STATE EIBCTRICITY COMMISSION. 1

Statement, with attachments, setting out Commission's views
on continued operation of a Tramway system in Geelong.

TR 7 ?esponse to your request of the Tth, August, 1953, for a statement from this
Commission concerning the Ceelong Tramways, I have to confirm the advice given in its
reports to succeeding CGovernments that the Commission viewed with grave concern the
extremely adverse financial results with respect to all three provincial tramway |
systens--Geelong, Ballarat and Bendigo; it has emphasised from time to time that these
gervices have never been economically justified,

The Commission's conclusions in this regard have been confirmed in general by indep-
dent reports on all three provincial city street transport systems, although the
detailed findings on these reports need further examination,

With regard to the Geelong tramway system, the loss for the year ended 30th. June, 1953,
was £95,269 ($190,538). Bach succeeding year shows a serious deterioration as regards
Geelong tramways,

Statements are attached, showing - for the period 1935 to 1953 :-

"A" - Income, Expenditure and Lossj

"B" -~ Segregation of Expenditure; and

"C" - Operation Statistics,
and there is ample evidence in these statements to confirm the Commission's view that
it should be relieved of the responsibility for the tramway systems, and that consid-
eration should be given to a properly co-ordinated street transport system,

To assist your Board, I am also attaching a map of the Geelong tramway routes, and chart
showing the income, expenditure and loss on tramways from 1935 to 1953 as compared with
the basic wage trend.

The Commission assumed the responsibility for the tramway systems in the 3 provincial
cities early in the 1930's, and it did so not because it was considered a responsibility
resting upon it, but solely to prevent closing down of the tramway systems in those
cities, The responsibility was thrust on the Commission as it became the successor of
the electricity supply undertakings, and in the past the tramway operations had been
conducted by companies from which the Commission was purchasing the electricity supply
assets, Before the Commission agreed to accept the responsibility, it explored the
following possible alternatives for tramway operation in street transport:- i

éa) The Victorian Railways Department.,

b) The Melbourne and Metropolitan Tramways Board.

(c; A Government Authority to be constituted by the State Government,

(d) The municipal councils concerned.

(e) Tramway authorities to be created within the cities themselves.

(£) Private bus operators,
As regards (f), the development of motor transport and of road meking has been such that
this proposal was not nearly as attractive then as it would be today. |

When it acquired the tramway systems, the Commission stated in clear and unequivocal

language:—— (i) that, since any loss on the tramway systems had to be met by
electricity supply consumers, it was not prepared to extend the
tramway systems at the public expenses
(ii) however, to prevent the systems being entirely static in the face of
any local desire that might exist for an extension of the systems,
the Commission's agreement with the municipal councile concerned
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provided that extensions would be made on the ré 31 3
quisition of one or more .
councils on the condition that the councils undertook to re{hburat the !

Commission any loss on the operations of such ext ' '

ension, statutory pro-
vision having been made for the councils to do this. T; date, nﬁysuoh
requisition has been received.

(441) The Commission stipulated, and all the councils concerned agreed and

entered inte formal agreement, that they would de everything in their

power to prevent competition with the Commission’s tramway system. This ‘

Was in support of Section 11(b) of Aot 3845, which authorised the Comm-

ission to operate tramway systems. This section was subsequently
included in the Transport Regulation Acts.

' )
(iv) The Commission stated that the systems it was acquiring would (after making
allowance for reconditioning work in Ballarat and Bendigo) probably be

completely debilitated in about 15 years, i.e. about 1950.

The losses on the three provincial systems are now approximatihg £ million ($% million)
per annum, and to date just om £1,425,000 (82,850,000) has been lost in the operation of
these tramway services., The position is that fares do not meet the cost, today, of
wages paid to tramway employees, let alone provide for interest, depreciation, super-
vision, electricity consumed, or materials for maintenance purposes. Today there is no
means open to the Commission to rectify this position. Extensione to the system would

increase losses, and increased fares would certainly result in a reduction in passenger
traffic and might even result in an overall loss of revenue,

The Commission's first responsibilities are related to generationm, transmission and

distribution of electricity, and the extension of its electricity supply system

throughout the State, and the operation of tramway systems, which has rested upon the

Commission more as a matter of expediency, creates a heavy financial burden on the
electricity supply consumers.

As a tramway authority, the Commission has discharged its responsibilities faithfully
during the past 15 years under very difficult conditions, and from its experience, and
the expert knowledge of those associated with tramways and transport, it is confirmed
in the outlook that the establishment of integrated well-organised road services is
long overdue. A comprehensive co-ordinated service would make for a greater overall
economy by the avoidance of overlapping services and wasteful duplication of services.

A statement is also enclosed setting out the history of tramways at Geelong, and 3
deseribing the various aspects of the loeal tramway system.""



HISTORY OF GEELONG TRAMWAY UNDERTAKING.

garly History:-

This installation was not made by a private company in the usual manner as a sound
prospective enterprise but was undertaken at the request of the Municipal authorities.
The installation of a tramway at Geelong was rather belated by comparison with other
coomunities who had electrified their steam or/and horse-drawn systems at the turn of
the century. The private company was reluctant to extend its operations to tramways
probably by reason of conditions then being experienced in other small centres with
tramwvays and the development of the motor vehicle might have early effeet upon fixed
rail installations. The Company however held a limited term franchise in respect of
the Electricity Supply business and realised that conflict with the Councils on the
tramway question ecould jeopardise the ultimate future of the company in its profitable
and expanding Electricity Supply undertaking. Provision was made however for the tram-
ways to be operated by the company for 20 years with the promise of aequisition then by
the Council or extension for short terms until the future was resolved. There was some
loeal opposition to the delegation of tramway powers to a private concern and this was
of such charaeter that a referendum was eventually necessitated before the Aet was
passed., The first tram routes opened were those to Newtown and West Geelong on 14th.
March, 1912, The South route was opened to the Barwon Bridge on 11th. December, 1913,
after trouble with the railway erossing had been overcome. Three Daimler/Benz solid
tyre buses were operated on the East route prior to the trams commencing on 12th,
October, 1922, and the extension to Chilwell did not follow until 30th. September, 1927,
A new bridge over the Barwon River enabled the extension to Belmont to be opened on 16th
December, 1927, and the last major installation to the North route was opened on 6th.
June, 1928. There was an extension to Eastern Park on 10th. September, 1930, prinei-
pelly to meet the requirements of the tramnsfer of football matches to the Corio Oval.
The only change in the system lay-out sinece that date was the transfer of the redundant
trach to the wharf as an extension along Corio Terrace to serve the Eastern Beach area
in Oetober, 1940.

Creation of a State Eleetricity Commission:-
The oreation of this authority in 1919 gave indication of the ultimate plan for a
State-wide scheme for publicly owned eleetricity supply and distribution and to a
certain extent resolved the ultimate destiny of the privately owned loeal supply under-
takings. The provisions of the S. E. C. Aet 1922 (No. 3265) however provided some
security for these undertakings with tramway commitments in that the Aet authorised the
Commission to alse acquire those assets when negotiating the purchase of the eleectriecity
supply undertakings. The Aet however specifically did not grant any authority to the
Commission to operate a tramway system, probably by reason of an opinion at that time
that tramways should be a locally owned and operated concern and the delegation of
authority to the companies provided for munieipal aequirements. This provision in the
S.E.C. Aet caused some disquiet in the councils of the three provinecial eities in that
the eleetricity supply would probably be merged in the State scheme but there was neo
provision for the continuence of the tramways which at that time were an integral part
of the supply undertaking. There was apparently ne desire on the part of the muniei-
palities to take the tramways themselves. To plasate the Councils however the State
Governmment in 1927 gave unequivoeal assurancesthat the tramways would be eontinued if
desired by the Councils after the electrieity supply undertakings beeame merged in the
State scheme.

Aequirement by SEeCos— ,
When planning for eventual asquirement of the three provineial undertakings operated by
the Melbourne Electric Supply Ce. and the Eleetrie Supply Co. of Vietoria, the future
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of the tramways therein had of necessity to be determined. ‘

The Commission had no
jesire to bgcome a tramway authority. In the experience of the private companies
they were potentially an unprofitable adjunct to the Blectricity Supply business,

tmmatgznéggs::zr: of electricity in the three cities were in effect subsidising the
oper ramways. There was also the feature that a strong anti-tram attitude
had grown up especially in Ballarat and Bendigo where the systems had been permitted to
deteriorate to a deplorable condition. There had been some friction of late years
between the Councils and the company over the tramway position and the policy of the
Councils in encouraging the development of Competitive Urban Omnibus services. The

cost of rehabilitating the Ballarat and Bendigo systems could not be financed from the
resources of the Commission and in any case could not be regarded as a sound investment.
The Commission offered the tramways free of charge to the Councils who refused same and '
took the attitude that the responsibility had devolved upon the Government for the trams
to continue by reason of the earlier assurances. Eventually a combined conference of
all the municipalities concerned including those at Geelong decided to request the
Government to introduce legislation to authorise the Commission to operate the tramways
in the three cities when the Commission took over the undertakings concerned. The
Commission reluctantly agreed to this when it was apparent that the Councils were |
allowing the tramway question to assume such importance that the expansion of the State

scheme for electricity supply transmission to the districts concerned was being
seriously jecopardised. ’

Agreement with Municipalities

Before the introduction of legislation it was necessary that the Councils and the
Commission should conclude tormal agreements to govern the responsibilities ot both
parties such as maintenance, tram speeds, by-laws, payments to the Councils in lieu of
rates, the obligations of the Councils to restrict competitive services, losses on trams
to be a charge to local electricity consumers and the power of Councils to require
extensions or alterations to the routes under tinancial guarantees. The agreement
ultimately reached was very largely in the form of the agreement in existance between
the Geeiong Councils and the Melbourne Eiectric >upply Company. Naturally there was
some difficulty in reaching a uniform agreement acceptable to the three provincial
centres by reason of the necessity for appreciation that the Commission as a State
Authority could not be subjected to the bargaining that might be extracted from a
private company out to produce profits for its shareholders, also the fact that the
Commission had no desire to operate the tramways and that the request that it should do
so criginated from the Councils themselves. Broadly, the Commission realised that the
tramways would inevitably be a charge to the consumers of electricity and to that extent
the expansion of the main functions of the Commission would be retarded. It had there-
fore a major obligation to protect its consumers to its utmost power. There had been
friction between the Councils and the private companies by reason of the encouragement
of competitive omnibus services for which the Councils were the licensing authority
under the Motor Omnibus Act of 1928, Thie state of affairs could not be perpetuated as
between the two public authorities such as the Councile and the Commission was only
prepared to operate the tramways with the inclusion of the safeguards as to competitive
services contained in Clause 19 of the agreement, The reluctance of the Councils to
grant this authority was later reflected in the degree of supervision given to urban |
services for some years after the Commission took over the tramway systems. The
agreement did not provide for any fixed term of tramway operation and there has been

no variation since completed on 9-8-1929 at Geelong, 2-10-1929 at Bendigo and 17-11-1929
at Ballarat

State Electricity Commission Act 1929 (No. 3845)
Tn December 1929 this Act was passed to give the necessary powers to the Commission to
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perate the tramways. The parliament confirmed the
provide for protection of the tramw

powers sought by the Commission to
Section II Clause (B).

ays from competitive services by the insertion of

The Act makes the usual i
provisions as t
and management, the authority for Councils to ® ‘reaway censbrudtion

enter into agre
including the reimbursement of the Commission S RemontS. With. tha Ciwn Lep oy

by municipalities for losses sustained b
reason of sponsored extensions, the power of Councils to apply such charges to the 4

Municipal Fund and any necessary increase in rates, and also lays down the procedure to
be followed for the abandonment of any tramway by the Commission. Except as provided in
the Transport Act 1951 (No. 5559) there has been no variation to Act No. 3845. The
transfer of licensing authority for Urban Passenger Omnibus in the three provincial
cities from the respective City Councils to the Transport Regulation Board by Act 5559
retained to the Commission the protective conditions considered essential when it
assumed responsibility for the provincial tramways.

NMunicipal By-laws

After the conclusion of the agreements with the municipalities, it was necessary that
the Municipal By-laws under the Motor Omnibus Act 1928 should be reviewed in consider-
ation of services regarded as competitive to the tramways. Following the precedent of .-
an overseas decision, it was defined by the Commission and accepted by the Councils that
the tramway should be considered to directly serve an area within a 4 mile radius of a
tramway route. As far as practicable, omnibus services should not traverse such area
and where impracticable to observe this, restrictive conditions as to the carriage of
passengers within such area should be imposed. There was again some reluctance on the
part of the Councils to depart from established practice in some instances or to impose
restrictive conditions to the extent desired by the Commission. For its part, the
Commission has endeavoured throughout to be as generous as is reasonably possible and
has accepted the desirability of services being provided to areas beyond the reasonable
limits served by the tramways. This is evidenced by the number of omnibus services in
existance today. The Commission has also accepted that such features as creeks and
railway reserves have a restrictive effect where placed adjacent to the tramway routes
and effectively reduce the area directly served by the tramways. Generally speaking,
the Councils have observed the consultative provisions of the agreement with the
Commisgion but until quite recently they were apparently not in a position to appoint
an officer for full-time duty on traffic and associated matters. There was therefore
not the degree of supervision and policing that the Commission reasonably expected. It
is the opinion of the Commission that until immediately prior to the 1951 Transport
Regulation Act, the policing of competitive services largely devolved upon the Commiss-
jon. Although complaint of breaches of licence conditions were from time to time
reported to the Counoil or its officers, there is no record of any action culminating in
the prosecution of the offender. It has been the desire of the Commission that its
relationships with the various Municipal Authorities should be mutually concordant and
it has not desired that the difficulties associated with the operation of tramways
should intrude to interfere with such relations. In Geelong the difficulty of getting
the Council to agree to the provision of an adequate protection to the Commission tram-
ways has its best illustration in the matter of the tramways in Pakington Street. The
principle of 4 mile protective area to the tramways has never been fully implemented in
this district and the ultimate concession grudgingly provided in the By-laws was at no
time observed by the operators. It was felt that full implementation of the conditions
of the agreement and the powers provided in the Act No, 3845 would produce an undesir-
able state of affairs as between two responsible public authorities and was thus not
forced by the Commission. The position of the council as individuals in an honorary
civie service has always been appreciated by the Commission but although its policy has

|




jod adverse effect uvpon the tram-ways in this area it is not regarded as being to such

extent that the operation of the tramways in Pakington Street has been rendered
mecononic entirely by such cause.

Proposed Extensions of Tramway Routes

No extension of a iramway route has been carried out under the terms of Clause 22(BE) of
the agreement between the Commission and the Municipalities.
"Provided that if any council or councils apply to the Commission for some extension
duplication or recomstruction of existing lines to be carried out or for the carrying
on of an omnibus service along any route the Commission shall submit to the said council
or councils an estimate of the annual costs and income which will be attributable
thereto and if the council or councils agree to pay the Commission for a period of ten
years the costs atitributable in each year to the carrying out an operation of that
extension duplication or reconstruction or as the case may be of the carrying on of an
omnibus service along that route less the amount of additional revenue received from the
operation thereof, the Commission shall forthwith have such work carried out or as the
case may be carry on an omnibus service along that route., Provided further that any
reference in this Clause 22 to nét profit resulting from the carrying on of the Geelong
District Tramways Undertaking and any omnibus service or to loss incurred thereon means
the difference between the revenue derived from that undertaking and service in the
period concerned and all revenue expenditure incurred in respect of that undertaking
and service in the period concerned including inter alia any provision required by the
Parliament or Government of Victoria for sinking fund on loans in respect thereof and
such provision as the Commission considers proper for bad debts for depreciation of the
assets for insurance against any risks (whether such insurance be in any respect
conducted by the Commission or by any regular underwriters) the cost (ascertained in 5
gsuch manner as the Commission shall in its own discretion decide) of the supply of
electricity from the Commission's supply system to the undertaking, and any other
matters and amounts allowed by the Government Auditor as proper to be charged against
the revenue of the said undertaking or service AND that the certificate of the
Commission's auditor as to the amount of revenue derived from the said undertaking and
service in any period or as to the additional revenue received in any year from the
operation of any extension duplication or reconstruction carried out as referred to in
sub—clause (e) of this clause 22 or the coste in any year attributable to the carrying
out and/or the operation of any such extension duplication or recongtruction or the
carrying on of any omnibus service or as to the amount expended in any period upon any
object of revenue expenditure shall be final and conclusive."

There have been several submissions to the Commission by various persons and bodies and

these are summarised briefly as follows:-

April, 1933 - Councillor Black (South Barwon) extension one mile along Barwon Heads
Road to a recreation reserve.

August, 1938 - Breakwater Progress Association - extension to the showgrounds.

April, 1939 — Chamber of Commerce — extension in Corio Terrace to Eastern Beach.
July, 1939 - City of Geelong - supporting above proposal, )
May, 1940 - Shire of South Barwon - extension 120 chains along High Street.

January 1940(1?)— Trades & Labour Council - extension of above to the swimming pool.
July, 1941. - Trades & Labour Council - extension to North Shore.

September, 1941 - City of Geelong - extension to North Shore.

December, 1942 - Corio Shire - extension to North Shore.



septembery 1946 — Shire of South Barwon - repeat 120 chains extension in Belmont.

Jovember, 1946 ~ Mr., T.K. Maltby (later Sir Thomas) M.L.A. - reduce extension from

120 to 40 chains,

Nay, 1952 - Trades & Labour Council - extension one mile in Church Street.,

The investigations of the Commission into these proposals showed that the anticipated
additional revenue would not cover the additional operating charges let alone the
anmual additional capital charges. In one instance, pressure for an extension was
rather persistant but the project was quickly dropped when the Commission referred to
the prospective annual cost to the council under the terms of the agreement. The
extension to the Eastern Beach did not involve a substantial expenditure by reason

* that the redundant track between Corio Terrace and the Wharf was transferred to provide
the]Short extension necessary,

Physical Characteristics and Changes at Geelong
The layout of the area of Greater Geelong is in many respects adverse to the operation
of tramways and some of the developments since the Commission took over the tramways
have, to a certain extent, had effect upon the original tramway layout. In the early
days, the tramways system appears to have been centred upon the wharf and the railway
station. The first routes to operate were to Newtown and Geelong West and those routes
operated in that manner until quite recently. The roundabout route from the station
through the city to get to Pakington Street however may have been acceptable in 1909
but the construction of the Gordon Avenue Subway to Latrobe Terrace changed the whole
complexion as to access between the city or the station and the expanding district of
West Geelong. It is noted that in 1935, a project for the comstruction of an arterial
road from Latrobe Terrace to Pakington Street as a continuation of Gordon Avenue was
propounded but was not developed. The dearth of arterial roads from the city area to
the Geelong West, Newtown and Chilwell districts necessitated the original layout
following a form which unfortunately created an uneconomic duplication and eventually
triplication of services along Ryrie and Aberdeen Streets while the route along
Pakington Street northwards has long since ceased to serve the growing population to
the West. The recent suggestion that the west route be extended west along Church
Street could, at its best, only be described as a costly palliative to 2 thoroughly
unsatisfactory route. It is held by some authorities that, if a route justifies a
tramway, only double track should be considered. The absence of radiating thoroughfares
to Geelong West and even Pakington Street itself is restrictive to tramway operations.
A similar position existe in the South Geelong and Belmont area due to the bottleneck of
the Barwon River Bridge. Here tramways would perforce of capital costs be committed to
operation in Moorabool Street for 1°08 miles without addition to population served |
before spur lines to serve areas now being developed could be provided in Belmont.

Outlook of S.E.C. 28 to Tramways

Thé-%ramways in the three provincial cities were at the outset of the Commission's
interest acknowledged by all concerned as uneconomic functions and which with the
growing popularity of private transport per medium of the motor car could not by any
stretch of imagination be considered to have developmental prospects with economic
backing., Of principal concern to the Commission was the physical aspect of the older
systems at Ballarat and Bendigo. These were really in scrap condition and for whatever
term it wae desired to continue their operation a substantial expenditure was faced.
The book value of these tramway assets when taken over was practically nil, Thorough
investigations were made and special expert committees were set up to investigate the
various alternatives as to publie transport and the continuance of the tramways. The
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piernisation of the systems was beyond the capacity of the State to provide even if
iie project could be classed as economically sound. The alternative forms of trans-—
port were the Motor Omnibus with a then life of 8 years and the trolley bus with a life
of 15 years. Having regard to these alternatives as they then stood, the decision
reached by the investigators was that the future would be best served by reconditioning
the systems sufficiently only to cover a period of future operation comparable with the
longest life of the available alternmatives. In other words a breathing space of 15
years would be provided for the Municipalities to decide the ultimate form and manage-
pent of public transport in their respective areas. The Commission could not of itself
find the necessary finance to carry out comprehensive works and eventually State
assistance per medium of the Unemployment Relief Fund had to be approached on the matter!
An amount of £170,000 ($340,000) was provided from three sources, £100,000 ($200,000)
trom the Unemployment Relief Fund by reason of the high proportion of labour to mater-
ial expenditure in the plan, £50,000 (3100,000) from the State Government and the
balance of £20,000 (340,0005 by the Commission. It was a condition that the ' cvovwioot?
Govermment's action in rendering financial aid for the temporary continuence of the
operation of the tramways completely discharged the State from the obligations entered
into by the State Government in 1927. The future of tramways in these centres it was
stipulated would be a matter as between the Commission and the Councils concerned in
future. The tramway system at Geelong however was (by reason of its more recent
jnstallation) in a much better physical condition. Having regard to the fact that it
also was economically unsound and would have reached the limit of its anticipated useful
1ife about the same time as the 15 years®' extension accorded to Ballarat and Bendigo,
the whole problem of Urban Transport in the three cities would eventually come under
review about 1950, With this prospect in view, the Commission has been neither lavish
in its expenditure upon the systems nor on the wther hand has it been cheeseparing in
its attitude to its obligations. Every endeavour has been made within economic reason
4t0 maintain and operate the tramways to a comparable standard with the Commission's
general undertakings.

Attempts to define Transport Future

The rapid development and expansion of the Geelong district and the complete inability
of the Commission to expand the tramway system to cater for developments coupled, of
course, with an obvious reluctance on the part of the Councils to sponsor such expansion
except as a charge to the electricity consumers, the Council of the City of Geelong in
conjunction with a local organisation arranged in May, 1948, for the Commissioner of
Road Transport and Tramways for N.S.W. (Mr. C.N. Neale) to conduct a survey and report
upon future transport facilities in the Greater Geelong area, A report on its tramways
was later submitted by the Commission to the then Minister for Electrical Undertakings
(Mr. Kent Hughes) and eventually he arranged for Mr. H.H. Bell (Junior) of the M.& M,T.B
to investigate and report upon the sireet passenger transport systems in each of the
three provincial cities, These reports were submitted at the end of 1948,

The Commission was advised by the Geelong City Council in March, 1951, that it was
convening a conference of the Municipalities who were parties to the Tramways agreement
with the Commission with a view to ultimate approach to the Commission. There has been
no further development so far as the Commission is aware.

Review of Geelong Tramway Operation by the Commission

The accumulated loss on the operation of the Geelong system from 1930 to 1953/4 is
£593,841 ($1,187,682) and of this sum the loss in the last six years from 30th, June,
1947, is £363,733 (8727,466).

Statement gaz attached hereto shows the annual results for each year from 30th, un




June, 1934.

geference to this statement shows that during the period to 1940, the revenue was fair-
ly static but expendit?re had a slight upward trend throughout, due to increases in
vage and salary rates including the concession of service grants to Commission wages,
employees generally and the higher standard of maintenance to the Commission's require-
nents. The next 10 years to 1950 includes the war and post-war period. In 1940 the
44-hour week was introduced with corresponding increase in operation and maintenance
costs but the increased traffic carried by reason of the stimulation of war industrial
activities and the introduction of the first restrictions upon petrol sales commenced
to produce improved revemnue results. Further restrictions on the sale of petrol for
private motor vehicles in 1942, the rapid industrial developments and cessation of
comnodity deliveries created somewhat of boom conditions for public transport, but in
gpite of reduced maintenance expenditure compelled by shortage of manpower and materials
the system was not guite able to cover its expenses, It was realised that this phase of
relative prosperity would quickly pass once restrictions upon petrol sales were removed,
and the motor car industry reverted to peace-time production to meet an apparently
insatiable demand from the public for new motor cars. Depreciation charges for the
Geelong system concluded in 1946 but higher wage and salary rates, additional employees
to meet the demand for extra conductors and increase both in maintenance costs and the
essential work necessary, more than compensated for the reduction of standing charges
in subsequent years. The 40O-hour week was effective for 6 months of the financial
year ending 30th. June, 1948, with consequential increase in wage and material costs.,
This necessitated an increase in fares and charges which was introduced in September,
1949, by an inorease of one penny (one cent n.e.) on all stages. There was a short
period of restricted service by reason of electricity shortage but the removal of
control from petrol sales put existing private motor cars back on the roads with the
result that a more substantial loss of passengers than had been expected caused a
smaller increase of gross revenue to be produced from the fare rise than anticipated.
The downward trend in passengers has continued as the motor industry has been able to
meet the demand for its products but wage and salary rates have continued to increase
together with the costs of materials and the amount of maintenance necessary by reason
of war-time deferments and the advanced age of the equipment. It was realised that the
loss of passengere in 1950 was due to two causes - removal of petrol restrictions and
public reaction to increased fares - but it was impossible to determine the loss due to
each cause. The next fare revision introduced in July, 1951, therefore did not seek to
apply a general fare increase with a risk of further substantial loss of passengers,
but to eliminate those concessions which could no longer be extended in view of the
heavy loss on operations. This action, it was noted, had also been implemented by
A nearly all the tramway systems in Australia who previously had granted cheap concession
fares as part of their tariff., However, the revision did not produce any substantial
increase of revenue to offset the increasing costs of the service or in any way arrest
the downward trend in passengers carried. It has been the opinion of the Commission
that there is an economic limit of fares that small systems such as Geelong can sustain
and that beyond that limit an actual reduction of income would be experienced. In the
language of the economist the elasticity of demand is unity. The heavy loss of pass-—
engers and relatively small increases of revenue experienced appeare to indicate that
the present fare system must be near the economic limit although by comparison with
other larger systems the present scale of fares appears to provide bargain rates, The
slight inprovement in 1953 figures as to revenue and passengers with a lower operation
mileage is a reflection of economic measures put into effect on 24th. November, 1952,
when a change in through operation of the East-West services was introduced.



me rolling stock has been maintained in fair order and consid

. ering its e s8till gi
s reasonably reliable service. The following details are given:—- = sl

Number of Tramcars

No. Iype Age.
10 A-wheel - 1 man 35 ('3'% to 41 (43) years
A A-wheel - 1 man 28 (30) years
3 A-wheel - 1 man 25 227 7
A A-wheel — 2 man 28 (30)
10 8-wheel - 2 man 35 (31) *
Total ;;

Average age 33 (35) years.

The track consists of 7°06 miles of single track and 4°74 miles of double track and

there are thirteen loops on the single tracks to provide passing places for trams on
various service frequencies. The tracks are in fair order considering their age, but
deteriorated considerably by reason of the shortage of essential maintenance during the

war years when bitumen was not available. The alignment and rail surfaces are irregular
There has been substantial expenditure on repair and maintenance of points and crossings

which are essential to operations and which, like the tracks, have now reached the end
of their economic useful life but no attempt has been made on a large scale to rehabil-
itate the tracks by renewal of castings, sleepers and paving by reason of the costs
involved and the uncertainty as to the future of the system. It will be appreciated
that there is no renewals reserve fund in respect of the Commission's tramway under-
takings., The overhead system is in fairly. .good order. Renewals of trolley wire are
being made as required and the costs are charged to operation and maintenance.

Statement (B) attached sets out in some detail the segregation of expenditure for
the Geelong system from 1935 to 1953. This shows that operation charges which are
almost entirely labour costs are now higher than the revenue collected. Electricity c
costs have been the subject of favourable pool charges and while there has of necessity
been some increase in common with the general increase in production costs, it will be
noted that the percentage increase is low by comparison with other items.

Statement (C) shows details from 1935 to 1953 as to passengers, car miles and
agsociated statistics., Reductions in mileage from 1950 were in part due to service
reductions during periods of electricity restrictions and to reductions of service
especially applied in off-peak periods as an economy measure to meet reduced patronage
and higher operating costs, Effort has been made to keep the passenger level as close
as possible to an average of 10 per car mile. Of considerable significance is the
small relative increase in the average fare paid per passenger and the serios increase
in the loss per passenger,

There have been three revisions of the fare and section schedule since the Commission
acquired the Geelong undertaking in 1930.

From 1930 to 1937 the fares charged were those of the Melbourne Electric Supply Co.
which were continued until the co-ordination of the three provincial systems to enable
the economies of standard checks, tickets and associated supplies to be implemented.
The system in operation in this period was the subdivision of routes into three one-
penny fare sections with fares of 2d. and 3d. for 2 and 3 section travel. Free
extensions or transfers were provided to or from the wharf or railway station. On
Sundays and holidays, a penny surcharge was imposed on section travel of one or two
sections only. No workman's concessions were extended.



fron 1937 to 1949, routes were divided into two 2d., ticket sections but route fares
remeined at 3d. Sectional travel on penny sections in the business area or on 24
gections was by prepaid sirip tickets sold at 12 and 6 per 1/- (10 cents) res ectively
The minimum cash fare for an adult was 3d. Extensions and transfers were retzined and.

concession fares in the form of weekly tickets were introduced. The ¢

vith 12 rides on 3d. sections for 1/6d. (15 cents) or 24 rides on 2d. :zgzizi:nfz:sz?gﬁ

g? ognt:).b Theléurcharge on Sundays and holidays were discontinued. i
om September, 1949, to July, 1951, the above scale was increased on

n.e.) all round. Penny (lc. N.E.) sections to 2d. (lc.n.e.) - 2d. :i Bdf %ngynSE.cent

and 3d. route fares became 4d. (3c.n.e.). Weekly tickets increased 12 - 3d (2c.n.e.)

journeys on the old scale @ 1/6d. (15 cents) to 2/6d. (25 cents) for the new 4d. (3d.ne)

fare and on the old 2d. (lc.n.e.) section to 12 rides for 2/- (20 cents) on the new

3d. (Zc.n.e.) fare section. Free extensions or transfers to the Railway Station or

Bastern Beach were not disturbed.

In the revision of July, 1951, no general increase of fares was charged but the longer

North route was changed to three 3d. (2c.n.e.) fare sections with two sections fare

Ad, (3c.n.e.) and through fare for three sections increased from 4d. (3o.n.e.) to 5d.

(4c.n.es). The 2d. (lc.n.e.) fare sections were restricted to those between the city

centre and the Railway Station or the Eastern Beach for which travel by free extension
or transfer was discontinued. Weekly concession tickets also were withdrawn.

For comparison purposes, the following shows the relative present day fares on the
Geelong and several other Australian systems, the length of fare sections in each case
(except in the city area of Melbourne ) being an average of approximately one mile.

Fare Schedule (weekdays) Tramways only:

M.& M.T.B. Hobart Launceston

1 section fare 4d. (3c. 6d. (5c.) 4d. (30,
2 n " 7d. (6c. 9d, 280.§ 6d. (5c.
3 " " &d. %70. 11d. (9c. 8d. (Tec.
4 " " 4 9d. (8c.) 1/1d. (1le, 9d. (8c.
5 n " - = 10d. (9c.) 1/3d. (12¢, 10d. (9c.)
6 " " - -  max-10d. (9c.) 1/5d. (14e. 104, (90.3
7 " B - - - - - - 10d. (9c.
Fare schedule (Week—end and holidays) Tramways only:

Geelon M.& M.ToBo Hobart Launceston
1 section fare 4d. (3c.) 4d. (3c. 9d. 280.) 6d. 550.3
2 section fare 5d. (4c. 7d. (6c. 1/-d. 100.3 9d. (8ec.
3 n " 6d. (5c. 8d. §7c.g 1/3d. (12¢c. 1/-d. (10o.g
4 " " - - 9d. (8ec. 1/6d. (15¢.) 1/-d. (10c.
5 n n - - max-10d. (9c.) 1/9d. (18¢c.) 1/-d. (10c.)-max.
€ " " - - (no change) 2/-d. (20c. - -
7 1] ” — — — — Al . =

It is, of course, only possible for the present scale of fares to be charged on the

tramways, while a subsidy is available from some other source in the present case being

the consumers of electricity.

The average fare per passenger on the Hobart Tramways is now 6°9 pence compared with

3,435 pence at Geelong. It would be 2 reasonable assumption that a severe loss of

passengers on the trams at Geelong would result from an increase of fares to the present
Hobart level,

Staff and Employees
The following table sets out the variations in the number of employees engaged wholly in




peaveys operation and maintenance at Geelong trom 1935 to the present. There are other
iricers and employees engaged in the commercial and workshops sections of the Branch

yhose duties have concern with Electricity Distribution and Power Ceneration as well
a8 the tramways.

Year

staff Employees Tota
1935 10 78 ‘-ggl
1936 9 82 91
1937 9 11 86
1938 -8 79 87
1939 12 76 88
1940 11 83 94
1941 11 79 90
1942 10 85 95
1943 11 86 9
1944 12 93 105
1945 12 94 106
1946 14 102 116
1947 13 106 119
1948 16 116 132
1949 13 129 142
1950 13 126 139
1951 14 113 127
1952 13 112 125
1953 ~ 13 108 121
*%1954 13 o 106 119%*
The segregation of personnel as at 30th. June, 1953, is as follows:-
Tramways Superintendent - 1 =
Traffic Inspectors - 5
Motormen/Conductors - 719
Traffic Clerks - 3
Rolling Stock Maintenance - 15
Track Maintenance - 15
Overhead Maintenance - 3

Trams used in Normal Traffic

The morning service commences with 12 tramcars augmented to 15 during the morning peak
between 8°00 a.m, and 9°00 a.,m. There are then 12 cars in service until the afternoon
peak between 4°00 p.m., and 6°00 p.m, when 17 cars are on the road. The off-peak night

service from 8°00 pP.m., uses 11 trams, increased to 14 for theatre traffic.
The trams used in each service vary as follows:—

Service A
North - Belmont Morning 4 a.m. peak 8 9 a.,m.to p.m. peak 6 Night 4
East - west " 4 n n 4 4 Dol n n 5 n 3
Newtown - Bastern Park " 2 L) 2 4 same as Ly Ly 4 3 2
Chilwell " Pl o 2 Morning " = 3 5 2

Daily Route Mileage
The normal daily mileage run in each service is:——

Sundays Week-days Saturdays
Belmont - North 2?8"?11511“ 622 62 miles 576°58 miles
Bast - West 239°04 " 502°24 " 298°64 "
Eastern Park - Newtown 134°88 " 257°88 " 236°48 "
Chilwell 116,04 " 233,08 " 218,84 "

ToTal 178" bg oo 1615 54 mdes ]550'544,1&@




|nrage Speed of Services
/s average speed of the service now operated on the various routes including stops
/pd lay=over time at terminal is:—
[ North Routee eee  ooe  9°37 m.p.h.

Belmont Routes eee eeo T7°91 "

East Route.. vee ees 8°12 W

West Route.. eo0o °o0o 6.92 "

Chilwell Routeccss ses 6°54 "

Eastern Park Route. ... 6°45 "

Newtowm Route. ... o s 8°25 ®

Service Supplied -~ Brief Summary of Present Services

Belmont - North Routes:

16/17 minute intervals with mill specials extra to 8°00/9°00 a.m. Peak lunch hour,
12 t0 2 pem. - 20 minute intervals. P.m. peak, 4°00 to 6°00 p.m., 1l minute intervals,
then 16/17 minute intervals to finish., Sundays, 18 minute intervals from 1°30 to
10°30 p.me

Bagst - West Routes:

15 minute intervals with 12 minute service frequenoy for p.m. peak 4°00 to 6°00 p.m.
20 minmate intervals from 8°00 p.m, Sundays, 15 minute intervals 1°30 to 10°30 p.m.
. Bastern Park - Newtown Routes:

24 minute intervals reduced to 30 minute during lunch hour, 12°00 noon to 2°00 p.m.
Peak extras give 20 and 10 minute intervale between 4°00 and 6°00 p.m. 24 minute
intervals to finish. Sundays 24 minute-intervals 1.30 to 10°30 p.m.

Chilwell Route:

20 minute intervals throughout except p.m. peak 4°00 to 6°00 p.m. Sundays, 20 minute
intervals 1°30 to 10°30 p.m.

Passenger Density: ,
The average passenger density per hour on each route on ordinary weekdays (Mondays to
Fridays) is computed as follows:——
North Route. co.e Max., per hour 299. Min, per hour 28. Average 139,
”n n " n n n

Belmont Route. .o 393, s 31, 154.
Bast Rout€ee - 00 " Y 326, " R 32, » 149,
West Route. ° eoo L =~ e 313. " L S 330 o 145.
Chilwell .Route.c.. . L las i 248, " SR 20. L 106.
Newtown Route. ... o R - 181, % wam 10. S 63,
Bastern Park Route. " " " 103, "™ " " 33, " 47.
All Routes.. s . o N e LTAD. o .~ " 201, " 804.
Average Daily Passengers per Route:

North Route. ... Out 1,303 In 1,203 Total 2,505.
Belmont Route. ... " 1,478 " 1,291 " 2,769,
Bast Route.. oo ] 1,361 L 1,319 " 2,680.
West Route.. eoe 2 1,262 e 1,361 " 2,6230
Chilwell Rout€esos " 1,012 " 893 2 1,905,
Newtown Route. e« " 637 " 496 SE 1135t
Bastern Park Route. " 463 " 392 . 855,

Present Outlook:
It has to be admitted that the lag in maintenance work on both rolling stock and tracks

necessitated during the war years has not been fully overtaken. It is also admitted
that the present rate of maintenance work is not keeping pace with requirements. It




is estimated that the annual expenditure would need to be increased by £18,812
(sy3624) per annum to maintain existing assets properly. This is 50% more than
current expenditure on maintenance., Operating labour charges are now higher than the
revenue collected and to effect an improvement in the overall financial position it
would be necessary to increase income and reduce operation labour costs. Action on
the latter item has already been implemented by an extension of one-man operation in
off-peak periods. This was initiated in Geelong on 24th. November, 1952, when the
provision of one-man operations was increased. This was not accomplished without
considerable discussion as the Tramways Employees' Union is opposed to one-man
operations, So far, the reductions of traffic personnel have been by wastage only,
and it has been possible, so far, to adhere to our policy that extensions of one-man
operations would not involve worsened working conditions. The outlook today is that
further extension of one-man operation is unavoidable and that the use of conductors
must of sheer necessity be restricted at least to the afternoon and peak period from
noon to 8°00 p.ms There must also be considered the complete elimination of
conductors on Sundays by reason of the prohibitive costs of double ordinary rates of
pay to two-man orews. To put these economies into practice it will be necessary to
convert all existing rolling stock to combination type to facilitate one-man or two-man
operation as required. Although the employees have stated their opposition to the
operation of the larger 8-wheel units as one-man trams in no uncertain terms, this
does not in any way affect the present outlook of the system. This is considered to be
the present ocutlook and would do no more than hold the present position.

Prospective Cost to be faced if Existing System is continued:

As previously stated, the present installation is at the end of its nominal economic
life and without effecting improvements other than to the condition of the tracks and
pavement the following minimum expenditure is estimated. The Country Roads Board has
previously approached the Commission regarding the relaying of the tramway tracks for
a distance of approximately one mile along High Street, Belmont. This work would be
necessitated as the Board desires to change the existing levels in re-designing this
thoroughfare. For this item alone the cost today would be £40,000 ($80,000) approx-
imately. This is beyond the capacity of the tramway undertaking for a work desired by
another authority. The condition of the tramway tracks is to a large extent a
reflection of the condition of the timber sleepers or conorete raft carrying the rails,
In the present maintenance work, sleeper renewals are frequently required and by reason
of the area required to be excavated and reinstated are a costly work., It would
obviously be more economic to open up the tracks and make complete renewals of sleepers
which have practically all reached the end of their life than the present patching
practice. The cost of re-sleepering an existing single track on existing ballast bed
and repaving with bitumen penetration macadam is £37,000 ($74,000) per mile. Including
the High Street, Belmont project, it is considered that the cost of reconditioning the
tracks including sleeper renewals on a substantial scale but not raiis or special work
would be £610,500 ($1,221,000),

Essential work on Rolling Stock including the conversion of all tramcars to combin-
ation type is estimated to cost £45,00ij;90,000) so that a prospective expenditure

of £655,500 ($1,311,000) is faced with the)continuance of the tramways with existing
rolling stock and track layout, il

r 7

Possible Improvemente to the Present System:

The success of any pransport system is measured by its ability to meet all demands in
a smooth efficient manner and in this respect tramways operating on routes comprising
substantially single tracks and loops are under severe handicap from the start., The
speed of the service is reduced by the slow-down necessary to tortuously negotiate the

-y



loops, the intervals between tramcars is regulated by the loops installed and not the
number of passengers to be transported and it is impossible for tramcars to observe
close timing to avoid delays at loop croosings. In the present era of fast moving road
transport, the tramcar can only compete when given the maximum flexibility of movements
therefore for the maximum efficiency of the existing tramway system, the complete
duplication of all routes would be essential. It is considered that this is also an
essential to place tramcars on the streets in their correct relationship to all other
road traffic. There are in Geelong today 7°06 miles of single tram track, some of which
is placed in the centre of the thoroughfare and some on one side of the centre line.
The cost of duplicating an existing single track which is laid in its correct position
and does not require work thereon is estimated today to cost £65,000 ($130,000) per
mile but to move an existing single track from the centre, to resleepering same and
install a duplicate track alongside would cost approximately £127,000 ($254,000) per
mile. It is estimated therefore that to improve the existing tramways to enable it to
Tunction at maximum efficiency and in correct relationship to other road traffic would
involve an expenditure of approximately £1,147,380 (32,294,760) on tracks and overhead
alone. Since modern track layout would make desirable modern rolling stock, it is
ascertained that the new tramcars constructed by the Melbourne and Metropolitan Tramways
are costing roughly £9,000 ($18,000) each so that the present fleet of 31 Vintage
tramcars would cost £279,000 (8558,000) to replace to metropolitan standard. These
details do not take into consideration the physical aspects of certain thoroughfares
such a8 Pakington Street along which at present single tram tracke predominate or other

thoroughfares along which it may be considered desirable to re-route a tramway track
to provide an improved and more direct service.,

Extensions to the Present Tramway System

It.is admitted by the Commission that the tramways do not now directly serve a
substantial area of Greater Geelong which in some cases could be served by simple
extensions but in other cases such as Geelong West a complete revision of routes would
be necessitated, As previously stated, the Commission has at no stage in its experience
as a tramway authority at Geelong found that any extension or revision of the tramway
layout would be a sound economic proposition., For the purpose of this report therefore
it is considered sufficient to state that the present-day costs of construction of
double track tramways is £120,000 ($240,000) per mile. This figure is based upon
congstruction in a bitumen penetration pavement and would be subject to revision where
concrete paving exists, It is not desired to go into the matter of possible extensions

in detail, but the estimated costs given are considered sufficient to enable a figure to
be obtained for any extension that might be put forward. ,




Year ended
30th, June

1935
1936
1937
1938
1939
1940
1941
1942
1943
1944
1945
1946
1947
1948
1949
1950
1951
1952
1953
1954%%

CEELONG TRAMWAYS.

STATEMENT “A"

INCOME, EXPENDITURE AND 1LOSS 1935 to 1953 (54)

Income
£ $
33,317 66,634
34,312 68,624
33,922 67,044
32,898 65,796
35,452 70,904
35,294 70,588
40,736 81,472
49,659 99,318
56,796 113,592
60,825 121,650
62,830 125,660
62,394 124,788
61,227 122,454
61,533 123,066
63,272 126,544
73,570 147,140
75,793 151,586
76,292 152,584
17,535 155,070
78,351 156,702

#% 1954 pencilled in

Expenditure
£ $
46,784 93,568
49,365 98,730
52,171 104,342
54,937 109,874
58,759 117,518
60,072 120,144
57,760 115,520
56,927 113,854
59,749 119,498
64,983 129,966
65,901 131,802
65,559 131,118
72,355 144,710
87,457 175,914
102,197 204,394
123,679 247,358
145,451 290,902
160,140 320,280
172,804 345,608
164,821 329,642

Loss
£

13,467
15,053
18,649
22,039
23,307
24,778
17,024

7,268

2,953

4,158

3,071

3,165
11,128
25,924
38,925
50,109
69,658
83,848
95,269
86,480

$

26,934
30,106
37,298
44,078
46,614
49,556
34,048
14,536
5,906
8,316
6,142
6,330
22,256
51,848
77,850
100,218
139,316
167,696
190,538
172,960



GEELONG _TRAMWAYS
STATEMENT “B"
SEGRECATION OF EXPENDITURE 1935 TO 1953, (54)

Year ending Opera~ Mainten- Adminis-

30th, June Pewex tions ance tration Ca%i;?I Ch;szs Total
1935 £ 3,699 17,018 7,588 3,759 5,961 8,759 46,784
$ 7,398 34,036 15,176 7,518 11,922 17,518 93,568
193 & 3,825 17,958 8,862 3,960 6,074 8,686 49,365
$ 17,650 35,916 17,724 74920 12,148 17,372 98,730
1937 £ 3,810 17,678 9,619 5,658 6,138 9,268 52,171
$ 7,620 35,356 19,238 11,316 12,276 18,536 104,342
1938 £ 3,164 19,210 11,048 6,242 6,136 9,138 54,938
$ 6,328 38,420 22,096 12,484 12,272 18,276 109,876
1939 £ 3,537 20,595 12,844 6,628 6,136 9,019 58,759
$ 17,074 41,190 25,688 13,256 12,272 18,038 117,518
1940 £ 3,212 21,228 13,456 7,060 6,137 8,979 60,072
$ 6,424 42,456 26,912 14,120 12,274 17,958 120,144
1941 £ 2,806 24,337 10,362 5,898 4,763 9,594 57,760
$ 5,612 48,674 20,724 11,796 9,526 19,188 115,520
1942 £ 2,687 26,863 9,516 6,058 4,009 7,794 56,927
$ 5,374 53,926 19,032 13,116 8,018 15,588 113,834
1943 £ 2,393 29,047 11,720 Ty122 3,311 6,156 59,749
$ 4,786 58,094 23,440 14,244 6,622 12,312 119,498
£ 3,053 32,549 14,205 75793 2,646 4,737 64,983
2944 $ 6,106 65,008 28,410 15, 586 5,292 9,474 129,966
£ 3,092 34,555 14,600 7,106 2,341 4,207 65,901
1945 $ 6,184 69,110 29,200 14,212 4,682 8,414 131,802
£ 3,065 35,911 15,114 T,474 - 3,995 65,559
1986 $ 6,130 71,822 30,228 14,948 - 7,990 131,118
£ 3,186 39,178 17,481 8,631 - 3,879 72,355
1947 § §,312 78,356 34,962 17,262 - 7,758 144,710
£ 4,689 50,678 17,848 10,354 - 3,888 87,457
945§ 9,318 101,3% 35,69 20,708 - 1,716 174,914
£ 5,789 59,628 20,611 12,167 - 4,002 102,197
1949 g 11,5718 119,256 41,222 24,334 - 8,004 204,394
£ 6,498 65,680 27,956 19,491 - 4,054 123,679
1950 $ 12,996 131,360 54,912 38,982 5 8,108 247,358
£ 6,839 84,668 34,440 15,380 = 4,124 145,451
L $ 13,678 169,336 68,880 30,760 = 8,248 290,902
£ 8,408 92,986 37,448 17,062 - 4,236 160,140
1952 § 16,816 185,972 74,896 34,124 s 8,472 320,280



)53

1954%%

£ 10,007 96,032
$ 20,014 192,064

£ 10,243 95,681
$ 20,486 191,362

45,138
90,276

40,494
80,988

17,100
34,200

17,032
34,064

**pencilled in

4,527
9,054
4,381
8,762

172,804
345,608

164,831
329,662



CEELONG TRAMWAYS

STATEMENT “g"
OPERATION STATISTICS 1935 TO 1953 (54)
Year Passen- Car Passen- Average Income Expen- 1loss Loss per
ending gers per fare per diture per
30th., car per pass- car per car car passen—
June gers. Miles mile enger mile nmile mile ger
d. d. d. d. d

1935 3,612,086 594,637 6°1 2°209 13°447 18°882 5°435 0°895
1936 3,718,308 600,874 6°2 2°207 13°705 19°717 6°012 0°972
1937 3,621,934 599,297 6°0 2°216 13°434 20°893  7°468 1°236
1938 3,330,762 602,572 5°5 2°362 13°101 21°881 8°778 1°588
1939 3,690,416 613,239 6°0 2°290 13°875 22°996 9°121 1°589
1940 3,737,125 613,596 6°1 2°256 13°804 23°496 9°691 1°591
1941 4,347,703 620,652 7°0 2°240 15°752 22°335 6°583 0°940
1942 5,546,659 629,878 8°8 2°143 18°921 21°691 2°769 0°314
1943 6,510,501 651,222 10°0 2°088 20°931 22°019 1°088 0°109
1944 6,839,521 665,202 10°3 2°127 21°945 23°445 1°500 0°146
1945 6,875,634 658,153 10°4 2°183 22°911 24°031 1°120 0°107
1946 6,745,222 655,230 10°3 2°209 22°853 24°013 1°159 0°113
1947 6,550,186 640,341 10°2 2°229 22°948 27°119 4°171 0°408
1948 6,609,331 656,178 10°1 2°221 22°506 31°988 9°482 0°941
1949 6,818,780 667,333 10°2 2°215 22°755 36°754 13°999 1°370
1950 6,037,810 629,101 9°6 2°915 28°067 47°183 19°116 1°992
1951 5,893,696 589,163 10°0 3°078 30°875 59°251 28°376 2°837
1952 5,315,092 571,468 9°3 3°435 32°040 67°254 35°214 3°786
1953 5,375,484 565,514 9°5 3°451 32°905 T3°337 40°431 4°253
1954 5,454,863 548,582 9°9 3°440 34°278 72°112 37°834 3°8Y5



COPY OF LETTER RECEIVED FROM THE
FORD MOTOR COMPANY OF AUSTRALIA PTY. ITD,

Geelong
September, Tth., 1953,

Nr. BV, Pield,

Secretary,

Transport Regulation Board,
Exhibition Buildings,
Rathdown Street,

CARLTON .

N.3.

Dear Sir,

GEELONG PUBLIC TRANSPORT ENQUIRY

We have examined your advices with interest.

We are interested in the aspect of transport of employees to the North Shore area.

Our Company will not be expressing any views separately on any matters other than the
North Shore problem,

We do not desire to tender formal evidence, but would here summarise the main features
affecting employee transport as revealed in earlier sittings of the Board.,

1,

2,

3e

4.

5e

6.

Te

The Board is familiar with the circumstances surrounding trailer buses being
licensed under Ford ownership in 1943. Employee-numbers in our company at
Geelong are presently appreciably greater than a decade ago.

Population in Greater Geelong (5 miles radius from the G.P.0.) is understood
to be 65,000, or nearly one third greater than a decade ago.,

Our Company at Geelong characteristically operates differing shifts in several
departments, and there is always a large body of employees engaged upon shift
work, or working overtime, and requiring transport at times removed from
standard working hours,

There would appear to be a considerable measure of overloading upon private
buses carrying employee traffic.

Private operators are loath to furnish facilities outside standard hours
except upon a charter basis, or some other form of guaranteed returns.

We have earlier advised the Board of our strong desire to withdraw our trailer
buses, and are naturally interested in the adequacy of substitute services,

Licences for the buses are understood to accrue for renewal in September, and
it is our present intention to seek renewal of these licences for a temporary
period of, say, six months only,

We should be very pleased to furnish any statistical information available to us if the
Board desires, and would propose to attend the Public Sitting as an interested observer,

Yours very truly,
FORD MOTOR COMPANY OF AUSTRALIA PTY, LTD,,

(SGD) ALLAN J. TYRER.

Manager,
Industrial Relations Division.



INTERNATIONAL HARVESTER COMPANY OF AUSTRALIA PTY. LTD.

Geelong.

14th, September, 1953,
The Secretary,

Transport Regulation Board,
Exhibition Buildings,
CARLTON. N.3.

Dear Sir,

Public Passenger Transport Facilities - Geelong Public Enquiry.

We wish to acknowledge your letter of August 24th. together with a copy of the public

notice relative to the forthcoming enquiry which appeared in the Geelong Advertised on
Lugust 7tho 9 1953.

As a large organisation employing some 2000 at our Geelong Works we are keenly inter-
ested in any future developments in the field of public transport affecting as it does
the welfare of our employees and their families, and together with other organisations

in the Northern industrial area of Geelong we would welcome any move that would improve
the transport facilities to and from this area,

The many difficulties experienced in transporting large numbers of people to and from
work during fixed peak periods have been revealed at previous enquiries and in more
recent years the rapid growth of suburban areas has created further problems.

For many years this Company, in conjunction with private bus and taxi operators, has
been called upon to organise and supervise 2 complete transport service for our
employees, a condition which is botly costly and unsatisfactory and in consequence we

look forward to the day when our employees will be able to use normal public
transport to and from work,

We sincerely trust that the forthcoming public enquiry will result in the setting up of
an overall transport system that will benefit the people of Geelong generally, and one

that will result in adequate and reasonable transport facilities for the men and women

who work in the Northern industrial area,

Although we have decided not to submit a written statement for use at the public
hearing, this Company is fully prepared to assist the Board in any way whatsoever and
will, on request, furnish any specific information required.

An Officer of this company will be present at the enquiry as an interested observer,

Yours truly,
(SGD) R. AVERAY
Works Manager,




,// COPrY.,

THE MOTOR TRANSPORT AND CHAUFFEURS' ASSOCIATION OF AUSTRALIA (GEELONG BRANCH )

54 West Melbourne Road,
GEELONG.,

17th. July, 1953,

The Secretary,

Transport Regulation Board,
Exhibition Buildings,
MELBOURNE .

Dear Sir,

I have received your letter regarding the forthcoming Public Enquiry on Passenger
Transport in the Geelong Urban Distrioct, and would be pleased on behalf of the Geelong
Branch of the Motor Transport Union, to give any assistance in the Board's inquiry,

The two main points that would interest our Union would be, (1) the transport to and
from the North Shore area and (2) the question whichiI expeot will inevitably be raised
= that of the tramways system in this city and any extension of the system. In relation
to the first point, there will no doubt be quite a bit of discussion on the alleged
overloading of buses to the Northern industries, particularly to Ford Motor Company and
International Harvester Company. If these buses which travel to these industries are
being grossly overloaded, then I suggest that the obvious solution to that problem
would be the staggering of hours by these two companies., For example, there are about
sixty buses required between 7 a.m. and 7°30 a.m. to transport workers to these two
industries, and if these companies staggered their hours, say, one company to commence
work at 7°30 a.m, and the other at 8 a.m,, then this would relieve the situation
greatly, as buses which transported the workers to the factory starting at 7°30 a.m,
could then be sent back to tramsport the other workers who would be starting work at

8 a.ms In effect where at present there are 60 buses transporting workers to both of
these industries at the same time, with staggered hours, 60 buses would be available
for the transport of workers to each industry,

We are convinced that this would be the solution to this problem,

On the question of the tramways, naturally our Union oppose any extension of the
existing tramway system in Geelong. We consider that buses are much more capable of
catering for the travelling public. The Tramways had ample opportunity many years ago
of extending their routes, but failed to look ahead, and, consequently, bus operators
who did look vto the future, commenced routes to various outer suburbs of Geelong where
the population was sparse, and although these runs were not a paying proposition at the
start, the bus operators persevered with them and now many of these runs are building
up because the public realised that the buses were trying to give good service, and in
many parts of Geelong where there were only a few houses and a lot of paddocks, now
these vacant lots are being built on, and so these people are being provided with a
good service by the bus industry. I do hope to have some figures available at the
Inquiry to elaborate on this question. As I mentioned earlier, this Union will give all
the help which may be required of it at this Inquiry. I shall be attending the Inquiry
and will be available to give verbal evidence if required to do so.

I remain, yours fraternally

(SGD) D. West, Secretary,



“The municipality is concerned, in the main,

CITY OF NEWTOWN AND CHILWELL

Statement of Evidence to be presented by Cr. H.R. Leach,

' bus services to trams,

with transport of passengers and prefers

The statement of comparison hereunder gives some of the main reasons for such

preference,
TRAM
1. Timetable and limited routes

26

3.

4.

Se

not adequate,

Too slow for the transport
of workers and routes are
limited,

In Newtown and Chilwell very
few direct trams to station
or beach, Changing causes
delay and inconvenience.

In Newtown and Chilwell at
present two trams frequently
follow each other over 50%

There appears little possi-
bility of extensions owing
to cost involved.,

1.

3.

4.

5e

BUS

Can give much better timetable
and cover a far greater number
of routes adequately.

Can transport workers to des-
tination much more quickly and
has more pickup points,

Can go to station or beach if
rermitted, Could go through
other than main city streets
to station or beach

Buses could vary routes and
reach the same terminus without
change of conveyance.

Buses could readily cope with
the quickly expanding area in
the west of the municipality."



