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PROGRESS REPORT OF COMMITTEE. 

Presented by Mr. Chapman ; · and ordered by the Council to be printed. 
September 17, 1878. 

' 



PROGRESS REPORT of the Select Committee appointed to enquire into the present 
State and Condition of the Main Lin~ Railway, and all other matters in connection 
with the said Railway and the Tasmanian Main Line Railway Cqmpany in respect 
to its transactions with the Government of this Colo"!/; appoiated 3rd September, 
1878. 

THE Committee have the honor to report that, having taken the evidence of Mr. Solly, Assistant 
Colonial Secretary, and of Mr. Midelton, the late Engineer and Locomotive Superintendent of the 
Tasmanian Main Line Railway, they deem it of importance at this juncture to report the same to 
the Council. 

The Committee desire to reiterate the opinion expressed in the Report on this subject during 
the last Session; viz.-'l'hat a Bill should forthwith be introduced into Parliament to provide for 
the Inspection of the Railway and Rolling Stock. 

THOS. D. CHAPMAN, Chairman~ 
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MINUTES OF THE MEETINGS. 

Mn. CH:A.l'MAN. 
MR. GELLIDRANI' 
MR. GnUDH. 
M,R. ROBERTSON. 

MEMBERS: 
MR, JAMES LORD, 
M•R, DODERY. 
MR. AIKENHEA.D. 

WEDNESDAY, 4TH SEPTEMBER, ;1878. 
Committee met at 12·30 P,M. 

Present-M9ssrs. Chapman, Dodery, Aikenhead,.Grubb, Robertson, J. Lord, Gellibr_all_d. 
Mr. Chapman was elected Chairman. 
Mr. Chapman proposed to call witnesses; viz., Mr. Solly and Mr. Midelton. 
The Committee ,adjour11ed at 1 P,M. tin l,0·30 to-morrow . 

. THURSDAY,· 5TH SEPTEMBER, 1878. 
• Committr.e met-at..:J.0·30. 
Presenl-M essrs. Chapman, Dodery, Gel!ibrand, Grubb, Robertson, Lord. 
The Committee adjourned at 1 P.lll. until 10·30 on Tuesday next . 

. TqESDAY, 10TH S~PT~;t\U3E~, .1878, 
Committee met at noon. 
Pr~senl-Messrs,• Chapman, Grubb, Gellibrand, Robertson; Dodery, Aikenhead. 

'Mr. Micit>l1 on attended the Commit.tee, and produced a copy of the Report to the Directors of the T.M. L; ·Railway 
in London in February, 1877, (see Appenrlix B.); also a letu/r from Mr. C. H. Grant., General Man~ger of. t,he 
Company, dated 7th February, 1877, requesting him to make a full report of the engines und rollin1fstock, (see 
Appe11dix C.)_; also account of three accidents, (see Appendix D.) 

·The Committee adjourned ,at P,M. until Thurfiday, ·11•30. 

THUR,SDAY, 12TH SEPTEMBER, 1878. 
Committee met at 11·40. 
Present.-Messrs. Chapm11n, Dodery, Aikenhead, Gellibrand, Grubb, Robertson, James Lord. 
Mr. Midelton attended the Committee, read, and handed in a Report of T. M. L. R. Carriages asked for in 

0 Ques1ion 9, Sept. 5th, (see Appendix E.); Report referred to in Question 10, (see Appendix F.); and Report ot 
Locomotives, Question 7, (see Appendix G.) · . 

The Committee aujourned at l ·15 until Tuesday, September 17th, at 11 A,M, 

TUESDAY, 17TH SEPTEMBER, 1878. 
The Committee met at 11 ·45. 
Present-Messrs. Chapman, Aikenhead, Gellibrand, Grubb. 
The Committee decided to report progress to the Council-this-day. 
The Committee adjourned at 12·35, sine die. 



E V I .D ENCE~ 

THURSDAY, SEPTEMBER 5, 1878. 
MR. T. MIDELTON examined. 

By the Chairman.-!. Your name is Thomas Midelton, and you were the Engineer and Locomotive Superin• 
tendent to the Tasmanian Main Line Railway ? I was. 

2. You receiverl that appointment in Engiand? Ye.•, from the Board of Directors in I :::"don. 

,,,. '3. Prior ,to your appointmPnt to _the 'l'asrrianiari Main Line Railway, what appointments hai. you held in 
Englautl? I served_jny i.ilile ori the Great We8tm·ii Raihvay in Ii.;64. under Sir D>;mi.-,1 Gooch and _his brother
W. F. Goo,·h, and whs for five years iri the Gre,1t Western Works at Swilirlon. At'ler leaving t!H•re I went to Messrs. 
Beyer "and Peacock, Manchester, one of the largest locomotive manufactorie~ in. Britain, I was. there as a workman in 
the shops and suhseque11tly in the drawing office, I remained with the firm about eighteen months. After leaving that 
fi:rm, I w,entJo the Vulcan _Fouuqry,_abou~25 miles from Manchester, which was under the management of Mr. Wm • 

. F,.G-ooch, !Jil~_of my Jormer employers at Swindon, am! rl'mained there about nine months .. After that I ~verit into the 
service of the Great Eastern Railway Company at their great running ~heds at Stratford-le-Bow, as ini.der-t'oreman, an(l 
aft~rw,ards. as_ principal foreman, where I remained about 14 or 15 months: these running sheds are the largl'st in 
En'glan<l, al',oiit 130 riinniilg engines in steain dai!r, a'rid 22 under const,\nt repair. AftPr that I entered th~ service of 
the Vacuum Brake Ccdr\piiny~ as en!!inPer, at ii salary of £400 per annum, and fitted trains on several railways ,vith 
that brake. While employed on the Vulcan works I extended their workshops, made the drawings, and saw the 
works carried out. While in the service of 1he V. B. Company I rf'ceived n letter from Mr. Davison, the Secretary of" 
the Tasmanian Main Line Railway Company, asking me, by order of the Directors, to take the appointment of Loco
motive Superintendent of their works in this t;olony, ":1ntlasking me what salary I should require. After that some cor-
respondence took place betw1;1en me anrl the Com paiiy, and several interviews with Mr. Sheward, the Chairman of the 
Company. and Mr. Davison, the Secretary; and I then accepted the appointment at £500 per annum for thrPe years 
ae engineer and locomotive superintendent to the Tasmanian Main Line Railway Company, with the distinct promise 
from Mr. Davison that in tl).e event, ?f Mr. Grant.leaving t~.e Colony, Y(.hich .he was ex,pected to do within ~ix ino·nths 
·after my arriv-al here, -l shoul<i ~uc~eed h_im a)! General Manager. Mr. Sheward, the Chairman of the Company,. 
,gave _me• a _disti_nct -promise ___ th~t _ ,if I remained in the service of the Compan:y and gave .satiiifoction :I 
should atter the first tw!)lv!l months 1"eceive _sub~tantial addition to my salar¥, this w~s irrl!specth·e .of my 
receiving- the appointment of General Manager, as promised by the s ... cretary. I remain.-,d in the employment 
-~f' t_he <?~ni"pa~y until ,!h~ :4Jh _Apri_!, 1878. 0 l.Jnder ,my agrrement the wor~shops, _Perman~nt way, a~d rol!illg 
,stock were un'cter my d1~t_mct c,harge; but -I found_ Mr._ Grant, the manager, contmually ~nterfermg rn a most 
·irregular man_ner, ·goi11g among the !Jlen counterlllanding-my orders, and himself giving direct qrders to the men, 
·contrary_ to recog:nised r_uJ~s a_q}l,. <iiscipline 'i~ all well-regulated establishments._, Under .3uc,h circumstaudis I 
:foiirid it impo-sible_to cond_uct_affairs in a proper manner ~nd to dischai;ge II1Y. duties satisfa,·tqrily. _For instance, 
!Jie ~vould ·frequently order _me to. -sen,d enf!jnes qut to work the H11e which 1 .had previously informed him we:re
unsafe, and in such a state as would not be allowed to run in England; and in several instances engines so .sent 
out came to grief and unabl!' to perform the journey they were ~ent out to do, and I was thereupon blamed by 
Mr. G'railtfor sending the~ "out, although I had vreviously warned-him that they were totallcr unfit for 1he work .. 
. '\l: Un'der wh'iitc.irciiiiistliiices'ciid y'ou leave the Comp"ariy,? It WAS my-ordinary ,practice after an engine;hiJ.d· 
been altered or repair.ed to take her out for a short trial trip mysplf~ and on the _4th April, about noon, I took No. 2-

·'ehgine alo'n·g iije 'liiie to 'Risuori RciiiiJ 1to 'try }ier, arid ·fou'rid her pPrfoctly1satisfoctor.y. Having ,previously.telegraphed 
'~o'B'ri"'htiinfil'l:lli:ick1\hll Jin·e;ii.ndii'eceiv•eua·repeate<I riies~agH:hy which it'gave me the key"of the road as fan1s Bri~hton,. 
'upon leturning 'to-tl_-i'e 'stii'tfon at 1Hoba·r~ To,vn in•iiuout 1half·ah hour I found M-r. Grant'had sent a message to Brighton 
)station 1instrtlcting'tliat stittioh~,n·aster ihat l'had ·been disfuis•Pd, and to lock'tbe:rioints and stop:iny ipro'gress,.aniYto
repeat that message to Jerusalem and Campania, ·At 3'30 in the afterrioon 1I received a letter from l\fr. Gfant 
di~J,Jensin"' with my services, and subsequently Mr. Grant paid me the sum of £200 and we agreed to cancel the· 

1agreeme.h"L 
'i>. Ho~• many. !ocoinoiives 'had 'fou ·under );our charge'? -ElevE'n. 

6. Can you give the Committee a gener~l or detailed r,.port of the condition of' ea~h of those locomotives duri,i_ig 
the present year? I can; and I will furnish you to-morrow with a copy of the report that I furnished to the
directors in London in February, 1877. 

';'. Ca11 you give the Committ_ee. a full report of each engine up to the time _you left? Yes, and I will furnish 
:•tile 'r'ep<lrt 'froih :Febru\iry, :i!:l77, 'tu'the ·preseut time 'at the next meeting. 

8. Have you furnished the Directors with any report as·to·the condition of the passenger carriages? Yes, it Was 
embodied in my report to ,the Dir~ctors in February, 1877, . . 

9. Can you furnish the Committee with a'report of·thefr ·condition up to:April 4th, .1878? Yes. ,I ·can,--and W:ill 
do so . 

. 10. '·ban you frithiJh'tlie 'Comniittil'e ~ith ·a genertil'report of the'periifanerit ·,vay up ·to"the ·same· p•eriod? I can, 
and will do .30, · 

.,-,. , ll. Ca,n yol);fm:nish-th_e_ Com_mittEJe with full particu~ars, of the permai1ent, Wl!-Y nnd_. rolling stock, and general< 
condition of th~ Railway when you left the sPrvice of the Coinpany? Yes,-1 can, aucl will do so, 

MIR. SO:LL Y ea·ci.tnined. 

12. Your name is:·,Benjamin Travers·SoUy·and-you are A~sistant Colonial Secretary? Yes. 

, "13.: Ca'ii"you ·produce·to the· Committee any report of, Mr. -w.: Clark on the 'Tasmanian Main· Line flailivay ?' 
;Tlie· only 'd'o'cU:menf th'at·I 'a\n'aWare of 'was hid '011 'the'Talile o"f the Counl!il' by the Horiorable Colonial Secretary-
yesterday, which I hand in. (See Ap'p'endix•A:) 
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MR. MIDELTON re-examined. 

14. Several accidents having occurred on the Line since it has bePn opened, can you inform the Committee 
whether those accidents have occurred from the faulty construction of the engin<'s or the permanent way 7 I can 
show in thr('e di~tinct casns where the accidents were from the faulty condition ot the permanent way, nnd numeroua 
instances owing to the faulty construction of the imgines. I can furnish full particulars of each of these cases from 
my papers if required. 

15. Will you do so at the next meeting? Yes, I will do so. 

THURSDAY, SEPTEMBER 12, 1878. 
MR. MID ELTON examfoed. 

By tlte Cltairman.-16. By th~ report handed in you speak of three tons of iron rails being in most of the 
carriages with a view to steady them? Ye3; I presume it was with the object of steadying them. 

17. You refr.r in yo11r report of having fitted them with the usual laminated spring, and the carriages worked 
'Well ever since then ? Yes. 

18. In )"Our opinion are the carriages in safe working order? Yes, as safe as they can be made for the design 
without reconstruction, but totally unsuitable for the narrow gauge and that class of line that is with the sharp 
:mnes and grades. 

19. Would the carriages he safer and more suitable for the conveyance of passengers if the seats were transverse 
-instead of longitudinal? Most certainly, as there would be a more equal distribution· of weight on the axles. . 

APPENDIX A. 
TASMANIAN MAIN LINE RAILWAY. 

"Mm,IORANDUM. 
'THE opportunitS' 1 bad of forming an opinion of the line is from having trnvellPd over it as a first-class 

·passenger from Launceston to.Hobart Town in February last; and I rc•turned to LauncPston in the Guard's van at 
the rear of the train, standing for thr greater part of the distance on the platform, the better to enalile me to observe 
the liue. I did that at the request of the Agent to the Company, C. H. Grant, Esq., C.E. 

Mr. Grant has al8o placed in my hands for perusal the Contract between the Government and the Company, 
·and betwPen the Compnny and the Contractors, together with some voluminous correspondence on the subject of the 
dispute between the parties. I was asked by him to give my opinion, aftt"r the opportu,,iry I had of obs..rving the 
line, as to its construction and condition; and I may here rrmark that I am very unwilling to a.ssun·e what may be 
considered a partizan view of the subject, for I have no personal interest whatev1.r therein. I do give my opinion, 
however, with a hope that what strikes an impartial observer may assist in leading to a compromise by all 

· -the parties interested. 

The Schedule annexed to the Contract between the Governor of Tasmania and the Company, dated the 15th 
August, 187 I, provides that the line "shall be constructed of the best materials and in a thoroughly substantial manner." 

Standing alone, and supported by an equivalent price to be paid for it, this mil;!ht be tu ken to cover all the 
conditions which would enable the line when constructed to compare with such a line as the LnuncPston and Western 
Railway; but some of the other conditions must be taken to modify this view very considerably, so lnr as the 

. "thorou;.thly substantial mnnner" is concerned, seeing that the rails are 40 lbs. per yard, and the estimated cost of 
133 miles, and its equipment, was but little over £4700 per mile. 

With regard to the "best materials," the principal item of which is the rail-could this be taken to include 
steel rails? Under the circumstances existing at the time the Contract wns made, so very different to the past two 
years during which it has been opened for traffic, 1 do not think steel rails could have been required, unless specially 
mentioned in the Contract. 

The ballast, sleepers, &c. may reasonably be considered the best procurable. 

The Schedule provides that the route of the line, kePping as near as possible to the existing centres of population, 
shall be subject to the ju<lgment of the Company's Engineer. · 

The gauge shall be 3 feet 6 inches; the weight of rails shall average 40 lbs. per yard; the slePpers shall not be 
· .Jess than 6 feet 6 inches long by 8 inches X 4½ inches in brearlth and depth, to be half round or square timlier. 

The bridges shall be constructed of timber or other material as the Engineer to the Company may direct, subj~ct 
to a condition as to strength. 

The ballast to be not less in width than 8 feet 6 inches, and not less than 18 inches in depth from top of rail. 
Curves not to be less than 4 chains radius; no gradient to be less than l in 40. • • 

Station buildings may be of timber or other material, as the Company's Engineer may consider nece~sary. 

The minimum average speed for one train each way daily shall be 23 miles per hour. 

Taking into consideration the cost of labour in Tasmania, the high price of rails and rc-lling stock nt the •time the 
Contract was-made, and the amount of capital on which interest was guarunteed by the Governrnen~, all the con
ditions, with the exception of the last, would indicate thaL the line should be economicully constructed, suited for light 
traffic, and also for speed not exceedi11g an average of 15 to 16 miles per hour. 

The very difficult nature of the country th,~ough wh!c~ tlie line is carried fur a consid~rable porti?n of its length 
would involve an unusual amount of study anr.l surveymg, and the Contractors hac.J a right to avail themselves
within reasonable limit-of those conditions of the Contract with reference to curves and gradients permitted by the 
Contract in order to lighte'l the work as fur as practicable; in such a country it would huve been easy by small im
provements in direction, &c., to have exceeded the contract amount, which could not reasouably be required. 
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I noticed one or two places where, to a ca~ual observer, some improvement might be made in easing the curves; 

but I would not be positive of this with<Jut a better opportunity of judging. 

The curves, I believe, are but in few cases less than 5 chains radius; and, so far as I could judge, the limits of 
the Contract in this respect, and also in the steepnel!s of gradients, do not appear to have been exceetled. -

The rails, I am informed, are all 40lbs. to the yard, and therefore fulfil the Contract requirements. 

I- noticed that several sidings bad been put in, which I do not find are required in the Contract. 

The rails appPared gPnerally to be in gootl order, with a few trifling exceptions; laminatPd or imperfect rails I 
-did not see: and I am inforll"ed by the Agent that the hard Bt>lgian rails which were objected to at the tirnr. the line 
was completed, am now standing better than the more approved English rails: this is not incompatible, the 
i:inperfPct rail:s would, in the early days of the traffic, speedily become apparent, and would be removed,-the harder 
character of thf' iron in these Belgian rails would- resist crushing better than the softer material; however that may 
be, I ,aw very little in the condition of the rails to indicate any more wear than may be expected under the heavy 
engines which they are required to pass over them. 

The slPepPTs appearer! to be sound and good, and, where I had the opportunity of inspecting them closely, I saw 
none of the hulf-round description which are admissible under the Contract. · 

The ballast appeared to be of good quality throughout the line; for short distancPs the sleepers were not covered 
;and they could be seen; but, generally, the line appeared to be in good running condition. 

The briclge•, I observed, are some of them constructed with masonry piers and timber superstructure, some are 
-entirely of timbPr; in all cases the timber work appeared to be somewhat unusually heavy, due probably to the use 
of colonial timber; I saw no indication of insufficiency of strength. 

The culverts I ob~erved were some of them of masonry, others of tim her; so far as the masonry in these and the 
BridgPs is concP.rnrd it is in excess of the Contract requirements, and I should think more costly, as they certainly 
-are of more permanent character. 

As to the sufficiency or otherwise of the waterways under the line I. am, of course, quite unable to give any 
-opinion. 

': In this matter I should think that the experience of some 5 or 6 years now obtained is better than any opinion; 
-and if-as l am informP.d-they have been. fairly tested by storms and floods during their existence, without tailure, 
.I should be disposed to accept this as a proof of their sufficiency. 

The Stations (with the P.xception of that_ at Hobart Town, which with the shops are of ashlar masonry, and very 
substantial structures) are of timber; they appeared to be fully sufficient to the first requirements of a line of that 
character. 

· Speaking generally it appeared to me, undPr the circumstances of the case, that the Engineer has completed such 
a line as I should expect to fir,d under the conditions rl'gulating its construction, and quite suitable. to carrying all the 
traffic, providrd only that the one which requirrs a speed of 23 miles be relaxed; I am, of opinion that rhi~ speed, 
which in the pr .. ctical working of the line means a much higher rate, is quite incompatible with the construction 
of any line of the light character indicated by the conditions, and traversing the country between Launceston and 

· Hobart Town. 

Wirh regard to the Rolling Stock, I cannot speak quite as favourably; some of the engines, I am informed, 
have a weight of 9 tons on each axle, 4 wheels coupled with bogie in front; these are far too heavy for the 40 lbs. 
rails on which they run, but expnience has pro\'ed that engines of this weight or near it are necessary to· move the 

_trains at the required speed; it involves, however, not only considerable ·expense in maintenance, but the early 
-destruction of the line. · 

'l'he trucks nppe.ar to be suitable to the line, and run_ easily on their 7ft. wheel base; the passenger carriages, 
which have a wheel haw of 10 feet, are certainly unsuited to the line and quick curves: their very light cun~truction, 
the frequent recurrence of reverse curves, and the rapidity with which first cine side and then the other of the carriage 
mount:, the 4 or 5 inches of elevation given to the outer rail, render travelling in them very r_ough, and, _I have no 
doubt, unpopular with passengers. 

. . I should ·ad~ise that the passenger carriages be as early as possible replaced by others of the American tvpe, 
- having bogies at each end, and generally of a more substantial character. · _ • 

The Company, I am informed, have sent out from England 700 tons of 40 lb. steel rails for renewals, and 600 
tons of deep heavy rails to match those of the Launceston and Western Railway for the 3rd rail to Junction at 
Evandale; and, moreover, they purpose sending out 1000 tons of 55 lb. steel rails for _renewing the curves and heavy 
portions of the line, should the Government make friendly appr·oaches. · 

Several now locomotive engines, I am informed, are.also ordered, and from what I hear they are of a different 
0 -and more suitable type to the 11ecessities of the line. All this is entirely in the right direction, and I should hope 
that all these concessions, which are not strictly required by tlie Contract conditions, will induce the Government 

-·to relax their po,it.ion; and the first result of this in the interest of the public and all concerned should be to reduce 
; the speed to 15 _miles per hour as an average. 

The. fact of the train service having for t\VO years complied with the Contract, and happily without fatal or 
-'"serious accident,. should, I con~i.Jer, fu!Jy satisfy the contract condition; and great responsibility attaches to those 
· through whose instrume11tality the speed, and consequent danger, is maintained to comply with a mistake in the 
· original 11grPPment. To travel such speed, and carry such weight, the rails, &c. should be of a much heavier 
· character, such as are not comtemplated}n the exisiting Contract. 

I think that the Government and the Company should make mutual concessions, and terminate as speedily as 
possihle the. J!resPnt di~pute, whic~ is no_t onl)'. _injudo~s to the Company but to the Government also, should ·they 

'. -contemplate further railway .extension with Br1t1sh capital. · 

Welli~gton, N.Z., April IOtli, 1878, 
_ W. CLARK, Mem. Institute C.E. 
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APPEND(X 
J 

B; 
. . Tasma7!ia11 llfain_Line Rnilway OomP,a,ny, Limited, 

General Man·agiir's Office, lli,bart Town~ 7tli l·ebruary; 1877. 
l\Jy DEAR S1n, . ··i ..• 

BY the la~t Mail I .received such. very .emphatic instructions from Mr. G. Sheward (our Chairman), several times 
repeated, in a Iring iettii'r, that i miilit comi~unicat~ theill, arid aslc. your kind iittention thereto. 

Referring to the .Loari th~ cJriipaiiy propo~e }"aising; a~d ,~hich inay be effected within the next two months oi-
eo, the Chainnan states~- . · _ 

. . . • { ,. I •, I, • , • i. • ·.
1
.l •, , . L 

.. "S4ould we grt this tn(!ney Wll sho!)l_d of course have sori1ething to spent! on rolling 1s~ock,., I ~vish to. have ,1\1, 
cle'1r ,and _concise detailed• acci>nn~ and report of. the sta.te of. Pach engine; carriage, .true);:, &c. you 4.a~e in. ~~-e .. '1_',eU 
Mr. Mi<lelton to ri_r£>pnre it, with.any notPs h_e may think propertci make; .. read it_ yourself, and make aiiy obscr,t 
vations you may think proper,-above all 1 should wish to kno"iv what engine is most likely to work your traffic 
properly;'' · , 

' ' ' . · • , : \, l l . ' . : . ·, . , ~ 't ".J 

- In comipendil}g thfs mattf:lr to your kind and prompt attention, it is necessary I should advise you that only 
the sinnll sum of £12,000 bas bPPn allowed in the estimate~ of the Coinp11;t'ly for '! Rail~,,. 2 new engi_nes, ,n:mteri_a!s to 
he sent from En2la11d, &e.," which amount would all .b1i. well e:icpen'ded in ruils only. I ,wo!)ld 1io1; th.er~_ti,r!!, a~k yo~ 
~o take the trouble of recommending any expensive alterations or renewals of stock, seeing that it will be long before 
the Company's rileHns allow of it. 

• ' • • _, • l ' ', • J .' • •• • , , , •,. • ~ • : • I• , r J 1,,, ', , , , ', ••: 'J ' ' 1 • 

In remarking on the new engines I would also ns traffic manager suggest that they should be even n1cire, rather 
than l_ess, pow .. rful th,m the present engines; less than 20 vehicles. is a ,poor train _to. take over any line, and our 
limit is now 9 loacJed trucks, two carriages, nhd vun, which I consider a barely paying road. 

Youis T~ry trt.ily, 
THos. l\1IDEr,T9N, Esq. C. H. GRANT. 

True copy, 

E. F. BARNARD, Clerk ,L,~ista11t of the Legislative Council. 

APPENDIX C. 
· 1 , • : n · , · • : i: r1 . ' ! · : · . · • · , , 1 • • • ; : ; ; • , •• • • • , • 1 , , • , - - • , • • • • • • . • , ; , , ~ r . , , _ , , 1 
,fi;EREU:NDER_is copy of, -~Y J~eporr.,,in,~q~ord\1,nce ,wip1 in_struction~ received ,fro!ll, G. Sh'e~aril,. Esq;, in· Eiigl~nd, 
and 1 .. rters from J. R. Davison; 'da'.t,id 19th '"Jani.Ian·, lt,77 •. l3th April, 1877, to me. He 11.lso ,vi'ote .'to Mr. Gri,.iit, 
letter duteri 151 h March, 1877, again refnrin,il' to this ilr.port; anrl .\·I r. Griint ,vrote to iiie o'n ilie 7th Fclbru'ar)', 1877, 
,al_\ldng(or Report. to send h?mt)., ,J.ari;ivecl ,~n.,.~lop:Jr.t '.J'c:i.w~, .J.ul,Y 15!~ 1~7,6,, a?,? <l!_d ./)?~ likJ t<;>, .:ve!1tµr~ 01'. p:i.nking 
.a,~eport.,r?o pqr1·w~Iy, ,Ull(I/ .I hnd fl\llY :~r•;n ~hr-, ,l~m,;~:i,id,/0~!)9~' st~~k·, -~~'.-1 tlm~) -~~c:>qtcI .. n,ot_ ~~llk~--~ny_ -~tatement 
which I m1g-ht afrerwurd~ regret; comequenrly I did not commence my Report till the elate shown l:icreunder. 

(Copy Report to G. SHEWARD, Esq.) 
:·,. ·. Hobart To1u11, 19tlt Fcbnim-y, 1877. 
DEAR Sr'.R,. u,:;. l'I ·• ("J_,:J, •~.-- ;: .• Jj( .!. ;., .. :" . . :..,'.Ti--~;,:, I r:' '•'II~!;! ; :, ' l"('i!. ''{'n·, . \ ., •''Ii" . ;, f·' ., ,, •• I '"r· • ( • 

! ,.,.,' 'I ,II.+ VE xecei,yed, ins~r~qti<,>p.s, f1:om ,Y~-~' t]irQnglJ, Ml'.i ~ra~t, iii, 'a, 'l!)ttej•, ff9'-r? ,NJii ~a~ec!, ~th, iji~timt,, to :pr,epare 'a' di),fail~d 
._aqCCllJIJt-ot.the ,sJate ,of, thq:olling stock on this line; and beg to have the honour of submitting the following Repo1't, 'm 
obedi~n.c~ ~o your.co.mmanq~. , _ . _ . . . . . . . . 

1 /.;,. J • '' '
1 ' '""'··' •· ,., .. ). •JJI• ,., ~!•..,. •\·,,:, .. ~ . • ·L ,,;,!;~•-'• -;,j1 'J,' 1•1,.;,'.,i1!1: ', , 1.),1'1;,,: · I f• PJ· ·,1," l• •• • ,•;.., 

Locomotive Engincs.-The fh-st thing to consider in dealing with this subject is the.loads to tie hauled, rate of speed, ·gradients, 
curves, strength of rails. &c. 

· : From Hobart Tow!). to Antill Ponds .. (~8.,;miles) is·.the heirvJest, p~rt ,o(pu1; r~a\l,_,\l:nd -~~ K\ill c_>f,~l]arp,_c_urve~,a,nd heavy 
-grades, and I .con_sider. to.maintain ,the contr~ctsp_eecl of .~3 ,mil~s·l\n, µ,o.ur ~n o_urj,0 19_. Jil\illl_,th~t. NI ,"!'\1,e~l , shoulq. ·~ear _on,. t)!e 
,rail ,with a.greater ,force t~ian,thr,qp ,tpqs,;; ,CO\)seq1,1~:n!1Y. al~.9.'-1r, eng\TT9~ 11,re, ~w~h too,)ie~yY;,.~,h,e S?ve,n. goods engip.e~ ~spec,i_allY;'S,o, 
,~~,they ,hay~ .be~11;ani\-~t.1.I,l_ l}~'.e, i'Hn{o,~·.tup.l_lt~ly,,,i;~1,11,1,11,1!)", w~th, e_1_g~t ;irheels .p.~r.le,r th.l/~I 1pf,t,ea_4 pf_!en. .?,'!_I~ . ~J'o _mgl!~-whe_e)~d 
express engmes are also fnr too heavy, and a1·e destroyrng the rails very rapidly. Besides these engmes there are ·two small six• 
wheeled contractors' engines, each weighing :l0 tons in w01·king order, which are also a little too heavy, but are in evii"ry oth'cir 
;:esp~ct the _bcst.engines,'ll e.have; and before I can say what class of engine is most likely to work our traffic properly one of two 
·questions must first be 'decided. . 

) ;.J I ',, · ;! , ' · ·' -: • ~•~ ! • ·, • /~- ':'; ': i ; , ·, I ,., l I II : I,,, i •- ! • j 1:' ;·: - ' " I ii, · r •" ,-.• I •' : , ) ·. " , , " , 1 ' I 

i;: r; , The, \Vl)ight,.9ftl1e ~-!lil:11,l,lfS~ _bq increased P,; t/1~ .')V~ig~~-.0~ th_e, engine~ 7!tUS(
1
be re~ufep.,; )1l_l,d. I, should ·s.t~(!ngl;: recomin~nd 

,!)Ie,u~e of steel 1:ail~ 1in t]ie futm:ei 1of the,pres.~pq~ction,~p.p 'Y.eighfper·ya~i!, and r~_duce:t1,ie;weigpts Ol)-_the'engine wheels to the 
three tons standard nlluded to, as the most economical coui•se to ·adopt. I should like to have seen at'Iciast a 50 lbs." rail used· at 
first, but it is now too late, I think, to increase the weight of rail unless we relay the whole liiie. 

,_., ,, . J;_haye_put, the flangeles.~, whoQls pnder1 ,°'l\e engine, ma_de, great .alterat~on, in, he1: ~P.r\~gs,, ~.ogie, a,nd .• other g:ear, re~uced the 
~eights to tl,e proper ston~ard, and I _am hu~py .. to slate ,~p.~t. ,she,pa_il be.~'! ,~pr~in1rh~avy __ G9pds Tr1dn~_ lately very'saµsfactori1Y 
mdeed ; and I mhmd alterrng all the othe1• six nster engmos the same, and reduce the weights of the exp1·ess and contractors' 
engi,nes as .soon as t•Ossible, so as to suit qur light 1·ail. _ 

' - : ' ' ' • t ' • ,• • • 1 .,.. · l. . : "' ' • ' ' \ . . fl ;1 • j (, '. '~ ,•; ' '· I I r· " . , , . /, I .• . 1 · • , •' •, • , . i . 
• ; 1: ,;It would .he. well dus.t to.sket~h t_)?e '!l!ture,<,>r, our,tra!TI<s, tP enable you Jp.ju~ge tliat 'th~. ,e·p·gi.1/e I ail,l ,'a~~~t to recom,me.1:1d 
,w_i_ll,be ~.he b_es~.in e~ery_~ya::.: O~r ,e;icpres~.,trail! 1/e~er ,~xc;e~s .se,ven r~hi,91.e~, ail~ thE!, ;xpre~~-. erig~~.e_s bY;_ v~ry h:ard pressjpg 
will work t.hls through, but 1t 1s too much, and the usual t1·am 1s 3 to 4 velncles. The freight trams usuaUy:c_onslst of 3 carl'iages 
and 10 wagons each train, and it takes the two express arid two hriavy ctigfo'ei. t,,·w-6rk ·our 'pro~ent 'p~:liler,g'er 'ti-ilin service •. I 

.. propose. to put an the, reiqvheels, a_~ l!,foreeajd_, under _all my hea ryiengines a~d keep ~hem fur wm·king heavy goods and e~cursion 
,t'.ains, ,of sa, 20 wagm,1s.9r 17, ca,·1:iagee r~sp

0

ectively, and use my two 'little coiitr!lctor~• ~ngincs when· altered and u tender put to them 
fo1··w01·kin~ my, preseutslow'passenger train8; .then if I have th-ree more engines like the last .Jiamed I Nhall have enoµgh for 
working two n_ight. (mail) trains and have ,Ol!e spare passenger engine,. whicli.. fa not too much, iis I ,have. great d_ifficulty . nqwjn 
keeping both niy express engines 'on rhe road,-,-indeed I shall .be ci,mpelled: to run the express ·soon with. oil.~ of.the .)!~tie engi\},~&, 
as both the express want heavy repail·s. I have no doubt whatever but what, I can do, t)!is s.u.i;cessfulJy,, if_ WI! ~\tm·, OU!' ?.~e 
table slightly. We now allow 3 hom·s 10 minutes for the first 6S miles, and 2 hours 30 minutes for the' other 65 miles, with tho 
samo number of sto1is. 
, ·· As a standard ·e.rigine _I beg to recolrimend one.having outside cyliriderii 11 in._by:18.iri. ancl foui;·coupled .wheel_s, ·each 3 ,fe_et 
or 3 feet 6 in. diameter, with afour~wheeled bogie in.front, such an_.engine :not to weigh mOl'e tlian 1_5 to~s in f1J11.'YC?)"k\ng_,o~clqr, 
and a-tender on fom· wheels 2.ft. 6 in. or 3 feet.dia!ne~er, and weighing.5 tons: :wit~ th~ excepti_o1_1.of t\10 bggie,this _clnss (!f engipe 
would be a duplicate ?fmy present small engines, as i,.Jtere_d,by_mii,.they _wou)d ,'Y.O!')~ _an~,!lf.o_u,,1;eg11,l,ar, p~ss~ng~r _tr~ins, w.\i,i.?h 
should never exceed six carriages, or 35 tons gro~s; they would not injure the 1·oad one-sixteenth as much as our present engines, 
,be. e·asily handled, want lit.t\e,rep!lir~, _1g1_d ~os! p,e.~jrnps, •"'.'ith_te.1,1,d,er i11clucled,:abo,ut ~12,oq ~_,eh._. I a~ _perfectly ~~tisfi~d that 

_. i~,wi)l .~.9. mo_rc. ecop.qmical, to wo1·~.passenge.1· and. good~,,!rai1,1s s!lpar~f~ ; a~1,.1,1: .Jre, li.~d.;lf,·,ypry·h~ayy '.J.?a~scnger tr!}in · t_o work 
at any time 1t would be better to !wok on two S?Iall engines_of,t,h~,\l/.~s_s t~ent19~,.,a_1_1_d l'IJ~ th_e·_ext~(l on~ ·a~ .f.m- 011ly __ as was. 

• .. 11fC/?9S('1T?b·.and th(f!.i lcave,hcn; ;:or, t!1,e same tram could bed1v1ded,-and each engmetake half: whereas our· present ten-wheeled 
engines are only fit foi• hauling heavy (20 or 22 wagon) trains at slow speeds of 14 to 16 miles an hour, the size of wheel, 



:3 -feet 6 inches, :jVould be quite suita,ble · at 23 .or 30 miles an hour ; ,but _the 1J11gines ,being six coupled and _heavy are rw,t _~uitable 
for ,:ruim~ng-;<iver. 29 ·miles< an ,ho'ur at 'the l!lOSt.. . I do_ not C!)nsider ,it .wfe t,o !:Un foni1,1±u_x~~ trairi~ 'on 'this'road, ~he gl'ades being 
so _great; and we have had cases·two or·three:times smce ,I came.here qftrams running away-therefore atri~weekly good~·traii'I. 
service; and the passenger kept separate, will, I think; be much the .best; ·and .the- goods trains could .. be on the "road any 
leiJgth·oftime to· suit.the other trains; ·· · ·· · · · · · · · · ·. .... · ''· · ··•. 
r, ·,:; , , • , 

,TA,BL;E ,9F ~-~Gifrn POWE~S, ,&c. 
. . .. , ' •· .. ·. 

Diameter of wheclsa 
,., 'fe~i; · · incli'es," 

Cylinders. 
in•ches, 
''20-• 
19 
,18 
!8 

Pon:ir, Weight, 
· · to·ns~ 

~.~;;i~~rer Pr·ice per Ton. 

A 'J .<;ioods ;Ep.gjn,es ,10 :r,h,e,~)~ ,p;.~pupl_~f1 
B ,2 Express ,, 8 ;, ·,! · ,;· ·' · 
'C ·.2 Contrctrs ... ,, .6 ,, '4 ·;, ;n '.lpi,~gi~~i-y. 8 ·1, .4 ·,, 

l:·•3 ,s,;6, .. 
14 '6 
3 0 

'.3 6 

incheS: 
1'4' X 
'12 X 
11 :x 
IJ X 

93·0 
50·0 
60·0 
~l·O 

•·26 
24 
14 
15 

480 
·373 
560 
l8~ 

,·£ 
65 
65 
65' 
65 

The above Table shows the C engine to have the _advantage as regards price, power, and weight; and two of the C or D 
-engines wi:iul_d have 'considerdbly'riwre power than one A, either coupled together .or in separate ti'ains ·. and I beg to recommend 
th'e. C engine 1n pi•efere'ii.ce to any other ; ·_and -ive cannot err much iri this, as the present' express engin~s c_an be kept for the fa'st 
rij.nning; _and· the five light engines for the slow day and nig·ht trains, and the seven goods engines for heavy goods ·trains, &c; I will 
-1\ndeavd_ur ;t_o s_ehd _by_ next:mail drawings and specification of the engine_ I w_ant; arid if we adopt (hi.~ or (he D class of engineit will 
not be necessary to have a·uew and la)·ger wheel lathe for the express wheels. '\Vhat I require most at the presei1t moment is, mate:.. 
1-ial for completing 6 Tenders; which is asfollows,-and like that which the Hunslet Engine· Company s'ent out last ':-'-16 wheels 3 ft. 
-diameter: (these·might be made !igl!ter in the ~ke_le_ton), 8 ax~es, 16 bearing springs to carry ·3· tons each, 16 axle boxes; 4 buffers; (to 
go between engirie and tender) 4 spare aJ!Cle boxes, also a 12-in.Whitworth latlie.and a radial drilling machine, one of Messrs. Lowry 
and Co's. No. 2 size with 5 !eet 6 inch jib, <ii· one· of Embleton, Mackenzie, ai1d ·Walton's'· No ·2 size would do, also• one·of 
Thomson, Sterne, and Qo's .. Un_iyersal 13-rinders, No. 4, price £25 10s., which would be as good as a mechanic ·to me at 10s. ·a 
•4!1Y; _also,. one of the same firm's Patent Universal Tool Grinders, which would last out five grindstones, price £18 10s. I can 
do without all these tools, but I consider· by having them they would save their value in labour in two years, and they are ·all 
most_cer:tainly,urgmtly_required ,hei·e. The No. 3 ~hould have top driving-gear for £25 10s., and the Radial Drill (if a 
)V:hi~w?i-tli) wJII have a vei:ti_cal __ sliding··motion, ~v~ich would ?e a·g_re~t· ad~ant'age-this would be the best Drill; but the ,most 
-expensive. 
'.' · Pa:ssenger Carriages a_nd Bi:eall-4Jans.-The_se are of a light_ make, ancl the most of them require heavy repair· and painting. 
I agree with the lightness of theil' construction ; but, with encl entrances, ·they are very weak transversely, and are shaking to 
pieces fast. I beg to propose (with your permission) making here at the shops two .36-feet Double Bogie carriages which shall 
weigh about 9 tons gross, and be capable of carrying 50 passengers. I ·can also make all my new stock here (with the exception 
of wheels and axles) cheaper than' it ·can be ·done and sent out from England. The draw and buffing g·ear to all the stock I 
-consider conipli'cated, heavy, and weak in one.of its vital parts; a much simpler, safer, and lighter plan could be adopted. 
y{fs'must, I·thinl,;·use bogie (passenger) carriages as soori as· possible, for the til'es wear very i·apidly, and ,the engines labour 
very hard.to get alo:hg with 6 or'7 carriage trains on our 5-chain curves and grades of l in 40, &c. · · 

Covered Goods Wagons.-AII these have been running· some time, and are much shaken; they will require repairing and 
painting _at -~nee ; their construction is weak longitudinally and transversely. I have commenced to make 20 more, one of 
whiqh is done; which is lighter and _stronger in every way. · · 
· ... '-Op~n:Higl{-sided Goods Wagons . .:._These _are in fair condition (a very nice wagon), but, like the others, have a weakness. 
Some ofthese want repairing an_d painting at once. .. · 
"" 'sheep, W~go~.~These ar'e'a very good cla~s, but require heavy repairs a_nd painting. 

Ballast Wago~.-The.se are the best made wagons_ here,_ but have been much used, and require very heavy 1·epairs and 
painting. . ' . . . ' . . ' . .. . : . ' 

High-side Goods Wagons (made by Vulcan Voundry ComJ.Jany, at Warrington, in 1869) are a ve1·y well-made wagon, with 
good wheels and axles, but fitted with grea,,•e axle boxes. These wagons require a thorough overhaul and-painting;-, ·' 
, ... S~ll High-sid~d Goods Wagon.~:~Similar to the last, but smaller in the bodies, and made by the same firm. These are 

mucb.'out of repair arid tO: make them accord with the present stock _would require new axle'boxes, axles, draw-gear 'and brak~ 
gear.' .' The clr'aw-gear ·tp.ey ~ow_ have is v_ery simple, but weak in one particular place o_nly, which can be strengthened ; whi~h, 
when· strerio-tlieii.ed,' would be .the best draw-gear we ha_ve at_ pr•esent •. I. hardly thmk these wagons worth ·such' extensive 
alterations; ~s they will now do adniirably for coal_ wagons. · ' . · 
··' · '.('he for·egoing is the_ best report I can make under the sh~rt notice-I_ h,ave had, and hope it may l:ie the class of repo1·t and 
.supply the·foformation you require : if not, I shall use my utmost eiid_eavours to fumish yo~ wifa a more exhaustive report. 

I am, Sir, . 
Your humble and obedient Servant, 

THOS. MIDELTON. 

-NOTE, -:One new horse-box was sent out from Eng·land complete. 
1877, in t~me;ror_tl1e,Feb1·u,~ry rafae~." '' ' . ,, ' ' . ,' ,, 

I made five new ones to it.in OU; o~n ~hops i·n ·January, 
f ! . ' ' . ·' . . . 

The foreo-oino- report was forwarded to the_ Board through Mr. Grant, who, in all probability, commented on it. 
Mr .. Cl'i-ant ,v~ote ~e on· the ·2nd.'May;· 1s771 thus.:.:" The Chairrnun also writes again about the very detailed report 
that lie expects from j,ou'; that you prepared has doubtless reached_ him er~.,this." And furth_er on in the s·ame letter 
he says-" The Chairman requires a monthly account of tlte state ,j tlte engme.,, and rea,lly I ought to have one weekly 
from _you.'' In my reply to; Mr: Grant's le~ter on the 4t_h ~ay, 1877, I stated to him-" Referring to our Chairn:ian's 
observations ori the exhaustive report he ,v1shes me to furmsh, I am sorry to hear the one I sent was not sµfficient; 
an:j, f'tii·ih,;i frpiirt ·must ,be ucco,mpa?ied ,vi_th drawings and 

1
~pecificat.ions; perhaps you will give. me ar~ idea __ of t~e 

kind of report he wishes· me to wr1te.-TH0s. MIDELTON. Appare~tly m~ report and. Mr. Gr~m s comm~nts 
thereon rather confused the Board, and_ they thereupon consulted Mr. l•, W. "'ebb, locomotive super111tendent of the 
:C. -~11 c1· N~_-W ... R,' 'Her'eui1der is' copy of.that 'gentleman's'l·epbrt, wl,ich was handed to_ me by Mr, Grant on the 30th 
October, _1877,' the'd_ay'4F-riiR the English mail left Hobart.Town. , I had PREVJOU:5LY asked_ Mr. Grant for tliis report 
so fhat I. rnight ,,•rite_ by t~e outgo.ing·rnail. . · · 
•.• ' • '• , .. '' I I • ! •, ' ', ' 
(Copy.) London and North Western Railway, 

Loc•,nwtive Dop_a1·t11uint, Crewe, Aug11st 20th, 1877. 
DEAR SIR , . : . ' ·· · · 

I RAV; pet'used.the ,eports of your Locomotive Engineer, ·and Traffic Manager, relative to the proposed new engines for yom· 
line in Ta"mania. . .. . . . · .. ' . ·, . . ., · . · . · · 

• ·y0 ;,r_E~~ine1Jr t_akes an engineer's view of the question,·and yom·_ Traffic Mau~_ger a traffic view. I am incljnecl to think, 
after l'earling the Traffic .l:lfanager!i;' i·eport of the future prospects of traffic, tlut he 1s nearer. the mark as tu the style of engine 
required.· I !1,o not see'liow a really.~ffective engi?e·caii. be designed for such g~_adi_ents_as yo11 have _wi~h only a total ~veight of 
15 tons nor do I lliink yo·u can get sufficient tractive power on a 4-coupled ·engme,-as you have to lmut your,elves, with your 
light 1-a'ils, to ce1·tainly not ~m'e'than 3 to?s per_whed. There would be no di~culty whatever in h~ving your _engines anang~d 
so that when working the slower'_an'd heavier tramM to work as a 6-coupled _cl)gme, and_ ~hen i:unmng your lighter· and taster 

. , .... .' . , .. , '. .. . . ,I . , 

.. * This note was not in the ·original report. 



10 
trains a 4-coupled engine, the only condition being that you should be able to disconnect one pair of the coupling rods say from. 
the driving to the pair of wheelil in advance of the driving wheels. Had I a 8ection of your line, from end to end, I could go Tery 
much more into details than it is possible for me to do without this informatton, and I can only even gather inferentially from the 
reports that the gauge of the line is 3 feet 6 inches. I am strungly of opinion from what I saw when over in America, that the 
American type of engine would suit you far better than the more rigidly constructed English ones, unless you went in for now· 
designs, which, taking the small number of engines you require, would make them cost a great deal mo1·e than accepting some 
&tyle of engine already "t work, as new patterns would have to be made. If you concur in these views I do not think you could 
put yourself in better hands than Messrs. Bumham, Parry, Williams, &. Co., Baldwin Locomotive W m·ks, Fhilndelphia; 
and if you could send them a section of your line with an outline spodfication, somewhat in these tm·ms, you would leave them 
free to work in their own pattem, at the same time give you an engine which I think would be able to work your traffic with 
ruuch less injury to the road thun your pre,ent engines, which are excessively weighted on some one pair of their wheels, 

Specifications for three engines and tenders for a 3 feet 6 inch gauge to be capable of taking a gross loarl of at least 50 tons, 
exclusive of engine and tender, up gi·adients of 1 in 50, and round cm·ves of 5 chains radius, on iron rails 40 pounds per yard ; 
engine to be 6 wheels coupled with swing truck of, say, two wheels in front to weigh not more than 47,000 pounds in working 
order, and not to have more than 13,440 pounds on any one pair of the coupled wheels, or a total for ti-action of 40,320 pounds; 
the coupling rods to be so arranged that one pair of the coupled wheels can be disconnected, so that in running a quicker and 
lighter train the engine can be worked as a four-wheeled coupled engine, the coupled wheels not to be less than 40 inches in 
diameter, and the cylinders to be sufficiently large to do the work named with II cut off of 50 per cont.; the tender to carry 1200-
gallons of water with a corresponding proportion of coal on two four-wheeled trucks, and to be fitted with powerful brakes. It 
will be necessary to state the quality of fuel to be burnt in these engines, whether bituminous, semi-bituminous, anthracite, or 
wood, if bituminous or semi-bituminous, I would recommen_d that the intemal boxes be made of copper. 

I am leaving home to-day for a short time, but if you could in the meantime send me the gradients on your line I should be.
happy to go more fully into the question, and would let you have a specification for the engines more in detail in accord
ance with what I rncornmend. 

Y ~urs faithfully, 
G. SHEW ARD, Esq. F. W. WEBB. 

I wrote Mr. "'ebb on the 2fith November, 1877, saying I was pleased to find that he, in the main, corroborated 
what I had said in my rPpnrt 1·t engine~, and that I thought he coulcl hardly realise whut a succPssion of 5 chain 
curves and I in 40 grade,; wnrr, such a~ I have here, unle-s hi, saw them. I informed him that I had by th~ snme' 
mnil forwarded plan nnrl section of part of my road to our Chairman ; as also some jacts accorn plished with a 14 ton 
engine, asking him to ~how them to Mr. Webb. 

I also wrote to Mr. '.~heward by same mail, enclosing facts which showed that I had accomplish!"d mnre up a 1 in 
40 grncle witl1 a four,-eoupl1·d 14 ton Pngiue than Mr. W ,.l,b proposed (in his Report) to do with a 20 ton 6-coupled 
engine up l in 50, and that I should be sorry to see another class ofl>ngine introduced, as I hnd alrendy tltree clasu& 
in a total of ele\'en, and if I had bt'en the original designer I should have had but one class, and that thti D. Class I 
recommended. 

In Jnnuur)', 1878, Dr. E. H. William~, (formerly GenPral Manager of the Pensylvania Railroad, but now one 
of thP partners in tho American firm of Burnl,am, Parry, William~, & Co., referred to by Mr. Webb,) was visiting 
Hobart Town, and Wt-' b,•canw ncquuinterl. He informPd me that he had ridden over the Tasnrnnin11 Maiu Line Hail
way as.a First r:iuss pas~enger from Launceston to Hobart. Town: we talked over engineering matters freely, and· 
esp1!cially that concer1,ing the ue5t- class of engin~ nn<l earring" for this road, and I am happy to state that our ideas 
were idPntii-ul on both subj,·cts. Dr. Williams also inspectl'd my workshop~, and rngims under repmr, and expressed 
himself iu favour· of all I had altrrerl and accomplislwd, especially the ten-wheeled 6-coupled B,,gie engine, No, 2, and
the eight-wheeled Bogie engi11e No. R, ,,nd the six-wheeled contractors' engines, Nos. 10 and J l. 

I received a letter dated Philarlelphia, 31st May, 1878, from the firm, (B. P. W. &. Co.) stating that thPy had 
in January or Feurunry last suhmitted proposals to our Londo11 office for supplying engines, but th11t tlwir offers_ 
WPre declined; they e11closed photos. and particulars of the "cl:i~,;" of engine submitted, which was almost identical 
with the No. 2 engine as altered 1,y me, and the six-coupled engine recommended by Mr. Webb, (see photos.), and 
also 1,hotos. of threi, 1•nginPS "Delaware," "Schuylkill," a11rl on", as supplier! to the Goverrrmen1. of Qut'enolnnd very 
ri,cently. The three la~t-namPd <·ngine~ are practically iclt•ntical with the Class C. and D. recommended liy me in my 
Report. dated 19th Fel,ru11ry, 1877, 11irhrr ot which would be deliv,.red here in Hobart Town fur £1500 ench, with 
eight-wheeled tender included; the hight•st price engine mentio11ed in this letter is £1650. 

Mr. J. H. Clarke (who hacl been 22 years locomotive superintendent of the South Australian Railways) was 
visiting Hobart To"n i11 March, 1878, for the benefit of his lreulth; that gentleman calh•d on me and made my 
ncqu11i11tance, nncl aftt•r showin!! him all I could in the shop~ and what l had doue he expressed himself highly 
satisfied that I had 111arle grent impro,·emPnts, and 111, was liberal in his congratulations. Latlnly I heard from Mr. 
Clarkt>, in a lPttn dated Adelaide, 14th August, 1878; in tl,at he snys- '' l am quite sati.sfi1•d in my own mind that 
it woultl be. very 1111wise to rnn your line witliout ;h,, hogie to all the locomotives; we are working most of our lines 
with the bogie engi11es, nm! th,·y give gr.-at ~atisfaction, "nd none of the tires are worn thin-edged like those which 
you showetl me lying in the railway yard. 

I mo~t thoroughly ngree with Mr. Clarke as regards bogies to enirines (and carring<'s), for this road, and I 
intPnded, when time a11d opportunity occurred, putting bogies under N os. 10 aud 11 engines, nnd I consider with this 
alteration these engi11e,; would be the best on the 'l'asma11ia11 Main Line Railway nt the present time. 

Mr. W. E. Bntchelor, in his Report to C. H. Grant on the Main Line Railway engines, dated 12th 
October, 187~, is of tlll' same opiuion as myself, as to the po~ition of the flangeless wheels on the ten-wheeled six
coupled engine~, and in it I,e states that the leading couple11 wheel should ltcwe a flange, aud the driving wheels none. 
'J'hPse engines liad the. revPrse ol this when sent our, a11d it is a remnrkalJle fact that I ham made this alteration in 
No. 2 e11gine, and I most. ~olemnly stat11 I never knew of 1he rxistence of Mr. Bntchelor's Report till December, 1877, 
when I fi1·st sa\V it in print. ( ridP. Paper No. 31, 15th November, 1877, L.C.) 

After so many mind~ have bern exercised in producing a suitahlP engine for the Main Line Rnilway, comisting 
of no le~s thnn 10 me.11, (l\1r. Lee Smi1h, the Compnny's c;on~ulting e11gineer), Mr. Cleminson, the dPsig11er of :Nos. 
I to 9 inclusivl', Mr. Batchelor, Mr. Grant, Mr. l-Jurl!rov,·, Jlr. Williums, myselt; Mr. Weuu, nn<l 110w Messrs. 
Neilson und Mr. Shewnrd, jun. I very much rPgret to sec (6th ~eptmnlier, 1878), landing some ~ix-wheeled engines 
four-con pied in front with the trailing axle fitted with the latP W. B. Adnms's Radial Axle Boxes. These engines have 
out~ide cylinder~, wl,ich a,e unnrc1~ssaiily wide apHrt, causPd by thi-, coupled wheels hnving outside brurings, 
and ov,·r/nrng crn11i..s outside th,-se, which is a llJixtur" of German and E11glish practice. and not to be admired, 
an arrangemi,nt which will, io my opinion, cause the engines to "wriirgle" on the strflight road, nnd being coupled 
ill fro11t and no bogie they will be very unsafe on the curves of the Main_ Line Railway, especiully when, nfter a 
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·-little running, .the lP.ading tires will get sharp ; ~bese engines . are too hea,vy for tl).e 40lb. rail, and it introduces 

· .another '' clnss" which is highly costly and objectionable; there wiil .now be 3 ft,, 3 ft. 6in., 4 ft. 6 in., and 3 ft. 9 in. 
: 'Wheels, •and ll, 12, 13, and Hinch cylinders on the l\'I a,in Line ·l;lailway, a,nd jour cla,s!les of f:ln gines in a tC'tal of 14. 

'l1he tenders to these enginPs are.of •irRn nnd on four whPels, and will in 111I .p~ohabpity weig'\112 tons each in a ro~d4 
worthy.condition. I rrally think it would have been difficult to have designed a worse ~lass of engine for this road, 
and it is-not 0 :good design for any road, and I should be very sorry _to have to run the express train with one of them: 
they ,a,re:a lighter el'!gine than ,N os. 1 to .7 class, ,but they.have one p11ir of wheels less, which does not lessen the evil • 

. I believe tbe~e engines have 13 in: by 20 in. cylinders, and 3 ft. 9 iri: coupled wheels, with a trailing wheel 3ft. diar.; 
if this is cor,ect, the .four coupled _wheels should not have a less weight ,than 15 tons on thPm, which gives 3·75 tons 

,..per wheel, or quite ¾ of a ton too 1mu·h for a 401h. rail, and I estimate their.total weight to be about 20 tons each. I am 
.,sorry to see, in Mr. W. Clark's Report, dated 10th April, 187t-1, that he has been misinformed about these (new) 
.engines; tl1Py certainly are of a "di-fjerent" but not morP. suitable type to the.necessities of the line; neither do I 

.. ,a,gree with ;Mr. Clark as to the Government relaxing their position, in the .interest of the public, for reducil)g .the 

.:speed from 23 to J-5 or 16 milPs an hour. ·The whole substance of his eairl Report appears to me to be to induce the 
;Government to Jessen the speed, and to say all be,can for the Railway Company ,and to leave unsaid .all he could.for 
.the Colony. He .was correctly informed that some of the engine axles have a weight of 9 tons on them, ( 4~ tons per 

·wheel); this, as ·be truly remarks, involves '' not only considerable expen~e in mainten,rnce ( of permanent way) but 
·. the early destruction of the line; a11d I would respectfully_ inform Mr. Clark that my experieuce on the Main Line 
Railway is "that ·engines of this weight or near to it," as,he states, "are NOT ,necessary ,ro nio"e the trains at the 
.required speed. I would also point out that the much desired reduction of speed will not reduce the e.1:ces.5ive 
weights on the engine wheels, nm· very much lessf'Ii the d,,nger and risk which .is now and has been jncurred. 

''.}'he only way to r!'m~dy the evil is either to lay down 13!1 mi es of heavier (steel) rails (say 50lbs. per yard) to siµt 
.· 11ome of the. present engines, or reduce the weights on the engine wheels, considering present and reasonable prospectiye 
,traffic, in.tons. per year or per train, I should.consider it an unwise expenditure of capital to lay down anything heavier 
than 40lb. steel rails, consrquently the latter would be the most eeonomical plan to .adopt; and when in uffice I was 
makiPg the necessary alterations, and reduced tbP. weight per wheel of Nos. 2, 8, -10, and 11 engines; but I learn 
that since I left the Company's service, iu May, 1878, that No. 2 bas bPen erroneously altered back again to a four 

-coupled en11:ine. ·When I left her shP, had three tons per w,heel. on the coupled wheels, and about six tons on the 
,four bogie wheels; now there is, probably, four tons on each conpled wheel, and eight tons seven hundred on the 
'four bogie wheels. If No. 9 engine were altered like No. 8 there would be no advantage,in recJucing the speed, but 
,I candiuly admit that it is highly dangerous to run No. 9 at twenty-three miles an hour. There would be very little 
. advantage either in reducing the slow train speed. It i., the.weight per wheel.which MUST be reduced; ancl when this 
'is dope 1 would still maintai!l the twenty-three miles an hour, and have.two expresses instead of one, and knock off the 

,· two slow trains, giving the same, or more correctly spPaking,.a better train service than the present. I am glad Mr. 
Clark bears testimony to the "great.responsibility on those," through who~e instrumentality the speed, and consequent 
.danger, is maintained, I am sure there is no man who has felt this responsibility more than I have, and especially 

· so, for under my agreement with the Company whatever might.have happE:ned could have been saddled on me, imd 
. I had riot the opportunity of defending mysPlf' again8t any charg<', however ~erio'us it. might have been; and feeling 
this lattprly very much I was gk.d to be relieved. The.risk on such heavy grades as are on the Main. Line is very 
much increased (apart from the question ofen!.?ines) hy the practice of ruuning trains (especially the slow freight 
trains) with but one guard; as 'this man hns freqnPntly to be in one or the other of the carriages in the performance of 
his duties, and as the continuous brake is worked from the brake van at the rrar of the train, should the brake be 
required urgently coming down an incline, or at any other time wht>n the said guard is engaged in either of the 
aforesaid carriages, there would' be no one in the van to apply the brnke. This source of danger should be remedied 

. iby always carrying a brakesman and a conductor or guard, which is the American practice I believe, but common 
ee,nse dictates.this irrespective of practice. It could he reml"die<l also by using a continuous brake (which should 
come up to all Board of Trade rt•quirements), and which should lie worked from the engine by the engine-driver. 
This is the best, safest, and cheapest mnde, as the driver is the first who sees all difficulties. Now, with the hand 
brakes and a continuous brake worked from· the rear, whenever any mishap occurs the driver blames the guard, and 
the guard throws all the blame on the driver, making it next to impossible to find out who is to blame. I could 
point out numerous accidents on the; Main Line which cou)d, have been avoided, and much expense saved, if the 
driver had had the class of brake I refer to. That in use on the Main Line (Clark's chain brake) is not a. reliable 

,one:for,many reasons, and I know it from experience; for further proof see E_ngineer of pth February, 18i8, p. 116, 
which gives an account of a failure on the L. and. N. W.R., on which line it is µsed as an '·' emergency brake only." 
If any justification were required for my alteration of the engines as I have done, it can be found in the cost of main-

, tenance of permanent way on the Main Line Railway f'or the half-year ending December, 1877. It amounted to 
.', . .I9·30d. per train mile run, provingd1e destruction by the use of heavy engines. The· usual cost is from 7d. to 9d. 

per .train mile; the latter figure is the cost in Victoria !or year 18i6, which is about.the same us some English .Jines. 
I adopt the usual Board of Trade train mile factor in this case. ·I need hardly point out that when suitable 

.,rolling stock is place,! .on the Main Line Railway, which is not the case up to the present time (September, 1878), 
thero is no reason or hindrance to the permanent way charges being the same as other lines; but it cannot be expected 
that the alteration of four engines only out of eleven would very much lessen the cost of permanent way repairs; but 

.. if they were all .done then a change in the right direction might be expected. · 

With all due deference to Mr. Webb as a great authority on l_ocomotives, I cannot agree with him in the idea of 
,,uncoupling the leading and driving wheels when running fa~t train3 on the .Main Line Railway with the six-coupled 
,engines he proposed, I think Mr. Webb would, as a practical man, be the last to inaugurate such a scheme on his 
own line, and I fear if the coupling rods were once taken off it would be a long time before they would be 

,put on again•without lifting the engine. It will be noticed too that Dr. E. H. Williams preferred the 4-coupled to 
·the 6-coupled engine, like I do my8elf, an'd I still adhere to this opinion, as I would rather, for all reasons, run two 
separate trains than one long train on sueh a road as the Main Line; the getting up a grade with a long heavy train 

· is not. the difficulty, it is the dread of not having control of such a train in coming down that is the source of danger, 
cost, and risk, to say nothing about the frictional resistance of a long train on reverse curves. Mr. Grant in bis 
letter of the 7th February, 1877, states, in asking me to prepare report-" In remarking on the new engines I would, 
as Traffic Manager, suggest that they should be evrn more rather than less powerful than the present engines," 
forgetting apparently th.at it is next to impossible to get more power without_getting more weight. That gentleman 
iµso stated in his evidence on the 6th November, 187i, No. 40, that any of our present engines will on emergency 

.. pe~form the express service. I really hope he was not serious, indeed I would not like to make such a statement; 
and those engines, Nos. 8 and 9, which up to about that time· were used for the said express service were the best we 

, had, but bad at that. I was at that time corn mencing to make No. 8 as near suitable for the service as she eould be 
made, without renewing her, for even now her boiler is at least one foot higher than there is any necessity for, and 
her cylinders are also unnecessarily inclined and too heavy by half; ·she ,,·eigbs 19 tons, or 5 tons lighter than she was 

. originally, but too heavy now by four tons or more, and since December 1st, 1877, when she was turned out, she has 
. -run constantly 800 miles per week up to, and I belit>ve after June 24th, 1878, and burned three pounds of coal per 
. _,mile less t;han her sister engine No. 9,' ?oing the same work alternate. days, and under the same conditions, and I 
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.have no hesitation in saying that No. 8 is the best engine on the Main Line Railway for working the express trains, 
but even now she is not what I should have made her when the opportunity occurred. With the·alterat.inn of four 

.. engines and the construction of three new tenders, the expenses of the Locomotive and Carriage Department was 
14·86d. per train mile for half-year ending December 1877. Victorian lines equal l4·71d. for year 1876, ·15 differenc·e, 

; ·and the total engine miles run in the year 1877 on Tasmanian Main Line Railway was 261,410, ruade up thus:-
Number of Engine .......... ......... I 2 3 4 5 6 7 8 9 10 ll 
Miles run by each Engine .......... 25,244 7962 Nil. 10,507 25,009 31,939 32,436 30,655 55,911 19,192 13,555 

This mileage is not excelled in England arid especially that by No. 9, she ran 1596 miles per week for 
15 weeks and three days, (from August 16th to November 30th, 1877). _Previous to her commencing this 
work I £tted her with new cast-iron eccentric straps (in place of ·her original brass ones, which gave 
great trouble). On the 8th October, 1877, she broke tin eccentric .~lteave and this caused the strap to break 

· on the up journey with the express train ; this breakage was remedied that night, and the engine ran ngain 
· double trips the next and succeeding days, and if any very serious breakage had happened to this engine I had no other 
· but No. 11, one of the small contractors' engines, to run the express with, as No. 8 was in the shop all to pieces, she 
'• having run off the road on the 15th March, 1877, and got damaged; was repaired, and ran again up to August 31, 

when I took her in the shops for thorough repair and alteration, and whilst this was going on No. 9 was.running 
double journeys, and I once had to bring her into the shops on a Saturday night after coming in with the express, 

' lift her with jacks, take out her wheels and line up her axle boxes, and by working without intermission from Satur
. day, 9 P.M., this job was successfully done, and No. 9 took out the express train in her regular turn on the following 

Monday morning; this fact and that of two engines having·worked the express train successfully from 15th March, 
- 1876, to the present time, or an average of 800 miics per week per eugiue, will go to prove the correctness of the 
· assertion made by Mr. Clark about the great responsibility, &c., and that "happily" it has been accomplished with
·. out fatal or serious accident,-and when that gentleman wrote "happily," he was not aware of the fact r hat on the 
24th April, 1877, I had a good engine lying in the Coal Mine Creek at Jerusalem, and on the 9th May, 1877, another 

. lying beside the roa1l (upside down) at Campbell 'fown. 

_ Through the Chief Accountant not being allowed to have full control of bis department, the expenditure has 
not been placed under the proper headings,.and if the Company's books were examined by a railway man, it would 
be found that one department has been worked at the expense of another; for instance, £ve ballast wagons, through 
the breaking of a buffer-head, were allowed to break away on the tunnel incline on the 12th June, 1877, by the 
guard's negligence in placing the brake-van next the tender, instead of at the rear of the train, thus leaving the said 
ballast wagons unprotected. Five wagons ran away and got off the road and were very much damaged. The cost 
.of the repairs of these wagons was borne by carriage department, but it should have been borne by permanent 
way department. A great deal of ballasting too has been done but has not been charged in the regular way; all these 
_irregularities makes it impossible nearly to tell what the line could be worked for, that is to say-" what the real 

. working expenses" are: from experience I can safely say that £625 per week would fully cover all working expenses. 
The total expenses per train mile now under irreg-ularities stands thus-Victorian Railways for year 1876=45·9ld. 
Tasmanian Main Line Railway, for half-year ending December, 1877=46·37d., and I see no reason why it could not 

• be brought down to 33·54d.,-indeed there is every reason to show that this should be the £gnre. _ . 

I have the honor to be, . 
Gentlemen, . 

. Your humble and obedient Servant, 

APPENDIX D. 

THOS. MIDELTON. 
9th Sept., 1878. 

-THE following is an account of three distinct accidents which have happened on the T. M. L. Railway, each of 
. which was caused solely by the bad condition of the rails on the respective curves:-

On the 15th March, 1877; No. 8 engine was working the down express from Hobart Town, and when running 
. round a left-band curve about half a mile north of the horse-shoe bend, near Jerusalem, at about 12 miles an hour, 
. the engine and one carriage ran off the road and lodged against the side of the cutting, the road was pulled in clear 
· of the said engine, and on my arrival with No. 9 engine, some time after the accident, I saw that the accident had 
, been caused by the presence of bad rail as at the Coal Mine Creek above named ; snch a rail in either ca,e should 
· not have been in a curve, especially on the outer rail, as these were-the inside edge of which was very bad for about 
· ·6 or 7 inches. 

On the 24th April, 1877, No. 5 engine was working the up ordinary train from Launceston, and when running 
round the Coal Mine Creek curve, near Jerusalem, the said engine mounted a bad rail, and got off the road, and 
rolled down the embankment and finally lodged in the bed of the creek, about 40 feet below rail level. Thu engine 

.. had been recently repairecl in the workshops by me, and had been running- about three weeks, and was in very good 
order; no alteration~ of any kind were made, and I turned her out the sa1ne way as I found this class of engine-when 
I came here in July, 1876. I was on this curve on the Sunday morning previous to the accident happening, and in 
the presence of a witness I remember making the remark, "that rail (pointing to the said bad place in it) ought riot 
to stop in another £ve minutes." On the following Tuesday I went to the spot and again inspected the bad rail 
whirh bore satisfactory evidence that the accident was caused by its presence in the said curve, and I am prepm'ed. 
to prove this, and that it was no fault of the engine, although I have been distinctly charged with having caused this 
accident by my alteration of the bogie of this engine. The written records will prove that no alteration was ever 
made either before or after the accident. '.l'he speed of the train at the time was about 12 miles an hour. 

· On the 15th January, 1878, No. 10 engine was working the down ordinary train from Hobart Town. I was 
riding in t'jie van at the rear of this train on this occasion, and when passing round a left-hand curve near the Black 
Snake Inn, I saw pieces of about 14 or 18 inches long flying off the inside edge of the outer rail, and immediately 
felt a jerk which told me the engine was off the road, and upon getting out I found this to be the case; the express 
train had previously passed OVER this spot, and the results if that train hacl got off instead of the slow ordinary train 

.. might have been very serious, as it was quite close to the water's edge; there was a very badly split rail in the curve, 
and I saw about 5 feet.torn off the inner edge of the outer rail; there was, I found, sufficient e,•idence left on· the 
rail. to prove how this accident happened ; the next morning's paper announced that it was caused by one of the 
eugine springs slipping out of its place. This was not the case. '!'here is no doubt whatever of the accident having 
been caused by the bad rail. On the following day I received a letter from Mr. Grant, _in which he (virtually) states that 
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this accident was caused by my alteration of this engim~, even after she had .been working since March, 1877,· and 
had run up to 31st December, 1877, I 9,192 miles ; and even on this occasion the driver and fireman lifted hero~ the, 
road in about half-an-hour and proceeded on his journey ; and she took i'4 vehicles from the Corners right jhto'. 
Launceston, and this to time table. I was on this occasion taking an account of the rolling-stock and. inspecting' 
the road's condition at the same time, as I usually did, often for my own protection when such accidents as the fore• 
going ~appened. I_ ne_ver gave any order~ concerning the permanent w_ay, but often made suggestions only; and 
never mterfered, prmc1pa1Iy ont of corn phment to Mr. Grant, althouah 1t was strictly my department; but I had a 
gre~t task before me in getting the rolling .. stock made suitable for the road, and especially so with .regard to . thll 
engmes; a~d Mr. Grant in his letter of the 26th July, 1877, distinctly says thus-" Perhaps you would like to turn' 
some attention _to the permanent way while matters are so_ dull." Again, in his letter of the 15 January, '78, he says
" Yo~ state or imply_ that the co~dition of the road occupies much of your time, but I have repeatedly told you from 
the time of you_r arrival that this forms no part whatever of your duty." To prevent this sort of unpleasantness 
between two ~mds was the only reason why the Chairman gave me control of the ·permanent way and ·rolling
stock, as there 1s more sympathy between wheel and rail when one mind controls botk than there is when two minds 
control it; and in England on no less than 10 different lines (where the work is not too great for one man) the two 
departments are controlled by one mind. The foregoing cases are three out of many more which have happened 
and duly recorded. 

9th September, 1878. 
THOS. MIDELTON. 

APPENDIX E. 

_REPORT on the T . .1W. L. Railway Passenger Carriages and Brake Vans. 

·· THERE are eight first-class carriages marked A., there are five first-class smoking carriages marked B., which 
have a central partition, and were intended for first and second class composite carriages; there are nine second class 
carriages marked C., or a total of 22. All of them are practically of the same design and make, the only difference 
being in the cushions, and a slight ornamental panelling and wood-work in the first class. The wheels and axles 
are a very good design, and the axle-boxes are also very good and simple; they are fitted with pads on the underside 
for oiling the jormals-an arrangement used in America, and on some lines in England, and works admirably here, 
and gives no trouble at all; this is really the best part of the carriage and wagon stock. I am sorry I cannot say as 
-much for the under frames, these are not a good or strong design; they are fairly made, but the design is weak; they 
might have been made twice as strong with one-third less timber. The draw-bar gear and buffing gear (the two are 
combined) is very complicated and very heavy, and yet singularly enough very weak; the weignt of this can be reduced 
75 per cent. and a simpler and stronger gear used at one-half the expense of the present gear. I got rubbers out from 
England to do this job, but never had the opportunity of doing it. The sides and ends of the carriages are badly designed 
and constructed, and consequently are very weak longitudinally and transversely, especially the latter, as the end doors 
are a source of weakness, and the ends are not properly "strutted." I did this to one or two which were really 
falling to pieces. The tram husses in London are much strong-er in their bodies than any of these carriages; the 
street tram-husses carry 22 passengers inside (the same as the Main Line carriages), and they also carry 22 to 24 
_outside on the roof. I would not like to see 22people on the roof of any of the Main Line Railway carriages. The end 
platforms are very badly arranged-being simply bolted on, and are very weak for the strain put upon them. The 
wheels are placed 10 ft. apart centre to 1:entre, quite correct for this length of carriage, but far too long for 5 
chain curves. The brake gear is simple and good, but I do not agree with the chain arrangerneut for applying it. If 
the "W estiughouse" or the "Vacuum" arrangement were used with the rest of the brake gear it would be 
very suitable and a good arrangement, as the brake would then be worked by the engine-driver. Now it is 
worked by the guard at the rear of the train, which has a great many drawbacks. 

The bodies should have been quite separate from the under-frames so as to be easily taken off, but they are really 
part and parcel of the under-frame. I do not agree with the end entrances, as for ~everal reasons it is to be 
condemued, and Mr. Higinbotham in his report on "The Railways of the W' orld," which was commented on in the 
"Engineer" of 26th January and 9th February, 1877, says-" As regards comfort, he holds that the American car 
cann0t comparn with the English carriage, more especially for long joµrneys ;" he also advocates uniformity of type 
both as regards carriages and engines. I Pntirely agree with Mr. Higinbotham in these remarks. The T.M.L.~ 
carriages are light, and consequently none the worse for this. A good many of them were weighted with about 3 
tons of old rails when I came here. I should like to make them lighter and stronger at the same time if I could. 
It is a fact that the L.B. & S.C. Railway Company have, for some years, worked trnin.s which do the same work as 
that on the Metropolitan, although the weight of each train, including engine, is, little more than half that of the 
Metropolitan train, while the consumption of coal per mile is 19 lbs. on the South London section of the L.B. & S.C. 
against 33 lbs. on the Metropolitan; the former engines weigh 20 tons, the latter 42 tons, each, doing the same work, 
and I have seen the little one run away from the larger ones (that is to say similar engines on the L.C. and Dover Com
pany) ; this proves the correctness of the view of keeping down the dead weight of trains. I consider bogie carriages 
necessary on the Main Line Hail way. 'l'he present ones with new bodies would do well for branch roads on curves 
of not less than 20 chains rudius. All the passenger carriages were fitted with Sterne's patent rubber core spiral 
springs, which, I have been told, were specially ordered, but when I came here three carriages had been fitted with 
the usual laminated (steel) springs, and I lrnve made spriugs for, and fitted them to nearly all the rest; three 
remained to be done when I lefr. in May 1878. . 

Passenger Brake Vans.-There are four of these marked E., and are very similar to the carriages in construction; 
the sole bars have a plate bolted on their outer sides, which is a good plan, and much used at home; these vans have 
·a central partition and door, one end of the van is intended for the guard and passenger luggage, and the other for 
the mail bags. There is a hand-brake to them, and the handle and gear for working the continuous brake is on this 
vehicle also, and when the continuous hrake is applied it simply puts the blocks against the wheels of the carriages in 
advance of the van (the van itself runs free): the reverse should be the ca~e, and a good (•ontinuous brake is applied to 
·au wheels in a train and commences its action on the last vehicle, and so on gradually towards the engine. Almost all 
the remarks I have inade respecting the carriages are applicable to these vans aml also the second class carriages; 
I have fitted steel laminated springs and hangers to alI tour of the brake vans, and to two others which run. on the 
ordinary slow trains. 

.·. \), '' 
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; '; . The wagon stock isfair;'Mt att it wlis designed by the 'same gentleman as designed the c'arriage, stock (in- sb<ir~ 
all the _stock) the· same faulty arrangelnents· are introduced: I sho1114 prefer double~bogie: wagon stock also to what 
~ere is at present on the line, of a: 'less wheel bas_e than 7 feet.' · . . . · 

I have the honor to be,· 
Gentlemen, . . 

Your obedient and humble Servant, . 

f!iPtember, 1s7s, !f.HOS. MIDELTON; 

APPENDIX F. 
, ··. REPORT on Condition of Permanent· Way and ·Works qf Tasmanian Main Line Railway. . ' . 
IN reporring on way and works I must, of course, be guided by the conc:litions of the Contract; and I consider, if this 
had been faithfully and practically carried out, and the line equipped with .•uital>le. rolling-stock, there w,iulcl have·_. 
been no misunderstanding, risk, or difficulty: only the usual reasonable wPar and tear in maintaining the stipulated 
speed of 23 miles tin hour; aud I take the said Contract to mean that aje1a 4-chain curves would be allowed, where· 
a great outlay would by its use be saved. I have heard there is ilo curve les~ than five chains radius, but this. 
assertion I very much doubt; indeed, some look rather less than 4 chains, but I never tested any_ ot' them nor the 
grades, bot!! of which look to ine to be outside Contract. When I arrived in 1876 I was very much struck with 
the great depth of the tire flanges. When new, they were I¼ deep, and, of course, as they wore they grnrlnally got 
deeper, so much so that they caught very hard against the beads of the fish-bolts at the rail joints; and I have seen 
several of the heads "sheared" right off, and hundreds of mar keel bends are now to be seen. The fi-h-plates, too, 
are, in my opinion, too "'eak-for, at all events, the present rolling-stock these might do with .mitable en~ines; but 

. I fear the last new ones will punish the rail joints more than the present engines. The rail ends nre in II great many 
cases battered out by tae heavy engines. "Laminated" and '' crystallized" rails are to be found frequently. It 
could not be Pxpected that Mr. Clark could see these rails in l'iding ovrr the line,-exccpt he happPned to see a bad 
rail at some of the stations where, real!);; it would not much marter; except nt a station where the Expres~ train runs 
through without stopping; but if he had looked nt the "old rail heap" in the Hobart Town yard he would have seen 
too many lnminatetl rails for ·only 2~ years' running. I look upon that gentleman's Report as Mr. Grant's views 
i:lictated·to him. The Main Line rails do not get fair wear; and never will until prope,· rolling-stoclt is place.d 
~~ them,-conse9.uently, th~ rail bill will. con:inue high till. the alteration_. Past and pre~ent expPrience ~oes 
not lead me to thmk there will be an alterat10n directly. I con,uler "stPel" rails absolutely necessary; arnl I advised 
the Secretary thus before leaving London; and also once or twice since in my lettt,rs to him; but Mr. Grant I could 
µot convince for a very long time; and even now I think hi, only wishes for 8teel f,ir points and crossings. These 
latter_ are not well or properly made; and perhaps the Home Consulting- Engineer is to blame for this. The 
stock rails are all unnecessarily bent where the point of the switch rail comes against them. They ( the stock rails) should 
lie straightj and the switch blade should start off it from a knife-edgi, practically, thus making it almost impossible 
for a tire (ttange) to rtm in between thf' said blade and stc>ck rail. There are not sufficie11t chair;i either to hold· the 
stock rails; and the bolts used are not the right shnpe, and give no support for thfl switch blade, which, of course, 
wants great support. At present these blarles are simply supported at, ear!t end, :and not in the intrrmediate purts 
at all. All this l have often pointed out, and have been anxious to remedy, but have not suc1:er>ded. The injurious 
effect of bending the end of the stock rail can be seen on inspecti,m; and the s\vitch blades are much too t!tick in 
many cases. 'l'he said blades should be held over, too, by a weight or a similar contrivanv.e, and not by the very 
pld-fashioned sw:itch-box and lever. Several mishaps have occ11rred from this fault alone on the Main Line Railway. 

Crossings.-These _are not well made: at first the, were very murh 1Vorn and soon destroyed by the VPry barlly 
worn tires I found on the en·gines when I took charge; this defect l have partly remedied, but there is still room for 
improvement; th,~y have never been made correctly, neither have the che,:k-rails, which ~o, opposite to the points of 
'the several crossings; many can now, I dare say, be found held in their placed by the transve,·so timbers. an,I not 
bolted to the main rail at ull; when I left a great many w1>re thus. At on1> crossing; j 11st after it had been put in new, 
I measured the g11uge and found it 3 fPet 5 inchP.s, or one inch less titan it ~hould have bePn. I pointed this out to 
Mr. Grant, and he very kindly tried to put the blame on me by saying tht: crossing was not made ri~ht; I have 
m'easuretl the gauge in several places and found it all dimensions between 3 feet 5 inclle~ and 3 feet 7 inches. 

Crossing Guard. Timbers.-The inside ones were in many eases I, ¾, and ¾ inch, and even I! inches higher than 
the main n\il, even catching the brake rods of No. 7 engine at that time whrn her tir<'s were very thin ; the said rods 
we~e only 1¾ inches above rail level; the said timbers merely required adzing down, but this wus carefully forbidden 
·when. I asked that it should be done. 

Cattle-guards.-These Americanisms have proved themsrlves not only expensive but highly dan!!erous; for on 
"the morning of the 11 th January, 1878, a hor~e got into the Cornelian Bay Cattle-guard and stood foul ol the main 
'line; no cow-catcher on the engine could have displaced this animal, and had it uot beei, for the presence ol' mind of 
the late unfortuaate Gauger Bryce, who saw the horse and rnn back to1Vards Risdon to stop the approaching up 
:mail 'train, which he did, and the horse was extricated before the train passed. 

. I have frequently expressed myself to Mr. Grant that I think these cattle-guards do not meet the Acts and 
:Contract,-they certainly in some ca~es assist the drainage, but in some cas(ls they act us tanks,-nnd I think the 
:whole of them should be filled up (as somr have alreaJy ,been) and l'roper gates put up in their places. Si!!;nals 
·should be fixed at places such as Bilton's Crossing, Glenorchy Main Road, a11d many otherM, including Bridgewater 
Bridge. In both directions I think such. fixed signals should be erected fur snlety sake. One was erected at l.lridge
water, but I never sa\,. it used. The loops too at various stations have been put on the wrong side. Iu all cns,is the 
through main road should be the platform road, 'and the loops should be on the other siue, as at CampbPII Town and 
·Evan dale; those at Hoss, Corners, Campania, Jerusalem, and others are on the wrong side of the main line: from 
_this cause alone wear and tear is increased, as each train has to run through two pairs of" points" and over two 
curves a'nd. crossings quite unnecessarily, and it is also very inconvenient in many other ways; this, of course, is 
·optional, but, neverthelrss, it is a mistake. Some of the cutting-, and embankments want widening, and I b~lieve·a 
lot of this has been lately done. Some cuttings were absolutely dangerous: u11d the l,!'eneral drainage is wry much 
;neglecterl, Hild doesn't look respectable or efficient. At an embankmr,nt near Brighton the water runs right through 
its base. The wing and abutment walls to. a small bridge th,•re (where an arch could have been u•ed most advun
ta1<eously) seem to me to be yieldi:Jg to the ·pressure of the bank ; one is certainly not vertical, and there is no batter 
on either which there should have been in this case; neither are there too many Wt!ep holes left; and this remark 
also applies to the arched culvert in the bank at the Coal-mine Creek, there thcr/! are 1w weep hole~, and the conse
quence is the masonry has yielded. Some flood-water openi11gs might be introduced near Ross in one or two places, 
'l'he ballast is so thoroughly mixed-good ballast and bad-that I fear a lot of what has been recently done wHI have 
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to he done again, better and properly. I have seen many places where there is .not 2 inches of proper ballast under 
the sleepers; .and could now point this out. I think the drawing of a few sleepers in many parts of 
~e roaci would astonish some erigineers-unle~s they would consider anything -ballast. I fear in no ca;e is there 
10 inches of ballast under the sleepers as per Contract, but there might be in the neighbourhood of the Corners 
and through the Forest. But I can point out a score of places south side of Antill Ponds where there i11 
not the Contract quantity of suito hie ballast under the sleepers; nor are there many places, except at stations, 
where it is 8 feet 6 inches wide. A great many bad sleepers also can now be found ; some never ought to have 
'been used, and others have of course gone recently, that is to say, they were good when -put in. Had the late 
enormous quantity of ballast which has been put down been done correctly, and carried out over the whole'line, this 
with the present 401b. Land ore steel rails, which have been lately delivered and used, would have made a very good .road. 
The Dowlais Bessemer steel rails delivered in J.anuary, 1878,.are, in.my.opinion, wasters, and I thus advised Mr. Grant 
of it on that date; they a're very hard like the I.S.R. brand, and I fear very treacherous. I am of opinion too that a 
great many curves could, without any extra expense, have been saved ; there are twenty curves between Campania 
station and the top of Broadribb's incline, and several deep cuttings and moderate embankments, but by going to 
the right of Jordan's hPuse on the down journey and following the road, there the whole _or at least I 9 of these curves 
would have been saved, and the grade would certainly not have been greater than at pre;:ent. We go down I in 40 a 
long way, and tben go up, and then down again; the curves at all events I think could have-been saved, even if the 
I· in 40 grade were maintained. At Corrigan's Creek, too, there is an unnecessary curve, and other places which, I 
have no doubt, Mr. Clark saw and alludes to. The effect that'5 chain curves have on Nos. I tci 7 enginrs must be 
seen to be believed, ·axle-boxes and tire-flanges such as these engines have, after a few months' wear, is really 
astonishing; Nos. 8 and 9 were nearly as bad but not quite; Nos. 10 and I l are unhurt and as good as any boxes l 
ever saw, the leading tires wore badly but they did good work and ran the regular trains, and thus proved their 
usefulness. · 

. · Stations and goods sheds are all quite large enough, but of too many kinds ; one class of station and goods shed 
could have been used right through the line for all intermediate stations, and one drawing would thus have done for all; 
and as expense seems to have been the uppermost idea in constructing the line, &c., this item alone would have been 
lessened considerably by adopting a nice suitable d~sign. The pla'forms at some stations are too short, but this is 
being .remedied, and the water-tank supports at Campania, Corrigan's,.FJat Top, Oatlan<ls, and Evandale are too 
close to the carriages when a train is standing r.t these places; the same might be said of the Hobart Town and New Nor .. 
folk Road cattle fences, where live cattle is loaded and unloaded. · A Board of Trade Inspector would not pass this. 
The Hobart Town Station buildings are very good and suitable, the worksho_os are fairly built, but badly lighted and 
not well arranger!, but will certainly meet the Contract requirements; the same might npply to the goods sheds also, 
and the Launceston station, goods shed, and engine house. Some of the goods sheds at the intermediate stations are 
very moderate in construction as rrgards strength, but if the money saved in this respect had been put 011 the road 
-there would have been a greater advantage no doubt. 

Bridges.-These are constructed of wood, which though not suitable for the purpose, was probably the best that 
could be obtained at the time. I fail to see which ·bridge or viaduct has .been constructed consistent with the nature 
and extraordinary shrinking qualities of Tasmanian timber, indeed there seems to have been an entire neglect of this, 
-no allowance whatever for shrinkage, and an examinalion of tbe two outside ro,vs of raking struts in 1he Risdon and 
other structures will prove this. Timber has been used wastefully in nearly all the bridgrs: that at Brid~ewater, 
Risdon, and Clarendon could have bePn made much stl'Onger, and have had far more stability with 25 per cent. less 
timber, it propedy applied·; and an examination will show that the two centre rows (looking longitudinally) of piles and 
uprights, as the case may be, carry the whole weight of the rolling loads passing over these bridgPs, and the two 
outside rows simply do no work whatever, except act as wind braces so to speak. I should consider t!io object of 
.placing piles in is for each to do an equal share of the work, but in most of the Main Liue Railway bridges only 
one-half of the piles w01·h ( or are used) and the other half are practically useless. The running beams too are badly 
arranged, and the struts between them; also the tie-1,olts can be screwed up as· much as may be de~ired with no 
other effect than that of bending the timber, for they are placed thus. Imagine a bolt connecting the apex 
and (centre of) ba~e of an equilateral triangle to be screwed up, the result would be as I state. The" diagonal 
ties too are badly arranged in the Hisdon Bridge, and look and act very similar to tying the end of a spring-board. 
The piles in the Bridgewater Bridge are not properly or well tied for resisting the strains on them, . and 
the tension and compres8ion bars in the iron bridge are not made correctly, they should all have been compression 
bars, or stronger tension bai·s, as wlien the bridge is shut the slrain is as a girder resting at the ends with the 
weight in the middle, but wlwn it is open the reverse is the case, consequently the strains are reversed 
also. I should not like to test the whole line according to the Board of Trade regulations as stipulated in the 8th 
Clause 01 the Schedule, AND in bringing No. 4 engine, which ran off at Campbeli Town, and No. 5, which ran off at the 
Coal Mine Creek, with No. 2 engine and tender nil coupled together. I lel't 'one engine at Jerusalem, and went out 
for her tlw next day rather than te8t the BriJgewater Bridge with t!t1·ee engines at walking speed. I do not say the 
bridge would not stand it, but I do say I would not try the experiment at present according to Board of Trade 
requirements. The Macquarie Bridge, near Mona Vale, is the best on the road, as far as the stone piers are concerned~ 
but I think there is room for improvement in the arrangement of the woodwork. The Clarendon Bridge is well 
erected, but the de.,ign is very bad, and the road is very elastic there. I do not agree with fastening the rails to the 
superstructure. Ballast should be used throughout the line everywhere; the' same depth, or nearly so, on the bridges 
as on the formation, and a double row-of guard-rails on the Bridgewater Bridge would be safer and not cost much. 
This has been pointed out long ago, as also the same thing for some of the dangerous curves ; at three separate places 
it is nece~sary in my opinion. One or two of the embank1nents have been a .source of trouble, but ere this I hope it 
is all rrmedied. I thoroughly'agree with Mr. Clark that great riok and unnecessary responsibility has been incurred 
in maintaining the contract· speed so long; and a thing that is overworked mu~t yield somewhere, and the risk has' 
been in running totally unsuitable engines on a road certainly vot fit for them, or at all well made; and I think no 
'one has been more astonished than the Company's Agent that the train service has been accomplished successfully: 
indeed, he (as well as Mr. Greene) said it was impossible, and it will be more risky than ever when the new engines 
are used on the road. The Landore Siemen's steel rails now being used are the best in the market, and I claim the 
whole credit of having introduced them here; and when the whole road is relaid with these and suitable rolling stock 
placed on it the line will be a good property. I should consider it an injudicious and wasteful expenditure of capital 
to put down a heavier or better rail than the 40 llJ. steel now being 1c1sed, as these will certainly safely and 

· economically carry all the traffic for the next 10 or 15 years.. I have very often been told by Mr. Grant· 
:what he cJid on the Wellington, Grey, and Bruce Railway iri Canada, and he has held that line up.as ·a: 
model to be imitated. I see in Herapath's .Journal of May 4th, 1878, that the P,resident of the Great Western 
Railway of Canada, the Right Hon. H. C. E. Childers, M.P., stated at the half-yearly meeting of ::-!hare
holders in that Company, referring to the Wellinoton, Grey, and Bruce line, that "that line has been a signal failure, 
;md has added very greatly to your burdens,"-b;t in what way is meant I do not know; and when considering fully 
all past experience connected with the Tasmanian Main Line RaUway, I very much doubt if this line will be a greater 
15nccess as things are standing at present; and probably ninety.:.nine engineers out of every hnndied would hav_e s·aid 
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exactly what Messrs. Greene and Grant did in the earlier days, and the propriety of doing what has· been done is: 
v·ery questionable, with such rolling-stock as is on the_ line .. The ~xed we_i~hing machines at Ho?art 'l'own and 
Launceston are excellent, but the one at Hobart Town 1s not m the right pos1t10n tor use. The two iron turn-tables 
are also very good, but too short for tender engines; that at Antill Ponds is very badly designed and made. 

Sept., 1878. 

l have .the h·onor to be, 
Gentlemen, 

Your obedient and humble Servant, 
THOS. MIDELTON. 

APPENDIX G. 
REPORT on each qf the Tasmanian Main Line Railrvay Locomotive Engines. 

No. 1 was originally a ten-wheeled six-coupled bogie tank engine, having cylinders 14 diar. by 20 inch stroke, and 
couple cl wheels, ench 3·6 <liar., and weighed probably 30 to 33 tons in working order. The leading coupled wheels had no 
flanges, and it was found, after a series of trial trips with these engines at Evandale, that the fiangeless wheels 
crippled the rails very much, and it was decided to take these wh11els out altogether, and also take the side tanks off. 
This wns done, and I found this elass ofengin1c1 altered thus when I came here in July, 1876, and running as a four
coupled bogie engine, with tbe coal box on the engine frame, and a wood tank (for water only) placed on some co_vered 
goods wagon frames, used for tender to these engines. Nos. 1, 2, 3, 4, 5, 6, ant! 7 were all like this, ancl there were 
five wood tank tenders for seven engines. No. 1 engine had been repaired, and when I left she was in fair working order, 
but far too heavy for a 40 lb. rail. The bogie had what is known as Baldwin's arrangement of swinging links, but 
the designer put these links in the reverse way to which they ought to have been, and the action of them on a curve 
was exactly opposite to what was intended; for instance, when the bogie entered a right hand curve these said links 
gave the engine a canting motion outwards (it should cant the engine inwards), Ro as to coincide ancl act with, and in 
the same manner, as the superelevation of the outer rail does on cnrves; the action was ibis-the leading end of the 
engine was twisted one way by the links, and the trailing end of the engine was twisted the opposite way by the 
supere[e,,ation of the rails. The cylinders and steam chests to these engines are unnecessarily heavy, and very com
plicated, and it is necessary to take a good many cylinder bolts out and a part of the smoke-box front before the 
front steam-chest covers car. be got at at all. The link motion is too light, and the eccentric straps, which were of brass 
and of a very antiquated design, gave a lot of trouble and wore away very quickly, but I · replaced these with new 
cast-iron straps, which run quite ten times as long as the brass and give no trouble. The valve spindles to these 
engines were very ill constructed, and gave a lot of trouble, as also dicl the valve rod-guides which were of brass; 
these I replaced with cast-iron, and welded up the valve-rods so as to dispense with one joint and cotter, 
These defects are now remedied in all these engines except No. 7, that is to say, Nos. I, 2, 3, 4,' 5, 6 are clone 
and working. The bogie spring-beams were too weak (when these engines were altered to 4-coupled ones) 
and clicl not carry the extra weight thrown upon them ; I altered this by placing the spring-links 
much ,tider apart and thus relieving the beams consideral,ly; theoe engines after the side tanks were taken off were 
thus very much weakened, and I had to put on wrought iron foot-plates, made out of plates which were on the front 
and back sides of the wood buffer planks, which thus strengthened the foot-plates very much; these engines are very 
destructive to tbe road, as they have 4½ tons on each coupled wheel, and 8 tons 7 cwt. on the four bogie wheels; the 
distribntion of steam in these engines, by the link motion, is not good and far from economical, not to be compared 
with Nos. 10 and 11 engines in this respect. No. I ran from January to October, 1877, 25,244 miles. The great 
fault of all these, No. 1 to 9 inclusive, is in tbe design, which is utterly unsuitable and far too heavy for such road as 
the Ta~manian Main Line Railway. The workmanship is very good, and the engines w13re very well put together by 
the builders. 

No. 2 engine was like No. 1, but as no one ever succeeded in running one of the 10 wheel and 6-coupled engines 
right through to Launceston, and I knew that the running of them as 4-coupled engines was highly injurious to the 
road, I set to work to properly place the flangeless wheels and bogie, and succeeded in getting this No. 2 engine to run 
well with all 10 wheels under her, but much to the surprise of Mr. Grant she ran for some time and was used by 
nearly all the drivers at various times. I made a suitable ten<ler for this engine out of a pnir of iron-side tanks, and 
this engine and tender, especially the former, ran quite satisfactorily to me, and I intended altering the six sister 
engines the same. This engine when I left was in moderate repair, and ran .from January to September, 1877, a 
distance of 7962 miles. The tender draw-gear I could not get it quite to my satisfaction on account of the engine 
being away so much; I never hardly had an opportunity of doing the work properly, but I should when the 
opportunity occurred have put this satisfactory; the engine I only completed on the 30th of March, 1877, and the 
whole alteration was done piecemeal, having often to take her out of the shop to run a train from sheer necessity, 

No. 3,:-This engine never ran at all whilst I was in the Company's service, and when I came here nearly all 
her gear that was to be had had been taken off to repair other engines with, nnd there was practically nothing left 
except boiler and frame; I did, however, mannge to get this engine clown on her wheels before I left, but there was 
then quite six months work on her to put her right, and I intended altering her the same as No. 2 exactly, and make 
her into a 10-wheel 6-coupled bogie engine. Pistons, cylinder-covers, valves, link, motion, axle-boxes, regulator, 
safety-valves, chimney, dome, bogie-wheels, side-rods, and all brasses, injectors, and everything was gone from this 
engine for repairs. 

No. 4 engine is similar to No. 1, and was under repair when I Jen. The fire-box was cracked along the top of 
the tube-plate tor ahout 16 inches, and wanted patching; this crack is, in my opinion, caused by the faulty design 
and construction of the box, and the mode of staying the same. The hogie to this engine I hacl altered to a plan 
which is known as the "Adams" bogie, and which worked very well indeed. This engine ran from January to 
December, 1877, 19,507 miles, and when turned out of the shop would be in good working order. 

No. 5 engine is similar to No. I, and is the one thnt ran off the road at the Coal Mine Creek just after having 
been thoroughly repaired; she was after this again repaired ancl set to work, ancl ran from January to December; 
1877, 25,009 miles, and was again uuder repair when I was leaving. The fire-box tube-plate wns cracked; like No. 
4, and had been patched; and when this engine was finished she would be in good working order. I hnve been 
charged with causing the eaid accident at the Coal Mine Creek by my alteration of this bogie, but the written records of 
repairs done to this engine by me, will show that I made no alteration at all in tlte said bogie, like I did, subsequently; 
to No. 4; and it is probable, in my mind, that if I had done so the said accident might not have happened,-tho 
canting motion of th!l bogie referred to, Jn describing No. I, was the best possible help to an engine getting off on a 
bad curve such ·as this waa when the accident occurred. 
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: . No. 6 is of the same type as No. 1. This engine was undergoing thorough repair when I left, and she ran from 
,January to December, 1877, 31,939 miles. . · · . · . . . · 

;_ No. 7 engine bad been very hard worked, and had been lately out ballasting, and by using very bad water at 
•,Compania was in a very bad state, and wanted· a thorough and very heavy repair; the fire~box tube-plate was 
.. cracked, like N os. 4 and 5. I took her off the road as unfit for work, but Mr. Grant would have an engine out 
, ballasting, and_ I was compelled to send this one, under protest; she did go out, and leaked so much at thn cracked 
• place in the fire-box that it was almost impossible to keep up steam, or keep water in the boiler.. This engine ran, 
, from January to December, 1877, 32,436 miles, but had _to be brought home as she was no use at ballasting. · : 

No. 8.e11gine and tender, when I leit, was in first-rate working order, and had been running. the express train 
very successfully for five months; she and Na. 9 were tank engines, having 8 wheels (four coupled), with·1a 

,_bogie in front, cylinders 12 x 19 stroke, coupled wheels-each 4 ft. 6 in. diameter, and when roadworthy was much 
~-too. heavy for the 40lb. rails, and destroyed them very rapidly; these engines were top-heavy, and required 
,lessening in weight as soon as possible. No. 8 ran from January to December, 1877, 30,655 miles, and this 
--includes one month of running (December, 1877) after my alteration of her; she is now HJ tons total weight 
·:.in working order, and she bas run regularly since the 1st December, 1877, up to 24th June, 1878. She had new 
. cast-iron eccentric straps, new side and connecting-rod ends, tanks and coal-box taken off, frames.cut off, a11d-severa l 
c:otber alterations. Neither the eccentric straps nor side rods have been repaired during this time, and she has ru'n 
, very successfully, but even now her cylinders are much too heavy, and. her. boiler is quite· 12 inches too high. The 

•, tender is made out of the old side tanks, and the under frame is of wood, and was made in the shops. The wheels 
, a1!d axles ar~ the same as t~e carriages and wagons. '!'bis engine is now_ able to run right through to L_aunceston 
,.·without takmg coo.ls at Antill Ponds tas she used to do before the alteratrnn). She can also carry sufficient water 
. :to run from Ross to Launceston, and from Flat Top to Hobart Town, and from Brighton to Flat Top. Through· the 
, alteration I made in her link-motion reversing gear, this engine burns 14·60 lbs. of coal per niile, or about 3 lbs. 

per mile less than her sister engine (.No. 9) and does the same amount of work; slie has as near the correct weight on-her 
coupled wheels as can be got, and the bogie now carries about 4 tons too much, which is caused by the bad design of 
the cylinders; this engine had t~e Baldwin links in her.bogie. I completely stopped this action, and the engine now 
runs very satisfactorily indeed in every way, and is in good repair. · 

. . No: 9is still running as sent out.with tanks and coal-box on her frames, I have replaced her old brass eccentric straps 
'with n·ew cast0 iron ones, and altered the valve-rod guides, and other things about her, but have not had-the:oppor-
tnnity of lessening her total weight yet. This engine ran from January to December, 1877, the enormous distance of 
55,911 miles; she is far too heavy for the road and traffic, and is very destructive on the permanent way. When I 
left this engine. was in very moderate condition, and wanted repair. The mileage made by her is equal to 1075 miles 
per week of six days, and this was done and the engine was repaired three times in the twelve months. 

No. 10 was, when I came here, a six-wheeled four-coupled tank engine used by the contractors in 
making the line, and was built by Messrs. Fox and Walker, of Bristol, in 1871 ; this and her sister No. 
11 were both alike, and wanted very heavy repair. Consequently I operated on No. 10 first, and as she 
was too heavy, I took off her side-tanks and coal-box, and made a tender out of these and reduced the 
weight of the engine to the proper standard (3 tons per wheel on each of the four-coupled wheels, the remainder 
of the weight (34 cwt.) rested on the leading wheels; these said wheels had what.is known as Cartazzi uxle
boxes, that is double inclines which allowed these axle-boxes to move about 3 inches laterally; the lids of the 
boxes remain free on~1/ to move vertically, the boxes only can move laterally, this causes all the strain to be thrown 
on the thin edge of the axle-box lid wheu passing round curves, and is not a good plan. The double incline too, 
combined with the super-elevation of the outer rail on curves, throws an undue weight on the wheel which ( on a 
right or left curve, as the case may be) has to guide the engine. Another objection to tb.is scheme is that as the 
weight is on the axle-box lid (instead of on the box direct) the oiling arrangements are not so easily got at; knowing 
ell this and the trouble these boxe~ were from (home) experience, I altered them to a new arrangement, where I 
introduced rubbers to take up the lateral !?train on passing over c_urves, which acted much bet.ter than the tlouble 
inclines abo:ve referred to ever did: and I never had any trouble with lwt boxes as I understood my predecessors bad •. 
I al~o put new crank-pins in the coupled wheels, and made new connecting-rod ends, and also heated and twisted 
one of the axles which was out of square (that is to say, the crank pins were not square with one another) and made 

. straiglit valve-rods in place of the two cranked ones originally sent out. When all this was done these engines 
were the best we had. The link motion ·gives a beautiful distribut10n of steam. 'Ihey were well designed ,md well 
built engines, and if I had (\l,S-.J intended) put a four-wheel bogie under the leading end, these woulu be the best 
class of engine for the M.L.R. l should have preferred a 3 ft. 6 in. wheel to a 3 ft., but with a hogie, and to prevent 
the introduction of another" class" of engiue, this would not have mattered. The only fault I found in them as 
turned out by the makers, was in the crank pins, &c., things which I altered and which I am happy to state worked 
admirably and to my most sanguine expectations; this and Nos. 11, 2, and 8 engines can now run right through to 
Launceston without taking coal, but these and all the others had at one time to take coal at Antill Ponds. N os. 
1, 3, 4, 5, 6, 7, and 9 have to do this now. The cost of keeping these small anginas in repuir is very trifling now, 
and they burn less coal than any of the others in doing the same amount of work; they also use Jess oil: the tubes 
and fire-boxes of this and No. 11 engine are much worn, as they have both done a lot of very hard work, therefore 
they want repair. This engine ran regularly for 10 months, and worked the ordinary day and night mail trains 
alternately in the regular way with the other engines. She ran from March to December, 1877, a distance of 19,192 
miles; and she ran the express train on th~ 24th March, 1877, and when I left she wanted repair and tubes 
taking out, 

No. 11.-The same remarks apply to this engine as I have made on No. 10, and the same alterations were made. 
The tender-frames in each case were inade in the shops, and the wheels, axles, and boxes are the same as are under 
the wagon~. She ran, after my alteration and a thorough repair, from August to December, _1877, a distance of 
10,676 miles; and 5he also ran the express train on the 26th September, 1877, and was running the ordinary trains up 
to April, 1878. When I left she was in _very fair repair (tubes and fire-boxes excepteu, as said about No. 10). 

Nos. 12, 13, and 14, are three new six-wheeled, four-coupled in front, tender-engines, now (September, 1878) 
being delivered. They have outside cylinders, which are, I believe, 13 X 20 stroke; the four-couplet! wheels (the 
leading and driving) are each 3 ft. 9 in. diameter, and the trailing-wheels are 3 ft. diameter, and are fitted with the late_ 
W. B. Adams's patent radial axle-boxes, which work almost exactly the same as my alteration of the leading axles 
Nos. 10 and 11 engines, except that in my case the engine is clteched laterally with rubbers; but these new engines 
bave nothing whatever to check them; the axle can, therefore, on a strai~ht road, slide about, or, correctly speaking,· 
the engine can slide laterally on these axle-boxes as it may. The total wneel base is the same us Nos. 10 and 11, viz. 
11 feet; the coupled wheels have outside jormals. am;!., qverl\u.ng_ 9ranks and pins outside. these, which necessitates 
placing the cylind1Jrs very wide apart (tl!eY, 91m~~t·be; W!i.Qli ~ess _tqan.6 .fe.et). The transverse distance between the 
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cylinders being 6 feet, and the longitudinal distance between the driving and leading wheels being less 5 ft. 3 in., will 
cause these engine~. in my opinion, to "wriggle," and very much cripple the rails on the straight running, like the six
coupled outside cylinder engines did. on the light lines in Victoria (see evidence of Thos. Higinbotham, Esq., and 
others, in "Report of Railway Enquiry Board," Victoria, 1877, No. 8). I estimate the total weight of these engines 
to be 20 tons each, arid there ought to be 15 tons on the four-coupled wheels. ·The tenders are -ot iron and on four 
wheels, and will probably weigh, when full, 12 tons each. I consider that. a much more unsuitable class of engine than 
these could not be designed for the Main Line Railway, and they are really much worse than the present engines, 
and I should be sorry to have such a class-as this on any -road. It would he well to point out thP greatc.lisadvantagcs 
under which the main line engines were repaired up to the present time. There was but one wheel-lathe, which was 
always fully occupied, and was too small for the three pairs of 4 feet 6 inches express wheels, and was only fit to 
turn up 3 feet 6 inch engine tires with, a 3 feet 6 inch tire even could not be comfortably bored in this lathe, the 

-carriage and wagon tire turning would keep this said lathe always going; -eccPntric-straps and other ~imilar sized 
work bad to be bored in this lathe, which hindered tbr. progress of the repairs very much, as one thing bad to be taken 
out to make room for another. There was only one small drilling machine to do all the locomotive, carriage, and 
wagon, and permanent way, work ; this latter department alone requires the entire use of one machine. The screw
ing machine wns a very poor and almost useless tool, and the g .. inch lathe was very much overworked. I asked my 
Directors for a new radial drilling machine, a 12-inch Whitworth In the, a Seller's screwing machine, all of which 
have recently been delivered, the use ot which will be much appreciated no doubt. I could also have found use for-a 
larger shnping machine, but was content with the small one I had. All the_ lifting of' engines had to be done with 
screw-jacks and several men, and took up a very great deal of time; this lifting is now done by one man with the use 
of a screw and wood tressel, which I have erected in the shop, and another smaller one outside in the yard for lifting 
carriages and wagons, which I need hardly say saves a Jot of time nnd labour in each case, indeed the engines 
have been so altered lately that they now run successfully, and do not break down on the road as they formerly did, 
for some time after my arrhal; the eccPntric straps, valve rods, &c., were very badly arranged, now all this 
is remedied, and the only fault now is the great and unnecessary weight of some of the engines; this, of course, can be 
now remedied more expeditiously by the use of the extra (new) tools I have ordered and are now delivered. 

Sept. 1878. 

I have the honor to be, 
Gentlemen, 

Your obedient and humble Servant, 
THO~. MIDELTON. 

.J'AHEB DAB.NARD, 
. GOVllRlUIEHT l'RINTBB, TASHANU. 


