the
House.

- 276. Now, as an engineer, 4nd as the engmeex responsible for the maintenance of our lines, do
you think there is any eloment of danger with the curves we have, and the weight of traffic, on “the
light rails, at the rate at which our express travels along fhat line? Any special element  of
ddngel you mean ?

277. Yes? No. I would rather have easier curves, of course; bat the line is tholoughly
well maintained, and we run those curves without danger. -

-978. I will read you an extract from a speech in the House :—¢ The real danger in working
the Main Line railway lay in the weakness of a great portion of the permanent way. Somethmg
like 80 miles of the line were laid with light 46-1b. rails, and on these rails were engines with 10 tons on
an axie running, in places, at 35 miles an hour. Such a condition of things, to his knowledge, had
no parallel in the railway world ”—is that a correct sfatemenr in your opinion? As to our running
any special danger, you mean ? .

279. Yes? T do not think we are runnmg any SpeCIal danger.

280. Then your recommendation that 61-Ib. rails should be tried on the Main Line was rather
as tg economy in maintenance, and general stability? Yes; the 61-lb. rail p10v1des an excessive
margin of safety with our present stock. In that recommendation I am allowing not only for our
present stock, but also for future engines of a heavier type.

281. 1 think that you have been practically asked this question already, but I will aslk it
again: If you had an alternative put to you as to whether you would recomuiend, in the interests
of the safety of the public, the flattening of these curves and the reduction of the grades, or, as
against that, the introduction of the automatic brakes, which would you recommend ?  Under our
exnstmw traffic conditions, I should recommend the brakes. 1 do not think the traffic warrants any
alteration of the curves and grades.

282. Aud you do not think it is so necessary as the brakes, in the interests of safety ? 1 do
not think it is’so necessary as the brake—no.

. 283. Mr. Nicholls was asking you awhile ago as.to the degree of dangex run with regard to
the present brakes, Mr. M:Cormick? Yes.

284. Would you qualify that in any way—would you say onr present running is highly
dangerous, or very dangerous, or ddngerous in a very light degree, or what? I simply say it 1s an
ever-present danger that we can minimise by the application of the antomatic brake.

285. From your reading, do you know whether the automatic brake is very generally adopted
or not? " Yes, it is very generally adopted. In England,itis a Board of Trade rule that every
railway vehicle should have it. ’

286. Is it to be put on every vehicle? Itis to be applied to every vehicle on the railway.

287. On all trains, mixed or otherwise? That I am not quite positive about. Every vehicle,
I think, of trains on which passengers are carried.

288, By Mr. Hartroll—On goods fld.]ns, too? Noj;.l take it that it applies only to trains
in whieh passengers are carried.

289. By Mvr. Niclholls.—Does anybody -out here attach great importance to the Board of
Trade rules? Yes, I think they are of great importance as a guide. The words of the regulation
are, ¢ Continuous brakes on all passenger trains to be controlled by driver and guard ; instantaneous
in actiou ; automatic; on every vehicle of train ; in daily use, and durable.” Wherever passengers
are carried it applies. :

290. By My, Patterson.—The question is—does this regulation apply to goods-trains?
Evidently it does not apply to goods-trains.

291." By the Minister of Lands and Works.—Have we many goods tr ams in Tasmania? We
have special goods trains running in the season.

292. Many? I would not like to say how many. ‘There are a good number put on for
taking away produce in the busy time. Of course, we bhave mixed trains running regularly, a.nd I
rake it the regulation would apply to them.

293. Have we a sufficient percentage of purely goods traffic to justify us in keeping a set of
rolling-stock that would not be interchangeable ? No, [ do not think so. = Our rolling-stock is very
limited in quantity, and often some of the goods wagons would have to be put on the mixed trains,

>
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294. By the Chairman.—Do you understand your powers as Engineer-in-Chief, under the
North Lyell, Mount Lyell, and other syndicate railway Acts? I know them.

295. Have-you ever insisted upon any form of brake being used on the rolling-stock of the
North Lyell, or the Mount Lyell, or the Emu Bay railways? That matter has never been dealt
with by me. .

2g6. But you have the power here in the North Lyell Act? Yes, I or any other officer
appointed by the Minister. Other officers have been appointed. Of course, as a matter of fact,
the Emu Bay, the North Mount Lyell, and the North Lyell railways have the automatic brake.

297. Have they those brakes by the instruction or permission of the officials of this state; or
have they fixed them of their own accord? That I cannot say.

208. Is it not through your instructions that they have been fixed, if all counts? No, it is not
through my instructions. .

299. By Mr. Hartnoll—Now, have'you personally given instructions to any of our private
lines that they should adopt that brake? No. -

300. By the Chairman.—W ould you consider yourself justified in compelling the adoption of
the automatic brake on these private lines, if they were running with brakes such as we have now
on the Government Railways? I think in a country such as the West Coast, where there are
dangerous slips, I should certainly compel them to use the automatic brake. :

" 301. That is a much more dangerous country than the country over which the Government
Railwaysrun? Yes; they have heavy slips there. - Just the other day, after this last rain, a train
was caught between two slips. It is a great advantage in a difficult country where slips occur to
have the automatic brake.

302. I should like to ask you, Mr. M‘Cormick, do you know who is the officer appointed by
the Governmient under these Acts? Different officers on different lines.

303. Do you know who was appointed on the different lines we have been referring to? Mr.
Hales has been acting on the North Mount Lyell line. .

304. And he would have authority in this matter? He would have authority under that Act.

305. What I would like to know is this, if you can give me the information : Do you know who
were the officers empowered to compel these companies to use the automatic brake on their private
lines? Mr. Hales acted as inspecting officer on the North Mount Lyell, and he would have power
under that Act. He was appointed by the Minister.

" 306. Who else was appointed on the other lines? On the Emu Bay line I was Inspecting
Offieer.
307. And you did not compel the use of the automatic brakes there? I did not do it; it was
already dealt with. I'knew they were putting the automatic brake in; that matter was discussed
between the late General Manager and their manager. Besides, I knew the brake must go on,
because their vehicles had to be interchangeable with ours. There was no need of me to compel
them ; ifthey were not adopting the automatic brakes our stock could not run on their lines.

308. But you have not got the automatic brake ? We have it on the carriages, and it was
intended at the time to apply it to all our stock. But 1 do not think there was any need to bring
pressure. I think they were prepared to adopt the break themselves.

309. That is just the point we want to know? -\Well, that I cannot tell you more definitely.

310. By Mr. Pattersow.—Now, Mr. M‘Cormick, I want you to go through these enabling
Acts of the North Mount Lyell, the Mount Lyell, and the Emu Bay railways, and at a subse-
quent period to show the Committee where the Acts allow any officer appointed by the Minister to
compel the use of the automatic brake.~—I have stated publicly that there is no such power in any
one of those Acts, and I want you to show the Committee where it is—will you do that? I can
tell you where we have the power in other Acts. The Minister, or the officer appointed by him,
has the power under the Great Western Act. In the North Mount Lyell Act I do not think there
is anything of that. Allthe officer has to see, I think, is that the rolling-stock is in good repair.

311. This is what is provided in the Mount Lyell Railway Act: “No part of the said railway
shall be opened for passenger traffic until the Engineer-in-Chief or such officer as the Minister
may appoint, has certified that such railway has been efficiently constructed, .and all the rolling-
stock to be used thereon for such traffic is in good and efficient repair and condition, and may be
safely used for public passenger traffic thereon.” Is there anything in that compelling the company
to use automatic brakes? No.

312. 1f you turu to the North Mount Lyell, you will find I have not got it here;
but I do not think there is any provision for brakes in the case of these earlier lines ? It is in the
more recent ones.

313. Now, before we leave this subject, may I ask you if you were consulted in the latest
legislation dealing with railways, as to a Bill intituled “ The Railway Clouses Consolidation Bill "—
were you consulted as to the further power given there, with regards to brakes? I do not think I
was. I do not recollect bring consulted about it at all. ,

314. Have you seen that Bili? Ol, I have probably gone through the Bill, if you call that
being consulted. )

315. Did you there recommend the compulsory use of automatic brakes in the construction of any
future private lines or Government lines ? I am not aware that I made auy special recommenda-
tion. I do not remember being applied to in the wmatter. I think I went through the Bill,

316. I want you to go back now to a question 1 asked you before ; because T may say with the -
atmost frankness that your evidence on that point fairly astounded me.—I asked you whether you
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did not think there was an element of danger in raniing trains with engines ten tons vn the axles,

at a speed of thirty-five miles an hour, over 46-Ib. rails, and vou said you thought not; are you
still of that opinion? Of course, there is an element of danger; but the trains do uot run thn‘tv-
five miles an hour on the curves.

, 317. I am talking of running on the straight? I say we minimise the element of danger by
the closer spacing of our sleepers at such points, and by the perfection of our m'untenan(e Our
maintenance is excellent. Of course there is an element of danger. I did uot mean to say there
was no element of danger. There is no special element of ddngel

318. Are those conditions I have deseribed in accordance with the best modern practice ? The
weight of rails, you mean? )

319. Yps, taken with the weight on the axle and the other circumstances? I have :zold you
that the difficulty has been met by placing the sleepers closer at those points, and by- good
maintenance. ,

320. Still, an accident might happen? An acc1dent might happen whatever precautions were
taken ;. it m}ght happen with 61-Ib. rails.

~ 321. An accident has not happened so far, has it? There has been no accldent, that 1 koow
of, from any defect in the rails.

322. But it might happen to-morrow ; you might have a breakage at any time? An engine
might go off the road, but it would not be owing to the 46-lIb. rails. Our annual breakages-are
proportionately less, if anything, than the bxeakmgeq are anywhere else throughout the States.

323. You have the Board of Trade regulations, [ believe, in the office, have you not? Yes,
they are in the office.

324. Now, I will ask you this question: Do you think for one moment that the British
Board of T'rade would allow a 10-ton axle for a 46-1b. rail? The position in England is different ;
nor would they space their sleepers as we du. 'The Board of Trade would not allow them to deal
with railways in the same way as we do.

325. 1 suppose you know that the Board of Trade regulations were framed in England
because of the infinitely complicated system of lines - there, the immense traffic, the numerous
junctions and crossings, the frequency with which one 1allway erosses the line of another company,
and so on? - Yes,

326. Could those vegulations be taken. reasonably to apply to this countly ? Well, I think——

327. Excuse me.—T'ake the case, say, of the Fingal line or the Sorell line, where'a train starts
on its leisurely way in the morning with one engine, one driver, one fireman, and one guard—goes
one way in the morning, and returns in the after noon, the only train on the line—no junctions, no
other traffic, no novel systems of railway crossings—do the Board of Trade regulations, designed
to meet an lmmensely ditferent set of clrcumatances come in here? You mean, there is no likeli-
hood of a collision ¢ ]

328. No, there is not. But, otherwise, do they reasonably apply? Well, there is the likeli-
hood of a break-away and the train leaving the line altogether.

329. All things are possible? That is. an every-day possibility. It might happen at any time.
You are trying to make me out to say that the brake is only introduced to meet the possibility of
collisions. That is not so.

330. What is the chief idea f01 adopting the automatic brake in England? Is uot the chief
use of the brake in England to pull up the train almost instantaneously in case of an approaching
danger? The conditions are different here. I have given the Committee my opinion. This cross-
examination does not place me in a fair position.

. 331, T am only asking you whether the chief reason for the adoption of this brake in England
is not to meet conditions due to the complexity of railway systems where there are numerous
junctions and other complicating factors, including very high rates of speed? Yes, it may be that;
and there may be many. other reasons.

.332. But, in your opinion, is that largely the reason why the brake has been adopted theve?
Yes.

333. Now, coming back to the West Coast Railway for a mnoment—could they possibly have
worked the Mount Lyell Railway, with a ruling grade of 1-in-17, in a country which has no less
than 10 feet of rainfall in one year, without they used an automatic brake? 'The ruling adhesive
grade at Mt. Lyell is 1¢in-40.  When you refer to l-in-17, you are speaking of the Abt.

334. What is the ruling grade on the Mt. Lyell Rall\v(x) ,» Mr. McCormick—is it ndt as I have
stated 7 Well, the grade of the Abt system, which is on the railway, is. (speaking from memory)
1-in-17 on the one side, and 1-in-18 or 1-in-20 on the other. But the Abt section is dealt with by
the Abt system, altogether apart from the ordinary railway and the automatic brake.

335. Well, there are 1 in 40 grades on the railway ?  Yes, there are 1 in 40 grades.

336. And very heavy earthworks? VYes. '

337. And there is an enormous rainfall 7  Yes. :

338. Could they have worked the line safely without acloptmu the automatic brake? 1 will
not say that. What I do say is that the automatic brake is very necessary there,

339. Not essential 7 Oh, I think, myself, that they should have the automatic brake there.
340. They could not do without it? 1 think 1 have said that before.

341. T do not think you did ; but the point [ want to bring out for the information of this
Committee is this : we have three private railways running on the West Coast, authorised by Act

~
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of Parliament—Mount Lyell, North Mt. Lyell, and Emu Bay. " You have been over the North
Liyell, I think? No, I have never been on the North Liyell.

© 342, Well, recently we passed a measure called the Rallway Clauses Consolidation Act, of
which there is a subsection leferrmg to brakes, and there it dlstmctly sets forth the chalacter in
the brake to be used, but it is not an automatic brake—it is a continuous brake. Did you know
that? I would like to see the Act you refer to.

343. By Mr. Minister of Lands and Works.—With regard to the statutory requirements for
automatic brakes, are you aware that subsequent Railway Acts to those referred to just now contain
these requirements ; I mean, that the brakes are mentioned specifically in subsequent Acts? T am
not quite sure that it says *“automatic;” I think it merely says “ continuous.’

344, In the Great Midland and Rocky River Railway Acts they both say “automatie,” I
think? Yes. The Great Western Act simply says “brakes,” but that covers it as well.

The witness withdrew.

Tuurspay, Ocroper 31, 1901. ,

WILLIAM R. DEEBLE, called and examined.

Mr. Deeble made the statutory declaration.

345. By the Chairman.—Your name is ?  William Rufus Deeble.

346. And you are Locomotive )upeuuneu'dent for the Government of Tasmania? I am Chief
Mechanical Engineer.

347. By Mr. Patterson—Can you give us, Mr. Deeble, the cost of the automatic brake, free
on board in London, for the different classes of stock so far as you have gone? ~ So far as we have
gone, Mr. Patterson ?—yes, I can give you that.

348, That is what I want—f.0.b. in England. Will you give us the figures, please? TF.o.b.
in London, the prices are: four-wheeled wagons, £30 10s.; bogie wagons, £51; bogie vans,
£32; bocrle cars, £47. . .

349.” And locomotives ? Well, there are three B-cross engines £360 ; that is for the three.

350. I want the price each? That 1s £120 each : that is the tender by each contracting firm.
And there are six other engines—which include four C-cross and two D-cross engines—£800.  They
were tendered for altogether in that way. The C-cross and D-cross engines are by Dubbs and
~ Co., and the B-cross by the Hunslet Engineering Co.

351. Can you give us the cost of freight and charges in the case of each class of Stock T 1
have estimated the cost, Mr. Patterson. T have estimated the cost of fr eight, insurance, inspection,
and erection. The total cost for four-wheeled wagons, thus estimated, would now be £35 Os. 4d.

" 352. By the Minister of Lands and Works.—Against your estimate of————7? There isan
estimated saving of 15s. 8d. each on that, as against my original estimate. That is a saving on four-
wheeled. wagons, altogether, of £37 125

353.. By dr. Patterson.—Well, will you now take' the bogie stock? The bogie wagons, sir,
including freight, charges, and erection at our works—which is an item to be considered —cost

£58 13s. 94.

354. By the Chairman.—That is, including the cost in England" That is including every-
thing—and equipped ready for the road. '

355. By the Mimster of Lands and Works.—W hat was your estimate for bogie wagons? My
estimate was £70. There 1s a saving of £11 6s. 3d. each upon that estimate.

356. By Mr. Patterson.—Does the Government debit the Railway Department with the
cost of duty ? Oh, no; I do not.think so, sir ; I would not be positive. I don’t think that any
duty is charged against the Railway Department.

357. What do private railway companies pay in the way of duty? They pay, I presume,
the ordinary duty ; I am not in a position to say. -

358. You have had-a long experience, I think, Mr. Deeble, on this railway? Yes, siv; I
have had twenty-three years’ experience, altogethel on the Main Line Railway.

359. You run, I suppose, special goods trains occasmnally—-such as trains for coal and
produce—carrying no passengers? Yes.

360. Do you think that on these slow-running trains,- gettmg along at twelve or fifteen miles’
an hour, it is necessary to go to the expense of fitting the automatic brake? I think so, in this
way : take our Fingal line, for instance. We have a line there of an undulating nature, and if
we have to confine ourselves to the loads our engines can haul up the 1 in 40, we would only be
able to haul, say, twelve trucks ; butif we make use of the undulating nature of the country, by
keeping our speed up, and not have to stop at the bottom of the hills to take off the brakes, we
can take a heavier load, because we can make use of the momentum of the train to help us from
one grade to another.

_ 361. Have you had many accidents resulting from the breaking of draw- bars or couplings
of trains ascending banks ? No serious accidents.




(No. 6in)

18

362. During the last twenty-five years has any portion of a train ever broken away, while
ascending a heavy bank, through couplings parting? We have known of one or two instances;
but I could not recount them. I could not give you the dates, and so forth.

363. Will you make it a part of your duty to get that information for the Committee? 1 will
endeavour to do so. I don’t know that it can be found, you know ; but I will endeavour to get
you that information.

364. Because, you see, the trend of the evidence given here, so far, has been to show that this
automaltic brake has beeu 'tdopted in this State principally to safe- guald the travelling publie from
accidents caused by the breaking-away of a train in that way, while ascending a grade. You rollow
me? Yes.

365. Isuppose you know that in England, with its enormous and complicated ramification ot lines
and its large number of complicated crossings, the automatic brake is used not so muech for that
reason —because the grades are easier there, and the curves wider—but rather in order that when,
say, au approaching train is seen crossing a junction, the train can be brought to a standstill
speedily >—you know that is the reason? I don’t quite follow you.

366. I will try to make myself clear. In England there is a great railway system aud an
enormous traffic? Yes.

367. It frequently happens that one line crosses the line of another company, and there are
numberless complicuted crossings? Yes.

368. And for these reasons it is essential, in England, to have the automatic brake?! Exactly.

369. And it is necessary to be able to pull up suddenly—that is the reason why the automatic
brake is used in England ? Largely.

370. That is not the reason why the brake is used here,is it? The principal reason here is, I
presume, to secure thie safety of the public. 'We have here very long grades of 1 in 40.

37]. Exactly. And that is the reason for the adoption of the automatic brake? That is the
reason, 1 take it.

372. So that iu case of couplings parting or draw-bars breaking, the train could be brought to’
an immediate standstill?  Yes. Anud, in addition to that, the automatic brake gives you facilities
for working heavier loads.

373. What's that—I beg your pardon? I say that if you have the automatic brake, you can
more safely work a heavier load. ) ‘

374. Do you say a heavier load? Yes. .

375. Now, I will ask you a question as to that. At what pressure to the square inch do you
ordinarily work your engines, on these trains? At a pressure of 140; and, in the case of some
engines, 135. '

376. You do not like that pressure to 8o down to 125,do you? Oh, no; we keep as near the
maximum as possible.

377. Now, what pr essure does it take to work these automatic brakes ? To work the vacuum
brakes?

378. Yes? Oh, we could work them at any pressure between 100 and 120

379. You do not understand my question—what is the lowest pressure you require to keep as
a reserve to work the automatic brake; or, in other words, what expenditure of power does it take
to keep the brake going ? Obh, it is very triﬂing

380. Fifteen Pounds? You are speaking of atmospheric pressure ?

381. Yes? Well, the atinosphere supplies that pressure for us. We simply have to keep a
vacuum.

382. And that is where the power is expended, is it not? It means a few more ounces of coal
to keep the steam in our boiler.

383. Well, as a matter of fact, it takes a pressure of 15 pounds to work the brake? It takes
15 pounds atmospheric pressure.

384. In other words, this not being an air-brake, but a vacuum brake, you do not have to
pump compressed air into the reservoir, but to exhaust the reservoir 7 Yes.

385. And to do that takes a pressure of 15 pounds to the square inch? Yes.

386. And is it not a fact, now, that you have many engines by which, if you had to use that
pressure to apply a brake th)oughout the train, you would not be able to pull such a heavy load as
you do now ? 1 do not think that is so, sir.

387. You say, no? I think we would pull heavier loads, if we had the automatic brake.

388. Very well. Now, Mr. Deeble, if there has been such a general immunity from accidents
in this State—if, as you say, there has been no accident that you can remember in the last twenty-
five years, arising from the parting of couplings, or anything of that sort—aund taking into
consideration also the fact that last year, and for may years, we have had to face a serious deficit in
our railway working, amounting last year to £110,000

Myr. Minister of Lands and Works: That is a financial question; and you are questioning
a mechanical expert. ‘ A

The Chairman : There is no reason why the question should not be asked; it is a perfectly
legitimate "question.

389. By Mr. Patterson. ——I will repeat the question, Mr. Deeble. Taking into consideration
the facts I mentioned to you just now—the fact that the working of the railway shows an
annual deﬁclency, last year of £110,000, which has to be paid, not by the department, but by the
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general taxpayer—do you think it is an advisable thing, bearing in mind our absolute immunity
from accidents, so far, to go to the expense of £60,000 to equip goods stock with this brake, when
the present appliances are proved to be sufficient withoutit? Well, of course, with the re-estimate
now made, it is not going to cost anything like £60,000. It will not cost much more than £40,000.

390. How do you make that out? With respect to the tenders already received, there is a
reduction of 25 per cent. on our original estimate. The estimate now shows a saving of a little
under 25 per cent. on the original estimate.

391. That is new evidence? Thatis positive evidence.

392, Is that a saving on the original estimate? On the original estimate. Roughly, I should
say, now, that the :total expenditure would be from £9000 to £10,000 less than the origina
estimate.

393. By the Minister of Lands and Works.—The original estimate ? The original estimate

394. By Mr. Patterson.—I think,now, it will be betterif I take you item by item, Mr. Deeble,
if you will excuse me. The chief item, [ believe, is the wagon stock ? Yes, sir.

395. You have in this State 1184 wagons? Yes. I am not positive about the number. If
you have that, I suppose it is so. , :

396. By the Minister of Lands and Works. - This is your original report to Mr. Back?
[Witness examines document.] Yes, sir; that is right. There are 1128 wagons, Mr. Patterson.

397. Well, the saving on those wagons is—how much ? TFifteen shillings and eight pence each.

398, What does that come to? Well, I will have to work that out. I have the facts as to
tenders already received, and I have given you the saving on the original estimate.

399. Have you the schedule showing the saving in each case? Yes. On the four-wheeled
wagons, my estimated cost was £36 5s., Mr. Patterson. The tender is—f.0.b. London, four-wheeled
wagons, £30 10s.; with all charges, erected on our own road (as re-estimated), £35 9s. 4d.
Difference between the estimate and tender, say, 15s. 84. Forty-eight sets were ordered, leaving a
saving of £37 12s. On the bogie wagons, my estimate was £70; tender, f.o.b. London, £5};
after all charges, erected here ready for the road, £58 13s. 9d. .

400. How many bogie wagons have you in the whole State? Bogie wagons?—thirty.
Well, as I say, the cost, erected, as re-estimated, is £58 [3s. 9d., a saving of £11 6s. 3d. per
wagon. Twelve were ordered ; making a total saving' of £135 15s. Bogie vans—Tender, fo.b.,

London, £32. Erected ready for the road, after payment of all charges, £58 0s. 44.. My estimate
for bogie vans was £53.

401. There is no saving there? Oh, yes; there is a great saving. :

402. But you said the cost was £58 odd ? I beg your pardon. [ should have said £38 0s. 4d.

' Nineteen bogie vans were ordered. ' Difference between tender and estimate, £14 19s. 8. per. van.
No—1I beg your pardon again—there are thirty-two vans, and so far we have twenty-two ordered.

403. And what is the saving? On the 22 ordered the saving is £14 9s. 84. per van. Total
saving on the 22 vans, £329 12s. 8d.

404. By the Chairman.—That is, on the order so far as it is executed? Yes, that is on the
tenders that have come in. 1 am giving you the facts exactly on such sets as have been ordered.

405. By Mr. Patterson.—What | am trying to arrive at is this: you said just now that there
would be a saving of £10,000? 1 can only assume that on the indication of those tenders recetved
thus far. ,

406. By the Minister of Lands and Works. —If you will give us the saving on each individual
item, and Mr. Patterson takes the whole number, we can check the whole saving. Will you do
that? Waell, will you allow me to give you the saving on each article first, going on with the list,
as I started. Bogie cars, I think, come next. Tender, fo.b., London, £47. With freight and
all charges paid erected, here ready for.the road, £54 11s. Thatis a saving on my estimate of
£15 9s. per vehicle. The three B-cross engines come next. Tender for the three, f.0.b., Loundon,
£360. After payment of freight, insurance, and all charges, erected, ready for the road, £439 13s.
That is a saving on my estimate of £160 7s. on the whole three. They were all in one tender.
Then six engines of Dubs’ manufacture, which include four C-cross engines and two I)-Cross
engines. The tender was £800. Total cost, after payment of all charges, erected ready for the
road, £959 6s. There is a saving there of £340 14s.*

407. On how many engines? On'six engines. That, sir, is all the tenders, so far, to hand,
and it works out at a saving of a little under 25 per cent. I may state as to that, that the
task of estimating was very difficult indeed at the time when we had to make the estimates.” The
metal market was in a very high state indeed, and on 6th April, 1900, 1 received an intimation
from our consulting engineer 1n London, Mr. Meilbek, containing this statement :—¢ Prices of
materials are still rising, and it is difficult to say when the top will be reached.” So that you can
quite understand how difficult it was to estimate under the conditions then existing.

408. By Mr, Patterson.—Well now, Mr. Deeble, if the Minister debited the Railway Depart-
ment with the amount of duty payable, it would bring the price of these wagons, fitted up and ready
for the road, to £43? - Yes.

_ 409. And can you suggest to this committee any explanation which would account for the
fact, that on the Mount Lyell railway the automatic vacuumn brake equipped, all charges paid, costs
£28 per wagon? For what, sir ? '

410. In four-wheeled wagons. How do you explain that? One large consideration is this :
that on the Mount Lyell the vacuum-brake is fitted to the wagons at Home, which is very much

* I should have said £170 14s, .
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cheaper than fitting the brakes to the wagonsout here. ~ Our wagons were uot originally designed
. for the vacuum-brake, and we have a certain amount of work to do to the wagons when the brakes
are fitted.

411. What does that extra work cost? The cost of erection for the four-wheeled wagons
I put down here at thirty shillings. '

412. Well, that does not account for a difference of £15, does it? Then their stuff,1 presume,
was purchased in 1895 or 1896. Now the prices of all materials have gone up considerably since
that time. I am taking the price I quote now from the only availabie lists I have-—from Jones,
Burton & Company’s list ; October 1896 to 1900, just the loose sheets they send out to us as to
market prices. I have taken out here just the material that would be used in the manufactare of
the brake. The price of Scotch pig-iron for 1896, was £2 1ls. per ton; and in 1900 it was £4 .
a difference per cent. of about 56-:86. Copper in 1896 was £53; in 1900, £78: a difference of
£25, or a difference per cent of 47-16.

413, By the Minister of Lands and Works.—Is copper used in the manufacture of these
brakes ? Oh, yes; copper is used for all the valves ; and copper and tin is largely used in all the
mountings for the brakes on the engines. Soft steel, which 1s used for working up and making
the vacuum chambers for the vacuum brakes, in 1896, was £8 5s.; and in 1900 it was £11 10.. :
a difference of over £3 per ton, or a percentage of 39:39. In 1896, tin ingots were L66 per tou;
in 1900, they were £153 per ton.

414. By Mr. Patterson.—How much tin is used in the manuafacture of these automatic
brakes? Of course, all the valves and brasswork contain a mixture of tiu.

415, Very small, is it not? And in all the mountings, where they have a constant strain of
steam-pressure — especially the boiler mounts, where the strain is very heavy—there is a good deal
of tin used. Well, as I said just now, tin was £66 in 1896, and £153 1n "19C0: a ditference of
£87 per ton, or 1318 per cent,

416. Now, do you seriously put forward that statement, Mr. Deeble, as showin(r that it is in
any way a serious factor in accounting for this difference of £15 between the cost of the M. Lyell
brakes and the Government brakes? T should say it would count,

417, As a factor ? Oh, it mugt be a factor.

418. Very well ; let me ask you, now, what is the total weight of metal in one set of automatic
brakes? I do not know that 1 could give youw that; but I will get it for yon—but, wait a
moment : I think I have got it here—Yes, 1 have it. The approximate weight of a complete set
of vacuum automatic brakes, carriage, and double wagon, is 13 ewts. 2 qrs.

419. We are discussing, now, four-wheeled wagons, not the bogie ! Approximately, a set of
brakes for a four-whesled wagon weighs 8% cwts.

420. Of which the enormously greater part of the weight is iron and steel? Oh, yes. Of
course, the fitting beneath, and the release-valve and casing, are brass.

491, Well, would that inerease in the price-of metal account for the difference of £15? Oh, I
am not pre ared to say so.

422, lpmay tell you that the reason I am pressing you more particularly on this point is this:
if that is a serious answer you have given me, it is a complete auswer as to the diserepancy in price as
between the Mount Lyell Company and the Government. TIs that so? That is the ouly auswer,
Mr. Patterson, that I can put torward. There is, however, one other, I think. 1 do not know
whether it is so, but it may be so, that in erecting the brake at Mount Lyell the work weuld
possibly be charged to the erection of the wagon.” It would naturally be so, 1 suppose, since it is
erected with the wagon, and comes out with it. But we should charge the work to the erection of
the brake, and not to the wagon at all. That might make a difference: )

423. Of course, we should be able to get that evidence from Mr. Driffield ? Quite so,

424. By M. Hope —There is one question I would like to ask, with regard to the cost per
truck of maintaining the automatic brake. Is it greater than the cost of mamtdmm«r the chain-
brake and hand-brake?. I do not think so. Still, the cost may be a little more ; but °I think the
advantages derived from the use of the antomatic brake will Lnue,ly compensate for the expense.

425. Another question I want to ask you. You have been asked a question by Mr. Patterson,
and you said that for twenty-five years there had been no accidents to sp&tk of—no loss ol life?
Oh, yes, we have had loss of life—

4926. Not through couplings parting? No, we have not, had any lnss of life through couplings

artin
F 4%7 Of course, that question was asked you because we have been led to believe that that is
one reason why we hdve no use for the automatic brakes. Is it not a fact that all rolling-stock and
engines have improved on the general run of railways during the last twenty-five years ? Certainly,
there has been a very great improvement.

428. By Mr. Hartnoll.—I would like to ask you one question Mr. Deeble. You are aware
that in the train service, we will say from Burnie to' Launceston, the usual practice is for trucks to
be thrown off at a variety of stations; if you have this continuous vacuum brake rununing through
all the carriages, in such a case, would it not entail some loss of time in uncoupling the automatic
brake between the various cars or trucks at each station, where you have to throw off’ your trucks?
No, I do not think it would entail a loss of time. In this way : that, in uncoupling the brake, the
man has nothing to do but follow out his ordinary practice ; he le}ﬂ) has to pull out his coupling,
and the brake sepa.rates itself. When he couples again, he 51mp1y has to take up the ends and drop
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them. That is the whole motion ; it is a matter of a second or two. In addition to that, as to the
question of time, withthe automatic brake an advantage is gained by pulling up and getting away
more quickly. That would be a very great advantage on the Burnie Line. We are continually
losing time now on the Burnie section. )

429. By the Chairman.—How long have you been in the service, Mr. Deeble? I have heen
23 vears; that is, in the service of the Governmeut and the Main Line Railway Company.

430. And what various positions have you held? I came over under eugagement to the Main
Line Company. T cannot give you the exact date; but it is about 23 years ago. When I came
over they had got their engines and rolling-stock into a very bad way ; and I came, in the first
place, under’ engagement to stay twelve months to put their stock right, but I have been here ever
since. I came as leading fitter, and I have gone through all the grades—foreman, leading foreman,
and so on—up to my present position. ' '

431. You have been purely a mechanical engineer all the time? Purely a mechanical
‘engineer, as you say,

432. 1 will not go back as far as the initial point. of vour engagement with the Main Line
Company, Mr. Deeble; but I will go back, say, ten years. Have the conditions of the train service
here altered very materially daring the last ten years. [No reply.] '

433. I will put it to you in this way: do you haul bigger loads now than you did ten years
ago? I believe we are hauling heavier individual loads.

434. Materially so? Well, as an example, I may say that ten years ago, on the Fingal line,
we used to haul about 12 trucks; we are now hauling 21 ; and, at times, in the case of
additional trains—purely coal trains—we are hauling 23, and we have hauled 25.

. 435. Then, would that increased load on the train necessitate a more. effective system of
brake ? Well, as I told you before, on the Fingal line we use the undulating nature of the
country to help u$ over the line ; but supposihg anything happens while we are going down one
of those grades—say a broken rail is seen ahead—we have no means of pulling-up sharply ; we
could not pull-up under, perhaps; four hundred or five hundred yards. According to the last
Railway Conference in Melbourne, broken rails occar pretty frequently throughout Australia.
They approximate one rail in 25,000, and ours are about the shme-—that is, neglecting considera-
tions of weight, size, weakness, or strength of rail, altogether. Ifa man in charge of a train has
an automatic brake at his hand, he has a better chance of preserving his own life and our stock
from destruction. ‘ : '

436. It is a more powerful brake than ours? Yes. o

437. Have you increased the speed of your trains in any way during the last ten years?
Not to my knowledge, Mr. Guesdon. :

438. Have your ever received any notification from the driving staff' of the Railway Depart-
ment to the fact that the brake that is now in use is inefficient? Yes; .that i1s, not that 1t is
ineflicient, but I have had drivers come to me and say, *“ With the loads we are taking now, sir,
. we could not pull up within a reasonable distance.” Of course, that is on a part of the line where
there are gradual down-grades, and they are using the brake-power they have, to get between the
stations on schedule time. If they were called upon to pull-up within a hundred or a hundred
and fifty yards, they would not be able to do 1t. -

439. How long have you been Locomotive Superintendent? Three years; that is; I have
been Chief Mechanical Engineer for three years. .

440. At what date, can you tell us, did the driving staff begin to complain of the inefficiency of
the present brakes—was it before you were appointed Locomotive Superintendent, or since? Oh,
I think it would be since—Oh, yes. Because, you see, it would be improper—it would be infra dig.—
for them to come and complain to me before 1 was appointed. Before that, it would be the old
Locomotive Superintendent’s business. '

441. Could you give us, approximately, the dates when these complaints were made? No, I
could not give you the dates.

442. Have they been made frequently ? No, not frequently.

443. Would you say that, generally, the driving-staff is dissatisfied with the present brake; or
are the complaints that have been made to you only isolated cases? 'The drivers did not make any
complaint on account of the inefficiency or deficiency of brake power. Their statement was, that
* - the loads were too heavy for them to run to time with the safety they would like. 1t just brings
up the old question and the old difficulty : starting away from a station running down-hill, and
putting dowii four or five side-brakes, and then just managing to work everything in schedule time,
and only just. They trust to the mowentun, as it is, to get up the next grade. If they did not do
that, they would have to put the side-brakes on, and they would have to stop at the bottom of the
hill to take them off again, and then only be able to get up the next grade with a light load.

444. You infer that if you put on your present brakes—you lose the value of your
momentum coming down ?  Yes. )

445. By Mr. Hartnoll—Have you with you the last regulations of the Board of Trade ?
Yes, I have that, Mr. Hartnoll, In reference to what? '

446. In reference to brakes on goods trains? Yes, I have the regulations for 1900 here. 1
only received the book last night; or, I only got it this morning, as a matter of fact.

447. By the Chairman.——You recollect the original recommendation that was made to your
department with regard to brakes, do you not—that was, that you were to equip every vehicle
with the brake? Yes. '

* 1 should have said 35,000,
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448. Well, since that was made, the department has reconsidered the position? Yes; and I

decided that a modification of the ongmdl scheme could be adopted, and still secure the public
safety. :

449, Ts that so ? That is so.

450. Can you tell us when that modification was first recommended by the department?
Well, I am not sure; I believe

451. Can you tell us, approximately, then—was it before or after the attention of Parliament
was drawn to the matter? It was after the attention of Parliament was called to it.

452. And it was the fact of what took place in Parliament, I presume, that led to a reconsi-
deration of the matter, and the modification of the scheme ? Yes, sir, Of course, the modlﬁe(l
scheme will not be as efficient. :

453. But it will be as conducive to the public safety ?  Yes, for a few years; but ——

454. Aund it will save a considerable amount of money to the State? Yes.

455. By the Minister of Lands ond Works.—When did you first recommend the use of the
automatic brakes generally, Mr. Decble? Waell, the recommendation, Mr. Mulcahy, did not come
from me direetly. I think it was during 399, when those two or three accidents occurred in New
Zealand, arid there were several deaths., The late Geueral Manager and myself had a number of
discussions over it, and Mr. Back adopted the position, that he considered it was unsafe to go on as

we were going, seeing that the use of the automatic brake was being extended throughout the
Colonies and throughout the world.

456. Did you concur in that opinion? I did.

457. Did you consider the automatic brakes in the light of being merely desirable;or as being
necessary 7 Well, I think they are necessary ; because, with our present brakes, it would only take
one accident, and it would cost more than the whole eqmp*nent of the automatic.brakes—or, at any
rate, it would cost as much.

458. You have communicated with the other States at my request, have you not, with regard
to what is being done elsewhere in this matter ? I did it prior to your request, Mr. "\Iulcahy

459, Can you tell.us what is heing done in Queensland 7 In” Queensland they are equipping
all engines, all carriages, and fifty per cent. of their waggon-stock with the brake,

460. And in Western Australia? In Western Australia they intend to adopt the brake upon
all their equipment. " Bat 1 will give you just exactly what they have done, in that State, up to
date. From the Chief Mechanical Engineer of the Western Anstralian Rallways 1 have received
this telegram : ** Town Hall, Fremantle, 25-10-190]. Following stock is fitted with automatic
continuous brake : 224 locos., 248 cars, 89 brake-vans, 140 wagons. New stock ordered and to be
fitted with brakes, yet undellvel ed " 72 locos., 25 b]dke -vans, 366 bogie-wagons, and 687 four-
wheeled-wagons.”  That is the position to date, sir, in Western Australia. The telegram is signed
by T. F. Rotherham, Chief Mechanical Engineer of Western Australia,

461. Have you any more detailed information from Queensland? I have here a copy of a
wire received from Mr. George Nutt, recently appointed from London, Chief Mechanical Engineer,
Queensland Government Railways: “ 17th September, 1901. Flttmg all carriage stock, and, say,
fifty per cent. of wagons: remainder with through pipes only.”

462. What do you take to be the meaning of that telegram, Mr. Deeble, with regard to the
adoption of the automatic brake in Queenqland ? Well, I presume that eventually they will equip
the whole of their stock with the brake.

463. And at the present time they are making the whole of their stock interchangeable by
piping a portion of it? They are making it interchangeable in that way-—yes.

464. And that is virtually what you are recommending here? In the last proposals, sir—

yes.

465. You have made a proposal here, have you.not, to equip with complete brakes forty per
cent. of the wagons? Yes, sir; and, in my second proposal, forty-five per ecent.—which is the most
desirable course.

466. You have worked the figures out for the proposal to equip. furty five per cent. of the
wagons, as requiring an additional expenditure of £21,604? That is so, sir.

467. Is that calculation based upon the later information you have as to actual prices, or is it
based on your original estimate of prices ? It is based on the original estimate.

468. And according to what you have told us, it will be largely reduced then? Yes, it will
be largely reduced. -

469. And for the total sum of £40.000, the £20,000 previously voted for the purpose, and the
£20,000 it is now proposed to vote, you could, I presume, taking this reduction of the estimatz into
consider ation, fit rather a larger number of vehicles? Well, speaking roughly, we would be able to
fit fifty per cent. of the trucks.

470. Now, I want to ask you a question as a professional man, Mr. Deeble, with regard to the
uselessness or otherwise of the stock now or dered, supposing that Parliament did not authorise the
further expenditure required? Well, I think thar unless you were going further with the matter of
applying autowmatic brakes than we have yet gone, the expenditure has been unwarranted.

471. What kinds of brakes are your engines fitted with now ? Our engines are fitted with
steam-brakes, with hand brakes on the tenders. But allow me to modify that statement. Among
the old Main Line engines we have one sort that is simply fitted with hand-brakes, with hand-
brakes on the tenders ; I think; about ten of them altogether. All the rest have steam-brakes on
the engine and hand-brakes on the tender,
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472. Have you any economic advantage to be gained of any kind by exchanging the steam-
brakes for the vaenum-brakes, if the vacuum-brake is to be applied to the locomotives alone?
No; no advantage whatever.

473. In other words, as a brake, and merely as a brake, is your steam brake on the locomo-
tives as effective as a vacuum-brake would be? ¥Yes; so far as the locomotive itself is concerned.
The only advantage of having the automatic-brake on the engine is that you have simultaneous
application of the brakes throughout the train.

474. 1 am questioning you now purely with regard to the engine and tender, as to whether it
would be expedient, supposing that Parliament refused to vote any further money for this purpose,
to import and apply the engine appliances to the engines alone? No; 'it would be no advantage
whatever, sir. It would not warrant the expense of putting the brakes on. -

475. As a matter of fact, you say in your memorandum on the matter, that the expense
already incurred would be practically useless unless further supplemented as proposed—these are
your own words? Yes, sir. : '

476. Of your own knowledge, what do vou know of the other States with regard to the
general application of this vacuum-brake, or a similar brake? Well, during the various conferences
that there have been over there, I have, in an unofficial way, made enquiries as to the working on
that side ; and I find that the general opinion there is—that is,in Victoria and New South Wales—
. that they could not possibly handle the freight and passenger vehicles they are handling now,

without automatic brakes. ' -

477. By Mr. Patterson.—What about South Australia? In South Australia they have
equipped their 5ft. 3in. stock with the automatic brake—their carriage stock and their live-stock
wagons are fitted with it. -

478. And their goods stock? Not their goods stock.

479. By the iMinister of Lands and Works.—With the exception of South Australia, are the
whole of the Australian States universally adopting the automatic brake at the present time? They
have adopted the principle, and, so far as my knowledge goes, are applying it to all their stock—or
it is their intention to apply it to all their stock. ' ,

480. Do you think Mr. Back told a deliberate falsehood when he wrote this memorandum to
me last year: “ The whole of the rolling-stock of Australia is either fitted, or in the course of being
fitted, with antomatic brakes. The New Zealand Government have issued an order that the whole
of their stock shall be forthwith provided with these appliances . . . . .Thus, to the best of my
belief, in England and the Colonies the Tasmanian Government Railways are the only railways which
have not applied automatic brakes to the whole of their rolling-stock, or who are not in the course
of doing s0 "—do you ‘think that could be characterised as a deliberate falsehood? Oh, no; I
should not say so, sir. ‘ A

481. To the best of your belief, at that time were the Colonies going in for a general applica-
tion of these brakes, with the exception of South Australia ? To the best of my belief, they bhad
affirmed the principle. oo ‘

482. Do you know something of a General Managers’ Conference, which took place on the
27th September, 19007 Yes, sir. . :

483. You have got some quotation from its proceedings, I think : will you read it? “General
Manager’s Conference, 27th September, 1900. Minute 966. Continuous brakes for goods
stock. With reference to Minute 1119 of Commissioners’ Conference, a report from Chief
Mechanical Engineer was submitted. This showed that the stock of goods wagons to be fitted
comprised 1524 bogie vehicles, 9 six-wheelers, and 3262 four-wheelers. 'L'he approximate estimated
cost was £210,000. It was suggested that the work should be spread over a period of three years,
though, if possible, a shorter period (say one year only) would be desirable. Attention was drawn
to the undulating nature of certain parts of the line, which necessitated either extreme and dangerous
speed down hills, or else stopping at the top to put down brakes, and, again, at the bottom, to
release same. The result of the latter operation was that the next ascent had to be approached
from a standstill, instead of with a certain amount of impetus. It was decided to strongly press the
matter, with a view of funds being placed at the disposal of the department to effect the necessary
improvement.” Then there is a reterence to conferences held in Western Australia. ‘

484. Have you any knowledge of the details of that estimate? None whatever, sir.

485. The approximate estimate is given as £210,000? I have no knowledge of it whatever.

486. By the Chairman.—But, as far as your own estimate is concerned, what does your
estimate show for the class of equipment mentioned here? Well, their bogie-wagons are 20-ton
wagons—not the same class as ours at all. Ours are only 12-ton wagons.

487. By the -Minister of Lands and Works.—Now, Mr. Deeble, you have been asked a good
number of questions with relation to the cost of these appliances to the Government; as compared
with a statement that similar appliances were purchased at twenty-four, thirty, and, in some cases,
fifty per cent. less in some other cases. What does the Government do in order to procure- these
appliances from Home— By whom are they ordered ? They are ordered by the General Manager,
through the Agent-General in London ; and then public tenders are called for.

488. The order is sent through the Minister first, is it not? Yes; from the General Manager-
to the Minister, from the Minister tothe Agent-General. The Agent-General then calls for public
tenders for the work. : :

489. Have public tenders been invited for thesé appliances ?  Yes, sir.

490, Have you any reason to believe that we are paying more than the market price? No,
I have no reason to believe that. :
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491. Are the firms who have tendered firms of repute? Oh, yes, sir; every one of them are
firms doing business in a 'very large way. )

492. Is there any reason at all for any snspicion in your wind that we are paying more than
others for these appliances ? There is nothing of the sort in my mind—nothing whatever.

493. Can you give us any idea at all why any such suspicion should exist? No; I cannot
imagine anything at all. :

494. As a matter of opinion only, do you think it is really probable that exactly similar
appliances were bought within the last five years for half the wmoney you estimated these would
cost?! Well ‘

495. I know your own experience now shows your own estimates to be excessive; but, as a
matter of opinion, do you believe that bogie-wagon sets similar to these were purchased within the
last five years at a cost of £35? There is a misconception about these bogie-wagons, altogether.
The bogie-wagons on the Mount Lyell line have only one cylinder and one tumbling shaft; our
bogie-wagons are to have two -cylinders and two tumbling: shafts,

496. And that counts? Obh, yes; certainly. The Mount Lyell, to the best of my knowledge,
has 18-inch cylinders, one to each bogie-wagon, and a simpler type of brake gear. Mr. Meilbek
had to design our gear to suit existing bogies and existing side-brake gear ; and to do that to the
best advantage, he adopted a similar method to that on the bogie-carriages, and utilised two 15-inch .
cylinders, with consequent double parts, practically. Not exactly double parts; but two tumbler-
rods, anyhow, and two cylinders—complete vacuum chambers—cylinder release-valves,and so forth,
(l:ornplete-—double the appliances, excepting that the Mt. Lyell gear has its one cylinder three iuches
arger. :

497. Is any similar reason existing, do you know, with regard to other rolling-stock in which
your estimates were in excess of Mount Lyell? No, I do not know of any. I am not very familiar
with their rolling-stock. But the other day, as you may remember, a Mount Lyell bogie-wugon
came through to Launceston to load its bridge; and seeing that this. question was uppermost at
the time, 1 went over to have a look at that wagon, and I saw that it only had one ecylinder, as I
say. 'Thatis how I came to know about it.

498. Are there varieties of vacuum brakes? There are varieties of ways of applying it. The
brake is the same. ' :

499. Are there methods of application differing in cost ? Yes. The method of application in
our wagons, I should say, i much more costly than the Mount Lyell method. :

500. And you think that, for the method of application we have adopted, the appliunces are
more costly ? They are more costly than the Mount Lyell, in this way: that we have double
appliances, practically, where they have single ones. We have two cylinders in place of their
one. '

501. Can you give us a reason for the adoption of the more costly method? The reason, I
should say, is this : Mr. Meilbek drew up all the specifications, and he had to make the automatic
brakes work in with our present side-brakes on our wagons. That is simpler for the shunters, and
they are accustomed to that. So'that we had to work in the vacuum brake to suit our existing
side-brakes; and to do that, I presume, he has adopted the lowest and cheapest method possible,
and he has adopted the method of using two cylinders in place of one.

502. What is Mr. Meilbek ? He is consulting engineer to the Tasmanian Government—all
departments, I believe ; not only the railways. ,

503. Does he hold any other positiouns, to your knowledge? I believe that he has a number of
responsible positions.

504. You do not know? No.

505. 1s he a man who is likely to compromise himself or this State with regard to the price he
pays for stock ?  Oh, certainly not, sir ; I could not think so for one moment. I may say, that
.the same gentleman is Consulting Engineer for the Mount Lyell and the Emu Bay railway
compapnies. : ,

* 506. Now, you need not answer this question unless you please—If you were chief mechanical
engineer for 4 private company, instead of for the Government, would you recommend the private
company to adopt the automatic brake? If I were starting out advising for new relling-stock—
say, take the case of the Mount Lyell or the Emu Bay, or even the Tasmanian Government
Railways—1I certainly should.

507. You would? I think it would be economical if we started off with the automatic brake
as an initial movement.

508. Have vou had knowledge of breaks in coupling-gears oceurring in station-yards at any
time? Yes. ] i . ’

509. Do you remember the oceasions? 1 cannot remember them, but I can give you the
number of broken couplings that have taken place on the road. Number of broken eouplings on
the road: 6. That would mean, that those couplings were broken in stations or on trains en route,
as to which, reports have come in through the drivers and guards. Then, found broken in our
various depots: 11. Number taken off stock for repairs—that is, worn beyond the safe limit; all
for this year—318 couplings, and 39 draw-bars. :

510. And you have had seventeen broken then, altogethet\? Yes; six broken on the road;
and eleven found broken in the depots, as per train examiners’ reports? 318 worn beyond safety.

511. Did the breaks occur-at dangerous parts of the road ? No; 1 think they have mostly

been discovered in station-yards. There were one or two at Conara, and one or two at Evandale
Junetion, '
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512: What would happen.if such a break occurred on a train going up hill, say, between
Colebrook and the tunnel?  Well, that would largely depend upon the weight of the train.  For.
instance, in some cases we are ranning up goods trains, or mixed trains, with two engine | ads and——

513. Two engines pullmtr ap the grade, that is? Yes, two engines pullmw them .up. Sup-
posing we had such a train—say, of elghteen or twetty trucks—and it parted on that grade. The
couplings usually break next to the engine, or close to the engine. '

- 514, Where the greatest strain is? Where the greatest strain is, as you say—if it were a mixed
train. Our mixed trains are generally made up with one brake-van and one carriage; that usually
meets all our requirements. But, in addition to that, we might have twelve heavy open trucks
unbraked. I feel almost certain that the chain-break on the van and carriage would not be able to
Lold that lot on a 1-in-40 grade. The consequences would be either a serions run off the line, or
the risk of running back and colliding with other stock at the station.

515. Mr. Hartnoll read a Board of Trade regulation in the House the other night, which
seemed to imply that all that was required with xecrzui to goods wagons was that they shouid
have two side-brakes :

Mr. Hartnoll.—Lever brakes.

516. Mr. Minister of Lands and Works.—1It is the same thing. Do you know anything of
that regulation, Mr. Deeble ? No. I know that such a regulation exists.

517. What is the object of it? The object of it is simply to provide facilities for shunting,
so that a shunter can work from eithe1 side of the wagon.

518. In the station-yards, that is? In the station-yards, exactly. The greab dlf’ﬁculty of
imposing automatic brakes upon wagon stock in England 1s thls—that such a large proportion of the:
wagon stock is owned by outside companies, and not by the railway companies at all. The trouble in
any case of that kind is the proper up-keep and repair of the brakes. The trucks are owned by
outside companies, and, for the most part, chiefly used for coal ; and they stand about on sidings
or in station-yards for ]ong periods, when they ave not actualy in use, with no responsible person
to look after them and keep them in repair. It would be very difficult to enforce the use of
automatic brakes on such trucks.

519. Is it convenient to use the automatic brake in shunting—-is it generally done ? Tt is not
generally done. When you start to shunt you can undo your conphngs and go on with your side
lever brakes. That is one of the advantages of, the side brakes; you can shunt about the yard,
and so on, with them.

520. And you think that that is the object of the Board of Trade regulation I referred to
just now ? I think the object of the regulation was to have a brake available on either side of the
vehicle, so that a man can shunt from either side of the train.

521. Well, I would be glad if you would look that matter up, and be in a position to advise-

this Committee whether that regulation has any sort of reference to the automatic continuous brake,
or whether it is put in to prov1de for convenience of shunting abvut the station yards.

522. By Mr. Patterson.—1 believe you have some[hmfr like ten tons on an axle on some of
your engines? Yes, 9 tons 18 cwts., to be exact.

_ 523. Aud you run at very high speed at certain points of the T\Iam Line—with your express
trains, that is? ~ Yes, sir,

524. What is the highest speed you attain? I suppose that in some parts of the Jine we run up
to 38.

525. Do you think there is any element of danger in running at that speed over so light a rail
with an engine of ten tons on the axle? Well, I think, it is rather ouf .of my province to answer
that question. I believe provision is made to overcome the difficulty by placing the -sleepers closer
together. But that dves not come within my department.

526. One more question, and [ have done. I suppose you are aware that there are a number
of trains runuing in the ‘United Kingdom without the use of a continuous brake? Well, I
suppose——

527. I find, in this Board of Trade document you have handed in, that in Britain and Treland
there are twelve or fifteen companies ranving without the use of a continuous brake such as you
have in your mixed trains. There are the Cambrian railways, on which 21,914 miles were run by
purely passenger trains in the previous six months without ihe useof a continuous brake. During
the same period passenger trains on the Manchester and Milford Railway ran 30, 958 miles without
the use of the automatic brake. On the North Wales narrow-gauge railways 17,131 miles were
run similarly.  On the Southwold railways, 17,064 miles. ln Ireland, the Ball\c(mde Railway ran
22,846 miles. On the Bessbrook and Newry Ruilway, 11,826 miles. On the Sligo, Leitrim, and
Northern Counties Raitlway, 46,704 wiles ; and on tlie VVaterford and Tramore Rculway, 2] ,960
miles. All the foregoing mileage was run by passenger trains without the use of an automatic or
any other form of continuous brake; so that, you .see, the automatic or continuous brake is not in
universal use to-day, even on passenger trains 7 No; well, here is an extract from the Board of
Trade returns for countinuous brakes for 1900. You will see there what is being done with the
automatic, vacuum, and Westinghouse brakes.

528. I am talkmg, you see, as to what is the fact, up ’co the 31st December, 19007 Wel] .7

that document you are quoting from, I only received at 9 o’clock this morning, and, as yet, I have
had no time to peruse it. But you will riote the restrictions imposed there on mixed trains that
carry passengers.

529. By the Chairman.—This document you read just now, dated 27th beptember 1900 do
you know the bogie vehicles referred to there? I do not know thematall. T understood that they

N
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were 20-ton wagons, but I have no knowledge of the matter. That Minute is simply taken
from the Report of the General Manager of the Western Australian Railways.

530. But your impression is that these wagons would be more expensive to equip.than your
own wagons?  Well, I would not say that, because they would be*equipped at homle at the builder’s "
place. When you equip a brake at home a lot of work is done by machines that we have to do
by hand when the brakes are equipped on their arrival here.

531. What is a six-wheeler? A three-axled vehicle.

532. A bogie vebicle? No, it is not a bogie vehicle.

533. Then, these figures here would give you no guide as to what the equipment of your
stock ought to cost you? No; no guide whatever, sir. ‘ :

534. By the Munister of Lands and Works.—Mr. Deeble, will you look at that? [Document
handed to witness.] That is a comparison between the vacuum and the Westinghouse brakes.
It gives some parts, 1 think, from which you can form an opinion as to which is the better brake
of the two? Yes, [ have here, sir, extracts from the Board of T'rade returns on continuous
brakes for the half-year ending 31st December, 1900.

535. Will yon give the total mileages in each case? 'This is published by the Vacuum Brake
Company, Limited, 32, Queen Victoria-street, London. 'The mileage running by the Westinghouse
automatic brake is 33,870,572, for 301 faults; the automatic vacuum brake ran 76,965,394
miles, for 273 faults. Thie shows for the Westinghouse automatic brake one fault per 112,626
miles run, and for the automatic vaccum brake, one fault per 281,924 miles run.

536. What does that indicate as a comparison between the two? Ob, it is over two to one 1n
favour of the automatic vacuum brake. :

537 By Mr. Hartnoll —That is a trade cireular published by the Vacuum Brake Company?
No, itis a Board of Trade return re-printed. In connection with that, I will read you something
here. Scme little time ago, when 1 was looking up particulars, and so forth, as to the upkeep of
the antomatic brake, I wrote to the Chief Mechanical Engineer of the London and North-Western
Railway Company, Mr. F. W. Webb, asking him for particulars of their brake. I also wrote to
Mr. Johnson, of the Midland Railway. Mr. Webb forwarded me this memorandum :—* London
and North Western Hailway, Locomotive Department, Crewe, September 14th, 1900.—Automatic
Vacuum Brake: Replying to your letter of the 30th July, we have no printed instructions especially
relative to the inspection and upkeep of the vacuum brake; but I send you the enclosed prints,
that deal with the matrer.” And he adds this statement, which I had not asked for :—* According
to the returns of the Vacuum Brake Company, Limited, for the half-year ending December 31st,
1899, our engines ran 12,728,826 miles, with thirty faults; none of which, however, caused the
brakes not to act.”

The witness withdrew.

A

FRANK GROVTE, called and examined.

Mr. Grove made the statutory declaration.

538. By the Chairman.—Your name is ? " Frank Grove.

539. And you are a Civil Engineer ? VYes,

540. You are here representing Messrs. Pauling & Co. in connection with the Great Western
Railway Company? Yes; and Mr. Brunlees.

541. By Mr. Patterson.—You will understand, Mr. Grove, that you are not called here at
my instance, but at the instance of the Chairman. We have had departmental evidence, and we
thought it advisable to go outside the Department to get evidence from gentlemen without bias.
I shall ask you very few questions. You are Chief Engineer of the Great Western Railway Com-
pany in this State 7 Yes. .

542. Will, you tell us, briefly, what your experience has been in railway construction in the
past? I wasemployedin Eugland by T. A. Walker, the Contractor of the Manchester Ship Canal,
for some vears; and, after that, I had some experience on the Central Bahia Railway, in Brazil; and
since then I have counstructed a portion of the Assam-Bengal Railway, metre-gauge.

543. Do you know the railways of this State at all, as to their construction and the speed at
which the trains travel ? I have a general knowledge of them, having travelled on most of the
lines ; and I have noted the times of the trains and the appliances used, and so forth.

544. You know the Derwent Valley Railway? Yes.

545. Fairly well, T suppose? Yes, very well.

546. You know the speed at which trains travel on that line? Yes.

547. Well, 1 made that railway myself: and if I tell you that on that line there has never been
a single accident of any sort from the opening of'the line right up to the present moment—in short,
that the brakes in work have hitherto proved efficient—do you think there is any justification for an
expenditure of £36 each on all the wagons-(that is the rolling-stock) for the fitting of automatic
brakes—do you think that there is any sort of justification for that expenditure, when the railways
are working at a loss—which amounted for last year to £110,0007 No, sir, I do noi.

548. And you speak with a full knowledge of that line ? Yes—a full knowledge,

549. Well, of'course you know that that line junctions at Bridgewater with the Main Line.
But first of all 1 will ask you to give me your opinion as to the Sorell line. Thar line is 143 miiles
‘long, and is altogether isolated from the general railway system of the State. The speed of -the
mixed trains on that line is such that it takes an hour to make the journey—do you think that three
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is any occasion to equip the carriages and wagons on that line with sutomatic brakes? Ot course
I'have not any yersonal knowledge of the Sorell line; but I should say that the same argument
would apply to it. ' . .

550. By the Minister of Lands and Works.—W hy should you say that, without having any
knowledge of the ling, Mr. Grove? From the speed given by Mr. Patterson as that at which the
train runs. . ]

551. By the Chairman.—You are comparing it, really, with the Glenora line? I am assuming
that it is of the same character. ot _ _

652. By Mr. Patterson.—Well, I will come now to the Main Line—the most difficult line we
have to work—where we attain an altitude of 1400 or 1500 feet. - That line was opened some
twenty-five years ago. - It has been worked all those years with practical immunity from accident,
the brake used being Clark and Webb’s continuous chain-brake. ' No single accident has resulted
from breaking couplings on a steep bank, or otherwise from the parting of trains. With such a
record do you consider that there is any urgency or necessity for the adoption of an equipment for
the whole of the stock—not only the passenger carriages, but also the goads-stock, including the
coal trucks on the Fingal line—with the automatic brake—do you consider that there is any
justification for a heavy expenditure—bearing in mind the fact that last year the railways were
worked at a loss of £110,000—on the adoption of this expensive and complicated brake for our
goods-stock ?  Certainly not. . . ) - :

553, By Mr. Hartnoll—Mr. Grove, would not the fitting of this automatic brake to the
stock cheapen the working of the line as to time, by enabling them to pull the trains up more
quickly ? - I should think it would rather add to the cost of working the line, sir. In the
first place, there would be the maintenance of the brakes themselves to be considered. Then there
would be the additional work of coupling and uncoupling the wagons, through havy]g _the brak.e
connections to attend to. It seems to me thdt as mixed trains are mostly run on this line that it
would be rather a serious matter where—as 1 understand is generally the case—wagons are
connected and disconnected at nearly every station. , . ] .

554. You do not think the adoption of this brake would lessen the expenditure of time at
these stations? I do not think it would, sir. As far as time went, it would probably come out
about the same as at present; what they lost in one way would be gained in another. But I do
not think the adoption of the automatic brake would reduce the cost of working the trains: 1 do
not see how it could. It would rather add to it. ' )

555. By Mr. Hope—Ils not the automatic brake a better brake than the cham—bque, Mr.
‘Grove? Yes, I should say that the automatic vacuum-brake is a better brake than the chalp-bl'ake.

" 556. Of course, I may tell you that an engineer told us this morning that the automatic brake
would be a considerable help when a train was coming down a steep grade, and had to g0 up again
on the other side. He said it would be a great advantage, because the momentum of the train
coming down-hill would take it up the next grade—what do you say? I do not see how that could
be so. Possibly the engineer who made that statement meant that you could throw the automatic
brake off quicker in getting to the bottom of a decline than you could the chain-brake, or side-
brake, or hand-brake. ) : _ '

657. By the Chairman.—What he did say, 1 think, was that by throwing off the brakes quickly
you would get the advantage of the momentum ? Quite so—I understand. .

568.—By -Mr. Hope—You were talking about the time lost in uncoupling the automatic
brake ; is not the time lost in uncoupling the chain-brake greater ?- I should say not. ]

559. By Mr. Nicholls.—Do you know what the life of the automatic vacuum brake is, Mr.
Grove—how long does a set last? Well, the connections—such as pipes and couplings, and so
forth—would probably last, I should say, -roughly—I have no exact knowledge—from 15 tv 20 years
without renewal. Probably the bulk of the fittings would last for at least that time, if not some-
what longer. Of course any of those parts of the brakes that are in actual contact during the
running service would naturally require renewal. I have no exact information, but I believe the
maintenance of the vacuun brake is rather expensive. o L

560. By the Chairman.—Have you had experience of the running of trains of similar character
to those of ours in other parts of the world, on the 3 ft. 6 in. gauge, with curves a1id gradients such
as ours are? I have had experience on the metre gauge, with similar curves and grades.

561. What is the metre gauge ? That is 3 ft. 3% ins. \

562. What brake have you seen used there? Well, on no line that 1 -have been engagéd on
have I seen the vacuum brake, but I have seen the Westinghouse. ] :

563. You have had experience of the Westinghouse? Yes, to a limited extent only: on the
Central Bahia Line they used side brakes, break-van, and steam brakes on the engines—nothing
more. On the Assam-Bengal Railway—the portion of the line which I had experience of —we
worked the trains in the same way.  But they were introducing the Westinghouse brake on

. other portions of the line. . :

564. Of course, the chain brake would be an additional security to that? It would have
been; yes. , o '

565. Have you had much experience of the running of goods trains in Euagland? Not on
open lines ; only on construction works. ' L )

566. Are you able to say, of your own knowledge, whother the application of the automatic
brake is general through the whole of the stock in the case of railway companies in England, or

.whether it is only partial ? It is only partial. C

~
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567. It is 1iot applied to the whole of the rolling-stock ? No, not to goods traffic. )

568. What brake do they use in their goods traffic there, then? Steam brake on the engine
and side brakes and the brake-van. ‘

569 Then, from your knowledge of the railway system here, would you consider it a matter
of urgency in the public interest—supposing, say, that you were running these lines for a private
company—to equip your rolling-stock with au automatic brake? No, I should not consider 1t a
matter of urgency, seeing that in the past the present brakes have worked so satisfactorily.

570. Do you know that a portion of the permanént way. is laid with 46-1b. rails? Yes, 1
have heard that thatis so. . ' . : o

571. And do you know that the rate of speed at which the Express travels over those rails is
thirty-eight miles an hour? Yes, 1 presume that between stativns at certaiu poiuts it would be

"‘something over thirty miles an hour. . .

572.” Which, then, would you consider a matter of greater urgency, the relaying of that portion
of the line over which the trains travel at that speed with 61-lb, rails, or the equipping of your
stock with automatic brakes?. Personally, I should have no hesitation in saying that it would be
better to equip the road with the 60-1b. rails. ) ’ ' ,

573. In the interests of the public safety it would be better.? Yes, having regard to the public
safety. . :

}.,")74, Is it within your knowledge that the automatic brake is more severe on the permanent
way than the other brakes are? * Yes, certaiuly. '

575. And the application of an automatic brake to the stock on these lighter rails would
‘increase the danger of a break in the permanent way ? It would; but I understand the express
trains are already fitted with the autowatic brakes, are they not? .

576. Yes? So that, being so, the rails are experiencing the extra strain at the present time,
to a certain extent. : , , . ' _

577. Do you know whether the automatic brake is universal in its application on the mixed
trains in England? There are very tew mixed trains running in England. 1 may say, that there
the Westinghouse brake is more in favour than the automatic vacuum ; in fact, I think it is alinost
in universal use in England.

. 578. But not on the goods trains? Not on the goods trains, as you say. '

579. Have you ever heard of the Westinghouse or the vacuum brake being applied in England
to the engine and tender, and the rest of the goods train being left with the side brakes? No.

" 580. What do they use—simply the steam brake and the side brakes? Yes; there would be
no advantage in fitiing the automatic brakes to the engine; because the steam-brake, with the
ordinary screw brake in the brake-van, would do just as good work. ' )

581. By the Minister of Lands and Works.—You are a civil engineer, are you not? Yes,sir.

'582. Are you also6 a mechanical engineer ? I commenced my experience in workshops, and
worked among engines for three or four years. .

583. Would you set your opinion on these matters against the opinion of the Chief Mechanical
Engineer of the Government Railways? I shounld keep my opinion; I should be prepared to
retain my opinion in face of any adverse eriticisins he wight malke. , .

. 584, Do you think that trains generally ought to be firted with continuous brakes of any kind ?
We are dealing with the Tusmanian railways, the generality of the trains on which are mixed
trains. : : - .

585. Do you think they should be fitted with continuous brakes? I think it would certainly
-minimise the risk of any accident if you fitted the trains with some form of continuous brake.

586. In any continuous brake, at a station, in taking off the brake betweeu carriages, would
there not be some disconnection of the brake-gear to make? Yes, there would.

587. Would that take a longer or a shorter time than the disconnection or connection of the
vacuum brake? Well, I do not know what other form of brake you are speaking of. .

588. I aw speaking of the vacuum brake now in use on our express trains, and the ordinary
chain brake which has been spokeu of as most effective, apart from the vacuum brake? I should
say that the vacuum brake would take longer.

589. Have you ever seen it coupled? Yes. S

” 590. And you say it would take longer than in the case of the chain brake? I should
think so. 3 ' ‘

‘591. 1f the locomdtive engineer said it would only take two seconds, would that be correct or
incorreet? I could not say. ' ' : . .

592. Will you describe the process of coupling the vacunm brake? There is a flange
‘coupling. : . B
-~ 593. How long does it take to connect it ? A few seconds; say, half a minute. -

.594. What is the operation? You take the two ends of the pipes, and twist the flanges
together. . ‘
5Y5. -How long does that take? It might be half a minute. -

596. Would it take any longer than connecting or disconnecting a chain brake? ' I
shoald say that it would. : ..

597. Now we come to the question of the weight of rails. Will you venture, as a civil
engineer, that we are running our traius presumably —at the rate of speed you have been informed
‘of this afternoon—in safety, taking into account the weight of rails we are using ? Well? I thmk
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that I might venture to say—I think that I should be justifiéd in saying—that there is a certain
degree of risk.

598. Specially pertaining to the weight of rails? Yes, and the weight of the engines.

599. Did you not give'us to understand a while ago that the immunity from accident for so long
was a reason why we should not adopt the automatic brakes? 1 did. - }

600. Would not that immunity of accident also apply, in the same way, to the lighter weight of
rails used during that time? Well, to a certain extent, it does apply, but not entirely, because the
rail is of course, continually becoming weaker.

601. Is there any generally-adopted law or regulation among engineers that a certain weight of
rail must be provided for a train with a certain weight on the axle, travelling at a certain speed?
Yes; There is a combination of rules which have to be considered.

6022 Very well. Now, we have a 43-1b. rail, engines 10 tons on the axle, travelling at a 28-
mile speed at the limit. Well you say that those three conditions, taken together, are dangerous in
running trains? You use the word *dangerous.” I do not know that 1 should use quite such a
strong term. There is a certain degree of risk.

603. Is there not a certain degree of risk in running any train over any weight of rails? Quite
so ; but the degree of risk varies. '

604. Is the degree of risk in this case compensated for by putting in an extra number ¢
sleepers?  Yes. :

605. It is? To a certain extent, it is. -

606. Are you aware what number of sleepers is provided on those lines where the weight of
rails und speed of trains are as stated ? I have noticed the spacing of the sleepers, and I should say
that, if anything, the spacing of the sleepers is rather too great. '

607. As to what line would you eay that? Well, on the Derwent Valley line, of course, 1
have noticed it more particularly than on the Main Line. But I have noticed it casually on the
Main Line also. 1 take it to be the same right through. '

608. Do you know whether the speed of trains on the Derwent Valley Line and the speed on
the Main Line varies ? Yes, it does. ' ’

609. You know that it does? T know that it does.

610. And, therefore, the conditions wight vary ? The conditions would vary—yves.

611. Can you say, of your own knowledge, whether, on those particular parts of the line
where the high speed is attained, the sleepers are sufficiently close together to eliminate any possible
element of danger beyond the ordinary risks of travel? I have never actually taken a measure-
ment, sir ; but from what I have heardis usual here in the spacing of the sleepers, I should say
there is an element of risk.

612. You say that, not of your own knowledge, as to the spacing of the sleepers? Not of my
own knowledge. ) )

613.. Do you know the portion of the Main Line where the speed attained by the express
trains is highest? No, I do not.

614. You have travelled through frequently ?  Yes.

615, Where would you imagine that the highest speed attained would be? 1 suppose it would
be running towards the end of the dowa grade going to Launceston, the other side of Parattah.

616. Along the top of the plateau? Yes.

617. 1s there a longer straight run there than anywhere else on the line? Yes.

618. On a descending grade? Yes.

619. And you know that on such a line the train would be pulled up on a straight run on a
down grade or along a level ?  Yes. '

620. I suppose you imagine that the end of the straight run, where the quickest speed would
be attained, would be along there at the other side of Antill Ponds? Yes. C

621. Have you noticed the rails there, and the sleepers? No, I have not.

622. Now, Mr. Grove, you are engineer and representative of the Great Western Railway
Compény here—are you not? -Yes.

623. Your company has a railway to construct, if it carries out the conditions of its Act? Yes,

624. Is it to the interests of your company to construct its railway as cheaply as possible ?
Yes, within certain limits. , :

625. Can they construct more cheaply without the automatic brakes than with them? I
should say that we could construct more cheaply with them.

626. You are not quite sure about it ? Well, it depends very much on the point of view
from which you ask the question. You mean that the use of the automatic brakes or the other
form of brakes would affect the grading of the line.

627. I say would it be much cheaper for your company to construct and equip that line with
or without adopting the use of continuous automatic vacuum brakes? Do I understand you to
mean——

My, Patterson.—He cannot answer a question put in that way. The automatic brake has
nothing 1o do with the cost of construction of the railway. :

628. By the Minister of Lands and Works.—It has something to.do with the cost of equip-
ment, which I referred to in my question just now. What do you say, Mr. Grove? -I should
say it would be cheaper for us to construct the line and equip it with automatic brakes.

' 629. Cheaper than it would be to equip it without automatic brakes? Yes. I should like
to enlarge on that, and make it quite clear to you what I mean. It would be cheaper to construct
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the line with a view of using automatic vacuum brakes, or some other approved form of automatic
brake, than it would be to construct the line with the object of running trains without any form
of automatic brake.

630. You have told us, awhile ago, have you not, that the effect of the use of automatic
brakes upon a line was worse than the effect of the ordinary brakes? Yes. .

63]. Would, under these circumstances, your line have to be stronger if you used automatic
brakes, or wealer—less costly if you used automatic brakes, or more costly? It would require to
be made stronger. ‘

632. Stronger if you used the automatic brakes? Yes.

633. And, in that case, can you show us how the line could be made more cheaply if these
brakes are used than it could be if they were not used ? Yes, I think I can. The line of the
Great Western Railway, of which I am speaking, goes through very difficuli country. There will
have to be very long grades in that country, and, according to modern views, it would not be safe
to work on those extremely long grades without automatic brakes ; so that if it were determined not
to use an automatic brake on our stock, the question of grading and protective works would have to
be further considered. Instead of having 1-in-40 grades, we might have to lay 1-in-50 with more
tunnelling ; and so the construction would cost a great deal more were this line laid out with the
view of dispensing with automatic brakes. .

634. Then you would not, unless you decided to use the automatic brake, adopt a grade of
1-in-40? 1 should say not; not in such great lengths.

635. And all the trouble your company took to acquire the right of putting in 1-in-40 grades
as it proved, independent of the will of the Government Engineer, was taken for nothing, I
presume? Not at all, sir. The company had that right secured in an Act which contained, I
believe, no mention of what form of brake was to be used. o

636. Now, dare you prepared to say whether the total cost of constructing your line, and
equipping it with rolling-stock fully fitted with the automatic vacuum brake, or the total cost of
constructing and_equipping without the adoption of such brake, would be the greater? Well,
taking up the point of view that I took up before, I suy that a line constructed with long gradients,
with a due regard for the safety of trains, on which the ordinary means of brake power—steam
brakes on the engine, and side brakes—iwould be used, without any use whatever of the automatic
brake on any of its trains, would have to be laid out in that regard, and it would cost more than
if it were laid out with a view to the use of the automatic brake.

637. Do you think it probable that your company will adopt automatic brakes? On some of
the trains, I should say, certainly.

638. Do you know anything of the continuous- gradients of the Main Line? 1 have heard
that there is in one place, I think it is, three miles of 1 in 40 ; but I have not seen a section of the
whole line. ’ )

639. You do not know anything of the gradients between Colebrook and Rhyndaston, I
suppose—nothing, that is, except what you have noticed coming along ? No, I do not. _

640. Have you had any experience of railway management at all, Mr. Grove? Not of main-
tenance; only of construction.

641. Only during construction? Only during construction. ‘
642. Where the contractor would simply have the right to carry for the public temporarily ?
Yes. ’ ‘

643. Were you responsible? Yes.

644. You, yourself, was responsible as manager for the time being? Yes.

645. Do you think a mixed train—in which there would be, perhaps, twelve trucks, one
carriage, and one bralke-van—travelling up at three miles 1 in 40 grade, is sufficiently protected in
case of a break of the train, by having a chain brake applying only to the brake-van and the
adjoining carriage ? [ No.reply.] . . i

646. I will put that question in another way. Are you aware, Mr. Grove, that in a distance
of six and a half miles, between Colebrook and Rhyndaston, there is an altitude of nearly 700 feet
to be overcome—that the gradient mounts nearly 700 feet in that distance ? Over six and a half
miles? : ‘

647. Oversix and a half miles—did you know that? I was not aware of that; but I should
have supposed thdt between certain of the stations there would be about that rise. .

648. I quote from the book. Colebrook is 694 feet, and Ryndaston is 1370 : that is 676 feet
difference? [No reply.] By M. Patterson: That is about 1-in-75. .

649. I do not kuow that I said that the grade was spread out exactly over the six-and-a-half
miles. As a matter of fact there is three miles of 1-in-40. Now, I want to ask you this, Mr.
Grove, You are aware, at any rate, that there is a considerable distance, some three or four miles, of
1-in-40, about that part of the line are you not? « Yes. )

650. Would you consider a train adequately equipped with brake power, if it contained twelve
trucks, one passenger carriage, and one brake van, with a chain brake only, applied to the van and
the one carriage, supposing that the train parted company with the tender, close up to the engine?
Yes.

651. You consider that is sufficient? Yes. . .

652. Would you consider it would be absolutely equipped as to safety, if it had a two-engine
load, going up that gradient? Do you mean with a greater number of trucks than you hzve
mentioned—double the train ?
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653. Yes, with a heavier load? Well, of course, there is certainly a limit, which should not
be exceeded, in the length of the train, or you put too great a strain on your couplings. )

654. ‘Then, leaving the second engine out of it altogether, twelve heavily-loaded trucks, of six
tons each, with the weight of the trucks, four tons odd, tare, would be sufficiently braked with the
chain brake on a carriage and the van, at the top end of a gradient of 1 in 40, supposing that the
couplings connecting the train and the tender went apart? You mean twelve loaded .trucks to_one
brake van? ' :

655. Twelve trucks, one carriage, one brake-van ? Where does the train part?

656. I am assuming that-it parts at the most dangerous part of the line, up near the top of
the grade? I should say that the train would run back.

657. And that the brakes would not be adequate? And that the brakes would not be
adequate ; that is, if the train parted as you say—the train you are speaking of. Youare imagining
4 train parting at its connection with the engine ? ' R

658. Yes. The train I described is a train we frequently have ; only I am making: it lighter
for you—because we frequently have a two-engine train. You do not think it would be adequately
braked? I do not think it would be. :

659. Well, what would happen if such a break took place about -half-way through the Tunnel,
or just as the train was entering the Tunnel —supposing the break took place between the tender
and the front truck ? [No reply.] , .

660. Where would the breakage be most likely to take place? There—where there is the
greatest strain. ) »

61. And what would happen in the case of such a break? The train would run back; but
the brake power on the train should be sufficient to retard the speed of the train, and prevent it
leaving the rails when running back. '

662. And, now, do you think that the Government of Tasmania— when four out of ﬁve.: of the
Australian States, and the Colony of New Zealand have adopted these brakes—could defend an
action for damages on the part of passengers in connection with an accident of that kind? I do
not think I am prepared to give an opinion on that, sir. o .

663. By Mr. Patterson.—1 am going to ask you now, not a general question, bl.]t a deta}lled
question, Mr. Grove. I am giving you facts which I shall have to vouch for.to this Cor_nmlttee
afterwards. 1f 1 told you that we have run thirty-eight miles an hour over 461b. steel rails—ten
sleepers to the rail : the number of sleepers in existence in the days of the Main -Line Company,
and were never altered to this day—would you consider that safe with engines ten tons on the axle?
I should think there would certainly be an element of risk, and it would not be safe. )

664. Of course, if the sleepers had been put only a foot apart, that would reduce the risk ?
It would, considerably.

665. Reduce it by two? More. . o )

N 666. And if I tell you that, in fact, the same conditions exist to-day that existed twenty-five
years ago, you think there would be an element of risk ? Undoubtedly I do.

667. Now here, Mr. Grove, we are running mixed trains, with a continuous brake at the rear of
the trains. Taking into consideration your answer to the Minister just now, and taking .into
account the fact that for twenty-five years we have run these mixed trains so bx:aked without a
solitary accident, are you .of opinion that we are justified in any degree in adopting these costly
safety appliances for our slow-speed trains in this State? No, [ do not, I think I have said that
before. '

668.. You are quite clear about that? Quite. . D .

669. If I tell you that in South Australia they have exactly the same system of railways,
the same class of stock, the same grades and curves; that there they have four times the number of
railways, with five times the cost of construction ; that there they do not use the automatic brake on
mixed trains in a single instance: do you think that we,in this impecunious State—bearing in mind
that we are losing on our railways (a loss of £110,000 last year), while their railways pay a profit
to the general revenue—are justified (I am on a financial question : you are a contractor’s engineer)
at the present moment, in undertaking a heavy outlay for the purchase of these brgkes’.’ . No, I
think not, sir. That point you raise is the greatest point against incarring the expenditure. _

670. Now, coming back to that somewhat complicated question the Minister asked you Just
now. [ will go into detail a little. He asked whether it would be cheaper to construct and equip
your line-with the automatic brake or the ordinary brake. I will pat the matter more in detail.
You have the right to use maximum grades and minimum curves as often as you please? Yes. .

671. Does that, on your survey, involve the construction of banks of a greater length, of 1 in
40, than three miles? Yes. ' )

672. And you have a rainfall of something like 120 inches in the worst part of that
country ? Yes.

673. As against 21 inches on the Main Line? Yes. ) ‘

674. And 1s that rainfall a factor in any question of the use of the automatic brakes? Yes.

675. And you thought of that when the Minister asked you that rather puzzling question ?
That was what I was considering—yes; I was not puzzled. It natarally occurred to me that if a
line had to be laid out with a view of using only side braking-power on any of its trains—simply a
steam brake on the engine, and side brakes, and a brake-van—through that difficult country ; then,
if that line were built with regard to the safety.of the travelling public, it would be impossible to
lay the line out to advantage, and in that way it would certainly cost more.

676. On the West Coast railways—the North Mount Lyell, the Mount Lyell, and the Emu
Bay—they have enormously heavy ‘cuttings, with this extraordinary rainfall. =~ Are those cuttings

/
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more likely to slip than cuttings in a country with only 21 inches of rainfall? I should say so,
certainly. , :

677. Is that another reason for your company demanding the right to put in those curves and
grades as you choose ? Yes, the fact that the nature of the country makes very heavy cuttings
unavoidable.

The witness withdrew.

' Fripay, Novemser 1, 1901.

WILLIAM RUFUS DEEBLE, recalled and further examined.

678. By the Chairman.—You wish to be recalled to amend a portion of your evidence, do you
not? Yes. When being examined by Mr. Patterson, yesterday, as to the maxzimum axle load
that we were running on the Main line, I said it.was 9 tons 18 ewt. That, I find, is incorrect; it
should be 10 tons 7 ewt. I have had two or three engines weighed, and T am quite positive about
it—that is the maximum axle load running on our Main line. And there is another question that
I do not think I made clear to Mr. Patterson, or 1 did not clearly understand bim: that was in
reference to the engines and the application of the vacuura brake. All that we require for the
application of the brake is atmospheric pressure—approximately, fifteen pounds to the square inch..
" Mr. Patterson, I understood, questioned the ability of the engine to exhaust the air from the brakes,
that is, if we had additional loads. - .

679. Yes? Well, I wish to state that the ability of the engines is quite competent to exhaust
the air from any number of brakes that our engines could possibly be called on to handle. If it
were necessary, 1 could refer to experiments that took place in 1889, conducted by Mr. Douglas
Galton, in reference to the hauling of long trains of troops. He made some experiments with
fifty carriages, just to prove the efliciency of the brake with very long and heavy trains. That,
as I suy, was as early as 1889, In those trials they had forty vehicles, making a train 1463 feet
10 inches long, weighing a total weight of 573 tons 14 cwts. 2 Ibs. And, so far as I know, in all
cases where the Westinghouse or the automatic vacuum brakes have been applied to existing
engines, there has never been any difficulty in maintaining sufficient steam to work them. At
100-Ibs. pressure upon any of our boilers we could exhaust the brakes of any number of carriages.
that one of our engines could handle,

680. With regard to that question—and of course I am not an engineer—I look at it in this
way. Mr. Patterson wanted to know what expenditure of steam you had available for hauling,
and what pressure of steam would have to be applied to put the brakes in operation ; and he
agked if the power required to work the brakes would affecs the hauling-power of the engine?
It would not affect the hauling-power of the engine in the slightest. In would merely mean an
almost imperceptible increase in our fuel consumption ; but in all trials that have been made it
has been proved that that is negligible. Speaking in an off-handed way, it means a few shovels
more of ‘coal during a trip ; but it does not hamper the ability of the boiler for the hauling of
extra loads. ‘. :

681. But, you have to use a certain amount of steam? A certain amount of steam—jyes.
In the case of the vacuum brake we use less steam in our ejector than' is used with the Westing-
house pump. . N '

682. Another question I want to ask you—you may not be able to answer it here, but you
might prepare a return—is this ; In dealing with the questions of the original scheme for these
brakes, as 1t was submitted to Parliament, you made ceitain statements. The original proposal
was for the expenditure of some £50,000 or £60,000. You told us yesterday, I understood, that
out of the first £20,000 granted you had saved twenty-five per cent. ail round?" No, that is not
quite it. I think the actual tenders I have' received amount to about £5000, and the saving
upon that portion is a little under twenty-five per cent.

683. 1 do not want you to commit yourself to specific figures now. At all events, there has:
been a certain considerable saving, so far, on your original estimates? Yes; exactly.

684. Taking the actual cost of the stock you have ordered as a basis for calculation, could you
let us know exactly how much, in addition to the-£20,000 already voted, it would require to equip
your stock according to your second or modified scheme ?  Yes, I will do that. -

" - 685. And you will prepare us such a return? Yes. It will be approximate, of course.

686. You have based your other calculation

Mr. Minister of Lands anda Works: Pardon me. You will remember that 1 yesterday asked
Mr. Deeble if he had submitted another estimate to the department, in reply to my instructions given
the other day, showing what it would cost to equip forty per cent. of therolling-stock -with the brake,
and what it would éost to equip forty-five per cent. But his calculations were then hused on his
original estimates ; and the question was put to him whether the £20,000 we have now on the
Public Works Schedule would not exceed the cost of equipping forty-five per cent. of the stock ;
and Mr. Deeble replied that we would be able to equip fifty per cent. ° :

Witness : Which I think would be a most desirable thing.

687. By the Minister of Lands and Works.—With the extra money now asked for we could
equip fifty per cent. of the stock? Yes; I think it is most desirable.
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688. By the Chairman.—Your reply to the Minister, then, as to the extra money required, was
based on the original estimates? Yes, sir.

689. And the figures now show that the actual cost, so far, is 20 or 25 per cent. below those
estimates? Yes.

690. I want you, if you will, to give us the particulars as to what-will be the actual cost to equip
40 per cent., 45 per cent., and 50 per cent. of the trucks, taking as a basis of calculation the actual
cost paid, so far. Will you do that? Yes, certainly; I will do that, Mr. Guesdon.

691. Your last suggestion was that 45 per cent. of the trucks should be equipped with the

-brake, I think? Yes, I simply did that because I wanted to work out what would come in
_within the £20,000 we are asking for. If they are hampered for money most companies consider

that if they can equip 50 per cent. they can manage for a time with the other 50 per cent. piped.
[f you have less than 50 per cent. equipped, it hampers the traffic in getting the proportion of braked
vehicles in a train; so that I would strongly recommend the equipment of 50 per cent.

692. Very well. Make your return on the 50 per cent. basis. That was recommeénded, I
think, by the conference in Melbourne yon referred to, 17th September, 1900. [Refers to docu-
ment.] This is the paper—the General Managers’ Conference, it was. No, I see that it does not
show any percentage here? No. In Queenslarid, as Mr. Nutt informs me, they are initiating the
system of automatic brakes. They started by fitting their engines with the brakes; and now they
are fitting all their carriages and 50 per cent. of their goods stock.

693. By the Minister of Lands and Works.— Since you were here yesterday, Mr. Deeble,
have you obtained any wmore information as to the general application of the automatic brake?
Well, sir, as a matter of fact, [ had some other information earlier than yesterday. I understand
that the Natal railways and the Cape Colony railways have the continuous brake. But [ have
here extracts from Engineering on that. "Thisis a letter that I submitted to the General Manager :—
“ Re Automatic Brakes.—1I mnote by Engineering, of August 9th, 1501, some illustrations of bogie-
wagons for the Rhodesian railways. I refer you to a condensed extract:—‘ We illustrate on page
181 some typical wagons also constructed by the Lancaster Car Company.” I might explain,
before going further, that in the previous number they illustrated other cars which were all fitted -
with the vaccum-brakes:—¢These also show that in this respeet Mr. Cecil Rhodes and those
associated with him—notably Sir Charles Metcalfe and Sir Douglas Fox, the engineers of the line—
take a liberal view of the prospects and of the needs of the most modern conditions for coal and
goods traffic. Figure 1 shows a 20-ton low-sided wagon,and Figure 2 shows a 30-ton high-sided
coal-wagon, and Figure 3 illustrates a standard 20-ton covered goods-wagon, with guard’s apart-
ment. The automatic vacuum-brakes are applied in conjunction with Thomas’s patent either-side
hand-brake.” In commenting on Figure 2, 1 30-ton high-sided coal-wagon, the paper states that a
large number have been constructed.” ' '

694. Now as to that question of the steam used in the working of the brake; there is no
connection, really, between the fact that you get a fourteen or fifteen pound pressure from the
atmosphere, through the vacuum, and the statement or suggestion that that involves the expenditure
of the same pressure of steam? Oh, none at all. The brake is worked with anything from a
handred pounds pressure. Of course, we could not work trains at that pressure, but at a pressure
even lower than that we can exhaust the air from any number of brakes likely to be in use on every
train on our lines. * From anything from a hundred pounds up to cur working pressure—which in
our engines, ranges from 135 lbs. to 150 Ibs. to the square inch-—we can work the brakes.

695. But the pressure you produce by exhausting the atimosphere, does not indicate that you
are reducing your steam pressure to anything like the same extent ? I would not say that, because
as a matter of actual practice, the men do not feel it. It is inappreciable. .

696. With regard to that Board of Trade regulation as to the side and lever brakes: have you
been able to discover that regulation? 1 have not been able to discover that regulation, Mr.
Mulcahy, but I have discovered in Engincering, an article stating that a Commission sat upon
automatic couplings in England, and in the course of making their recommendations, as referred to
in the letter I addressed to the Chairman this morning, they say [Document read. See
Appendix D.] . ' : .

697. Can you give us any idea of the time generally taken to_ couple the automatic vacuum
tube as compared with the time it takes to connect the ordinary chain brake, a continuous brake in
each case? Well, sir, I should say that it is quicker to couple the automatic brake.

698. How long do you think it would take to couple the automatic brake? I think it ought
to be coupled in from eight to ten seconds. The motion is simply taking held of the two hoses and
dropping them, and they are immediately locked. To uncouple, the man has not to touch it at
all.  He just uncouples in the usual way, and the train draws away. Then, there was a\question
I wanted to refer to, Mr. Muleahy, as to the cost of the Mount Lyell stock.

699. Have you any further information as to the comparison of the Mount Lyell brake
mechanism with ours? Well, the Mount Lyell bogie wagons I find are fitted with one cylinder —
one 18-inch cylinder.. As I explained yesterday, our bogie wagons are fitted with two cylinders,
thus almost doubling the mechanism.

700. By the Chairman.—Is it necessary for us to incur that extra expense ? It is necessary,
on account of the present side-brake gear. The gear as attached to the Mount Lyell bogie wagons
would more nearly approach the gear attached to our brake vans. We have one 18-inch cylinder,
one tumbler, and one set of pull-rods for our vans, The tender for that set in London is £32;
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total cost, after payment of freight, insurance, and all charges, erected. leady for road, £38 Os 4d.
But, mind you, the cost of erecting it here is £2 Js., because we have to lift the body of the
van oﬁ here to erect our brake, and do certain other extra work. They do-not have to do
that to their wagons at all. I undérstand Mr, Driffield’s price is £38.  Ours, as I say, is £38
0s. 4d., and we have to face the extra cost of erection here.

701. Then that would bri ing the price down to aboui his estimate? Yes.

702. By Myr. Far tnoll—Lxcept that he would have to pay duty on his stock, and you do
not? Yes; but that would correspond to our cost of erection.

703. By the Chairmun.—Well, to make that other thing quite clear—thut questlon of the
engine power, or steam power required to create the vacuem to work the brake. What Mr. Patterson |
meant by his question, 1 take it, was this: you have to create a pressure of fifteen pounds to the
square inch? Yes..

704. In order to do that you have to exhaust through your plpes what represents a pressure of
fifteen pounds to the square inch of your gear? Yes.

© 705. Is that the way you understood Mr. Patterson’s questlon ? No. Patterson’s
suggestion was, that we would not be able to do it. He contended, that if we oould h'ml SO many
more wagons by using the vacuum hrake, we should lose it in another way—we should put so
much on our engine that we would not be able to it. That has never been proved to be th ecase on
railways where either type of automatic brake has been used. The steam required for either the
Westinghouse or the vacuum has never affected the capacity of the boiler.

706. But you have to create the power which is necessary to exhaust the atmosphere so as
to create the 15-pound pressure on the brake gear? Yes; the atmosphere does that.

707. You have to draw from your gear, somehow,. what is tantamount to a pressure of
fifteen pounds to the square inch ? ~ Yes; but . L .

708. That is what Mr. Patterson meant; and he wanted to know what amount of boiler

power it would require to create that vacuum?- It is almost impossible -to say. We know, in
practice, that it has been the experience of all the companies that have used these brakes, that it
has not hampered their boiler power, wherever applied. They have al\mya had ample power for
" both the engine and the brakes. :
' 709. By Mr. Dumaresq.—Then, the fact of the matter is, that the power of haulage 1s not
- lessened by the equivalent of ﬁiteen pounds to the square inch ?  Oh, no; it simply means that
we use a little more coal, and have to generate a little more steam. The power of haulage is not
lessened in the minutest degree.

-'710. By Mr. Hope. —There is a general question I want to ask you. Has the general traffic
increased on our railways to any great extent during the last twenty years—to such an extent as
would warrant the change in our brake system? That is a question I could not answer. Our
loads have increased, and our mileage has increased ; ‘but I could not speak as to the financial
aspect of the matter.

_711. By the Chairman.—Do you keep any record of the faults that occur in the chain
brake—that 1s your principal brake, I think? That is our continuous brake.

712. Have you any record of the faults that have occurred in the working of that brake ?
I do not know that we have, but we have a very close system of examination. Our chains are
examined every trip, and every twelve months our brake- chains are taken out and annealed—that
is, they go throngh the fire and are softened, and every link is examined for fracture, and so forth.
Then that is recorded.

713. Then you pretty well know what number of faults there have been in a chain, Oh, I
dare say I could find that out.

714. Mr. wMchmmk says, in his evidence, “ Of my own knowledge, I know of aserious
failure in that respect.” Can you give us any return, shown by any reports you have by you, of
the mileage that you have run each year, and the lepmted failures of your chain brakes on the
trains ? We]] I do not know that 1

715. You gave us a return yestelday of the mlleage run with the - Westinghouse and
vacuum brakes, and the number of faults? Yes.

716. And could you not, in the same way, give us, approximately, the mileage you have run,
and the number of faults, in the case of the chain brake? I do not think [ could.

717. You could not get such & return as would enable us to make a comparison between the
chain brake and the Westinghouse and vacuum brakes, on this line? No, I am sure [ could unot.
In the first place, we never kept a record as to brake chams or anything of that sort, until the
last three years.

718. Well, could you give us the return for the last tlnee years? No.

719. Nor for the last year?- No. We have not the same system that obtains.in England
of keeping a record of the mileage run by railway trucks and carriages. We could not keqp 1t.

720. And you say that you could not even do it for this last year ? I do mnot think so. 1
should be very pleased to meet your wishes, if I (,ould possibly do it ; but we have not the records
I could take the information from.

"The witness withdrew.

\
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JAMES F.[NCHAM, called and eu;a'zminef],.

Mr. Fincham made the statutory declaration.

721. By the Chairman.—Your name is — ¢ James Fincham.

722, And you are an engineer? A Member of the Instituze of Civil Engiueers.

723. And you were the Engineer-in-Chief of this State-for many years? Yes, for :nany
years.

' 724. You understand the general railway system of this State? Yes—seeing that I constructed
- most of it.

725. And you are fully acquainted with the brake ‘system that has been in use on Tasmanian
railways for many years?, Well, I know that they had'the old chain brake on the Western line,
and that they have had the Westmghouse brake subsequentlv on some of the eugines.

726, That is the only line you are referring to ?  Yes.

727. Of course, that was when they had the 4-ft. 84-in. gauge? No, the 5-ft. 3-in.

728. You know the class of brake that has beeun in use on the Main Line and the Government

“3-ft. 6-in. lines? I do not know what has been used lately ; but I know what was used before.

729. Will you describe, from your own knowledge of the facts wh(nt brakes were used ? The
W estinghouse was partly used on the engines.

~“O On the 3-ft. 6-in. lines? On the 3-ft. 6-in. lines—yes. And the chain brake, to some
extent. '

731. And the hand brake—the lever brake? Well, that would be used in some places—in
the guards’ vans, for instance.

%32, From your experience and your knowledge of the mllway systems has that chain brake
been, to your mind, an adequate and efficient brake to control the rolling-stock and to ensure the
pubhc safety 7 As far as | know—yes ; for a great number of years.

733. Is there anything that has come within your knowledge in connection with the train
service of this country that would, to your mind, justify a large expenditure at this time in
equipping the whole of the train service of this State with the automatic brake? Never.

734. That is to say that, as far as your experience and your knowlege is concerned, the train
service has been effective, and safficient in all respects for the public safetv Yes: 1 do not
recollect hearing of any accident at all, at any time, in connection with any defects in the brake
system. Of course, if wmoney were no object, I should prefer a brake like the automatic’ vacuum
brake ; but I take it that the duties of thuse who are responsible for the safety -of traffic ‘on the
mxlway are limited by ordinary reasonable precautions., You can, as in the case of spending a
large sum of money upon these antomatic vacuum bmkeb pay t0o high an insurance for safety.
The number of trains, the weight of trains, the speed of trains in this State are all, one might say,
comparatively small,compared with same things in otber countries. There are pldces such as Great
Britain and parts of the continent of Europe, where this vacuum brake is a necessity, on account of
the very high speeds and the tremendous weights of the trains. Of course you can make this
insurance for the public safety cost anything you like. You ecan go one beyond the vacuum brake,
and to provide men to patrol the line and watch every inch of it, as is done in'the case of Royal
journeys ; but that would really not be necessary in the case of or dinary traffic.

735. Youare acquainted with the low rates of speed at which trains travel here —all except the

express? Yes.

736. You know the speed at which the mixed and goods trains travel?  Yes.

737. As a question of insurance, would you regard it as a wiser expenditure to reduce the
grades and have more extended curves, and otherwise to improve this permanent way, or to intro-
duce a better system of brake? Oh, what you are proposing now, sir, would cost enormously more
than the introduction of any system of brake you might decide to 4dopt on the rolling stock ~that
is, if you propose to make the work on the permanent way effective.

738. But, as a question of insurance, the further safety would be better secured by - lighter
grades and easier curves than by the introduction of a new brake? Yes, giving the same rolling-

stock and the same brake-power as at present. '

739. And as a question of insurance—merely as a question of insurance—which means would
you consider the best to adopt? I do not know whether I quite follow you. I want,if T can, to
make the Committee understand that any effective reduction of this steepness ot grades ‘and the
sharpness of curves on our railway system, in a mountainous couutry like this, wounld be equivalent to
making an enormous proportion of the mileage of the railways over again. What I really wanted

-

to explain a few questions ago was, that I thought, with the commonest ordinary précautions, very.

reasonable provision had alr eady beeu made for the safety of the travelling public, by the dpphances
that have been in use now forso many years.

740. Have you ever had any experience in managing a railway ? 1 was never managing—no.’

741. I suppose you have a fhir idea of how the departmenss of a railway would work. For
instauce, supposing a brake were defective, or not sufficient to control traffic, from whom would you
expect to get a’complaint as to the inefliciency of the brake? The Locomotive Superintendent.

742, I'rom whom would he expect to get it 7 The drivers or the guards.  Oune or both.

743. Would you regard it as a matter of duty on the part of these men to report the 1ueﬂ1(19ncy
_of the brakes? Cer tainly.
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744. Aund if no such report were made to the Locomotive Superintendent or the General
Manager, would you regard those men as capable of saying whether the brake was efficient or not?
Yes; any ordinary mechanic could say that.

745, The driver? Yes; any man in charge of an engine ought to-have knowledge enough
for that.

746. And if you were oeneral manager of a railway company, and you received no complaints
from your staff, you would consider the brakes in use sufficient ? Yes; taking the absence of com-
plaints, together with the absence of accidents.

747. Of course, you will understand, Mr. Fincham, that this is a lay committee. There are no
engineering experts amongst us here. If T do not put any questions to you quite elearly, I hope
you will not hesitate to ask me to put it in such a way that it may be perfectly intelligible to you.
Now, in reference to the permanent-way of this railway, would you regard rolling-stock and engines
with a weight of 10 tons 7 cwts. on the axle, running at the rate of thirty-eight miles an hour over
a permanent way laid with 43-1b. rails, safe—would you regard that service as having an element of
risk in it ?  Certainly, if, as you say, the weight on the driving-axle of the engine is over ten tons.

748. It is 10 tons 7 cwts ¢ Then the sooner you put a 60-lb. rail under it the better.

749. T believe that the records show there have been no accidents in running over that portion
of the line; so I puta proposition to you in this way : in running over that; Ilght rail with engines
of that weight there has been immunity from accident ? Yes.

750. The brakes in use have not been responsible for any accident, and the horhtness of the
rails has not caused any ; so that the immunity from accident is equal in both cases ? the s0.

761. Well, then,.-on that, from an engineering-point of view, which would you regard as the
more urgently-needed expenditure: that necessary to relay that portion of the line with 61-1b. rails,
or—taking all the conditions of the service into consideration in each case—that necessary to equip
your stock with a superior brake? Decidedly, I should prefer the re-laying. Any engineer of
experience would tell you that it is risky to run engines of ten tons and over on the driving axle on
a 43-lb. rail.

752. And you regard that improvement as the more urgent ? Far and away more urgent;
because, as.1 have r\,lremdy explained, I think the insurance of the safety of the public with regar d
to brakes is sufficiently provided for by the appliances that are now in use, and that we know have
acted perfeetly well for so many years.

753. By Mr. Nicholls.—1t has been said, Mr. Fincham, that we are running our railways
with some dzmger_to "the public, on account of ‘the absence of the automatic brake from our stock.
1 suppose that, theoretically, that must be correct : there is always some danger? Your uestion
brings me back to what I said hefore. It is merely a question of extra and perhaps unnecessary
insurance for the public safety.

754. Then, after all, it comes down to this: do you think, from your experlence of these lines,
you require an alteration of the brake system ? No; candldly, 1 do not.

755. By Mr. Hope.—Are you aware, Mr. I‘mcham, that in some of the other States they are

applying the automatic vacuum brake to their railway stock? Oh, yes; in several of the other
States they are doing so. I don’t think they are doing it In Vietoria ; but the brake is being
adopted in Queensland, South Australia, Western Australia, and to an enormous extent ou th(,
Continent of Europe and in Great Britain.
- 756. Another question 1 would like to ask you. Do you consider that this automatic brake
is a safer brake than our present chain brake? I think, as a brake, it is preferable. It is so safe,
because if a train parts, or any part gets out of connectlon, the brake claps itself on at once,
automatically.

757.. Of course, the steep grade has been referred to, between Colebrook and the Tunnel, as
to what would happen in the event of & train parting close up to the engine on that grade, with
the chain-brake system. With the automatic vacuum brake the train would be almost peliectly
smfe ? Yes, it would be pulled up at once.

758. And with the chain brake, if the train got a little momentum nothing would stop it ?
'Well, you see, you have the engine brake.

759. But I am speaking of the train parting, and what might happen to the part that llad left
the engine? Well, with the automatic brake, the train would be pulled up at once.

760. Then you consider the automatic brake the best? The best brake going—if you
require it.

761. You have given a good leply as to cutting down grades. You stick to that? Yes.

762. We have ﬂlades on the Western line that it would mean re-construction if we started
to cut them down? Yes; and some of the other lines are worse than that.

763. You say that an engine-driver should have a knowledge of the requirements of the
brake-power of the train he is driving? He is not fit to be on the train if he has not.

764. Is it not @ fact, that the bull of the engineers on onr traius have no knowledge of any
service outside the State? T do not know about that.

765. Well, my experience is that most of them have started as boys in the yard, and worked
their way up. They could not have any actual experience outside. Would it be fair to expect these
men to have a knowledge of the brakes? Yes; [ think so, certainly. g

766. And they. shonld have experience of the vacuum brake ¢! You did not ask me that,
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The Chairman: 1 asked Mr. Fincham whether a driver should have sufficient knowledge of
the brake on his train, to know whether it is able to control his train or not.

767. By Mr. Hope.—1 understand you. Than the next point, Mr. Fincham, was as to our
light rails. You said there was a possible danger with the light tails. If we putin extra sleepers,
would not that overcome the difficulty of the light rails—I understand we have done that? Yes.

768. We have more sleepers to the chain with the light rails than with the heavy rails? Yes;
I had the extra sleepers put in when I had charge. That would make some little difference, but
not sufficient to eliminate the danger. ' :

769. It would lessen the danger? To some extent, it would. In the same way that if it were
practicable to lay the rails on a solid floor it would lessen the danger. But there are other forces
when a train is in motion, in addition to the mere pressure downwards, There is the strain to right
and left, and the surging. If your rails are too light, no quantity of sleepers will secure you against
breakages. . i

770. By Mr Dumaresq.—We have had a good deal of evidence about this possible parting of
trains, as to the steep grade from Colebrook up to the Tunnel ; and the question was put, if a part-
ing took place up at the top of the grade, would the present brake at the rear be sufficient to stop
the disjointed train from running down to the bottom without danger. What do you think? I
could not say positively, off-hand. 1 do not know what would happen with the present brake if a
train did part. It is a thing that has never occurred, that 1 heard of. The parting, of course,
would be going up the grade, not coming down. '

771. In case of a parting at the top of the grade, would our present brake be sufficient to pre-
vent the train getting to a dangerous speed and running off the lines? 1 am not prepared to say
positively what would happen.. But I will say this much, that if I had my choice, in such circum-
stances, of being in a train with the automatic brake, or one without it, I would sooner be in the one
with the automatic vacuum.

772. By Mr. Hope.—I may tell you that the Mechanical Engineer stated that we have had
seven breaks within the last twelve months, but not in bad places; and that they had discovered
eleven other breaks at the various stations. Of course, that shows that there is always a great risk ?
Oh, couplings are always breaking, more or less. : :

773. By the Chairman.—Is the chain brake worked invariably from the guard’s van or from
the engine ?  Generally from the guard’s van,

774. Mr. Nairn was explaining to us that when the old Main Line Railway Company was
runving here they used to separate their chain-brake, and make one half work contiauously from
the guard’s vas, and the other half from the engine. Well, if; in those circumstances, the train
broke away, would you consider that the guard’s van, with a brake over half the train, would be
sufficient to hold the train in check ?  With the light trains we have, I think it would.

775. It is a steep grade from Colebrook up; 1 think 1-in.-50? No, the ruling grade is
1-in-40. . :

© 776. And you think that with the loads we haul, in the event of a break taking place, with
the train braked half from the engine and half from the guard’s van, the guard would be able to
hold his part of the train in check ? Oh, certainly, he ought to be able to; because it is an under-
stood thing among engineers that if you brake effectively one wheel in every three in your train it is
braked enough.
s777. 1 am sorry Mr. Patterson is not here. Is there any other informatlon, now, that you
could give us that you think would be of service, Mr. Fincham? I do not know that I can offer
any other information, sir; it does not occur to me at this present time. Of course, I noticed
what was reported in the newspapers as to the suggested improvement of these grades and curves
as a substitute for providing this automatic brake; and I at once saw that the thing was out of the
question. It would mean re-making the railways. -

778. Wonld the use of the automatic brake generally increase the danger with these light
rails 2 [No reply.]

779. 1s not the automatic brake more severe on the permanent-way than the other brake is?
I should say not. The automatic brake is a splendid brake in many ways. You can keep putting
it on gently to take off the jars. _

780. Then it would not increase the danger on the light rail? No; I do not think so.

[The witness withdrew.]

GEORGE E. MOORE, called and examined.

Mr. Moore made the statutory ‘declaration.
~781. By the Chairman.-—Your name is George Edward Moore? Yes. -

782. And you are a Member of the Institute of Civil Engineers ? Yes.

783. Can you tell us what your experience has been in ccnnection -with railway engineering,
Mr. Moore? Well, for the last thirty years or more—ever since 1863, in fact—I bave been
connected more or less with railways, in survey, construction, maintenance, and administration.

784. In what parts of the world? In England aund in India.

785, Andin what capacity ! As an Engineer,
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~ 786. As manager at all ? Not as manager. :

787. As manager during construction? In India, as a rule, the engineer is perfectly separate
from the manager—a separate department altogether. -

788. T suppose you have had experience of most clusses of brakes? Yes; I was in India
at the time when the two automatic systems—the Westingkounse and the vacuum-—were fighting
it out for the precedence; and we decided in favour of the vacuum, after very complete experiments.

789. You know the railway system of Tasmania? I have been over it.

790. You know the curves and grades, roughly ? I know, roughly, that the ruling grade is
1-in-40.,

791. And you know, approximately, the rate of speed at which our goods, and mixed, and
express trains travel? Well, judging by the mixed trains I have travelled in, I' judge that the rate
of the mixed trains is very slow. - ‘ )

792. Could any comparison be made between the train service in India and the train service
in this country ? Not very well; because the train service you have -here would be only the
train service of a branch in India. .

793.. Are the curves and grades in India similar to the curves and grades here? On some of
the lines they are, but on very few. Generally, both in the case of the wain lines and the branches,.
‘the broad gauge is used, with a ruling gradient of 1 in 100, and flatter curves. But there- are
hill railways and other lines in difficult country;, where you have—I cannot remember the exact
grades, but they are more severe. ) o ' .

794. But the rates of speed are much higher than they are here, I suppose? On the same
lines, certainly. _— . :

795. Do you know the class of brakes they have in India? When I was there the vacuum
brake was being completely fitted on to-all the passenger trains; but the wagons for goods,
merchandise, and minerals were not so fitted. - .

796. How long is it since you were in India? Oh, I suppose it must be six or seveu years.

797. Do you know the class of brake with which our goods trains and rolling-stock are fitted ?
No, 1 do not know. Ts it the vacuum ? : '

’ 798. No. Have you had any experience of the chain brake? No. The chain brake was
never used on any railway with which I was connected.

-799.. Supposing that you had been connected with a railway system which had had a certain
class of ,brake, and had enjoyed an immunity from aceident with that brake in service for a period
of twenty-five years, would you feel disposed to recommend this expenditure of a large sum of money
to fit your rolling-stock with another brake ? Well, it would depend upon the position I was in.
1f I were an executive officer 1 should like the best tools I could get to work my railway with ; but,
if 1 were an administrative officer 1 should, of course, have to consider the cost.

800. That would be a material factor ? That would be a material factor.

* 80l. And if you were the administrative officer of a line which was losing heavily on its working,
year by year, you would not, I suppose, feel disposed to incur more expenditure? I certainly
should not be disposed to incur more expenditure than I considered necessary for -the working of
‘the line, so long as I considered that things were safe. ‘

802. And if twenty-five years’ experience of working had proved to you that the line was safe,
since no accident had resulted in all that time for which the brakes could be held responsible, would
you regard that as sufficient proof that the brakes were safe? Yes; I say that if you are twenty-
five years working safely, you may safely expect to go on so for another twenty-five.

803. But, of course, if you increased your rate of speed, or increased your loads, that would be
justification for an increase of expenditure; if necessary? Many different factors come in.

804. But considering that your train service had not altered in any material degree, nor your .
rates of speed been increased, in that period— considering also that the loads you were hauling had
not increased-—you would not feel justified in incurring any further expenditure? I do not quite
know why the vacuum brake is being asked for here, if that is what you mean. 'There are two
reasons, 1 take it,for which the vaéuum brake would be necessary. One reason is, that in case of a
broken coupling in a bad place, the result of the break would be discounted or done away with, if
you were using the vacuum brake. But there is another reason, taking the case of the metropoli-
tan railways in other parts of the world, they could not do without the vacuum brake: they run
heavy tratfic at great speed. 'There you haye trains every two minutes rushing into a station and
stopping dead, and away again. Without a very powerful brake they could not work such
a traffic. There is no question there of the risk of accident caused by couplings parting on
heavy grades, because they have not.got any heavy grades. Here, of course, although your traffic
is light, you have heavy grades; in fact, that is the only excuse I can imagine that you could
have for introducing the vacuum brake. But then, I say, prevention is better than cure ; you should
not have an accident to your couplings.

805. Can you prevent accidents to your couplings ? Well, you tell me that you have heen
twenty-five years without an accident, which proves that your couplings are quite strong enough for
your present weight of carriage. With proper inspection, under such conditions, there should be
no accidents. ‘ ' :

806. But yoa consider tliat there is an element of risk:in runving engines weighing 10 tons 7
cwts. on the driving axle over a permanent way with 43-1b. or 46-1b. rails, at a speed of thirty-eight
miles an hour? In India, if I remember rightly, we limited ourselves to nine tons on the axle.

N
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807. On what weight of rails? Tractically, the same rails as yours—42-1b.

808. At what rate of speed ? They nsed to run, on the lines I speak of, up to about thirty
miles an hour.  Of course, there is an element of (lauoel i all railway travelling, as in all means
of locomotion : it is only a question of the degree of risk. .

80S. WWould the extra eight miles an hour we run increase the elemeat of danger? It might
do, to a certain extent. There are things one can hardly give a very precise answer about. .

810. By Mr. Hope.—You are aware, 1 Quppo:e that in all our railways throughout this State
we have got many very steep grades ? Yes ; J-1n-40 is the mlmg grade, 1 believe.

811., On-a line of that kmd would you consider an automatic brake a  wuch safer brake for
the tldvellmg publie than the common (,hd,lll or haud brake? O, yes, certainly.

812..And if you ere the Manager of the Railways—the same as Mr. Hudson is—would you
recommend automatic brakes : did I understand you to say that? Waell, I should call Mr. Hudson
an executive officer. "If I were in-the position of Mr. MceCormick, adv1smg the Minister, it would
be different. He has to discuss and consider the financial point of view when it comes in.

813. But you should leave the finaneial point of view 1o the Government, should younot 7 Oh,
no. Why you might have a lot of safety appliances that you have not got, for that matter—means
of ensuring safety that are applied in England—and an executive officer might say, “1 want them
all here.” But in the circumstances, with a few trains running only, at a very slow speed, there-is
no absolute necessity for such apphance., I should call them luxuries, although, from - the strict
point of view of safety, you might have them"all, interlocking points and signals, and everything
else. But, as I said just now, in iy opinion, considering the slow speed of your trains, and the
small number of trains you run a day, it would be absolute waste of money to. indulge in such
things. There are many factors that come into the consideration of such a question.

814. Of course, we bave some proofs ‘that our couplings have already been broken on our
trains?  Well, that also is a factor to consider ; that shows, apparently, that your couplings—unless
it may be satisfactor ily explained othexwlse—cou]d be 1111p10ved

815. Of ecourse, may tell you that some little time ago I had an experience of a train sliding
back ou frosted rails, and then jerking. We were on a piece of the line where there are three or
four miles of 1-in-40 all the way. 1 had a feeling thenof, “If anything broke, where would we
be?”—and 1 felt that I would be much safer on a train w1th an automatic brake than with a chain-
brake : I suppose you will admit that? Certainly.

816. By the Chairman.—In using any class of brakes, Mr. Moore, would you not expect that
if the brake were weak or defective and did not properly control the train, the first complaint as to
its want of efficiency would come from your dnung statf ?  Well, yes; you certainly would
expect it,

817. It would be the driver's absolute duty to report the fact? Yes—the deficiency of the
brake-power on his train. :

818. And in the absence of such evidence, would you regard it as a luxary to go in for a
large expenditure to fit a new brake to keep the trains under control? At any rate, you would
first want proof that with your present brake, the trair, in the case of couplings parting, would not
be under control. That could be easily shown by e}xpeuments on oue of your trains. You could
detach a train, and see whether a guard's brake is sufficient to control it. If it would, no more
need be said ; it is perfectly safe.. : :

The witness withdrew.

i

CHARLES C. NAIRN, called and examined.

Mr. Nairn made the statutory declaration.

819. By the Chairmun.—Y our name is ? Charles Cameron Nairn.

. 820. Aud you are an‘engineer? Yes; in the Government Railways Department.

821. By Mr. Patterson.—How long have you been engaged on the Mam Line Railway, M.
Nairn? About 29 years.

822. And I suppose that you have had a large experience of the running of that line, or as
Jarge an experience as that of any other officer in the ser vice 7 Yes, probably as large as any one,
50 far as experience of the actual runuing is concerned.

823. Now,is the condition of the permanent way and rolling-stock better or worse than it
was when the Grovernment acquired the line by purchase from the Main Line Railway Company ¢
Well, I should think it is decidedly better.

824. You have a heayier permanent way in places? Yes, ' ) «

325. And be'tter rolling-stock 7 Yes. '
26. And better passenger- -carriages? Better passenger- -carriages, yes.

827. In uddition 1o that you have adopted the aufomatic_vacnum brake on all express trains?
Yes, that is so.

828. Well, now, referring to the period previous to the pm(,hdse of the Main Line by the
Government; can you tell us how the traffic was conducted, and the character of the brakes used on
the stock? Do you mean as regards the style of carriages and brakes?
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829. Simply as regards the brakes? The brakes in use were the Clark and Webb continuous
chain-brake, which was, of course, a very excellent brake, applied by friction from w drum on the
axle, and a loose’drum under the van, which wound up the chain.

'830. Did that chain-brake act e{ﬁ01emly7 It was very successful on the. Wldm Line. Of
course, there was a difficulty soon after the start, and it was a cause of trouble that occurred in
Eng]m)d, too ; there was a liability of the chain breaking, and 1f the chain broke the train was not
under proper control. But the company overcame that difficulty by fitting the tenders with the
same brake; so that they braked five vehicles from the van forward and five from the enome back.
By this means the difficolty and risk were overcome.

831. And these brakes worked satisfactorily on your passenger trains at that time? Oh very
satisfactorily. T ‘hey are working now with the same brake.

832. Now, in the mixed trains at present ranning you have the same continuous brakes fitted
to the passenger carriages? Yes. Of course 1 conld not speak so positively as to these brakes
now. Although it is still the Clark aud Webb brake that they are using, I cannot say whether it is
as effective as it was on the old Main Line. The conditions are not, pex hapa, quite the same now.
As a matter of fact, 1 understand, from what I have learned and what 1 have poticed in travelling,
that they do not hold so well on the double-buffer stock as they did on the Main Line Railway at
the time I spoke of just now.

833. Now, how many accidents have occurred on the Main Line during the past 25 years
through the parting of trains—many? Speaking from what has come to my own knowledge, I
have no recollection of any. Plenty of trains have parted, but 1 do not know of any accident.

834. Then,so far as the experience of the past is concerned, the parting of trains does not exist
as a reason why the antomatic brakes should be introduced? I should not think so; at any rate,
not as far as my knowledge goes.

835. Now, I suppose that during the course of your experience you have had to bring down
very heavy trains from the tunnel to Hobart? Oh, yes, frequently.

836. Can you tell the Committee how many trucks you have had ina train 2 Oh, up to 25 or 26.

837. With one engine? Yes; one engine and one van.

838. And you canie down with safety and without trouble? Yes. :

839. Then, hasing your opinion on your own experience, you think that the experiencé of the
past does not show such a state of things as amounts to .an 1mpe110us demand or mnecessity for
the use of automatic brakes on that stock? 1 do not know of any’suclh matter coming up. 1
never heard of-it.

840. Well now, from your knowledge of the line do you think it would be a real advantage to
take out those 5-chain reverse curves and those steep grades, in the worst places 7 Well, ofcouxse,
that involves a traflic question as to what the cost would be. There is no doubt that theimprovement
you speak of would be a decided acquisition to the line : both with regard to the saving of wear
and tear on the way, and the stock, the comfort of the travelling public, and “the extra freight that
could be carried over that portion of the line if the difficult curves and grades were eliminated.

841. By the Chairman.—And it would be conducive to'the safety of the general public too?
Of course, if' you get the curves out you increase the safety of the line.

B42. B_q Mr. Patterson.—You have seventy or eighty miles of the Main lme laid with 46-1b.
steel rails ? I suppose about seventy-eight miles, at the present time. .

843. And you have express trains travelling at the rate of thirty-five wmiles an lour, with a
weight of ten tons on the axle? Quite so.

844 Do you think that is a safe procedure? I should not like to say it is unsafe; but I
think it would be desirable if there were a bigger margin of safety allowed in the weight of rails.

845. Which would you prefer, if you had the choice, and the alternative were afforded you, to
equip the stock not equipped so far with the automatic brake or to re-lay this. road with a 60-lb.
rail? As an Engineer | should undoubtedly say re-lay the road; because the very fact that the
use of the auntomatic brake increases the strain on the road would pomt to the necessity of that,

846. It is a fact, I believe, that the automatic brake has a much more destructive tendency on
the rail than the ordmaly brake has? I should say that there is no doubt about it.

847. Now, Mr. Nairn, I am going to ask you another question; but you need not answer it
unless you like. Comldelmg the financial position in Tasmania, with regard to the working of the
railways—bearing in mind that for years we have been working at a loss, and that there was a deficit of
£110,000; which amount has to be made up by the general ta‘(payel—do you consider that there
is such a crying need for this automatic brakethat it 1s imperative on us to adoptit? That is really
a question for the management. I am not in a position to answer it.

848. I will take that answer. 1 have asked you to be summouned more partlculm ly because of
your experience in working these long brakes with ballast-trains, goods-trains, and others. For
twenty-five years, or more, you have conducted that work without an accident ? Yes; 1 do not
know of any accident ever arising by reason of the absence of brakes, parting of trains, and so on,
in the old days. I dare say trains have parted ; but I never knew of a real accident.

-84Y. By Mr. Dumaresq.—Mr. Nairn, were you in the Main Line (,omp,mvs service? Yes,
since the line started.

850. Do you not remember an accident happening through couplings breaking, at the other
side of Conara, and the carriages being thrown oft the line? That was the express, I think.
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85]. Yes? That accident was never proved to have been caused by anything breaking. The
couplings were broken, but it was an open question whether the engine "had not left the line before
they broke. ' '

852. But they did break? Yes; when the train was examined after the accident the
couplings were found broken. But at the time, to the best of my belief, the accident was never put
down to being eaused by a coupling breaking.

853. By Mr. Hope.—Do you consider the automatic vacuum brake a safer brake than the old
-chaifi-brake? I think it is a very excellent brake. '

854. But do you think it is a safer brake? Well, it would be a safer brake, because it would
be applied to all the: vehicles at once. I think it is undoubtedly a better brake than the chain-brake.

Mr. Minister of Lands and Works : .1 do not think' I ought to ask Mr. Nairn anything. I
have had his chief here, and I do not think I ought to ask him any questions on this matter after
Mr. M‘Cormick’s evidence has been given. ' )

The witness withdrew. -

Tuurspay, NovemBEr 7,.1901.

WILLIAM CUNDY, called and examined.

Mr. Cundy made the statutory declaration. . .

855. By the Chairman.—Your name is William Cundy? Yes.

856. And you are a mechanical engineer ? A mechanical engineer—yes.

857. At present engaged by the Mount Lyell Railway Company? Yes—the Mount Lyell
Mining and Railway Company. . ‘

858. And you were formerly connected, as Locomotive Superintendent, with the Main Line
Railway Company ? Yes. '

859. For how long? From 1878 till the time we sold the line; December of 1890, 1 think
it was—yes. . :

' 860. During that period what class of trains did you run? Oh, we ran the express trains, the
mail trains, and the ordinary goods trains ; and the coal traffic on the line from Fingal.

861. And what were the average rates of speed of those trains? Well, the express train was
twenty-three miles an hour, and the other trains were practically fifteen. It takes nine hours to
go from Hobart to Launceston by ordinary train. At least, that was our time-table.

862. And the coal trains? The coal trains were about the same.

863. Fifteen miles an hour? Yes. : ‘

864. You could not speak with any certainty, I suppose, as to whether those rates have been
increased since you left the line? Wo, I could not.

865. What was the class of brake used by your company ? We used Clark and Webb’s
frictional chain brake. Tt was reckoned the best brake in England up to the time of the Westing-
house and the vacuum brakes coming in. It was used right through by the whole of the railway
companies in England, the London and North Western more especially.

866. Did it prove an effective brake on the Main line'during your time? Yes. I never had
a wishap with it—never had a chain break the whole time. Of course, the chains were properly
examined and tested, and manufactured for the purpose. :

867. Did you ever receive any complaints from your driving staff during the time you were
Loecomotive Superintendent, to the effect that they were unable to control the train with the brakes? .
No ; but I did suggest to Mr. Grant on one occasion to put side-brakes on to the trucks, in addition
to the chain brake, because in coming down heavy grades the guard could lower the side lever, and
it would assist him. But Mr. Grant said he had no moneyv; it would cost from £10 to £12 a
truck to do that. Then [ introduced an improvement in the use of the chain brake, by dividing the
train—one half' for the guard, and the other half under the control of the fireman, and that was
the way the stock was fitted up when wesold it. But after the Government took the line over, Mr.
Batchelor introduced the side brake, and took away the chain brake. I don’t know what he did it
for; that was his business. . .

868. Well, under that system of control—dividing the train into halves, and having one half
braked from the van and one half froin the engine—would you onsider there was any undue risk
if a coupling broke on the loug bank going up from Colebrovk to Rhyndaston—would you cousider
that the part of the train that was detached would beable to controlitself? Certainly. The guard
or the fireman could control either half of it. 'I'he brake was so adjusted that you could put a
pressure on sufficient to skid the wheels.  The same brake is being used yet on the Zeehan and
Strahan line. .

869. Then would you regard the equipment of the ordinary stock—that is, the mixed trains and
the coal trains—with the automatic brake as unnecessary ? If I were Liocomotive Superintendent,
and was asked the quession if I would have the stock fitted np with the vacuum brake I should
say, no. [t is not good enough. The traffic is not sufficient.

870. And the express? On, I would have it.on the express, certainly. I fitted the
express myself with the W estinghouse. '
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871. You considered that necessary, I suppose, because there is a high rate of speed?  Yes.
We pulled up the express with the Westinghouse brake at Tunbridge in 125 yards.

872. What was the average mileage that you ran here in your trains, roughly ? We used to
run about 8000 a month. '

873. About 100,000 miles a year? Yes.

874. And you were there twelve years ? Yes; thatjs the time I was there.

875. That means 1,200,000 miles of railway service? Yes; and you must remember that it
was on 40-1b. rails, too—the old ones.

876. Did you ever have a fault with your brakes? No. : .

877. You ran 1,200,000 miles during your period of service without a fault in the chain brake?
I never had the chain break once, and I never had anything to happen to it.

878. Before coming here, you were requested to examine the brake equipment of the Mount
Lyell stock 7 Oh, I see it every day.

879. And you thoroughly understand it? Oh, yes. Of course—you will excuse me—1I do not
compare the Mount LyellgRainay with these of yours. The Mount Lyell has a grade of 1in 18
or 1 it 20, and they have to climb up with a rack and pinion. If anything happens to their motive
power they rely entirely on the brake; and I quite agree with the need of the vacuum brake there.
But they do not use it for the local traffic on the trains that bring in firewood and logs for the saw-
mill. They use the central-buffer stock they bought from the Government. They use it every day
for local traffic. They have no vacuum brake on anything but the engine.

880. They do not use a brake, even on the guard’s van? No, they depend entirely on the
engine. But for the through traffic, where they have to go up the steep grade I have mentioned,
I consider the vacunm hrake necessary.

881. Are the class of trains you mention as being without the chain brake, or anything but
the engine, practically used to convey passengers? Oh, no. ‘

882. Purely goods? TFirewood, and logs for the sawmill.

883. Do you consider that the difficulties of grade, and so forth, attending the traffic on the
Mount Lyell Railway, involves more risk than any that is incurred by the trains now running on
our Main Line? Yes. ' '

884. I mean—outside of the 1-in-18 gradients you have spoken of—what are the general
difficulties of traffic on the Mount Lyell Railway—how do they compare with ours? The general
difficulties there are greater than they are here on the Main Line. ]

885. And the risk is greater on the Mount Lyell Railway than on the Main Line? Yes. I
might tell you, for your information, that when Mr. Price Williams was here, going over the line
and making a valuation of it, with a view to closing with the Government, this brake question
came up, and he and I went out on the express one' morning as far as Brighton. I had arranged
for twenty-six wagons, Main Line wagons, to be loaded at the Tea Tree siding, with firewood, hay,
straw, wheat, and general produce; just twenty-six wagons and a guards’ van. There was 187
tons dead weight behind that engine, and we negotiated that train from Tea Tree siding to Hobart.
She went down the bank from Brighton, and up the bank to the dip going down into Bridgewater—
a grade of 1-in-40; and that engine—one of the new ones that I got built before I left—took those
twenty-six wagons and the guards’ van up that hill and down again with those brakes that 1 have
told you of. That was for Mr. Price Williams’ information, in order that he might be able to
satisfy himself that it was an effective brake. Of course, he had seen it worked in England, but
not under the same conditions ; they have not the grades there.

886. You have examined the brake equipment, then, of the Mount Lyell Railway ? Oh, yes;
I know it well. Before now, I have had to repair it.

887. And I gave you a letter this morning,in which I asked Mr. Hudson to allow you to look
at the brake equipment on the Government stock—did you do that? Yes; Mr. Hudson was
not in, but Mr. Winterson sent a messenger along with me. There was only one truck they fitted
with the brake.

888. Only one truck there had them—whbat was that? A four-wheeled truck.

889. Well, do you know whether the Mount Lyell bogie wagons are fitted in the same way—
do you knowhow they are fitted ? Oh, I

890. I have some information here to the effect that they are fitted with one )8-inch cylinder—
is that right? Yes; that is right.

89]. That is quite correct? Yes.

892. Well, I asked one witness a question as to that, and it was stated that the Government
bogie wagons have two cylinders, almost doubling the mechanism ; and the question was asked as
to whether it is necessary to incur that expense—do you, from your knowledge, consider that the
extra cylinder is necessary or unnecessary, if the hrake is adopted on the Governmeunt railways? 1
think one cylinder is sufficient—quite sufficient.

893. Of course, I am not a mechanic, and do not understand these things: what is the effect
of having two cylinders—does it increase the safety of this brake ? It gives inore power to the
brake. Of course, the area of' 18 inches is doubled if you have two cylinders.

894. Then it doubles the power of the brake? Yes; it doubles the power of the brake.
But, you know, when they apply the brake it is distributed through the whole of the train; it is
not all given to one truck. ' .

895. But the proposal is.that each truck braked shall have two 18-inch eylinders? Yes.
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896. And you think that one is quite sufficient? Yes.

897. They only use one 18-inch cylinder gomﬂf up the steep grades you spoke of just now on
the Mount Lyell Railway ? Only one.

898. That is, up a grade ofl m 187 Yes.

899. Have you anything like an idea of the loads they drag on the Main line here, in com-
parison with the loads they drag on the Mount Lyell Railway? Well, I know.that the Mount
Lyell bogie-trucks earry L5 tons.

900. But I am talking about the weight drawn on the Main line, in comparison with the
Mount Lyell. Do you know anything about that? Oh, no, I could not tell you. I have been
away three years. .
. "901. Could you tell us what you consider a full load on the Mount Lyell? That I do not
know. But you could not compare your railways, you see, with a line having a orade of 1in 18,
Of course, in the case of such a line, it-all depends upon the rack.

902. But if the rack gives way you have to depend on your brakes? . Yes: It, may be out-
side the question here, but I should like to say something about the difference in the stock. On the
Main line our wagons would carry six tons, and I could draw twelve with the same engine that I
could only draw eight with when the Government took over the line. That was on account of the
difference between the central buffers and the double buffers.

$03. This is a question, you see, of the efficiency of brakes. But I will ask you this question :
Do you think the chain-brake was more effective on the single-buffer stock than it is with the double
bufters? Well, it would make very little difference. Whatever brake you apply it causes the
friction to act on the buffers, and if you have a central buffer it moves that way [witness explains by
gesture]; bat, of course, when you have two buffers and come to go round a curve,it throws the
friction of the wheels agamst the rails, but the brake has nothing to do with that.

904. The brake would be just as effective with double buffers? The brake would be Just as
effective with the one as with the other. I am merely remarking the difference between the buffers
for the information of the Committee—the difference in the hauling of the stock ; that is exactly the
difference. You draw four wagons less with the same engine. ‘

906. Bat that would not affect the question of brakes? No.

906. By Mr. Hope—Do you consxdel this vacuum automatic brake a safer brake than the
chain-brake ? Safer ?

907. Yes? I do not think it can be said to be safer, at all, because they are all liable to
accident. If a truck goes off the road with the automatic brake and that breaks the levers under-
neath the truck, the brake is done. If a truck goes off the road with the chain-brake, the position
is not a bit worse.

908. I suppose that, as an engineer, you are aware that the various other States are adopting
the vacuum brake ? No they are not. The South Australian Government was asked to vote
money for applying the vacuum brake to its 3-ft. 6-in. stock, and Parliament would not pass the
vote ; so that it has not got the brakes to this day.

909. But the other States have got it? Well, they may have; but I know, from Mr. Goode,
who left the South Australian railways to come to Queenstown, that they are running their 3- ft.
6-in. stock without the brake in that State.

910. You will admit, I suppose, that the traffic has increased considerably since you. had
anything te do with the line? It may have increased a little ; not very much.

911. There is more passenger traffic? There may be a few more passengers carried, but I
question it.

' 912. You admit it is necessary to have the vacuum brake on the express trains?  Yes; because
there are more passengers, and more lives at stake.

913. But there are as many passengers on the Western Line, pretty well, are there not?
Well, there may be ; 1 do not know. It is a very serious question, this of brakea, and you will
find that it will cost you a lot of money if you are going to put it through.

914. By Mr. Hartnoll—Have you any knowledge, Mr. Cundy, as to the difference in price
" of these vacuum brakes fitted with a single 18-inch cylinder and with double cylinders? No; but
I know this much : that the entire cost will be from £20 to £26 for a four-wheeled truck ; that is
to cover everything. '

915. That is with a single cylinder ? Yes. Well then, the extra price will be for four extra
levers and four extra brake-blocks on a double truck. It should not.run into more than an extra
£10. :

916. By the Minister of Lands and Works.—That is for double cylinders? No; I mean for
a bogie truck, with one cylinder.

817. By Mr. Hartnoll—Well now, is there any difficulty in the way of supplying composite
stock—that is 1o say, if double eylinders were in use on a portion of your trucks, eould you run
such trucks in a train a portion of which was composed of trucks fitted with a smgle cylinder? Oh

es.

918. There would be no difficulty about that? Oh no. You know, I am speaking quite
without any feeling in the matter. Of course, your automatic connection would have to go right
throngh the train ; but as a practical man 1 rPallv would not put in two cylinders—it would be a
waste of money. If you adopt the brake at all, one cylinder will be quite sufficient for all purposes,
because you will not have a train composed entu-ely of bogie trucks; you must have some four-
wheelers in with them, dnd the power would be equally distributed through the train,
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919. Are you aware, from your reading, Mr. Cundy, whether they apply the vacuum brake on
goods stock in England? Well, 1 do not know.

920. You are familiar with the latest Board of Trade rules with regard to that matter,” are
you? No,I am not. Of course you must remember that I have been out of the railway now for
ten years. ' ' .

921. Now I learn from what you have told us in your evidence, that you did inspect a four-
wheeled wagon at the Government. railway-yard this morning? Yes.

, 922. Now, as we know that you are familiar with the similar brake belonging to the Mount
Lyell Railway, will you tell us what is the differenrce between the two?  Well, I conld not see any
difference at all. I did not notice any difference.

923. You consider that the vacuum brake used on the Mount Lyell Railway is an equally
effective one to that you saw on a similar wagon belonging to the Government stock? Tt is
precisely the same, from anything I could see.

924. By the. Chairman.—But had not the Government truck got two cylinders? No, only

one. ' ' .
925. By Mr. Hartnoll—But had that truck not got double cylinders? No, only one
cylinder ; it was a four-wheeled truck. )

926. And that truck you said, then, .was .precisely identical with yours? Yes—just the
same.

927. You mentioned, Mr. Cundy, that you first of all applied the vacuum brake to the express
here? No, that was the Westinghouse.

928. That is a vacuum brake,is it not? No, that is on a ditferent principle : that is done by
pressure.

929. And you applied that brake on account of the extra safety it gave—because there were
more passengers travelling on that train? Yes.

930. And because the rate of speed was higher? Yes. | 4

931. Mr. Hope put a question to you suggesting that there were just as many passengers, or
nearly so, travelling on the western line. Admitting that there are the same number of passengers,
or perhaps more, travelling on the Western line, as on the Main line, would the difference in the
speed of trains on that line as compared with the express between Hobart and Launceston, ma.k.e
any difference as to the necessityjof the vacuum brake? Yes; I should certainly recommend it
in all cases where there are a large number of passengers.

932. The vacuum brake? Yes. I would not single out the express especially. 1f there are
‘as many passengers in other trains, by all means apply 1t. S ’

933. Whether they are mixed trains or not? Yes; but I should not go beyound fitting the
passenger carriages. :

934. How would you do it? You could have your ordinary brake on the trucks, just the
same.

935. But, you know, we always run the trucks next to the engine, and the passenger carriages
in the rear? Then, of course, it would be more complicated. You would want the carriages next
to the engine.

936. And that would be exceedingly inconvenient, as far as shunting was concerned. You
would have to shunt your passengers all over the shop, would you not? Yes.

937. That really does present a difficulty, does it not? It does—I must admit it does. 8till,
I think that the ordinary brake that they had before the vacuum brake came in would do for the
tracks. I think that that, with the vacuum brake applied to the passenger carriages next to the
engine, should be made to do. . ]

938. What I want to get clear, Mr. Cundy, is this: that if the rate of speed on a mixed train
is, say, twenty-five miles an hour, with a low speed like that do you think it is necessary to apply
the vacuum brake? No, I do not think so. :

939. At what rate of speed do you think it would be advisable to apply the vacuum brake
Well, when I ran the express the actual ruuning was thirty-five miles an hour—that is, taking the
stoppages out.

940. And at that rate of speed you consider it necessary to apply the brake? Yes.

941. And at a speed of twenty-five miles an hour you do not consider it necessary? Well, [
think the train could be controlled by the guard with the ordinary brake.

942. By the Minister of Lands and Works.—Was the chain. brake you used a continuous
brake, Mr. Cundy? Yes.

943. It went right through every vehicle on the train? Yes, right through the carriages and
wagons of every train ; the guard’s van too.

944. It was applied to every carriage? Yeés; never a traln went out without it on.

945. Do you know anything of the brakes now used on our goods trains? They are using all
side brakes.

946. That is not a continuous brake? No ; but they use the chain brake on the Zeehan line,
you know.

947. There is 2 mixed brake, really, is there not, on the ordinary goods train now? Where?
948. On the Tasmanian lines? Here?

949. Yes? I could not tell you. I do not know what they are using; 1 have not seen the
trains lately. ) ' :
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950.. At any rate, you know there is not a continuous brake? No, I do not believe there i,
because I was told this morning that Mr. Batchelor had taken off the chain hrakes andeput on side
levers.

951. Do you think the trains should have a continuous brake, on lines like the Tasmanian
lines ! Oh, it is possible to apply a continuous brake, outside the vacuum bralke.

952. I am not asking you about vacuum brakes in-particular. Do vou think the brake, what-\
ever kind it is, should be continuous? Oh, yes ; certainly.

953. You should have a brake on every vehicle. Yes. ‘

954. Why did you split the brake, so to speak. or dévide it into parts, between the guard and
the engine-driver? Well, that was because the question was raised that the chain might” bréak, do
you see ; and the guard would lose control of the train if the chain broke at any place. That is
why 1 divided respousibility between the guard aud the engine-driver. .

955. And you recognised, then, that there was a risk? Well, it was an imaginary risk,
the same as thisis. )

956. Have not chain brakes been known to part? I never had one to break.

957. But have not they been known to break? They may have, but I never heard tell of

one. ' -
958. Do you consider that a mixed train, such as is now run, with a counsiderable number of
vehicles—cars, wagous, and so on—running between, we will say, Colebrook and Rhyndaston—do
you think it is safe, in case of a train parting on the upper portion of that I-in-40 grade, to run
without a continuous brake? Well, I Lave never seen it, Mr. Mulecahy. T don’t know the
country : but if itis anything more difficult than the Main Line—

.959. But it is the Main Liie T am speaking of ? What did you say?

960. Do you consider it is-safe to run long mixed trains between Jerusalem and Flat-top
without a continuous brake? I think it is very daugerous. 4 -

961. You think it is very dangerous to run there without a contiuuous brake? Yes, certainly.

962. Supposing, in case of a chain breaking, that a train parted—say that a coupling parted
on oné curve of 1-in-40 of a considerable length, say three miles of it—what would happen? I1f
it parted ?

963. Yes, if the train separated, and broke away? Well, it just depends upon the weight of
the train; bur if it was au ordinarily loaded train, such as runs on that line, the guard would be
able to hold his portion of it without doing any damage, and the engine would be able to hold the
other portion of the train, so as to prevent the cars from running into each other. Tither of them—
the driver or the guard—ought to be able to hold his half

964. Where would the train be likely to break ? It is impossible to tell.

965. Where is the greatest strain? Upou the fastening of the teuder.

966. Is that not the most likely part to break ? Yes.

967. Well, given u train with a van and a passenger carriage at the rear end of it, and several
loaded trucks between that and the engine, and say that that train parts at the tender, where it
would be most likely to part on a lengthy grade of 1 in 40 ¢ I said it would be likely to part at
the coupling with the tender. , '

968. Supposing such a thing happened, with ouly a brake on the guard’s van and the passenger
carriage at, the rear of the train, would that be safficient? Under wy system the fireman could
bold it.

969. With a coutinuous brake, you mean ? With a continaous brake—yes.

970. But, you see, I am asking you as to a brake that only applies to the passenger carriages
and the brake-van? They have a chain-brake now on all the passenger carriages.

971. Yes; but it goes no further? Well, the guard would hold that part of the train, you
know. . -

972. With all the trucks? Ile would not be able to hold the trucks.

973. But they have the trucks next to the engine, and the carriages in the rear ? Yes; but
that is not my system. I . . o

974. 1 am not asking you as to that now. I am asking you whether it is safe, the way the
trains are now runmng ? 1t is not safe, the way the traius are now running. i

975. Would you, it you were now Locomotive Superintendent, recommend the application of
a continuous brake of any kind ?  Yes. I would—the same as we had it before, with the chain, and
central buffers. . 1 worked the line a jolly sight cheaper than it is being worked now. .-

976. You were in the employmentof the Main Line Railway Com)any the same time as Mr.
Nairn, were you not? Yes. . .

977. Mr. Nairn has told us that in his experience the application of the chain brake is not as
efficacious on the rolling-stock now used with the double buffers as it was previously with the single
buffer. Do you think that is so? 'That is what [ say.

978. It is not as eflicacicus with the double-buffer stock ? No.

979. I thought you said it was. Then you thiuk the cliiin brake is not so good with the double
buffer as it was with the single buffer? No, it is not.

978. You have had no recent experience, I suppose, of the cost of vacuum automatic brakes,
Mr. Cundy ?  Well, not directly, but I am on the works there, and since I have been up there I
have done some portion of the work in repairing 1he brakes when they have had an accident, and
I know from what I have gathered from Mr, Goode, that they run from £20 up to £26, as 1
stated just now, :
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980. For what. appliances? For a four-wheeler.

981. For four-wheeled single cylinder appliances? Yes; but you will get all that from Mr.
Driffield.

982. You have really had no personal experience of the cost—you have not seen any invoices ?
Oh no.  Only I may tell yon this: that when T went up there I gave Mr. Goode drawings and
catalogues of the vacuum brake supplied to me by English firms while I was on the railway here.
They were no good to me, and I gave them to him.

983. Old catalogues ? Catalogues of the vgecuum brake you are speaking of now.

984 DBut they would be old catalogues and prices? Old prices—yes.

985. And they would not necessarily indicate the prices ruling at the present time? Not
now—mno; but they got some in from London last week,

986. The Mount Lyell Companydid? Yes. : :

987. By the Chairman.—Did you say they got in some vacuum brakes last week? They got
some vacuum brake fittings. ) : '

988. By the Minister of Lands and Works.—Complete parts ? Yes. .I could have got the
prices and all particulars ; but knowing that Mr. Driffield ‘was coming down, I did not bother’ with
it.

989. Do you know the running of the North West Coast trains, Mr. Cundy ? Well, I have
not been to Zeehan for three years. :

990. Not the West Coast —the North West Coast along from Launceston to Burnie ? No, I
have never been over it. I purpose going back that way; I will have to, because there is no
steamer till next Friday. If there is anything I could do, 1 would be very pleased to do it.

991. By the Chairman.—I suppose the automatic brake is more powerful than the chain brake;
Well. you can skid the wheels with the chain brake, and you can only do the same with the auto-
matic brake. : : ' :

992. Do you think there is less danger of a fault in the automatic brake than there isin the
chain brake? 1 do not think there is any difference at all as to that. Of course, there is always a
possibility of fault. :

993. In either case? Yes.

994. A fault in the chain brake destroys the efficiency of the brake? Yes. )

995. And a fault in the automatic brake: does that destroy its efficiency? It destroys its
efficiency—yes. ' ' ‘ '

996. By the Minister of Lands and Works—1If anything happens to an antomatic brake, the
})rakes apply immediately, do they not? Yes; and the driver cannot take them off; thatis what

mean. :
997. But in the pther case, if a breakage occurs he cannot put the brake on? He cannot put
it on. ‘

998. By Mr. Hartnoll—W ell, if he could not take it off, the train would be at a standstill?
Yes. What I mean is that if the brake gets out of order it is bevond the control of the driver.

999. By the Minister of Lands and Works.—But the results in the two cases are the veiy
opposite ?  Yes, quite so. .

1000. By the Chairman.—On the Mount Lyell line, I suppose all the vehicles are equipped
with the automatic brake? All the through train vehicles are. The local traffic stock is all
central buffer, without brakes of any kind except side levers.

100]1. Now, speaking from your knowledge of the automatic brake, if you liad it applied to
the engines and guards’ vans, and all your passenger vehicles, and you had a mixed train with
goods wagous in it, would you consider that the application of the brake to fifty per cent. of the
goods wagons, with a continuous pipe through the other fifty per cent. of the wagons, would- be
amply sufficient to control the train? I should say ‘

1002. Let me make it clear. You see you would have a continuous automatic brake on the loco-
motive and the whole of the passenger vehicles, but the brakes would be equipped to only fifty' per
ce%. of the goods wagons, the rest being continued by piping? I think that would be quite
sufficient.

1003. Do you ever run goods wagons with your passenger trains on the Mount Lyell Railway?
Yes, every train. ' :

1004. Then, when you run a mixed train like that, have you got every vehicle equipped?
Yes, every vehicle has the vacuum brake on, and the brakes are fixed to the engine, too.

1005. Kvery truck on the train is equipped with the brake, then? Yes, every truck is equipped.

1006. I would like to be quite clear on that one part of your evidence, Mr. Cundy; that by
making the chain brake continuous one-half the length of the train, from the guard’s van at the one
end, and one-half the train from the engine at the other, the guard would bave control, no matter
where a coupling broke—even if it broke right next to the tender? You have perfect control of
it—yes. _ :

1007. Even supposing the coupling broke next to the tender? Yes.

1008. Say there were 24 trucks in the train, aud a guard’s van; 12 would be equipped
Wwith a continuous chain-brake from the guard's van? Yes.

1009. And 12 from the engine at the other end? Yes.

1010. Very well. Now, supposing the coupling broke next to the tender——? Yes. _

LO11. The guard’s van, with a chain brake extending over the first 12 trucks, would be able to
control not.only that 12, but the next 12 also—you are considering all that? I am quite sure of it;
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because if the coupling broke next ro the tender, the chances are it would break the brake chain of
the first half of the train ; but the guard would have the other half under control. The chain might
break with the jerk ; you never can tell what causes these things. : '

1012. Mr. Hartnoll— Arising out of the Minister’s question, I would like to ask Mr. Cundy if
he knows of instances where the coupling has broken next to the tender and the train parted under
similar cireumstances to those narrated by bim just now ?

Witness.—1 only remember one case of the breakage of a coupling next to the tender; and
that was at Bridgewater, when an engine took leave of the road, and nearly tumbled into the river.
That was the only time I remember of a coupling breaking,

1013." By Mr. Hartnoll—And what was the cause “of that breakage? The weight of the
engine.

”1014. Because the engine left the road? Yes. It went upside down, wheels up, and twisted
the coupling off.

1015. And that would be a qmte dissimilar strain from that of the weight of a train in ordinary
traffic? -Certainly ; that was not a fair strain,

1016. Then, during all your experience you never knew an instance of a coupling breaking
under the circumstances meutioned by the Minister 7 Not te part a train. \

1017. By Mr. Dumaresq—Mr. Cundy, do you remember, before the Government took the
rallway over, an accident hbappening the other side of Conara—between. Cleveland and Conara?
Well, I think I remember something about it. I think there were cattle on the line, and they were
run over.

1018, No, that was not it : the train parted from the engine? It was a frequent thing for
cattle to be on the line.

1019. No, this was not a case of that sort. The train parted, and the engine ran away from
the carriages : you do not remember that? It might not have been in my time.

Mr. Hartnoll: The train broke’away while the locomotive was shunting, perhaps. -

Mr. Dumaresq : No; this Wwas a case where the engine broke away.

1020. By Mr. Hope—How many years is it, Mr. Cundy, since you were Mechamcal
Engineer on our Main Line Railway? I think the Grovernment took over the line eleven years
ago. .
¢ 1021. I think I understand, Mr. Cundy, that you never knew of a break'? ~ Well, I think I
did hear of one, at Brighton, about seventeen years ago.

1022. By the Minister of Lands and Works.—W ere you m charge of the railway sixteen or
seventeen years ago, Mr. Cundy? Yes. I was here from the 20th of January, 1878.

1023. Do you know a driver named West? Yes.

1024, Well, West says, “I have had, on several occasions, trains part Wlth me while T have
been running on the Mam line ; I cannot exactly give the years they happened. About sixteen
or seventeen years ago, a train parted while going down Bughton bank, which was caused by the
jerk of the continuous brake worked from the guard’s van.” Did you hear anything of that? I
do not remember 1t. It might have been caused by the jerk from his engine: that would be
more like it. ‘

1025. But it might have been caused by the jerk from the guard’s van ? Yes, it might have
been. '

1026. But you never heard of a train partiug at all while you were there? I am speaking as
if I were on my oath, and I never remember a continuous chain brake breaking while 1 was there.

1027. Nor a coupling parting ? Oh, a coupling parting ?~—Well, you see, there are so many
different parts of a coupling to get out of order; a cotter might come out, and not break at all.
The draw bars, with the central buffer, meet in the centre, and there is a cotter put through the
side of them. Somefimes these cotters have come out, but that is not a breakage.

1028. What do you understand by trains par fmg? Well, that would part a train—if a cotter
came out.’

1029. Well, it does not really matter what is broken, so long as one part of the train separates
from the other? Well, I will not say fhdt has not occuned but it has been very 1a1e]y I do not
remember it more than once.

1030. And this man (West) says :—“I have had, on several occasions, trains part with me,
while I have been running on the Main Line.” "Then ke also says :— About thirteen or fourteen
years ago, a train parted at Eastern Marshes (Andover). It was a very dark night. Front part
of train got some distance from the rear half, and when about half a mile from the top of bank, the
latter portion ran into front half. The leading wheels of u box truck landed ou top of another
truck, which caused considerable damage to several of the trucks. This was caused by applying
continuous hrakes from guard’s van.,” Do you remember anything of that? No, I do not
remember anything of it. T'hat might take place, and not be reported.

103]. And he also says, “ On the same trip, early in the morning, the train parted between
Campbell Town and Conara, the canse of which was the cotters of drawbars coming out, owing to
the previous accident damaging them; another collision occurred there.” Surely, you will
remember that, Mr Cundy? I do not remember it. -

1032. He says, “ T'wo damaged trucks were left at Iastern Marshes; two, which were not
safe to take omn, at Conara ; some had headstocks and drawbars broken, which 1 brought on to
Launceston, fastened with chains. There were five or six damaged altogether.”” Have you no



* (No. 61.) -
48

recollection of the incident? Well, I do not remember it; but T know the road was very bad in
those days. For the first five or six years we had very little hallast, and the rails were light and
very rotten. It you stood them on end, and dropped then to the ground, they would break in
half' a dozen places; and sometimes the rails being defective caused these things, you know.

1033. Butyou told us a while ago that you had no knowledge of any train parting while you
~ were on the line? Well, T do not remember a case! .

1034, Well, here is another incident : * On another occasion a train par ted three times at Flat-
top (Rhyndaston). There were several headstocks and drawbars broken.” Have you no recollec-
tion of that? No, not under that heading. There might be some other cause for it.

1035. But under any heading, a train parting is a train parting? Yes; but the points might
be foul while they were shunting, or something else of the kind might ha.ppen I had to send two
or three men to ga.ol for being drunk. You could -never depend on the men doing their work
. properly at night-time. The points were often worked badly. When that happens while you are

shunting a train a parting must take place on one side or the other.

1036. But you told us just now that you were not aware of a single case of a train parting?
Well, I am not aware of one—not through ordinary working. -

1037. Do you know anything of a driver named Harvey? No, not as.driver.

1038. Well, he states: “ About 13 or 14 years ago, while working the Midlands train from
Parattah to Hobart after shutting-off steam between Brighton and Bridgewater Junction, and brakes
being applied, the train parted, and a passenger was thrown violently to the floor.” Did you hear
anything of that? "1 do not know the man.

1039. But did you hear anything of the incident? No.

1040. You were Locomotive Superintendent then, were you not? I suppose so, according to
the year given there. He says about 13 years ago, I thmk you said.

1041, About 13 or 14 years ago? Well, that man never worked for me, to my knowledge.

° 1042. He says, “On another ¢ occasion, going from Bridgewater to Hobart Guard Reynolds,
the train parted in centre, and latter portion bumped into front half.”” No recollection of that? No.

1043. And he says, ©“ When travelling between Tea Tree and Cleveland, on the way to Laun-
ceston, the train parted, owing to a broken “cotter in drawbar.” Do you remember that? Well, I

.said just now that there might be a case of that kind.

1044. And that is a case of a train parting, is it not? Well, of ‘course it is ; but the way you
put it is that the train must smash and pull asunder. ;

1045. Well, what is a train parting but pulling asunder? Of course, it is not

1046. Supposmg a train parted through this partlculal cause given here. If a train parted for
that reason, would not the effect be just the same as if it parted through pressure of work? The
parting would be the same, certainly.

1047. And the trucks would be liable to run_away down the hill just the same? Yes; but
that has nothing to do with the brake. '

1048. Pardon me, Mr. Cundy; I am not asking you now about brakes. You were asked a
question in regard to the disconnection of the train itself. I asked you what part of the train.
had the gxeatest strain on it. You did not know which part, at first, and then you told me the
greatest strain would be on the coupling with the tender? I beg your pardon, Mr. Muleahy. I
did know. I told you at first that the greatest strain would be at the tender.

1049. Driver Glendinning : do you know him? Yes.

1050. He says: © During Main Line time, when going between York Plains and Eastern
Marshes, train ran over a dog, which hit a screw coupling, and the latter knocked a pin out of
the buffer and parted train. When going down-hill into Bridgewater, about- 1891, I heard a
coupling drag. I gave guard signal to stop, and the train was parted coming down the hill.”
This was in your time, in 18917 Waell, you see, when the Government wagons had to be coupled
on with the Main Line stock they had a kind of fitting to put on to te Government stock and
if that rose when“they were running it would become disconnected.

1051. You know Foreman Parkes, do you not? Yes; T put him on.

1052. A reliable man,is he? Yes.

1053. Well, Parkes reports “On mail train, about twelve ycars ago, there were two
engines, one E class and one F class. Thelatter was disabled, and was running with one side-
ounly. On coming down one of the banks the train parted—I presume, through The brake levers
being dropped suddenly. The engine and part of the trucks got away without notlcmrr the
loss of the after-part of the train, and pulled up at the bottom of the bank, on a curve.’ About
twelve years ago. That is before you left? 1 do not remember it—at least I am not sure that it
was in my time, because we did not number our engines by letter. Ours were numbered from 1
to 16, and the engines referred to are lettered, are they not ? :

1054. Yes—E class and F class ? That was in Mr. Batchelor s time, then.

1055. Do- you know Driver Jones ? Yes.

1056. He says, “ About 1890, when travelling from Hobart to Liaunceston, the draw-bar
between engine and tender broke between the Tuonel and Rhyndaston. The passengers were
not aware of the occurrence. The tender and engine were lashed together with a hrake chain,
and the train proceeded to Hvandale junction. On leaving there, the (,ngme parted from the
rest of the train, and we kept-ahead of it until St. Leon'nds was reached.” Did you ever hear
of that # I do not remember it. ' : '
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'1057. He says, “ On several occasions whilst using the cham brake, I have lost contlol of
the train, and had to reverse the engine to gest the speed down, so as to run with safety.” Now,
would it surprise you to hear, Mr. Cundy. that since June, 1697 up to 'June of this year, twenty-
four breakages have been reported ? [ No reply.] l

The Chairman.—Aud Mr. Deeble was not able, in his evidence, to notify us of one case. He
~ had to go and look up his book.

1058. By the Jiinister of Lands and Works. —Between June, 1877, zmd June, 1901, there
were twenty-four instances of couplings breaking. Does that surprise you, . Cundy? What
couplings ?

1059. Well, instances of trains parting, couplings bxeakmfr on leaving Hobart, and .s0 on?
Well, T told you just now ; when the Govemmeut stock had to be wixed with ours, Mr. Batchelor
made a custing to couple thew together, and the cotters were coutinually coming out of thuse cast-
ings. You have seen that thing, “Mr. Harruoll.  Of course, iron couplings have broken repeatedly ;
but T will tell you hdw they have been broken. Porters, taking them off, have baged then on

‘the ground and eracked them.. Then when they were put on again, of course, the “Train parted.
Weé could not be held respunsible for that.
The wituess withdrew. : '

FRIDAY; NovemBer 8, 1901.

WILLIAM E. BATCHELOR, called and examined.

- Mr. Batchelor under the Statutory declaration.

1060. By the Chairman.—Y our name is ?  William Eastgate Batchelor.

1061. You are by protession a mechanical engineer? Yes, that is so.

1062. And you were for some years Locomotive bupermteudent of the Tasmanian Government
Railways ? Yes, for 29 years.

1063. You were Locomotive Sulpermtendent all that time? Yes. That, of course, included
the Launceston and Western Railway. :

1064. You understand the object of this inquiry, Mr. Batchelor? Merely from what I have
seen and noticed in the papers.

1065. Well, there 1s a proposal to equip the Governmeunt rolling-stock with the automatic brake :
would you, if you were an officer of the Government, favour that equipmeut—that is to say, if you,
as a matter of fact, now had the charge of the nechanical ruuning of the railways for a certain
time?! No.

1066. Well, we thought you would be able to give us some information as to your experience
of the brakes that were in use during the time when you were the officer in charge. Will you
describe to us the class of brake that was in use when you were there? . Part of the carriage
stock was already equipped with the vacuum brake. That brake was fitted to the express stock,
and to any carriages running in excursion trains.

1067. W hat about the guards’ vans and bogie wagons? The guards’ vans have the chain
brake in addition to the hand brake, and the boole wagons all have hand brakes.

1068. That is the side brake, I suppose ? "Lhe side brake, yes, on wagons.

106Y. Was that the complete cquipment, or did you also use the cHain brake ? We did use
the chain brake—the Clark and Webb’s chain brake—ags well, for mixed trains.

1070. And you had the automatic brakes for your express trains? Yes, for express trains
and excursion trains.

1071. How did you find that brake equipment answer
was necessary.

1072. I suppose you looked upon ‘your driving staff as the responsible body of men who
ought to know whether the brake equipment was sufficient? Oh yss—some of them ; a few of
them may not have been first-class.

1073. Did any of your driving staff ever represent to you that the brake equlpment was
insufficient to coutrol all trains on any grade 7 No, never.

1074. During the time of your management was there ever an abc,ldent of any sort, resulting
from the inefliciency of the brakes? No.

1075. Did you have many cases of couplings breaking while you were there? Only in cases
caused by jerking and going up-hill.

1076. Well, supposing that, in going up a hill, the couplings were to break —going up, we will
say, theYlougeat bcmk of the Mdm lme trom Colebrook to Rhyndaston or Flat lop—do you follow.
me ? es

1077. Supposing that the couplings were to break there, the ‘break would possibly be in the
couplings uearest the tender, would it not?  No, as a rule, they break at the very end of the train,
with the jerk.

1075. But supposing, for the sake of illustration, a coupling broke near the tender? Yes.

1079. Would the brake equipmeut of the rest of the train be sutficient to contrul the train?
Oh, quite sufficient. The guards van and the carriages have brakes sutficient to hold the train at
any time, at the worst.,

was it sufficient? It was all that
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1080. The guard can apply the side-lever frow the van? No, the “ Clark & Webb ' ; and he
has his hand brake besides.

1081. But then, supposing the couphng broke, would not your continuous chain brake be
mopexatlve? Oh no, it would be likely to break before the van and the carriage. The van and

-the carriage are always at the tail end of the train.

1082, How far did you make the chain- brake contmuous in your time? It was attached
simplyto the van and the carrlages. '

1083. And of course you always carried your carriages next to the van ? : Yes, at the tail end
of the train. The engine, I may tell you, hasa steam br akn and a hand brake, everything she can
pull up in 1-in-40 grade she can hold by herself going down the next grade. I have taken a
_ double train down the Scottsdale line, with 20 to 28 wagons in it, and wnh only the engine brake ;
and she could stop anywhere.

1084. Isthe automatic brake in general use in England and on the (,ontment 7 Well, there
are two brakes in use.there—the VVestmghouse and the vacuuim. .

1085. Those two are rival brakes, are they not? Yes.

1086. Well are either of those two brakes in general use on the continent or in Entrland ?
' The vacuum is mostly in service in England. On the Continent they have both the brakes.

1087. Is the automatic brake in general use on the goods stock ? Only on the carriages.
Unless it is on the fish trains, they do not dpply the automatic brakes to the trucks.

1088. What do they do in England in dealing with mixed trains? There are very few of
them run in England the trains there are simply goods trains or passenger trains.

1089. What do you call a Parliamentary train ? That is simply a passenger train ranning
slowly and stopping at all stations. -

1090. And such a train would be equipped with the patent brake? Such tl‘ains would have
the automatic brake—yes.

109]. T- suppose the Westinghouse or the vacuum brake is really a more efficient bla.ke than
.the chain brake? Oh yes, because it is worked. from the engine.

1092. Is it more powerful than the chain brake? It is more powerful, and it acts quicker, but
the other brake, as a mechanical brake, is a very good brake.

1093. Is the automatic brake less likely to prove ineffective than the chain brake through
fault? No, it has a certain number of faults. In the Westinghouse the principal faults are
through burst hoses. 5 '

1094. That would be through excessive pressure ?  Yes. '

1095. But with the vacnum you have one standard pressure—you cannot get more than a
certain pressure? No, of course you have to increase your levers, and get a larger area of
cylinders when you want extra power.

1096. Supposing it-were necessary—we will assume this, for purpose of illustration—to equip
this stock for general purposes, with the automatie hrake, would you consider the equipment of the
whole of the engines and passenger vehicles, and 50 per. cent. of ‘the goods wagons, piping the 50
per cent., adequate for all purposes of publm safety ?  As far as the public safet) goes 1 don’t think
you want to equip the wagons at all,

1097. Bat supposing it were decided that it is necessary to equip ‘the service with automatic
brakes would you consider the complete equipment of all the locomotives and passenger vehicles, and
50 per cent. of the wagons, piping the ether 50 per cent., so as to make the brake continuous right

-through, would you cons1der that ample for the public safety ? - Well you might get all these piped
trucks in one tran, so have no brakes at all. o

1098. That would be a question of manaoement would it not? I 'can’t see that there is any
question at all about it. The trucks are left about on su:llngs, aud taken up as they are wanted.

You might pick up all the trucks with blakes on one journey, and the next time simply get piped
trucks with no brakes at all.

1099. Then what you seem to say is, that if we must equlp with the mutomatlc brake, we must
equip everything ?  You must equip everythmg
- 1100. But would it not serve if’ a certain percentage of the trucks were piped ¢ The piping is
all right, if you could guarantee a certain number of tr ucks with brakes, and a certain number of
trucks with pipes in every train ; you canuot always do that. .

1101. You do not thinkitis poselb]e to work more than a'certain percentage of' the trucks piped ?
You see, a certain class of trucks is wanted at one station, and another class may be ordered for
another station. On one side you may get your trucks all piped, and on another, all with brakes
fitted, and so on. .

1102. Do you know the comparative power of a brake with one cylinder, as against a brake
with two cylinders? It all depends upon the way it is worked out. It would generally work out
according to the weight of the vehicle.- They generally brake 90 per cent. of the weight, so as to
prevent ~k1dd1n0‘ ,

' 1103. We are told that the Mount Lyell stock is equipped with one 18-inch cylinder7 Yes;
that is the four-wheeled stock ; and the double bogie stock }Llas two cylinders.

1104. The evidence given to us is to the effect that the bogie wagons at Mount Lyell are fitted
with one 18-inch cylinder—did you know that? 1 did not know that.

1105. What would be the effect of having two 18-inch eylinders? They would be too large ;
they would skid all the wheels. Two cylinders would be more satisfactory in working than
one, but they would have to be smaller. .

~
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1106. Inwhat way would the two be more satisfactory ¥ In case anything went wrong with
one cylinder, you would have the other one.

1107. By the Minister of Lands and Works.—With the two cylinders you brake both sides of
the train? Yes; you have both bogies braked.

1108. By M. Hartnoll.—You say you have been 29 years in the ser vice, Mr. Batchelor: I
presume, from that, you were here at the very inception of our railway service? Yes. ‘

1109. When were these vacuum brakes first introdaced into the service ? At the opening of
the Parattah and Oatlands line. They ran rthe timin there as an omnibus train, picking up
passengers anywhere at the side of the road.

1110. Would that be in Mr. Lord’s thme? Yes, in Mr. Lord’s time.

1111, Now,supposing the vacuum brake were introduced, what would be the effect of it, so far
as putting off tr acks at one station, and a variety of other trucks at other stations ; that is, dmppmcr
or picking up one, two, or three here and there all along the line—would it cause any delay or loss
of time with the train going, say, from Burnie to Ldunoeston 7 Oh, considerably so. '

1112. In what way, Mr. Batchelor ? Well, in taking the brake off ; and the mere fact of
uncoupling the vehicle puts on the brake. The moment you uncouple, the brake goes on, and you
cannot move the carriage till the brake is taken off again. It takes from 30 to 35 seconds to take
the brake off each vehicle.

1113. We had evidence here that the ungouphnv was'a very simple matter; vou say it is . not ?
Unecoupling is simple enough if the train parts; you would have the brake on each vehicle, and you
must take off the brake on each vehicle before you can move it on again.  You could not shunt
with the brake on; and you could not kick a truck off with the brake on.

1114. Then )ou think there would be a loss of time in this process, varying at different
stations 7 Undoubredly so.

1115. Have you any experience as to loss of time in such cases ? I have seen them take
two-and-a-half minutes to take.the brakes off a vehicle. If any dust gets into the mechanism,
1t would take even longer. 1 have known them take fnlly three minutes o get the brakes off.

1116. We had some evidence given to this Committee, and 1 think somg members of the
Committee ave still a bit doubtful on the matter, as to what are the recommendations of the
Board of Trade'in regard to automatic or side brakes for goods trains. You have lately been in
England, have you not? Yes. :

1117. Are you thoroughly familiar with the last recommendation of the Bomd of Trade?
Oh, yes.

1118. What is it ? It is merely designed to prevent accidents from. shuntmg. They insist
on having levers on each side of the vehicle, so that the men will not have to jump across the line.
There have been some accidents through men having to jump acre ss to put the brakes down, and
now the Board of Trade recommendation is, to have the brakes on either side of the tracks.
Bit they have no power to enforce that recommendation.

1119. Then, although it may be a recommendation from the Board oi Trade, the private
companies need not comply with it ? No. As a rule, they accept these recommendations with a
very good grace, and put them on oune side. They do not say that they will not do 1t ; but they
forget all about it.

1120. As far as our trains are equipped now with the automatic brake, they were equipped
n your time, or very largely so, were they not? Yes. E

1121. There is a list there, I think, Mr. Chairman, of the cost of the parts. Can you, Mr.
Batchelor, recollect the different costs in your time: have you any such knowledge now, after
being some time away from the service? Yes: I have a rough idea of what they cost. I had .
no time to get any memorandum at all while I was coming down from Scottsdale.

1122. In your time, what did it cost to equip the four ~wheeled wagons ?  Oh, the four-wheeled
wagons were never equipped ; but I have the prices and all the details for doing‘it. :

1123. And you do not think it is necessary to equip them, even now? No, I do not. I have
got the prices, so as I could give an estimate if I wanted to equip them. There are two ways of
equipping the engine. There is one way of putting the vacuum brake on all the wheels of' the loco-
motive, and there is another way of only equipping the engine with the parts for working the brake
on the train. Of course, there is a lot of difference in the two costs.. The cost, with the ejector, the
driver’s handle, guage-pipes, &c.—consisting, tbat is, of all the parts supphed by the Vacuum
Brake Company,, ejector, steamcock, hose, couplings for the engine-tender, together with one
copper ejector-pipe, exhaust-pipe, and everything else—is £90 per set.

1124. By the Chairman.—W hat is that for ? One engine. That includes the whole of the
Aittings for the engine.

1125. Isthat for double cylinders? Thatis without any vacuum cylinders on the engine ; that
is merely for the appliances for working the vacuum brake on the train. I presume that is what
they are doing now. If they were goino to work the locomotives with vacuum cylinders, there
would be the cost of two more cvlinders to add to that—say £30 more.

1126. That would be £120 altogether ? That would be the whole thing ; and there would be
about 10 per cent. to be added to that for fr reight and charges.

1127. Well, now, is"that the estimate of “what they would cost now ? That was the actual cost
when things were dedr in 1892.

1128. And were things as dear in 1892 as they are to-day ? . Yes,
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1129. Now does that comprise ? That is only for the engine.

1130, Well, will yon give us the cost of the other fittings? Fom ‘wheeled bogie carriages,
everything (.omp]ete with two cylinders of 15-inch dmmetel £46 ; that is, erected here. My
estimate for the wagon was £25; that is, with one 15-inch C\lmder

1131. By Mr. /[ope —Does that include the total cost from England? Yes. The vacuum
cylinders cost €11 15s. each ; an 18-in. cylinder would cost £12 15s. The whole of the complete
gear for a guards’ van costs £45, erected ; that includes guards’ handles, and everything complete.
Then you can come down to the N.IE, Dundas style of train, with a 2- feet guage. The cust. of equip-
ping an engine on that line is £65. That is the actual cost.

1132, B_/ Mr. Hartnoll—1I1 remember, Mr. Batchelor, that, some years ago, Mr. Barrett made
a statement in the House, which he said was on your lecommenddhon that it would be a very
advantageous thing for our service to flatten out the curves, or make a re- -survey of some portion of
the Main line. Did Mr. Barrert ar any time have conversations with you in regard to a matter of
that kind?  Oh, yes—several.

1133, What was your recommeridation ? Dmmg the flme I was there, there were a lot of men
unemployed iu the Colony, and I represented to Mr. Back that it would be a good thing to have a
.swall sum of mouey set aside for a re-survey ot the Main line.  Then, when the unemployed came
d]ong, they could settowork and take out the worst part of the line the ﬁrsryear taking other portious
in the vear following. It eould all bave been done in that way, and the Goverament would never
have felt the cost. It would have been a reproductive work,

1134, If it had been done, do you think it would have shortened the dxshmce from Hobart to
Launceston ? T believe it would. T conld not say without a survey.

1135. And you feel pretty certain you would have lessened the grade? Ob, considerably so.

1136. And,consequently,you could have made the run throngh in less time, ‘and rakeu heavier
loads? Yes; stmilar improvements have been wmade on the radwavs in other States—in New
South VVq]es, South Australia, and Qneensland.

1137. 1 sappose grades do not matter so much if you have lwht loads? They do not matter
at all on suburban ]mes. with frains runuing at short intervals; but when you have only one or
two trains a day on“main trunk routes, it is a serious item. Of course, if you have trams running
short distances, what you cannot take in one train you take in the next.

1138. If you had the railway service in your.own hands, and it was putto you whlch would be
the most judicious thing to do—to equip yonur stock with the vacuum brake, or improve the line as
youindicated just now—which would you advise? I should never think of putting on more vacuum
brakes.

113Y. You do not thiuk it is necessary? No; it would be more of a nuisance than an
advantage, in my opinion—on the Western line especially.  On the Main line it does not maiter
so much ; you travel 15 miles an hour, and stop 20 winutes at stations ; you can do anything
there ; but when you are tied for time you could uot do it.

1140. Does that remark, that the automatic brake is not necessary, apply to the mixed trains
that form our ordinary ser vice ? Exactly so.

1141. Now, what is the difference in cost of one 18-inch cylinder and two 15-inch cylinders ?
Cne 15-inch cy]mder costs £11 15s.; one 18-inch cylinder custs £12 15s.

1142. Sujpposing it were decided to equip the whole of our stock with the vacuum brakes, and
-there were 18-inch cylinders used on some of the stock, could you put 15-inch eylinders on to other
stock and still make it a complete service 7 You would not put 18-ireh cylinders on, only where
you had weight to coutend with. Youo only brake 90 per cent. It you braked more, you would
skid your wheelb, then you could not get aloug at all. . .

1143. Then, two 18-inch eylinders would be too much? Two 18-inch cylinders would be too
mueh, of course.  You wonld skid all the wheels; but it is all according to the weight of the
vebicle. : o

1144. Now, Mr. Batchelor, from your experience of railway matters, do yon consider that any
question of the application of these vacuum brakes belongs to tlie engineering part of a railway
system, or to the general management? Ob, they belong to the locomotive depdx tment, by rights ;
that department is respousible for all the brake power.

1145.. And ought not the head of the engineering dep’xrtmenr to be thoroughly familiar with,
and be able to give oue gnidance in regard to, all matters of that kind? You mean the perm.meut—
way department ?

1146. Yes? The permanent way department has nothing whatever to do with the running
of the trains.

-1147. The running of the traius, and this question of the apphcatlon of the vacuum break
belong especially to the locomotive depantment? That is so,

1148. By the Minister of Lands and Works—You very often made estimates, Mr. Butchelor,
did you not, of your equipment and other things? Yes.

1149. Aud sent Home orders for it? Yes.

1150. Do you know what course was followed? I used to make my estimates, and forward
the orders to the General ] Manager, who would forward them, through the M.nister, to the Agent-.
General.

1151. Thereis an Engineer at Home; who looks after these things for us? Yes, an [uspecting
Engineer.

1152, Mr. Meilbek? Yes,
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1153. Do you know anything of him? I met himn when I was at Home. .

1154. Ts he a capable man? I should say he was. He has several other Governments besides
this one, to look after.

1155. Haveé you any reason to think that orders passing through his hands would be pald for
by us at more than market value ? Oh, no, I do not think so. He simply calls for tenders, and
writes out the specifications, and the tenders go to the Agent-General.

1156. Would there be any reason for supposing that orders transmitted to London, and being
tendered for in the way you have just referred to, would be paid for at more than the market price? 2
Oh, I could not answer that question,

1157. Well, you are acquaiated, I suppose, with some of these wanufacturers. You kunow the
Bristol Wagon & Carriage Co.?  Yes.. ‘

1158. And the Lancaster Railw: ay Car riage and Wagon Co Yes.

1159. And the Oldborough Canmge Co.? Yes.

1160. And Brown, Marshall, & Co.? Yes.

1161. And the Birmingham Carriage an1 Wagon Co.—and the Midlands Railway Co.—and
the Metropolitan? Yes; 1 was through most of their works when at Home.

1162. Are these all reputable firms? Yes, but they would have to be guided by the price of
the patented parts. TForinstanee, if you call for tenders for the supply of any patented parts, the
tenderers must apply to the patentees to know what they charge for royalties, and make their price
accordingly. :

1163." But if we invite tenders in England, and these firms put in tenders, is there any reason for
supposing we are paying more than we should pay ! They would all be oulded by the patentees of
the different parts. They would have to write; in this case, to' ths parentees of the vacuum-brake
parts, and then base their calculations on the price the patentees demanded.

1164. How. do you account for the great ditference in the tenders? T could not account for
that, unless the pidtentees favour some more than others, They might do. that. .

1165. Well, suppose Mr. Meilbek, after receiving tenders from all these firms, sends this
memorandum (Appendix G.), would you say there was any reason for thinking we were paying
more than we should ? I suppose that tender is the lowest ? -

1166. Yes? Well, he could do no other.

1167. Is there any reason for believing we are paying more than the market rates when we
buy in that way? Oh, 1 could not say that at all,

1168. In your opinion, as one having to do with the purchase of these appllances from time to
time, could you suggest any other way of'acqumncr them? You areentirely in the hands of the paten-
tee. 1fthe patentee favours one firm more than another, he would, perhaps, give that firm an allowance
of 25 per cent. as against the other firms. They would all have to base their calculations on that.
As a matter of fdct the patent will be out in a few months. Then the thing will be open for any-
one to make.

1169. Can you suggest any better way, supposing you were Locomotive Superintendent here-
to-day, and that your Minister required that these brakes should be applied whether you wished it
or not ; can you suggest any better way of securing fairness in, the purchase than the way we have
adopted 7 That would be the ordinary way to do it.

1170. And you cannot answer me whether there is any reason to imagine that we are paying
more than we should? No, I could not answer that question. If I were dealing with the people 1
should very much like to have the job at the price. '

1171. Do you know the prices we are paying? I heard you mention £70 for wagons.

1172. That is not a price, but an estimate. You generally prepare estimates, do you mnot ?_
Yes; and 1 should base them on the details in my possession.

1173. You would make them rather higher than lower, would you not? I should simply take
actual rates and add a percentage for i mspecnon and freight.-

- 1174. ‘Well, can you give any opinion as to the price mentioned here—Bristol Wagon Co.
gear for carriages per set, £17 nett? That is not very far out. That is only & per cent, hltrher
than what [ have_just told you.

1175. You say that is a fair price, then 2 That is not far out.

1176. There is only one more question I want to ask you, Mr. Batchelor. As to B-cross
engines—the tenders received up to present are for three sets for B-cross engines at £12() “a set?
The cost 1s £90. We paid that for them.

1177. You think it is the present price? I think it is a fair price.

1 178 By the Chairman.—With double cylinders? There are no cylinders at all in that ; that
is merely for the working of the vacuum brake on the train.

1179. What is it you said that the cost of the extra cylinder would be? I mentioned that just
now—if you are going to put extra cylinders on the tender'and the engine.

1180. By the Mwister of Lands and Works.—Then there are FF. bogie timber-trucks: 12
sets, £51 each ?  About £46 is what we paid for them—actual cost.

1181. That is what you paid for them? Yes—actual cost. :

1182. Have you any price list on which you are busing your. calculations now? I have
copies of invuices.

1183, How many years ago is that? It was in 1892 and 1893. Things were very dear then.

1184. s it a fair thmg to express an opinion of present prices on that basis? I should say it
would be fair, from what I know of the market. Iron has dropped considerably from what it was,
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1185. Then there are 16 sets of A, C, and D wagons,at £30 10s. each? My estimate was £25.
We had never done anything with these. : : -

1186. Then, if we are paying £30 10s., you think we are paying too mnuch ? I think you are
paying a very high price. S :

d1187. ‘Although fifteen companies tendered for them ? Yes, although fifteen companies did
tender. : ;

- 1188, Can you give us any idea of how to get them more cheaply ? 1 could not give you
an idea of how the Government could get them more cheaply. 1 believe F could get them more
cheaply if T were in the market myself. A private firm could get them cheaper, probably. Tt is
all in the hands of the patentees. If one firm is more friendly with them than the other they
might knock off 50 per cent. of theroyalty. :

1189. Then, the most friendly firm with the patentees would be——?  Would be the
successful tenderer, of course. ‘ ) ' o

1190, If you were in the position of Locomotive Superintendent just now, could you suggest
to the Government any cheaper way of buying? TIf they had come before me I shonld probably
have refused the tenders, and advised their not being accepted. ‘ '

1191. Notat all? No, I should call for tresh tenders.

1192. The ounly other question I want to ask you is with regard to the efficiency of the brake
power applied to a heavy train with only the brake van and one carriage fitted with the cortinuous
chain brake. Do you think that would be sufficient? Fitted with the Clark and Webb brake ?

1193. Yes. Would you consider in case of a breakage while the train was entering Flat
Top tunnel, say, going up north—iu case of a breakage at that place with a full train load, with the -
brake laid on the van and one carriage only, would the brake power be sufficient to prevent the
train backing down the hill? Quite sufficient. . '

1194. With how many trucks would that efficiency extend > As many as the engine could
take. You see, if a train parts it must come to a standstill before it begins to go back. If the
guard puts on the brake at once it would stop it. ,

1195. And you think that the brake-power on the van and oue carriage is ample to brake the
whole of that train? Yes, I do, provided it is put on at the right time. The guard may not be
attending to his duties, but if he put on the brake directly the coupling broke, he could stop the’
train. ‘ .

1196. And if the train get a bit of a start? He would pull it up if it did get a bit of a start,
so long as he was not asleep. , ’

1197. By the Chairman.—1f you were making an estimate for stock of this description on the
9th of April this year, you would bave a fair knowledge of the probable cost, 1 suppose, from the
details you get—you would know something as to what it ought to cost? Oh, yes.

1198. Well, you would consider that you had made an extraordinary discrepancy in your
estimates if, we will say, on twenty-two items your estimates were 28% per cent. higher than the
actual cost of the stock landed here? [No reply.] : _

1199. Would you be able to gauge pretty well what the cost of erection would be? Yes.

# 1200. Could you gauge that to a nicety? Yes.

1201. You would know very closely what the freight, insurance, and other charges would be ?
Very closely—yes. o ' ’

1202. And I suppose, from your price lists, you could form an approximate idea of the cost—
say, within five per cent., or so? Oh, yes.

1203. Would you consider that your estimates were very far out if’ you found the tenders 28]
per cent. less than you had estimated? I should think I was a long way out. = '

1204. If you estimated the cost of fitting the brakes to bogie carriages at £70, and yon found
that you could get them at £15 less than that, would you consider that a very wide discrepancy ?
Oh, I should think so! - ) . o

" 1205. And if you got other stock at £11 16s. 3d. less than your estimate, would you consider
that discrepancy excessive? oo high an estimate, certainly. . .

1206. And if you got engines—B-cross engines: you know the style of engines? Yes.

1207. Well, they were estimated to cost £600 to fit, and the actual cost is £439 13s.; that is
a difference of £160 7s.-on an estimate of £600—26% per cent.? He must have guessed at it.
~  1208. And the C-cross and D-cross engines, six of them, were estimated to cost £1130; and
they were landed here and erected for £959 6s., or £170 14s. less than the estimated ainount,
Do you think those estimates had ever been prepared with dué regard to the information obtainable ?
They ought to have had all the information at hand. I left records of everything in the office.
They could turn ap the books and see what the brakes cost, and looking at the different prices in .
the market, they could go within five per cent., either way, of the actual cost.

1209. Have you any idea of how long it will be before these automatic brake patents run out ?
I could not tell. It will be a very short time.

1210. And I snppose the owners of the patent are very anxious to make hay while the sun
shines? They are anxious to get all they can, uo doubt about it.

1211. Isit a practicé of the trade, or would it be an unusual practice, for the representative of
a company like that to approach an official of any railway company with a view to inducing him to
make a recommendation to his company to equip their whole stock with this brake, and offering
him a consideration for doing that? I could not say. I have no knowledge of those large trans-
actions. :
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1212. Have such overtures been made, to your knowledge ? No, not on the small trans-
actions I have been concerned iu.

1213. There are no approaches, then, made by the various people connected with the
manufacture of the mechanical parts of railways with a view to inducing railway companies to
equip stock with any particular gear? Ob, they send vound illustrations and all sorts of things.

They never mention a monetary consideration.

1214. You say that the Board of Trade regulations are, practically, disregarded at Home ?
To a certain extent. Some of the recommendations are simply absurd.

1215. Do the Board of Trade regulations compel the equipment of goods wagons with the
automatic brake? They have no power to compel at all ; they only recommend. .

1216. Do they recommend it? Yes, they recommend it for carriages.

1217. But it 1 not compulsory ? [t is not compulsory—no, not for wagons.

1218. Then the only effect of a Board of Trade regulation is this: tbat in the event of an
accident, if it were proved that the Board of Trade recommendations had not been adopted, 1
would tell very seriously agamsf a company in case of a'claim for damages?  Oh, yes—of course.

1219. Then it is for a company to determine whether, as a~ matter “of Insurance, it is better to
adopt the Board of Trade recommendations, or to accept the risk of dccident ? That is so; bat it
is of no use one company adopting all these regulations without the other companies domg it,
"because there is an interchange of' rolling-stock on “the different lines. "They have to have rollmg-
stock hunters there—men going about plckmo up their rolling- stock, and taking it back again to
where it belongs. When a vew line is made, the Board of Trade officer goes and passes it before
-1t is opened, After that, any recommendations the Board make are considen ed, and if the com-
panies consider them outrageous or absurd, they will not do what is required by the Board. If
they think it is to their benefit to do it, they do it. -

1220. By My. Hartnoll.—In regard to Board of Trade Regulations, you are only speaking of
their authority, with reference to mllways—m other matters they have supreme power? Obh yes,
with steamboats, and things connected with going to sea, and everythmg of that sort, they have
power.

1221. Supposing you were on the spot in the old countzy now, do you firmly believe that you
could purchase what is contemplated to be bought at the prices you have mentioned to the Com-
mittee this morning ? 1 believe I could—yes.

1222, Would you like to guarantee that, and execute the order? Well, that is rather a large
. order. :

1223. Would you like to « spec it ” at anything near tho:.e pmces? I believe I could equip
the whole of your wagons at that price, aud make a very good thing out’of it.

1224. By Mr. Hope.—With regard to our express trains, | behqve you said that you considered
the vacuum is the proper brake to have on those trains? Yes, it is.

1225. Is that owing to the excessive speed of those trains? No; the speed is not so great.

1226. Is it not & fact that on the Western Line, between Launceston and Devouport, ‘these
mixed trains travel nearly at the same speed as the express? Between stations they do—yes.

1227. And we have as severe grades on that line as you have on the Mam line, have we not?
Oh, o ; the ruling grade is about 1 in 70.

1228. What is it on that rise beyond Kimberley 7 Oh, 1 thmk that there it is 1-in-50.

1229. Then there is a steep grade between the Don and Ulverstone, is there not? Yes, a
short bit of it. : '

1230.. Is there not just as wuch need for the safety of passengers, to have the automatic
brake on that line, as on this ? I do not see it.

1231. There are numerous crossingson that line that trains cross, are there not ? Yes; but
the brake power is ample. They whistle at all the crossings before they come to them. They
can always pull ap in a very-short distance.

1232. You consider the automatic brake to be much safer than a,ny other brake except the
Westinghouse ? Yes ; but the Westinghouse is an automatic brake. ~They are the only two
Jbrakes the Board of Trade recognise. Here is the Board of Trade return up to 1899. The
vacuum brakes were then fitted to 12 ;061 engines and 50,300 carriages, or a total of 62,361. The
Westinghouse brake was fitted to 3360 engines and 20,624 carriages, or a total of 23, 984. That
is all that was equipped in England in 1899,

1233. In regard to these tenders sent in at Home, Mr. Batchelor, you say you believe you could
get the brakes cheaper if you were ut Home. Of course, you would go direct to the people and
deal with them privately 7 Exactly so. o

1234. But one would naturally think, would they not, that when tanders were called for publicly,
each firm would be willing to do the work as cheaply as possible? No doubt they are, but they
are entirely iu the hands of the patentees. The patentees get to know that these brakes are for a
Government, and must be had ; and of course they pat the prices on.

1235. BJ My. Hartnoll—Do you say that what you have, then, is 2 list of the number of -
miles run with these brakes? No ; the number of vehicles equipped.

1236. It is that only of a small proportion of the stock on English railways ? No; it is.the
entire number e0u1pped at that time.. This is simply carriages and engines. The vacuum brake
had then one fault per 297,288 miles run ; the Westinghouse had one fault per 120,635 miles
run.
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1237. By Mr. Hope.— While you were manager of our rolling-stock, on several occasions
engine-drivers reported breakages on the Main lme, did they not? No; not to me. They
altered all the brakes when I came on, by adding side-lever brakes to the wagons.  With the
brakes on the Main line they had no trouble at all.

1238, But we have had an account, I believe, of trains paltmg on the Main line ? That was
in the Main live time, before I took charge.

1239. By Mr. Hurtnoll—We had some evidence, Mr. Batchelor, that you, when the Main
line was purchased and you had the locomotive departmeut undar your control, altered or did de)
with the chain brake, substitating side levers. Is that so? Oh, no; that was a fad of Mr. Back’s
He wanted the side levers put on in addition to the chain brake.

1240. You were not responsible for that? Oh no. ‘

) 1241. We had it in evidence, you know, that you did it? 1 had to do it. I got orders to do
1t.

1242, And the chain brake was still maintained? Oh yes ; the chain brake is on now.

1243. By the Minister of Lands and Works.—On all the trucks? Oun the old Main line
trucks. : ) )

1244, Is it on all our coal wagons? Oh no.

1245. You are aware, Mr. Batchelor, that in America fifty per cent. of the total equipment
of the country is fitted with air-tubes? I do not dispute that at all. They run very fast in
America. They are supposed to run faster than anywhere. But there is a difference between
running fifty, sixty, seventy, or eighty miles an hour, and running twenty. This is not America.

1246. Now, I want to ask you one question with reference fo the application of the chain-
brake, as between single buffer and double-buffer trains—is the chain brake equally eflicacious with
the double-buffer as with the single-buffer? Ob, yes; there is no difference whatever.

1247. No difference ? No difference whatever: the buffers can make no difterence whatever
to the brake. You can only skid the wheels, and either brake will do that, with single buffers or
double ones.

1248. By Mr Hope.—But it was explained to us that the double- buffer was not so good as the
single-buffer going round a curve—what do you thmk7 It is just the opposite, 1 should think.

[The witness withdrew.]

WepNESDAY, Novemser 13, 1901.
EDWARD C. DRIFFIELD, called and examined,

Mr. Driffield made the Statutory Deélaration.

'1249. By the Chairman.—Your name is ?  Edward Carns Driffield.

1250. Aund your are a civil engineer? A civil and mechanical engineer,

1251. And you are at present ?  Superintending Engiuveer for the Mount Lyell Company.

7 he Chairman : 1 will ask Mr. Patterson to ask you some questions.

1252, By Myr. Puatierson.—You have had a lurge experience, Mr. Driffield, I think, in South
Australia, before you came to this country, both in civil and mechanical engineering?  Yes, sir.

1253. Can you tell me what is the ruling gradient of the Mouut Lyell Railway—itis I-in-17
I think, isit not? The ruling grade on the portion of line that is constructed on the Abt systew, is
1-in-16, combined with 1-in- -20. )

1254, And that grade governs the whole line, of course? Yes, that governs the whole line.

1255. How long is that grade? The total lencrth of the Abt seciion is four and a half miles.

1256. Would it have been possible for you to work safely on such a grade, without adopting
some form of automatic brake ? Certainly not.

1257. And what torm of brake did you adopt? The automatic vacuum,

1258. You have a large and intimate acquaintance with the South Australian railway system,
have you not ? 1 served my appreuticeship ou the South Australian railways.

1259. Do you know-what form of brake they adopt on their passenger stock in South
Australia? Yes; the automatic Westinghouse.

1260. And on the goods stuck ?  The same, with ‘the small portion that they have fitted, as far
as I am aware. In f'acr, for the moment, I ain uot sure whether the automatic brake bas heen fitted
to their guods stock in South Australia; I think it has only been fitted to their live-stock stock.

1261. Yes, that is correct. Look at this telegram, will you, please? [Wituess examines
document.] Do you know the signature on that teleumm ?  1s this weant for Thomas Roberts, the
Locumotive Engiueer of South Australia? . :

1262. Yes you practically served your time there 2 Yes, under Mr. Thow.

1263. Now that telegram you have is a reply to a wire I sent, asking hitn whether they used
an automatic brake for their gouds-stock. Tle says ? “No; ouly to 5-ft. 3-in. live-stock
vehicles.”

1264, You see from that, then, that they do not use the automatic brake on goods trains at
all? I have been so long away trom South Australia that I can scarcely say.
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1265. But from that telegram it appears so? From that telegram, it does; but, definitely, I
do not know. '

1266. Well, you know the main line from Adelaide to Melbourne very well? 1 do, sir.

1267. You know that heavy incline from the Plains to Mount Lofty? Yes ; it is 1-in-40.

1268. Is there anything on the Government Railways in this State comparable to that incline—
on the Main line, for instance 7 Well, I could hardly say that; but I believe there are portions of

your Main line equally as difficult.

1269. That 1s to say, we have gradients of 1-in-45? Coupled with 4-chain curves.

1270. No; there were 4-chain ;curves there, but they are eliminated; there are 5-chain
curves there now ; but is there anything on the railways of this State comparable to that heavy
gradient up to Mount Lofty? Well, it would be very difficult for me to answer that question
without a more intimate acquaintance with the State and the railways. At any rate, you know
that that gradient to Mount Lofty is about nine miles along? Yes; there are about nine miles
of 1-in-40 grade. .

1271. Now, I suppose the reason why you adopted the vacuum brake on the Mount Lyell
Railway was that you might be enabled to make your stock interchangeable with the Govern-
ment stock? Exactly. The arrangement really was the outcome of a mutual conference between
Mzr. Back and ourselves. At the time when the class of rolling-stock we have now was being

" considered by the company, Mr. Back suggested that it would ve infinitely preferable to adopt
a class of stock that would be interchangeable with the Government stock, and fitted- with the
same class of brake that the Colony had adopted-—the antomatic vacuum.

. 1272, Are you aware that in South Australia, in order to make their stock uniform, they dis-

. carded the vacuum brake, and the great bulk of their stock is fitted with the Westinghouse? I
know that experiments were made in South Australia to compare the automatic vacuum with the
Westinghouse. I am not aware, exactly, what the result of those experiments was ; but,in the end,
they simply removed the vacuum brake in order to make the class of brake in that State uniform.

1273. Now, were you or your Company offered these discarded vacuum brakes by the South -
Australian. Government ?  'We received an offer from the ILocomotive Department of South
Australia, offering to sell us a number of sets of the vacuum brake that had been taken off their
stock. I believe the brakes are in thorough good order, but the offer was made to us at a time

when we really did not require the brakes, and we did not accept them.

1274. Can you tell the Committee the price per set at which the brakes were offered to you ?
I have really forgotten that, Mr. Patterson. I could easily get the information for you by
wiring, but I could hardly say from memory what the price was. :

1275. You could not say even whether it was much under £10 a set? I could not say
whether 1t was over or under £10. ;

1276. By the Chairman.—Can you say whether it was considerably cheaper than you could
purchase the brakes: for in the ordinary way? Undoubtedly; it was an offer of second-hand
material. . : :

1277. By Mr. Patterson.—Can you tell the Committee what the price of the brake comes to
fitted as on the ordinary four-wheeled wagon? Yes. In response to a wire from Mr. Guesdon, 1
went to a great deal of trouble in getting out estimates. I may say, in this connection, that
the information I have given to Mr. Patterson was more or less of a general character, but 1 look
on these estimates as actual facts. The other information I casually gave to Mr. Patterson I did
not consider, at the time, was to be made of such importance as it seems to have been. You first
require the cost of the four-wheeled wagon ? :

1278. Yes, that is the standard Government wagon practically ? Well, in order to make this
thoroughly clear, and to have everything on the safe side, I have had separate estimates prepared.
The first estiinate is made out by the Loco. Department in their own practical way. It gives the cost

. of the brakes, allowing for the cost of forging, and allowing for. the time of the smiths. I have
brought a letter from the Loco. Superintendent, and his estimate. In addition to that, we made an
office estimate. That letter of the Loco. Superintendent, and both the estimates, I propose to
submit to the Committee. * First of all, the Loco. Department gave the cost of fitting automatic
vacuum brake set, after payment of all expenses of freight and surance and so on, as £20 Os. 2d.
The cost of fitting hand brake in conjunction with same——

1279. Yes; but I think we will take that separately ? Well, you must have the parts, you
see. There are certain parts of the brake necessary for the fitting of a hand brake, as well as
the automatic brake, and I do not see how it is possible, really, to separate the two estimates.
If you take the ordinary vehicles with hand brakes, it is simply a matter of removing the lever
and putting on a vacuum cylinder to reconvert it, and you are using very much the same style of -
rods, and very much the same arrangement, generally.

1280. We will take the hand brakes separately, if you do not mind? 'The cost of fitting the
hand brake is £11 12s. 9d. That would bring the total cost to £31 12s. 1ld., that is the loco.
department’s estimates. The office estimate from the plans is— '

1281. By the Chairman.—Is that all for automatic brakes—what do you mean by hand

_ibrakes, do you mean the side lever brakes? Well, the brake blocks, if you can understand, Mr.
Chairman, are required just the same for hand-brake- operations as for automatic vacuum-brake
operations ; they are used for both. You do not have a diflerent brake block for the vacuum brake
and the hand brake. '
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. 1282. Then that is to bring your side brake under the control of your vacuum brake? No;
the side brake is to be used independently for shunting about the yard, and so on, when there is'no
engine to make a vacuum.

1283. Then, supposing that your trucks were equipped with the side lever brakes, that would
not be taken into consideration with that estimate? Certainly, it is allowed for in the estimate of
£20 0s. 2d.; that is the cost of the vacuum brake only, and that iswhy I have taken out two estimates.
If the truck has no brakes whatever upon it, to start with, it would really require £31 12s. 11d. to fit
it up ; if it 1s already fitted with a hand brake it will require £20 0s. 2d. to attach the automatic
brake. In comparison to that estimate, I have a totally separate one prepared in the office from
the plans, taking out the actual weight of the material. In that estimate the cost of the vacuum
brake gear is given as £21 1s. 11d. Cost of the ordinary hand brake, £11 11s. 7d. Total
cost, £32 13s. 6d. .

1284. By Mr. Patterson.—Those two estimates, then, are practically the same? Yes;
except that the loco. department has not had the same information available to work on.

1285. By the Chairman.—Does that price you have mentioned include duty ? That includes
everything. I have everything tabulated here, if the Committee wish to inspect it; that is, for the
standard tour-wheel wagon—the Government standard stock. '

1286. By the Minister of Lands and Works.—Is that for a single cylinder or the double
cylinders? A single cylinder. Of course, the four-wheel trucks never have the double cylinders.

1287. By Mr. Patterson.—Now, will you take the bogies, Mr. Driffield ? 1 again take the
Locomotive Department estimate first. It is impossible to separate the hand brake gear from the
vacuum gear in this estimate, for the very reason that the conditions are not the same. If a
hand brake is to be fitted on to a bogie car, as a rule it is just a set of brakes on one bogie, and,
consequently, this estimate has been prepared for the total brakes, as if new brake gear altogther
were being fitted. The Locomotive Department estimate is £39 1ls. 9d. for the whole truck,
entirely fitted up. I took out an estirhate myself, separating the hand brake from the vacuum gear.
The cost of the vacuum brake is £21 7s. 9d.; the cost of the hand brake gear is £20 19s. 3d.; or a
total cost of £42 7s.; in other words, if the trucks were already fitted with an existing hand brake it
would cost £21 7s. 9d. to convert it.

1288. Can you give ns the cost for the carriages? They are practically the same, so far as we
are concerned, the same type of underframes being used.

1289. The same as the bogies ? The same as the bogies—and the brake-van is the same.

1290. Have you got the cost of erecting the brake on the engines? No. Our engines have
been fitted in London—every one of them. I was not able to get a separate estimate of these.

1291. Now, in all these instances the charges you have mentioned include freight, agency, and
all charges for customs duties, and so on?. They include freight, customs, entry and shipment,
insurance, labour in erecting : duty ten per cent., commission two and a half per cent., freight and
other charges, ten per cent. Total charges, approximately, 31 per ceut. I have the same charges
for the wagons as well-—the same duties worked ont in accordance with your instructions in your
wire. I should like to hand that letter in, just to confirm the estimate from the loco. department.

[Document put in and read by Chairman. ]

1292. Well, Mr. Driffield, I understand from you that, practically, the cost of applying the
automatic brake to a truck, which has already the hand brake, is about £20? About £20, sir,—
£20 0s. 2d.

-+ 1293. Well, one reason why the Committee asked you to come here—I know, at con-
siderable personal inconvenience to yourself—was to see if you could suggest any means of
accounting for the fact that the brake on our 4-wheeled wagons, instead of costing £20, cost
£36 5s., without providing for any charge for duty ? [No reply.]

The Minister of Lands and Works—You are speaking of the estimate now, not the cost.

1he Chairman.—The actual cost was £35 7s. 4d.

1294, By Mr. Patterson.—Well, it practically comes to this, that the cost of fitting a Govern-
ment 4-wheeled standard wagon, which costs you £20, costs the Government nearly £40. Can
you suggest, from your knowledge as a mechanical engineer, any reason why the Government
should be called on to pay so much more than youdo? Well, it would all depend, sir, on whether
both estimates are framed exactly on the same data and conditions. Does the Government estimate
include the hand brake?

1295. Oh, no ; the hand brake is already on the vehicles. What do you think ? That is to
say, the truck actnally had a brake on it before the vacuum-brake was fitted ?

1296. Yes, that is the position. Can you explain it? No,sir; it is a very difficult matter for
me to comment upon without further information.

© Mr. Patterson : 1 think, Mr. Chairman, it would be a very good thing if we could ask Mr.
Deeble to meet Mr. Driflield. There must be some explanation of this thing. At any rate, the
discrepancy is so great that I think we should have some explanation.

Mr. Minister of Lands and Works.—I1 would not discuss it while Mr. Driffeld is here.
Better take his evidence first. .

'1297. By Mr. Patterson.—I suppose, Mr. Driffield, that you meet with exceptional difficulties
in-working lines on the West Coast, with a rainfall of ten or twelve feet, and constant danger of
slips, and so on? I think the conditions altogether on the Coast are most difficult in railway work—
both on the Strahan-Zeehan line and the private lines.
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1298. _ You would not think of comparing the Main line, with a rainfall of 1 foot 9 inches,
with your line? Not in matters of permanent way and maintenance. In the rolling-stock there .
would probably be very little difference. : ’

1299. Now I want to ask you, Mr. Driffield, to leave this subject and come to another. We-
have it in evidence that engines with 10 tons 7 cwts. on an axle are running express trains at
thirty-eight miles an hour over 46-lb rails. Do you consider that that is _an advisable.state of
things ; or is there any risk in maintaining that procedure? Well, I should certainly like to
have a closer knowledge of the whole of the facts before expressing an opinion on the. particular
point you wish me to answer ; but, in a general way, of course, I might give a reply to that question.”

1300. Perhaps I can help you. On the part of the line that I refer to it is a level run, and
time is made up there by the express. The rails are twenty-four feet long, and the sleepers go ten
to the rail. 'Would that assist you? Are they iron or steel rails ? _

1301. Steel? I should consider the rails are too light in the circumstances. The usual castom-
is to accept nothing under a minimum of five pounds per lineal yard of rail to the ton of axle load.
If your axle weight is ten tons, your rail should not be less than 50 Ibs. The ‘continental practice
is more liberal still, and would give you abouta 70-lb. rail under the same circumstances.

1302. Suppose that you were engineer and manager of a railway company—a poor company—
who were making an annual loss on their working of £110,000 : would you prefer to spend £60,000

“on taking out that light section of railway and putting in a 60-lb. rail, or would you spend it on .
putting an automatic brake on your goods stock—which alternative would you choose ?  That is
rather a difficult question to answer, too. If the goods stock did not require a brake urgently in
any way, I should certainly say, “ Improve your permanent-way.first.” That would be the right
course. : . :

1303. I will put it in another way ; we have it in evidence that the Main line has been worked
for twenty-five years, during which time we had nothing but the hand brake on the. trucks. It is
stated that there has been a practical immunity from accident-during the whole of the twenty-five
years. Under these circumstances would you choose rather to adopt the automatic brake, or to re-
lay your permanent way with a 60lb rail? Seeing the great importance of your passenger service:
between your capital and Launceston, I should certainly say that the permanent way should be the.
first consideration. ’ N

1304. 1 suppose you see the annual report of the South Australian railways from time to time.
do you—jyou get the reports, I suppose? Yes we get the reports, but I cannot say 1 am wvery
familiar with them. : ' i

1305, I am going to quote from one of them. In South Australia there are 1374 miles of.
single lines on the 3-ft.-6in. gauge, having 3500 wagons and goods trucks, and not one of those
trucks is fitted with the automatic brake ; nor is it so proposed to fit them. In that State last year, -
they not only paid the interest on their railway debt and all their working expenses, but they added
a contribution £53,000 to the benefit of the general revenue. The question I am asking you
is this: seeing that in South Australia they have the same grades, and five times the size railway
system that we have ; and seeing that we in this State have lighter traffic and slower speeds
than they have in South Awustralia, and non-paying lines, while in South Australia they could
well afford to use the automatic brake, if they wished to ~ .

Mr. Minister of Lands and Works.~—Are you arguing with Mr. Driffield, or putting him a -

uestion ?

1 1306. By Mr. Patterson.—I am going to ask the question at all hazards. In South Aus-
tralia, Mr. Driffield, they could easily afford to apply the automatic brake to their goods stock, if
they thonght it necessary, because last year they had £53,000 to the good, after paying interest and
all working expenses. They have not adopted it, and they have the same curves and grades there
as here. But here we have an annual loss on our working of £110,000, with fewer trains and a
low rate of speed ; and yet, despite the position in South Australia, we propose to equip our goods
stock with the automatic brake. Now, in your opinion, has anything in the past occurred—bearing
in mind that there bas been immunity from accidents. for twenty-five years—such as would make’
you believe that the vacuum brake here is a erying necessity in the interests of the public? I do
not think that is exactly a fair question, such as I should be -asked to reply to. -

1307..Then I will not ask you to answer it. You do not wish to? Itis a question as to
which there may be a great many circumstavces concerned—circumstances such that only a man
having a full knowledge of the details would be qualified to give an opinion on. .

* 1308. Then I will read you the latest opinion of the Board of Trade with regard to goods -
stock. 1t is this: “ Within five years of the coming into operation of those rules, brake levers
must be fitted to goods wagons on both sides to avoid danger of accident in shunting. = But
the Board of Trade has never even suggested that goods stock should be equipped with an
automatic brake. That is the regulation of the Board of Trade in England. Can you
see any reason why we, with our limited traffic in these States, should go to the expense
of the automatic brake for goods-stock, when the English Board of Trade does not require
such brakes on goods-stock there? Well, on general lines, I certainly can answer your
question. I consider that with the average limited goods traffic on most of the colonial
lines, the automatic brake is not required, except, of course, on such long banks and gradients as

may cause danger to passenger traffic, or where other special circumstances may exist that are : °

peculiar to the local conditions of any given place. But I certainly think, in any case, that the
conditions of, Tasmania entail the necessity of fitting the automatic brake to your passenger service.
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'1309. By Mr. Dumaresq—And to mixed trains? Well, the mixed trains, of course, are
. passenger trains ; they carry passengers. .

1310. By Mpr. Patterson.—I want to ask you another question, Mr. Driffield. I suppose
you are aware that in our mixed trains here the passenger carriages have a continuous chain-
brake? I know that that is so on the Strahan-Zeehan lne.

1311. Well, it is so on all our lines. Now, you know the long section of line from
Liaunceston to Emu Bay? Yes.

1312. And you know the grades and curves on that line? Well, I do not know much of
them : simply what I have noticed while travelling on the trains along there.

1313. Do you see any crying necessity for applying automatic brakes to goods wagons
running on that line ?  Running, do you mean, as parts of mixed trains, or as goods trains ?

1314. Running with mixed trains—remembering that the carriages on such trains are fitted
with the continuous chain-brake ? ‘Well, T would hardly like to give you an opinion on that.
point. On any matters to which I can give you straight-out information on points of fact, I
am ready and glad to do so; but in matters that require very careful sifting of conditions and
circumstances, as matters of this kind -must do, it is hardly competent for me to form an opinion
on hearsay, and not on facts. I do not see that my opinion on such a matter can be worth two-
pence, when I have not been carefully over the lines. If I were examining the line with the
object of reporting on it, I should have all the plans and facts and all the available information
required before me. That would place me in a quite different position. Yoa cannot ask me
to state an opinion on such matters on mere hearsay.

1315. By the Minister of Lands and Works.—Do you think the responsible Government
officials who are calléd on to advise Ministers in these matters would have all the facts before
them ? They certainly should have. .

1316. By Mr. Patterson.—Well, I come to another line now: the Fingal line; which is
practically a coal-track. Do you think that on that line, where no passengers are carried, that it
is advisable to go to the expense of applying the automatic brakes to the coal-trucks—and goods
stock on that line ? If you ask the question in a general way, and say that you havean ordinary
flat line, not necessarily the Fingal S

1317. Take an ordinary line then, under those conditions? A line perfectly level, perfectly
flat, and with a limited trafhe?

1318. It is undulating country, without any steep banks. :

Mr, Minister of Lands and Works.—That is bardly a full description of it. There is one
very nasty river to cross. . ]

The Witness.—1t is a very difficult matter for me to answer such questions when they are

. applied to a particular line that I am not conversant -with. If they applied to ordinary cases, and
had no particular application, I could answer them in a general way.

1319. By Mr. Patterson.—Do you know the Mount Lyell Railway Act? Yes, sir.

1320. Have you seen it lately ? ~ Yes. :

1321. Can you tell me whether a statement we bad made in Parliament as to that Aect is
correct —The statement that

1322. Mr. Minister of Lands and Works.—Oh, that was incorrect; that is admitted. I was
under a wrong impression when 1 spoke. I know, as a matter of fact, Mr. Dritlield, that Mr.
Back advised you to apply the automatic brake on your stock. That is so, I think? Oh, yes,
that is so ; but it was quite a mutual arrangement.

1323. By Mr. Hartnoll.—Mor. Driffield, are you aware on what system or by what method
your company purchases these automatic vacuum brakes in London? We have a consulting
engineer in London, Mr. Meilbek. Tenders for anything of the kind we want are always sent to the
London Board, who place them on the market throngh Mr. Meilbek. The tenders are invited in
the ordinary way. oo : ’

1324. Do you know whether your board would make any arrangements with the patentee to
pay an ordinary bonus for each brake supplied; and then get the work done by tender to some
acknowledged manufacturer in the Old Country ? What would the bonus be for?

1325. Well, this vacuum brake is a patent, is it not ? Certainly.

1326. Well, a suggestion was made by one witness before this Committee, a witness who was -
asked the same question that youn were asked just now—if he could give the Committee any sort of
idea of what had caused the great difference in the prices paid by the Government. here and the cost
of the appliances to your company ? He said he did not see how it could be explained, except by
the fact that the pateutee made variable charges for the use of his patent. Do you think that any-
thing of that kind could arise to account for the difference in prices? Well, of course, there are
royalties charged on special goods. But I do not know that there are royalties charged on the
vacuum brake gear; because, as a matter of fact,'the brakes are all supplied by the company who
hold the patents. ' .

1327. But you would have to pay them a certain amount for royalty on every brake supplied ?
No; you buy the brake from the firm; they hold their own patents. :

1328. Do you know whether they make any variable charge ? I am not aware of any. There
is a variable charge according to the state of the metal market, naturally. If metals are up, the

" price of all the gear is up ; if metals are down, on the other hand, the price of gearis down. We
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have had fluctuations of thirty shillings in the price of vacuum-brake cylinders in our short term of
six years’ purchasing. '

1329. In your judgment, then, there is one standard price charged by the Vacuum Brake
Company to anyone who wants to go in for this particular class of stock ? Precisely, —fluctuating
with the metal market. ‘

1330. I notice; Mr. Driffield, that you have a number of papers with you, quite independent of
those you have given to this Committee, or referred to during your evidence here. Are there any
other matters disclosed in those papers that you have taken out thinking they might be of service
for our purpose 7 Well, I have brought the papers’ relating to prices and commission, as I was
instructed to do in the telegram I received from the .Chairman.

1331. You have given us that? Yes. - .

1332. And all that matter is in evidence, without the necessity of your referring to your other-
papers?  Well, it is just a matter of what questions you desire to ask. '

1333. I thought, perhaps, Mr. Driffield, that you had an idea that there was some other
information that the Committee might like to have,and that has not been brought out by any direct
question put to you? Well, I have the actual cost of each of the articlés and the charges for freight,
for the purposes of comparison, if the Committee requires that,

1334. I suppose you would not have any objection to putting those documents in, for.the
perusal of the Commirtee, to be returned to you after the close of the Comimittee’s deliberations ?
I think not. I believe there would be no objection. _

1335. Have you that information with you, then? I have sir. :

1336. I saw that you had a number of other papers with you. You will understand why I
questioned you as to that? Of course, I hardly knew what I would be examined on. .

1337. I have found frequently,that witnesses come to-a committee and are examined, and then
goaway and say, “ There were lots of things I could have told you that would have been useful to
"the Committee ; but no direct question was put to me, and therefore I did not volunteer the-infor-
mation.” T am only asking you now, for that reason, if thereare any other matters dealt with in
those papers, that you think might be of service to the Committee? Well, there is certainly one
matter I ought to bring very strongly under the notice of the Committee, and that is the
question of the fluctuation of prices. It does not particularly apply to the brake gear, but I can
give you some facts that will be very fair evidence of how prices can fluctuate in a very short time.
Now, take first June, 1899. In that month we purchased some coke wagons in London by tender.
The accepted tender was £295 each. In December of the same year we purchased four more, and
the tender was £345 each, There you have an advance of £50 on one class of goods in avery few
months. I have here instances of other discrepancies of that kind, showing that it is impossible to
fix any particular price at all for these brake parts. It is all according to the size of the order and
" the congestion of the market, If the shops are full, and you want the material hurriedly, you have
got to pay for it. : , :

1338. I may tell you, Mr. Driffield, that we have it in evidence from Mr. Batchelor, what he
says was the cost of these vacuum brakes in 1892, and the says that the metal market was quite as
high in 1892 as it is to-day. Are you aware whether that is so or not? 1 could not tell you, sir.
But it is a matter that could be easily ascertained by referring to the statistics.

1339. But if the metal market in 1892 was as high as it is to-day, the brakes ought to be
obtained at about the same price now as then? Yes. I think the price of steel rails is about the
best and fairest means of comparison of the condition of the metal market. Whenever the price
of steel rails fluctuates, the price of other railway stock fluctuates with it. You could nearly always
take that as a fair base to work on. -

1340. By Mr. Dumaresq.—Mr. Driffield, you said your bogie-brakes cost about £39 11s. 9d.;
was that with a single cylinder, or with double cylinders? That is a loco. department estimate ;
£42 7s. was the office estimate for the same work.

1341. That is with the single eylinder ? 'With a single eylinder—yes. )

1342. And the double cylinders would cost more? Yes, more, by the price of the extra
cylinder and the fittings. The cylinder would be about £12, and the cost of connecting it possibly -
about £2 bs. :

1343. And were your bogies and carriages made ready for being fitted with the brake in
London? They were actually fitted with the brakes in England. -

1344. By Mr. Hartnoll—Although yours is a single cylinder the size of the cylinder is
different from that of the cylinders on the Government stock ? [t is 18-inch on the bogie wagons,
and 15-inch on the other wagons. , ' S

- 1345, Then, if you had the double cylinders on your bogie wagons, you would have two of
 156-inch ?  Probably less than 15-inch. They would probably be about 13 inches diameter.

1346. What is the difference between the cost of fitting with one 18-inch cylinder and the cost
of fitting with two 15-inch cylinders, and whatever extras might be required with the two eylinders ?
Oh, there would be a considerable difference in price there. The price of one 18-inch ecylinder is
£13; and 15-inch cylinders cost £12 each. You might possibly get them at a shade under that if
you got a quantity, of course. - o

1347.  That would be a pound difference on each cylinder. So that by fitting two eylinders
in place of one you would certainly be adding an extra £10 to the cost of your brake? I think
myself, that putting on the extra cylinder would add close on £14, fitted to the truck. '

[
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1348. By Mr. Hope.—There is one point I wanted to ask you about, Mr. Driffield, with.
regard to those firms who tendered for the locomotive brakes in England. I understood that there
were some ten firms tendered, and the prices varied a good deal. I suppose these firms would all
have the opportunity of getting the automatic brake from the patentee at the same price? Yes,
they would all simply ask for quotations from that firm, and they would base their tenders on the
prices quoted. At the same timeé, of course, there are a great many trade discoupts in the Loundon
market. Any large firm like Stableford’s, in the habit of patting a lot of work in the Vacuum Auto-
matic Brake Company’s way, would probably. get trade discount. Some of the large firms
would probably get a considerable discount on their goods. .

1349. By Mr. Hartnoll—Well that, I take it, is precisely the same as making a variable
charge ? 1t 1sa trade discount.

1350. What Mr. Hope wants to getat, I think, is this :—Are these trade discounts different to
one firm tendering from what they would be to another? That is an impossible thing for any man
to say.

1351. But anybody in the trade would know it, I suppose? Well, it is precisely the same as
it would be with you or any gentleman dealingin a large way with any firm. You would probably
get concessions that another person going and making a small purchase onee a year or so would not
receive. Some of the English railways buy this class of stock in very large quantities.

1352. Then the trade discounts you speak of are very much the same as the allowances made
off hollow-ware ; the price becomes variable according to the state of the metal market? Yes; so
much off list. .

1353. It moves up and down? Yes. They have a list of that kind at Home for all speciali-
ties ; but they have trade discounts on top of that, as well. I could just show the Committee a
tender I have here-—just a small tender for wagon-wheels and axles—which will prove to you how
tenders fluctuate. These firms tendering must have been in precisely the same condition as to the
cost of materials ; but still, there is a striking discrepancy in the tenders. s

1354. By Mr. Hope.—Of course, the same thing applies to our local men. If teunders are
called for when they have plenty of work, they make their tenders a little higher than they other-
wise would. I suppose the rule applies to these English firms in the same way? Yes. And
there is another point to be considered. If they think you want a thing in a great hurry, they will
not hesitate to put the prices up. In fact,itis a very hard thing indeed to manage the London
market. It is a most difficult market to reconcile. You see, there are three tenders here for the
class of stock I referred to just now /

1355. By the Chairman.—And there is ten per cent. difference in two of them? Yes, and
they were both tendering under the samé conditions. If I had known or had any idea of the
class of information you wanted on that point I could have brought papers along dealing with
several other matters of the kind. '

1356. By Mr. Dumaresq—Mr. Driffield, you made one remark on the general question before
the Committee, that it would be well to make clear. You said, I thiuk, that, taking into considera-
tion the class of our lines here, you should advise the adoption of the automatic brake where
passengers are carried? Yes. -

1357. And that remark would apply to all mixed trains, as well as ordinary passenger trains?
Yes; I consider that with passenger cars running on a 1-in-40 grade, in case of a parting, you might
have a very serious runaway, unless the trains were fitted with some kind of automatic brake.

1358. I mean, you would recommend tke adoption of the vacuum automatic brake, and not the.
chain brake? The chain-brake is not automatie. '

1359. And you mean, that on all trains carrying passengers you would have an automatic -
brake? Yes; of any type, as long as it was automatic.

1360. By Mr. Hartnoll.—There is one qnestion, Mr. Driffield, of the questions that I desired
to ask you, that I omitted to ask in my examination of you just now. Have you any knowledge as
to when the patent rights of this automatic brake will cease in the Old Country? I have not, sir.

1361. By Mr. Hope.—1 understand, Mr. Driffield, from your evidence, that you consider the
automatic vacuum brake is one of the safest brakes we could have for carrying passengers? I think
it is a recognised thing throughout the world that the antomatic vacuum brake is one of the very
best brakes in existénce. ‘ K '

1362. By the Minister of Lands ana Works.—Mor. Driffield, how long ago is it since you
agreed with the Railway Department to provide your stock with automatic brakes, so that it would
be interchangeable with the Government stock ? At the very commencement, when the line was
being opened. That would be very early in 1896. A

’

1363. Over five years ago? Over five years ago.

1364. Was it then your impression that the whole of the Tasmanian Government rolling-stock
was to be fitted with the automatic brake—or that it was in contemplation? I do not think T
ever heard any question relating to it at that time. ‘

1385. Then why would it be necessary, if our stock was not fitted with the brake, to apply it to
your stock for the purpose of making it interchangeable with ours? As far as I understood the
question at that time, it was the intention to fit all wagons running on the Main line trains with the
vacuum brake, so as to be able to run them on the mixed trains. That is what- I understood at
the time. .
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1366. From whom do you generally purchase your automatic brake gear—any one firm in
particular ? ~'Well, no ; it is generally supplied with the stock under any tenders that are let. If
we call for tenders for, say, so many wagons, and so many sets of gear, the firm tendering purchases
the vacuum brake gear and supply it with the wagons. On the other hand, if we indented duplicates
we shonld purchase directly from the Vacuum Brake Cumpany itself.

1367. Now, as to your workshop estimates :.are they based upon the assumption that the gear
will be purchased in a fit state to be applied at once to the stock, or does it mean that a good deal
of the work is done by yourselves in your own workshops ? The actual estimates farnished to-day,
you mean ?

© 1368, Yes? They are the prices at which we consider that we could fit the brakes at the
present moment.

1369. Then, will you explain what plan you follow : do you order full sets from Home? We

order simply the patented parts that we cannot make, and w2 make everything else in our own
shops. That is, we order from London the vacuum cylinder and the valve attached to it, and such
things as the train pipe and the coupling-hoses and the hose-clips.
- 1370. Is that the general method of ordering the gear, do you kiow ? I should think so. It
would be very much cheaper to make your own fronwork than to bring it from Home. Ironwork
has to pay a heavy duty coming in, if 1t is manufactured ; and if you bringit in in an unmanufactured -
state, the conditions of the labour fnarket here would favour the work being done in the Colonies.

1871. Would that apply to the Government in importing its own ironwork, duty free? Well,
T could hardly answer that without working it out fo see what the comparison meant.

1372. What is your practice when ordering the stuff from Home? We send to our London
office—the office of the London board—and if St s a contract, and has to be tendered for, the
tenders are called for through that office. But if it is a speciality, of course—

1373. What is Mr. Meilbek’s function ? He comes in as Consulting Engineer.

1374. And makes recommendations to you as to accepting tenders? Yes; and makes recom-
mendations as to tenders, too. i

1875. Now, will you look at that list or schedule of tenders. [Wltness examines document.—
List of tenderers for (tovernment brake stock.] On that a tender is recommended for acceptance
by Mr. Meilbek.—Have you any reason to think, that in the case of these particular tenders, we are
being asked to pay more than the warket price for the article we are purchasing? Well;
I want fuller information. Do these tenders include full sets of brake gear? Whatis the
* specification attached to that schedule? I am inclined to think by the prices there, that they include
the whole of the brake gear complete, with every bit of the ironwork. Of course, I have been led to
believe that the only consideration was the vacuum brake itself; whereas, from what I gather from
these prices, I think it applies to all the ironwork. Ifso, those prices would certainly be very
reasonable.

1376. Do you know the firms that tendered a.ccordmo‘ to that list? I know all the firms ; at
least I know the names. :

1877 Are they reputable firms? Certainly.

1378. Well, you notice that list again—[witness examihes document]—and tell us with
regard to the tenders : there are big discrepancies there between the tenders for the same thing?
Yes ; there is quite a fluctuation.

o1 1379. Varying from—? From £47 to £74: T think that is about the range on one lot ; and
£32 to £70 on the other.
"~ 1380. And we have a schedule of tenders received here, Mr. Driffield. The four-wheeled
wagous are given in the tender as f.0.b., London, £30 10s.; frelght insurance, and inspection, extra,
£3Ys. 4d.; “eost of erection, £1 10s. : "total cost, erected, £35 9s. 4d. —Well, may I interrupt you
there, sir? That compares, I think, very closely with the estimates I have already furnished here,
providing that it includes the same pd.I‘fS and I am almost satisfied it does. For the same wagon,
these estimates of mine are £31 12s. 11d. and £32 13s. 6d. ; so you see that they are very close,
approximately. That estimate of yours, I thiuk, includes the same as these estimates; that is, the
whole of the ironwork. Of course, before we can get any real comparison we must know what
this estimate of yours includes, and whether it can be compared with mine; but as I say, I think
this‘ estimate refers to exactly the same amount as that one.

' 1381. Will the fact that the cost of erection in this estimate is only put down at £1 10s.
assist you—would that indicate that we are getting the whole thing complete, and simply putting
it on the brakes here? Precisely.

1382, What is your own local expense of putting the brakes on—the cost, I mean, of doing
all the work that you do yourselves locally ?  Well, we have got £8 8s. down for the forge work
and fitting of the hand brake, and £1 15s. for attaching the other parts subsequently; so it is
really a matter with us of £10 3s. for labour.

.. 1383. Now, I will come to the bogie wagons, Mr. Driffield : our priee is, f.0.b., London, £51 ?
What is this for ?

1384. This is for the bogie wagons, fitted with two cyhnders, £51. Freight, insurance, and
all ‘charges, £4 13s. 9d. ; cost of erection £3.; cost, evected, £58 13s. 9d.7 Waell, for the same
work, without the double’ ceylinder, we have £42 7s.; to which you would have to add at least £14
befové you could compare the tenders. That would give you £56 as our price.

~1385. You have carriage brakes also ? Yes but our carriage under-frames and wagon under-
frames are precisely the same,
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1386. The carriage here on our Schedule works out at £54 11s. Iow does that compare?
That is against, prachcally, £56 with us. - .

1387. What would these prices indicate to you now, then, Mr. Drlﬂield ? [No reply.]

1388. I mean in this way : are we purchasing more than you purchase in London, and therefore
paying a higher price for it ; ‘or are we paying a higher price for the same thing ? \’Vell on the face
of this, I should say that the prices are almost identical, because I am fairly satlsﬁed from
the figures that are quoted here, and other indications, that your prices cover the whole of the brake
complete—that is, the whole of the parts, for the. hand brake and everything.  If' so, your tenders
and our estimates are very close to each other. I have the whole of our freights and insurances
worked out in percentages of the total value; .md it could be very easily determined, if the
instructions were given to the department, what your’s were, in the same manner. From twenty-
eight to thnty-one per cent. I think, they work out.

1389. That includes duty, thoutrh does it not? It includes everything—all charges, sir.

1390. By the Chairman—What is the duty? The duty is 10 per ceni. Well, it was that—
1t 18 more now. -

1391. By the Minister of Lands and Works.—Then, subject to our ordering the whole of the
parts, you think there is really no very noticeable dxspauty between our prices and yours? No—
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not on the basis of that statement, as I understand it.

1392. By -the Chairman.—But these prices of ours do not cover duty? No ; of course ours
cover duty.

1393. By the Minister of Lands and Works.—Given a heavy goods train with a full load
going upon a continuous grade of four miles of 1-in-40 or 1-in-45, and the only brake-power
attached to the train being in the brake-van and the passenger-carriage in the rear? Yes.

1394. In the case of such a train parting —that is, the whole train parting from the engine and
tender—do you think that that chain brake on those two vehicles would be suflicient to prevent the
train backing down the hill? What would the whole train consist of-——how many trucks?

1395. About 12 trucks? I should certainly say the- brakes would not be sufficient; in fact,
the brakes operating at the lower part of the train would, probably, lead to a derailment. You
would have all that free weight of the trucks for cing the br aked portion of the train off the rails.

1396. Do you have any 7 accidents on your line in consequence of trains parting? No; I am
glad to say that we have never had a train part.

- 1397. I suppose your couplings are of a stronger character than ours, on account of the steep-
ness of the grade? Well, we anneal them every six months ; ‘that is, we take them out and place
them in the furnaces, and examine them red-hof for flaws.

1398. Does the use of the automatic vacuum brake entail any loss of time at the stations
where shunting has to be done? Well, a good deal depends upon the size of the train and of the
train-pipe. If a large pipe is used, and there is a van-valve as well, and the air is admitted at both
ends, your stops are, practically, as rapld as with the Westinghouse ; but, in getting away, you have
to release from one end.

1399. I was not talking about the time it takes to stop; but the time lost in shunting—putting
a carriage or a couple of tr weks off, and so on ? At stations?

1400. Yes. Will the use of the vacuum brake cause any greater delay than any hand-brake
would cause? Decidedly. _

1401. To what extent? Well, it would be difficult to say, because everything depends on the
length of the train, and the number of vehicles to be shunted. But certainly, the delay is longer
than with the ordinary lever-brake.

1402. How long would it take for each time a coupling is disconnected ?  Well, it would
certainly take you a minute to release a wagon, by the time you have let air into the eylinder.
Then all the connected trucks have to blow up again to shunt.

1403. Now, Mr. Driffield, with regard to the weight of ruils and the speed of trains. Is there
any formula adopted by engmeerﬂ with legard to the weight of rails and the weight on axles, and
the rates of speed run? Oh,

1404. A strict formula ? There are three or four well- recogmsed formule as_between axle
load and weight of rail. But these have been reduced to a more or less empirical formula : that
is, taking from a minimum for your weight of rail of about five times the weight on the axle, to
a maximum of about seven. Continental practice is on the safer side; and colonial practice has
been more closely approaching to the minimum, owing to the heavy price of rails and the expense
of importing them.

1405. You have travelled several times from Hobart to Launceston? 1 have, sir.

1406. Do you know the part of the line where the highest speed is attained? Well, it has
always occurred to me that the highest speed is on the northern end, near Launceston.

1407. Have you noticed the line there—is it more direct and level than elsewhere? Yes.
1408. And therefore a ‘higher speed is run there? I should certa.inly say so; you can get
along faster.

1409. Would there be the same necessity for a hecw1er rail on a level country with a stralght
run as there would be on more difhicult parts of the line? T do not think it makes any difference so
far as the axle-load is concerned, whether it is on a grade or not: the actual vertical pressure is
hardly altered. It is only when you come to gradients of less than 1-in-10 that the grade makes
itself appreciably felt in that way. .
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1410. Has the spacing of the sleepers got anything to do with the stability of the line in that
way ? Certamly

' 1411. Is it an important factor? Well, the strength of your rail is largely proportlonate to

the distance your sleepers are apart.

1412. Is it possible, then, to make up some deficiency in your weight of rail by putting your.,
sleepers so that ————>? By closer sleepermg ?

1413. Yes; by increasing the number ot your sleepers? Yes; certainly.

1414. I think you have been asked a question before with regard to what you would recom-
mend as to the application of the automatic brakes to a mixed train? Yes, sir.

- 1415, And would you think that.a mixed train, in which half the trucks or a little more than
half, were piped, and the balance fitted with the automatic brake gear, would be sufficiently braked ?
VVell that would all depend on'the gradients ; itis a matter very easxlv arrived at.

1416. I mean with our heaviest gradient ; that governs the whole'line? T do not qulte grasp
your question in that form.

" 1417. You undérstand what plpmg atruck is? Yes; a truck piped, but without the vacuum
cylinder fitted—a dummy.

1418. Well, supposing that we had a mixed tram, with the brake appliances attached to nearly
half the trucks, and to the brake-van, and to the, passenger carriage, would that be a sufficient
number of braked vehicles to prevent catastrophe if the train parted ¢ Do you mean to put your
trucks alternately right through the train-—first a piped truck, then. a brake truck, and S0 on—or to
put all your dummy trucks on one end of the train?

1419. T suppose the train would be really made up :with alternatmg trucks, so far as they
could do it. Would those brakes be sufficient? Well, if it came out in the’ shuntmg that the
~ trucks were behind, it would be all right ; but if all the brake trucks were next to the engine, it

would be all wrong.

1420. Do you think that the side-brakes, Mr. Driffield, with the addition of the two, braked
vehicles at the rear, that is, the guard’s van and the passenger carriage, would be a sufficient brake if

" they could be apphed coming down a hill ; or if a train parted going up a hill, they would be
sufficient to prevent it backing down the gra.de? Certainly, sir; it has been sufficient in many
other parts of the world, and in other parts of the States That it is suﬂiclent is proved by the
great number of hand brakes that are in use.

1421. But 1 mean in case of a break-away? Oh, nothing in the world will prevent vehicles
running downhill when -a train once gets away, and the acceleration is too rapid before the guard
can stop it. The only safeguard you can have is that of paying greater care to your couplingsand
safety chains or fitting an automatic brake.

1422. By Mr. Hartnoll.—Arising out of the Minister’s questions, I would like to ask you,
Mr. Drlﬁield two other questions—you have said, I think, that there would be a greater loss of
time in shuntmg with your trains fitted with the vacuum automatic-brake than there ‘would be with .
the continrous brake, and that the time lost on a truck would, generally, be about a minute ?  Yes,
sir. But the vacuum brake, of course, is continuous.. :

1423, I meant the ordinary chain brake—with the vacuum brake, you say that one minute
would be the time taken to release a wagon ? About a minute to release a wagon that has been cut
out.

/

1424. Take a very dusty day, now. It isan exceedingly small orifice, is it not, through which
the air passes into this vacnam-brake, and if any dust got in it would affect c()nblderably the time it
would take to release a truck or trucks. Might the time taken extend to a period of 2} or more
minutes, under certain conditions? Quite possibly, sir. It would depend on the condition of the
vehicle. It might have been in traffic a long time, and got into defective working. It is not at ali
infrequent for the piston to clog.

1425, What is the longest time you have known it to take to release a truck-under these cir-
cumstances?  Well, I have kiiown it to be necessary to get a lever to pull ‘the piston-rod down
_ in the eylinder, and, of course, that meant losing time getting the brake off I have known
exceptional cases where it has been necessary to knock the toggle-pin out to disconnect the brake

iston-rod.
P 1426. And I suppose, then, that it might take ten minutes or a quarter of an hour ?  Oh, yes ;
these are things that might happen with a defective vehicle o_ccaswnally
‘ 1427. Now, with regard to this piping of the trucks on a train. Could such a system be applied,
under the conditions of our traffic, where you must throw off a truck at one station, another at
‘another, and so on, one here, two there, three there, all along the service. Might it not, as 1 think
you have indicated, come about that all the piped trucks might be at one station and all the trucks
fitted with the brake at another? Yes; that is the difficulty with that system.
1428, And, practically, it would be inoperative to pipe half of them and have the others fitted
with the brake ? It would, no doubt, entail a good deal of shunting. '

1429. Would it not, if the vacuum brake were.applied throughout our service, entail the
necessity of a larger staff to cope with this extra shunting and loss of time ? "I do not know that,
sir. It would entail a certain loss of time. . :

~ 1430. You think the same staff 4s at present would do, but there would be some time lost?
Yes. :
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1431. By Mr. Patterson.—I omitted to ask you two or three questions I wish to ask, Mr.
Driffield. Will you give us the number of goods wagons on your line, both four-wheeled and
bogie? Yes, I have the list here. {Document put in.] . S
1432, How will the fluctuations in. the cost of metals affect the price of a set of brakes on
a four-wheeled standard wagon, speaking from your experience of the {;st four years—what is the
extreme fluctuation? They fluctuate probably about a matter of £3.

1433. A set? Yes, £3 a set would be about the limit of fluctnation. That is approximate, of
course. ‘ C

1434. In your opinion, would a vacuum brake applied on all the wheels of an engine and all
the wheels of the tender be very much more powerful than a steam brake on the engine and a
hand brake on the tender? No, not more powerful. A brake can only be as powerful as will
enable it to pick up the wheels; when it has picked up the wheels it is as powerful as you can-
make it. :

1435. Then the vacuum brake is not more powerful than the hand brake? More powerful—
not at all; because you can pick up the wheels with a hand brake.

1436. Do you know that special instractions were issued by the Board' of Trade- as to the
brake on the engines and tender—the automatic brake, and no other brake on the train except in
the guard’s van? 1 did not catch that question. :

1437, Do you know that special instructions are given by the Board.of Trade as to the appli-
cation of the automatic brake to the engine and tender, with no other brake except on the van? [
know that a lot of trains in England run entirely with hand brakes. : o

1438. And that with regard to goods trains the Board of Trade deemed it sufficient if the
wagons were equipped on both sides by band lever brakes. Is that clear? Yes, sir.

1439. You would not gather from that that the automatic brake is a more effective and powerful
brake than the steam brake and the hand brake? I do not think it would be more powerful. Tt
would be a more convenient and a quicker brake to apply.

" 1440. More effective ? 1.do not see that any brake could be more effective than its full capacity,
whether applied by hand or power.

1441. I bave just one more question to put to you. 1 want the Committee to understand
perfeetly this question of prices. We have on our lines wagons fitted with all the appliances of
hand brakes and blocks. On such wagons, I understood you to say, the autowatic brake should
be fitted at a cost of £207 Yes, £20 0s. 2d.

1442. And when you said just now that the prices of these scheduled tenders were almost
identical with your estimates, you meant to say with your estimates, including the hand brake?
Yes, new sets of material all through. i )

1443. Fitted on the trucks standing without any brake whatever? Yes.

-1444. By Mr. Hope.—Our train system, now, is fitted with the chain brake and the automatic
vacuum brake. Regarding these brakes, which would you consider would be the least expensive
to:keep up if all our trains were fitted with it—the automatic brake or the chain brake ? I think the
chain brake would be the most expensive to maintain, but not so expensive to fit up.

1445, By the Minister of Lands and Works.—The chain brake is expensive, I think? Not
the initial expense. 1 could not give you prices of the chain brake.

1446. By Mr. Hope.—Which would be the cheapest to keep up? Well, that is a question
that I really ought not to reply to, because I have had very little experience of the working of the
chain-brake, and you have the Straban-Zeehan line to get the facts by.

1447, By Mr. Hartnoll—One question more. 1 am informed, Mr. Driffield, that to day
trains running from the north of Scotland ‘into Aberdeen—mixed trains, passenger and goods,
travelling at a high rate of speed, and with far'more frequent running than any we have in this
State-—are run without automatic brakes. From your reading or information do you know if that
is correct? No, sir, I do not; I could not say at all.

1448. Would you think it might be correct? I think it is against good railway practice.

1449. By Mr, Hope.— But there are double lines of rails there, are there not? That I could
not tell you. : g -

1450. By the Chairman.—Mr. Driffield, was it because of a mutual arrangement between you
and Mr. Back that you fitted up your Lyell stock with the automatic brake, or was it because you
considered it a necessary equipment? We had to fit a continuous brake on our traius, and
after consulting with Mr. Back, seeing that the vacuum brake had already been adopted in this
state as the standard brake—and very rightly, too—I thought it was advisable that we should
adopt the same brake ourselves, so that the wagons would be entirely interchangeable. A

1451. Would you consider that the severe grade that you have on a portion of your line—
which, of -course, I suppose, is the governing grade of the whole line—would make the use of a
more powerful brake more necessary with you than on our Government lines? Well, it made the
necessity of an automatic brake imperative.

1452. Made it an absolute necessity ? Yes. ,
. 1453, Suppose, Mr, Driffield, that you were placed in charge as an engineer, mechanical and
otherwise; or, say, appointed generally to Administer a- railway system: and supposing that you
took up ‘a stock which was equipped with a certain class of brake under which the service had
enjoyed an absolute immunity from accident for twenty-five years ; would you be satisfied to ‘continue
that ‘class of ‘brake, or would you ‘feel that you were justified in running your owners into a ‘heavy
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»expendlture to eqmp the stock with & more modern form of brake | ? Well it I were .to answer
on the bare question, 1 should say—¢ Certainly not: 1 should leave the stock alone.”

1454. I think, from what T have heard you state in the evidence that you have given, , that you
are satisfied that as long as the chain brake will act it is an efficient brake?  Yes, the chain brake is
a tharoughly efficient brake.

1455. Supposing that you were sendmo' a heavily-loaded mized train up the steep bank from
Colebrook to the tunnel—Flat- I'op —and the train was equipped with -the chain brake in the way in
which I understand it used to-be in the old Main line days, that is, with- one-half of your train with
the continuous.chain brake applied from the guard's van, and the ‘othier half of your train equipped
with the continuous chain brake from the engine. If that train broke away, would you consider the
chain-brake operated from the guard’s van sufficient to control it? Certainly, if it were operative.-

-'1456. That is to say, you are splitting your continuous brake into two—one-half worked from
the van, the other half trom the engine. Wherever that train broke you consider the brake
would be sufficient to control the train?  Certainly—if it were operative; butithas frequently been
the case with the chain-brake that where the vehicles have been long in traffic the chain has become
defective. 'The chain, of course, has only the strength of its weakest link, and the chain-brake is
more open to accidént than the vacuum brake or the Westinghouse. It is just a quest.ion in case
of break-away how far the chain will hold, and the brake be operative.

1457. What proportion of your stock does that return you gave me just now represent? The
whole of the 3-ft. 6-in. rolling-stock.

1458. -And if you contemplated ddoptmg the automatic brake on all- youl stock Would you
consider it sufficient, in the interest of public safety, if you -equipped all your locomotlves, all your
passenger coaches, all your guards vans, and bogie vans, and 50 per cent.-of your -goods wagons,
piping the other, 50 per cent.—do you consider that sufficient insurance against risk? Wexl it
would be absolutely 1mpossibe to answer that question, without one knew how the trains were. to. e
run ; because supposing that all the piped wagons or dummies got into one frain, you would have no’
brake power whatever.

1459. Do you mean that it is a question as to how you could arrange -your stock ? Certamly,
as to how you could arrange your stock. That could only be determined by the conditjons of your
traffic. Ifisa question that I could not answer without that knowledge.

. 1460. And we are to understand that this is an expenditure which you would a,dv1se if you
were controlling or administering the railway system of this State? I'could not say. that either,
sir. The question you asked me was whether there would be sufficient brake-power on .certain
trains, under certain conditions. The only reply I could make was that there would. be. sufficient
brake-power if-you had sufficient braked vehicles on the train ; but if there are a lot of dummies,
it all depends how they are put into the train. S o

1461. You did not understand my question. You consider the adoption of the automatic
brake is a' proper precaution to take in-the Interests of the public safety? On pdssenger trams 7.

_1462. And on mixed trains? . On mixed trains also—they carry passéngers. . Do

1463. You are emphatie about that? . L am emphatic about it on steep gradients. :

. 1464. - But you'are not prepared to say whether you would -be satisfied with- the pr Opornonate=
équipment; that is, with 50 per cent. of the trucks fitted with -the brake, ‘and the rest piped? -I:
would not be prepared to say 'how far goods stock should be equipped at all.- It is a -question ‘that
depends on so many considerations that it becomes a question. on wlhich only a man who'is  very
intimate with the subject could properly express an opinion. oo

1465. You know:the class of goods wagons that we have here? Ido.

1466. Are they practically the same as yours? Ours are built to the same standard. :

The Chairman: 1 understand, Mr. Minister, that we have a double cylmder on the 4-whee}ed~
trucks. N S e

Mr. Minister of Lands and Works: No ; only on the bogies.

1467. By the Chairman.—When you make out an estimate in your oﬁice f'or goods to be
indented or tendered for in London, can you tell us, approximately, how near you get to the actual
pnce—that is to say, what do you cons1der a xeasonable variation between your estimates and the
actual cost to your company when the stock is delivered? No; I could not tell you that, because
sometimes the differences have been excessive. It is according to the market.

1468. Would you consider a variation of 2827 per cent.  between your estimate and your
actual cost landed here as an excessive one ? No, sir, I would not, in certain circamstances.

1469. That is to say, you think that the market may fluctuate-to that extent? [No reply.]

1470. You know pretty well, for instance, what the cost of your erection will be? Yes. -

. 1471, And you know what frelght insurance, and other mcldental expenses would be? Up
to a ceftain stage approximately. .

1472, For instance, a £47 brake, f.o.b. London, cost us £54 10s. Where would ' the wide
discrepancy come in there—on'the puarchasing in London ? Yes, in the size of the order. " If
a large order were placed at one time, and subsequently a small order, there would be a fluctuation .
in the price of probably 15 per cent., and possibly 20 per cent., as between the two orders - Then
your charges are proportionately hlgher on a small order. ‘

1473.” Our bogie wagons are the ‘same as yours. Do you think, then; it is necessary to
equip them with double cylinders? I certainly think bogie wagons should be equipped with two -
cylinders. If you apply only a single cylinder it is too strong and way injure your under-frames.
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1474, Are your bogie wagons fitted with double cylinders ? No, with single cylinders. But
I am speaking from experience. We know, now, that double cyhnders would be better, and if we
get any more fitted we shall have double cylmdexs

1475. Let me ask you, do you see any material difference in these two positions—you take
charge of a train service at the outset, and you determine to equip it with a certain class of
brake ; that is, you begin from the beomnmg You take charge of another train service, which
has already been equipped with a class of brake that has proved its efficiency for years and
years. Would you not feel very much more reluctant te order or recommend a large expendi-
- ture to alter a whole system of brakes in connection with the train service which is equipped with
a brake that has proved its efficiency, than to order a new brake for the equipment on an entirely
new stock—you see- the difference in the two positions, do you not? les, it is a question
very difficult for a layman to express an opinion on ; although I should certainly say, answering
the question in a general way, that I should be quite satisfied to accept the existing condltlons,
and make no alterations.

1476. By the Minister of Lands and Works.—The position has been put to you' that our
rolling-stock on goods trains had been equipped with a continuous chain-brake. Do you know, as
matter of fact, that it is not equipped with a continuous chain brake, Mr. Driffield ? No,sir; I
only know the chain brake, so far as your railways are concerned, on the Strahan-Zeehan line.

1477. Do you know that our goods trucks have only the side brakes? Yes.

1478. Without the chain mechanism at all 2 Without that mechanism at all, as you say.

1479. Very well. When the position is between the chain brake as described to you and
the vacuum brake, and between the side brake with only two vehicles connected by the chain, as
compared with the vacuum brake, would that be on the same plane—ls there any comp'a,rlson
between the two positions? [No reply].

1480. Let me make that clear to you. One positionis that we have the continuous chain
brake running right through our train. The other position is that we have only two vehicles
braked, and the rest of the train equipped with side levers. Is there any comparison ‘between
those positions?, What are the two vehicles braked with? : )

1481. The chain brake? The positions would not be analagous at all. Tu the one case you
would only have side brakes on your trucks, and the man would have to go along and drop the
levers as the train went on. The other position is quite different.

1482. Is there any comparison between a tramn with side brakes on the trucks and two
vehicles with the chain brake and a train with a continuous chain brake right through? Well, I
think the question of how a brake is applied is immaterial to the issue. If it skids the wheels,
it can do no more. _ : '

1483. I will pat it in another way. - Two trains leave a station and travel the same route
One is equipped with a continuous chain brake operated by the guard. The other is fitted to
vehicles only with the chain brake, and the balance of the train with side brakes. Is the latter
train sufficiently equipped with brakes on a steep grade ? Yes; both cases might be alike. If all
the vehicles have got brakes on, it is only a question of how you apply them. If the guard goes
along and puts on the brakes the effect will he the same as if he. puts them on from the van. Tf you
ask me if they are equally -braked in case of a break away, that is a different thing altogether. In
the one case the continuous.chain brake would be efficient. In the other caseit would be a question
of whether the guard could put all the brakes on in time.

1484. That is a correct list of the prices of the stock you have adopted ? Yes, sir.

1485. Then we can take it as correct? That is a price list received the other day.

1486. By the Chairman.—Is that the list from which you gave your evidence? A portion of
the evidence was iaken from that. I was asked a question a little while ago whether our purchases
were made direct from the Vacuum Brake Co., to which, if 1 remember nghtly, I replied, “Only
ip the case of duplicates.” That is, the cost of duphcates

The witness withdrew.

Fripay, NovemBer 14, 1901. .

JOHN ‘M. M‘CORMICK, re-examined.

The Chairman.—Mr. M‘Cormick, the Minister wishes to re-examine you.
1487. By the Minister of 'Lands and Works.—It 1 on the question of the weight-of rails, Mr.
M‘Cormick. You are running your engines at speeds which, it is stated, reach thirty-eight ‘miles

an hour? Yes. Thirty-five was the speed stated when I was giving evidence. Of course, it
makes very little difference. ‘

1488. Thirty-eight was given us by Mr. Deeble I think? Woell, thirty-five is the general
highest running speed, you know.

1489. I want to read to you some questidns, and the answers given .in evidence before this
Committee. [The Minister reads extract from report of Mr. Driffield’s evidence.] Now, 1 might
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ask you, having beard the evidence as given to us in questions 1286, 1287, and 1288, for any
observations you would like to give us as to the stability of the line? Well, 1 disagree with Mr.

Driffield. It is true that there 1s an empirical rule of about five times the load on the axle, which
would give us about a 50-1b. rail ; but the various formule show that we have a factor of safety of
four or thereabouts on steel rails ; and although the formula which is given in Molesworth’s by Sir
Benjamin Baker apparently has a factor of ﬁve, which would give us here a rail of .about 56-lbs.,
still the same man, Sir Benjamin Baker, in his book on small-span bridges, in deahng with rails
(which means really a small-span brldrre), says that a factor of four is all that is necessary. I may
say, in passing, that there are numerous authorities who, owing to the improved quality of rails, and;
rails being now of steel, also consider that a factor of four is sufficient; and I can even quote
. authority for less. Then again, among sowe of the leading engineers, the very best authorities, it
is admitted that any for mulz on the stress on rails are inaccurate, and necessarily inaccurate, because
they cannot arrive at the test; and they state that these are only theoretical hypotheses which - are
frequently ‘upset, and pxactlcallv upset all over the world. I go further, and take our own case
. and our own practice. 1 have been running the 46-lb. rail on the Main line ten years. There is
at present no sign of defect in the rails, and no case of derailment from weakness of rails. I
maintain that my opinion should be considered on the matter. I am here,and I am held: respon-
sible, and T ask that this Committee should give more weight to.my opinion than to that of outside
engineers. I have already stated that I consider the rail cate and that there is no special danger
of any sort, and I repeat that statement. It is a matter lalgely of practice, as 1 said just now.

1490. What s the spacing of the sleepers on your line? 2-ft. 6-in. centres on the
46-1b. rails. I go further, and I say that we have on our other lines—with the exception of the
Scottsdale line and the Western lines, which have heavy rails, and the 61-Ib. rails, such as I
advocate laying down, as being more economical, and giving a bigger margin of safety on the
Main line—approximately a factor of four. On the Mersey line we have a 40-lb. steel rail,
on which we run upwards of thirty miles an hour with safety The sleepers are laid closer
to.make up for the weight of rail. If the Main line is dangerous, which I do not admit,
then all our lines are dangerous, with the excepmon of the Scottadale and the Western..

1491. By Mr. Patterson.—Y ou state that various formule work to show that there is a
factor of safety of four with this 46-lb rail ? I say that there are various authorities on the.

oint.

1492. Will you give me one of the formule? I will give you one of the formulae—yes The
56-Ib., according to Molesworth, I worked out myself. I‘he formula,-—[exhlblted]—shows a factor .
of four, and it is worked out by Mr. Middleton for me; that from Molesworth is worked out by
~ him, and also worked out by myself. The formula in Molesworth is by Sir Benjamin Baker and
he also says, in the book I referred to just now, that a factor of four is sufficient.

1493. This is a complicated thing? It is a complicated thing ; nevertheless, it is.one that has
been received, and generally received by engineers. .

1494. I will take the one formula T have here—that is Molesworth’s : you know that? . You
have heard my point : that the formula in Molesworth is Sir Benjamin Balcer's; and that he, in his
own book ‘on small-span bridges, expreses another opinion. A railway 1s not necessarlly unsafe with
a smaller factor : that rule is opposed all over thé world, in practice.

'1495. Now, 1 suppose, you agree with me, Mr. M*Cormick, that Sir Gullimd Molesworth
is one of the greatest railway authorities in the world ? He is a well-known authority.

1496. One of the greatest? Not on all questions. You are taking this book as his ; but
that is a collected book ; that is not all on the authority of Molesworth. The particular formula
in question is on Sir Ben_]a,mln Baker’s authority.

1497. But this formula was in Molesworth before Sir Ben_]a,mm Baker? Sir Benjamin
Baker’s name is put to it. You will see Sir Benjamin Baker’s name to it ; it was.taken from him.

1498. You have a later edition than mine, then. The name is not in mine, but you say it is
in yours? Yes, it was taken from him. Of course, there is a general empirical rule, referred
to by M1 Driffield, as you and I know well, * Sir Ben]amm Bal\er, it is here, “ Rule for weight
of rails.”

1499. Well, anyhow, that rulé¢ would make the proper weight of youx rails come to 56-lbs. ?
Yes. What you see there is-identical with my own working.. But

1500. I want to put it in a simpler manner for the Committee to understand. 1 have, here,
Sir Benjamin Baker’s formula, and also Sir Guilford Molesworth’s. There are two different -
formulae ? Is there a difference between one and the other——are they not identical formulea ?

1501. No; but they are practically the same. Sir Benjamin Baker would make your rail
56 Ibs. for that weight of axle, and Sir Guildford Molesworth makes" it 601bs.? Yes. There
you see a difference of formula at once. Practice has upset these things lately. I can give you .
later authorities. Even the Board of Trade is relaxing its rules, because of the quality of ‘the
steel rails now made. On the Forth Bridge they allowed Baker and Fowler,to make their own
factors. .

1502. Of course. But that is a dlﬁerent questlon ? No. It.1s on account of the 1mproved
quality of steel as against iron. . .

1503. But two great authorities pronounce, in the one case, that you should have 56- ]b rails
ior your welght of axle; in the other, that you should have 60-lb. rails? Yes
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© 1504. And you disagee with them? I do not say that I disagree .with them. 1 said that a
factor of four is sufficient, and that Sir Benjamin Baker says that a factor of four is sufficient in
his book on small-span bridges, in which he also deals with rails. Another thing, these formula are
being upset all over the world.

1505. That is not my point, you know ? [ have had ten years’ experience of these rails we
are using in Tasmania, and we have never had an accident with them. They have never failed
us, and I——

1506. Still Sir Benjamin Baker says they should be 56 Ibs., and Sir Guildford Molesworth
60 1bs.? He says so there; that is quite right. But do not overlook what I say, that Sir Ben-
jamin Baker, in his book on small-span bridges, says that a factor of more than four is not
necessary.

1507. By the Miiister of Lands and Works,—Can you quote the expression of Sir
Benjamin Baker’s where he says that? I can produce his book if necessary, and Mr.
Patterson can see that that is so. I have given the deduction in this way. He is
treating at the time .of narrow-span bridges, and he brings the rail in. Here is what
it practically is.” In his book on long-span railway bridges and narrow spans, he gives
the working stresses per square inch of a solid rolled-iron rail, as compared with a built
iron girder, as five and a half tons and four tons respectively. Then, as the working
stress per square inch for built steel girders is six and a half tons per square inch, giving a factor
of safety of about five, the equivalent working stress per square inch for a solid rolled steel rail
would be about nine tons, giving a factor of safety of nearly four. As the 46-lb. steel rail
(Winkler’s formula) has a factor of sufety of four with 535 tons per wheel, with sleepers 2-ft.
6-in. centres, the working stress per square inch would be about eight tons.

1508. But what you quote from Sir Benjamin Baker is for a bridge! No—for the rail.
He takes the rail to illustrate his bridge, and he fixes the rail as a continuous girder.

1509. By Mr. Patterson.—Now, I want to examine you on your evidence given the other
day. Inreply to a question you said you saw no necessity for re-laying this road with 60-lb.
rails. I asked you how you would do. You said you coped with .the difficulty by placing the
sleepers closer together? I said the difficulty was met to some extent by placing the sleepers
closer together. :

1510. Is not the spacing adopted on the Main line your rule on all lines? Oh, no; the
spacing varies ; we have got eleven, and we have got ten to a rail.

1511. Take a light railway-line like the Ulverstone? I will give you our spacing, Mr.
Patterson ; it varies, otherwise I could not say that these factors of four were the same in each
case. - [ will give you the distances between™ the sleepers. The distance between sleepers for
40-1b. rails is 1 £t. 6 in,; 1 ft. 6 in. for 43-lb. rails; 1 ft. 9 in. for 46-lb. rails; 1 ft. 9 in. for
50-1b. rails ; 2 ft. for 61-1b. rails.

1512. Then, as a matter of fact, there are fewer sleepers with the 46-ib. rail than with a
40-1b.? ~Yes, there are fewer; there is one less. There are eleven on the 40-1b., eleven on the
43-1b., ten on the 46-1b., ten on the 50-1b., and nine on the 61-lb. to a rail.

1518. But you said that you met the difficulty of your light rails and heavy axles by -
placing the sleepers closer together? I sald to some extent the difficulty was met by placing the
sleepers closer together. '

1514. But, as a matter of fact, they are farther apart on the 46-lb. rail? Do you mean to
say they are farther apart than with the 61-1b. rail ?

1515. 1 am not talking about the 61-1b. rail. Do you mean ? But | was comparing
the 46-1b. and the 61-1b. on the Main Line. I say that the spacing is closer on the 46-lb. rails.
You know that I advocate the 61-lb., and I never ordered anything but a 61-1b. and a 50-lb. since
I have been here. But the spacing on the 61-lb. saves a considerable number of sleepers. I
think it is 1980, against 2200 on the 46-1b.

1516. I asked you, in question 203, ““ And you think that is safe, on these light lines?” and
you said, “ Well, to cope with that, we place the sleepers.closer together ?” I gave that as a reason. -
You are not dealing fairly with me, I said that the maintenance of the line also came in and
helped to meet the difficulty. And I spoke-as to the ballast. ‘

1517. 1f you will wait a moment, I think you have made an error here, and I want to help
vou to correct it ? How have I made an error?

1518. Do not interrupt me for one second, and I will tell you - ? I said that the main-
tenance came in, and other factors, besides the sleepers, and I answered you on those points

- 1519. Will you listen for one moment. I asked you in question 203, “ And you think that
is safe,”—that is, the load on these light rails—and you said, « Well, to cope with that, we place
the sleepers closer together ?”  Quite so. And I told you elsewhere that the maintenance also
came into the question. You are trying to tie me down to ons point instead of keeping to the
general question. Yot have not read the whole of the questions you put to me. .

1520. Well, I will go on; “204. You see no necessity for relaying the light parts of this line
with a-heavier rail? 1 said before, that I should like a heavier rail. 205. But there is no
necessity for it, you say? I did not say so; I say there is no danger.” That is what you said?
Yes, I am giving my honest opinion ; there is no danger. :

1521. I thought you had misunderstood the question. Instead: of the sleepers being closer
with 46-1b. rails, they are further apart—on the 40-lb,, 1 ft. 6 in.; on the 46., 1 ft. 9 in.; but you
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said you placed them closer on the 46-1bs.? Not closer than on the 40-lb. 'We were dealing with
the 46-1bs.,-and the 61-lbs. on the Main line. It is the Main line you have been taking as your
example. Y ou misunderstood me. You understand, I have no wish to lead you astray there.

1522. There is no question of leading astray. I ubnderstand  that the sleepers were placed
closer together so as to give better carrying capacity to the rail? " They were not dealt with by me
at all; they were laid before I came here. The closer spacing has been largely adopted in the
Colonies as a means of meeting the difficulty of light rails and heavy engines.

. 1623. By the Minister of Lands and Works.——What is the spacing of the 61-lb. rails ? The.
spacing of the sleepers with the 61-lb. rail is 2 feet apart, or 2 ft. 6 ins. centres. From centre to
centre the spacing is 2 ft. 6 ins. But, pardon me, the spacing from centre to centre on the
61-1b. rail is 2 ft. 9ins.; on the 46-lb. rail it is 2ft. 6ins. We are giving extra, unnecessary
strength on that 61-lb. rail, as. you know, Mr. Patterson. There is no necessity for it. ‘

1524. Of course, the heavier the rail the greater the spacing of the sleepers? Up toa.
certain extent. It is not desirable to give too much space in any case. The minimum in England
used to be 2 ft. 9 ins. They do not go closer than that, nor do I like the practice of spacing
- closer. I would rather have the 61-lb. rail, with the proper spacing.

The witness withdrew. .

WILLIAM RUFUS DEEBLE, re-ecamined.

The Chairman.—The Minister of Lands wants to examine you, Mr. Deeble.

1625. By the Minister of Lands and Works—You have seen that schedule [document
handed to witness] 7 Well, I just saw it for a moment last night, here. I have not had time to-
compare, or anything of the kind, sir.

1526. WIill you have a look through it now? Yes, sir. The total cost here is £31 12s. 11d.

. 1527, What is that for? That is for the vacuum brake and the hand brake. -

15628. Now, what have you ordered from Home? The whole equipment for the hand brake
and the vacuum brake. : ‘

1529. The whole equipment ? Y es, the whole equipment. o

1530. Why have you ordered brake-blocks and brake-levers, and all that, from Home?
Well, the whole matter, Mr. Mulcahy, is in the hands of our consulting engineer, Mr. Meilbek,
in London, and I will- just read you a Memorandum concerning that matter. 13 Victoria-
street, Westminster, S.W ., January 7th, 1901. To the Agent-General for Tasmania.,” This is-
an extract from a letter referring also to several other things. “ With reference to the vacuum’
brake-gear for A, C, and E class wagons, I am assuming that it is intended to do away with the
existing hand brakes altogether, and fit the wagons with a combined vacuum and hand or side
lever brake, same as recently supplied to the Emu Bay Railway Company as per drawing No.
2390 herewith, each brake capable of application independently of the other. 1 may say that
the brakes on the 32 new wagon frames under (. M-O No. 44, now.in course of shipment, are
similarly arranged. If this design be approved, I would request the word ¢ combined’ to be cabled
Home as soon as possible after receipt of letter. There is, however, another plan which could be
- adopted in fitting the ,vacuum brake gear to these wagons; viz., to retain the existing hand
brake exactly as it is, and to add the vacuum brake as an independent brake, with separate brake-
shaft, levers, rods, hangers, and two brake-beams, with four brake-blocks on the outside of the
wheels. There would then be six brake-blocks on each wagon, viz., two inside ones for the
lever-brake, and four outside blocks for the vacuum brake. I do not advocate this plan, nor do
the Vacuum Brake Company, and would recommend the combined brake especially, as the only
saving that would be effected by the retention of the existing hand-brake would be the new--
brake-lever and the clutch, &c. complete, required for the combined brake. Should it, however,
after all be decided to adopt this plan, I would request the word °addition’ be cabled Home.”
After receiving that letter from our Consulting Engineer I at once wired to have the combined
brake. I think it is apparent that the cost of the upkeep of all that brake-gear with a hand brake,
independent of the vacuum brake, would be very large indeed, and quite unnecessary. We
would have the hand brake and two brake-blocks to maintain, in addition to the vacuum brake. -
But with this selected design the hand brake and vacuum brake are practically in combination,
with four blocks only—a block for each wheel.

1531. There is a good deal of work in connection with these brakes that could be done"
here, I think? I have in hand at present, a set of brake gear complete, forgings and everything
apart from the patent parts. We are having a set forged in Hobart, and a set in Launceston, '
and we are using in that trial all the parts we can from the old brake-gears, so as to test
the price of the brakes manufactured in the State as compared with the English- price.
If the price comes out any cheaper, of course it will be desirable to do all that part of the work
in the State. We have only ordered forty-eight sets for these trucks, that is, sixteen ‘sets of
each, A, C, and E, whereas we have over a thousand four-wheeled vehicles in the service. We
haive only ordered sixteen sets of each type.

15632, That is, ordered up to the present? Ovrdered up to the present—ryes. -

. 1533. By Mr. Hope.—You said if the work could be done cheaper hére you would get it
done.” But I suppose if you could do it at the same price, or nearly as cheap, you would have

A
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it done in the State?- Most decidedly. As I say, 1 am having a set made at each end, and we
are doing the work by the cheapest method possible, making use of all the material possible
from the side-brake gear.
" 1534, By the Minister of Lands and Works.—Have yon had an opportunity of examining
any of the Mount Liyell volling-stock? Ounly the bogie wagons, sir. - :

1535. Ts there anything exceptional in the Government rolling-stock, that might cause any
slight divergence in price between the two ? In the bogie wagons, sir, we practically have a
double set of gear, as compared with their stock. ' :

1536. Double cylinders? Double cylinders, and two brake shafts, and two sets of pull-rods,
and so forth. If I may be permitted . .

1537. Pardon me, one moment. You observe here, that the estimated cost given by the
locomotive department of the Mt. Liyell Company for fitting up the whole of their vacuum brake-
gear, making all the connections and ironwork themselves, and simply buying the patent parts, is
£31 125. 11d.?" Yes; that is the four-wheeled vehicles. )

1538. And the Mount Lyell office estimate from plans is £32 19s. 6d.? Yes.

1539. You know that the actual cost of what you have ordered comes out at £35 9s. 4d.?
Yes. That is, of course, estimating freight, insurance charges, and cost of erection. Possibly,
these returns of theirs may be from actual results of working at their own works. :

1540. You know that the tender f.0.b. in T.ondon, for four-wheeled wagons, as ordered for
the Grovernment, is £30 10s.? Yes, sir. :

1541. Whereas the whole cost of the Mount Lyell wagons, on which a duty of 10 per cent.
has been paid, is £32 13s. 6d. landed here; is there anything in the construction of our wagons,
or the size of them, or any peculiarity about them, that would make the cost of our gear at Home in
in excess of the cost of the Mount Lyell gear? Well, I do know the Mount Lyell gear,
but I understood that the Mount Lyell gear is a replica of our-own.

1542. By Mr. Paitterson.—That is the evidence we got yesterday—made to the Government
standard ? Yes; but, mind you, as te the Government standard, we have never-had vacuum gear
on the four-wheeled wagons. Our gear has been designed for the existing frame, which, I presume,
is the same as the Mount Lyell’s. It is the same, anyhow, as the Emu Bay Railway Company'’s.

1543. And you say the whole of the gear is tendered for? - Yes, side brakes, and the whole
thing complete. - . : '

1544. By the Minister of Lands and Works.—Well, the difference between the Mount Lyell
estimate and your price of £35 9s. 4d. landed here, is nearly £3—£2 17s. That is merely, however,
upon the four-wheeled wagon ? Yes, upon everything else I consider we come out cheaper than
the Mount Lyell.

[ At this stage the Chairman read a letter from My, Driffield. Appendix H.]

1545. By the Minister of Lands and Works.—That is the estimated cost of fitting bogie
wagons on the Mount Lyell? [Witness examines document.] Yes, sir. Well, now, as I have
already explained, we have almost a double set of gear. But 1f the Committee will permit wme, I
can explain better by the drawings, perhaps. I have the drawings with me, if anyone would like
to see them. They will show you why Mr. Meilbek has adopted two cylinders in place of one.

Mr. Patterson.—W e really do not want that. :

1546.—By Mr. Minister of Lands and Works.—1 want to ask you again—you have answered
the question before, 1 think, but I want it brought out again. When you were making your

" estimates for these brakes : can you give the Committee any reason why your estimates so far
exceed what the actual price of articles has been, in some respects 7 Well, 1 think, I explained
that in my last evidence, I read a letter from Mr. Meilbek, dated 6th April, 1900. My estimate
was made in August. That was before the matter was brought before Parliament at all. This

-is an extract from Mr. Meilbek’s letter of 6th April, 1900 :—*¢ Prices of material are still rising,
and 1t is difficult to say when the top will be reached.” And in connection with that, I have
here the prices of some material that we imported in 1892, and it seems to me that we are not
paying any more now thdin we did in 1892. :

. 1547.— By Mr. Hartnoll—Are you paying as much? I do not think we are, Mr. Hartnoll.
I am not in a position to say so, but I will read 'you this—“cost on 15th August, 1892,
£12 2s. 3d.” That would be the same 15-inch cylinders we are using-on the bogie-wagons and
the carriages. The cost of the 18-inch was £12 12s. 84.

1548.— By the Minister of Lands and Works.—And what is the price now ? Well, so farasI
can judge, sir, it is practically about the samc, may be, a few shillings more. We might be
paying £13. But 1 have really no opportunity of taking out the cylinders separately. We
might, as I say, be paying £13; but in August, 1892, we paid £12 2s. 3d., that is with all
charges. Mr. Meilbek, in writing in reference to several matters on 6th September, 1900, des-
cribing various matters that the department was interested in, touched on this, and adds,
“ Prices of material are now double what they were in 1892.” There is the paragraph, in Mr.
Meilbek’s handwriting. However, the prices of our cylinders have, certainly, hardly risen at all.

1549. By Mr. Hartnoll—Does that state that the price of all materials is double now what
it was in 1892? Yes. This is in the course of remarks about iron and steel materials used in
our department :— Prices of material are now double what they were in 1892.”

1550. By the Minister of Lands and Works.—Now, Mr. Deeble, about the time taken in
coupling and uncoupling the antomatic vacuum brake, and the time lost in shunting. Is thatloss
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of time found to be considerable ? It has been found in practice to not take, practically, any more
time than is taken in ordinary shunting. I shall show the Committee exactly what. has to take
place and what has to be done. [Witness explains by diagrams.]

1651. By Mr. Hartnoll.—W hat does he have to do to start again? Oh, he simply has to
couple again. .

1552. Is there not an exhaustion of air? That is all done on the engine.

1553. Has not the air to be charged again, and does it not go through a very small orifice ?
Well, you hardly notice the time on the express. He will create a vacuum in about three seconds.

1654, Mr. Driffield said it might take ten minutes ; what do you think? - In that case there
must be something wrong with the gear. I might explain, perhaps, that Mr. Driffield’s are
smaller pipes than these of ours. Ours are 2-inch pipes; and Mr. Driffield’s are the same as are
on the North-Fast Dundas tram—1z-inch. Ours, of course, is freer.

1555. Did 1 not see an account of a trial somewhere in one of the other colonies, where it
took thirty-two minutes? That must be one of the old ones.

1556. By Mr. Patterson.—That was through some defect in the brake—something got
jammed ? Yes. That is why the vacuum brake patentees recommended that we should main-
tain our steam brakes and hand brakes on the engines intact, so that if anything becomes

' inoperative you have your steam brakes and hand brakes to fall back on.

1557. By Mr. Hartnoll—And without that you might have loss of time? Yes, if a con-
nection gets out of order, or anything.

: 1558. Cannot dust do harm to your blake-geal ? Yes, and in looking after maintenance
that is a thing we look to very carefully. Itis only a matter of strict attention on the part of
those in charge.

1559. By the Minister of Lands and Works.—1 think what we want to get at is this : when
you disconnect a carriage fitted with the vacuum brake, does it not take some time before you can
move it again. It has been stated to us that it does, and that it takes variously from one minute
to three or four minutes? They simply have to pull the release valve open, and the air lllaheS In
at the rate of ten miles a minute. So how long should it take ?

1560. Will that release the brake, then ? 1t destroys the vacuum, and the brake drops off
by gravity. '

1561. And how long does that take ? I do not think it would take two seconds.

1562. By Mr. Hartnoll.—That is, if there is no obstruction?  Yes, if there is no obstruction,
all parts being in proper working order.

1563. Might it not come out of your workshop in perfect working order, and then a fearfully
dusty day create some defect? We have not had 1t so. Of course, you mlght occasionally get
one vehicle in six on your rolling-stock not working right, but very seldom.

1564. I am only-thinking of this delay in shunting? I do nct think it is material.

1565. By Mr. Hope—Supposing you were working with a continuous chain brake, what
time would you lose? It would take longer than with the automatic brake. A man has to take
up the chain and put it into a slot.

1566. By Mr. Patterson.—I may say at once, Mr. Deeble, that you have thrown a flood of
light on the whole matter. I think the explanatlons you made were staggering. But I want to
ask you this: Did Mr. Meilbek make another alternative proposal to these two in any other cor-
respondence ¢ None whatever—never once.

1567. 1 suppose you know that in the case of Mount Lyell he offered another alternative? I
.do not remember. I had nothing whatever to do with that in any shape or form.

1568. 1 will tell you, Mr. Driffield has told us, in his evidence, that his side-levers and hand
brakes were in every instance utilised, and the only parts brought out from England were the
patented vacuum paris—which were blougbt out at-a cost.of £20? Mr. Driffield s stock, now, he
tells me, is braked on all four wheels, and the old hand brake is only applied to two wheels, on
one side of the wagon.

1569. But this is his evidence? Will I read you M. Mellbek s correspondence, .in which he
certainly does not advocate it, and he says that the Vacuum Brake Company does not advocate. it.

1570. Still, from Mr. Driffield’s evidence, he equips his wagons at a cost of £20 each?
Yes.

1571. Where is the comparison between our cost of £32, or :L‘SQ with the hand brakes already
attached, and their £20? Oh, he says there that their cost is £32—that is for the four Wheeled
truck with the side brake and all attached, according to his statement.

1572. 1 am asking you about the trucks where they utilise the lever brakes. He says distinctly
that he can fit the automatic brake complete, with duty paid, at £20 a truck. Now, we are going
to take all these levers off on our trucks? Well, as | said just now, we are havmg sets made in
Hobart and Launceston to test what we can do by utilising as much of the side brake material as
possible. We have only got forty-eight sets, sixteen of each class, in order to give Mr. Meilbek
and the Brake Company an opportunity of designing brakes for each iype of wagon.

1573. Then, seeing the success that has attended the adoption of the automatic brake to the
existing brake-gear of the Mount Lyell Railway for £20 a truck, would you be prepared to
advise the Government to follow a similar procedure for the balance of the automatic gear you
require ? 1 would be prepared—I am prepared—to advise the Government, after 1 have made

i
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these trials, if it does turn out that we can do this work at very much less, or at the same money,
to build them in our own works. .

1574. And utilise what material you have by you? And ‘utilise what material we have—yes.
That was the original intention of the department. There were only sixteen of each sort ordered.
‘We had in view that we had over a thousand to fit, and the idea was to get those few sets from
England, and see what we could do.

1575. And there is no reason why, if Mount Lyell can do it, you cannot do it at £20 a truck ?
I do not see how we can do it for that.

1576. That is the evidence ? Then they must have had a different side brake from ours,
However, I am putting the thing in hand in the most economical manner.

1577. Well, Mr. Driffield told us that their rolling-stock was quite the same as ours, and they
could do it for £20? If they can do it, I am sure we can do it.

1578. And if you can that will be a very material saving? VYes.

1579. And you are keeping that in view ? Yes; we are having sets made as economically as
possible in Hobart and Launceston at the present moment.

'1580. By the Chairman.—And that saving is not in any way accounted for in the returns you

. have sent us ? No. T have now gone about it in the most economical manner, using all the old

material I can.
1581. And you can make a possible further saving? Yes, there may be a possible further

saving.

1582. By Mr. Hartnoll—If your trial comes out a success in wutilising hand brakes, the
estimate that you have now made can be reduced from £37,000 to £20,000, it leads one to think ?
I would not gay that.

1583. But you say that if the Mount Lyell can do it, you can? Well, I reckon we have as
smart men as the Mount Lyell, and as good equipment.

1584. And if they do it for £20 7 Well, their side brake may have been of different type.

1585. They say it is from drawings, according to the Government standard ; Well,if they can
do it, we can do it.

1586. And presuming that can be done, this estimate can be lessened by one-half? Well, it
could he considerably lessened ; because the four-wheeled vehicles are our biggest item.

1587. And, approximately, it would come out at one-half, if all the conditions are favourable ?
Still, I say that if the Mount Lyell has the same stock and can equip” it for £20, we can do it.
But 1 do not know just how they do it. I believe they ave paying £13 for their 15 inch cylinders,
and I believe we are getting them at less ; but we have got nothing that I could pick out so as to
get at the cost of the cyhndel I can guarantee that any work that is done in the State by the Mt.
Lyell can be done as cheaply or cheaper by us.

1588. Then, if they can do it for £20, and all their side brakes are identical with ours, in effect,
you say that you can do it for £20. Well, I do not know ; you should not tie me to that. I say that
anything they can do, we can do.

1589. Then, if they can do it for £20, it means that you can ? Well, I am not sure; I cannot
say precisely what they are paying.

1590. But I am saying this : if the conditions are premsely the same—if the conditions are
different, of course, your answer would not count—you could do it at the same price as them—£207
Well, supposing they are paying £13 for their cylinders : then there are hose pipes and connections ;
possibly, another £5.

1591. By the Minister of Lands and Works.—Their estimate is : 15-inch cylinders, £12 12s. ¥
So that they are paying £12 12s. for their cylinder. Then there are the pipes, hoses, and the various
connections : I should say at least another £4. That would make it practically, £17. That only
leaves £3 10s. or less for all the forging. They could not do it. The money would almost be in
the iron alone.

1592. Of course, Mr. Deeble, we should tell you that what has been called the price at Mount
Lyell is really only an estimate. They estimate that the forging will take so many men so many
hours, and so on. A position is being put to you, which I think it is qulte rlfrht that you should
protect yourself against? [No reply.]

My, Hartnoll : There is no desire on my part to put Mr. Deeble in any false position. I
would like only to make it clear, and I have always adopted that principle, that what we can do in
the States at or at anything approaching the English price we ought to do.

1593. By the Minister of Lands and Works.—That is another thing altogether. The questions
you have really asked, Mr. Deeble, is whether you hope to be able to fit these trucks for £20, because
it is said that the Mount Lyell people have fitted theirs for £20, by utilizing their side brakes.
Can you say whether you hope to be able.to do the same thing ? 51 could not say. All I can
positively say is that we can turn out our work as cheaply as any that can be done at Mount Lyell
or anywhere else in the State.

1594. What do you estimate the cost of a forge per hour, with a man and his assistant, black-
smith and striker? I should say that we should have about 23 9d. per hour.

1595. Well, they have it here at 2s. 6d.? 1 do not think that that would cover everything.

1596. By Mr. Hartnoll—Mr. Deeble, having put this work in hand, when do you think you °
will be able to know, and able to judge, really, if it is a success ? By the end of next week or the
beginning of the following week, I will be able to tell you what the cost will be.

1597. By M. Patterson. ——Do I understand that you have already begun to utilise the side
levers ? I have already begun, in Hobart and Launceston. If we can do it at anywhere near the
English price, or lower, the object is to do it in this department. I estimate that by the time we.
have equipped the other vehicles we will have all these sets prepared.

The witness withdrew. .
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APPENDIX A.

Extract from Inspection Report by Colonel Gracey, C.8.1., R.E., on the Uganda railway, dated
25th March, 1901.

“(b.) In sendmg out rolling-stock for the Uganda vailway it does not appear to have been
gufficiently recognised that it principally consists of long continuous grades of 1-in-50 and 1-in-66, on
which any failure of the engine-brakes would result in the whole train running away fo destructmn
because, with the engine unbraked, the number of braked vehicles manned in the train is not sufficient
to stop it; moreover draw-bars are continually breaking, and if such a breakage occurred at night when
the brakesmen were asleep, the destruction of the train would certainly follow. My opinion is, that
the working of the Uganda railway without automatic brakes is extremely dangerous, and that they
are further rendered necessary on account of the inefficient working of the signals. As a Government
Inspector, I would hardly have considered myself justified in recommending that the line should be
opened for public traffic until they had been provided, had it not heen that in doing so I was following
in the footsteps of such a high authority as Sir Guilford Molesworth.

There can, in"my opinion, be no doubt that the working of the Uganda Railway without automatic
brakes is dangerous, and I doubt if it is even_economical, as the pay of the numerous brakesmen it is
now necessary to employ would probably nearly balance the interest on the money expended on supply-
ing the automatic brakes, and keeping them, when supplied, in order, whilst the expense connected
with the repairs to a very few wrecked trains would exceed their total cost.

The Locomotive Superintendent has supplied me with the following estimate for providing the
automatic brake-power that appears to berequired at once :—

. £
70 engines, at £110 each . 7700
61 oil and water tanks, at £30 ea,ch . . 1830
200 coaching vehicles, at £40 each S e 8000
160 bogie wagons, ab £55 each - 8800
150 covered goods, wagons, at £30 each 4500
630 wagons, piped, at £8 each . - 5280
Examining pits at termini 1000

TorTAL—say e e £37,000

The interest on £37,000, at 3 per cent. is £1110 per annum, a very moderate amount to pay, even

if there were no prospect of counter-ba.lan01ng sawngs in other directions, for safety from accidents,
which otherwise will, I feel certain, be numerous.’

ArrPeNDIX B.

Extract from Report (da,ted' 22nd May, 1901) by Sir Guilford Molesworth on Colonel Gracey’s
Inspection Report on the Uganda Railway.

“I quite agree with Colonel Gracey that it would be advantageous to adopt an antomatic brake on
the Uganda Railway, but, in the event of its adoption, I would strongly recommend the use of the
a,utoma.tlc vacuum brake.

“The Westinghouse brake may be suitable for the English high-speed railways on which great
rapidity of action is all-important, but I consider it is eminently unsuited, and even dangerous, for
heavy and continuous gradients such as exist on the Uganda Railway.

“The automatic vacuum brake is much more under control, and far safer under those conditions to
which the Uganda Bailway is exposed.”

Arpenpix C.
' Hon. Minister of Railways; Queensland, Brisbane.

Proposar under discussion in Tasmanian Parliament equip all rolling stock automatic continuous brakes
meeting with opposition. It is stated Queensland fitting automatic brakes to locomotives only. Are your
engines already equipped with efficient steam brakes? If so, what object in fitting Westinghouse to

twenty-three engines, as per last report ? Do you contemplate eventually e%mppmg all relling stock thh
Westinghouse’.’ Is automatic brake used for mixed trains now? Kindly cable reply.

.E. MULCAHY, Mqnister .of Radmm/s
25.10.’01,
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Hon. E. Muleahy, Minister Railways, Launceston,

Your cablegram twenty-fifth instant : All latest locomotives, both passenger and goods, equipped with
Westinghouse brake, and nearly all carriages on three trunk lines, also large number goods and live stock
vehicles ; intend eventually equip all rolling’ stock ; Cairns railway already fully equipped ; mixed and
.ive stock trains run now with several braked wagons.

JOHN LEAHY, Secretary Railways, Brisbane Railway.
26.10.°01.

. ArpenDIx D.

Tasmanian Government Railways.
Chief Mechanical Engineer’s Office, Launceston, 31st October, 1901.
The Chairman Vacuum Brake Select Committee, House of Assembly. '

SR, .
I 5AVE the honour to reply to the question put to me this morning »e brake levers on both sides of
wagons. I beg to state that I have been nnable to find this in the Board of Trade Regulations, but I
quote extract from the Engineer of 16th March, 1900, re the Railways (Prevention of Accidents)

© Bill:—

“ Among the many Bills which have been laid upon the table during the present Session, the
Railways (Prevention of Accidents) Bill occupies a prominent position in the list of measures which
are likely to be placed on the statute book. Prepared and brought in by Mr. Ritchie, Mr. Attorney-
General, and Mr. Solicitor-General, it embodies a series of clanses which confer wide powers upon the
Board of Trade in relation to the prevention of accidents. .

“The following precis will serve to show the nature of the Bill :—The Board of Trade may, by
Clause 1, make such rules as they think fit with respect to any of the following subjects, with the
object of reducing or removing the dangers and risks incidental to railway service.”

_ In my opinion, this is for the protection of shunters and guards, providing for levers on both sides
of the wagons, so that the brake may be operated from either side of the wagons. thereby obviating the
necessity of crossing the line in front or between wagons when shunting or making up trains, and does
not add in any way to the power or efficiency of the brake. .

Your obedient servant,

WM. R. DEEBLE, Chief Mechanical Engineer.

ArpenDIx E.

BistimaTED Cost of Equipping all Passenger Stock, Engines, Bogie Wagons, and 50 per cent. of Four-
. wheeled Wagons, and Piping Balance. .

(Select Committee, Question No. 726.)

’ £ s d
Re-estimated cost of material ordered .....:........ceoveinn e . 11,432 19 4

9 bogie carriages, at £54 11s. .......cooiiiiiiiii i - 49019 O .
42 carriages, 4 and 6 wheel, at £35 9s. 4d. .................. 1489 12 0
17 brake-vans, 4 and 6 wheel, at £40 ................olll 680 0 O
22 bogie wagons, at £58 13s. 9d. ...l e 1201 2 6
516 Wagons to brake, at £35 9s. 4d..................... ORI 18,300 16 0
564 wagons, piping only, at £6 9s. 8d. .............. 3656 12 0
TOBAL oo e eeeeeeeeeeeeseraeaeeseeeeaeees s £37,342 010

WM. R. DEEBLE, Chief Mechanical Engineer.

Chief Mechanical Engineer’s Office, Tasmanian Government Railways,
Launceston, th November,?1901.
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Arpenpix F.

‘COUPLINGS, &c., BROKEN.

61.)

File No: Date. Remarks.
1897.
56 | June 22, 1897 ...| Coupling broken leaving Hobart
62 |June4, 1898 ...... Whilst passing Claremont
88 | July 10, 1898 ... Whilst ascending Tin Dish Incline
104 | August 6, 1898...| Two side-chains broken whilst ascending Broadribbs
136 | September 5, 1898| Detached when coming into Conara
98/274 | Dec. 26, 1898 ...| Coupling broken, Tea Tree
20 | January 18, 1899 Ditto, Cleveland ,
111 |} March 25, 1899...| Carriage and van derailed, permanent way damaged, on
Strahan-Zeehan Line :
162 | April 19, 1899 ...| Coupling broken, Antill Ponds, whilst shunting
168 | April 28, 1899 ...| Tender coupling broken between Tunbridge and Ross
174 | May 1, 1899 ...... Coupling broken, Antill Ponds
285 |July 3,1899......|. Ditto, Snake Banks ' '
352 | August 7, 1899.../  Ditto, Evandale Junction, whilst shunting -
485 | October 20, 1899 | Coupling and side-chain broken between Westbury an
Hagley
504 | October 29, 1899 Coupl%ng broken at Hobart whilst shunting
543 ! Nov. 21,1899 ... Ditto at Ross
851 | Nov. 27,1899 ...| Car coupling broken at Devonport whilst shunting
563 | Dec. 26, 1899 ...| Truck coupling broken when leaving Claremont
60 | January 30, 1900 Ditto discovered broken on arrival at Evandale Junction
74 | February, 5, 1900 Ditto ditto at Conara
148 _| March 15, 1900...| Truck coupling broken starting from Tunnel
160 | March 24, 1900... Ditto discovered broken on arrival at Conara
382 | July 13, 1900 ....| Engine coupling broken running into Scotisdale
240 | April 30, 1900 ...| Truck coupling broken, Bridgewater Junction
528 | Sept. 26, 1900 ...] Van couphng broken, Lisle Road.
600 | Nov. 9,1900...... Horse-box coupling broken at Ross whilst shunting.
633 | Nov. 26, 1900....| Carriage coupling broken when leaving Breadalbane.
393 | July 5, 1901 ...... Truck coupling discovered broken on arrival at Evandale
] - Junction. ¢
178 | March 19, 1901...,  Ditto ,
190 | March 29, 1901...| Engine coupling-link broken whilst ascending Tin Dish.
210 | April 2, 1901...... Ditto broken, Brighton Junction. (Two engines
. ' coupled : :
229 | April 6,1901...... Car cé)upli)ng ‘discovered broken on arrival at Parattah
343 | June 7, 1901......| Truck coupling broken entering Evandale Junction
66 | January 19, 1901 Ditto '
BRAKE CHAINS BROKEN.
185 | October 28, 1898 | Brake-chain broken, Parliamentary special.
891 | June 29, 1901 ....| Brake-chain, van ADX 2.
TRAINS PARTING. (See attached statements of driveis.)
50 |June 11, 1897 ....} Strahan-Zeehan Line. Driver ran about a mile before
discovering mishap. ) :
60 |June 1, 1898 ....) Western Line, between Westbury and Exton. Ran about
a mile before finding out. . :
45 | January 19, 1900 | Main Line, near Clarendon. -
344 | June 10, 1901 ....| Western Line, leaving Deloraine.
456 | August 6, 1901 ...| Engine coming out of Glenora. Drawbar broken.

WM. R. DEEBLE, Chief Mechanical Engineer.

Arrenpix G.

S 94, Davey-stréét, Hobart, 9th November, 1901,
IR,

I mave the honour to infoim you that, from the latest Administration Report on Indian Railways, I
find that, on the broad-gauge lines, out of 10,179 coaching vehicles, 7091 are fitted with the vacuum
brake, and 792 dié piped. '

Ten of thie metre-gaugie lines, with 4138 coaching vehicles, do not use any automatic brake at all ; the
remaining lines hiaveé 2566 coaching vehicles, out of which 692 are braked, and 98 piped. ;
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As regards the goods wagons for all lines, the number fitted is so infinitesimal that it may be said that
the braking of such vehicles has not yet begun. S

The broad-gauge ;lines pay over five per cent., and the metre-gauges average six‘and-a-quarter per
cent. on a total capital of over £175,000,000.

I have, &c., .
GEO. E. MOORE, M. Inst. C.E.
The Chairmau Automatic Brakes Committee, o

ArreEnpix H. .
Hobart, 13th November, 1901.
Dear SIR,

According to the instructions of your Committee, I attended at the House this evening by arrange-
ment to meet Mr. Deeble, in order to confer with him regarding the exact nature of the details covered in
the Government Specifications for vacuum brake gear, and after a careful perusal of these Specifications
I consider that the vacuum brake gear of the Mount Lyell Co.’s 4-wheel rolling-stock is identical with that of
the Tasmanian Government Railways. I have also discovered that the prices scheduled by the Government
officers for fitting up their rolling-stock with the vacuum brake include the posts also required for the
hand brake; and if the estimates are compared on this basis, there is practically very little difference
between the prices paid respectively by the Tasmanian Government Railways and the Mount Lyell
Company for brake gear.

: ‘ I have, &c.,
: : E. CARUS DRIFFIELD,
The Chairman Select Committee on Vacuum Brakes,. Suptyg. Engr. Mt. Lyell Coy.
Parliament House,

ArrENDIx L
EstvaTep Cost of Equipping 4-wheel wagons, with combined hand and automatic continuous
vacuum brake, cher-than patent parts, utilising as far as possible material of old side-lever
brake, and manufactured in the workshops of the Department.

£ s d
Automatic Vacuum Brake ...........iiivieiiiiiiaan, 16 10 O
‘Hand brake and necessary forgings for combined brake . .... 1010 0
. Labour erecting..... e esea e caciesaet s a e 110 0O
Total each .. .cvvveriiiieiiieniarereiannans 2810 O
‘Estimate th November, 1901,each.................... .. 85 9 4
Saving,each .......... ... 00 ieeaeene 619 4
Estimated saving equipping 55 per cent. of 4-wheel stock ;
512 wagons, less 48 sets ordered—
Estimate, 5th November, 1901..... ....... e eeee 38,965 2 2
Saving 624 at £6 19s. 4d,each ........... ... ..ol 3,650 10 8
’ Final eStimate. - <« eneevnnnnnnnennns 35314 11 6
Equipping all stock— : -
Estimate of 5th November, 1901.......cc.oovot ... 53,574 11 10
‘Saving, 1080 at £6 19s. 4d. each. ... ... ............ 7524 0 0
. 46,050 11 10
Original EStimate ... ....uveneeneirarrerennsenrernenes 55188 5 0
Final estimate. . co.. o ccveeiir tiir it iae it iiaannas 46,050 11 10
TOtal SAVING . -« v e v ueveroneaennnnnneinnn .. 913713 2
WM. R. DEEBLE, Chief Mechanical Engineer.
22.11.°01.
MEMO BY COMMITTEE ON ABOVE.
Final Estimate.. .. .oovoaree it cine v inoosscennanananss 46,050 11 10
Less 50 per cent. wagons 564—at ........ £22 0 0
-Cost of Equipment, estimated at ........ £28 10 0
" Less saving on cost of piping............ £610 0> 12408 0 0
o £2 0 0

£33,642 11 10

WILLIAM A. GUESDON, Chairman.
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AppenDIx J. s
TELEGRAMS EXPLAINING PART OF MR. DRIFFIELD'S EVIDENCE.

“To E. C. DrIFFIELD, Esq., Mount Lyell Railway Co.,
Mount Lyell.

“Your estimate of cost of brake equipment to four-wheeled wagons net quite clear to Committee.

Will you state exactly cost of importing patented portions of vacuum brake and fitting same to existing

. hand-brake géar? Does the twenty pounds mentioned by you include the cost of patented portions of brake
as well as labour and material in adapting and utilising existing hand-brake gear?

«WILLIAM A. GUESDON, Chairman.
“ House of Assembly, 22nd November, 1901.”

Queenstown, 22nd November, 1901.

OUR estimate of £20 covers all cost patented parts and labour and material for fitting vacuum brake
to vehicle already fitted with hand-brake suitable for conversion to vacuum brake. If vehicle fitted with
ordinary shunting two-block brake on one side only or any hand-brake unsuitable for conversion to
vacuum brake the full price of thirty-two pounds must be allowed for fitting up entirely new hand-brake
gear as well as the vacuum gear.  Of course on any such vehicle where some of the existing hand-brake
parts might be made use of in connecting the vacuum brake a deduction according to their value should
be made from the full amount of thirty-two pounds—hope this is clear to you.

E. CARUS DRIFFIELD.
To W. A. GurspoN, Esq., M.H.A., Hobart.

JOHN VAIL,
SOVEENMENT PRINTER, TASMANIA.



