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Electric tramway operation at Ballarat was initiated

in Auvgust, 1905 and was @ conversion and revision of a horsge
tramway system operated by the Ballarat Tramwa Compeny from
December, 1387, The acquirement of the horsé tramways and
conversion to electric traction was part of the project of
the Eleectric Supply Company uf Victoria Limited which was
formed with headquarters at Liverpool, England, This Company
was created to take over coneessions acquired by the British
Insulated Wire Co., and expand a small electricity supply
business in the then Prosperous gold mining centre, in which
Project the electric tramways would provide a desirable base
load for the generator capacity Proposed to be installed.

It is obvious that the Ballarat Tramways were built
with more optimigm than foresight, having regard to the
acknowledged uncertainty of gold mining activities. It isg
fairly obvious that they have never been really remunerative,
There was some revision of routes for the electric tram serviceg
to be supplied and these were authoriged by orders in Counecil
obtained by the munieipality. The horse system between
Lydiard Street North and Lake Wendouree via. MacArthur Street
was discontinued and an electric system wag laid down in
Drummond Street North - between Sturt Street and NacArthur

Street and south between Sturt Street and Darling Street. The

horse iramway service between Ballarat and Sebagtopol was continued

by the Eleetric Supply Company along the direct route via.
Armgtrong Street South, Skipton ang Albert Street, Sebastopol,

until April, 1913, when the Drummond Street South electric servicel

was linked at Darling Street to the outer horse tramway track.
The horse tracks along Skipton Strect between Darling Street

and the City Hall were later removed., The horse tramway in

Sebastopol covering a distance of 1.75 miles south of the City




boundary at Mabicon Street was a ballast track with light

railway type rails and retained for the electric system.
The rolling stock of the Electric Supply Company comprised old
tramcars of the four wheel type which had been retired by
Sydney Tremways. They were reconditioned and the bodies
lengthened at the Ballarat Tramway Depot. A number of the old
horse trams were retained and used as trailers behind the electric
tramears. The horse tram depot in Wendouree Parade was retained
for the electric system, but the Depot in Sebastopol was
dismantled after the horse trams to that area were withdrawn.

in 1913, The Company procured land ad jacent %o its power
station for an electric tramway depot but this was eventually
disposed of for residential purposes. The tranway rails for

the electric system in .Ballarat were laid on a narrow concrete
stringer except in the short double track section of Lydiard
Street, and the curve from Sturt Street North to Ripon Street
North, which had a full width conerete raft. As mentioned
previously, the light ballast track on sleepers in the Borough

of Sebastopol, as used by the horse trams was retained. By
reason of the substantial capital expenditure incurred by the
Electrie Supply Company in the sister development at Bendigo

and which hed preceded the Ballarat installation, it was
generally expressed -that the Ballarat works were not to the
standard of the original plans and there was some feeling
between the Company and the municipal authorities. The early
decline in gold mining activities had serious repercussion to the
prospects of the Electrie Supply Company and as early as 1914
the Company introduced a form of one-man operation to some

of the tramway services as an economic measure. The rolling
stock also proved very costly to maeintain due to its age and the
strains inposed by the towing of trailer cars on holidays.

The short wheel base tramcars additionally caused a rapid
deterioration of the insufficiently supported tram tracks and
fractures of the concrete stringer resulting in the subsgidence

of the tracks became quite commonplace. This deterioration
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vinet;tably led to friction between the Company and the Municipal

the development of the brown coal resources of®the Latrobe Valley

3.

Counecil and this state of affairs became more and more
accentuated as the years passed. The Company was faced with
ever increasing maintenance costs and its tranway fare scale was
restricted under provisions contained in its franchise, The
Council would not agree to any increase in the maximum stipulated
.fare. In the middle 1920's the development .of motor vehicles in

the form of charabancs and buses accelerated, and unregulated

passenger services began to operate in direct competition with
tﬁe unpopular tramways; For several years this feature of ,
owne:/driver bus” services developed and became gtraight-out
Piracy along tram routes ahead of the tramcars. Ultimately
legislation in the Motor Omnibus Acts placed bus competitors
under license control with fixed routes and prescribed schedules,
but this development which had largely exterminated horse f
cab services also.effectively reduced the service area of the ‘
tramways system. The City Council under the Motor Omnibus Act,
became the licéhsing authority and its sympathy undoubtedly was

with the rate-payer owner/driver bus services as against what

was regarded as a foreign Company. As the period of the
franchiae granted to the Electric Supply Company advanced towards
its ‘termination, the dilapidated condition of ‘the tramways
caused considerable local feeling that the trams éhould be
scrapped.

2. State Electricity Development i

The creation of the State Electricity Commission for

with the ultimate expansion of electricity distribution on a
state wide basis had given indication of the probable ultimate
destiny of small district electricity supply undertakings. The
State Electrieity Commission Aet, 1922, No. 3265, gave authority
to the Commission o acquire tramway installations when such were
integral with clectricity supply undertakings. The Act did not
authorise the Commission to operate such tramways, but provided

a measure of protection to the combined electricity and tramway
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undertakings who obviously would not desire to retain their

trauway interests alone. There was little likelihood that

such Companys would be able to satisfactorily dispose of the
tramways as a separate concern. The original fanchise

provided for munieipal acquirement of the undertaking but the
scheme for development of electricity supply on a state wide

basis had completely changed the outlook in this regard. The
State Electricity Commission Act 1922, therefore; deliberately

left the future of .the provincial tramways cuite open and
urdefined. They could be scrapped and superseded by a more
modern fo:m of public transport, they could be handed over for
munieipal operation, or transferred to other control as might
eventuélly be determined when the occasion arose. When
subsequently the acquirement of the private electiricity supply
undertaking tp the State Electricity Commission was in negotiation,
“the munieipalifies became concerned with regard to public passenger
transport and to appease the Councils, the Government of the

day gave assurances that arrangements would be made for the
tramways to be continued (if the Council so desired) when the

electricity supply ﬁas incorporated into the State scheme.

3. Acquirement of the Bglls;gt Undertaking by the State
: slectricity Commigsion

When negotiations for the acquirement of the Electrio

Supply Company's Undertaking had been finaliged, the future
of the tramﬁays systems in Ballarat and Bendigo had, of
necessity, to be determined. Both these Undertakings with
regard to tramways were in a dilapidated conditions It was
fairly obvious that tramways in such relatively small
communities had no economie potential and were entirely incapable |
'of becoming self-supporting. The Commission had no desire to

become a tramway authority, the cogt of rehabilitating the

Ballarat and Bendigo systems was entirely beyond its finaneigl
resources, and during the discussions the tramways were offered
by the Commiggion to the Municipal Councils freec of charge.

This was not acceptable and the Municipalities placed the onus for

_— Mcontinuance of the tramway service upon the Government by reason
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of the earlier assurances they had received. Eventually a

combined conference ineorporating the munieipalities concerned
with the tramways in the Ballarat, Bendigo and Geelong districts
persuaded the Commission to take over and the Government to
authorise the Commission to continue the operafion of the
provineial tramways group when the Undertakings eventually
passed to Commission control. It was particularly at Ballarat
that the tramway question was permitted to become a major factor
in the negotiation of the agreement to be entered into between

the Commiséion and the Council, covering tramway operations.

The Council tried to bargain as it would with a Irivate Company
concerned with profits for shareholders. The Commission realised
that the tramways could only operate under subgidy from the
consumers of electricity and thereby they would be g retarding
influence on the Commission's prineipal responsibility. It was
therefore necessary that the Commission should require certain
safeguards and limitations 4o be included in the common agreement
which would apply to all three provinéial systeums, It was not
until the 17th November, 1929, that the Ballarat Couneil accepted

the common agreement which had already been adopted at Geelong
and Bendigo and which agreement enabled Aet, No, 3845 to be
passed so that the tramways service could be continued, The
agreement in general defines responsibilities in the matter of
road and tramway construction and maintenance, for the making
of by-laws, the payments to be made to Councils in lieu of rates,
extensions of tramway routes, competitive Passenger servicesg
and all general matters likely to arise as between the
municipality and the tranway authority,
4, E Co 29 -~ No, 38

This was passed in December, 1929, as soon as
the common agreement regarding the conduct of tranways by
the Commission had been finalised with all munies— -
conecerned, The Act makes the usual provisio, . f “@8.

construction and management, authority for Cou : ont'a,)

into the agreement it also includes provision 1
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fof the Commission by municipalities for losses sustained in
the oberation of serv;ces‘extended under guarantee by the
Councils. Except as provided in the Transport Acty 1951,
No. 5559..there has been no variation to Act. No. 3845,
5. Municipel By-Laws

Before the Commigsion took over full control of the
tramways from the private Company, it was necessary to review
the local by-laws with regard to 6mnibus gervices in the
Ballarat District. It was accepted that the tramways should
be regarded as directly serving esmarea within a radius of a
gquarter of a mile of each tramway route. It was necessary,
to revise several of the routes followed by omnibus services
and to insert restrictive conditions in areas where the two
services could not be completely segregated. The municipalities
naturally desired to provide the maximum transpor® fecilities
to the community and since the Council was not an operating
authority, economics did not altogether enter into their
outlook, The Commission has throughout been generous in
regard to bus services as evidenced by the services which
exist and the routes followed. In general the lMunicipal Council
observed the consultive’brovisions of the agreement with the
Commission but the degree of supervision and policing of the
private omnibus services was not carried out to an extent
which the Commission reasonably expected. It is only of
comparatively recent years that a full-time Traflic Officer was
appointed at Ballarat. During the period that licensing
regponsibilities rested upon the Municipal Council, there ig
no record of strong action having been taken against any bus
operator in respect of breaches of ldcence or compleints which
were made by the Commission from time to time. - The Commission
for its part has not degired that the difficulties associated
with tremway operation should be allowed to interfere with the
relationships normally to be expected between public authorities.
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6. Zlanning for the Tuture

As already stated, the continued operation of
tranways in the provincial cities could at no time be regarded
as an economié proposition and extensions of the existing
systems couid only worsen the position. This was by reason
of the relative smallness of the population to be served,
the'extensive installation necessary to serve a very dispersed
type of settlement and also the growing development of motor-
cars and eycles as popular means i private transport. The

Ballarat tramway system was in scrap condition and sofaras

the Commission was concerned had no book value. |
Public passenger transport was entering a period of change:

with the alternatives of motor buses and trolley buses in process |

of rapid developments Thorough investigations were made by the

Commission and an expert committee was set up to examine the

alternatives available for public passenger transport before

entering into any expenditure on the worn out tramway system.,

The modernisation of the Ballarat tramway system was entirely

beyond the '‘eapacity of the Commission or the Stats to finance.

At thettime the alternative form of urban public passenger

transport comprised the petrol bus, with a life of about eight

years, and the trolley bus, with an enonomic life of about

15 yearse. Substantial capital expenditure would be necessary

for either of these systems due to the importation of vehicles.

There was a shortage of finance by reason of the industrial

depression, and in the investigation of ways and means of

providing finance to enable the rehabilitation or replacement

of the systems at Ballarat and Bendigo, it was decided that

the "Unemployment Relief Fund" might supply the bulk of the money

necessary, provided the works compliéd with the required

proportion of direct labour absorption. This could be done by

a modified scheme for rehabilitating the existing tramway system

and the investigators recommended that the future would be begt

served by reconditioning the tramways sufficientiy only to cover

a period comparable with the longest economic life of the
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altefnative systems., This was the 15 years rating then applied
to the trolley bus. By this decision most of the existing
-rails and track points would be reconditioned and retained,
A ballast track would be provided in which the use of wooden
sleepers would have a high labour content and suitable rolling
stock was available from the retirements of the Melbourne and
Metropolitan Tramways Board. This scheme would, in effect,
give a breathing space of about 15 Jears to the city authorities
before the ultiwmate form of transport within the municipal

district need be decided. This was very desirable in view of
the developments being made overseas in public passenger transport
facilities. For the works at Ballarat and Bendigo a sum of
£170,000 was provided. This was made up of £100,000 from the
"Unemployment Relief Fund", £50,000 from the State Government

and £20,000 from the Commission. It was a condition of the ,
Government's financial 2id that its contribution completely
discharged obligations entered into in 1927 by the Hogan j

S e

Ministry covering continuance of tramway operations in the two
provincial cities. The whole matter & the future of tramways

and local passenger transport, became therefore a local matter,

due for revisgion about 1850, Of the capital allocation for

\.\ i

the rehabilitation of tramways, expenditure at Ballarat was
£106,000 and af Bendigo £68,000.
7. Rehabilitption

The rehabilitetion of the Ballarat tramway system @
commenced in November, 1934, =nd was concluded at the end of
1937. An effort was made by the Commission.to restrict the
capital costs involved in this work by the elimination of the
mcst uneconomic sections. The diversion of the service to
the Gardens via Lake Wendouree, to the Drummond Street North
route, suggested the abandonment of the track in Ripon Street
North to MacArthur Street. Another proposal of the Commission
was that the Drummond Street South route should terminate at

Darling Street in order that Sebastopol could be served by g

(Cont'a, )
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direct bus service via. Armstrong ana Skipton Streets. The
Commission further suggested the abandonment of the Mt,

Pleasant route. All these schemes met very -strong opposition i
from local sectional interests. The Commission provisionally |
agreed to the extension of the Sebastopol service to Bridge

Street, Sebastopol, but strong political Pressure eventually
obtained the rehabilitation of the entire tramway system as
~vacated by the Electric Supply Company of Victorig. The Borough

of Sebaatopolgliﬁ order to retain their tramway service, supplied

quertz from local mines for ballasting the track and the existing

horse tram rails wer; reversed to obtain the final wear from

the running section. With a view to improving traffie conditions
and tramway operations in Ballarat, the Commission suggested that

it was opportune to consider duplication of the single track in ,
Bridge Street. This would enasble trams to flow with other road |
traffié in this narrow shopping centre, instead of usging the I
centre of the road and causing peétrictions of road space

available for traffic moving in an opposite direction, On the

Mt, Pleasant route also, it was conéidered that this service
might be made more attractive by using the more direct Peel
Street route. ,Hoﬁever, both these recommendations were
rejected by the municipal authorities, For moré-economic
operation, the Commission decided to through route the serviceg
and the design addpted‘linked the two East routes of Victoria Ki
Street and Mt. Pleasant with the Garden services via. Sturt

-
Yo )

Street West and Drummond Street North. The Sebastopol service

was linked with the Lydiard Street North route. During the :>
progress of rehabilitating the tranway system there was some j
pressure from the Ballarat Council for extensions to be carried

out as follows:-— . i , ;
That the Lydiard Street route be extended to Norman ;
Street, that the Vietoria Street route be extended %o the Eureks |
Stockade and the Mt, Fleasant route extended to Morton Street,
These were investigated by the Commission and the two latter

extensions were not approved by reason of the negligible
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additional revenue to be obtained, the gdditional annual loss
by reason of the increased capital charges and the introduction
of uneconomic working to the through routed service by reason
of the additional distance. The extension of the Lydiard
Street service to Norman Street would provide some'additional
revenue by reason of the displacement of an existing omnibus
aervioc; and it could be operated economically with the Sebastopol
service which had already been decided to be fully retained.
Appr@val was given to the extension by Order-in-Council on the
23rd Mareh 1937, and the cost of the extension of 69 single
track miles was mﬁde by the grant of an additional £4,000 from
the unemployment relief fund and £2,000 from the Commission.
During reconstruction of the singie tracks in Sturt Street West
and Wendouree Perade, it was considered desirable by the
Commigsion that the passing loops should be changed over from
the road traffic side to the reserve side of the track. This was
carried out in =11 locations except the loop on the Lakeside
near Durham Point and two loops in Sturt Street West. In these
locations alteration to the loops would have necessitated the
removal of trees and this was not approved by the Counecil.
During the rehabilitation'works, there was a congsiderable transfer
and exchange of rails as most of the curves had to be renewed
and the rails in general were very badly corrugated. Over all,
about 75% of the original rails and 80% of the special work
comprising points and crossings was reconditioned and retained,
Second-~hand castings were procured from the Melbourne and
Metropolitan Tramways Board to replace points etc. beyond
repairs  The 31,300 sleepers used were untreated yellow stringy
bark, iron bark and grey box, with a limited juantity of red gum
for use under points and crossings. The whole of the overhead
was rewired as a matter of urgent.necessity for public safety,
The Commigsion installed automatic tramway gignals to facilitate
tramcar operations over single tracks and the whole of the rolling

stock of the Electric Supply Company was, of necessity serapped.
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During the agency period of the Eleetric Supply Company it
became vital to obtain secondhand tramecars from the Iramways
Board in order to maintain the service at Ballarat. The tram-
cars purchased by the Commission were modified to enable
either one-man or two-man Operation and they were the first
trams at Ballarat to be equipped with air brakes.
8, ZEhysicel Features gt Ballarat >

There are few attractive and many adverse features with
regard %o public passenger transport at Ballarat. Sturt Street
is admirable in many ways but with one-way trafiic, and the tram-
way tracks not being laid in a reserve, passenger loadings
and discharges have to be made on the right-hand gide of vehicleé
in order to place them in the safety zone area. Thig feature
of right-hand and left-hand loading is peeuliar to Ballarat and
the frequent changes of entrances which are necessary in the
movements of trancérs along various thoroughfares is an
irritating process, especidlly in peak periods, In Sturt Street
West and Wendouree Parade, single track operation ig also on the
roadside with right or left-hand entrances according to the
direction of the tram, and when tramcars are travelling towards
the City they'are wrongly placed in relation to other road
traffic, This aspect of Ballarat tramway operation has caused
congiderable concern to the Commiggion having rezard to the
growth both in numbers snd size of general road transport in

T —

recent years. The tramway layout at Ballarat also suffers by
reason of the existence of several main thoroughfares radiating

from the business centre and which provide relatively short-cuts

) W N

between the City and residential distriets by comparison with

the routes.followed by the existing tramways. The thoroughfareg
in guestion are Peel Street South, which is the route that should
be followed by any passenger transport serving the Mt, Pleasant
area, Creswick Road, which short circuits the Drummond Street
North route, and Skipton Street has an adverse éffeet on the Sebgg-
topol route between the City and Darling Street, The tramway

routes to the Gardens do not serve any substantially populated sren
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and particularly since the development of motor bus services

which parallel the tramways. The Sturt Street West route from

Pleasant Street to the CGardens serves only a very small

population and by reason of the high land values in thig area,

regidents are of a type not very interested in public transport. !

The Lekeside route from MecArthur Street to the Gardens has only

a :estricted population to serve on one side of the track and

again high property value in the ares has developed a community

who do not rely substantially on publie Passenger servicesg,

The railway line also in thigs area cuts off some population

from ready access to the tramways and thus there are two

services, those of the tramway and of a bus, with only very narrow

strips of residence aress to serve. A siﬁilar feature also

effects the Victoria Street tram route, where the railway nearby

substantially restricts the population directly served by the

parallel trem and bus services. | |

9. ZPlanning for the Future /
There has been no attempt to plan a future public

transport system at Ballarat, since the tramways was

rehabilitateq by the Commission, Generally speaking there has

been a complacency regarding passenger transport. The 1948

report of the Commission to its Minister upon its tramway

operations and the ultimate arrsngement for My, H,H, Bell Junior,

of the Melbourne and Metropolitan Tramways Board to investigate \

and report upon the street passenger transport facilities in #

each of the three provincial systems,was only of bassing interest

to the municipal authorities at Bellarat. Apart from requests <
made by the Council for tramway extensions during the =
rehabilitation period (using reconstruction fundg) no proposal
has been submitted to the Commission for tramway extensions under
the terms of Clause 19 of the Agreement,
10.
Elect C sion,

The accumulated 10ss of the Ballarat tramway system
from 1935 to 1958, is £ and of thig gum the loss in
the last six years accounts for £ . Statements attached ~
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hereto are as follows:-

(a) Statement showing annual financial results for each year

from 1935 to 1958 inclusive. :

(v) Detéiled statement showing segregation of expenditure
in each year.

(e) Statement of vital statistics for each year of this
review,

The folloﬁing commentary is submitted, covering the
foregoing statementg: -

Statement (a) shows on the income side o steady
condition during the initial years, with a slight improvement
after reconstruction and the introduction of a reviged fare
scale in 1938, which changed 2d. sections from a cash fare to
a prepaid strip ticket basis. To 1940 a static condition at
the new level weas mainteined, but in 1941 the effect of the

Second World War, with the introduction of petrol restrictions

on motor vehicles commenced to show. In 1943 the tightening

of petrol restrictions, the construction and décupation of

large military camps at Victoria Park and the Airforce Station,

together with increased industrial and commercial activities

also restrietibns upon'commodity deliveries, produced a period of

unprecedented tramway prosperity. In 1947 the nilitary

camps closed down but the industrial and commercizl activities

remained buoyant with the 40 hour week introduction in 1948,

As will be seen, the fare increase of Septembé}, 1949 and ggain

in July, 1951, produced only small revenue benefit by reason of

loss of passengers. A further inerease of fares in 1955 gave

only a small revenue increase due 4o high passenger loss. There

is a steady decline and it is obvious that the optimum revenue

has been reached and that a further increase of fares (which
still low by comparison with other systems) would result in

are

substantiel loss of income. On the expenditure side there were

increases in wages and more use of conductors in the period to 1938,

at which stage the introduction of capital charges incurred by the

(Cont'a,)
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reconstruction work, commenced to operated. In 1939 the effect

of increases and service grants will be noted and in 1940

the introduction of the 44 hour week, together with higher

standard of maintenance of tramway tracks and rolling stock "
show effect.'_ From 1941, during the years of the war there was 1
some reduction in maintenance due to ghortages of supplies,

but increeses in wage rates and in the number of traffic

employees necessary to handle the civil and military traffiec

are shown in the period 1943/1945. During this more buoyant

period it was piacticgble'to write down considerable loan
charges, and the reduction in expenditure in 1946 was due to the
cessation of loan redemption allocations. In 1947 under
industrial pressure, extra traffic employees were engaged to
extend two man operation to most of the service period, and
additional expenditure was inecurred 5y attempts to overtake
arrears on maintenance. - There was further accentuation in the [
upward trend of wages and salaries and the last six months of the
finaneial year was seriously effected by the introduction of the {
40 hour week. From 1948, the upward spiral of wages, salaries i
and materials continued, notwithstanding reductions in services

and the number of traffic employees. During the boom period

of the war years, the Ballarat system did showa very small profit

on two occasions. This was directly due to the large increase

of populétion during the American Marine Divigion posting to
Ballarat and also that there was a curtailment of expenditure on
maintenance due to shortages of materials end labour. In order
to restrict the loss on tramway operations only essential
mainﬁenance has been carried out gince the abandonment of the
sister system at Geelong and with the extended age of tracks
and equipment there is some apprehension that tramways cannot
continue to operate safely for very long.

Statement (b). This sets out in more deteil the
allocation of expenditure over the 23 year period from 193521958,
Charges to the tramways for electricity were reviewed in 1938/1939

and the more favourable aspects of the new Bystem of pool chargeg
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is clearly shown. Since 1947 there has, of necessity, been an
increase in electricity charges in common with the general
increase in production dosts but a comparison of the percentage
increase for power with those of other items shows a ¥mrge
lower ratio of price increase. Over the 23 year period,
operation labour charges have increased eight-fo0ld and is related
both Yo the number of employees and more particularly to the
upward trend of wages and salaries. Maintenance charges also
show the same marked upward trend by reason of high costs of
wages and materials, coupled of course, with the increasing age
of rolling stock and tracks. Considerably greater expenditure
should heve been made in the last few years t0 keep pace with the

deterioration of tracks and rolling stock, but this, under the
uncertain conditions of future tramway operation, would be
economically unsound. Administration costs have also inereased
considerably but to much & lower oversll rate than operations.
This statement also.shows the effect of capital charges to the

finances of the tramways.

B A g SSNCTER

Statement (¢)« This statement shows details of

passengers carried, mileage run by tramcarsand fares, revenue,

expenditure and losses on a car/mile basis over the last 23 years.
In 1938 will be observed the effect of the Commission's attempt
%o popularise the service after the completion of reconstruction,
by providing a more freguent service. The inereased patronage
from the improved service did not in any way meet the extre costg
and the revision of the service was made necessary to eliminate
the waste. The increased loss per passenger carried in this

period was also due to reduection in the amount of one-man

operated services which was made necessary by the abandonment |
of the fare box system. In 1943 the effeect of military camp
traffic with regard to passengers and car  miles is conspicuous,
together with the lower average fare paid, due to the concession v |
fares extended to troops. The reduced car mileage figures of | ‘
1951 and 1952 were due to periods of service reduction made \ l
necessary by the electricity restrictions. Overall it will be I |
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