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SEL.ECT COMJWJTTEE appo·inted on tlte -25t/z 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 
Rotlin_q-stoch and Permanent lV'ny. 

MEMBERS OF THE COMMITTEE. 

Ma. MINISTER 01,' LANDS AND WORKS. 

MR. PATTERSON. 
MR. HARTNOLL. 

Mn. HOPE. 

MR. DuMARESQ. .MR. GuESDON. ( il;Jm;er.) 
:vfn. NICHOLLS. 

DAYS OF ;vrnETING. 

1/Vedne~day, October ao; Thursday, October :n; Friday, November 1; Thur~day, November 7; Friday, 
November' 8; Wednesday, November 13; Thur~day, Novcmbm· H ;' Wedne~day, November 20; Thursday, 
November 21; Friday:, November 22. 

WITNESSES EXAMINED. 

Mr. Charles Hudson, General Manager of Tasmanian Government Hail ways; Mr. John M. M'Cormi~k, 
Engineer-in-Chief Tasmanian Government Railways; iV[r. W. R. Deeble, Locomotive Superintendent Tasmaman 
Govermrnmt Railways; Mr. James Fincham, C.E.; Mr. C. C. Nairn, Engineer of Existing Lines Tasmanian Govern­
ment Railways; Mr. Frank Grove, Chief Engineer in Tasmania fo1· Great Western Railway Company; Mr. G. E. 
Moore, C.E.; Mr. William Cun<ly,.Queenstown; Mr. W. E. Batchelor, Me<ihanir,al Engineer, Launceston; Mr. 
E. C. Driffield, Superintending Engineer, Mount Lyell Company. 

REPORT. 
THE Select Committee appointed by your Houournble House t.o inquire into the question of 
the Brake Equipment of the Tasmanian Government Railway Rolling-st?ck, and the condition 
of the Permanent W a)\ ha.s the honour to submit. the following RepoTt :-

The Committee has held several meetings, examined the 1:irincipal officers of the Railway 
DP.partment, and other expert. witnesses, and ba,s carefully deliberated on the evidence and all 
inforn,ation 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-lb. rails th~se 
portions of the Main Line upon which a high rate of speed is a.ttained 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 c;haracter is thus explained :-

lst. 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-General for the supplj- of such eqmpment, 
with ~ll charges, including cost of er<;ictiori added. 
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2ml. The Mt. Lyell Railwa'y Company has utilised the existing hand-brake fittings on 
it;; 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 
t,be Government Stock, a saving or £7 15s. per truck can be effected. 

The Governn~ent,, aft.er the item of £20,000 for vacuum brakes was postponed on the 12th 
September, 1901, directed the 1,,ailway 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 1''orking of the train service, and to provide for the public safety. 

A return based on this standard of hrnke equipment, and based on the actual cost to the 
Government as now revised ( including all charges and cost of erection), reduces the estimate 
from the original £55, l 88 5s. to £33,642. 

In view uf the fact that the Tasmanian Railways do not pay in~erest on the capital expended 
for constrnction, the _Committee thinks it <lou btful if the proposed expenditure on vacuum brakes 
would be justifiable hut for the fact that the State is already committed to a large expenditure under 
the vote passed in 1900, which renders a further expenditure neces~ary to properly utilise the equip­
ment already ordered, by extending it to a sa.fe propoi:tion of the rolling-stock used in mixed tmins. 

• l. 'rhe Committee recommends the equipment of a sufficient proportio/of all vehicles running 
in mixed trains, except thos~ iu use on the Sorell Railway, with the automatic vacuuin brake. 

2. 'rhat the :Minister of Railways be requ·ested, before any order is sent to England, to 
communicate with the Government of 8outh 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 it reduction 
of the item for automatic vacuum brakes from £20,000 to £15,000. 

Committee Room, House oj Assemb(y, 
22nd Novembe1·, l 9Ql. · 

- WILLIAM A. GUESDON, Chairman. 
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MINUTES OF PROCEED I N,G S. 

WEDNESDAY, OCTOBEH 30, 1901. 

· The Committee met itt 11 o'clock . 
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.Zlfernbers present.-Nfr. :\'.linister of 1--twds allCl Works, Mr. Patter~on, Mr. Nicholls, Mr. H.artnoll, Mr. Hope, 
and Mr. Guesdon. 

Mr. Guesdou took the Chair · 
The Clerk read the Order of the House appoiuting· the Committee. 
The Committee deliberated. · · . · · 
Motion 1uade, aud Question put-That ~ I r. vV. E. Batchelor l,e summourd to give evidence before the Committee. 

(Mr. Nicholls.) · 
Committee divided. · 

AY:Et;. No. 
Mr. Hartnoll. 
Mr. Hope. 

Mr. ~inister of Lands and ·works. 

Mr. Nicholls. 
Mr. Patterso11. 

So it was resolved in the , \ ttirmati ve. 
Mr. Charles Hudson, General Manager of Ta~mauiau Govermn1mt Hailw~ys, was ca_lled, made the declaration 

prescribed by Act 35 Viet. No. ll, and was examined. · 
During the examination of l\lr. Hudson, Mr. Minister of Lands and ·works laid upo_n the Table the following 

~~n:- ' 
I. Extracts from Inspection Report, by Colonel Gracey, C.S.l., R.E., on the Uganda Railway, dated 25th 

March, 1901. (Appendix A.) · 
2. Extract from Report (dated 22nd May, 1901) by Sir Guilford Molesworth 011 Colonel Gracey's Insp~c-

tion Report on the Uganda Railway (Appendix B.) . · 
a. Tasmanian Govemment Railwavs : Prices of Metals. 
4. Copies of Correspondence and Schedules of 'fenders relating to ·,Orders for Vacuum B~ake Gear, Tas­

manian Govel'Jlment Railways . 
. 5. Copy of Cablegram from Hon. E. Mulcahy, Minister of Railways, to Hou. Minister of Railways, 

Queenslaud, with_reply.· (Appendix C.) 
The examination of Mr. 11 udson was concluded. 
At 1 o'clock the Committee adjourned till half~past 2. 
The Committee met agah1 at half-past 2. . 

' Mem/Jers present.-Mr. Guesdou (Chairma11), Mr. Mmister of Lands and ·works, Mr. Patterson, Mr. Nicholls, 
Mr. Hope, and Mr. Hartnoll. • 

Mr. John Mar:neill M'Cormick, Engineer-in-ChiAt; Tasmania, was . called, made the· declaration, and was 
examined. 

Mr. M'Cormick withdrew. 
Ordered, That the following witnesses be summoned to give evidAnce to-morrow:-
Mr. W. R. Deeble, Locomotive Superintendent, at 11 o'clock; Mr. C. C; Nairn, Engineer of Existing Lines, at', 

1.2 o'clock; and Mr., Frank Grove, Engineer, Great Western Railway, at 2·30 o'dock. 
At 3·50 o)clock the Committee adjourned till 11 o'clock to-morrow. . 

THURS.DAY, OCTOBER :31, 1901. 
The Committee met at 11 o'clock. 
lvlembers present.-Mr. GueRdon (Chairman), Mr. Minister of Lands awl Works, Mr. He.rtnoll, Mr. Dumaresq, 

Mr. Hope, and Mr. Patterson. . 
The Minutes of the last Meetinir wer11 read and confirmed. 
Mr. William Rufus Deeble, Chief Mecha"nical Engineer, Tasrnani1p1 Government Railways, was called,' made 

the declaration, and was examinf'd. . 
Mr. Deeble withdrew. , , 
Mr. Charles Cameron Nairn, Engineer of Existiug Lines, Tasma11ian Govermnent Railways, was called, made 

the declaration, and was examined. . , 
Mr. Nairn withdrew. 
At ·12·50 o'clock the Committee·adiourned till halt:.past 2. 
The Committee met again at half~past 2. 
ilf'embers p1·esent.-Mr .. Gues<lon (Chairman), Mr. Minister of Lands am! vVorks, Mr. Patterson, Mr. Hartno]l 

Mr. Dumaresq, and Mr. Hope. . 
Mr. Frank Grove, Chief Engineer in Tasmania for Great Western Railway Company, wa~ call.ed, 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 Railway, 1:,e requested to prepare 

informati9n. for. the Committee oh the following points :-
1. The number of goods wagons working on the 3-ft. 6-in. line, Mount Lyell Railway, both 4-wheeled 

standard wagons and bogie wagon~. , ' . 
2. The. number ofcarria!l;es andthe number of brake vans. , 
3. The cost of the automatic-brake irear used on that line, t:o.b., London, for every class of stock. 
4. TheJcost of freight, agency, and charges in each instance. 
5. The amount of duty paid to the Government of Tasmania in 1·espect of each of' the foregoing classes of 

vehicles. ' · 
· 6. The cost of labour of fb::ing the gea1· in the State, if fitted in the State; and, if not, the cost in .England, if 

fitted there. · 
7. Specify the various years in which the automatic-brake gear was purchased. 
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8. Examine carefully the constn1ction of the vacuum-brake in use on the }lount. Lyell lines, with the view 
of subsequently examining the brake-gear imported by the Government, and thereafter reporting to the 
Committee whatever differeuce ,rnay exist between the two gears in the de8ig11 and- the patent.~ 
employed. · · · 

01·dered, That the following be summoned to give evidence to-morrow :-Mr. ,fames Finchum, 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 adjourned till 11 o'clock to-morrow. 

FHlDAY, _NOVEMBER 1, 1901. 

The Committee met at II o'clock. , 
1v.lemhers pnwmt.-Mr. Guesdon (Chair,mrn), i\'lr. Dumuresq, \fr: Hope, }Jr. Mini~ter of l.a11cl, a11d "'ork~, 

and Mr. Nicholls. · 
The Minutes of the last Meeti1ig- were reud aud confir111ed. 
Mr. W. R. DeeblP. was recalled and further examined. 
Mr. Deeble withdrew. 
The Chairman laid upon the Table a lPttt'r fro111 Mr. Vi'. H. Deehle, dated 318t Octobm·, 19Ql. (.-\.ppPndix D.) 
Mr. Jnnws Fincham, C.E., late Engineer-iu-Chief; Tasmania, was callerl, made the- clechu-ation, and was 

examined. 
Mr. Fincham withdrew. 
Mr. George Edward MoortJ, C.E., was called, 111ade the tleclamtion prescribed, and was exa111i11e1l. 
Mr. Moore withdrew. 1 

Ordered, That tlw following witnesses lie s11111mo11ed to give e".ideuce before the Committee :-}lr. 'Villiam 
Cundy, Queimstown; Mr. W. E. Batchelor, Launcestuu; and Mr. E. C. D1·iffield, Superiutending Engineer, Mount 
Lyell Railway. ,. , 

.-\t 1 o'clock the Committee adjourned sine die. 

'fHURSDAY, NOVEMBER 7, 1901. 

The Committee met at half~past 2 o'clock. 
Members present.-Mr. Guesdon (Chairman), Mr. Durnaresq, Mr. H11rtnoll, aud Mr. Hope. 
The Minutes of the last Meeting "ere read and confirmed. 
The Minister of Lands aud Works took his se11.t. 
Mr. Willi~m Cundy, Mechanical Engineer_, Mount Lyell Railway, Queenstown, was called, made the rleclaration, 

and was exammed. 
Mr. Cundy withdrew. -
At 4 o'clock the Committee iuljourned till 11 o'clock to-1~10rrow. 

FRIDAY, NOVEMBER, B, 1901. 

The Committee met at 11 o'clock. 
M~ml,ers present.-Mr. Guesdon (Chairman), Mr. Hope, Mr. Hartnoll, and Mr. Minister of Lands and Works. 
The Minutes of the last meeting were read al)d confirmed. 
Mr. William Eastgate Batchelor, Mechanical Engineer, was called, made the declaration prescribed, aucl was 

e:i:amined. 
Mr. Batchelor withdrew.· 
The Chainuan laid upon the Table the following Papers:-

1. Letter, dated 1st November, 1901, from the General Manae-er, Tasmanian Govemment Railway~, forward­
ing extracts from Austrian Newspapers, relating to the trmls of continuous quick-acting brakes iu Austria. 

2. Letter, dated 1st November, 1001 1 from Mr. -,v. R. Dee.ble, Chief Mechanical Eugineer, Tasmanian 
-Government Railways, on question of accidents to rolling-stock or passPngers from breakage of carriage 
or wagon couplings. 

3. Letter, dated 5th November, 1901, from Mr. W. H. Deeble, Chief Mechanical Engiueer, Tasmanian Goveru­
ment Railways, forwarding estimatPs of cost ot vacuum brake--gear, cost of equipping rolling-stock with 
same, &c. _ . 

4. Lett.er, dated 5th November, 1901, from i\Ir. W. R. Deeble, Chief Mechanical E11gi11eer, Tasmaniu.n 
Government Railways, forwarding informatio11 with reference to the parting· of trains for past 25 years. 

The following Papers were orgered to be pi·intecl :-
1. Letter to Chairman from W. R. Deeble, elated 31st October, 1901, re brake levers on both sides of wagon~. 

(Appendix D.) 
2. Estimated cost of equipping all passenger stock, engines, bogie-wagons, and 50 per cent. of 4-wheelerl 

wagons and piping-balance. (Appendix E.) 
3. List"of couplings, &c., broken. (.Appendix F.) 

At 12·30 o'clock the Committee adjourned till 11 o'clock on Wednesday uext. 

WEDNESDAY, NOVEMBER 13, 1901. 

The Committee met at 11 o'clock. 
1vle11ibers 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 Driffielcl, Superintending Engineer, Mount Lyell Railway, was called, made the declaratio 

and was examined, · 
During his examination Mr. Driffi!l!q submjtted tp tlic Committee the following· Papers :-
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l. Cost. of rolling-stock, April, 1896, to .fauuary, 1901; cost oftitting vacuum-brake to stock; liBts ofbrake­

work p,u·ts on stn.n,.1,trrl f.i111·-whePled tnu.:b; co~t of rnater:als, &c., for Mount Lyell Mining and Railway 
Company, Limited. 

2. Stock-sheets, 30th September, 1901, of Mount Lyell Mining and Railway Department. 
Mr. Driffield withdrew. 
Ordered, That 1~1'. M'Cormick be summoned to give further evidence for 11·o'clock to-morrow . 
.-\t 1·10 o'clor:k th1• Committee adjourned till 11 o'clock to-morrow. 

THURSDAY, NOVEMBER 14, 1901. 
Thi, Committee-met. at 11 o'clock. 
Member.~ pre.,ent.--Mr. Guesdon (Chainmw), M1·. Hope, :\fr. Patterson, ,V[1·. 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 npon the Table a letter, dated 9th November, 1901, from Mr. Geo1·ge E., Moore, C.E. 

(Appendix G.). 
M!.'. McCormick, Engineer-i11-Chiet; wa~ recalled a.nd further examini,d, 
Mr. M'Co1·111ick withdrew. . 
Mr. "r· R. Deeble, Locomotive Supe1·iut1mdent Tasmanian Governme11t Railways, wa.s recalled and further 

ex~mined. 
1\fr. Deeble withdrew. 
'I'he Chairman laid upou tlie Table a letter datel Iath November, 1901, from Mr. E. C. Uriflield. (Appendix H.) 
At ]2·30 o'dock the Con;imit.tee adjourned till 11 o'clock on Wedne~da,y next. 

WEDNESDAY, NOVEMBER 20, · 1901. 
The Committee met at 11 o'clock. 
Jtlembers preumt.-Mr. Guesdon (Chair111a11), Mr. Pat.ter~on, Mr. Hope, Mr. IJumaresq, Mr. Hartnoll, and 

Mr. Nicholls. 
The Minute, of the last Meeting were read and confirmed. , 
The Minister of Lands and W orkR took his seat. 
The Committee delibera.ted on the question of prepariug the Report. 
'rhe Cha.iru1an hrought up a Draft Report, which wa.s ordered to be printed. 
At 12·20 o'clo!)k the Com,mittee adjourned till 11 o'clock to-morrow. 

THURSDAY, NOVEJ.VIBEH 21, 1901. 
'J'he Committee met at J 1 o'clock. 
Member., prPse11t.-M r. Guesdon (Chairman), Mr. Hope, Mr. DL1mare~q, Mr . .Nicholls,- Mr. Hartnoll, and Mr_. 

Patterson. . 
The Minutes of the last Meeting were read and confirmed. 
At ll ·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, That }Jr. W. R. Deeble to recalled, to give further evidence, for 10 o'clock to-morrow. 
At l ·10 o'clock the Committei, adjourned till 10 o'clock to-morrow. 

The Committee met Ht 10 o'clock. 
l<'IUDAY, NOVEMBER 22, 1901. 

JVlembers p1·escnt - Mr. Gue~don (Chairnrnn), Mr. Hope, Mr. Dnmarnsq, Mr. Hartnoll, Mr. Pa.tterson, n,nd 
Mr. Minister of Lauds and Vi' orks. 

The Minuteti of the last Meetiug were read awl confirmed. 
\fr. Nicholls took his ~rat. 
Mr. ,v .. B. Deeb!t, was !'(!Called, and questioned as to certain point~ in his evidence. 
:ilr. Deelilu suhruitted to the Committee tl,e following Paper:-

EstimatPd co~t of equipping· 4-wheel wagons with combined hand aml automatic continuous brttke other 
than patent parts, utilising as far as possible material of old side-lever brake, and manufactured 'in the 
workshop~ of the Department. (Appexdix I.) · 

• Mr. ·neeble withdrew. 
'fhe Draft Report was further considered, and agreed to. 
At 12 o'clock the Committee adjourned sine die. 
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WEDNESDAY, OCTOBER 30, 1901. 

CHARLES HUDSON, called and e,mmined. 
\ 

Mr. Hudson made the statutory declaration. 
1. By t!te Chairman ( Mr. Guesdon).-Your name, Mr. Hudson ? Charles Hudson. 
2. And yon are the Genera.I Manager of the Tasmanian Government Rail.wnys? Yes. 
3. By Wr. PattPrson.-Do yon know, Mr. Hudson, whether the autom:.i.tic brake is in use on­

goods stock on the South Australian Railways? No ; I am not aware. 
4. Nor whether, at the pi·esent time, it is in use on mixed g·oo<ls and passenger trains? No; 

I am not aware. 
5. Do you know whether these ,; utomatic brnke,;; are in 11 se now in Western Australia. on pa~. 

senger or g·oods ti-ains? No; but all I can tell you is, that. I have received a telegram from 
, Mr. Rotherham, in which he states that he has made a recommendation to apply the brake to the 

whole of the rolling--stock of W e .. tern A ustnilia. · · 
6. But it is not in use there to-day? Well, yes, it is, partially. But, as I say, there is a 

recommendation now to appiy it to the whole of tlrn rolling-stock. 
7. Do you know whether the automatic brake is in use on Queensland goods trains? 'l'here, I 

believe, the position is exactly the same as it is iu Western A nstralia. · It is partially applied there; 
but with tl1P int.eution of applying it altog·ethei·, 01· else partly piped and partly with the brake. It 
is in process of being applied in Queensland. , 

8, Supposing- our railway system here was the property of a private company, and you were 
general manag·er of the company, would you ask_ your directors-in view of the faC't 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 stodc in this State ? vV ell, that is a very difficult 
question to answer, beca11se the1·e are so many interest;; involved in it, If the railway company 
could not afford to put the brake on, naturally it would resnlt in a consultation between (he 
principal officers and the · directors, 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 GovP.rn ment having decided to adopt t~ie brake, the "'\Vellington :Manawatu Rail­
way Company bas also decided to' adopt it on its private line. 

9. Of course you know we differ from New Zea.land? In what way? 
10. Well, we have had a practical immnni'ty from accidents for twenty.five years-yoLl know· 

that? Well, almost the same remark would apply to New Zealand. 
11. What about the accident last year ? Well, they had an accident last year, but it is the 

only accirJent, during my time, I remember, attended with any loss of life-not last 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. '.VelL ]Pt me take yon now in detail. Take the Sorell Ra.ilway, for instance. That rail­
way is 14¾ miles long, and the train takes an hour to accomplish that journey. The lin~ is dis­
associated from any and all other lines; there RrA no junctions on it; a11d one· engine-with one 
driver, one fireman, ;ind one guard-does-the whole of the work. Would you serionsly recommend 
the Government to put the automatic brake to these 1uixed trains that are running· on that Sorell 
Line? Yes, I would. There is a very heavy grade on that line. ,_ 

13. I kuow all about t_hat; I built this line. Then, if you come here entirely unf~ttered, and 
if you had been the General M a.nager of Hailways from the outset, you would hav.e made this 
recomme1,dation yourself? I would; certainly, I would; most decidedly. 

· 14. Have you haJ any experience of the vacuum brake? You mean as compared with the 
vV esting-house ? · 

15~ Not comparing it with flnything-I am talking of it entirely on its own merits;---h1tve yon 
had any experience of it? You mean the automatic vacuum? 

lo. The automatic vacuum-yes? No; I have had no actual experience of it; but, of course, 
I know a good deal about it. · · 

17. 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 out of place .. 

18. I know all about that; I waut yom· personal opinion? Pl'obably, for a ~low speed, it is 
preferable to the Westinghouse. 

19. The difference between the Westinghouse brake and the vacuum, is that 'the W esting~ 
house is more qnickly applied, and has a power 33 per cent. greater? Yes, that is so. 

20. And it is a more costly brake? Yes, that is so. 
21. By Jl1r. Hartnoll.-Now, looking at our system of railways-taking the western portion 

pf our railwa;y- service, sa;r from Burnie to Launceston, where !ou have to throw off a true~ 
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here ancl there as occasion arise!!, one ,at one station, two at another, three at another, and so on, 
pretty well all down the line---woulc1 it not be to some extent an interference with the time that 
the train woulcl take to clo the journey, 11ncoupling the trucks, arnl so on, if the br:-tke were a.pp lied 
to all trains? I think it w9uld be i11appreciable. 

22. Is there any knowledge in yom office a.s to when these vacuum bra.ke patents will expire'? 
I could not say. 

23. Is that knowledge obtainable here, do you know? I have no donht it coulcl he obtained 
from the agents of the brake, in Syclney; W. Adams & Co., of Clarence-street, Sydney, a1·e, I 
think, the agents for the vacuum brake, and they woulcl be rtble to give you that information. 

24. Of course that lq10wledge we coulcl really obtain f\om our own office-from the record 
of patents in the State? Yes. . 

25. Had you any previous knowledge of the cost of these brakes, M 11. 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 I left-to apply the brake to all the stock in the North I slaucl of 
New Zealand. 0£_ 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 c1id 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 information for you, quite 
easily. They did not advertise for tenders. 

28. But it is no use getting what the W estinghonse brake costs, and applying 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 t}:ie passenger carriages are concerned, 
they have got the chain bra~e-Clarke's chain brake, I presume. . 

31. And the engines ? The steam brake. 0£ course, you are aware that a 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 yon what the equipment is generally for your mixed 
trains and goods trains? Hand brakes on the goods trains, and, the chain brakes on the cars. 

33. And the steam brake on the engines? The steam qrak.e on the eng~ne·s-yes. 
?4. 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? vV ell, that is a 
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 continuous vacuum brake-certainly not. 
Because, you see, if you set up a certain state of conditions, they would not be efficient, the only 
question being whether these conditions happen. If yom; train parted on a bank, they would not 
be sufficient. 

35. Of course, you are a recent arrival here, MJ·. 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 traffic, the rates of speed, or the loads drawn-have altered during the last ten years? 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 positively alarming, which would not have been alarming with the auto­
matic brake. For instance, I saw, myself, a train carrying 700 people, drawn by two engines on a 
l-in-40 grade: I saw that train part, and the earriag·es set back on the down-grade. If it hRd not 
been for the fact that there were a number of r'ailway 111en about, who boarded 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 :-,afe? 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 i.t your duty ten years ago to order the appli­
cation of those automatic brakes? It is very tliffic11lt to say what orie would have <lone teu yP-ars 
ago, because ten years ago one had not the same knowledge as to-day. Tcm yea.I's ago the brakes 
were not so generally in use as they are now. A manager of railways must be guided by what is 
being done and accepted as ne~essary by railway men all over the world. Since ten years ag·o 
the progress of all rolling-stock, as to the application of continuous brakes, has- taken a \'ery great 
stride--an enormous stride. For imtance, the Board of Trade regulations now include a provision 
to the effect that no train that carriP-s passengers must run unless it is fitted· with the continuous 
automatic brake. Th3:t is a Board of T,ade regulation. 

38. Has not the Westinghouse brake been largely in use in Tasmania during the whole of 
the last ten years? Well, it is 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. Niclwlls.-Is the chain brake a continn.ous brake? The chain brake 1s 11, 

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. I understand from you that, at present, we have on all our· engines the steam brake? 

Yes; practically all. I thi.nk then: are five that are not so fitted. But, practically, all are, 
-;12. Docs the. steam brake operate on the engine and terider both ? · No, 
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4i Only on the engine ? Only on the eng·ine. 
4--.l. The main object of a continuous brake, 1 suppose-(! am asking you for inforniation; 

1 have no skill in these matters)-is to save a train, if anything bre!l!_ks away? It is for _the 
purpose of applying the brake automatica,lly in case the train parts; ancl to give hoth the cl river and 
the guard power to apply the brake to the whole train, should it be necessary to clo so-to every 
vehicle simultaneously. · 

45. ,Just the fact that it is automatic is the advantage, in the case of breaking away, is 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 yon know all the Tasmanian lines now pretty well? Fairly well-yes. 
48. Assuming that t1'ucks laden with coal, or minerals, or anything of the sort, break n.~rny­

say on the Sorell line, at the highest point-what would be the probable result? Well, it hLrgely 
depends, of course, upon the weight of the train. With a light train, it is quite possible that the 
guard might be able to bring it up; with a very heavy train, the chances would be les~. It 
entirely depends on the conditions : whether it is a heavy train or a light train. · 

49. In the absence of a.ny 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 l(;lngth of the grade, and 
the speed that would be attained. Of course, it would go orr 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 automa;tic 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 object 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 clanger-signal, and, if you have the 
automatic brake, you have your train under control. The state of the road, too, is another 
matter as to which the automatic brake may be of use. 

52. The quantity of traffic, of course, largely afff)cts the necessity for pulling up sudclenly­
\Vhat I mean is this: with a line where there is a train coming along every five minutes, the 
chances of clanger are infinitely greater tha.n where you only have a train every twenty-four 
hours? I 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. 

53. I was not talking of the percentage of ac.cidents.-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 entirely depends on the way the lines are worked. • 

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

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

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

57. Now, can you tell us, please, what trains running· in Tasmania are fitted with automatic 
brakes? The express trains between here ancl 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, please, 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 automatic brake fitted · on that train? Well, the advantage of having an automatic 
brake on that train would he in the event of the train parting· while going up a· grade, or in the 
event of the train meeting with any obsti·uctions and leaving the road, coming down a grade; it 
would be an advantage to have an automatic brake in either case. The train would be broug·ht up, 
and the result of the accident would be much less serious than it would be without the brakes. 

59. And in the absence of these or similar occurrences,-then, the automatic brake would not 
be necessary ? I do 11ot mean to say that the risks run on the Sorell line to-day for the \Vant of an· 
automatic brake are of a very seriom; and alarming character. I do not mean to say that ,the 
magnitude of any disaster occuniug on the i'.5ornll line for want 9f 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 11ecessary, in the interests of the public safety, wherever you are . . 
carrymg passengers. 

60. Now, Mr. Hudson, we have bad three accidents of any impm·tance in Tasmania; in one 
of them, a tmiu was going· at high speed on the Mai11 line, round a cun-e at the other side of 
Brighto11, aud the brake seems to have been applied somewhat suddenly, and the tra-iu came off the 
line and smashed up-came off the line immediately-would the automatic brake have lessened 
the effect of that accident? You have not given me sufficient details to offer an opinion upOll, 
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61 .- The train was. going at a very high speed ;ound 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 thatJ question could be answered. vVould the 
driver have time to apply the brake ?-did the couplings break ?-I could not auswer it 011 the 
information you give me. ' 

62. By .111.r. Patter1on.-Perhaps I had better explain-the facts were these, Mr. Hudson : 
This train was a special passei1ger 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 
u:ain too much to drink, and he was coming round a sharp curve at very great speed; then the 
fireman tecorue agitated, and thought the speed of the train was too great, and he suddenly applied 
the engine brake a~d derailed the train-what do you think ? Well, in such circumstances 
I should think uo safety-appliances would assist you. If vou make the driver of a train drunk, 
you mig·ht as well throw all your safety appliances overboard, and take the consequences. My 
opinion is that nu man who is ou 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. 

q3. 1 think you h1issed the point. As a. matter of fact, the other. man-not the driver-did 
apply the brake; and the accideiJt happened? Yes ; but he applied it too quickly. 

64. But not half so quickly as if it had been a.n automatic· brake? Oh, excuse me ! The 
automatic brake has a gmat advantage over the other. You see, it would be on every vehicle of 
the train; the othe_r was only ·on the eng·ine, 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 ofit coming· in on the engine. 

66. · Take another accidept: you know the swing-bridg·e at Bridgewater? Yes. . 
67. It was apparently left unlocked one night, and the express cam,e along and I'eft 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 circumstanC"es, the automatic brake would be an advantage; because it would bring 
the train up quicker, and put qn 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 unknown, jnst as the train came on .a trestle-bridge that used 
to be between Bridgewater an<l Brighton, with the result that the train left the rails when half:-way 
i..cross the bridge; there ag·ain the train went over, but was held up by the timber of the bridge.­
Would the automatic brake have been au advantage there? I can only answer you in the same way · 
as I did in the previous case, that it probably "iould have been an advantage; but I should not be 
able to say definitely without much fuller knowlecige ot the circumstances? It probably would 
have been an advantage. 

70. How many times 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 g-reat 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 
Dunediu E:J1.hibition closed there was a very heavy passehger ti·ain going from Dunedin south. 
There is a very heavy gTade from the south of Dunedin up. to Uaversham. When they arrived at 
Caversham with this heavy train, the sm·ge-back of the train caused by the engines stopping broke 
the couplings, and thern was a very narrow escape of the train breaking away down the hank ; the 
flat portion of the road o·n which the station is built being very short. There have been many 
cases of trains breaki11g away in New Zealaud due to coupling·s parting. The longer you ha ,e 

your trains, and the heavier the weight, the more liable, of course, you aJ"e·to have such accidents. 
72. By 1'1r. Nicliolls.-Are you acquainted with the Queensland liues? \Vell, no. I should 

not like to say I am. I have visited Queent,land : I have been to Brisbane and to 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
mania that are uot carryiug passengers? Yes; fur this reason : the guods.:..trucks for economical 
working must. be interchang;eable ; yo,u cannot confine your J'Olling-stuck. to one pi1rticular · class of 
traffic. With traffic such as you have in Tasmania you must be able tu load· your trucks from the 
point of destinr1tion, where they went loaded. It would uot dy tu be running too much e~pty 
mileage with your trut.:ks. If you were to confine your t.r.ucks to a certain class uf traffic, you 
wonld have, of coui·se, to return them empty at. times. It is necessary to fit the· whole of the 
rolling-stock with the brakes, so that the stock shall be i11tercl1augeable. 

74. Then, the proposal is to fit it to every wagon? Yes; that must be done. 
75. By the Jvlinister of Lands and Works.-N ot the foll appliance? Of course, the proposal 

is to put pipes when that is permissible. 
· 76. By Mr. Niclwlls.-Yes; the proportion ii; 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 g-reater 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 vacuum brake? Yes. 
78. When the carriages are running· iu mixed trains at present, how does the brake operate? 

Oh, it does nut oµerate at all: it is no use. 
79. By reason of the fact that the trucks ,ue not connected? Just so. You have not got a 

continuous brake in such cases. 
80. B.1J Mr. Hope.-You are fairly well acquainted with the Westem Line, between Dun-

orlan and Burnie? Well, I have been'overitthree,ticnes, :\!r. Hope. , 
81. VVeli, along that line there are a number of crossings for bullock teams with heavy loads, 

and once or hyice when the train has been corning aloug, 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 u.p 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 np, and every now and then she kept jerking. If a train parted 
under such circum·stances, with automatic br.akes on it, it worild be much safer than with the pre­
seut 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 Cavershatn. The engine stops suddenly, 
and tte train runs into the engine, then rebounds, and this is very hard on the couplings. 

84. The automatic brake, whe11 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 <lea! of discussion has ·take,, place, and it has beeu said that om· 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 
no use applying it to our engines? No; it would be quite unnecessary. ' 

87. By the -~finister of Lands and Works.-Ha.ve you received· a report from your Loco­
motive Superintendent, Mr. Hudson ? Yes. 

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

, 89. You have those opinions?_ Yes; that is, on the Uganda Railway. 
90. Are these copies of those opinions [ documents handed. to wit~ess J ? Yes ; this is an 

extra.et from :i, Parliarneutary Report on the Uganda Railway presented to the House 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-kI).own authority on Civil Engineeriug­
His remark is. this: "I quite agree with Colonel Gracey, that it would be advantageous to adopt 
an automatic ·brake on the D gan<la Railway, but, in the event of its adoption, I WCluld strongly 
recommend the use of the automatic vacuum brake. The W esting·house brake may be suitable 
for the English high-speed railways on whict1 great ,rapidity of action is aH important, but I 
consider it is eminently unsuited, and very daugerous, for he.ivy arnl continuous gradients, such as 
exist on the Uganda Railway. The automatic vacuum brake is much -more under control, and 
far safer under those conditions iu which the Uganda Railway is exposed." And Colonel 
Gracey says, in speaking of the U g\l,nda Railway, which has long continuous grades," l\ily opinion 
is that the working of tli~ Uganda Railway without automatic brakes is extremely dangerous," 
a11d he adds, "and I doubt if it is even economical." , He g·oes on to show why he considers it' 
dangerous. That is dated this year, 1901. · 

92. You have read l\fr. Deeble's report, bef01'.e submitting it to the Minister? Yes. 
93. May I ask, 'Mr. Hudson, if you agree with that report ? Yes ; with• the exception that 

I think the number of wagons proposed to be piped is rather iu excess of what I should consider 
desirable. I 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 Eugineer of the 
'\V estern Australian Government Railways: "Pa1·tially, stock is fitted wiV1 automatic continuous 
brake"? No; I think Mr, Deeble received that; n;y telegl'am was a shorter one than that, in which 
he said that he had recommen<le<l that th_e whole of the rolling-stock should be fitted. 

95, ·what is the plan adopted by the departmeut in ordering aµpliances of this kin<l from 
England? I believe the usual plan' is to write to the Minister, asking him to request the Premier 
to communicate with the .A.ge11t-General, and to instruct him to order the materiaL The Agent­
General employs-I think his name is Mr. Meilbek; and after consultation with him, and 
after calling for tenders, a teuder is accepted jn Erlglaud by the Age1Jt-General, on the recommenda­
tion of the consulting eugiueer-whichever tender is considered best in the interests of the Dtate. 
That is the process. · ' 

96. Has that plan beeri followed _in this case? In this case it c~rtainly has. I have got a 
precis; that is, a copy of all the <loeuments in connection with the material ordernd. There ·is every 
letter there, and the teuders as they were reeeive·<l, and the communications from the Railway 
Department, from the Minister to the Premier, and from the Premier to the Agent-General. 
[Docume11ts pdt in,] 

97, Have tenders been invit.ed for such automatic brake-gear as ha", as yet, been ordered? 
That I could 1JOt, auswer you; we do not know. , · · 

!:JS. But so far as we have been advised? Those pa}Jers I have giveu you contain the informa­
tion. There are the orders that have 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. 
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99. Bnt as to thiit. part of it that is purchased, what has been -the practice? T~nrlers have 

been invited, and, on the recommen•h1tion of the cousulting engiueer, ce1·tai11 tenders have !Jeen 
accepted. · 

100. Have you any reason· to believe_ that we a.re paying· more than the market price? No. 
Of course, in connection with that, I mig·ht give yoil this [doc.:urnent produced and put in]. vVe 
have got out a few of the prices of metals, f1:orn 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 difference 
between the price iu 1895 and the price now. , 

101. You have reH,d the list of competing firms fo1· such gear as you know has already been 
purchased ? Yes. . 

102. Do they comprise leading· firms r Yes; very well known firms: leading firms, as you 
say. There is the Old~rnry Railway Carriage Company, for one ; that is a very old compauy-
a vei·y old and well-established carriage-building firm. ~ 

103. Is there any ground whatever for believing that this State has,. in any way, been com­
mitted to pay more for this gear than it ought to have paid? I have no evidence, either directly 
or indirectly, whiP-h would lead me to a1Tive at such a conclusion-none whatever. 

104. You have the names of ten competing fii·ms here? Yes. 
105. Take the price of the Oldbury Railway Carriage Company : gear for timber-wagons, 

per cent., £51 net? Those are double-bog·ie wagons. 
106. How <loes that correspond with the amount set down in our Estimates? These 

prices only apply to f.o.b., Lon<lo11. The estimate of the Chief Mecl1anical Enginer is £70. 
That is rather hig·h, no doubt; but still, you have to allow a margin between £51 and £70, for 
freight, insurance, inspection, and other iteins. Probably. it will be found that the £70 is 
higher than will i,urn out i11 actual practice. I think, myself, the estimates are slightly high. 

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

108. You have not yourself? 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 doing that, that you shall have a better system of brakes, to give 

yon control over your trains? Undoubtedly. · · 
l 11. Will it be essential? Well, the word "essential" goes farther than I would like to say. 

But in the interests of the safety both of the public" travelling in the train;; ,tnd 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 regulations ? Yes. 
1 J 3. I would be glad if you would look out the particular regulation bearing 011 this, and let 

the Committee have it? Yes, I will. 
114. I .will ask your atte_ntion, further, to the extract. read in the House, from ,vhich it would 

appear that the Board of Trade does not require with regard to wag·ons a_nything- beyond a double­
lever brake; that is, a lever available to be worked from each side of the trnck? Yes; that is 
for goods trains. 

M1·. Hartnoll: Yes. 
115. By the Mini.~ter of .Lands and T,Ji'orks.-In case of a coupling breaking· on an up train, 

say, just before entering the tunnel going up from Colebrook-an ordinary mixed train-whatever 
brake could be applied by the g·uard 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 tha,t 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 inclin!:!, 
the safest thing woulq. 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. You are speaking of the engine, of course, being the principal 
brake? · 

119. I do not think that you quite follow me. I am supposing that it 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 ? i\ o. 

120. And the braj{e, unless somebody could j11mp on a truck aud apply it then, would only be 
such as the guard could apply? Precisely. . 

121. Ou what would then be the front end of the train rni1ning 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 control the train. It it were able to control 1the train, of course it would 
be all rig·ht. The aJJplicatiou of the Lmke tliere at that eud would be right enough, because all the 
couplings would be close together. The weight of the train would be on the buffers, of course. The 
danger of parting is wheu your coupling·s are stretched. 

123. You spoke awhile ago about the trains buckling. Is t!ia,t :;;ort of thing· likely to happen 
if a train broke away in the ci1,cmnstauces I speak of't Nu, I do not think so. 

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

125. Ca11not you utilise, also, the momentum of a train g·oing dowt1 one hill in order to assist 
you up the other side, with greater safety. i' Yes, you could ; but I don't count very much on that. 
I should say that, on the whole,. tlrn econo111ic side of the question, apart from considerations of 
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safety, is in connection with the shunting and knocking· about of the tracks on gradients, and mn­
ning- i11to hollows, and so on. 

' 126. 1,mv, a,; to the apµlication of the brake gear thfLt you have ordered- I will quote :from 
yonr own letter : "57 sets for locomotives, 42 for c:.trriages and Yans, 90 for trncks." It is the 
questio11 of the nsefnlness or the uselessness of those we have ordered tlrnt I wa11t to get at. These 
numbers I have quoted are from yom own letter _of 7th August, ]901. You say in that letter­
".! think that to defer the work of applying· the antomatic vacuum brake would be a great mistake 
and it would rende1· the expenditure already incurred, or abont to be incurred, to a large extent 
inoperative" ? Y m,. 

127. ·vvill you give the Committee some fuller iufonuatiou upon that point? In the 
fh-st place, we have already 19 engines -fitted with the vacuum brnke. I would not advise fitting 
67 more engines if we are to g·o no further. 'fherefi)l'e, apart from this, 57 sets would be largely 
nseless. 

128. Why would the 57 sets be largely useless? Beca u;;e 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 
eugines 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 brake to tbe remainde1· of the locomotives. 

129. But, simply for brake purposes, would there be any advantage g·ained 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. , 

1-30. It has been stated that the Westinghouse brake has been imported in Queensland, 
simply for the engines and tenders ; <lo you know if that is 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. 

1:32. That I intend asking him about ; we will defer it till later.-Then, you think, Mr. 
Hudson, that as a means of simply giving additional b1·ake-powc,r 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-suppo~ing the Honse derided to disapprove of the expenditure of 
further money in this direction, which would you recommend: the selling of the gear already 
ordered, 01· the ,µJaciug of it on the varil>US locomotivPs? You mean the locomotive gear? . 

134. Yes? I should certainly recommend selling it ; that. is, if we could get any reasonable 
price for it. The engines are going to cost £200 apiece to 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. 
137. The other question considered in the Honse was as to the sufficiency of the £20,000 

now asked for to equip the stock, by i.1sing a· percentage of pipes to the rolling,-stock-to equip 
it that is, so that we could use it, so that we could proceed withou1. further exp!rnse henceforward. 
Would 20,000 suffice for that? I think, roughly speaking, that, probably, it would. You might 
require £3000 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 £,1000, in addition to the sum now proposed, to equip all the stock by using pipes only 
to a proportion. 

1:38. And you say there would possibly be a saving? The saving between these estimates 
and the actual cost at Home ; taking that in'to consideration, I think £3000 or £4000 more than 
the a,rnom1t now dn 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 
tha,t the work b_e gone on with. Most decidedly. 

· 140. By Mr. Pattason.-Mr. Hudson, I 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 been on them a number of times. 1 1 should not say that I know the Victorian 
railways very well. 1 have visited Victoria on two occasions. 

141. A1·e you aware whether all the goods trucks on the Victorian railways are equipped with 
the automatic brake ? l believe they are. 

_ 142. Well, as a matter of fact, I can teU you that they are not; but we can get that from some­
one else? l have an idea that lVlr. Allison Smith told me in 189:3, that they were to be. 

143. I have a letter saying that twenty-five per cent. of the trucks are piped; what do you 
think? Oh, I did not undel'stan<l your question before. · 

1-:1:-1. ,v ell, I will repeat it.--My question is : Do you know whether all the goods-trucks on 
the Victorian railways are equi1ipe<l with the automatic brake? Well, practically they are so fitted-
with the exception, that is, that a portion of the trucks are piped, -
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145. That is not what is proposed here? Not the original proposal, no. I think I 

;;11:rg·este<l to the 1\{inister myself tlrn,t the expenditlll'e might he cut, down by riping a portion of 
the t1·1wk,;. 1 

l.4Ci. Now, .nn the mixed trn,im; rnnning in tl1is State, is it not n, fact that in every instance 
the goods tl'llcks a.rn placed in the front of the 1;ntins? Yes. 

147. And is it not a. fact tlrn.t the whole of the coa.clies :Ll"C now fitted with ~- continuous 
hrake? Yes, Cla.rk's. · 

1-18. A hrnke tha.t has been acting twenty-five ye:tr:I OJI these very cn,rriages?. It may he so. 
conlcl not say how long the brakes have been on. 

1.:19. Anyhow, yon propose to snpcrsede tlrn,t br:ikc altogethe1: '! Y ~s. . 
160. Well now, in t,he eYent of a train pa.rting, woulcl not that eontinuons brake on·tltese 

cal'ri::iges, acting with t.he van, ,be sufficient to lJring that train to a sta,ndstill, •with the loads we 
h:tve in this St,a,te? I c0t1lrl not say. [ could not giutl':tt1tec it; certainly not. · 

151. Do yon know, as a mat.tel' of fact, whether we ha-ve liad aecidents tlmrngh couplings 
iil'eaking- and trains parting; in this ~fotte in the past? I could not sr.y. 

152. Y,111 pnt iu a rrport just 110w from Sir Guilford Mole.-;worth, where he states that, under 
the circumst.:i'nces,. 011 :;1 rail way in U g-a.nda, in consei:j1Ie1 ,ce of the q nantity of couplings breaking 
and draw-bar,; parting, he would advise the use of the automatic'brake? 'I ibink he mentions the 
-;t.eep gradic-rnrn and long banks, also. 

153. He states_ here that. the. draw-bars al'e co11ti11mtlly breaking; that alone, of course, is 
8utlicient to deman_d th~ use of the br:1kes '? I read it that the reason advanced for the necessity of 
<:ontinuous brakPs is ou account of the long banks of l-in-50 and 1-in-60. 'fhe fact of the 
couplings breaking is d1rn, I should think, lal'g0.ly to these long banb. . 

154. \Ve have long banks here, you know, of i-in-45 ?. Still, we know that couplings· do 
break on lou~; banks. · 

155. Well this applies to a railway in Uganda-and it does not a,ppl,y at all, you see, to onr 
conditions ; we never hear of draw-bars breaking; therefore this does not apply to us ; is 
not that ,;o? 0£ course, I have not had sufficient experience of your railways to give yon an 
:i:-connt of couplin&':" breaking here during the l_ast ten years. Bnt, later on, evidence will .be 
g1ve11, and can be given. · 

l 56 i:'i ow, you ha".P- rnferred to an improve111ent you are going to ma.ke in doing away with 
gatekeepers on the line'/ I will IIQt i,;ay it is au improvement; it is an economy. 

157. And that is au additi01rnl reason for using an automatic brake? I don't think I said that, 
Mr. Patterson. I said it would be an advantage. · 

158. 1 S11ppose you know that in South Aust,ralia we have never had gate-keepers? 1· es. 
'\Ve have not in New Ze<tlancl, either ; except in a vei·y few pl:tces, in connection· with very 
important crossings. You have them, of course, in South Au~trafo1,, where yum lines cross 
crowded streets, and so on. We have no more than one crossing-keeper in iifty crossings in 
N cw Zealand. · 

159. ·we have not one in :five hundred in. South Australia, and even there we do not have an 
automat.ic brake? Still, I imppo::ie you kill a ,g·ood many periple on the crossing;; in South Australia; 
we do in .New Zealand. 

160. We have killed a few. Yon say you do not think the vacuum brake is any ~reat 
improvement on the steam brake on engines. NO'. Of course you have the advantage of a quick 
brake on ·the tender: , 

i 61. Is not that an enormous ad".antage? Only a matter of ten tous. 
162. But surely it is a very great adnrntage? I would not call i.t an enormous advantage. 

It is certainly not worth spending £200 on a loeomotive for. 
1.63. 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-niue sets complete here at £200 each, foul' sets at £165, two sets, 
with cylinder only, at £45, ,Llld four other set,; a.t .£165. Speaking g<merally, it is about .£200 
apiece. 

164. And what you have told us is really your wt.'lll-considered opinion? Oh, cert.iinly. l 
would not think of importing the brake for the sole purpose of putti11 g it on the engine : certainly 
not; having already, of courHe, an efficient steam-brake on the engine. 

165. By the Clwirmrm.-Mr. Hudson, did I under,,tand you to say that you had recommended 
to the l\1inisrPr a mnt.<~rial modification of the original scheme? No; what 1 said was this: I told 
the Minister t.hat if there was a real desire and necessity 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 fully. 

166. When did you make that suggestiun to the Minister? Oh, I think, some time ago. Is 
it 'not six weeks ago, Mr. Mulcahy? 

167. Was it before, or aft.P.r, the question was raised in the House? Probably after. 

168. By the 111inister o.f Lands· and Worlts.- -As a matter of fact, you recommended me to 
put £40,000 flown for brakes this year? Oh no, no ! What happened was this, Mr. Mulcahy: 
£40,000 was put down for· the Locomotive Department, in connection with building r()lling--
stock, ancl for the autorpatic bntkes ; not £40,0U0 for the automatic brakes, ' 



.. 

9 
(No. 61.) 

i69. I think you are wrong, Mr. Hu~son? 'I am perfectly right, sir. 
170. However, the amount was cut down to £20,000? That is so. I have th'l proposal 

here, and can show it to you. 
171. By tlte Chairman.-In your capacity as General Manager of Railways, Mr. Hudson, 

have you acquainted yourself with the powers that y0u have to deal with-the system of lJI·akes 
to be used on private companies' railways in this country ? I cannot say that I have. 

172. You _do not know that you possess any pow:er? 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 0£ 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 
c?mpanies; and I do not think for a moment that they would lend themselves to anything of the 
kmd. 'Fhese are people who have supplied rolling-stock to all. the great English railway 
compames. 

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

176. And that would want fitting with the brake, toci? 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 g·o on, no matter how much 
rolling-stock we have. 

'l'he witness withdrew .. 

JOHN M. :McCORMICK called and examined. 

[Mr. McCormick.made the statutory declar~tion.] 
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 considernble and intimate knowledge of the railway 

system of this State, Mr. M'Cormick? Of what? ' .. 
180. You have a good g·eneral knowledge of all the details connected with the working· of the 

Tasmanian railways? I have a fair krnlwledge 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. vresent brakes in use on rolling-stock in this state are 
insufficient for the public safety? I suppose you mean the hand-brakes-what do you mean by 
the present brakes in use ?-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 insti.fficient or ineffective to secure the 
safety of the travelling public ? That is rather a difficult question, Mr. Patterson. They may 
not have prov~d inefficienhto my knowledge, so far; but there is always the danger that there 
may be an accident. · 

lt:i3. But that is not my question; I will come to that presently. Has the result of your 
experience in the past been 'to demonstrate to you, as an engineer, that they are inefficient? If you 
mean to ask whether I have any knowledo·e 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? I cannot say. Of my ow.n 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 g·et out of order; the vVestinghouse gets out of order, and the 
vacuum too? . Yes, quite so. 

186 . .Now, in yom· opinion, viewing· the facts and circumstances of the financial aspects of our 
railway working, do yon think that we are justifie<l in this expenditure-remembering, that is, that 
last year we had a deficiency of £110,000, which had to be paid by the general taxpayer, and 
remembering also that in Tasmania we have ha<l a p1:actical immunity from _accidents for many 
years ?--Do you, as an engineer, those things being so, think it is necessary to spend £60,000 or 
£80,000 in eq nipping all our stock with the automatic brakes ? Well, I--
. M1·. iJ1inister of Lands and Works: I do not think. you should put a question, .Mr. Patterson, 
based on a sum that it was never proposed to spend. That" £80,000" is your own. 'l'he amount we 
propose is £55,000. . 

187. By J.lir. Patterson.-That is a trivial detail; I mwt to get to the priuciple at issne­
Mr. McCormick, do yon think, under these circumstances, that we a.re justified in spendiug· £60,000 
on a brake that is not demanded by the public? 'l'hat is a financial question ; it is not for me, · 



(No.61.) 

10 
188. Yes, I am· asking you, as an eng-ineer? 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 ha;, 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. · 1 

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

190. Would you rather not answer that question? No. ·r tell you plainly, it is not a fair 
q.uestion. 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 Mr. Hartnoll.-But if you have a knowledge of these matters, you can surely give us 
the benefit of your knowledge? I am giving you the information as well as I can; I am not going 
fo be put in an unfair position. If you ask me whether-as Manager-I would have adopted the 
automatic bmke, 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.-W ere you consulted in the matter ? 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 had strong 
grounds for thinking it was not safe to· continue running without the brake. He considered the 
want of the· brake, with our grades, an existing danger. 
. 195. By J.11r. Hartnoll.-Surely ohe 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. \_ 

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, certainly ; but the working Ci>f the brakes does not come before me. 
It was dealt with-this questiqn of the automatic brake-first of all, by Mr. Bachelor and Mr. 
Back. 

197 .. By ii.fr. Patterson.-N ow, Mr. McCormick, we will pass from that. w·m you --- ? 
U nderstlncl, that I consider the want of the automatic brake an existing danger. I think that 
is a sufficient 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. 

HJ8. Is that the only existing danger on the Tasma!1ian Government H_ailways? No. Of 
course, there are always dang·ers; -but that is a danger we can prevent. · 

199. Are there no other existing dangers we could prevent? There are dangers we could 
prevent-of course there are. 

200. Is there no more pressing danger than that caused by the ~ck of these brakes'! I 
don't think that at present there is. 

201. Now, I will ask you a question that is certainly within your own province : I 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-lb. rail-is that a source of danger? No ; I do not think so. 1 would 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 light 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 heavier rail? I said 
before, that I should like a heavier rail. 

205. But there is• no necessity for it, you say ? I din not say so; I say there is no da.nger. 
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 Jig-ht is now 
met by placing· the sleepers closer. The mils . have a good running ·top, and our brnakag·es 
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 acquainta11ce with the South Australian railways? 1 was there, yes. 
208. Do you know if they have an automatic brake there on mixed trains and goods trains ? 

Not to my knowledge. 
209. I suppose you know the present Con1111issioner of Railways in South Australia, the late 

General Manager, Mr. Pendleton? I knew Mr. Pendleton, yes. 
210. Do you t~i?k he is a highly qualifie~ man? Certainly. 
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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 Resideut Eng·ineer 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 
gTadients ? 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 tlrn 3 ft. 6 in. lines is there no automatic brake on goods stock, but that also on the 5 ft . 

. 3 in. lines there a.r~ also no such brakes on goods wagons, except on live stock carriages-would 
that surprise you? No, it would not surprise me; because these brak~s are only being introduced 

. everywhere gradually. But we cannDt escape the fact tha,t there .are many conditions which cannot 
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 ~:fanager 
.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 charg·p,_ Anyhow, as I my, there was a breakag·e while I wa;;; acting as General 
Manager. If that had happened on a mixed train, or on a heavy goods train running up a heavy 
grade, the probability is that the side-chains would have parted, and we would have had the train 
running 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 passengei: carriages in the rear? Yes. 

2:20. And is it not a fact that all these carriage~ _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. · 

22]. Now, may I ask you what you 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 accident caused by the breaking of cour,lings or draw-bars-do you still think it is necessary 

· to remov~ 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 be'hind would run· into and t~lescope 
passenger-carriages. The engine alwi:,ys jumps away. · There are instances when au 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 tha.t twenty-five years, has any accident of that character occurred in 
Tasmania? No, I do not know that one has occurred. I am polnting out that the possibility has 
always existed: 

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 should be 
no guide to us, and we s)10nld 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 same position, I think so. ' 

225. But will you g·ive me your answer from your own point of. view as an engineer? If I 
were in the General Manager's position, I should require you to get me that brake, 01· I should 
require Parliament to take the responsibility. If you don't give me the money to do what is 
needed, you rn_ust relieve me of the responsibility: that is what I should say. 

226. Then, if th~ late General Manager had consulted yon on this question, you would have 
heartily agreed with the proposal to sprnd this money 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 fVorks.-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•Cormiok. You 
1·emember that accident at B_ridgewater, where a train was derailed through the swing-bridge 
being left ajar? I- do not know what the cause was. 

229. It happened in the dock? Yes. 
230. And the swing-bridge was ,wt properly sJrnt? 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 automatic brake? Yes. 
·232. And tbe brake did not save t.he trai11 in the c:1se of that accident i No; because they 

C(!uld not see. Had there been an electric head light there, they might have semi it in time; h11t. I 
doubt it. · 

233. But, in any case, you would have endorsed the Geuernl J\'Ia11agel''s re1~omrnenrlatio11 in 
this matter? I think so. I have not considered the matter, as it had not come before me oHi.cially. 

234. By the Chairman.-Of' com·se, Ml'. lVl'Cor111ick, this chai11-brake has been in use, a,-; yon 
say, fol' very many yeH-rs on yon!' mixed and g·oodr:; tl'ains? Yes. . 1 

235. Of your own knowledge, min you say when the.matter was first discussed in t.hc depart­
ment as to the necessity of g·etting :i more effective bmke? You lllean befol'e it was supplied t1J the 
expl'ess? · 

23Ci. No; it was supplied to the express in 1892, I think? A bout 1892. 
237. Can you tell ns what was the first time when the system of brakes now in nse 011 the 

mixed trains and the goods trains begau to be regarded as insecure and insufficient '? No, I eoulcl 
not tell you that; of course, I imagine that it is a question that has been con,;t.autly before e11gineers 
in all the colonies for years, and so was gradually drawn attention to. 

238. Diel it e,,er come before you in any~f'orm until last year, when it wr.s recommended ·by the 
General Manage!· to the Minister? No; it did not come Lefore me officia.lly t.heu. l rhi11k Mr. 
Back had had it in his mind sometime before then, hacl the finances warranted ir. I know, at· any 
rate, that he had always been anxious a.bout the risk of accident on the railways. I mnst say that 
he was a man always most anxious to guard the publi_c in any way in his power. 

239. I suppose the conditions of th•·! railway service ha.ve not altered. during the last nine 
ye:u;s-1 mean, you have not increased the ·speed of your trains; you have 1101. increased the 
weight of the loads you ca1Ty on your goods trains ; and you have not incrrased the train sPrvi~e 
materially in any way? We have heavier rails in places. I may say that. one of the olijects 111 

getting· rid of the light rails on the Main Line was to get rid of the old 40-pouncl iron rail. .Them 
have been no material alterations in the service that I know oL· . 

240. So that the same necessity for the equipment of this stock with the vacnnm brake exi~tecl 
in 18!}2 as exists to-day? Quite so. 

'.,241. B.3/ llifr .. Nicholls.-You say, Mr. M'Cormick, that. yon wo~1ld !rave the q11e,-:t.io11 of 
responsibility to be settled by Parliament? Yes. 

2_42. The question, that is, of supplying the money? Yes. 
243. And, of course, the questiou of increasing the expense is, necessarily, c~ependent u pun t.he 

necessity for adopting this particular brake,.is it not? Yes . 
. 244. And do you expect Parliameut to settle the question as to the uecessity of having the 

brake or not? No ; the General Mamwer bl'Ouo·ht that hefore you himself; but. what· I rlo r hink 
is, that if you are not prepared to spend the mon~y, the Ge11era i M anag·er should be relievPd of 
responsibility .. 

245. But if the necessity for the new brake was trifling, you could not expect Parliament 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. Cau you tell me? \\'ell, I lw ve 
pointed 011t to :Mr. Patt,frsou that there is a <lang·er with the present goods a.n<l mixecl train,;, both 
going up and corning down gracles. And there are accidents that have occurred and are 11ecurring· 
now on other .lines, from the same cause. . · 

247. But we want yon to give us some idea as to the probability ot snch an accident here'? 
Well, the best way for yon will be to get a return of what breakages we hav,! had here. · 

· 248. You have not. that i11for1i1ation ·yourself? No, I have not; bnt dnring· the ;;J10rt time 
that I was Acting- General Manager, a Cl1upling broke, a\ I said just ·11ow. That is a thiug: 
we cannot guard against,. because, owing to the st.rnining and jerking· tha 1 takes plaee, there is 
always a danger. The special danger is. that a. coupling· mig·ht break 011 a ,-;teep gTade. Then 
there is another point, too. There is another ad vantage in the automatic Lint ke; and that i,-;, that 
if there was any obstruction to face when the traiu parted, the automatic •hrnke would largely 
minimise the effects of the accident. 

249. I want vou to understand the difficult.y I find myi;elf in-a.nd I suppose it is a clifficultv 
other Member,-, fiiid themselves in, not merely ~ibout brakPs. ,ve find that fo1· twenty-five years 
we have worked with these present brakes, and there have only been three serious accidcrnts i11 that 
time; apparently, none of which would have happened i111y differently if "e ltad had a.ntomat.ic · 
brakes-in fact, in two cases there were automatic brakes. What is the 11ecessity, these things 
being so, for a large' expendit'ure to alter the brake system? \Veil, it only happens that we ha \'e 
been extremely fortm1ate. We have to take into consideration what is going· 011 in other State,-, 
where _other railwa.y accidents are happening on lines very similar to onr own. 011 some 1H~w li11e,-.­
notably the Uganda Line-accidents have been freq11e11t:; break-awa.ys, r.hrough the co11plin_g,-. 
breaking, and trains getting- away. 

250. You ser, we want some justification fo1· the vote we g·ive on this matter. To say tlwre i;; 
a. danger does not help us much. There is always a danger that somebody may lay a stray rail 
across the tr:wk ?. But I am trying to specify important matters in which there is dang·er. I have 
pointed out af't 1m I :1C"cideuts that have taken place. There are accidents on up-grades and do"·n­
grades. · In 0111• i11~tance the automatic brake will preveut a serious accide11t by briug·iug thP train to 
11. standstill; i11 the other, it will prevent the cim·iages telescoping- whe11 comin~£ down hill. A brakH 
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of this kind-not this brake, but the vVestinghouse-has been adopted almost universally m 
America. This vacuum automatic brake has been adopte,d larg·ely on English railways. . 

251. You are not able, then, to g·ive us some idea of the degree of clanger that exists 011 

account of: om· not having this brake on all the trains l I daresay I could malrn out a list that 
would help you; but I have told you the dangers that may occur. Couplillgs n1:1.y break. In 
case of ub::;truction, a dis::i,strous accident may be sa.ved by pnlling the train up rapidly. 

252. Of com·se, we know that, at any time, tr:avelling- on a railway is generally nrore dang·erous 
than walking· across a paddock? Yes; but where yon can avoid accident, don't you think you 
should adopt the latest and most improved means•of 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 haying· the 
automatic brake. To say that there is some danger does not get i1s any further forward. There is 
some danger in going out to row on the river in a dingey on a calm clay? That is so. \/Veil, I 
have given you an account of some ot the clangers you run by not having these brakes. 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. WTell, 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/occurring·. If 
the probability of accidents is according to the law of chances, we oug·ht to have an ac_ciclent rretty 
soon now, as we have escaped so far. I may say that every year, I have seen-some tunes twice a 
year- an account of the accidents, as between the two automatic brakes--the Westinghouse and the 
vacuum. Perhaps such a record might help you. · 

255. \Ve are satisfied as to that. What we did waut 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 
acci.dents might happen--W ell, a very grave accident might also happen from an engine ·blowi11g­
up, and going over abridge-We want to know what are the chances? ,v e take all the precau­
tions we can to guard against an engine blowing up, going over a bridge, or anywhere else. We 
desire to g·uard against all risks. That is w·hy we want to get these brakes on. If you have not 
the money to do it, that is another question. · 

256. Well, the ~tate has some money, of con rse. The question is, whether the danger existing 
in this case justifies the expense proposed ? I do not think that is it altogether. You have alre:;i.dy 
involved us in an expenditure, which we want to see utilised. 'l'he question is whether you will 
throw aside that money previously voted, wh~ther you will use it, or, practically, waste it. 

257. Hy il1r. Hoµe.-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 cf Lands and Worhs.-You have already told us of youi· ac<'J.uaintance 
with the South Australian railways, M1·. M'Corrnick. Would you reg·ard the South Au·stralian 
general system as being on the ~ame plane as the Tasmanian general system of railways, apart from 
individual lines? That is very hard to say. A gond 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 ve1·y desirable to 
put it on. _ 

259. What is the ruling g·raclient in South Australia? One in forty. Their curves, as a rule, 
are not so sharp as ours. I think eight chains is their minimum. 

260. By Mr. Patterson.-Instead of putting automatic brakes on the Pichi-Richi line, they 
prefened to take those cui·ves out, and lessen the gradients? I know. I surveyed a lot of 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. 

261. By the Minister of Lands and Works.-Th.eir 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 ] in 40. . · · 

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

:21'3:3. Did you know of any ~ther cases of coupling·s 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 Mi·. Deeble will be able to give you that information 

batter than I can. 
. 266. Now, I want to ask you a question that is quite within your power as a rrof~ssional n~an­

F1rst of all, however, do you remember making a recommendation to me to go m for a pohcy of 
laying all our main line with 61-lb. rails? Yes. 

257. You recommended that? Yes. 
268. Do you remember what reply was made to your recommendation? I think you expressed 

yourseJf favourable, as far as I remembe1l. You expressed yunrself favourable to moving the 
existing rails to lines where 60-lb. rails were not required. 

269. Do you remember when that was, Mr. M'Cormick-it came up, I think, in connection 
with the proposa.ls for the ,vilmot 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-lb. iron rails on the main line, 

-: 
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2i0. Do you remember my telling yon tlrnt ,ve would lay the Wilmot line with rails taken 
11p from tlw main line and re-laid with 61-lb. rails? Yes. 

27 l. Tlia t was the intentio11 of . t.he department at the time '? Yes. 
272. llave yon ever reco1uniended to me or to any other previous Minister a ,pr~ject to 

straig·hteu tl1e curves-or fht,tte11 the·m, or whatever you call it-011 the Main line? No. 
273. Have yon eve1· bee11 called upon for a report in connection with such a proposal? - Oh, 

yes; the question has Leen mooted, and I was offici'.1lly called upon for a repo1·t as to the putting in 
of what is known as tl1e proposed 'l'in-dish deviation from Antill Pouds, coming in sornuwhere near 
Paratt.ah. 

274. Did you recommend it? No. 
275. ,vhy not? I do not t.hink the traffic w:uTiUJtP.d it. The deviation would have cost a 

lot of money, and the loss at Antill Pon'(!s for wi1.ut of t.hat <leviation was very small indeed, when 
it came to be a.nalyse<l. · The extra cost of pu~ting on two engines to take the trncks up the 
gradient. wa"' trivial by comparison with the cost of the deviation_. I think the cost .of the work 
would have Jjeen from £60,000 10 £70,000; but my report on that, I think, went before the 
Bou!'e. · 

276. Now, asap engineer, and as the engineer responsible for the maintenance of.our lines, do 
you think there is any element of dang·er with the curves we have, and the w.eig·ht of traffic, 011 the 
lig·ht rails, at the rate at which our express travels along that line? Any special element of 
danger, you mean ? · 

277. Yes? No. I wonld rather have easier curves, of course; bi1t the line is thoroughly 
well maintained, and we nm those curves without dangm·. 

· 278. I will read you an extract from a speech in .the Hom-e :____:_" The real danger in working 
the 1\-Iain Line railway lay in the weakness of a great portion of the permanent way. Something· 
like 80 miles of the line were laid with light 46-lb. rails, and on these rails were engines with l 0 tons on· 
an axle running, in places, at 35 miles an hom:. Such a condition of thing·f1, to his knowledge, had 
no parallel in the railway world "-is that a correct statement, in your opinion? As to our running 
any special danger, you mean? 

279. Yes? I do not think we are running any special dang·er. 
280. Then your recommendation that f-H-lb. rails should be tried on the ~ain Line was rather 

as tQ ecouomy in maintenance, aud general stability? Yes; the 61-lb. rail provides an exces~ive 
margin of safety with our present stock. In that recommendation I am allowing not only foi· our 
present stock, but also for future engines of a heavier type. 

281._ I think that you have been practically asked this question already, but l will ask it 
ag-ain: If yuil had an altemative put to you as to whether you would recomniend, in the interests 
of the safety of the public, the flattening of these curves and the reduction of the g-rades, or, as 
against that, the introduction of the automatic brakes, which would you recommend? Under ·our 
existing traffic conditions, I should recommend the brakes. I do not think the traffic warrants any 
alteration of the curves and grades. 

282. And you do not think it is so necessary as the brakes, iu the interests of safety ? I do 
not think it is 'so necessary as the brake-no. . 

283. Mr. Kicholls was askiug _you _awhile ago as .. to the degree of danger run with reg·ard 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 dangerous in a very light degree, or· what? I simply say it is an 
ever-present. danger that we can mi11imise by the- application of the automatic brake. 

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

280. Is it to be put on every vehicle? It is to be applied to every vehicle on the railway. 
287. On all trains, mixed or 9therwise? That I am not quite positive about. Every vehicle, 

I think, of trains on which passengers are carried. 
288. B.1/ 1J1r. Hartnolt.-Ou goods trains, too ? No ; . I take it that it applies only to trains 

in which passengers are carried. 
289. By llir. Nicholls.-Does anybody ,out here attach great importance to the .Board of 

Trade rules ? Yes, I think they ai:e of great importance as a guide. The words of the regulation 
are, "Continuous brakes ou all passenger trains to be controlled by driver and g·uarcl; instantaneous 
in actio11; automatic; on every vehicle of train; in daily use, and durable." Wherev~r passengers 
are carried it applies. 

290. By JIJr. Patterson.-The question is-does this regulation apply to goods-trains? 
Evidently it does not_ apply to g-oods-trains. 

291. By the J.11.inister of Lands and TVm·.ks.- Have we many goods trains in Tasmania? We 
have special goods trains ruuniug: 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 1ime. Of course, we have mixed trains ~unning 1"0gularly, and I 
take it the regulation would apply to them. . 

:293. H av.e "·e a sufficient percentag·e of purely good,i traffic to justify us in keeping· a set. of 
rolling-stot•k that won lei not ·be interchangeable? No, [ do 11ot think so. Our rolling-stock is very 
limited in quantity, and often some of the g·oods wagons would _have to be put on the mixed trains. 
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294. By the Cliairman.--Do you undel'staud you1· powers. as Engineer-in-Chief, undel' the 
N ortb Lyell, Mouut Lyell, and other syndicate railway Acts? I know them. 

295. Have·)'OU 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 ma_ttel' has never been dealt 
with by me. 

296. 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, aia; a matter of fact, 
the Emu Bay, the North Mount Lyell, and the North Lyell railways have the automatic br!1,ke. 

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. 

298. 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 instr.uctions 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 dang·erous country than the country over which the Government 
Railways run? 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 Government under these Acts? Different officers on different lines. 

303. Do you know who was appointed on the different lines we have been reforri'ng 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 Ministe1·. 

306. Who else was appointed on the other lines? On the Emu Bay line I was Inspecting 
Officer. 

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 ancl 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; if they 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 011 the carriages, and it was 
inten<led at the time to apply it to all our stock. But I <lo not think there was any need to bring 
pressure. I think they were prepared to adopt lhe break themselves. 

309. That is just the point we want to know? · Well, that I cannot tell you more <lefinitely. 
310. By Mr. Pattersori:.-Now, Mr. M'Cormick, I want you to g·o throug·h these enabling· 

Acts of the North Mount ,Lyell, the Mount Lyell, and the Emu Bay railways, and at a subsea 
quent period to show the Committee where the Acts allow any officer appointed by the Minister to 
compel the use of the automatic brake.-! have stated publicly that there is 110 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. All the officer has to see, I think, is that the rolling-stock is in good repair. 

31 l. This is what is provided in the Mount Lyell Railway Act: "No part of the said railway 
shall be opened for passeng·er traffic until the Engine~1·-i11-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 u~ed for public passenger traffic thereon." Is there anything in thitt ~ompelling the company 
to use automatic brakes? No. 

312. If ycm turu to the .North Mount Lyell, you will find-----I have not got it here ; 
but I do not thiilk there is any provision for brakes in the case of these earliel' 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 1;ailways, as to a Bill intituled "The Railway Clauses Consolidation Bill"­
were you consulted as to the further power g·iven there, with regards to brakes'? I do not tiiink· I 
was. I do not recollect bring consulted about it at all. • , 

. 314. Have you seen that Bill? Oh, I have probably gone through the Bill, if you call that 
bemg consulted. 

;315_ Dicfyou there rec.ommend the conipulsory use of automatic brakes in the crmstruction of any 
future private lines or Government lines ? I am 110t aware that I made any special recommenda­
tion. I do not 1·emember being applied to in the matter. I think I wen_t through the Bill. 

3 ln. I w:ant you to go back now to a question I asked you before; because I may say with the 
utmost frankness that your· evidence on that point fairly astounded me.-I asked you whether you 
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did not think there wa.s an element of danger in runi1ing trains with engines ten tons un the axles, 
at a speed of thirty-five miles an 'hour, over 46-lb. rails, a11d _\'Ou sair.l you thought not; are you 
still of that opinion? Of course, there is nn element of danger; but the train:; dQ uot rnn thirty-
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 slee•pers at such points, and by the p(:)rfection of our maintenam:e. Our 
maintenance is excellent. Of course there is an element of dang·er. I did not mean to say there 
was no element of danger. There is 110 speqial element of cla11ger. 

318. Are those conditions I have described in accordance \Vith the best model'll practice? The 
weight of rails, you mean? 

319. Yes, taken with the weig·ht on the axle and the other circumstances? I have sold ,:ou 
that the difficulty has been met by placing the sleepe1·s closer at those points, and by· g~od . 
maintenance. 

320. ·Still, an accident might happen P An accident mig·ht happen whatever precautinns were 
taken;. it mig·ht happen with 61-lb. rails. · 

- 321. An accident has not happened so far, has it? There has been no accident, that I know 
of, from any defect in the rails. 

0 322. But it .might happen to-morrow; you might have a breakage at any time·? An engine 
Il1ight go off the road, but it would not be owing to the 46-lb. rails. Our annual breakages are 
propo1·tionately less, if anything, than the breakag·es are anywhere else throughout the St.ates. 

32.3. You have the Board of Trade reg-ulations, I 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 .Briti,;h 
Board of Trade would allow a .JO-ton axle for a 46-lb. rail? 'l'he position in England is different; 
nor would they space their sleepers as we du. 'rhe Board of Trade would not allow them to deal 
with railways in the same way as we do. 

325. I 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 railway crosses the line of another company, 
and so on? · Yes. 

326. Could those regulations be taken ,reasonably to apply to this country? Well, I chink--
327. Excuse me.-'l'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 eng·ine, one driver, one fireman, and one guarrl-goes 
o·ne way in the morning·, and returns in the afternoon, 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 immensely different set of circumstances, come in here? Yon mean, there is no Iikeli~ 
hood of a collision ? 

328. No, there is not. But, otherwise, d~ 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? 'l'hat 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 introdueed to meet the possibility of 
collisions. That is not so. 

330. What is the chief idea for 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? 'l'he conditions are different hern. I have given the Committee my opinion. This cross­
examination does not place me in a fair position. 

3:31. I 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 numerom, 
junctions and other complicating· factors, including very hig·h 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 bas been adopted there ? 
Yes, 

. 333. Now, coming. back to the West Coast B.ailway for a inoment-could they possibly have 
worked the Mount Lyell Railway, with a ruling grade of l-iu-17, in tt country which has no less 
than 10 feet of rainfall in one year, without 'they used a11 automatic brake? The ruling adhesive 
grade at Mt. Lyell is 1:.in-40. When you refor to l-in-17, yuu are :,;peaking of the Abt. 

334. What is the ruling grade on the Mt. Lyell Railway, Mr. McCormick-is it ncit as I have 
stated? vVell, the grade of the Abt system, which is on the railway, is (speaking tram memory) 
l-in-17 on the one side, and 1-in-18 or 1-in-20 on the other. But 'the Abt sect.ion is dealt with by 
the Abt system, altogether apart from the ordinary railway and the automatic brake. 

335. Well, there are ] in 40 grades on the rail way ? Yes, there are 1 in 40 grades. 
336. Auel very heavy earthworks? Yes. 
:.:l37. And there is a:n enormous rainfall ? Yes. 
338. Could they have worked the line safely without adopting· the automatic brake'! I will 

not say that. \Vhat I do say is that the automatic brake is very necessary there. 
339. Not essential? Oh, I think, myself~ that they should have the. automatic brake there. 
340. They could not do without it? . l think 1 have said that before. 

341. I clo not think yoi.1 did; bnt the point I want to bring ont for the infonn:ition 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 
Lyell, I think? No, I have never been on the North Lyell. 
· 342. Well, recently we passed a measure called the Railway Clauses Consolidation Act, of 
which there is a subsection referring to brakes, and there it distinctly sets forth the character in 
the brake to be used, hut 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 JIJr. Minister of Lands and Worhs.-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; l mean, that the brakes are mentioned specifically in 1:,ubsequent Acts? I am 
not quite sure that it says "automatic;" I think it nrnrely says " continuous." 

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

The witness withdrew. 

THURSDAY, OCTOBER 31, 1901. , 

WILLIAM R. DEEBLE, called and examined. 

Mr. Deeble made the statutory declarat10n. 
345. By the Chairman.-Y our name is --- ? William Rufus DeeblA. 
346. And you are Locomotive Superinterident for the Government of Tasmania? I am Chief 

Mechanical Engineer. . , 
. 347. By ll'ir. 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. 

i48. That is what I want-f.o.b. in England. Will you give us the figures, please? F.o.b. 
in London, the prices are: four-wheeled wagons, £30 I Os.; bogie wagons, £51 ; bogie vans, 
£32; bogie cars, £47. 

4 

349. And locomotives? Well, there are three B-cross engines £360; that is for the three. 
350. I want the price each? That is £120 each: that is the tender by each contracting firm. 

And there are six other engines-which include four C-cross and two D-crqss 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? I 
have estimated the cost, Mr. Patterson. I have estimated the cost of freight, insurance, inspection, 
and erection. The total cost for four-wheeled wagons, thus estimated, would :qow be £35 9s. 4d. 

352. B11 the Minister of' Lands and Works.-Against your ·estimate of ? There is an 
estimated saving of 15s. 8d. each on that, as against my original estimate. That is a saving on four-
wheeled wagons, altogether, of £37 12s. · 

353 .. By ,.llr. Patterson.-W ell, 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. 9d. 

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 Minister of Lands and Works.-What was your estimate for bogie wagqns? My 
estimate was £70. There is a saving of £11 6s. 3d. each upon that estimate~ 

356. By iWr. 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, sir; I 
have had twenty-three years' experience, altogether, on the Main Line Railway. 

359. Y 011 run, l suppose, special goods. trains occasionally-such as trains for coal and 
produce-carrying no passengers ? Yes. , 

360. Do yo~ think that on these slow-running trains,•getting 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. vY e 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 ; but if 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., bec.ause we can ma~e use of the momentum of the train to help us from 
one grade to another . 

. - 3·51. Have you had many accidents resulting· from the breaking of draw 0 bars or couplings 
of trains ascending banks? No serious accidents . 

. \ 
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362. During the last twenty-five years has any portion of a train ever broken away, while 

ascending a heavy bank, through couplings parting·? VVe have known of one or two instances; 
but I could not recount them. I could not give you the dates, and so forth. 

36;3. Will you make it a part of your duty to g·et that information for the Committee? I 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, 110 far, has been to show that this 
autom~tic brake has beeu adopted in this State principally to safe-guar~ the travelling public from 
accidents caused by the breaking-away of a train in that way, while ascending a grade. You r'ollow 
me? Yes. 

365. I suppose you know that in Eng-land, with its enormous and complicated ramification of lines 
and its large number of complicated crossings, the automatic brake is used not so much 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 c1·ossing a junction, the train can be brought to a standstill 
speedily ?-you know that is the reason? I don't quite follo,v you. 

366. I will try to make myself clear. In Englaud 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 complicated crossings? Ye;,. 

368. And for these reasons it is essential, in England, to lrn.ve 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 the safety of the public. We have here very long grades of l in 40. 
371. Exactly. .-\nd that is the reason for the adoption_ of the automatic brake? That is the 

reason, I take it. 
372. So that in case of couplings parting or draw-bars bre,aking, the train could be brought to· 

an immediate standstill? Yes. And, in addition to that, the automatic brake gives you facilities 
for working heavier loads. 

37;j. What's that-I beg your pardon? I say that if yon havB the automatic brnke, you can 
more safely work a heavier load. 

374. ·no 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. Yon do not like that pressure to go down to 125, do you? Oh, no ; we keep as near the 
maximum as possible. 

377. Now, wha.t pressure does it take to work these automatic brakes? To work the vacuum 
brakes? 

378. Yes? Oh, we could work them at any pressure between ] 00 and 120. 
379. Yon 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? Oh, it is very trifling. 

380. Fifteen Pounds? You are speaking of atmospheric pressure? 
381. Yes? Well, the atiuosphere 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 om· boiler. 
383. Well, as a matter of fact, it takes a p1·essnre 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? Y P.S. 

385. And to do that takes a pressm·e of 15 pounds to the square inch? Yes. 
386. And is it not a fact, now, that you have many eng-ines by which, if you had to use that 

pressure to apply a brake throughout the train, you would not be able to pull such a heavy load as 
you do now? I 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 t1venty­
five years, arising from the parting of couplings, or anything of that sort-aud taking into 
consideration also the fact that last year, and for may years, we have had to face a serious deficit i11 
onr railway working, amounting last year ·to £1 I 0,000 --- • 

Mr. Minister q.f Lands and Works: That is a financial question; and you are questioning 
amechanical expert. , . 

The C!taii;man : There is no reason why the questiou should not be asked ; it is a. perfectly 
legitimate question. 

389. B.1/ Mr. Patterson.-l 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 deficiency, last year of £110;000, which has to be paid, not by the department, but by th~ 
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general taxpayer-do you think it is an advisable thing, bearing in mind our absolute· innnu;1ity 
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 without it? 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? vVith respect to the tenders ,already received, there is a 
reduction of 25 per cent. on onr original estimate. The estimate now shows a saving of a little 
under 25 per cent. on the original estimate. 

39 I. That is new evidence? That is 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 £I0,000 less than the original 
estimate. 

393. By the Mini~ter of Lands and Works.-The original estimate? The original estimate--
394. By Mr. Patterson.-! think, now, it will be better if I take you item by item, Mr. Deeble, 

if you will excuse me. The chief item, I believe, is the wag·on 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 origi'nal report to Mr. Back? 

[Witness examines document.] Yes, sir; that is right. There are l J 28 wagons, Mr. Patterson. 
:397. Well, the saving on those wagons is-how much ? Fifteen shillings and eight pence eac.h. 
398. What does that come to? \V ell, 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 terider is-f.o.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. 8d. 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 l ; 
after all charg·es, 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 I:3s. 9d., a saving of £11 6s. 3d. per 
wagon. Twelve were ordered; making a total saving·· of £135 15s. Bogie vans-Tende1·, f.o.b., 
London, £32. Erected ready for the road, after payment of all charges, £58 Os. 4d .. 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 !}eg your pardon. I should have said £38 Os. 4d. 

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

403. Aud what is the saving? On the 22 ordered the saving is £14 9s. 8d. per van. Total 
saving on the 22 vans, £329 ] 2s. 8d. · 

404. By t/ie 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 I 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 Qf those tenders received 
thus far. 

406. By the Minister of Lands and Worlls. - 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? Well, will you allow me to give you the savi~g· on each article first, going on with the list, 
as I sta1;ted. Bogie cars, I think, come next. Tender, f.o.b., London, £47. With freight and 
all charges paid erected, here ready for the road, £54 I ls. That is a saving on my estimate of 
£15 9s. per vehicle. The three B-cross engines come next. Tender for the three, f.o.b., London, 
£360. After payment of freight, insurance, and all charges, erected, ready for the road, £439 l 3s. 
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 D-Cross 
engines. The tender was £800. Total cost, after payment of all charges, erected 1·eady 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 w.as in a yery high state indeed, and on 6th April, 1900, ] received -an intimation 
from our consulting engineer in 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.-W ell 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 vacuum 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 verr much 

"' i should have said ~I 70 I 4s, 
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· chef1,per than fitting the brakes to the wag·ons out here. Our wagons were not originally designed 
for the vacuum-brake, and we have a certain amount of work to do to the wag·ons when the brakes 
are fitted. 

411. What does that extra work cost? The cost of erection fo1·. the foUJ"-wlieeled wagons 
I put down .here at thirty shillings. 

412. Well, that does n,ot account for a difference of £15, does it? Then their stnff, I presume, 
was purchased in 1895 or 1896. Now the prices of all rnate1·ials have gone up considenibly since 
that time. I am taking the price I quote now from the only available lists I have-from Jones, 
Burton & Company's list; October 189ti to 1900, just the loose sheets thry send out to us a,; to 
market prices·. I have taken out here just the material that would be tH,d in the manufacture of 
the brake. The price of Scotch pig-iron for ] 896, was £2 11 s. per to11; and in 1900 it was £4 : 
a difference per cent. of about 56·86. Copper in 1896 was £5:1; in 1900, .£78 : a difference of 
£25,,or a difference percent pf 47·16. 

413. By the Minister of Lands and Works.-Is copper used in the manufactmP. of these 
brakes? Oh, yes; copper is used for all the valves ; and copper and tin is larg·ely used in all the 
mountings for the brakes on the engines. Soft steel, which is used for working- up and makinu· 
the vacuum chambers for the vacuum brakes, in 1896, was £8 5s.; and in 1900 it was £ 11 I 0.,. : 
a difference of over £3 per ton, or a percentage of 39 ·39. In J 896, tiu ingots were £66 per tou; 
in 1900, they were £ J 53 per ton. 

414. By Mr. Patterson.-How much tin is used in the rnanufactm·e of these automatit: 
brakes? Of course, all the valves and brasswork contain a mixture of tiu. 

415. Very smaU·, 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 in 19CU: a diflereuce of 
£87 per ton, or I 3 I ·8 per ceil t. ' 

416. Now, do you seriously put forward that statement, l\fr. Deeble, as showing that it is in 
any way a serious factor in accounting for this difference of £15 betwee11 the cost of the Mt. Lyell 
brakes and the Government brakes? 1 should say it would count. 

417. As a factor? Oh, it rnu~t 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 I could give you\ that; but I will g·et it for yon-but, wa:t a 
moment: I think I have got it here-Yes, I have it. Tbe apprnximate weight of a corn plete set 
of vacuum automatic brakes, carriage, and double wagon, is 13 cwts. 2 qrs. 

· 419. We are discussing, now, four-wheeled wagons, not the ,bog-ie? Approximately, a set of 
brakes for a four-wheeled wagon weighs 8¼ cwts. 

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

421. Well, would that increase in the price-of metal account for the difference of £l5? Oh, I 
am not prepared to say so. 

422. I may tell you that the reason I am pressing you more particularly on this point is tbis: 
if that is a serious answer you have given me, it is a complete a11swer as to the discrepancy i11 ])]'ice as 
between the Mount Lyell Company and the Government. Ts that so? That is the ouly answer, 
Mr. Patterson, that I can put forward. There is, however, one other, I think. 1 do not kuow 
whether it is so, but it may be so, that in erecting the brake at :Monut Lyell the work wc,uld 
possibly be charged to the erection of the wag·on.· It would naturally be so, I suppose, since it is 
erected with the wag·on, and comes out with it. But we should charge the work to the erectiou of 
the brake, and not to the wagon at all. That might make a, <lifferP.nce: , 

423. Of course, we should be able to get that evidence from Mr. Driffield? Q11itc so. 
424. By Mr. Hope.-There is one question I would lilrn to ask, with regard to the co,,1' per 

truck of maintaining the automatic brake. Is it gTeater than the cost of maintaining the chain­
brake and band-brake?. I do not think so. Still, the cost may be a little more ; but I thiuk the 
advantag·es derived from the use of the automatic brake will larg·ely compensate for tht~ expeuse. 

425. Another question I want to ask you. You have been asked a t1uestio11 by Mr. Patterson, 
and you said that for tweuty-five years there had been no accidents to speak of--:--no loss of' life l 
Oh, yes, we have had loss of life- · 

426. Not through couplings parting? No, we have not. had any l,,ss ~if life throng-h couplings 
parting. . 

427. Of course, that question was asked you because we have been led to believe tliat that is 
one reason why we have no use for the automatic brakes. Is it not a fa~t that all rolling-stock a1JCl 
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. Rartnoll.-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 fo1· trucks to 
be thrown off at a variety of stations; if yon have this continuous vacuum brake running- thrnngli 
all the carriages, in such a case, would it not entail some loss of time in uncoupling the automat.it: 
brake between the various cars or trucks at each station, where you have to thrnw 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 sin1ply has to pull out his coupling, 
~nd the brake separates itself. When he couples a~ain, he simpll has to take up the ends and <lrop 
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them. That is the whole motion ; it is a matter of a second or two. In adqition to that, as to the 
question of time, with the automatic brakP. an advantage is gained by pulling up and g·etting away 
more quickly. That would be a very great advantage on the Bu"rnie Line. We are continually 
losing time now on the Burnie section. · 

429. By thf. Chairman .. -How long have you been in the service, Mr. Deeble? I have been 
23 yeiirs; that is, in the service of the Governme11t and the Main Line Hail way Company. 

4:30, And what various positions have you hel<l !? I came over under engagement to the Main 
Line Company. I 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 throug·h all the grades-'-foreman, leading foreman, 
and so on-up to my present _position. 

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

432. I will not go back as far as the initial point. of your engagement with the Main Line 
Company, Mr. Deeble; but I will go back, say, ten yea1:.s. Have the conditions of the train service 
here altered very materially dm·ing 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, wouldthat 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 us over the line ; but supposi1\g anything happens while we are going down one 
of those grades-sa.y a broken rail is seen ahead-we have no means of pulling-up sharply; _we 
could not pull-np under, perhaps; four hundred or five hundred yards. According to the last 
Railway Conference in Melbourne, broken rails occur pretty frequently throug·hout Australia. 
They approximate one rail in 25,000, *· and ours are ttbout the sb,me-that is, neglecting considera­
tions of weight, si_ze, weakness, or strength of rail, altogether. If a 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 po~erful brake than ours? Yes. . 
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 th_e Railway Depart­

ment to the fact that the brake that is now in use is inefficient? Yes ; .that is, not that it is 
inefficient, 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 clist:rnce.'' Of course, that is on a part of the line where 
there are gradual down-grades, and they are u~ing 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 it. 

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 drivin~ staff begin to corn plain 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 I 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. vVould 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 caliles? The drivers did not make any 
complaint on account of the inefficiency or deficiency of brake power. 'rheir statement was, that 
the loads were too heavy for them to rnn to time with the safety they would like. lt just brings 
up the old question and the old difficulty : starting away from a station running down-hill, and 
putting· dow11 four or five side-brakes, and then just managing to work everything in schedule time, 
and only just. They trust to the molllentum, 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 yon put on your present brakes7"you lose the value of your 
momentum coming down ? Yes. . 

445. By JUr. 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. · 

* I shoul4 have said 35,000., 
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448. ,iv ell, since that was made, the department has reconsidered the position? Yes; and 1 

decided that a modification of th~ original scheme conic! be adopted, and still secure the public 
safr.tv. 

·:.149_ Is that so ? That is so. 
450. Can you tell us when that modification was first recommended by the department? ,v ell, I am not sure; I belie,·e ---
451. Can you tell us, approximate1y, then-was it before or after the attention of Parliament 

was drawn to the matter? It was after the atteution df Parlia1nent 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 rnat.ter, and the modification of the scheme ? Yes, sir. Of course, the modified 
scheme will not be as efficient. ' 

453. But it will be as conducive to the public :;;afety? Yes, for a few years; but ---
454. And it will s~we a considerable amount of money to the S_tate? Yes. 
455. By t!te J.J1inister of Lands onrJ, Wor!ts.-vVhen did you first recommend the use of the 

automatic brakes g·enerally, Mr. Deeble? Well, the recommendation, Mr. Mulcahy, aid not come 
from me directly. I think it was during 1"899, when those two or three accidents occurred in New 
Zealand, arid there were several deaths., The late General Manag'er and myself had a number of 
discussions over it, and Mr. Back adopted the position, that be considered it was unsafe to go on as 
we were going,- seeing that the use of the automatie brake was being extended throughout the 
Colonies and throug·hout the world. 

456. Did you concur in that opinion? I did. 
457. Did you consider the automatic bmkes in the light of being merely desirable;•or as being 

necessary? vVell, I think they are· necessary ; because, with our present brakes, it would only take 
one accident, and it would cost more than the whole equipment of the automatic.brakes-or, at any 
rate, it would cost as much. 

458. You have communicated with the other States at my rflquest, have you not, with regard 
to what is being done elsewhere iu this matter? .I did it prior to yonr request, Mr. Mulcahy. 

459. Can you tell us what is being done iu Queensland l In Queensland they are equipping 
all engines, all carriages, and fifty 'per cent. of thei1· waggon-stock with the brake. 

460. And in vV estern Australia ? In '\Vestern Australia they intend to adopt the brake upon 
all their equipment. · But l will give you just exactly what they have done, in that State, up to 
date. From the Chief Mechanical Eng·ineer of the W estem Australian Railways, I have received 
this telegram: ''Town Hall, Fremant.le, 25-l0-190]. Following stock is fitted with automatic 
continuous brake: 224 locos., 248 ('ars, 89 brake-vans,] 40 wag-ons. New stock ordered and to be 
fitted with brakes, yet undelivered·: 72 locos., 25 brake-vans, 366 bog·ie-wagons, and 687 four­
wheeled-wagons." That is the position to date, sir, in Western Australia. The telegrani is signed 
by 'I.'. F. Rotherham, Chief Mechanical Engineer of Westem Australia. _ 

461. Have you any more detailed information from Queensland? I have here a copy of a 
wire received from Mr. George Nutt, recently appoi11ted from London, Chief Mechanical Engineer, 
Queensland Government Hail ways: " l 7th September, 1901. Fitting all carriage stock, and, say, 
fifty per cent. of wagons : remainder with through pipes only." 

462. What do you take t9 be the meaning of that telegram, Mr. Deeble, with regard to the 
adoptio

0

n of the automatic brake in Queensland? ·well, I presume that eventually they will equip 
.the whole of their ~tock with the brake. 

463. And at the present time they are makiug the whole of thei1· stock interchangeable by 
piping a portion of it'! They are making it interc_hangeable in that way-yes. 

464. And that is virt11ally what you are recommending· here? In the last proposals, sir­
yes. 

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

406. You have worked the figures out for the proposal to equip. forty-five per cent. of the 
wagons, as requiring an additional expenditure of £21,60~? That is so, sir. _ 

467. Is that calculation based upon the later information you have as to actual wices, 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 redueed then? Yes, it will 
be largely ·re<luced. · 

469. And for the total sum of £40,lJ00, 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 estimate into 
consideration, 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, 1\fr. Deeble, with re!?ard to the 
uselessness or otherwise of the stock now ordered, supposing that Parliament did not authori3e the 
further expenditure required? Well, I think that, unless you were going further with the matter of 
applying automatic 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 fitte<l with hand-brakes, with hand­
brakes on the tenders ; I think; about ten of them altogether. All the rest have steam-brakes 011 
the engine and h~nd-brakes op. 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 vacuum-brakes, if the vacuum-brake is to be applied to the Jocomotives 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 a,- 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. I 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 ad vantage 
whatever, sir. It would not warrant the expense of putt.iug 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 you 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 passeng·er vehicles they are handling now, 
without automatic brakes. · -

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

4 78. And their goods stock? Not their goods stock. 
479. By the Jlfinister of Lands and Works.-VVith the exception of South Australia, are the 

whole of the Australian tltates universally adopting the automatic brake at the present time? They 
have adopted the principle, an·d, 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 automatic brakes. The New Zealand Government-lmve issued an order that the whole 
of their stock shall be forthwith provided with these appliances . . . . · Thus, to the best of my 
bfllief, in England and the Colonies tbe 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 so "-do you think that could be characterised as a deliberate falsehood? Oh, no; I 
should not say so, sir. . . 

48]. To the best of your belief, at that time were the Colonies going in for a general applica­
tion of these bl'akes, with the exception of South Australia ? To the best of my belief, they bad 
affirmed the principle. - · 

482. Do y_ou know something of a General Managers' Conference, which took place on the 
27th September, l!J00·? Yes, sir. · · 

483. You have got some quotation from its proceedings, I think: will you read it? "General 
Manager's Conference, 27th September, L9U0. 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 1624 bogie vehicles, 9 six-wheelers, and 3262 four-wheelers. The approximate estimated 
cost was £2 I 0,000. It was suggested that the work shonfd 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 hiils, 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 reference 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? l have no knowledge of it whatever. 
486. By the C!tairinan.-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 ·ll1inister of Lands and Works.-Now, Mr. Deeble, you have been asked a good 
number of questions with 1·elation to the cost of these appliances to the Government; a!! 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 Horne-By whom are they ordered? They are ordered by the General Manager, 
throug·h 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 to ,the Agent-General. The Agent-General then calla for public 
tenders for the work. . 

489. Have public tenders been invited for these appliances i' Yes, sir. 
490. Have you any reason to believe that we are paying more than the market p1·ice '/ 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 qne of them are 
firms doing business in a· very large way. 

4!:12. Is there any reason at all for auy suspici,m i11 your rni11d that we ar·e paying more than 
others for these appliances? There is nothing of the sul't i1\ my mind-nothing whatever. 
. ~93. Can _you give us any idea at all why any such suspicion should· exist? No ; I c;Lnnot 
1magme ·anythmg at all. 

494. As a matter of opinion only, do you think it is really probable that exactly similar 
appliances were boug·ht within the last five years for half the money yon estimated these would 
cost ? Well--

495. I know your own experience now shows your own estimates to be excessive;_ but, as a 
matter of opir,iion, do you believe .that bogie-wagou sets similar to these were purchased within the 
last five years at a cost of £35 ? Theni 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? Oh, yes; certainly. The Mount Lyell, to the be$t 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, 
complete-double the appliances, excepting that the Mt. Lyell gear has its one· cylinder three iuches 
larger. . . 

497. Is any similar reason existing, do you ~now, 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 rnmember, a Mount Lyell bogie-w11gon 
came through .t~ Launce~ton to load its bridge; and seeing that this. question was uppermost at 
the time, I went over to have a look at that wagon, and I saw that it only had one cylinder, as I 
say. 'l'hat is 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 ii;i cost ? Yes. Tl1e method of application in 
our wagons, I should say, is much more costly than the Mount Lyell method. . 

500. And you think that, for the method of application we have adopted, the appliances 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 costiy 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 iu 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 positions, to your knowledge? I believe that he has a number of 
responsible positions. · 

504. You do not know? No. 
505. ls 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 
companies. · . 
· 506. Now, you need not an,swer this question u.nless you please-If you were chief mechanical 

engineer for a 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 r"olling-stock­
say, take the case of the Mount Lyell or the Emu Bay, or even the Tasmanian Government 
Railways-I 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 you had knowledge of breaks in coupling-gears occurring in station-yards at any 
time? Yes. · 

509. Do you r~member £he occasions? I cannot remember them, but l can give you the 
number of broken couplings that have_ taken place on the road. Number of broken couplings on 
the road: 6. That would mean, that those coupling·s 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, altogethe~? 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; l think they have mostly 
been discovered in station-yards. 1'here were one or two at Conara, and one or two at Evandale 
Junction. 
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512; What would happen. if such a break occur1·ed 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 running up gnnds trains, or mixed trains, with two engine 1 ,ads and--

513. Two engines pulling up tlrn grade, that is? Yes. two engines plllling them .up. Sup­
posing we had such a train-say, of eighteen or twenty trucks-and it parted on that grade. The 
couplings usually br~ak next to the en)!ine, or close to the engine. 

-514. Where the greatest strain is? Where the greatest sti·ain is, as you say--ifit 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 ope::i trucks 
unbraked. I feel almost certain that the chain-break on the van and carriage would not be able to 
hold that lot on a l-in-40 grade. The consequences would be either a serious nrn 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 regar.:l. to goods wagons was that they shou'id 
have two side-brakes --- -

Mr. Hartn11l1.-Lever brakes. 
516. M-r. 111inist,,r of Lands and Wm!,s.-lt is the same thing. Do you know anything of 

that regulation, Mr. Deeb le ? 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 either side of the wagon. . 
518. In the stafrm-yards, that is? In the station-yards. exactly. The great difficulty of 

imposing automatic brakes upon wagon stock in England is this-that such a larg-e p'i:oportion o-f 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 long periods, when they are not actual:y 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 t1se the automatic brake in shnnting·~is it g·e1rnrally clone? It is not 
generally done. When you st.-1rt to shnnt you can undo your conpli11gs, and go on .with your side 
lever brakes. That is one of the advantages of( the side brakes; you can sliunt about tbe 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 reg-ulation was to have a brake available on' either side of the 
vehicle, so that a man can ;;hnnt from either side of the t1·ai1_1. 

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 provide for convenience of shnnting ,ab,mt the station yards. 

522. By Mr. Patterson.-! believe you have something like ten tons on an axle on some of 
your engines? Yes, 9 tons J 8 cwts., to be exact. _ 

.523. And you run at very high speed at certain points of the Main· Line-with your express 
trains, that is? Ye~, sir. 

524. What is the highest speed you attain? I suppose that in some parts of the line 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? ~ 7 ell, I think, it is rather out .of my province to answer 
that question. I beli1we provisio11 is made to overcome the difficulty by placing the -sleepers closer 
together. But that does not come within my departnrnnt. __ 

5':lR. ( >ne more question, and L have done. I snppose you are aware that there are a num bei: 
of trains running in the U 11ited Kingdom without the use of a continuous brake? Well, I 
supposP-- . 

527. I find, in thi-, Board of TraclP documPnt you have handed in, that in Britain and Ireland 
there are twelve or fifteen companies running with.,ut the use of a continuous brake ~uch as you 
have in yo·ur mixed trains. There·are the Cambrian railways, on which 21,!:ll4 miles were run by 
purely passenger trains in the previous six months with,,ut the use 'of a continuous_ brake. During 
the same period pasRengn trains on the M~nchester and Milford Ra_ilway ran 30,9.')K miles wiihout 
the u~e of the automatic brake. On the .:\ orth \-Vales narrow-gauge railways 17, I a I miles were 
run similarly. On the Southwold railw.ays, 17,06--! miles. ln Ireland, the Ballycastle Railway ran 
22,846 miles. On the Bessbrook and Newry Railway, 11,826 miles. On the Slig:o, Leitrim, and 
Northern Counties Railway, 46,704 miles; and on tlie ,vaterford and Tramore Railway, 21,960 
miles. All the foregoing mi_leage was run by passenger trains without the use of :rn automatic or 
any other form of continuous brake; so that, yo.u. -see, the automatic or continuous brake is not in 
universal use to-day, even 011 passenger trains? No; well, here is an extract from the Board of 
Trade returns for continuous brakes for 1900. You will see there what is being done with th~ 
automatic, vacuum, and vVestinghouse brakes. 

5'28. I am talking, you see, as to what is the fact, up to the 31st December, 1900? Well,_ 
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 pas~engers. - ' 

. 529. By the Ghairman.-This document you read just now, dated 27th September, 1900: do 
you know t~e bogie vehicles referred to tliere? I do not knJW them at all. I understood that they 
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were 20-ton wagons, but I have no kno'"'.ledge of the matter. That Minute is simply taken 
from the Report of the General Manager of the Western Australia_n Railways. 

530. But your impression is that the~e wagons would be more expensive to equip. than your 
own wagons? Well, I would not say_ that., because they would be•equipped at hom'e at the builder's· 
'place. \Vhe11 you equip a brake at home a lot of work is done by machines that we have to do 
by hanJ when the brakes are equipped on their. arrival here. 

531. What is a six-wheeler? A three-axled vehicle. 
532. A bogie vehicle'! 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 t!te Minister 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, l think, from which you can form an opinion as to which is the better brake 
of the two? Yes, I have here, sir, extracts from the Board of Trade returns on continuous 
brakes for the half-yea!' enJing 31st December, 1900. 

535. vVill yon give the total mileage~ in each case? This is published by the Vacuum Brake 
Company, Limired, 32, Qneen Victoria-street., London. The mileage running by the Westinghouse 
automatic brake is 33,870,572, for 301 faults; the automatic vacuum brake ran 76,905,394 
miles, for 273 faults. Thi6 shows for the Westinghouse automatic brake one fault per 112,526 
miles run, anJ for the automatic vaccurn brake, one fault per 281,924 miles ru11. 

536. _\Vhat_does tbat indicate as a comparison between the two? Oh, it is over two to one in 
favour of the ai1tomatic vacuum brake. 

537 B11 il1r. Hartnoll.-That is a trade circular published by the Vacuum Brake Company? 
No, it is a Board of Trade return re-printed. In connection with that, I will read you something 
here. Seme little time ago, when I was looking up particulars, and so forth, as to the upkeep of 
the automatic brake, I wrote tP the Chief Mechanical Engineer of the London and North-Western 
Railway Company, Mr. F. -VV. \Vebb, 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 llailway, Locomotive Department, Crewe, September 14th, 1900.-Automatic 
Vacuum Brake: Replying tu your letter of the 30th July, we have no printed instructions especially 
relative to the iu~pection and upkeep of the vacuum brake; but I send you the enclosed prints, 
that deal with the lllatrer."' Aud 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, 0111· engines ran 12,728,826 miles, with thirty faults; none of which, however, caused the 
brakes nut to act." 

The witness withdrew. 

FRA_NK GROVE, called and examined. 

Mr. Grove made the statutory declaration. 
538. By the Ghairman.-Your name is--? Frank Grove. 
539. And you are a Ci Yi! Engineer ? Yes. 
540. Yon are here representing Messrs. Pauling & Co. in connection with the Great Western 

Railway Company? Yes; and Mr. Brunlees. 
54 l. By JJr. Patterson.-You will understand, Mr. Grove, that you are not called here at 

my instance, but at the instance of the Chairman. \Ve have had departmental evidence, and we 
thou~·ht 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 Hail way Com­
pany in this State? Yes. 

542. Will, you tel1 us, briefly, what your experience has been in railway construction in the 
past? I was muployed in Euglaud by 1.'. A. Walker, the Contractor of the Manchester Ship Canal, 
for some years; and, after that, I had some experience on the Central Bahia Railway, in Brazil; and 
siuee then I have coustructed a portion of the Assam-Bengal Railway, metre-gauge. 

543. Do.you k11ow the railways of this State at al!, 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 ; anJ 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, I suppose? Yes, very well. 
546. You know the speed at which trains travel on that line? :Yes. 
547. Well, I mad!;) that railway myself: and if I tell yon 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 wa~ons ·( 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 railw·ays 
are working at a loss-which amounted for last year to £110,000? No, sir, I do not. 

548 .. And you speak with a full knowledge of that line? Yes-a full knowledge, 
. 549. Well, of course JOU know that that line junctions at Bridgewater with the Main Line. 

But first of all l will ask you to give me your opinion as to the Sorell line. That line is l4¾ rri.iles 
long-, 1md is altogether isolated from the general railway system of the State. The speed of° the 
mixed tr.ains on that line is such that it takes an hour to make the journey-do you think that three 
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i.s any occasion to equip the carriages and wagons on that line with automatic brakes? Ot course 
I have not any i1ersonal knowledge of the Sorell line; but I should say that the same argument 
would apply to it. 

5f>0. By tit~ Minister of Lands and WorAs.--Why should you say that, without having any 
knowledge of the linf), Mr. Grove? From the speed given by Mr. Patterson as that at which the 
train runs. 

551. By tlte Cltairman.-You are comparing it, really, ~ith the Glenora liner I am use.uming 
that it is of the same character. - . ' 

552. By Mr. Patter.wn.-,Vel1, I will come now to the Main Line-the most di~cult 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 prartical immunity from ac_cident, 
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 
tbe whole of the stock-not only the passeng·er carriages, but also the goods-::.tock, including the 
coal trucks on the Fingal line-with the automatic brake-do you consider that there is any 
justification for a he11.vy 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 having the brake 
con~ections to attend to. It seems to me that as mixP-d trains are mostly run on this line that· it 
would be rather a serious matter where-as l 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 i11 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: l do 
not see how it could. It would rather add to it. 

555. By 111r. Hope-ls not the automatic brake a better brake than the chain-brake, Mr. 
"Grove"? Yes, I should say that the automatic vacuum-brake is a better brake than the chain-brake. 

556. Of course, I hi.ay '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 go up again 
on the other side. He said it would be a great advantage, because the momentum of the tra"in 
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 
brakP- off quicker in getting to the bottom of a decline than you could the chain-brake, or side-
brake, or hand-brake. • · 

557. By tlte ·chairman.-What he did say, I think, was that by throwing off the ?rakes quickly 
you would get the advantage of the momentum? Quite so-I understand. · 

558.-By -Mr. Hope.-You were talking about th·e 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 lifo of the automatic vacuum brake is, Mr. 
Grove-how long does a set iast? Well, the conne·ctions-such as pipes and couplings, and so 
forth-would probably last, I should say, -roughly-I have no exart knowledge-from 15 to 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 iuformation, but ·I believe the 
maintenance of the vacuum brake is rather expensive. 

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-g- ins. 
662. What brake have you seen used there? Well, on no line that l -ha,e been engaged 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, qreak-van, and steam brakes on the engines-nothing 
more. On t_he ·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 ,v estinghouse 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. 

565. Have you had much experience of the running of goods trains in England? .Not on 
open lines ; only on construction works. · 

566. Are you able to say, of your own knowledge, whether 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. 
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567. It is riot applied to the whole of the rolling-stock? No, not to goods traffic. 
568. What brake do they use iu their goods traffic there; thei"1? Steam brake on the engine 

and side brakes and the brake-vim. 
. 5(i9 Then, from yonr kuowledge of the railway system here, would you consider it a m~tter 
of urgency .in the_ public inte~·est-suppo~in!!',. say, that you were running· the,se liues for ? pnvate 
company-to equip your ro!llllg-stock_ with a11 automatic bral~e? No, l should not consider it a 
matter of urgency, seeing that in the past the preseut brake;; have_worked so satisfactorily. 

570. Do you kn?w that a portion of the pe.rmanent way. is laid with 46-lb. rails? Yes, I 
have hPard that that 1s so. , · 

571. A'.nd do you know that the rate of speed at which the Express travels over those_ rails is 
_thirty-eight miles au hour? Yes, l presume that between stations at certain poiots 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 o I-lb. rails, or the equipping· of your 
stock with automatic brakes? Personally, I should have no hesitation in saying that i.t would be 
better to equip the ro>1.d with the 60-lb. rails. ' · 

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

574. Is it within your knowledge that the automatic brake is more severe on the permanent 
way than the other brakes are?' Yes, certai1Jlv. ' 

575. And the application of Rn automatic brake to ·the stock on these. lighter rails would 
increase the danger of a break in the permanent wav? It would; but I understand the express 
trains are already fitted with the !!Utou,atic brakes, are thev 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 b1:ake is universal in its application on the mixed 
trains in E11gland? 'l'h'ere are very few mixed trains rnnning in England. I may say, that there 
the W esti11ghouse brake is more iu favour than the automatic vacuum; in fact, I think it is almost 
in universal use in Eng;land . 

. 578. But not on the goods trains? Not on the goods trains, as you say. · 
579. Have you ever heard of the "\Vesting house or the vacuum b1'l1ke being· applied in England 

to the engine and tende1·, and the rest of the g-oods train bPing left with the side brakes? No. 
· · 580. What do they use--simply the stearn brake and the side brak"Ps? Yes; there would be 

no ~dvantage in fit1in~ the automatic Lrakes to the e11gine; becaus~ th~ steam-b_rake, with t,he 
ordinary strew brake m the brake-van, would do jnst as g·oJJd work. 

581. By the J.liinister of Lauds and Works.-You are a civil engineer, are you not? Yes, sir. 
"582. Are you also a mechauical engineer ? I commenced my,. experiepce in workshops, and 

worked among engines for three or four year~. 
583. ,v uuld you set your opinion on these matters against the opinion of the Chief Mechanical 

Engineer of the Govel'llment Railways? I shonld keep my opinion; I should be prepared to 
retain my opinion in face of any adverse cri"ticisms he ruiu·ht make. . 
. · -~84. Do_ you think that ti·a1n!:i g-enerally ought to be 

0

firted with continuous_ brakes of any kind ? 
W ~ are dealing with the Tasmanian raihvays, the g·enerality _of the trains on which are mixed 
trams. · 

585. Do you think they sh_ould be fitted with continuous brakes? I think it would certainly 
.minimise the risk of' any accident if you fitted the trains wit.h some f,,rm of continuous brake. 

586. In any conti11uous brake, at a station, in taki11g off the brake between carriages, wodd 
there not be some disconnection of the brake-<rear to make·? Yes, there would. 

· · 587. Would that take a longer or a shorter time than the disconnection or co11nection of the 
vacuum brake·? VVell, I do not know what other form of bra"ke you arn speaking of. 

588. I .am.speaking of the vacuum brake n11w in use on our express trains, .and the ordinary 
chain brake which has been spoken of as ·most effective, apart from the vacuum brake? I should 
say that the vagnum brake would take ionger. 

589. Have you ever seen it coupled? Yes. • 
" 5!:J0. And you say it would take longer than m the case of the chain b)'.ake? I should 

think so. 
·59L If the locomotive engineer said it would only take two seconds, would that be correct or 

incorrect? I could not say. . 
. ~92. Will .you describe the process of coupling the vacuum brake? Thei-e 1s a flange 
~~~~ ' . ' 

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 euds of the pipes, and twist the flanges 

together. 
5!:!5. How long does that take? It might be half' a minute. 
59,6. ,v o~I? it take any longer than connecting or disconnecting a chain brake? · I 

shouJd·say that 1t would. . 
. 5!:ii. Now we come ~o _the quest~~m of the weight of rails. WiH you venture, a~ a civil 

engmeer, that we are running our traius pre,.,umably-at the rate of speed you have been 111forn_1ed 
·of this afcerno·on-in s~foty, ~aking· 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 justified m 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 I"eason why Wfl should not adopt the automatic brakes? I did. · ' 
600. Would not that immunity of accident also apply, in the same way, to the lighter weight of 

rails used during that time? \iVell, 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 w~th a ·certain wt>ight on the axle, travelling at a certain speed? 
Yes; Tbere is a combination of rules which have to be considered. 

602.• Very well. Now, we have a 43-lb. rail, eng·ines 10 tons on the axle, travelling at a 28-
mile ~peed ~t the limit. Well you say that those three conditions, taken together, are dangerous in 
runnrng trams l Y 011 use the word " dangerous." I do not know that l should use quite such a 
strong term. There is a certain degree of risk. 

6113. Is theI"e not a ceI"tain 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 o 
sleepers ? Yes. . 

605. It is? 'I'o a certain extent, it is. 
. 606. Are you aware what number of sleepers is provided on those lines where the weight of 

rails and 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 i;,ay 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. · , 

6tl!:J. You know that it does? I know that it does. 
610. And, therefore, the conditions might vary? The conditions would vary-yes. 
611. Can you say, of your own knowledg-e, whether, on those particular parts of the line 

where the high speed is attained, the sleepers are sufficiently close together to· eliminate any pos~ible 
element of danger beyoud the ordinary risks of travel? I have never actually taken a measure­
ment, sir; but from what I have heard is 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 know ledge, 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 frP.quentty? Yes. · 
615. Where would you imagine tbat tbe highest speed attained would be? I suppose it would 

be running towards the end of the dowo grade going to Launceston, the other side of Parattah. 
616. Along the top CJf the plateau? Yes. 
617. ls there a long·er straight run there than anywhere else on the line? Yes. 
618. 0 n a descending; g-ra <le? Yes ... 
61!:J. 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 ? Y !:'S. · 

6:W. I suppose you imagine that the end of the straight run, where the quickest speed would 
be attHined, would be along there at the other side of Antill Ponds? Yes. 

621. Have you n oticeLI the rails, there, and the sleepers? No, I have not. 
622. Now, Mr. Grove, you are engineer and representative of the Great Western Railway 

Company here-are you not? Yes. 
623. Your compa11y 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 al;tomatic brakes than with them? I 

should say that we could construct more cheaply with them. 
u26. You are not quite sure about it? vV ell, 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--
.. Jlfr. Patterson.-He cannot answer a question put in that way. The automatic brake has 
nothing Lo do with the cost of construction of the railway. . -

628. By the Yi·inister of Lands and Worhs.-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 automati0 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 l~ave 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]. vVould, under these circumstances, your line have to be stronger if you used automatic 
brakes, or weaker-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 mor.e 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 throug·h very difficult 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 deteni1ined not 
to me an automatic brake on our stock, the question of grading and protective works w0t1ld have to 
be further considered. Instead of having 1-in-40 grades, we might have to lay l-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. 'l'hen you would not, unless you decided to use the automatic brake, adopt a grade of 
1-in-40? I 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 Eng·ineer, 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. . 

636. Now, are 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? 'Nell, 
taking up the point of view that I took up before, I say 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-would 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 thiqk 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 gi·adients of the Main Line? I have heard 
that there is in one place, I think it is, three miles of I in 40 ; but I have not seen a section of the 
whole line. 

639. You do not know anything of the gradients bet~een Cole brook 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 rail way management at all, Mr. Grove? Not of main­
tenance; only of construction. 

641. Only during construction? Only during construction. 
642. vVhere 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 brake-van-travelling up at three miles 1 in 40 g:rade, 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.] . 

646. I will put that question in another way. Are you aware, Mr. Gro·ve, 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? Gver six and a half 
rnil~? . , 

647. Over six and a half miles-did you know that'/ I was not aware, of that; but I should 
have supposed thii.t be_tween 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 lVl.r. Patterson: That is about l-in-75. , 

64S). I do not know that I Sllid that the grade was spread out exactly over the six-and-a-half 
miles. As a matter of fact there is three miles of l-in-40. Now, I want to ask you this, Mr. 
Grove, You are aware, at any rate, that there is a considera,ble distance, some three or four miles, of 
l-in-40, about that part of the line are you not? • Yes. 

650. vYould 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 t.he 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 snfficient? Yes. 
652. W o~ld 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 gren:ter number of trucks than you h~ ve 
mentioned--<louble 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. 'l'hen, leaving the second engine out of it altogether, twelve heavily-loa,ded 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 l 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 arn speaking· of. You are imag·ining 
a train parting at its connection with the engine ? · 

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.l · 

660. Where would the b1eakage
1

be most likelv to take place? There-where there is the 
greatest strain. · 

06I. 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 fom: out of five of the 
Australian States, and the Colony of New Zealand have adopted these brakes-could defend an 
action for damage·s 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. · 

663, By Mr. Patterson.-1 am going to ask you now, not a general question, but a detailed 
question, Mr. Grove. I a.m giving you facts which I shall have to vouch for. to this Committee 
afterwards. If I told yon that we l1ave run thirty-eig·ht 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 eng·ines 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. . _ 
, 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 traius, 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 braked without a 
solitary accident, are you .of opin,on that we are justified in any degree in adopting these costly 
safety appliances for our slow-speed trains in this State? No, l do not, l think I have said that 
before. · 

668 .. You are quite clear about that? Quite. . 
669. If I tell you that in South Australia they have exactly the same systen1 of railways, 

the same class of stock, the same grades and curves; that there they have four times the number of 
rail ways, with five times the cost of consfructiou ; that there they do not use the ·antomatic 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 brakes? . No, I 
thmk not, sir. That point you raise is the greatest point against incurring the expenditure. 

670. Now, coming back to that somewhat complicated que;;tion the Minister asked you just 
now. I 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 put the matter more in d_etail. 
You have the right to use maximum grades and minimum curves as often as y<Ju 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 
GOUntry ? Yes. 

673. As against 21 inc):ies on the Main Line? Yes. 
674. And is 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 naturally 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 rega1·d 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 "Vest Coast railways-the North l\fount Lye11, 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. 

FRIDAY, NOVEMBER I, 1901. 

WILLIAM RUFUS DEEBLE, recalled and further exami1;ed. 

678. B.1/ the C!tairman.-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 maximum axle load 
that we were running on the Main line, I said it was 9 tons I 8 cwt. That, I find, is incorrect; it 
should be 10 tons 7 cwt. I have had two or three engines weighed, and I am quite positive about 
it-that is the maximum axle load running on our Ma.in line. And there is another question that 
I do not think I made clear to Mr. Patterson, or I did not clearly understand him: that ,ms in 
reference to the engines and the application of the vacpum brake. All that we reqnfre for the 
application of the brake is atmospheJ'.ic 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 engint:ls could possibly be called on to handle. If it 
were necessary, I could refer to experimeuts that took place in J889, conducted by Mr. Doug-las 
Galton, in_ reference to the hauling of Ion~ traius of troops. He_ made some experiments with 
fifty carriages, just to prove the efficiency of t_he brake with very long and heavy trains. That, 
as I !!ay, was as early as 1889. In those trials they had forty vehicles, making a tr11in 1463 feet 
10 inches long, weighing a tot'al weight of 573 tons 14 cwts. 2 lbs. And, so fa1· as I know, in all 
cases where the Westinghouse or the automatic vacuum br11 kes have been applied to existing 
engines, there bas never been any difficulty i11 maintaining sufficient steam to work them. At 
100-lbs. 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 o_f steam you had available for hauling, 
and what pressme of steam would ·have to be applied to put the brakes in operntion; and he 
asked if the power required to work the· brakes would affect 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 fue_l 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 CP.rtain amount of steam-yes. 
In the case of the vacuum brake we use less steam in our ejector than' is used with the W esting-
~me ~m~ . · 

682. Another question I want to ask you-you may not be able to answer it here, but you 
might prepare a retum-is this ; In dealing with the questions of th!) origin11,I scheme for these 
brakes, as it was submitted to Parliament, you made certain statements. The original proposal 
was for the expel)diture of some £50,000 or £60,000. You told us yesterday, I understood, that 
out of the first £20,000 g-ranted you had saved tn·enty-five per cent. all 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. I do not want you to commit yourself to specific figures now. At all events, there has· 
been a cei:tain considerable savi.ng-, so far, on your original estimates? Yes; exactly. 

684. _Taking the act~ial 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 yon will prepare us such a return? Yes. It will be approximate, of course. 

686. You have based your other calculation--
Mr. Mini5ter of Lands and Worlts: Pardon me. You will remember that I yesterday asked 

Mr. Deeble if he had submitted another estimate to the department, in reply to my instructions giveh 
the other day, showing what it would cost to equip forty ·per cent. of theTolling-stock with the brake, 
and what it would cost to equip forty-five per cent. But his calculations were then based 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 eq nip fifty per cent. · 

Witness : Which I think would be a most d_esirable thing. 
687. By tlte Minister of Lands and Worlts.-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 t.lie Chairman.-Your Teply to the Minister, then, as to the extra money required, was 
based on tlie 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 g·ive us the particulars a~ 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 equipm_fmt of 50 per cent. _ 

692. Very well. Make your return on the 50 pe1· cen_t. basis. That ·was recommended, I 
think, by the conference in Melboume yon referred to, 17th September, H:.100. [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 Queensland, as Mr. Nutt informs me, t~ey are initiating the 
system of automatic brnkes. They started by fitting thei1· 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 T¥orks.- Since you were here yesterday, Mr. Deeble, 
have you obtained any more information as to the general application of the automatic brake? 
Well, sir, as a matter of fact, I had some other information earlier than yesterday. I unr:lerstand 
that the Natal railways an_d the Cape Colony railways have the continuous brake. But I have 
here extracts from Engineering on that. This is a letter that _I submitted to the General Manager:­
" Re Automatic Brakes,-:-I note by Engineering, of August 9th, 1 §01, 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 fn1·th~r, that in the previous number they illustrated other cars which were all fitted · 
with the vaccum-brakes :-' These also show that in this respect Mr, Cecil Rhodes and those 
associated with, him-notably Sir Charles Metealfe 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 I 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-bmkes are applied in conjunction with Thomas's patent either-side 
hand-brake.' In commenting on Figure 2, l 30-tori high-sided coal-wagon, the paper states that a 
larg·e number have been constrncted." 

6!:J4. 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 vacuu,11, and the statement or suggestion that that involves the expendit11re 
of the same pressure of steam ? Oh, none at all. The brake is worked with anything from a 
hundred 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 o·ur lines. · From anything· from a hundred pounds up t.o our working pressure-which in 
onr engines, ranges from I 35 lbs. to 150 lbs. to the square inch--we can work the brakes. 

695. But the pressure you produce by exhausting the atmosphere, 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 I have not been able to discover that regulation, Mr. 
Mulcahy, but I have discovered in Engineering, an article stating that a Commission sat upon 
automatic couplings in England, and iu 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 vac•rnm 
tube as compared with the· time it takes to connect the ordinary ·chain brake, a continuous brake in 
each case? ·v\T ell, 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 hold of the two hoses and 
dropping them, and they are immediately locked. To uncouple, the ma,n has not to touch it at 
all. He just uncouples in the usual way, and the train draws away. Then, there was a I question 
I wanted to refer to, Mr. Mulcahy, 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 at' 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. '.fhe tender for that set in London is £32 i 
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total cost, afl:er payment of freight, insurance, and all clmrg·es, erected: ready for road, £38 Os. 4d. 
But, mincl you, the cost of erecting it he;·e is £2 5s., beca,use we have to lift the bocl:,' ol' the 
van off here to e"rect our brake, ancl do certain other extra work. They clo · not lrnvc to do 
that to their wagoi1s at all. I unclerstitncl Mr. Driffielcl's price is £;18. Omi;, as I sa.y, is £:38 
0s. 4d., and we have to face the extra c·ost of erection here. 

701. Then that would bring the price down to about his estimate? Yes. · 
702. By 11£r. riartnoll.- Except that he would- have to pay duty 011 his stock, and you do 

not? Yes ; but that would correspond to our cost of erection. 
703. By th,., Chairman.-W ell, to make that other thing· quite clear-that question of the 

engine power, or steam power required to create the vacuum to work the brake. \Yhat l\fr. Patterson , 
meant by his qnes'tion, I 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 throng·h your pipes what reriresents a pressure of 
fifteen pounds to the square ,inch ofyour gear? Yes. , 

705. Is that the way you understood Mr. Patterson's question? No. l\'Ir. Patterson'f-
suggestion_ was, that we would not be able to do it. . He contended, that if we could haul so many 
more wagons by usin'g the vacuum brake, 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 
,v estiughouse 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-pouml pressure on the brake gear? Yes; the atmosphere does that. 

707. You have to draw from your gear, someho'w,. what is tantamount to a, pressure of 
fifteen pounds to the square inch ? ' Yes ; but-- . . . . 

708. That is what Mr. Patterson.meant; and he wanted· to know what amount of boiler 
power it would reqnire to create that vacuum?- It is· almost impossible -to say. vV c know, i~ 
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 alwitys had ample power for 

· both the engine and the brakes. , · . • 
' · 709. B,y J.1'11-. Dum.m:esq.-'l'hen, the ract of the matter is, that the power qf haulage is not 

l_essened by the equivalent of fifteen pounds to the square inch ? Oh, no ; it simi;,ly means that 
we use a little more coal, and have to gene1·ate a little more steam.· The power of haulage is not 
lessened in the minutest degree. · 
· · 710. By J.lfr. Hope.-There is a general question I want to ask yon. Has the general traffic 
increased on our railways to !l,ny great extent d11ring the last twenty years-to such an extent as 
would wa,rrant the change i}l_Our brake system? That is a question I could not answer. t)ur 
loads have increased, and our mileage has increasE.cl; but I could not speak as to the fina,11cial 
aspect of the matter. . . ·· 

· 711. By the Chairman.-Do you keep any record of the faults that occur in the chitin 
brake-that is your principal brake, I think'? 'l'ha t 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 haye a very clqse system of examination. Our chains arc 
examined every trip, and every twelve months our brake-chains are taken out itnd anuealecl-t1rn.t 
is, they go through the fire and are so£tened, and every link is examined for fracture, ancl 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. McCormick says, in his evid~nce, "Of my own knowledge, I know of a· serious 
failure in that respect." Cau you give us any retum, shown by any reports yon have by you, o-f 
the mileage that· you have run each year, and the repo.rted failmes of yom c\rn,in brakes on the 
trains? Well, I do not know that I-- . . , 

715. You gave us a return yesterday of the mileage run with the Westinghouse ancl' 
vacuum brakes, and the numbei; of faults? Yes. . 

716. And could you not, in the same way, give us, approximately, the mileage you have nm, 
and the numher of fau:lts, in the case of the chain brake ? I do not think I could. 

717. You could not get such a return as would enab_le us to make :t comparison between t4e 
chain brake and the Westinghouse and 'vacuum brakes, on this line ? No, I nm sure T co.ulcl II ot. 
In the £rst place, we never kept a record as to brake chains, or anything of tlrnt sort, until the 
last three years. . 

718. Well, could_ you give us the return for the last three yeai:s ? No. 
71 9. Nor for the last year ? · No. We have not the same system that obtains . in England 

of keeping a record of the mil~age run by railway trucks and carriages. We could not ke~p it. 
720. And yon say that you cot1ld not even do it fur this last year ? I do nut think so. 1 

should be very pleased to meet your wishes, if I could possibly do it; but we have not the rncords 
I could lake the information from. 

The witness withdrew. 
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JAMES FINCHAM, called ancl eJ:arnined. 

Mr. Fincham made the statutory decla1;ation. 
721. By the Chairman.- Your name is --- ? Ja mes Fincham. 
722. And_ you are an engineer? A Member of the Institu,;e of Civil Engineers. 
723. And you were the Engineer-in-Chief of this State. for many yea,rs? Yes, for many 

years. 
· 724. You understand the general rail way system of this State? Yes:._seeing· tlrnt I constructed 
most of it. · · . 

725. And you are fully acquainted ,~ith the brnke ·system that has been in use on Tasmanian 
railways for many years?. Well, I know that they had the o'ld chain brake on the· ,v estern line, 
and that they have had the Westinghouse brake subsequently 011 some of the engines. 

726. That is the only line you are referring to ? Yes. 
727. Of course, that was when th€)y had the 4-ft. 8½-in. gauge? No, the 5-ft. 3-in. 
728. You know the class of brake that has been in use on the Main Line and the Government 

· 3-ft. 6-in. lines? I do not know what has been used latelv; but I know what was usP.d before. 
729. Will you describe, from yonr own knowledge of the facts, what brakes were used? The 

\V estinghouse was partly used on the engines. 
730. 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 level' brake? Well, that would be used in some places-in 

the guards' vans, for instance. 
73:2. From your experience and your knowledge of the railway systems has that chain brake 

been, to your mind, an adequate m1cl ef'iieie~t brake to control the rolling-stock and to ensure the 
public safety ? As far as I know-yes ; for it great number of years. 

733. ls there anything that has come within your knowledge in connection with the train 
service of this cotrn'try that would, to your mind, justify a large expenditure a,t 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 sufficient iu all respects for the public safety? Yes: I do not 
recollect hearing of any accident at all, at auy time, in connection with auy defects in the brake 
system: Of course, if money were no object, I should prefer a brake like the automatic vacuum 
brake; but I take it that the duties of thL>Se who are responsible for the safety ·of traffic ·on the 
railway are limited by ordinary reasonable precautions., You can, as in the ease of spending a 
large sum of money upon these automatic vacuum brakes, pay too 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 s::ime things in other countries. There are places, such as Great 
Britain and parts of the continent of Europe, where this vacuum brake is a necessity, on account of 
the very high speei;ls and the tremendous weights of the trains. Of cou'rse you can make this 
insurance for the public safety cost anything yon like. You can g·o one beyor,d the varuum 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 ordinary tniffie .. · 

735. You are acquainted with the low rates of speed at which trains travel here-all exce1Jt the_ 
express? Yes. 

736. You know the speed at wbich ·the mixed and g·oods trains travel? Yes. 
737. As a question of insurance, would you regard it as a wiser expen•diture 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, si1·, would cost enorrnonsly more 
than th_e introduction of any system of brake you might decide to adopt on the rolling stock-:-that 
is, if you propose to nrn.ke the work on tl,e 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. 

7;39. 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 I can, to 1 

make the Committee understand that any effective reduction of this steepne~s of grades ·and the 
sharpness of curve~ on om· railway system, in a mountainous country like this, would be equivalent to 
making· an enonnous 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 precautions, very. 
reasonable provision had already been made for the safety of the t.ravel_ling public, by tlrn appliances 
that have been in use now for so many years. · 

74-0. Have you ever had any experience in managing· a milway? l was neve1· managing·-no. · 
7 41. I suppose yon have a fair idea of how· the clepartmems of a rnilway would work. For 

insta11ce, supposing· a brake were defective, or not sufficient to control trnffic, from whom would you 
expect to get a complaint as to the inefficiency of the brake? The Locomotive Superi.nteudent. 

74:2. Froru whom would he expect to g·et it? Tbe drivers or the g·uards. One or both. 
74:::l. Would you regard it as a matter of'cluty on the part of these men to repol"t the i11effi<"iency 

. of the brakes? Certainly. · _. 
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744. And 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 l 
Yes; any ordinary mechanic could say that. 

745. The driver? Yes ; any man in charge of au engine ought to have knowledge enough 
for .that. 

746. And if you were general _manager of a railway company, and you received no complaints 
from your staff, you would consider the bl'akes 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 I do not put any questions to you quite clearly, 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 o,·er 
a permanent way laid with 43-11.,. rails, safe-would you regard that service as having an element of 
risk in it? Certainly, if, as you say, the weig·ht 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. I believe that the records show there have been no accidents in running over that portion 

of the line; so I put a proposition to you in this way: in running over that light rail with engines 
of that weight there has been immunity from accident? Yes. · _ 

750. The brakes in use ha.ve not been responsible for any accident, and the lightness of the 
rails has not caused any ; so that the immunity from accident is equal in both cases? Quite so. 

751. Well, then, -on tbat,.from an engineering,point of view, which w·ould you regard as the 
more urgently-needed expenditure: that necessary to relay that portion of the line with 61-lb. 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 ~ngines 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. I have already explained, I think the insurance of the safety of tlie public with regard 
to brakes is sufficiently provided for by the appliances that a.re now in use, and that we know have 
acted perfectly well for so many years. 

75::3. By Mr . .Niclwlls.-It has been said, :Nlr. Fincham, tlrnt we are running our milways 
with some danger .to "the public, on account of the absence of the autom:itic brake from our stock. 
I suppose that, tlrnoretically, that must be correct : there ·is always some danger? Your quest.ion 
brings me back to what I said before. 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 experience of these lines, 
you require an alteration of the brake system? .No ; candidly, I do not. 
_ 755. By Mr. Hope.-Are you aware, Mr. Fincham, that in some_.of the other 8tates they are 
applying the automatic vacuum brake to their railway stock? Oh, yes .i in several of the other 
States they are doing so. I don't think they are doing it in Victoria; Lut the brake is being 
adopted in Queensland, South Australia, Western Australia, and to an enormous extent 011 the 
Continent of Europe and in Great Britain. 

756. Another question I would like to ask you. Do you consider that this automatic brake 
is a s·afer brake than our present chain brake ? I think, :1s a brake, it is preferable. It is so safe, 
because if a train parts, or any part gets 'out of connection, the brake claps itself on at once, 
:iutomatically._ , 

7 57 .. Of course, the steep grade has been refe_1Ted to, between, Colebrook and the Tunnel, as 
to what would happen in the event of a train parting close up to 1 he engine on that grade, with 
the chain-brake system. With the automatic vacuum brake the train would be almost perfectly 
safe ? Yes, it would be pulled up at once. , , 

· 758. And with the chain brake, if the trnin got a little· momentum nothing would stop it? 
-well, you see, you have the _engine brake. 

7 59. But 1 am speaking of the train parting, and what might happen to the part that had left 
the engine? '\Veil, with the autonrn,tic brake, the train would be pulled up at once. · 

760. Then you consider the automatic brake the best? The best brake going-if yon 
require it. . 

761. You have given agoocl reply as to cutting clown grades. You stick to that? Yes. 
762. \Ve have grndes 011 the VV estern line that it woul~l 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 lrnowleclge of the requirements 0£ the 

.brake-,power of the trnin he is driving? He is not fit to be on the train if he has not. 
764. Is it not ii fact, that the bulk of the engineers on 0111· trains have no knowledge of :wy 

5ervice outside the State? I do 11ot know about that. 
765. \Veil, my experience is that most of them have staited as boys in the yard, and worked 

their way up. They could not have any act.ual experience outside. Would it be fair to expect these 
men to have a knowledge of the brakes? Yes; l think so, certainly. , 

766.- Anrl they. should have experienfe of the vaeuum brake? You did not ask me that. 
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-Tlie Chairman: I ac"ked Mr. Fincham whethe1· ,L 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 .lYfr. Hope.-I understand you. Tban the next point, Mr. Fincham, was as to uur 
light rails. You said there was a possible danger witb the light i·ails. If we put i11 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 cha.in with the light rails than with the heavy rails? Yes; 
I had the extra sleepers put in when I had charg·e. That would make some little difference, but 
not sufficient to eliminate the danger. · 

· 769. It would lessen the danger? 'l'o 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 ti'ain is in motion, in addition to the mere pressure downwards. There is the strain to right 
and left, and the surging. If your ra.ils are too light, no quantity of sleepers will seC'.ure you against 
breakages. . -

770. By Mr Dumaresq.-W e 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. VVhat do you think'? I 
conld not say positively, off-hand. l do not know what would happen with the present brake if a 
train did part. It is a thing that has never occurred, that I heard o[ 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 tmin getting to a dangerous speed and· running off the lines? I 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 
seveu breaks within the last twelve months, but nbt iq. 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. . -

77:-3. 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. J'vfr. Naim was explaining to us that when the old Main Line Railway Company was 
running here they used .to separate their chain-brake, and make one half work continuously from 
the guard's van, and the other half from the engine. ,vell, if, iu those circumstances, the train 
broke away, :vould 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 l-in-.50? No, the ruling· grade is 
l-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 a11d 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 (;)Very three in your train it is 
braked enough. 

, 777. I am sorry Mr. Patterson is not here. Is there any other information, now, that yo~ 
could g·ive 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 uoticed 
what was rnported in the newspapers as to the sugg·ested 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. vVould the use of the automatic bi·ake generally increase the danger with these light 
rails? [No reply. J 

779. ls not the automatic brake more severe on the perma11ent-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 tl~ink so. 
[The witness withdrew.] 

GEORGE E. MOORE, called ancl exarnined. 

Mr. Moore made the statutory ·declaration. 
· 781. By the Chairman.-Your name is Ge01·ge EdwarJ Moore? Yes.-

782. And you are a Member of the Institute of Civil Engineers ? Yes. 
783. Can you tell us what yom experience has been in eonnection ,with railway engineering·, 

:Mr. Moore·~ vVell, for the last thirty years m· more-ever since 1863, in fact-I have been 
connected more or less with railways, in snrvey, constructio11, maintenanee, and administration. 

784. In what parts of the world? In Eng-land and in India. 
785. And iu what capacity? As an Engineer. 
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, 786. As manage1· at all ? Not as 111anager . 
. 787. As manag·er during constrnction? In India, as a rule, the e11gi11eer 1s perfectly separate 

from the manager-a separate dspartment. altogethe1·. · 
788. 1 suppose you have had experic~nce of most classes of bralws? Ye~; I was in lmlia 

at the time when ~he two automatic systems-the Westinghouse a!1d the vacuum-were fighting 
it out for the precedence; and we decided in favour of the vacuum, after very co1nplete 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 

l-m-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 travelletj in, r 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 tlrn train set·vice 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 cul'Ves and grades here? On some of 
the lines they are, but on very few. Generally, both in the case of the main 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. . . 

794. But the rates of speed are much highe1: 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 &uppose it must be six or seven years. 
797. Do you know the class of brake with which our g·oods trains and rolling-stock are fitted ? 

.i\o, I do not know. Is 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 certitin 

<.!lass of. brake, and had enjoyed a.n immunity from accident with .that brake in service for it period 
of twenty-five years, would you feel disposed to recommend thi::: 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. 
lf I were an executive officer l should like the best tools I could g·et to wo·rk my railway with; but, 
if l were an administrative officer I should, of course, have to consider the cost. 

800. That would be a material factor? That would be a material factor. 
801. And if you were the administrative office1~ 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 wor.king of 
'the line, so long as I considered that things were safe. · · 

802. And 1f 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 twerity-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 foel 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. 'l'here are two 
reasons, 1 take it,for which th~ vacuum 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 1·eason, 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 traffic at great speed. 'l'here you haye trains eve1-y two 1µinutes rushing into a station and 
st!)pping dead, and away again. Without a very powerful brake they coul<l 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. 

8()-5. Can you prevent accidents to your couplings ? \Vell, you tell me that you have been 
twe·nty-fiye years witJ1out an nccideut, which proves that your coupling·s are y_uite strnng enoug·h for 
your present weight of carriage. \,Yith proper inspection, undel' such conditions, thern should be 
no accidents. · 

806 . .But yo,1 consi<ler that there is an element of ri:,k in 1·u1rni11g· engines weig-hir1g· 10 tons 7 
cwts. on the <lriving axle over a permanent way with 43-lb. or 46-lb. rails, at a speed of thirty-eig·ht 
miles an hour'( In India, if I remember rig·htly, we limited ourselves to nine tons on the axle. 
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807. On what weight of rails? Prnctically, the same rails as yours-42-lb. 
808. At what rate of speed? They nsed to rnn, on the liues I speak of, up to about thirty 

miles an hou/. Of course, there is an element of dauger iu all railway travelli11;!, as in all means 
of locomotion : .it is only a q nestion of the degree of ,·isle · 

809. '\'\' uul<l the extrn eight miles an hot1r we rnn increase the elBment of daug1·\i'? It might 
do, to a certain extent. There are things one can hardly give a very pl'ecise answer about. , 

810. By Mr. Hope.-You ai·e aware, l ,:uppose, that in all om· railways throng·hont this State 
we have got many very steep gntdes ? Yes ; l-in-40 is the ruling grade, I believe. 

81 I. .. 011 a line of that kii1d, would yon consider an automatic brake a· much safer brake· for 
the f1:avelling· public than the common chain 01· baud brake'! Oh, yes, certainly. . 

812. And if you ,ver~ the Manager of the Railways-the same as Mr. Hudson is-would yon 
recommend automatic brakes : did I uuderstand yon to say that? Well, I should call Mr. Hudson 
an executive officer. · If I were in· the position of Mr. McCormick, advising· the Minister, it woulc.l 
be different. He has to discuss and consider tlrn financial point of view when it comes in. 

813. But you should leave the financial point of view to the Government, should yon not? 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-aud an executive officer mig·ht say, '· I want them 
all he1·e." But in the circumstances, with a few trains nmniug only, at a very slow speed, there--is 
no absolute necessity for such appliances. I should call them luxuries, although, from· the ;;trict 
point of view of safety, you might have them· all, interlocking· points and signals, and everything 
else. But, as I said just now, in my 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 snch 
things. There are many factors that come into the considerati_on of such a question. 

814. Of course, we have some proofs 'that our couplings have already been broken on our 
trains? vVell, that also is a·factor to consider; that shows, apparently, that your couplings-unless 
it may be ;;atisfactorily explained otherwise-could be improved. . 

815. Of course, I may tell you that some little time ago I had an experience of a train sliding 
back on frosted rails, and then jerking·. vVe were on a piece of the line where there are three or 
four miles of l-in-40 all the way. I had a feeling· then of, '' If anything· broke, where would we 
be? ''-and I felt that I would be much safer on a train with an automatic brake than with a chain-
brake : I suppose you will admit that? Certaiuly. • . 

816. By the C!tairman.-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 tlie train, the first complaint a,; to 
its want of efficiency would come from your driving staff? \Vell, yes; you certainly would 
expect it. 

817. It would be the driver's absolute c.luty to report the fact? Yes-the deficiency of the 
brake-power on his t1:ain. 

818. A 11d in the absence of such evid~nce, would you regard it as a luxury to go in for a 
large expe11diture 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 unc.ler control. That could be easily shown by expei·irnents on one 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 perfe'ctly safe,, 

The witness withdrew. 

CHARLES C. NAIRN, called and e;r:aminPd. 

Mr. Nairn made the statutory declaration. 
819. By the Chairman.-Your name is-- ? Charles Camernn Nairn. 
~:20. A11d you are a11 1engi11eer? Yes; in the Government R_ailways Department. 
82,J. By JJJr. Patter.rnn.-How long have you been engaged 01: the Main Line Railway, Mr. 

Nairn'( About 29 years. 
8:22. And I suppose that you have had a large bxperience of the running of that line, 01· as 

large an experience as that of any other officer in the ~ervice? Yes, probahly as large as any one, 
,;o far as experience of the actual running· is concerned. 

8:23. Now, is the condition of the permanent .way and rolling-stock better or. worse than it 
was when the_ Governmeut acquired the line by purchase from the Main Line Railway Company? 
Well, I should think it is decidedly better. 

824. You have ·a heavier permanent way in places? Yes. • 
!$25. And be'tter rolling-srock? Yes. . 
826. Aud better passeuger-caniages? Better passe11ger-caninges, yes. 
827. In addition ro that you have adopted the automatic_ vaeuum brake on all express trains? 

Yes, that is so. 
828. Well, now, rnferring to the period previous to tbe purchase of the Main Line by tlrn 

Government; can yon tell us how the traffic was conducted, and the charact~r of the bra,kes used 011 
the stock? Do you mean as reg·ards the style of carriages and brakes? 
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829. Simply as regards the lmtkes? The brakes in use were the Clark ancr'Webb continuous 
chain-brake, which ·was, of com·tie, a very excellent brake, applied by friction from a <lrnm on tlic 
axle, aml a loose·dn1m uuder the van, which wound up the chain. 

830. Did that chain-brake ·act efficiently? It was very successful 011 the. :Main Line. Of 
course, there was a difficulty soon after the start, and it was a cause of trouble that occurred in 
England, too; there was a lia_bility of the chain breaking, and if the chain broke the train was not 
under proper control. But the company overcame that difficult.y by fitting the tender,; with the 
same brake; _so tha.t·they braked five vehicles from the van forward and five from the engine back. 
By this means the difficulty and risk were overcollle. · ' 

831. A ncl _these brakes wo1·ked satisfactorily on yonr passeng-er trains at that time? 0 h, -very 
satisfactorily. They are wo1·king now with the same brake. . 

832. Now, in the mixed trains at present running _yot1 have the same continuous brakes fitted 
to the passenger caniages? Yes. Of conr,-e I could not speak so positively as to these brakes 
now. Althonl!:h it is still the Clark aud w· ebb brake that they are using, I cannot say whether it is 
as effective as it was on the old Main Liue. The conditions are not, perhaps, quite the same now. 
As a matter of fact, I understand, from what I have learned and what l have 110ticecl in tmvelling. 
that they do not hold so well" 011 the don ble-buffer stock as they did on the Main Line Rail way at 
the time I spoke ofjust now. 

833. Now, how many accident,- have occurred on the ~Iain Line during the past 25 years 
through the pa.rting: of trains-many? Speaking from what has come to my own knowledg-e, I 
have no recollection of any. Plenty of train~ 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 automatic brakes should be introduced? I should not think so; at any rate, 
not as far as my knowledge g·oes. . 

835. Now, I suppose that during the course ·of your experience you have had to bring down 
vrry heavy trains from the tunnel to Hobart? Oh, yes, frequently. 

836. Can you tell the Committee how many trucks you have had in a train? Oh, up to 25 or 26. 
8:-37. With one eng·ine? Yes; one engine and one van. 
838. And yol, came down with safety and without trouble'? Yes. 
839. Then, hasing your opiuiorr on your own experience, you think that the experience of the 

past does not show such a state of things as amounts to· .au imperious demand or ne?essity for 
the use of automatic brakes on that· stock? I do not know of any· sucla matter coming· up. I 
never heard of· it. 

840. vVell now, from yom knowledge of the line do you think it would be a real advantage to 
take out those 5-chain 'reverse cunes and those steep grades, in the worst places ? \¥ ell, of course, 
that involves a traffic question as to what the cost would be. There is no doubt that the improvement 
you speak of would be a decided acquisition to the line : both with regiu·d 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 port.ion of the line if the difficult curves and grades were eliminated. 

841. By the Chairman.-And it would be con~ucive to' the safety of the general public too? 
Of course,"if you get the curves out you increase the safety of the line.. . 

842. By Mr. Patterson.-You have seventy or eighty miles of the Main line laid with 46-lb. 
steel rails ? I suppose _about sevei1ty-eight miles, at the present time. . · 

843. And you have express trains travelling at the rate of thirty-five miles an hour, 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 t.he stock not equipped·so far with the automatic brake.or to re-lay this. road with a 60-lb. 
rail? As an Engineer '1 should undoubtedly say re-lay the road; because t!rn very fact that the 
use of the automatic brake increases the strain on the road would point to the necessity of t.hat. 

846. It is a fact, I believe, that the automatic brake has a much more destructive tendenc)' on 
the rail than the ordinary brake ha,;? I should say that there is no doubt about it. 

847. Now, Mr. Nairn, I am going· to ask you another question; lmt you need not answer it 
unless you like. Considering the financial position in Tasmania, ,vith regard to the working of the 
railways-bearing iu mind that for years we have been working at a loss, and that the1·e was a deficit of 
£110,000; which amount has to be made up by the general taxpayer-do you consider that there 
is such a crying need for this automatic brake"that it is imperative on us to adopt it? That is really 
a question for the manage1nent. I am not in a position to answer it. 1.. 

848. I will take that answer. I have asked you to be summoned more particularly because of 
your experience in working these long brakes with ballast-trains, goods-trains, ~nd others. For 
twenty-five years, or more, you have conducted that work without an accident? Yes; l do not 
know of any accident ever arising by reason of the absence of brakes, parting of trains, a_ncl so on, 
in the old days. I dare say trains have parted; but I never knew of a real accident. 

-848. B.1/ 111.r. Dumaresq.-Mr. Nairn, were you in the Main Line Company's service? Yes, 
since the line started. 

850. Do you not remember an accident happening I hrough couplings breaking, at the other 
side of Conara, and tlie carriag·es being thrown off the line? That was the express,_ 1 think. 
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851. 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 thl;l best of my belief, the accident was never put 
down to being caused by a '.coupling breaking. · 

853. By Mr. Hope.-Do you consider the automatic vacuum brake a safer brake t_han the old 
-chaitl-brake? I think it is a very excellent brake. 

854. But do you think it is a safer brakfl? Well, it would be a safer brake, because it would 
be applie1 to all the vehicles at once. I think it is undoubtedly a better brake than the -chain-brake. 

Mr. Minister i,J Lands and Works: .I 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·Corrnick's evidence has been given. 

The witness withdrew. .. 

THURSDAY, NOVEMBER 7,. 1901. 

WILLIAM CUNDY, called and t!xamined. 

Mr. Cundy made the statutory declaration. 
855. By the Chai'rman.-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, w_ith the Mairi _Line 

Railway Company? Yes. 
85!:J. For how long? From 1878 till the time- we sold the line ; December of l 890, I 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 th.e 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 co~ld not speak with any certainty, I suppose, as to whether those rates have been 

increased since you left the line? No, I could not. 
865. What was the class of brake use<l by your company ? We used Clark and Webb's 

frictional chain brake. It was reckoned the best brake in England up to the time of the W ei,ting­
house and the vacuum brakes corning in. It was used right through ,by thP. whole of the railway 
companies in England, the London and North W esterii more especially. 

866. Did it 1-'rove an effective brake on the Main lioe·during your time? Yes. I never had 
a mishap 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 
Locomotive 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 money; it would cost from £10 to £12 a 
truck to do that. Then I 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 thltt was 
the way the stock was fitted np when we sold it. But after the Government took the line over, Mr. 
Batchelor introduced tlrn side brake, and took away the chain brake. I don't know what he did it 
for; that was his busine~s. 

868. Well, under that system of control-dividing the train into halves, and having one half 
braked from the va,1 and one half from the engine-would you .:onsider there was any undue risk 
if a coupling broke on the long bank going up froru Colebrook to Rhyndaston-would you consider 
that the part of the train that was detached would be ahl~ to eontrol itself? Certainly. . The guard 
or the fireman could control either half of it. 'l'he brake was so adjusted that you could pHt 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? I£ I were Locomotive Superintendent; 
and was asked the c1uession if I -n:ould have the stock fitted up with the vacuum brake I should 
say, no. It; is not good enough. The traffic is not sufficient. 

870. ,A.nd the express? On, I wquld have i't \00 the express, certainly.· I fitted_ th~ 
express myself with the Westinghouse. 
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87]. You considered that necessary, I suppose, because there is a high rate of speed ? Ye~. 

We pulled up the express with the W cstinghouse brake at Tunbridge in 125 yards. 
872. What was the average mileage that you ran here in your trains, roughly? \,Ye used to 

run about 8000 a month. . 
873. About 100,000 miles a year? Yes. 
874. And you were there twelve years? Yes; that is the time I was there. 
87-5. That means 1,200,000 miles of railway service? Yes; and you must remember that it 

was on 40-lb. rails, too-the old ones. 
876. Did you ever have a fault with your brakes 7 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 br~ak 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? Oh, I see it every day. 
879. And you thoroughly understand it? Oh, yes. Of course-you will excuse me-I do not 

compare the Mount Lyell Railway with these of yours. The Mount Lyell has a grade of 1 in 18 
or 1 ifl 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 vacuum brake necessary. 

881. Are the class of trains yon mention as being without the chain brake, or anything but 
the engine, practically used to convey passengers? Oh, no. · 

882. Purely goods? Firewood, 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 rnnnmg; on 
our Main Line-? Yes. 

884. I mean-outside of the l-in-18 gradients you ha~·e 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 011 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 \Villiams 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 ] 87 
tons dead weig·ht 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 ddwn into Bridgewater­
a grade of l-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 do'wn again with those brakes that I have 
.told you of. That was for Mr. Price Williams' information, iu order that he might be able to 
satisfy himself that it was an effective brake. Of course, he had seen it worked in England, hut 
not under the same conditions ; they have not the grades there. 

886. Yon have examined the brake equipment, then, of the Mount Lyell Railway ? 0 h, 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. \Vinterson sent a messenger along with 111e. There was only one truck they fitted 
with the brake. 

888. Only one truck there had them-what was that? A four-wheeled truck. 
889. Well, do you know whethe1· the Mount Lyell bogie wagons are fitted in the same way­

do you know how they are fitted? Oh, I--
890. I have some information here to the effect that they are fitted with one 18-inch cylinder­

is that right? Yes; that is right. 
891. That. is quite col'rect? Yes. 
892. Well, I asked one witness a question as to that, and it was stated tl1at the Government 

bogie wagons have two cy limlel's, almost doubling the mechanism; and the question wits asked as 
to whether it is necessary to incur that expense-:-do you, from your knowledge, consider that !he 
extra cylinder is necessary OJ' unnecessary, if the brake is adopted on the Governme11t railways:' I 
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 more powe1· to the 
brake. Of coursE', the area of 18 i11ches is doubled if you have two cylinders. 

894. Then it doubles the power of the brnke? Yes; it doubles the power uf the brake. 
But, yon know, whe11 they apply' the brake it is distributed thJ'ongh 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 cylincjers'/ Yes. 
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896. And you think that one is quite sufficient? Yes. 
897. They only use one 18-inch cylinder going up the steep grades you spoke of just now on 

the Mount Lyell Railway? Only one. · 
898. That is, up a grade of l in 18? Yes. · 
89!:J. 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 LY,ell Railway? Well, I know. that the Mount 
Lyell bogte-trucks carry 15 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 hav~ 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 grade of I in 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 wagous 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. 

903. 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 
buflers? vVell, 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]; 'but, of course, when you have two buffers and come to go round a curve,1 it thro_ws the 
friction of the wheels against 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 
effecti,,e 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. · 

905. But that would not affect the question of brakes? No. 
906. By lY.lr. Hope.-Do you consider this vacuum automatic brake a safer brake than the 

chain-brake? Safer ? . 
907. Yes? I do not think it can 1be said to be safer, at all, because they are· all liable to 

accident. If a truc'k 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 a·pplyiug 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 ha\·e; but I know, from Mr. Goode, 
who left the South Australian railways to come to Queenstown, tiiat 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 to do with the line? It may have increased a little; not very much. 

91]. There is more passenger traffic? There may be a few rnore 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 passeng·ers on the Western Line, pretty well, are there not? 
Well, there may be ; I do not know. It is a very serious quef.tion, this of brakes, and you will 
find that it will cost you a lot of money if yon are going to put it through. 

914. By Mr. Hartnoll.-Have you a11y 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 kno'r 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 tlie Minister of Lands and Worlts.-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 ro say, if double cylinders were in use on a portion of your trucks, could you run 
such trucks in a train a portion of which was composed of trucks fitted with a single cylinder? Oh 
yes. 

918. There would be no difficulty about that? Oh no. You know, I am speaking quite 
without any feeling in the matter. Of course,-JOUr automatic connection would have to go right 
through the train ; but as a practical man I really would not put in two cylinders-it would be a 
waste of money. If you adopt the bTake at all, one cylinder will be quite sufficient for all purposes, 
because you will not have a train composed entirely of bogie trucks; you must have some four­
wlwelers in with them, and 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 hrnke on 
goods stock in England? vVell, I do not know. 

920. You are familiar with the latest Board of Trade rules with regard to that. matt.er,· are 
you? No, I am not. Of course you must remember that I have been out oftl1e rnilway now for 
ten years. · · . 

921. Now I learn from what you have told us in your evidence, that yon did i11spect 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 belong·i ng to the Mon nt 
Lyell Railway, will you tell us what is the difference between the two'/ vVell, 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 equall_y 
effective one to that you saw on a similar wagon belonging to the Government stoC'k? It 1s 
precisely the same, from anything I could see. 

· 924. By the- Chairman.-But had not the Govemment truck got two cylinders? No, only 
one. . 

925. By Mr. Hartnoil.-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 wit Ii yours ? Yes-just the 
same. 

927. You mentioned, Mr. Cundy, that you first of all applied the ,·acuum brake to the express 
here? . No, that was the Westinghouse. 

928. That is a vacuum brake, is it not? No, that is on a different principle: that is done by 
pressure. 

929. And you.applied that brak~ 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. . 
931. M.r. Hope put a q·uestion 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 passe?gers, 
or perhaps more, travelling- on the Western line, as on the :Main line, would the difference m the 
speed of: trains on that line as compared with the express between Houa1·t and Launceston, make 
any difference · as to the necessity~ of the vacuum brake? Yes; I should certainly recom1i1e11d ir. 
in all cases where there are a large number of passengers. 

932. The vacuum brake? Yes. I would not single out the express especially. If there itre 
·as many passengers in other trains, by all means apply it. . · 

933. Whether they are mixed trains or not? Yes; but I should not go beyoud fitting the 
passenger carriages. 

934. How would yo~ 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 cour~e, 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. Still, 
I think. that the ordinary brake that they had before the vacuum brake came in would do for the 
trucks. I think that that, with the vacuum brake applied to the pa:-senger 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 mixPd t1·ain 
is, say, twenty-five miles an hour, with a low speed like that do you think it is 11ecps5ary 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 t!ie express the actual running 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 co11Sider it necessary? vV ell, I 

think the train could be controlled by the guard with the ordinary bra.Im. 
942. By the J1inister of Lands and Works.-Was the chain. brake you used a. contilluous 

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? Yes; never a train went out without it on. 
945. Do you know anything of the brakes now used on om goods trains? They a1:e using all 

side b:rakes. 
946. That is not a c<mtinuous brake? No ; but they use the chain brake on tlw Zeehau line, 

you know. 
947. There is a mixed brake, really, is there not, on the ordinary good-,; train now? Where? 

948. On the Tasmanian lines'! Here? 
949. Yes? Jcouldnottellyou. Idonotknowwhattherareusing; l have not seen the 

trains lately. · · 
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·950 .. At any rate, y"ou know thei·e is not a continuous brake? No, I do not believe there is, 

because I was told this moming that Mr. Batchelor liad taken off the chain hrakes and•r,ut on side 
lever~. 

D51. Do _you think t.he trains slirmld have a· continuous brake, on lines like the Tasmanian 
lines? Oh, it is possible to apply a continuous brake, outside the vacmrn1 lir:1ke. 

9f52. I am not asking you abont vac11u111 brakes in·partic1dar. D11 Y"ll t ltink the brake, what-' 
ever kind it is, should be continuous? Oh, ye;:;; certainly. 

953. You should have a brake 011 every vehicle. Yes. . 
954. Why .did you sp!it 1he braJ.rn, so to speak. 01· dhide it into parts, between the guard and 

the engine-driver'! \Veil, that was because 1:_l1e que;:tion was rnised that tlie chain might· break, do 
you see; and the gnm:d would lose eoutrol of the train if the·clrnin broke at any plaee. That is 
why I divided respousibility l.Jetwee11 the gua1·d aud the engine-driver. 

955. And you recog11isecl, then, that there was a. risk? Well, it was an imaginary risk, 
the same as this is. . 

956. Have not cha.in brakes been known to part? 
957. 13ut have not they been known to break? 

I never had one 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 considerable number of 

vehicles-cars, wagons, and so on-running between, we will say, Colel.Jrook and Rhyndaston-do 
you think it is safe, in case of a train parting 011 the upper portion of that. l-in-40 grade, to run 
without a conti11uous brake? \Vell, I have never seen it, Mr. Mulcahy. l don't know the 
country; but if it is anything more difficult than the Main Line-' 

.959 . .But it is the Main Liite I 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 dangerous. · 
961. You think it is very dang·erous to run there without a continuous brake? Yes, certainly. 
962. Supposing·, in case of a ehain breaking, that a train parted-say that a coupling parted 

011 one curve of l-in-40 of a considerable leug·th, say three miles of it-what would happen ? If 
it parted? 

963. Yes, if the train separated, and broke away? Well, it just depends upon the weight of 
the train; but if it was a II ordinarily loaded train, such as rnns on that line, the guard would be 
able to hold his portion of it without doing any damage, alJd the engi11e would be able to hold the 
other porti"n of the train, so as to prevent the cars from ru11ni11g into ea.eh other. Either of them­
the driver or tlrn guard-ought. to be able to hold his half 

964. 'Where would the tmin be likely to break? It is impossil.Jle to tell. 
965. Where is the greatest strain? U po11 the fastfming of the teuder. 
966. ls that not the most likely part to break ? Yes. 
967. Well, given a train with a van and a passenger carriage at the rear end of it, and several 

loaded trucks between that and the engine, a11d say that that train parts at the tender, where it 
would be most likely to part on a lengthy graJe of 1 in 40--( I said it would be likely to part at 
the coupling· with the tendei·. · 

9t:i8. Supposing such a thing happened, with ouly a hmke on the guard's van and the passenger 
carriage at, the rear of the train, would thr,t be sufficient? U 11der my system the fireman could 
hold it. 

969. \Vith a co11tinuous brake, you mea11? With a continuous brake-yes. 
970. But, you sPe, I am asking you as to a brake that only applies to the passeng·er car!.1ages 

and the brake-van? 'l'hey have a chain-brake now on all the passenger carriages. 
!:l'i l. Yes; but it goes no forth er? \Vell, the guard would hold that pa.rt of the train, you 

know. 
972. With all the trncks? He would not be able to hold the trucks. 
973. But they have the trucks next lo the engine, and the carriages it1 the rear? Yes; but 

that is not my system. I--. . . 
974. I am not asking you as to that now. I am asking you whether it is safe, the way the 

Ira.ins a.re now rurmmg ?. It is not safe, fhe way the traius are now running. . 
975. \Vould you, ii you were now Loeo111otive Superintendent, recommend the application of 

a colltinuous brake of any kind? Yes. I would-the !'ame as we had it before, with the chain, and 
central buffr-rl" .. I worked the line a jolly.sight clieaper than it is being worked now. · 

976. You were in the employment•of tbe Main Line Railway Com1 any the same time as Mr. 
N a_irn, were you not? Yes. . 

!n7. Mr. Nairn has told us that in his experience the application of the chain brake is not as 
effica.cious on the rolliug-stock now used with the double buffers as it was previously with the single 
buffer. Do you think that is so? That is what l say. 

978. It is not as efficacious with the double-buffr.r stock? No. 
979. I thought you said it was. Then you thiuk the cl1,,i11 brake is not so good with the double 

buffer as it was with the single buffer? No, it is ·not. 
97!:l. You have had no recent experience, I suppos,:,, of the eost of vacuum automatic brakes, 

Mr. Cundy? \Veil, 11ot directly, but I am on the works there, and sinee 1 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, tliat they run from £20 up to £26, as I 
stated just now. · 
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For what. appliances? Por a four-wheeler. 
For four-wheeled single cylinder appliances? Yes; but you will get all that from Mr. 

982. You have really had no personal experience of the cost-you have not seeu any invoices? 
Oh no. Only I may tell yon this: that when I went up there I gave Mr. Goode drawing;; and 
catalog·ues of the vacuum brake supplied to 111e by English firms while I was on the railway here. 
They were no good to me. alld I gave them to him. 

983. Old catalogues?' Catalogues of the Vjcuum brake you are speaking of now. 
984 But they would be old catalogues and prices? Old prices-yes. 
!:l85. Ami r.hey would not necessarily indicate the prices ruling at the present time ? Not 

now-no; but tbey got some in from London last. week. 
986. The Mount Lyell Company did ? Yes. · . 
987. By t!te Chairman.-Did you say they got in some vacuum brakes last week? They got 

some vacuum brake fittings. · · 
988. By the .Minuter of Lands and Wo1·,h.-Complete parts ? Yes. I could have got the 

prices and all particulars; but knowing that Mr. Driffield ·w~s 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 \Vest 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 C!tairman.-I s~ppose the automatic brake is more powerful than the chain brake; 
Well, you can skid the wlrnels with the chain brake, and. you can only do the same with the auto-
matic brake: • · · • 

99:2. Do you think there is less danger of a fault in the automatic brake than there is in the 
chain brake? 1 do not think there is anv 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 

effiP-iency-yes. · . · 
996. By the 111inister of Lands and Worlls.-If anything happens to an automatic brake, the 

brakes apply immediately, do they not{ Yes; and the driver cannot take them off; that is what 
I mean. 

997. But in the j>ther case, if a breakage occurs he rannot put the brake on ? 
it on. 

He cannot put 

998. By 111r. Hartnoll.-W eli, if he could not take it off, the train would be at a standstill? 
Yes. "What I mean is that if the brake get.s out of order it is beyond the control of the driver. 

999. By tlte Mini,ster of L,mds and TVorks.-Bnt the results in the two cases are the \·c, y 
opposite? Yes, quite so. . 

1000. By tltf· Clwirman.-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. 

!001. Now, speaking from your knowledge of the automatic brake, if you had it applied to 
the engines and guards' vans, and all your passenger vehicles, and you had a mixed tr11in with 
goods wagons 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 fifr.y per cent. of the wagons, would· be 
amply sufficient to control the train? I should say-- · 

1002. Let me make itcl~ar. You see yon would have a con1in11ous automatic brake on the loco­
motive and the whole of the passenger vehicles, but the brakes would be equipped to only fifty· per 
cent. 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 filed to the engine, too. 

1005. Every truck on the train is equipped with the brake, then? Yes, e\•ery truck is equipped. 
1006. I would like to be quite clear on that one par.t of your evidence, Mr. Cundy; that by 

making the chain brnke continuous one-half the leng·th of the train, from the guard's van at the one 
end, and one-half thA train from the engine at the other, the guard would have control, no matter 
where a coupling broke-even if it broke 1·ig·ht next to the tender? You have perfect control of 
it--yes. . 

1007. Even supposing the conpliug broke next to the tender? Yes. 
1008. Say there were 24 trucks in the train, and a guard's van; 12 would be equipped 

,with a continuous chain-brake from thfl guard's van? Yes. 
1009. And l 2 from the engine at the other end? Yes. 
1010. Very 1v:c,Jl, No';\', supposing the coupling broke next to the tender--? Yes. 
LOI 1. The guard's van, with a chaiu brake extending ovei· the first 12 trucks, would be able to 

control not. only that 12, but the ne~t 12 also-you are conside1·ing all that l I am quite sure of it; 
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because if the coupling broke next w the tender, the chances are it would break ti1e brake chain ot 
the first half of the train; but the g·uard would have the orher half under control. 1 he chain might 
break with the jerk; you never can tell what causes these things. 

]012. Mr. Hartnoll.-Ai·ising out of the Minister's question, I would like to ask Mr. Cundy if 
he knows of instances where the coupling has brokE)n next to the tender and the train parted under 
similar circumstances to those narrated by him just ·now? 

Witness.-! only remember one case of the breakage of a coupliug next to the tender; and 
that was at Bridgewater, when an engine took leav~ of the road, and nearly tum bled 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 eugine left the road? Yes. It went upside down, wheels up, and twisted 
the coupling off. 

1015. And that would be a quite 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 mentioned by the Minister ? Not to pai·t a train. 

I 017. By A1r. Dumaresq.-Mr. Cundy, do you rem em her, before the Government took the 
railway over, an accident happening the other side of Conara-between . Cleveland and Conara? 
Well, I think I remember something about it. I think there were cattle un 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. Dumm·esq: No; this 1''as a case where the engine broke away. , 
1020. By _Mr. ~lope.-How many years is it, Mr. Cundy, since· you were Mechanical 

Engineer on our Main Line Railway? I think the Government took over the line eleven years · 
ago. . 

1021. I think f understand, Mr. Cundy, that yon never knew of a break? ' Well, I think I 
did hear of one, at Brighton, about seventeen years ago. 

I 022. By the Minister of Lands and Works.-'-W ere you in 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 vVest? Yes. , 
l 024. Well, vV est says, "I have had, on severa)l occasions, trains part with me while I have 

been running on the Ma.in line ; I cannot exactly give the years they happened. About sixteen 
or seventeen years ago, a train parted while going clown Brighton bank, which was caused by the 
jerk of the continuous brake. worked from the guard's van." Diel you hear anything of that? I 
clo not remember 1t. It might have been caused by the jerk f,rom his engine: that ,would be 
mmefile~ · 

1025. But it might have been caused by the jerk from the guard's van ? Yes, it migh_t have 
been. 

1026. But you neve1· hea.rd of a. tmin partiug at all while you were there'? I am speaking ~s 
if I were on my oath, and I never remember a continuous chain brake breaking while I was there. 

1027. Nor a coupling pn,rting? Ob, 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 i11 the centre, and there is a cotter put through the 
side of them. Sometimes these cotters have come out, but that is not a breakage. 
. 1028. What do you understand by trains parting? 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 i-eparates 
from the other? Well, I will not say that has not occurred, but it has been very rarely. I do not 
remember it more than once. , 

l 0:30. And this man ( vV est.) says :-" I have had, on several occasions, trains part with me, 
while I have been nurning 011 tbe Main Line." ·Then he also s~.ys :_-" About thirteen or fourteen. 
years ago, a t1·ain par_ted at. Eastern Marshes (Andover). It. was a very dark night. Front part 
of train got so111e distauce fro111 the rear half, and when abont ha.If a. mile frorn the top of bank, the 
latter portion ran into front half. The lP.adiug: wheels of a box 1.rnck landed ou toJf of another 
truck, which caused co11sidera ble chunage to seve1·al of tl•e trncks. This was caused by applying 
continuous brakes from guard',i va11." Do you remember anything of that'? No, I do not 
remember anything of it. That mig·ht take place, and not. he reported. 

103]. Aud he a.lso says," On the same trip, Pal'ly in the moming·, the train parted between 
Campbell Town and Conarn, the cause 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 l'en1ember it. · 

l 03:2. He says, " Two damaged trncks were ]pfr at Eastern NI arshes; two, which were not 
safe to take 01i, at Connra; :-ome had headstocks and drawbars broken, which I brought on to 
Launceston, fastened with chains. There were five or six damaged altogether." Have you no 
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recollection of the incident? Well, I do not remember it; but I know the road was very bad in 
those days. For the first five or six year~ we had very little lmlhtst, and tlrn rails were light and 
very rotten. If you stood them on end, aud dropped the111 to the grou11J, they would Lireak in 
half a dozen places; and sometimes the rails being· defective caused these thi11gs, you know. 

1033. But you told us a while ago that you had no knowledge of a11y train parting while you 
were on the line ? Well, I do not remember a case: 

1034. "\-Vell, here is another incident : ··" On another occasion a t1·ain parted three times at Flat­
top (Rhyndaston ). There were several head stocks and draw bars 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 happen. I had to send two 
or three men to gaol for being drunk. You could -never depend on the men doing their work 
properly at nig;ht-time'. The points were often worked badly. W'hen 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.clrive_r. 
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 trakes 
being applied, the train parted, and a passenger was thrown violently to the floor." Did you hear 
anything of that? · I do not know the man. . · 

1039. But did you hear anything of the incident? No. 
1040. You were Locomotive Superintendent then, werfl you not? I suppose· so, according to 

the year givei1 there. B.e says about 13 years ago, I think you said. 
1041. About 13 01· 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 Reyn_olds, 
the train parted in centre, and latter portion bumped into front half." No recollection of that? No. 

1043. And he say,;, " When travelling between Tea· Tree and Cleveland, oil the way to Laun­
ceston, the traiu 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 ease of a train parting, is it not? W ~ll, of course it is; but the way you 

put it_ is that the train must smash and puB asunder.. · ; 
1045. Well, what is a train parting but pulling ii-Sunder? Of course, it is not--

. 1046. Supposing a train parted through this particular cause given hei•e. 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 o_f the train itself. I asked you what part of the train. 
had the greatest strain on it. Yon 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. Mulcahy. 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 1891? Well, 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 t-lie Government stock, and 
if that rose when'-,they were running. it would become disconnected. 

1051. You know Foreman Parkes, do you not? Yes ; I put him on. 
1052. A reliable man, is he? Yes. · 
1053. Well, Parkes reports: "On mail train; about twelve years ago, there were two 

engines, ·one .E class and one F class. The•latter was disabled, a.ncl was running with one side· 
only. 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 noticing the 
loss of-the after-part of th·e· train, and pulled up at the bottom of the bank, on a curve." About 
twelve years ago. That is before you left? I 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 Launceston, the draw-bar 

betweeq engine and tender broke between the Tunnel and Rhyndaston. The passengers were 
not aware of the occurrence. The tender and engine were lashed together with a brake chain, 
and the train prnceeded to Evandale junction. On leaving there, the engine parted from the 
rest of the train, and we kept· ahead of it until St. Leonards was reached." Did you ever her,r 
of· that ·? I do not remember it. ' · 
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· 1057. He says, "On several occasions whilst us.ing the chain brake, I have lost control of 
the train, and had to reverse the engine to get the speed down, so as to run with safety." Now, 
would it surprise you to hear, Mr. Cundy, that since June, 1897, up to ·June of this year, twenty­
four breakages have been reported ? [No reply ] 

The Cl,airrrwn.-And 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 tlte ,llinis~Pr of Lands (lrtd Works.-Between June, 1877, and June, 1901, there 
were twenty-four instauces of couplings breakiug. Does that surprise you, Mr. Cuudy? What 
couplings ? , 

!059. \Vell, instances of trains parting, couplings breaking on !Paving Hoba1·t, and -so on? 
Well, I told you just now; when Uie Government stoL"k had to be mixed with ours, Mr. Batchelor 
made a casting to couple thPlll togetl1er, and the cotters were coutinually coming out of those cast­
ings. You have seen that thi11g, Mr. Hart11oll. Of course, iron coupling,- lrnve broken repeatedly; 
but I will tel1 vou how thev have been l,roke11. Porters, taking them otf, hav·e ba ,ged them on 

· the ground a11d cracked them.. Then when they were put on again, of course, the train parted. 
We could not be held responsible for that. 

The wituess withdrew. 

FRIDAY, NovEMilER 8, 1901. 

WILLIAM E. BATCHELOR, called and exami,u,d. 

Mr. Batchelor under the Statutory declaration. 
W60. By the Chairman.- Your na111e is--? William Eastgate Batchelor. 
1061. You are by professio.n a 111Pchauical engineer? Yes, that is so. -
11,62. Aud you were for some years Locomotive ouperi11teudent of the Tasrn.anian Govern1111=mt· 

Railways? Yes, fur 2~ years. · · . 
1063. You were LuC'omotive Su_perintendent all that time? Ye.;;. That, of course, included 

the Launce;;to11 aud vVestern Railway. 
1064. You understand the objeet of this inquiry, Mr. Batchelo:·? Merely from what I ha,·e 

seen and noticed in the papers. 
I 065. Well, there is a proposal to equip the Government 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 mechanieal ruuning of the i:ailways fur a certain 
time? No. · 

1066. Weli, we thought you would be able to give us some information as to your exp~rience 
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 br:1,ke that was in use when _yc,u were there? . Part of the ca1iiage 
stock was already equipped with the vacuum brake. That brake was fitted to the express stock, 
and to any carriages running in excursion trains. 

I 067. What about the guards' vans and bogie wagons? The guards' vans have the chain 
brake in additiun to tlie hand brake, and the bogie wagons all have ''baud brnkes; 

1068. That is the side brake, I suppose? The side brake, yes, on wagons. 
1U6ti. Was that the complete equipment, or did you also use the cliain brake ? We did use 

the chain brake-the Clark and Webb's chain bra.ke-as well, for mixed trains. 
I 070. And you had the automatic brakes for your express trains ? Y e1,, for express trains 

and excursion trains. 
I 071. How did you find that brake equipment answer-was it sufficient? It was all that 

was necessary. . 
107:l. I suppose you looked upon 'your driving staff as the re~ponsib1e body of men who • 

ought to know whether the brake equipment was sufficient? Oh yes-some of them; a few of 
them may not have been first-class. 1 

1073. Did any of your driving staff ever represent to you that the brake equipment was' 
insufficient to co11 trol all trains 011 any g·rnde ? No, never. 

1074. Duriug the time of yum· mauagement was there ever an aecident of any sort, resulting 
from the irwfficiP.ncy of the brakes? No. 

J 0,5. Did you have many cases of couplings breaking while you were thern? Only in cases 
caused Liy jerking- and goiug up-hill. 

1070. Well, supposiug that., in going up a hill, the couplings were to break-going up, we will 
say, the longest bank of the Main line, from Colebrook to Hhyudaston or Flat Top-do you follow. 
me? Yes. -

1077. Supposing that the conpling-s were to break there, the ·break would possibly be· in the 
coupli11gs 11eare,,t the tender, would it not? JS o, · as a rnle, they break at the very end of the train, 
with the jer~. 

1U7ti. But supposing, for the ~ake of illustration, a coupling broke near the tender? Yes. 
1Ui9. Would the lirake equipmeut of the rest of the train be sufficient to contrlll the train? 

Oh, quite sufficient. The guards' van· and the carriages have brakes sufficient to hold the train at 
any time, at the w'orst .. 
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1080. The guard can apply the side-lever from the van'? No, the " Clark & \,V ebb " ; and be 
has hi_s hand brake besides. 

1081. But then, supposing tlrn coupling· broke, would not your continuous chain brake be 
inoperative? Oh no, it would be likely to break befo1·e the van and the carriage. The van and 
-the carriage are always at the tail end of the train. 

· l 082. How far did you make the chain· brake continuous in your time? [t was attached 
simply·to the van and the carrlag_es: · · . 

1083. And of course you always carried your carriages uext to the van'? Yes, at the tail end 
of' the train. The engine, I may tell you, has a steam bralrn, and a hand brake, everything she can 
pull np ir~ l-in-40 grade she can hold by her~elf going down the uext grade. I ha,·e taken a 
double _train down t:he·'Scottsdale line, with 20 to 28 wagons i,n it, and with only the engine brake; 
and she could stop anywhere._ · 

1084. Is-the automatic brake in geqeral use in England and on t)rn Continent r Well, there 
are two brakes in use. there-the \,V estinghouse and the vacuum. 

l ('85. Those two are rival brakes, are they not? Yes. 
1080. vVell are eithe1· of those two brakes in g;en·eral use on the continent or in England ? 

The vacuum is_ mostly in service in England. On tl1e Continent they have both the brake:;. 
1087. Is the automatic brake in general use on the goods stock l1 Only on the carriages. 

Unless it is on the fish trains, they do not iipply the automatic brakes to the trucks. 
108R. \J\'."hat do they do i,1 England in dealing with mixed trains? · There are very few of 

them run in England; the trains there are simply go·ods trains or passeng·er trains. 
1089. \-Vhat do you call a Parliamen·1ary train ? That is simply a passenger train running 

slowly and stopping at all stations. · · 
1090. And $nch a train would be equipped with the patent brake? Such trains would have 

the automatic br_ake-yes. 
1091. I-suppose the Westinghouse or the vacuum brake is really a more efficient brake than 

_the chain brake? Oh yes, because it is worked from the engiue. · 
. . l 092. Is it more powerful than the chain brake? It is more powerful, and it acts quicker, but 
the other brnke, 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 Westing·house the principal faults are 
throug-b bu:·st hoses. · 

1094. That would be through ·excessive pressure? Yes. 
_ 10!:>5. But with the vacuum 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 automatic brake, would you consider the equipment of the 
whole of the engines and passe·uger vehicles, and 50 per cent. of the goods wagons, piping the 50 
per cent., adequ~te for all pu.rposes of public safety? As far as the public safety goes I , don't think 
you want to eqmp the wagons at all_. · 

1097. But 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, pipin~ the other 50 per cent.,. so as to make the brake continuous right 

• through, would you COJ?sider that ample for the public safety'? - Well you might get all these piped 
trucks in one tram, so have no brakes at all. . ' 

1098. That wo!]ld be a question of m~nag:ement, would it not? I ·can't see that there is any 
question at all about it. The trucks are left about on sidi11gs, a11d taken np as they are wanted. 
You might pick np all the trucks with brakes 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 equip with the automatic brake, we must 
equip· everyth!ng·? You must equip everything. · ' 
· 1100. But woul4 it nut se1·ve if a certain percentage of the trucks were piped'? The pipipg is 
all right, if you could guarantee a certain number of trucks with brakes, and a certain number of 
trucks with pipes in every train ; you cannot always do that. . -

1101. You· do not think it is posiible to work more than a ·certain p~rcentage of' the trucks piped? 
You see, a certain class of trucks is wanted at one station, and another class may lie ordered for 
another station. On one side you may get your trucks all piped, and on another, all with brakes 
fitted, arid 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 !-'kidding. . . 
· 1103. We are told that the Mount Lyell stock is· etp1i1?ped with one 18-inch cylinder? Yes ; 
that is the four-wheP.led stock; and the double bogie stock has 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? I did not know that. 

1105. What would be the effect of having two 18-inch cylinders? They would be too large; 
they would skid all the wheels. Two cylinders would. be more satisfactory in working thau 
on·e, but they would have to be sm_aller. 
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1106. In what way would the two be more satisfactorv r' In case anything went wrong with 
one cylinder, you would ha.ve the other one. •' 

J 107. BI/ the Minister of" Lards and Works.-With the two cylinders you brake both sid~s of 
the train? Yes ; yon have both bog-ies braked. . 

l 10~. By J.vir. Hartnoll. -Yon say yon have been 29 years in the service, Mr. Batchelor: I 
presume, from t h.at, you were here at the very inception of our 1·ailway service? .Yes. . 

] 109. vVhen were these vacuum brakes first introdnced into the service? At the opening of 
the Parattah and Oatlands line. They ran rhe t1·.iin there. as an omnibus train, picking. up 
passengers anyw'j10re at the side of the road. 

1110. Would that be ir; Mr. Lord's time? Yes, in Mr. Lord's time. 
111 l. Now, supposing· the vacuum brake wei·e introdu,!ed, what would be the effp,et of it, so far 

as putting off tmcks at one sti1.tion, and a variety qf other trucks at other stations; that is, dropping 
or picking up one, two, or three here and there. all along the line-would it cause any Llelay or loss 
of time with the train going, say, from Burnie to Launceston? Oh, considerably so. 
. 1 L}2. In what way, Mr. Batc-.helOJ·? \iV ell, in taking the· brake off; and the mere fact of 
uncoupling the 'vehicle puts on the brake. The rrioment you uncouple, the brake goes on, and you 
cannot move the cal"l"iage till the brake is taken off again. It takes from 30 to 35 seconds to take 
the brake ofl each vehicle. . 

1113. vVe had evidence here that the uncoupling was ·a very simple rna.tter; yon s:-1.y it i,, not? 
Uncoupling is simple enough if the trnin parts; yon would have the brake on each vehicle, and you 
must take off the brake on each vehicle hefore you can move it on· again. You could uot sbunt 
with the brake on ; and you could not kick a truck off with-the brake on. 

1114. Then you think there would be a loss of time in this process, varying at diffe1;ent 
stations? U ndonbtedly so. · 

1115. Have you any expe1·ience as to loss of time in such cases ? I have seen them take 
two-and-a-half minutes to ta,ke. the brnkes off a vehicle. If any dust gets into the me_chanism, 
it would take even longer. I have known them take ft1lly-three minutes to get the bi-akes off. 
~ 11_16. We ha~ som~ evidenc~ given to this Committee, and I think som, mem~ers of_ the 

Committee are still a bit doubtful on the matter, as to wha.t arn the reco.mmenclat10ns of the 
Board of Trade· in regard to automatic or side brakes for goods trains. Yon have lately been ,in 
England, have yon not? Yes. 

I I 17. Are you thoroughly familiar with the last recommenda'tion of the Board of Trade? 
Oh, yes. : 

1118. What is it? It is merely' designed to prevent accidents· from shunting. They iusist 
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 throug-h men having to jump acn ss to put the brakes down, and 
now the Board of Trade recommenda,tion is, to h_ave the brakes on either side of the trucks. 
But they have no power to enforce that recommenda,tion. 

1119._ Then, _although ·it may be a recommendation from the Board of Trade, the private 
companies need not comply ;with ·it ? No. .A,s a rule, they accept these recommendations with a 
very good grace, and put them on one side. They clo not say that they will not do it ; but they 
forget all about it. . 

l 120 . .As far as our trains are equipped now with the automatic brake, they were equipped 
in your time, or very largely so, were they not? Yes. 

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: ha_ve you any such knowledge now, after 
being some time awa_y 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 froni 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 detail~ fo1· doing·it. 

112:.-3. And you do not think i~ is necessary to equip them, even now? No, I do not. I have 
got the prices, so as 1 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 differnnce in the t_wo costs.- The cost,' with the ejector, the 
driver's handle, guag·e-pipes, &c·.-consisting, that is, of all the parts supplied by the Vacuum 
Brake Company, 1 ejector, steamcock, hose, couplings for the engirie-tendei·, together with one 
copper ejector-pipe, exhaust-pipe, and everything else-is £90 per set. 

1124. By the Chairman.-What is that for? One engine. · That includes the whole of the 
, fittings for the engine. 

1125. Is that for double cylinders? That is without any vacuum cylinders on the eng·ine; that 
is merely for the appliances for working the vacuum brake on tbe train. I presume that is what 
they are doing now. If they were going to work the locomotives with vacuum cylinders, there 
would be the cost of two more cylinders to add to that-say £30 more. · 

1126. That would be £120 altogether? That would be the whole thing; and there would be 
about l O per cent. to be added to that for freight and charges. · 

1127. Well, now, is.that the estimate of what thev would cost now? That was the actual cost 
when things were dear, in 18Y2: " -

1128. And were things as dear in 1892 as they are to-day? . Yes. 
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1129. Now doPs that comprise-·-? That is only for fhe engine. 
1130. Well, will yon give us the cost of' the other fittings? Foui·-wheeled bogie carriag-es, 

everything complete, with two cylinders of l 5-inch diametP.1·, £46; that is, erected here. .My 
estimiltP for tht-> wagon was £25; that is, with one ]5-inch cylinder .. 

J I ;3 l. By Mr. Hope.-Does tha_t. include the total co,-t from England? Y PS. The vacuum 
cylinders cost £ 11 15s: ead1 ; an 18-in. cylinder would cost.£ 12 15s. The whole of the complPte 
g"ar for a guards' van costs £45, PrectPd; that includes g;uards' hi!ndles, and everything compl1~te. 
ThPn you _ean come down to the N.E. Dundas style of train, with a 2-foet guage. The cost of equip-
ping an e11gi11e 011 that line is £65. '1'hat is the actual cost. · 

I 132. By ~Mr. Hartnoll.-1 remPmher, Mr. Batchelor, that, some years ago, Mr. Barrett made 
a statPment in the House, which he said was on yo·ur re_commendat.ion : that it would be a very 
advantageous thing for our !lervice to flatten out the curves, or make a re-survey of some portion of 
r.l1e l\laill line. Did Mr. Barrett at· any time have conversations with you in regard to a matter of 
that kind? Oh, yes-several. . , 

I J:3;3_ vVlrnt. was your recomme1idat.ion? D11ring tl:ie time I was there, there were a lot of men 
unemployed i11 the Colony, and l rPprPSP.nted to Mr. Back that it would be a good thing to have a 

.small sum of money set aside for a re-survey of tlrn Main line. The11, when t.lrn unemployPd came 
along·, they could sP.t to work and take oilt the worst part af the line the fir,;r ypar, taking othe1· portions 
in the ·year f11llowing. It could all have been done in that way, a11d the Governrne11t would never 
have felt the cost. It would have been a reproductive wol'k. 

1 I -34. If it. had been done, do you think it would have shortened the distance from Hobart to 
Launc·Pston ? I believe it "'11u"ld. · J co.uld not sav without a s1nvPv. 

I 135. And you feel pretty certain you would°' have Je,,:sened th~ gra.de? Oh, considerably so. 
113fi. A11d,consPquP.ntly,you eonld liave made the run through in le,-s tinrn, and taken heavier 

loads? Yes; similar improvement,- have been made 011 the railways in other States-in New 
South Wales, South Australia, and Qnepn,-land. . . . 

11:17: I suppose grades do not matter so much if you have-light loads? They do not matter 
at all 011 subur:ban lines, with trains running· at short intervals; but when you have only one or 
two trains a day 011

1111ain trunk route;;, it is a sel'ious item. Of course, if )'OU have trains running 
short distall<"es, what you cannot take in one train yon take in thP next. '· 

1138. If you had the railway service in your. own ha11d,;, a11d it wa~ put to you which would be 
the 111ost judieious thing to do-to Pquip your stork with the vacuum brake, or impr<JVe the line as 
you i11dicated just now-which would you advise? I should never think of putting on more vacuum 
brakes. · 

I I 3U_. You do not thi11k it is necessary? No; it would be more of a nuisance than an 
advantage, in 111y opinio11--on tjie vYestern line especially. 011 the Main line it does not marter 
so much; ynu travPI 15 miles an hour, and ,-top 20 111inutes at stations; you can do anything 
there; but when you .are tied for time you could uot do it. 

1140. DoPs that remark, that the .iutomatic brake is not necessary, apply to the mixed trains 
that fu1·m our .ordinary service? Exactly so. . · 

1141. Now, what is the differe11ce in cost of one 18-inch cylinder and_ two 15-inch cylinders? 
One 15-iuch cylinder costs £I 1 1-5s.; one I 8-iuch cylinder costs £ I 2 15s. 

] 142. Supposing it were decided to equip the whole of our stock wi1h the vacuum brakPf', and 
-_theri .. were l8-i11ch cylind1 .. rs used on sornP of the ~tock, could you put 15-in<·h cyli11ders on to other 
stoc-k and still make it a complete ~ervi('e? You would not put 18-ir.ch c·ylinders on, only where 
you had weight to eo11tend with. You only brake 90 per cent. If you braked more, you would 
skid your wlwels; then you could not get along at 11,ll. . 
' 114::S. Then, two 18-inch cyli11drrs would be too 11111ch? Two IS-inch cylinders would be too 
mueh, of course. You would skid all the wheels; but it is all according to the weight of the 
vehicle. 

114-L Now, Mr. Batchelor, from your experience of railway 1i1atters, do you considf.r that any 
question of the apl'lication of these vacuum brakes hel,,ng,; to tlie engineering part of a railway 
system, or to the geueral rna.11ag-eme11t? Oh, they belong to the locomotive department, by rights; 
that departmPnt is respo11sil.Jle for all the brake power. 

1 J45 .. Aud ought. not the head of the engiueering- department to he thoroughly famifoir with, 
and be able to give one gnidance in regard tu, all matters of that kind? You mean the permanent-
way depart.mP.nt? . 

] I 46. Yes? The permanent-way department has nothing whatever to do with the running 
of the train,;. . / 

-I 147. The running- of the trains, and this question of the application· of the vacuum break 
belong especially to the locqnwtive dPpart.ment? That is so .. 

1148. By the J.vfinislr'r oj Lll11ds and Works.-You very often made estimates, l\lr. Batchelor, 
did you not, of your equipment. and other things? Yes. · 

1 L 49. And sent. Home orders for it? Yes. 
] 150. Do you know what course was followed? I. used to 111ake my PstimatPs, and forward 

the orders to the General :Manager, who would forward them, through the Mmister, to the Agent-. 
General. · 

1151. There is an Engineer at H9me; who looks after these things fur us? Yes, an Inspecting 
Engineer. 

1152. Mr. Meilbek ? Yes, 
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1153. Do you know anythi11r of him? I met him when I was a:t Home. 

] 154. T s he a capable man? I should say he was. He has several other Govermnei-tts besides 
this one, to l"ok after. 

] 155. Have you auy reason to think that orders pas,-i11g throug·h his hands would be paid for 
by u~ at more than mark.Pt valw~? Oh, no, l <lo not thi11k so. He simply caJls for tenders, and 
writes out thP. specification;;;, a11d the tenders go to tl1e Ag-ent-General. 

1156. Would thr.re be any reason for supposing that orders transmitted to London, and being 
tendered f,,r in the way y()U have just referred to, would be paid for at more than the market price? 
Oh, I could not answer that question. 

l 1.57. Well, you are acq 11ainted, I suppose, with some of these manufacturers. You know the 
Bristol Wagon & Carriage Co. ? Yes .. 

1158. .-\ nd the Lancaster Railway CaJTiag~ and ·w agou Co. ? Yes. 
1159. And the Oldborough Carriage Co.? Yes. 
1160. And Brown, Marshall, & Co. ? Yes. 
1161. And the Birmingham Carriage awl vVagon Co.-and the Midlands Railway Co.-and 

the Metr0politan? Yes; I was through most of £heir works when at Home. 
1Hi2. Are these all reputable firms? Yes, but they would have to be guided by the price of 

the patented parts. For instance, if you call for tenders for the supply of any patented parts, the 
tendel'ers must apply to the patentees to know \vhat they charge fur royalties, and make their price 
,tccordingly. . 

l Io:3. R11t if we invite tenders in England, and these firms put in tenders, is thflre any reason for 
supposing· we are paying more than we should pay ? They would all be guided by the patentees of 
tbe different parts. They wonld have to write; in this case, to· the patentees of the vacuum-brake 
parts, ai1d then base their calculations on the prj<'e the patentees demanded. 

l lo4. How do you account for the great difference in the tenders? I could not account for 
1,hat, unless the ptitentees favour some more than otbers. They might do. that. . 

1165. Well, snppose Mr. Meilbek, after re<'eiving· 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 a11y 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 appliances from time to 

time, could you suggest any other way of Hcq uiring- them? You are entirely in the hands of the paten­
tee. If the patentee favours one firm moi·e 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 calClllations on that. 
As a matter uf fact, 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 Locomotiv;e Superintendent here 
to-day, and that your Minister required that these brake,; should be applied whether you wi~bed it 
or not; can you suggest any better way of se~uring fairness in, the purchase than the way we have 
adopted? That would be the ordinary way to do it. 

1170. And you cannot answer me whether there is a11y reason to imagine that we a1·e paying 
more than we should? No, I <'ould not. answer that question. If I were dealing with the people I 
should very much like to have the job at the price. 

1171. Do yon know the prices we are paying? I heard you rnentinn £70 for wagons. 
1172. That is not a price, bnt an esti111ate. You generally prepare estimates, do you not? 

Yes; and I should base them on the detail;; in my possession. . 
· 117:3. You woul<l make them rather higher than lower, would you not? I should simply take 

actual rates and add a percentage for inspeetion and freight.· 
1174. Well, can you give any opinion as to the price mentioned here-Bristol Wagon Co., 

gP.ar for carriages pe1: set, £ 17 nett? That is not very far out. That is only 5, per cent. higher 
than what I have jnst told you. · 

117 5. You say that. is a fair price, then ? That is not fitr ont. 
1176. There is only one more question I want to ask you, l\fr. Batchelor. As to B-cross 

engines-the tenders received up to present are1 for three sets for B-cross engines at £120 "a set? 
The cost is £90. \Ve paid that for them. 

1177. You think it is the present )Wice? I think it is a fair pricP.. 
l 178. By the Cliairman.-With double cylinders? There are 110 cylinders at all in that; that 

is merPly 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. Bl/ t/ie Minister of' Lands and lYorks.-Then therP are FF. bogie timber-trucks: 12 

sets, £51 each ? About £46 is what we paid for them-actual cost. 
1181. That is wliat you paid for them? Yes-actual cost. 
1182. Have you any price list on which you are· basing your calculations now? I have 

copies of invoices. 
l lf-\:3, How many years ago is thut7 It was in 1892 and 1893. Things were very dear then. 
1184. ls it a fair thing to express q,n opinion ot 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 1 Os. each? My estimate was £2,'i. 

We had never done anything· with these. . 
1186. Then, if we are· paj·ing £30 1 Os ., you thii1k we are paying too inuch l I think you are 

paying a very hig·h price. • · · 
1187. Although fifteen companies tendered for them ? Ye~, although fifteen companies did 

tender. 
1188. Cau you give us any idea o.f how to get them more cheaply? l could not give you 

an idea of ho"' the Government could get them more cheaply. T believe .I' could get them more 
cheaply if I were in the market myself. A private firm could get them cheaper, probably. It is 
all in the haud.s of the patentee;;. If one firm is more friendly with them than the othe1· they 
might knock off 50 per cent. of theroyalty. 

l l 89. Then, the most friendly firm with the pateutees wonld be--? \Iv oulcl be the 
successful tenderer, of course. . - . _ 

1190., If you were in the positiou of Locomotive Superinteudent just now, could you suggest 
to the Government any cheaper way of buying? If· they hac1 come before me T should probably 
have refused the tenders, and advised their not being accepted. · 

. 1191. Not at all'? No, I should call for fresh tei1ders. · 
1192. The only other question I want to· ask you is with re1,>:a1·d to the efficieucy of the brake 

power applied to a heavy train with only the bra:ke van and one carriage fitted with the continuous 
chain brake. Do you think that would be· sufficient? Fitted with tl1e Clark and ,~, ebb brake? 

1193. Yes. Would you consider in case of a .breakag·e while the train was entering Flat 
Top tunnel, say, going up north-iu case of a breakage at that place with .a foll 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 a,s the eugine could 
take. You see, if a train parts it must come to a standstill before it begins to go back. lf the 
guard puts on the brake at once it would stop it. . 

1195 . .And you think that the brake-pr,wer on the van and oue· carria_g-e is ,rn1ple 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. 

] 196. And if the train get a bit of a start ? 
so long as he was not asleep. 

He would pull it up if it did get a bit of a start, 

] 197. By the Cltairman.-1£ you were making an estimate for stock of this description on the 
9th of April this year, you would have a fai1· knowledge of the probabl,, cost, 1 suppose, from the 
detaila you g-et-you would know something as to what it ought to cost? Oh, y,es. 

. 1198. Well, you would consider that yon had made an extraordinary discrepancy in your 
e;;timates if: we will say, on twenty-two items your estimates were 28½ 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 e1·ection would be'? Yes. 
1200. Could you gauge that to a nicety? Yes. 
1201. You would know: very closely what the freight, insurance, and other charg·es would be? 

Very closely-yes. · · · · 
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. VV ould you consider that your estimates were very far out if you forind the tenders 28½ 

per cent. 'less than you had estimated? I should think I was a long· way out. · · 
1204. l f you estimated the cost of fitting the brakes to bog·ie carriages at £70, and yon found 

that you could get them at £15 less tlum that, would yon consider that a very wide discrepancy? . 
Oh, I should think so! .. 

1205. And if you got other stock at £1.l 16s. 3d. less thap _your estimat_P., would you consider 
that discrepanc,y e:i{cessive? Too high an .estimate, certainly. . , 

1206. And if you got engines-B-cross engines: you know the style of engines? Yes. 
1207. Well, they were E'!Stimated to cost £600 to fit, and the actual cost is £439 13s. ;' that is 

a difference of £160 7s.·on an estimate of £600-26¾ per cent.'? He must have guessed at it. 
,- 1208. And the C-cross and D-cross engines, six of them, were estimated to c?st £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 due 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 up the books and see what the brakes cost, and looking- at the different prices in . 
the market, tney could g·o within five pei: cent., either way, of the ·actual cost. 

1209. Have you any idea of how long it will be before these automatic brake patent,; run out? 
I could not tell. It will be a very short time. 

1210. And I suppose the ownerR of the patent are very anxious to make hay while the sun 
shines? They are anxious to get all they_ can, no <lou bt about it. 

1211. Is it a practice 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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] 212. H~tve 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 peo'ple connected with the 
manufacture of the mechanical parts of ra,ilways with a view to inducing railway. companies to_ 
equip stock with any particulai: gear? Oh, they send round illustrations and all sorts of things. 
They never mention a monetary considera.tion. · 

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 g·oods wagons with the 
automatic brake? T~ey have no power to compel at all; they only recommend. , 

1216. Do they recommend it? Yes, they recommend it for carriages. · 
1217. But it is not compulsory? It is not compulsory-no, not for wagons. . 
1218. Then the only effect of a Board of Trade regulation is this : that, in the event of an 

accident, if it were proved that the· Board of Trade recommendations had not been adopted, it 
would tell very seriously agains't 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 accident? That is so ; but it 
is of no use one company adopting all these regulations without t9e other_ companies doing it, 

·because there is an interchange of rolling-stockon the different lines. They have to have rolling­
stock hunters thera-men going about picking up their rolling·-stock, and taking it back again to 
where it belongs. When a new line is n1ade, the Board of Trade officei• g·oes and passes it before 

-it is opened. After that, any recommendations the Board make are considered, 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 M1·. Hartn()ll.-In regard to Board of Trade Regulations, you are only speaking of 
their authority, with reference to railways-in other matters they have supreme power? Oh yes, 
with steamboats, and things c011J1ected with going to sea, and everything of that sort, they have 
power. . · 

1221. Supposing you were on the spot in the old country now, do you firmly believe that you 
could purchase what is contetJ.?.plated to be bought at the prices you have mentioned to the Com­
mittee this moruing? I believe I could-yes .. 

1222. Would yon like to guarantee that, and execute the order? Well, that is rather a large 
. order. . 

1223. Would yoL1 like to "spec it" at anything near those prices? I believe I could equip 
the whole of your wag-ons at that price, and make a very good thing out' of it. 

1224. By !!!fr. Hope.-With regard to our express trains, I beli8ive 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. 
12:26. Is it not a fact that. on tl~e Western Line, between Launceston and Devonport, 'these 

mixed trains travel nectrly 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 0n the Main line, have we not? 

Oh, no ; the ruling· grade is about l in 70. . 
1228. What is it on that rise beyond Kimberley? Oh, I think that there it is l-in-50. 
1229. Then there is a steep grade bet.ween the Don and Ulverstone, is there not·? , Yes, a 

short bit of it. 1 

1230~ Is there not just as much 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 crossings on that line that trains cross, are there not ? Yes; but 
the brake power is ample. They whistle at ~11 the crossings before they come to them. They 
can always pull 11p in a very-short distance. , _ 

1232. You consider the automatic brake to be much safer than any other brake ex:cept the 
vV estinghouse ? Yes ; but the vV estinghonse is an automatic brake. They are the only two 

,brakes 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 nncl 2p,624 carriages, or ~ total of 23,984. That 
is all that was equipped in England in 1899. 

1233. In regard to these tenders sent in arHome, Mr. Batchelor, you say you believe you could 
get the brakes cheaper if you were a.t Home. Of course, you would go direct to the _people and 
deal with them privately'! Exactly so. · 

1234. But one would naturally think, would they not, that when tenders 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 i11 the hands of the pcttentees. The patentees get to know that these brakes are for a 
Government, and must be had; and of course they put the prices on. 

1235. By frir. Har-tnoll.-Do you say that what you have, then, is it. list of the numbet· of · 
miles run with the3e brnkes? 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 equipped at that time .. This is simply carriages and engines. The rncuum brake 
had then one fault per 297,288 miles run; the vVestinghouse 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 occas10ns 
engine-drivers repot·ted breakages on the Main line, clid 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 Maiu line they had no tro.uble at all. 

12;38. But we have had an aecount, I believe, of trains parting on the Main line'/ That was 
in t11e }\,fain li11e time, before I took cha1·ge. · 

1239. By Mr. Hartnoll.-We had some evidence, Mr. Batchelor, that you, when the Main 
line was purchased and you had the lfJcomotive departme11t unrbr your coutr,,l, altered or did away 
with rhe chain brake, sub;tituring side levers. I,, that so? Oh, no; that was a. fad of Mr. Back's. 
He wanted the side levers put on in aclJir.ion to the chain brake. 

12-10. You were not responsible for that? Oh 1io. 
. 1241. We had it in evidence, you know, that you did it? l had to do it. I got orders to do 
It. 

l:?42. And the chain brake was still maint~ined? Oh yps; the chain brake is on now. 
1243. By the Minister of Lands and Work~.-On a.ll the trncks? 011 the old Main line 

trucks. 
1244. Is it on all our coal wagons? 0 h no. 
12-15. 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 diffeeence bet.ween 
running- fifty, sixty, seventy, or eighty miles an hom, ancl running twenty. This is not America. 

1246. 1\ow, I want to ask you one q□ Pstiun with retereuce to the applica1i11n of tlie chain­
brake, as between single buffer and donble-lrnffer trains-is the chain brake equally eflieacious :with 
the double-buffer as with the single-buffer? Uh, yes; there is no diffen~uce whatever. 

1247. No difference? No ctiffereace whatever: the buffers can make no difler,>nce whatever 
to the 1,rake. Yon can only skid the wheels, and either brake will do that, with single buffers or 
double ones. 

124t:l. By Mr Hope.-But it was explained to us that t.be double-buffer was not so good as the 
single-buffer going round a curve-what do you think? It is just the Of.1posite, I should thiuk. 

[The witness withdrew.] 

WEDNESDAY, NovEMDER 13, 1901. 

EDWARD C. DRIFFIELD, called and ea:amined, 

. M:r. Driffield made the Statutory Declaration. 
· l 24!:l. B,IJ the Cliriirman.-Your name is--? Edward Carns Driffield. 
1250. Aud your are a ci vii eng·i11eer? A civil and mechanical e11ginPer. 
1251. And you are at present--? Superi11tending Eng·ineer fr,r the Mount Lyell Company. 
'1 he C/iairman: I will ask lVlr. Patterson to ask you some questio11s. 
1252. By ivlr. Putterson.-You have had a large experience, Mr. Driffi.1~ld, I think, in South 

Australia, befurn you came to this country, both in civil aml mechauical eng-iueering? Yes, sir. 
1253. Can you tell me what is the ruling gradient of the Mouut Lyell Hailway-it is l-in-17 

I thi11k, is it not'~ The ruling g-rade on the purtiuu of line tbat is c;onstructed on rhe Abt system, is 
l-in-16, combined with l-in-20. 

1254. A11d that gTade governs the whole line; of course? Yes, that governs the whole line. 
1:255. How lung is that grade? The I otal length of the Abt sec1io11 is four and a half miles. 
1256. Would it have been possible for you to work safely 011 such a grade, without adopting 

some form of automatic brake? Certai11ly uot. 
1257. And what form of brake did jou adopt? The automatic vacuum. 
1258. Yo.u have a large and intimate a.cquai11ta11ce wirh the South Australian railway system, 

have you not? I served my apprenriceship 011 the South Australian rnilways. 
1269. Do you k11ow-what form of brake they adopt on their passenger stock in South 

Australia? Yes ; the automatic W esting·honse. . , 
1:260. An<l on the goods stuck? .The same, with the small portion that they have fitted, as far 

as I am aware. In fact, for the moment, I am 11ot sure whether the automatic brake has been fitted 
to their g·oods stock in South Australia; 1 thi11k it has only been fitted to their live-stock stock. 

1261. Yes, that is correct. Look at this· telegra111, will you, please? ['Vit11e:-s examines 
docurne11t.J Do you know the signature on that telegra111? ls this rueant for Thomas H.oberts, the 
Locomotive E11gi11eer of South Ausrralia? 

1262. Yes, you practically served your time there? Yes, under :Mr. Thow. ' 
1263. Now, that teleg-ram you lrnve is a reply to a wire I sent, asking him whelher they used 

an· automatic brake for the;r gouds-stock. He says -- ? "~ o; 011ly. to 5-ft. 3-in. live-stock 
vehirles.'' 

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 from South Australia that I can scarcely say. 

Q 
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1265. But from that telegram it" appears so? 
do not know. 

From that telegram, it does; but, definitely, I 

l 266. Well, you know the main line from Adelaide to Melbourne very well ? I do, sir. 
1267. You know that heavJ 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 ? Well, I could hardly say that; but I believe there are portions of 
your Main line equally as difficult. 

1269. That is to say, we have gradients of l-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 ii about nine miles along? Yes ; there are about nine miles 
of l-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 
Mr. Back and ourselves. At the time when the class o E rolling-stock we have now was being 
considered by the company, Mr. Back suggested that it would be 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 automatic 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 W estirighouse? 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 Locomotive 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 it 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 p1:ice of the brake comes to 
fitted as on the ordinary four-wheeled wagon? Yes. In response to a wire from Mr. Guesdon, I 
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 I 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 estimate 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 ti.:ne 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 insurance and so on, as £20 0s. 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 0£ 
rods, and very much the same arrangement, generally. 

1280. We will take the hand brakes s_eparately, if you do not mind? The cost of fitting the 
hand brake is £11 12s. 9d. That would bring the total cost to £31 12.i. lid., that is: the loco. 
d_epartment'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 
_ ; brakes, do you mean the side lever brakes'? Well, the brake blocks, if you can understand, Mr. 

Chairman, are cequired just the same for hand-brake· operations as for automatic vacuum-brake 
upera.tions; they are used for both. You do not have a different 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 trlicks 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 is why I have taken out two estimates. 
If the truck has no brakes whatever upon it, to start with, it would really require £31 I '2s. lld. to fit 
it up ; if it is already :fitted with a hand brake it will TequiTe £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 ls. l ld. Cost of the ordinary hand brake, £11 l ls. 7 d. Total 
cost, £32 139.. 6d. . 

1284. By 1.Wr. 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 four-wheel wago~n-the Government standard stock. · 

1286. By the J.l1inister of Lands 'o.nd Worhs.-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? I again take the 
Locomotive Department estimate nrst. It is impossible to separate the hand brake gear from the 
vacuum geaT 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 ihe total brakes, as if new brake gear altogther 
were being fitted. The Locomotive Department estimate is £39 11 s. 9d. for the whole truck, 
entirely fitted up. I took out an estimate 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 7.~. ; 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 givP. 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 ha Ye 

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 emcting: duty ten per cent., commission two an<l a half per cent., freight an<l 
other charges, ten per cent. Total charges, approximately, 31 per cent. 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, t.he cost of applying ~he 

automatic brake to a truck, which has already the hand brake, is about £20? A bout £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.] 

'l'hr. Minister of Lands and rf7orhs.-You are speaking of the estimate now, not the cost. 
'1 he Chairman.-The actual cost was £35 7s. 4d. 
1294. By Mr. Patterson.-W ell, 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 ou to pay so much more than you do? 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. vVhat do you think ? That is to 
say, the truck actually 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: l think, Mr. Chairman, it would be a very good thing if we could ask Mr. 
Deeble to meet Mr. Driffield. There must be some explanation of thi~ thing. At any rate, the 
discrepancy is so great that I think we should have some explanation. 

Mr. Minister of Lands and- Works.-l would not discuss it while Mr. Driffeld is here. 
Better take his evidence first. 

· 1297. By Mr. Patterson.-! 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 copstant 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 
w_ould probably be very little difference. · 

1299. N o'Y 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 train~· 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 ~ closer knowledge of the whole of the facts before expressing an opinion on the. particular 
point you wish nie to_ answe,r; but, in a general way, of course, I might give a reply to that question.·· 

1300. Perhaps I can help you. On the par.t 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 g·o ten 
to the rail. Would that assist you ? Are they iron or steel rails ? . 

130 I. Steel? I should consider the rails are too light in the circumstances. The usual custom 
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 lbs. The 'continental practice 
is more liberal still, and would give you about ·a 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. I£ 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 w;ay; 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 permane·nt way with a 601b 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. 

1304. I suppose you see the annual report of the South Australian railways from time to time 
do you-you get the reports, I suppose ? Yes we get the reports, but I cannot say I am .very 
familiar with them. 

1305. I am going to quote from one of them. In South Australia t_here 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 Australia, and non-paying lines,' while in South Australia they could 
well afford to use the automatic brake, i£ they wished to ---

Mr .. Minister of Lands and Works.-Are you arguing with Mr. Driffield, or putting him a · 
question? 

1306. By Mr. ~atterson.-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 thought 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 £1] 0,000; "'.ith fewer trains arid a 
low rate of speed ; and yet, despite the position in South Australia, we .propose to equip orir goods 
stock with the automatic brake. Now, in your opinion, has anything in the past occurred-bearing 
in :m,ind that there has been immunity from accidents. for twenty-five years-such as would make·. 
you believe that the vacuum brake here is a crying 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 yon to answer it. You do not wish to? It is a question as to . 
which there may be a great many circumstances concerned"-circumstances such that only a man 
having a full knowledge of the details would be qualified to gi,•e an opinion on. . . 

· 1308. Then I will read yon the latest opinion of the Board of Trade with regard to goods 
stock. It 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 a~ 
automatic brake. That is the reg·ulation 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 yqur 
question. I consider that with. the average limited goods traffic on most of the colonial -
lines, the automatic brake is n,ot req aired, except, of course, on · such long banks and gradients as 
may cause danger to passenger traffic, or where other spE,=Jcial 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 passeng·er 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 Mr. Patterson.-! 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 Stra.han-Zeehan line. 

1311. Well, it is so on 'all our lines. Now, you know the long section of ·line from 
Launceston 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? .-'vVell, I would hardly like to give you an opinion on that -
point. On any n;iatters 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 couµitions 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 o,.-er 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. You 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 called on to advise Ministers in these matters would have all the facts before 
them? They certainly should have. 

1316. By Mr. Patterson.-W ell, I come to another line now: the Fingal line ; which is 
pra9tically 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-truch-and goods 
stock on that line? If you ask the question in a general way, and say that you have an ordinary 
flat line, not necessarily the Fingal --- - _ , 

I :317. Take an ordinary line then, under those conditions? A line perfectly level, perfectly 
flat, and with a limited traffic? 

1318. It is undulating country, without any steep banks. 
Mr. 11:linister of Lands and Works.-That is hardly a full description of it. There is one 

'rery nasty river to cross. - _ 
The Witness.-It 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 Iio particular application, I could answer them in a general way. 

13J9. By Mr. Patterson.-Do you know the Mount Lyell Railway Act? Yes, sir. 
1320. Have you seen it lately? Yes. _ 
l 321. Can you tell me whether a statement we bad made in Parliament as to that Act 1s 

correct ?-The statement that --
1322. Mr. Minister of Lands and Worlts.-Oh, that was incorrect; that is admitted. I was 

under a wrong impression when 1 spoke. I know, as a matter of fact; Mr. Drifliel<l, that Mr. 
Back advised you to apply the automatic brake on your stock. That is so, I think? Oh, yes, 
that is so; bnt it was quite a mutual arrangement. 

1323. By 111r. HartnolL.-Mr. Driffield, are you awa1·e on what system or by what method 
your company purchases these automatic vacuum brakes in London? VVe 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 through Mr. Meilbek. The tenders are invited in 
the ordinary way. -

1324. Do you know whether your board would make any arrangements with the patentee to 
pay au 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? 

I 325. Well, this vacuum brake is a patent, is it not? Certainly. 
1326. Well, a suggestioa was made by one witness before this Committee, a witness who was 

asked the same question that you were asked just now-if be could give the Committee any sort of 
idea of what bad 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 bis patent. Do yqu think that any­
thi11g 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, 1the 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 ma,rket, naturally. If metals are up, the 
price of all the gear is up ; if metals are down, on the other hand, the price of gear is down. We 
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h~ve h~d fluctuatio~s 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 uf 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 haYe given tu this Co,mmittee, or referred to during yom 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 ? Well, 1 ha~e brought the papers· relating to prices aud corn.mission, as I was 
instructed to do in the telegram I received from t'he.Chairman. 

1331. Youhavegivenusthat? 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 yon desire tu ask. · 
1333. I thought, perhaps, Mr. Driffield, that yon 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 articles and the charges for freight, 
for the purposes of comparison, if the Committee requires that. 

1334. I suppose you would not have any ol~ection to putting those documents in, for. the 
perusal of the Committee, to be returned to vou after the close of the Committee's deliberations? 
I think not. I believe there would be no objection. · 

] 335. Have you that information with you, then ? I have sir. 
l 336. I ~aw that you had a number of other pap.ers with you. You will understand why I 

ti 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 

go away 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." I am only asking you now, for that reason, if there are any other matters dealt with in 
those papers, that you think might be of service to the Committee? vVell, there is certainly one 
matter I ought to bring very strong·ly 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 advanc!') of £50 on one class of goods in a very 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? I 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, ~he 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 lls. 9d.; 
was that with a single cylinder, or with double cylinders? That is a loco. department estimate ; 
£42 7 s. was the office estimate for the same work. 

1:341. That is with the single cylinder? With a single cylinder-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 5s. 

1343. And were your bogies and carriages made ready for being fitted with the brake in 
Lon·don? They were-actually fitted with the brakes in England. 

1344. By Mr. Hartnoll.-Although yours is a sing·le cylinder the size of the cylinder is 
different from that of the cylinders on the Government stock ? It is 18-inch on the bogie wagons, 
and 15-inch on the other wagons. , 

1345. Then, if you had the double cylinders on your bog·ie wagons, you would have two of 
15-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 IS-inch cylinder and the cost 
of fitting with two 1.5-inch cylinders, and whatever extras might be requil'ed with the two cylinders? 
Oh, there would be a considerable difference in price there. The price of one 18-inch cylinder 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. · · . 

1347. That would be a pound difference on each cylinder. So that by fitting two cylinders 
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. B11 Mr. Hope.-There is one point I wanted to ask yc;m 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 ai1tomatic 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 time, of course, there are a great many trad~ discou\ltS in the London 
market. Any large firm like Stableford's, in the habit of pntting· a lot of work in the Vacuum Auto­
matic Brake Comp~ny's way, would probably. get trade discourlt. Some of the large firms 
would probably get a considerable discount on their goods. 

1349. By 111.r. Hartnoll.- Well that, I take it, is precisely the same as making· a variable 
charge ? It is a trade discount. 

1350. VVhat Mr. Hope wants to get at, I think, is this :-Are these trade discounts different to 
one firqi. 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 sam_e as 
it would be with you or any gentleman dealing in a large way with any firm. You would probably 
get concessions that another person going and making a small purchase once 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-
tie& ; but they have trade discounts on top of that, as well. I could just show the Committee a 1 

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. 

1354. By Mr. Hope.-Of course, the same thing applies to our local men. If tenders 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 Engiish 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, it is a very hard thing indeed to manage the London 
market. It is a most difficult market to reconcile. You see, there a1;e three tenders here for the 
class of stock I referred to just now ---

1355. By the C!tairman.-And there is ten Eer cent.· difference in two of them? Yes, and 
they were both tendering under the same conditions. If I bad known or had any idea of the 
class ofinformatiori 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 makP, clear. You said, I think, 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 l-in-40 grade, in case of a parting, yon might 
have a very serious runaway, unless the trains were fitted with some kind of automatic brake. 

1358. I mean, y_ou would recommend the adoption of the vacuum automatic brake, and not the. 
chain brake ? The chain-brake is not automatic. 

1359. And you mean, that on all trains carrying passengers you would have an automatic · 
brake? Yes; of any type, as long as it w~s automatic. 

1360. By Mr. Hartnoll.~There is one qu~stion, 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 hav:e not, sir. 

1361. By Mr. Hope.-I 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 automatic vacuum brake is one of the v~ry 
best brakes in existence. · - · 

1362. ·By the Minister of Lands and Works.-Mr. 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 inte1·changeable with the Government stock? At the very commencement, when the line was 
being opened. That would be very early in ] 896. 

1363. Over five years ago? Over five years ago. 
1364. Was it then yo·ur 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 l 
ever heard any question relating to it at that time. 

1365. Then why would it be necessary, if our stock was not fitted with the brake, to appJy 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 tr~ins with the 
vacuum brake, so as to be able to run them on the mixed trains. That is what• I understood at 
fuetime. • 
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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 £or, 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 Cvmpany 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 furnished to-day, 
vou mean? · 
• 1368. Yes? They are the prices at which we consider that we could fit the brakes at the 
present moment. 

1369. 'rhen, 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 we. make everything else in our own 
shops. 'l'hat 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. 
· l 370. Is that the general method of ordering the gear, do you know ? I should think so. It 

would be very much cheaper to make your own ironwork than to bring it from Home. Ironwork 
has to pay a heavy duty coming in, if it is manufactured; and if you bring·it in in an unmanufactured 
state, the conditions of the lapour market here_ would favour the work being· done in the Colonies. 
. 1371. Would that apply to the Government in. importing its own iron work, duty free? Well, 

I could hardly answer that without working it out to 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 it iis a contract, and has to be tendered for, the 
tenders are ralled 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 yo!} as to accepting tenders? Yes; and makes recom-

mendations as to.tenders, too. . 
1375. Now, will you look at that list or schedul~ of tenders. [Witness examines document.­

List of tenderers for Government brake stock.] 0 n 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 market price for the article we are purchasing? Well; 
I want fuller information. Do these tenders include full sets of brake gear? What is 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 ironwo1·k. 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. If so, those prices would certainly be very 
reasonable. . 

J::376. Do you know the firms that tendered, according to that list? I know all the firms; at 
least, I know the names . 

.. · 1377_ Are they reputable firms? Certainly. 
1378. Well, you notice that list again-[witness examines document]--and tell us with 

regard to the tenders : there are big discrepancies there between the tenders for t.he same thing? 
Yes; there is quite a fluctuati\m. 

1379. Varying from-? From £47 to £74: I 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. :Oriffield. The four-wheeled 
wagons are given in the tender as f.o.b., London, £30 I 0s.; freight, insurance, and inspection, extra, 
£3 !Js. 4d.; cost (?f erection, £1 10s.: total cost, erected, £35 9s. 4d.-W ell, 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 parts; and, I am almo.,t satisfied it does. For the same wagon, 
these estimates of mine are £31 12s. ] l d. and £3~ 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, anrl 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 qn the brakes here? Precisely. · 

1382. What is your own !or.al expense of putting the brakes on-the cost, I mean, of doing 
all the work that you do yourselves locally ? vVell, we have got £8 8s. down for the forge work 
and :fitting of the hand brake, aucl £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 price is, f.o.b., London, £51? 
What is this for ? 

1384. This is for the bogie wagons, fitted with two cylinders, £51. Freight, insurance, and 
aU 'charges, £4 13s. 9d. ; cost of erection £3.; cost, erected, £58 13s. 9d.? Well, for the same 
work, withcmt the double cylinder, we have £42 7s.; to which you would have to add at least £14 
befo,.e 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 l ls. How does that compare? 
That is against, practically, £56 with us. 

1387. What would these prices indicate to you now, then, Mr. Driffield? [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? Well, on the face 
of this, l should say t.hat the prices are almost· identical, because I am fairly satisfied, 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; and 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 thirty-one per cent. I think, they work out. · 

1389. That includes duty, though, does it not? It includes everything-all charges, sir. 
1390. By the Chairman.-What is the duty? The duty is I O per cent. \-Yell, it was that­

it is more now. 
1391. By t!te 111inister of Lands and Works.-'fhen; subject to our ordering the ~hole of the 

parts, you think there is really no very noticeable disparity between our prices and yours? No-
not on the bai,is 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 111inister of Lands and Worhs.-Given a heavy goods train with a full load 
going upon a continuous grade of four miles of l-in-40 or l-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 sufficient 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 Le sufficient; in fact, 
the brakes operating at ~he lower part of the train would, probably, lead to a derailment. You 
would have all that free weight of the trucks forcing the braked portion of the train off the rails. 

13!:l6. Do you have any 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-hot 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? \-V ell, 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 rapid as with the Westinghouse; but, in getting away, you have 
to release from one end. 

J 399. I was not talking about the time it takes to stop; but the time lost in shunting-putting 
a carriage or a couple of trucks off, and so on ? At stations? . 

1400. Yes. Will the use of the vacuum brake cause any i:s-reater delay than any hand-brake 
would cause? Decidedly. . 

1401. 'fo what extent? Well, it would be difficult to say, b~cause 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 cylinder. 
Then all the connected trucks have to blow up again to shunt. · 

1403. Now, Mr. Driffield, with rogard to the weight of rails and the speed of trains. Is there 
any formula adopted by engineers with regard to the weight of rails and the weight on axles, and 
the rates of spee·d run? Oh,. yes. 

1404. A strict formula? There are three or four well-recognised formulIB 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 
be·en 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? I 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 certainly say so; you can get 

~oogfu~ . 
1409. Would there be the same necessity for a heavier rail on a level country with a straight 

run as there would be on more difficult parts of the line? I 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 l-in-10 that the grade makes 
itself appreciably felt in that way. 
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1410. H!ls the spacing of the sleepers got anything to do with the stability of the line in . that 
way? Certainly. . 

1411. Is it an important factor? Well, the strength of your vail is largely proportionate 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 sleepering? 

1413. Yes; by increasing the number of 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, wei:e piped, and the balance fitted with the automatic brake gear, would be sufficientJy braked? 
VVell, that would all depend on· the gradients ; it is a matter very easily arrived at: · 

1416. I mean with our heaviest gradient; that governs the whole line? I do not quite grasp 
your question in that form. · 

· 1417. You understand what piping a truck is? Yes; a truck piped,· but without the vacuum 
cylinder fitted-a dummy. · · 

1418. Well, supposing that we had a mixed train, with the brake appliances attached to nearly 
half the trucks, 11nd 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 truGk, then. a brake truck, and so on - or to 
put all your dummy trucks on one end of the train? . 

1419. I suppose the train would be really made up: ~ith alternating trucks, so far as they 
could do it. Would those brakes be sufficient? , Well, if it came out in the shunting that the 
trucks were behind, it would be all right ; but if a.ll 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. brake,d 
vehicles at the rear, that is, the guard's van and the passenger carriage, would be a sufficient brake if 
they could be applied coming down a hill ; or if a train parted going up a hill, they would be 
sufficient to prevent it backing down the grade? Certainly, sir ; it has b~en sufficient in maay 
other parts of the world, and in other parts of the States. That it is sufficient is proved by the 
great number of hand brakes that are in use. 
. 1421. But I mean in case of a break-away'? Oh, nothing in the world will .prevent ve,hicles 
running downhiH 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 couplings and 
safety chains or fitting an automatic brake. , 

1422. By Mr. Hartnoll.-Arising out of the Minister's questions, X would like to ask you, 
Mr. Driffield, two other questions-you have said, I think, that there would be a greater loss of 
time in shunting with your trains fitted with the vacuum automatic-brake than there ·would be with 
the continP.ous brake, and that the time lost on a truck would, generally, be about a minute? Yes, 
sir. But thff 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. 'l'ake a very dusty day, now. It is an exceedingly small orifice, is it not, through which 
the air passes into this vacnum-brake, and if any dust got in it would affect considerably'the time it 
would take _to release a truck or trucks. Might the time taken extend to a period of 2i 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 all 
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 known it to be, necessary to get a lever to pull the piston-rod down 
in the cylinder, and, of course, that meant losing time getting· the bra~e off. I have known 
exceptional cases whe,re it has been necessary to knock the toggle-pin out to disconnect the brake 
piston-rod. , , 

'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 occasionally. 

1427. Now, with regard to this piping of the trucks on a frain. 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 l 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. 

142!J. Would it not, if the vacuum. brake were, applied throughout our service, ·entail the 
necessity of a larger staff to cope with this extra Rhunting and loss of time ? · I do not know that, 
sir. It would entail a certain loss of time. 

1430. You think the same st~ff as at pre1a011t would do, but there would be some time fo■t r 
Ye■• 
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1431. By ft'Ir. Patterson.-! omitted to ask you two or three questious I wish to ask, Mr. 
Driffield. Will you give us t·he number of goods wagons on your line, both four~wheeled and 
bogie ? Yes, I have the list here. [Document put in.] . . 
• 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 last four years-what is the 
extreme fluctuation? They fluctuate pro_bably about a matter of .£3. 

1433. A set? Yes, £3 a set would be about the limit of fluctuation. That is approximate, of 
course. 

1434. 111 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 tended 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 instructions 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? I 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 11utomatic brake to the engine and tender, with no other brake except on the van? -I 
know that a lot of trains in England run entirely with hand brakes. · 

1438. And that with regard to goods trains the Board of Trade deemed it sufficient if the 
wagons were equipped on borh sides by hand 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. It 
would be a more convenient and a quicker brake to apply. 

· 1440. :More effective? l do not see that any brake.could be more effective than its full capacity, 
whether applied by hand or power. 

1441. I have just one more question to put to you. l want the Committee to understand 
perfectly 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 automatic brake should 
be fitted at a cost of £20? Yes, £20 Os. 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. . ·· . 

1443. Fitted on the trucks standing without any brake whatever? Yes. . 
· 1444. By ]Ylr. Hope.-Our train system, now, is fitted with the chain brake and the automatic 

vacuum brake. Regarding these brakes, which would yon 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 Aiinister of' Lands and Works.-The chain brake is expensive, I think? Not 
the initial expense. I could uot give you prices of the chain brake. 
. 1446. By .itlr. Bope.-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 workii1g of t.he 
chain-brake, and you have the i,traban-Zeehap. line to get the facts by. 

1447. By Mr. Hartnoll.-One question more. I am informed, Mr. Driffield, that to day 
trains running from the north of Scotland ·into Aberdeen-mixed trains, pa:;:senger _and goods, 
travelling at a high rate of speed, ancl with far more frequent running than any we have in thi!l 
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 a.11. 

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. 
1450. B.1/ tlte Cltairman.-Mr. Driffield, was it because of a mutual arrangement between you 

and Mr. Back that yon fitted up your Lyell stock with the automatic .brake, or was it because you 
considered it a necessary equipm~nt? We had to fit a continuous brake on our trains,· and 
after consulting with Mr. Back, seeing that the vacuum brake hiid already been adopted in this 
state as the standard brake - and very rightly, too-I thought it was advisable t.hat we should 
adopt the same brake ourselves, so that the wagons would be entirely interchangeable. 

1451. '\-V ould 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 tb.e 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 nece$sity? Yes. 
1:153. Suppose, Mr, Driffield, that you were placed in charge as an engineer, mechanical a1i<l 

otherwise;_ or, say, appointed generally to administer a raihvay 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 w=ould you 'feel that you were justified in· running your owners into a .'heavl 
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~xpenditure to equip the stock with a mo~e modern form of brake? Well, if I were to answer 
on the bare question, 1 should say-" Certainly not: ·1 should leave the stock alone." 
. 1454. J think, from what I have heard you state in the evidence that you have given, that you 
11.re satisfied that as long as the chain brake will act it is an efficient brake? Yes, the chain brak~ is 
a thc,miughly efficient brake. . 

1455. Supposing that you were sending a hP,avily-loaded mixed train up the steep bank from 
Colebrook to the tunnel-Flat- l'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 trai_n with 
the continuousochain brake.applied from the guard"s van, and the other half of your train equipped 
with the continuous chain brake from the eng-ine. If that train broke away, would you consider the _ 
cliain-bn_1.ke operated from _the guard's van sufficient to control it? Certainly, if it were op~rativ_e.,· 

'1456. That is to say, you are splitting your .. continuous brake iuto two,--one-half worked from 
, the van, the other half from the engine. Wherever that train broke you consider the brake 

w:ould be sufficient to control the train? Certainly-if it were operative; but it ·has fr.equently 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 Qpen to accident than the vacuum brake or the Westinghouse. It is just.a question in case 
of break-away how far the chain will hold, and the brake be ope_rative. _ 

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 adopting the autoinatic brake on all· your stock, would you­
consider it sufficient, in the interest of public safety, if you equipped all your locomotives, all your 
passenger coaches, all your guards vans, and bogie. vans, and· _50 per cent.-- of your ·.g·oods wagons, 
piping the other_ 50 per cent.--do you consider that sufficient insurance ag·ainst risk? Well, it 
would be absolutely impossibe to answer that question, without o·ne knew how the trains were to be 
ru_n; because supposing that all the piped wagons or dummies got into, one train, you w_ould have -no 
brake power whatever. · _ -_ ·, 

· 1459. Do you mean that it is a question as to how you could aJTange your stock? Certainly, 
as_ to how you could arrange your stock. That could only be determined by the condit~ons of your 
traffic. It is a question that I could not answer without that knowledge. 

, _ 1460. And we are to understand that this is an expenditure which you would advise if you 
were controlling or administering the railway system of this State'? l·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 t'l}at 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. 
· 1461. You did not under_stand my question. You consider the adoption of the automatic­
brake is a·proper precaution to take in-the interei;:ts of the public safety? On passenger trains? .• -. 

__ 1462 .. And on mixed trains? . On mixed trains also-they carry passengers. · 
1463. You are emphatic about that? I am emphatic about.it on steep gradients. . . 

_ 1464. -!Jut you ·are not prepared to say whether you would· be satisfied with, the proportionate-
equip.me.nt; 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 beccimes a question on which only a man who•is very 
intimate with the subject could properly express an opinion. 

1465. You know,the class of goods wagons that we have here? I do. · 
146.6. Are they practically the same as yours? Ours are built to the same standard. 
The_ Chajrman: I understand, Mr. Minister, that we have a double cylinder.on the 4-wheeled · 

ti-ucks. · · 
Mr. Minister of Lands and Works: No ; only on the bogies. 
1467. By the Chairman.-When you make out an estimate in your office for goods to be 

indented or tendered for in London, can you tell us, approximately, how near you get to the actual 
price-that is to say, what do you consider a reasonable variation between your estimates and the 
actual cost to your company when the stock is delivered? .No; I co11ld not tell you that, because 
sometimes the differences have been excessive. It is according to the market. 

1468. Would you consider a variation' of 28·27 · per cent.· between your estimate and your 
actual cost landed here as an excessive one? No, sir, I would not, in certain circumstances. -

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. 

___ 14_71. Arid you know'what freight, insurance, and other incidental expenses would be?' Up 
to a certain stage, approximately. · _ · ' _ . - . 

1472. 'For instance, a £47 brake, f.o.b. London, cost ns £54 10s. Where would· the wide 
d1screpancy come 'in there-on' the purchasing 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 higher on a small order. _ __ 

· _ 1473. Our bogie wagons are the ·same as yours. Do yoq_ think, then; _it is necessary to 
equip them with double cylinders? I certainly think bogie- wagons should be equipped with two 
cylinders. I:f you apply only a single cylinder it is too strong and may injure your tlnder-£r1:1-mes. 



(No. 151.) 

68 
147-1. Are your bogie wagons fitted with double cylinders? No, with single cylinder1.. But 

I am speaking from experience. We· know, now, that double cylinders would be better, and if we 
get any more fitted we shall have double cylinderi;;. 

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 beginning. You take charge of another train service, which 
has already been equipped with a class of brake that has pro,•ed its efficiency for years and 
years. Would you not £eel very much more reluctant t.o 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? Yes; it is a question 
very difficult for a layman to express an opinion on ; although I should certainly say, answering 
the question in a geuera,l way, that I should be quite satisfied to accept the existing conditions, 
and make no alterations. · · · 

1476. By the Minister 4 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. 

14 77. Do you know that our. goods trucks have only the side brakes ? Yes. 
1478. Without the chain mechanism at all? Without that mechanism at all, as you say. 
1479. Very well. When the po~ition is between the chain bi·ake 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-is there any comparison 
between the two positions ? [No reply]. 

1480. Let me make that clear to you. One position is 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. ls there any comparison · between 
those positions?, What are the two vehicles braked with? 

1481. The chain brake? The positions would not be analagons at ttll. I u the one ca.se you 
would only have side br_akes 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 train 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. I£ it skids the wheels, 
it can do no more. 

1483. I will put it in another way: · 'l'wo 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 g-rade ? 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 be the same as if he.puts them on from the van. If you 
ask rue if they are equally .braked in case of a break away, that is a different thing altogether. In 
the cine case tlie continuous. chain brake would be efficient. In the ()ther case it would be a question 
of whether the guard could put all the brakes on in time. . . 

1484. That is a correct list of the pric~s 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.-ls 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 I remember rightly, I replied, "Only 
in the case of duplicates." That is, the cost of duplicates. 

'rhe witness withdrew. . 

FRIDAY, NoVEMBER 14, 190 I. 

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 is 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? Well, thirty-five is the general 
highest running speed, you know. · 

1489. I want to read to you some questions, and the answers given -in .evidence before this 
Committee. [The Minister i•eads extract from report. of Mr. Driffield's evidence.] Now, 1 might 
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ask you, having beard the evidence as g·iven to us in questions 1286, 1287, and 1288, for any 
observations you would like to give us as to the stability of thfl line ? Well, I disagree with Mr. 
Driffield. _It. is true that. there is an empirical rule of about five times the load on the axle, which 
would give us about a 50-lh. rail; but the various formulre show that we have a factor of safety of 
four or thereabouts un steel rails; and althou~h the formula which is given in Molesworth's by Sir 
Benjamin Baker apparently .has a facto!' of .five, which would give us here a rail· of . about 56-lbs., 
still the same, ma·u, Sir Benjamin Baker, in his book on small-span bridges, in dealing· with rails 
(which means really a small-span bridge), 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 im.proved quality of rails, and:, 
rails being now of s_oeel, also consider that a factor of four is sufficient ; and· I can even quote 
authority ror less. Then, again, among some of t.he leading engineers, the very best authorities,.it_ 
is admitted that any f'ormnlre 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 practically upset all over the world. I go fiut~er, and take our own case 
and our own practice. I have beeu running the 46-lb. rail on the Main line ten years. There is 
at present no sign of defect in the rails, and no ease 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 ~ 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 safe, an<l that there is no special clanger 
of _any sort, and I repeat that statement. It is a matter larg·ely of practice, as I said just now. · 

1490. What js the spacing of the sleepers on your line? 2-ft. 6-in. centres on the 
46-lb. rails. I go further, and I say tl;iat we have on our other lines-with the exception of the_ 
Scottsdale line aiid the Western lines, ,which have heavy rails, and the 61-lb. 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 uot admit, 
then all our lines are dangerous, with the exception of the Scottsdale and the Western.. · 

1491. By 111.r. Patte1·s01i;-Y ou state that various formulre work to show that there is a 
factor of safety 0£ four with this 46-lb. rail? I say that there are various authorities on the. 
point. 

1492. Will you give me one of the formulre? I will give you one of the formulre-yes. The 
56-lb., according· to Molesworth, I worked out myself. 'fhe formula-[ exhibited]-shows a factor . 
of four, and it is worked out by Mr. Mid<lleton 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 re{erred. to just now, that a facto1; 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 I have here-that is Molesworth's: vou know that? You 
have heard my point : that the fornrnla in Molesworth is Sir Benjamin Baker·s; and that he, in his 
own book'on small-span bridges, expreses anothel'. opinion. A railway is not necessarily. unsafe, with. 
a smaller factor : that rule is OfJposed all over the world, in practice. 

· 1495. Now, I suppose, you. agree with me, Mr. M'Cormick, that Sir Guilford 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 Benjamin Baker's authority; . . _ 

1497. But this formula was in Molesworth befor·e Sir Benjamin Baker? Si! 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, qut you say it is 
in yours? Yes, it was taken from him., 0£ course, there is a general empirical rule, referred 
to by Mr. Driffield, as yoq and I know well. "Sir Benjamin Baker," it is here, "Rule for weight 
of rails." , 

1499. Well, anyhow, that rule would make the proper weight of yourrails 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. I have, here, 
,Sir Benjamin Baker's formula, and also Sir Guilford Molesworth's. There are two different 
fo:rmulre--? Is there a difference between one and the other-are they not identical formulre ? 

1501. No; but th,ey are practically the same. Sir Benjamin Baker. would make your rail 
56 lbs. for that weight of axle, and Sir Guildford Molesworth makes· it 60 lbs.? Yes. There 
you see ,a difference 0£ 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 0£ the quality of ·_the 
steel rails now made. On the Forth Bridge they allowed Baker and Fowler,'to make their own 
factors. ,. 

1502. O{ course. But that is a different question ? No. It. is on account of the improved 
qualitjr of steel as against iron. ' 

1503. But two great authorities pronounce, in the one case, that you should have 56-lb. 1·ail11 
for your weight of axle; in the other, that·you should have 60-lb. rails? Yei. . · 

.. 
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1°504. And you disagee with them? I <lo not say that I disagree with them. I 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 formulro are 
being upset all over the world. 

l 505. That is _not my point, you know? I 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 lbs., and Sir Guildford Molesworth 
60 lbs. ? He says so there ; that is quite right. But do not overlook what 1 say, that Sir Ben­
jamin Baker, in his book on i,mall-span ·bridges, says that a factor of more than four is not 
necessary. 

1507. By the !Jr./i1iiste1· 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 iiO. 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 :i solid rolled steel rail 
would be about nine tons, giving :i factor of safety of nearly four. As the 46-lb. steel rail 
(Winkler's formula) has a factor of safety of four with 5·35 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 J N o--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. In reply 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. 

l511. Take a light railway-line like the Ulverstone? I will give yon our spacing, Mr. 
Patterson ; it varies, otherwise I could not say that these factors of four were the same in each 
case. · I will give you the distances between- the sleepers. The distance between sleepers for 
40-lb. rails is 1 ft. 6 in.-; 1 ft. 6 in. for 43-lb. rails ; 1 ft. 9 in. for 46-lb. rails ; 1. ft. 9 in. for 
50-lb. rails; 2 ft. for 61-lb. rails. 

1512. Then, as a matter of fact, there are fewer sleepers with the 46-lb. rail than with a 
40-lb. ? · Yes, ther:e are fewer; there is one less. There are eleven on the 40-lb., eleven on the 
43-lb., ten on the 46-lb., ten on the 50-lb., and nine on the 61-lb. to a rail. 

1513. But you said. that you met the difficulty of your li.ght rails and heavy axles by· 
placing the sleepers closer together? I said 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 6 I-lb. rail? 

1515. I am not ta,Iking about the 61-lb. rail. Do you mean -- '! But l was comparing 
the 46-lb. and the 61-lb. on the Main Line. I say that the spacing is closer on the 46-lb. rails. 
You know that I advocate the 6 I-lb., and I never ordered anything but a 61-lb. 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-lb. 

1516. I asked you, in question 203, "And you think that is sate, 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 maintena.nce of t.he line also came in and 
helped to meet the difficulty. And I spoke- as to the ballast. 

1517. If you will wait a moment, I think you have made an err_or 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-uucl 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_ questio!_ You are trying to tie me down. to one point instead of keeping to the 
general quest10n. You have not read the whole 0£ 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? 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." 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-lb. rails, they are further apart-on the 40-lb., l ft. 6 in.; on the 46., 1 ft. 9 in.; but you 
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said you placed them closer on the 46-lbs.? Not closer than on the 40-lb. We were dealing with 
the 46-lbs., and the 61-lbs. on the Main line. It is the Main fo1e you have been taking as you,r 
example. You misunderstood me. You understand, I have no wish to lead you astray there. . , 

1522. There is no question of leading astray. I understand 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 0£ meeting the difficulty 0£ light rails and heavy engines. 
. 1523. By the 1'!inister 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-lb. rail is 2 ft. 9ins.; on _the 46-lb·. rail it is 2 ft. 6 ins. We are giving extra, unnecessary 
strength on that 61-lb. rail, ai;_ you know, Mr. Patterson. There is no necessity: for it. 

1524. 0£, course, the heavier the rail the greater the spacing of the sleepers? Up to a. 
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 DEEB LE, re-examined. 
The Cltair~an.-The Minister of Lands wants to examine you, Mr. Deeble. 
1525. By the Minister of Lands and Works.-You have seen that schedule [document 

handed to witness] ? 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. Will you have a look through it now? Yes, sir. The total cost here is £31 12s. lld. 
1527. What is that for? That is for the vacuum brake and the hand brake. · 
15~8. Now, what have you ordered from Home? The whole equipment for the hand brake 

and the vacuum brake. 
1529. The whol~ equipment ? Yes, the whole equipment. ·. · 
1530. Why have you ordered brake-blocks and brake-levers, and all that, from Hom~?_ 

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 7'th, 1901. To the Agent-General for Tasmania." Th.is 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 
lev:er brake, same as recently supplied to the Emu Bay Railway Company as per drawing No.· 
2390 herewith, each orake capable of application independently of the other. I may say that 
the brakes on the 32 new wagon frames under G. M-O No. 44, now. in course of shipment, a-re 
similarly arranged. If this design be approved, I would request the word' combined' to be cabled· 
Home as soon as possible after receipt 0£ 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
sha£t, 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 £or 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, 
arter 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 0£ the upkeep of all that brake-gear with a hand brake, 
independent' of the vacuum brake, would oe 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 0£ brake gear complete, forgings and everything 
ap:;1,rt 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 :,;nanufactured in the State as compared with the English price. 
If the price comes out any cheaper, 0£ course it will be cl,esirable to do all that part 0£ the work 
in the State. We have only ordered forty-eight sets ·£or these trucks, that is, sixteen sets 0£ 
each, A, C, and E, whereas we have over a thousand fo_ur-wheeled vehicles in the service. We 
ha:Ve only ordered sixteen sets of each type. 

1532. That is, ordered up to the present? Ordered up to the present-yes. 
. 15.33. By Mr·. Hope.-You said if the work could be done cheaper here you would get it 

d~pe: ,_But !_suppose if you could do it at the same price, or nearly as cheap, you would ,have 
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1t done in the State? Most decidedly. As I say, I ·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 you had an opportunity of examining 
any of the Mount Lyell rolling-stock? Only the bogie wagons, sir. · -

1535. ls 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. I£ I may be permitted---- · : 

1537. Pardon me, one moment. You observe here, that the estimated cost given by the 
locomotive department of the Mt. Lyell 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 12s. lld.? · 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 erectior;i. Possibly, 
these returns of theirs may be from actual results of working at their own works. 

1540. You know that the tender f.o.b. in London, for fo11r-wheeled wagons, as ordered for 
the Government, is £30 IOs. ? Yes, sir. 

1541. Whereas tbe 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 M1·. Patterson.-That is the evidence we got yesterday-made to the Government 
standard ? Yes; but, mind you, as to 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 M·inister of Lands and Works.-W ell, 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 tour-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 Ml'. Driffield. Appendix H.] 
1545. By the Minister of Lands and Works.-That is the estimated cost of fitting· bogie 

~agons 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 if the Committee will permit me, 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. 

J.Wr. Patterson.-W e really do not want that. · 
1546.-By 1Jir .. Minister of Lands and Worhs.-I want to ask you again-you have answered 

the question before,. I think, but I want it brought out again. When you were making your 
· estimates for these brakes : can you give the Committee any rea~on why your estimates so far 

exceed what the actual price of articles has been, in some respects ? Well, I 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 mattei' 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 it 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 than 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. 8d. 

1548.-By tlte Ministero_f Lands and Worhs.-And what is the price now'! Well, so far as I 
can judge, sir, it is practically about the same, may be, a few shillings more. We might be 
paying £13. But I 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, cert~inly, hardly risen at all. 

1549. By Mr. Har.tnoll.-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 tlte Minister 0f Lands and Works.-N ow, Mr. Deeble, about the time taken in 
coupling aud uncoupling the antomatic vacuum brake, and the time lost in shunting. ls that-loss · 
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0£ 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. fWitness explains by diagrams.] 

1551. 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. 
1554. Mr. Driffield said it might take ten minutes ; what do you think? In that case there 

must be sometl;!ing wrong with the gear. I might explain, perhaps, that Mr. Driffield's are 
smaller pipes than these 0£ ours. Ours are 2-inch pipes; and Mr. Driffield's are the same as are 
on :the North-F,ast Dundas tram-1¼-inch. Ours, of course, is freer. 

1555. Did 1 not see an account 0£ · a trial somewhere in one 0£ the other colonies, where it 
took thirty-two minutes? That must be one 0£ the old ones. , 

1556. B:y Mr. Patterson.-That 'was through some defect in the brake-something got 
jammed.? Yes. That is why the vacunm 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 han.d brakes to fall back on. 
1557. B,y Mr. Hartnoll.-And without that you might have loss of timer Yes, if a con­

nection gets out of order, or ~nything. 
1558. Cannot dust do harm to your brake-gear? Yes, and in looking after maintenance 

that is a thing we look to very carefully. It is only a matter of strict attention on the part of 
those in charge. 

1559. By the Minister of Lands and Works.-! 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 rnshes in 
at the rate of ten miles a minute. So how long should it take? · 

1560. Will that release the brake, then? It 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;ifthere 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 it so. Of course, you might occasionally get 
one vehicle in six on your rolling-stock not working right, but very seldom. 

1564. I am only- thinking of this del.ay in' shunting? I do no.t think it is material. 
1565. By Mr. Hope.-Supposing you were working with a continuous chain brake, what 

time would y'ou 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.-! may ·say at once, Mr. Deeble, that you have thrown a flood· of 
light on the whole matter, I think the explanations 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. I 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. I will tell you, Mr. Driffield has told us, in his evidence, that his side-levers and hand 1 

brakes were in every instance utilised, and the only parts brought· out from England were the 
patented vacuum parts-wliich were brought out at·a cost-of £20? Mr. Driffield s stock, now, he 
tells me, is braked on all fonr 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 Mr. Meilbek's correspondence, .in which ~e 
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 wa[ons at a cost of £20 each? 
Yes. · 

1571. Where is the comparison between our cost of £32, or £39 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 stat~ment. ., 

1572. I am asking you about the trucks where they utilise the lever_ brakes. He says distinctly 
that he can fit the automatic brake complete, with duJy paid, at £20 a truck. Now, we are going 
to take all these levers off on our trucks? Well, as l said just now, we are having 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 type 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 prep~red 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 I have made . \ 
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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 mane)', 
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, arnl 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? Yes. 
1579. And you are keeping that in view ? Yes ; we are ·having sets made as economically a.; 

possible in Hobart and Launceston at the present moment. 
'1580. By the Chafrman.-And that saving is not in any way accounted for in the returns you 

. have sent us ? No. I have now gone about it in the most economical manner, using· all the olrl 
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 utilising 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 ~ay 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 ? 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 be 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 I do not know just how they do it. I believe they are 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 cylinder. 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 t,hat 
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 precisely the same-if the conditions are 
different, of course, your answer would not count--you could do it at the same price as them-£20? 
Well~ supposing they are paying £13 for their cylinders : then there are hose pipes and connections ; 
possibly, another £5. 

1591. By the 1Jtlinister 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 lOs. or less for all the forging. They could not do it. 'rhe money would almost he 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 quite right that you should 
protect yourself against? [No reply.] · 

Mr. 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 WoTks.-That fs another thing altogether. 'rlie 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 ? I 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 hQur, with a man and his assistant, black­
smith and striker? I should say that we should have about 2s. 9d. per hour. 

1595. Well, they have it here at 2s. 6d. ? I do not think that that would cover everything. 
1596. By .ilir. Ha1·tnoll.-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 t.he 
beginning of the following week, I will be able to tell you what the cost will be. 

1597. By Mr. 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 t.ime 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.S.I., R.E., on the Uganda railway, dated 
25th March, 1901. 

"(b.) In sending out, rolling-stock for the Uganda railway it does not appear to have been 
iiufficiently recognised that it principally consists of long continuous grades of l-in-50 and l-in-66, on 
which any failure of the engine-brakes would result in the whole train running away to destruction, 
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 1Jeen 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 be required at once :-

70 engines, at £110 each 
61 oil and water tanks, at £30 each 

200 coaching vehicles, at £40 each 
160 bogie wagons, at £55 each 
150 covered goods, wagons, at £30 each 
630 wagons, piped, at £8 each 
Examining pits at termini 

TOTAL-say 

£ 
7700 
1830 
8000 
8800 
4500 
5280 
1000 

£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-balancing savings in other directions, for safety from accidents, 
which otherwise will, I feel certain, be numerous." 

APPENDIX B. 
Extract from Report (dated 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 automatic brake on 
the Uganda Railway, but, in the event of its adoption, I 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 eminendy unsuited, and even dangerous, for 
heavy and continuous gradients such as exist on the Uganda Rail way. · 

"The automatic vacuum brake is much more under control,· and far safer under those conditions to 
which the Uganda Bail way is exposed." 

APPENDIX C. 
1 Hon. Minister of Railways, Queensland, Brisbane. 

0 

, PROPOSAL under discussion in Tasmanian Parliament equip all rolling stock autom11tic 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 o~ject in fitting Westinghouse to 
twenty-three engines, as per last-report? Do you contemplate eventually equipping all rolling stock with 
Westinghouse? Is automatic brake used for mixed trains now? Kindly cable reply. · 

.E. MULCAHY, Minister .of' Railways, 
25.10.'0l. 
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Hon. E. Mulcahy, Minister Railways, Launceston. 

Youn cablegram twenty-fifth instant : All latest locomotives, both passen~er and goods, equipped with 
Westinghouse brake, and nearly all carriages on thre.e 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 w~gons. 

JOHN LEAHY, Secretary Railway.~, BriRbane Railn,ay. 
26.10.'0l. 

APPENDIX D. 

'l'asmanian Governm~nt Railways. 

Chief Mechanical Engineer's Office, Launceston, 31st October, 1901. 

The Chai,rman Vacuum Brake Select Committee, House of Assembly. 

Srn, 
I HAVE the honour to reply to the question put to me this morning re brake levers on both sides of 

wagons. I beg to state that I have been unable to fi~d this in the Board of Trade Regulations, but I 
quote extract from the Enftinee·r 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 bo?k. Prepared and brought in by Mr. Ritchie, Mr. Attorney­
General, and Mr. Solicitor-General, it embodies a series of clauses which confer wide powers upon the 
Board of Trade in relation to the prevention of accide_nts. . 

"The following p1·ecis will serve to show the nature of the Bill :-'rhe Board of 'rrade 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 re!lloving the dangers and risks incidental t(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 1lfechanicnl Engin~er. 

APPENDIX E. 

ESTIMATED Cost of Equipping all Passenger Sto_ck, Engines, Bogie Wagons, and 50 per cent. of Four­
wheeled Wagons, and Piping Balance. 

(Select Committee, Question No. 726.) 

Re-estimated cost of material ordered ..... : .................... . 
9 bogie carriages, at £54 lls . ................................... : .. . 
42 carriages, 4 and 6 wheel, at £35 9s. 4d ..................... . 
17 brake-vans, 4 and 6 wheel, at £40 ......................... .. 
22 bogie wagons, at £58 13s. 9d. .. ............................. .. 
516 Wagons to brake, at £35 9s. 4d ..................... ,. ....... .. 
564 wagons, piping only, at £6 9s. 8d . ........................... . 

'l'otal 

.£ -~- d. 
ll,432 19 4 
. 490 19 0 
1489 12 0 

680 0 0 
1291 2 6 

18,300 16 0 
3656 12 0 

£37,342 0 10 

WM. R. DEEBLE, Chi~/' Mechanical Engineer. 

Chief Mechanical Engineer's Office, Tasmanian Government Railways, 
Launceston, 5th November,\1901. 
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APPENDIX F. 
,COD PLINGS, &c., BROKEN. 

Date. 

June 22, ] 897 ... 
June 4, 1898 ...... 
July 10, 1898 ... 
August 6, 1898 ... 
September 5, 1898 
Dec. :.!6, 1898 ... 
January 18, 1899 

-March 25, 1899 ... 

April 19, 1899 .,. 
April 28, 1899 ... 
May I, 1899 ...... 
July 3, 1899 ...... 
August 7, 1899 ... 
October 20, 1899 

October 29, 1899 
Nov. 21, 1899 ... 
Nov. 27, 1899 ... 
Dec. 26, 1899 ... 
January 30, 1900 
February, 5, 1900 

.. March 15, 1900 ... 
. March 24, 1900 ... 
July 13, 1900 .... 
April 30, 1900 ... 
Sept. 26, 1900 ... 
Nov. 9, 1900 ...... 
Nov. 26, 1900 .... 
July 5, 1901 ...... 

March 19, 1901... 
March 29, 1901. .. 
April 2, rno·1.. .... 

4-pril 6, 1901.. .... 
June 7, 1901. ..... 
January 19, 1901 

Remarks. 

Coupling broken leaving Hobart 
:Whilst passin!;\" Claremont 
Whilst ascendmg Tin Dish Incline 

Two side-chains broken whilst ascending Broadribbs 
Detached when coming into Conara 
Coupling broken, Tea Tree 

Ditto, Cleveland 
Carriage and van derailed, permanent way damaged, on 

Strahan-Zeehan Line 
Coupling broken, Antill Ponds, whilst shuntinp; 
Tender coupling broken between '.{'unbridge and Ross 
Coupling broken, Antill Ponds 

Ditto, Snake Banks 
Ditto, Evandale Junction, whilst shunting 

Coupling and side-chain broken between Westbury and 
Hagley 

Coupling broken at Hobart whilst shunting 
Ditto at Ross 

Car coupling broken at Devonportwhilst shunting 
Truck coupling broken when leaving Claremont 

Ditto discovered broken on arrival at Evandale Junction 
Ditto ditto at Conara 

Truck coupling broken starting from Tunn.el 
Ditto discovered broken on arrival at Conara 

Engine coupling broken running into Scottsdale 
Truck coupling broken, Bridgewater Junction 
Van coupling broken, Lisle Road. 
Horse-box coupling broken at Ross whilst shunting. 
Carriage coupling broken when leaving Breadalb3:ne. 
Truck coupling discovered broken on arrival at Evandale 

Junction. " 
Ditto 

Engine coupling-link broken whilst ascending .. Tin Dish. 
Ditto broken, Brighton Junction. (Two engines 

_. coupled) . · 
Car coupling· discovered broken on arrival at Parattah 
Truck coupling broken entering Evandale Junction 

D~ . 

BRAKE CHAINS BROKEN. 

185 / October 28, 18981 Brake-cha~n broken, Parliamentary special. 
391 June 29, 1901 .. . . Brake-cham, van ADX 2. 

50 

60 

45 
344 
,456 

TRAINS PART IN G. (See attached st"itements of drivers.) 

June 11, 1897 . . . . Strahan-Zeehan Line. Driver 1·an about a mile before 
discovering mishap. . · 

June 1, 1898 .... Western Line, between Westbury and Exton. Ran about 
a mile before finding out. 

January 19, 1900 Main Line, near Clarendon. 
June 10, 1901 ... . Western Line, leaving Deloraine. 
August 6, 1901 ... Engi_ne·coming out of G~enora. Drawbar broken. 

WM. R. DEEBLE, Chief Mechanical Engineer. 

APPENDllc: G. 
94, Davey-street, Hobart, 9th November, 1901. 

I HAVE the honour to in~6i-in 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 are p1pecl. 

Ten of the nietre'-gaiige lines, with 4138 coaching vehicles, do not use any automatic brake at all ; the 
remaining lines nave 2566 coaching vehicles~ out of which 692 are braked, and 98 piped. , 
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As regards the goods wagon11 for all lines, the number fitted is ~o infinite!!limal that it may Be said th11t. 

the braking of 'such vehicles has not yet begun. · ' · 
The broad-gauge :lines pay over five per cent., and the p.1etre-gauges average sixl.and-a-quarter per 

cent. on a total capital of over £175,000,000. 
I have, &c., 

GEO. E. MOORE, JU. Inst. C.E. 
The Chairman Automatic Brakes Committee. 

APPENDIX H. 
Hobart, 13th November, 1901. 

DEAR Sm, 
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 Specification:; 
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,. Suptg. En91·. 11ft. Lyell Goy. 
Parliament House. 

APPENDIX I. 
EsTIMATED Cost of Equipping 4-wheel wagon_s, with combined hand and automatic continuous 

vacuum brake, ·other-than patent parts, utilising as far as possible material of old side-lever 

brake, and manufactured in the workshops of the Department. 

Automatic Vacuum Brake ...............••..........• 
·Hand brake and necessary forgings for combined brake .•••• 

. Labour erecting ••••• · •....••.......•••....••.•........ 

Total each .................•........••. • •. 
Estimate 5th November, 1901, each ............•.. , .... , , 

Saving, each .•••....................•..••.• 

Estimated saving equipping 55 per cent. of .4-wheel stock; 
512 wagons, less 48 sets ordered-

Estimate, 5th November, 1901 .•....••.••• · .......•.. 
Saving 524 at £6 19s. 4d., each ................•• , • 

£ s. d. 
16 10 0 
JO lO 0 
1 10 0 

28 10 0 
85 9 4 

6 19 4 

38,965 2 2 
8,650 10 8 

Final ·estimate. . . • • . . . . . . . . • • • . . . .. . . 35,314 11 6 

Equipping all stock-
Estimate of 5th November, 1901 .......•...... 
·Saving, 1080 at £6 19s. 4d. each .................... . 

Original Estimate .................•....•••..........• 
Final estimate. . . . . . . . . . . . . . . . . ................•...• 

Total saving ........................... • . •. • 

53,.574 11 10 
7524 0 0 

46,050 11 10 

55,188 5 0 
46,050 11 10 

9137 13 2 

WM. R. DEEBLE, Oltief Mechanical Engineer. 

22.11.'0l. 

MEMO BY COMMITTEE ON ABOVE. 
Final Estimate. . . . . . . . • . . . . . . . . . . . . .•••••..•.......•• 

Less 50 per cent. wagons 564-at . . . . • • • . £22 0 0 \ 
. Cost of Equipment,,estimated at . . . . . . . . £28 10 0 
Less saving on cost of piping............ £6 10 0 

£22 0 0 

46,050 11 10 

12,408 0 0 

£33,642 11 10 

WILLIAM A. GUESDON, Oltafrman. 
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APPENDIX J. 

TELEGRAMS EXPLAINING PART OF MR. DRIFFIELD'S EVIDENCE. 

"To E. c. DRIFFIELD, Esq., Mount Lyell Railway Co., 
Mo~nt Lyell. 

"YouR estimate of cost of brake equipment to four-wheeled· wagons not quite cleal' to Committee. 
Will you state exactly cost of importing patented portions of vacuum· brake and fitting same to existing 

. hand-brake gear? 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 valu(l should 
be made from the full amount of thirty-two pounds-hope this is clear to you. 

To W. A. GuEsDoN, Esq., M.H.A., Hobart. 

.JOHN VAIL, 
•oTIUl.Nllli:NT PltINTER, T.A.l!lM.U.U .• 

E. CARUS DRIFFIELD. 

/ 


