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Prahran and Malvern Tramways Trust.

The Prahran and Malvcrn Tramways Trust has, at the request of the

various Municipalities concerned, the honor to report upon the. following imo-

poscd electric tramway lines in view of the Trust being asked to construct

and o])erate the same.

, TOORAK ROAP.

Prom the terminus of the Cable Tramway in Prahran, to

Burke Road, Hawthorn. Approximately 1.85 miles.

GLEN EIRA ROAD.

Prom i\lurruinbeena Railway Btation to' Darkly Street, St.
Kilda. Approximately 5 miles.

*  BRTGHTON AND MOORABBIN.

Prom Olen linntly Road, via Hawthorn Road, North Road,
Milroy Street, to St. Kilda Street, and along Hampton Road to
Sandi'ingham. Ai)j)roximatel3* 7.4 miles.

SOUTH MELBOURNE AND B'W KILDA.

Princes Bridge to Eraser Street, Middle Park, and, Pitzroy
Street, St. Kilda, and a coniiectuig line from Commercial Road,
via (Queen's l*lace N., (Queen's Road, Ivo,v Street, to Albert Road.
Api)roximately 4.85 miles.

J^RINOESS STREET AND WILLSjMERE ROAD, KEW.
l^h'oni the outer circle railway, to the existing line in High

Street, Kew. Approximately 1 mile.

TOORONGA ROAD, MALVERN.
Erom the intersection of Tooronga and Wattle Tree Roads,

Southward to junction with the AVnvcrley Road line, near Caul-
field Station. Approximately 1 mile.

BRIGHTON ROAD., ST. KILDA.
Prom the terminus of the Brighton Road; cable tramway to

join tlic Trnst's Glen ITnntly Road tramway. Approximately .830
miles.

^  q^otal route mileage proposed, approximately 22 miles.
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DKNkSITY of POPUIjATJOX RI^QUIRFI) to justify
2VN ELECTP 1(J tra m way.

It may bo safely assumed that unless a distriot is sufficiently
populous to require a tramway service of an average interval of
10 minut(\s (e.g., a five or seven minute service during the busy
hours of the day, and on si:)eeial days, and a fifteen minute service
during tlie remainder of the time), the heavy capital outlay en
tailed in installing an electric tramway is unjustifiable.

A ten minute average service entails the running- of 70,000
car miles per mile of route per annum.

The revenue required per ear mile to cover all outgoings, in
cluding interest. Sinking Fund and Renewals Resciwe Fund, is
15 pence, thei-eforc; the rev(»nue recjuired per mile of route is
about £41175 per annum.

The revenue per head.of population served varies greatly
upon different systems, being highest, of course, in places when?
the tramway system constitutes the sole means, or jDractically the
sole means of communication l)ctwecii the business area of a City
and the >Suhurbs.

The following figures are from the published statistics of
vaiious svstems: —

ANNUAL REVENUE PER HEAD OF POPULATION
SERVED.

Adelaide .. . - 45/-

Wellington, N.Z. .. .; 45/- .
Ijaunceston, Tasmania 14/9

Sydney 42/-
Prahrau and Malvern Tramways Trust 19/-
Fremantle (19091 16/6

'J'hc amount of 19/- per head of ])opulation served on the ^ ̂
lijies of the Prahran and Malvern Tramways Trust is the highest
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figure yet attained })y tlio Trust over a eomplctc year, and th«i
figures since the opening of these lines are as follows:—

Four months ending 30th Se])teinber, 1910 .. 11/4
Twelve months ending 30th September, 1911 12/-

„  30th September, 1912 15/4
„  „ „ 30th September, 1913 17/7
„  „ „ 30th September, 1914 19/-

Six months ending 31st March, 1915 19/9

It will be seen, therefore, tliat thei'e has been a steady growtit
in Ihe travelling habit of the population in the districts served,
and it would be inadvisable to assume aii earning power of 19/-
per head in respect of new lines.

It would, in the Trust's opinion, be safe to take 15/- ]ier head
as a figure likely to be attained within a reasonable time of the
opening of suburban lines of the character of those. pro])()sed.

On thc> basis of an average seiwice of ten minute interval, and

a revenue of 15/- per head, it is evident that a po])ulation of about
5800 i)er mile of route is one of the essential recpiirements for a
paying line.

A table is ap])ended showing mileage of tramway and popu
lation per niii^' in the various districts in which the Trust is
now operating tramways, and also in cities in neighbouring States.

COST OF OONSTRXJCTTON^ AND OPERATION.

There has been a steady and continuous increase in the con
struction costs during the i)eriod of operation of the Trust, and
at the present time, owing to the abnormal conditions resulting
from the War, the cost of tramway construction, except in the case
of a very payable line, is almost prohibitive.

Taking those items which ai'c common to all lines, and ignor
ing extra expenditure, such as alternations to gas and water mains,
sewer manholes, overhead wires, railwa^^ and tramway crossings,
etc., the cost ]ier mile of double track rose from about £11,300 per
mile in 1912, to £12,500 in 1914, before the outbreak of War.

The cost at the present time of the items common to all lines,
owing to extra duties, increased freight and insurance, and high
cost of materials and manufacture, would x)robably be at least
£14,000. At the same time, operating costs, largely as the result



of increased wages, due to the Agreement with Employees, ap
proved by the Court of Concilintioji and Arbitration, have risen
from 8.458 pence in JOIJ, to .10.73 pence in 1915.

A comparative table showing tlie gradual increase in operating
and interest charges since the incei^tion of the Trust's tramways
is given below:—

1910. 1911. 1912. 1913. 1914 1915.
Operating Costs 8.424 8.458 8.409 9.563 10!374 10.730
Interest 1.742 2.006 1.868 2.274 2.565 2.861

10.166 10.464 10.277 11.837 12.939 13.591

With regard to tlie specific proposals now before the Trust,
it reports as follows:—

Oh

toorak road.

Erom the terminus of tlie Cable I'ramway in Prahran, to
Burke Road, Hawthorn. The lengtli of the proposed line is about
1.85 miles.

A considerable ])ortion of the road in Hawthorn is at ijrescmt
ungraded. AVithout making allowance for any extra cost that
would be entailed in respect of this portion of the road, the cost
of constructing the line would be about £27,000.

The annual car mileage on the basis of an average ten minute
service would be 127,000, and the revenue necessary to meet the
cost of the same £7900.

The district is very thinly i)opulated, and apart from occa
sional traffic, the tramway would have to draw its revenue from a
resident population, within a quarter of a mile of each side of the
proposed line, not exceeding 1500 for the first year at least, which,
at 15/- per head of population, would be £1125 per annum.

It is quite true that the line would open up a very desirable,
area for settlement, but there could not fail to be a heavy loss
involved in the operation of it for some years.

With regard to the possible electrification of the Toorak Road

Cable Line: if this should be carried out, and a connection with
the line about to be constructed in Swan Street, Richmond, made,
via Chapel Street, North, a direct electric route into Melbourne
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would be obtaiiiecl. This would materially improve the prospects
of the Extension under discussion, but until that is done, the pro

posed line in Toorak Road would not be commercially justitiable.

(HiEN EIRA ROAD.

From iMuri'umbeena Railway Station to Barkly Street, St,
Kilda. The leiij»Hi of this ].)ro])oscd line is approximately 5 miles.
The cost of the line and equipment would be about £75,000, to
which must be added the cost of the necessary rolling stock, say,
10 cars at £1100 each, making a total capital outlay of £86,000.

There is a popidation of 10,300 within a quarter of a mile of
each side of the proposed line.

The annual mileage on the basis of an average 10 minute
service would be 350,000, and the cost of same £21,875.

'  That ])ortiou of the line In fJlen Eira Road (about 3 inile.s
in length), from Dooran Road to Bai'kly Street, St. Ivilda, is

-situated midway between the Balaclava Road and (lien lluntly
Road lines, at a distance of 40 chains from each.

It has no eifective outlet to the Beach at the St. Kilda end.

To consti'nct this line would be to provide extra travelling
facilities for a district already adequately catered for by the Bala
clava Road and Olen Huntly Road lines. Taking into considera
tion the lessened density of i)opulation as one goes Southward, it
is evident that parallel lines must be farther apart, if they are ti>
return a sufficient revenue to justify their existence.

The Trust is of opinion that a district in the stage of settle
ment of this one, is not inadequately served by lines not more

»  than one mile apart.

With regard to the Eastern end of the ])roposed line, an e.>i-
tension of the existing line in (Hen Huntly Road to ]\lurrumhe.ena.
Railway Station, via Grange and Neerim Roads, or alternatively
via Mimosa Road into Keerim Road, would fulfill all ihe require
ments of that district for some years to come. The suggested
roujte via Truganini Road and Coorigil Road would involve run
ning through 50 feet streets, which are too naiTow for double
track.

0



TRAMWAYS IN BRIGHTON ANlJ M00RAI3BIN.

^Phe i^voposals put forward for tramways in Brighton and
Moorabbin are as follows:—

Rrom CJlen lluntly l^oad, along Hawtliorn Road, to Union
Road; along Union Road to Hampton Street; along Hampton
Stivel. to ^lelrose Street, Sandringliam, distance = 5.096 miles;

^  also a branch line along South Road to Bi'ighton Beach Railway
Station, distance == 0.804 miles; also a line from Hampton Street,
along Bay Street, to St. Kilda Street, distance = 1.2 miles; or
alternativel.y along New Street and Grosvenor Street, to St. Kilda
Street, distance = 1.5 miles. The total of the lines comprised in
these, proposals is 7.4 miles, of which (uie mile is in Canlfield, and
1.68 miles in iMooi'abhin.

On the basis of the local population, these lines would not
be justifiable.

The true consideration, hoAvever, is their A-alue as plea.sure
traffic lines to Sandringliam and the Brighton Beaches.

The traffic upon these lines AA'ould undoubtedly be largely non-
residential. Lines of similar character in Adelaide and Sydney
have an earning poAver greatly in excess of the reA'^enue deriA'able
from the resident population. Plaving regard to the attractive
ness of Sandringliam as a holiday resort, and that there AA'ould be
direct traiUAA'ay communication established AAuth districts as remote
as Kew and Gambeiwell, there is a good prospect of the through
line via Hampton Street being remunerative during the period of
Summer traffic.

It would, hoAA''CA'er, onlj'^ justify an infrequent service during
the Avintei' mouths, except upon fine Saturday afternoons and
Sundays. It is undoubtedly a line which should be included in
uiyy geiuu'al scheme of traiUAvaA's for the jMetropolis, but one which
AAmild be too speculative an undertaking for the Municipalities
of Brighton and Moorabbin to assume financial responsibility.

It is also a line which the Pvahran and ]\Ialvern TraniAva.ys
rust .should not undertake until its present outlying lines have

reached a paying point.

AVith regard to the route; the Trust is of opinion that the
■connection with the 1 rust's lines should be from Hamjiton Street,
Tia Milroy Street and North Road and Hawthorn Road, to the
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intersection of the Jatter road with Glen Himtly Road, in view
of the fact that it is proposed to liave an extension to the Beach
along Bay Street.

The Bay Street line, in order to be sufficiently revenue pro
ducing, riiusfc dejjend largely upon traffic from the more densely
poj)ulated area lying to the North.

To form the connection to Hawthorn Road, along Union
Street, would add to the length of the line and the time occupied
on the journey to those passengers.

.It would also cause a perpetual addition to the operating
e.xpeuses in unnecessary car mileage, and therefore could not be

J'ecommeuded as j)ai*t of a (connected scheme of tramways.

With regai'd to the Bay Street route, an alternative route
lias been suggested, via New Street and Grosvenor Street, to the
Beach. Tt is considered that this diversion is objectionable for
the reason that that ])ortion of line along New Street runs parallel
to the St. Kilda-Brighton Electric Street Railway at so short a
distance as almost to amount to a duplication of the latter line
in that section of it.

If a diversion is to be made, the Trust is of opinion that a
preferable route would be obtained via St. Andrews Street and

Park Street, to the Beach.

The operation of any of these lines by this Trust would in
volve the provision of a Depot in Brighton, with accommodation
for at least twenty (20) cars, and a source of power supply in-
dei)endent of the Melbourne Electric Supply Company.

. This area is outside the radius that can be economically sup-
piied with power from the Melbourne Eiectiac, Supi>ly Company's
power station at Richmond, and in view of probable early deve
lopments in the direction of a Greater Melbourne Tramways
Authorit}', it would be inadvisable to provide a small generating
station for it. The most convenient source would be. the Victorian

Railways Department, one of whose substations is located at
Brighton Railway Station. Tt is questionable, however, whether
the Railway Department would enter into sucli an arrangement.

If the Railway Commissioners are willing to provide a supply
for tramways, the cost would probably be lower than the Trust's
present average cost of power.
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An additional dci^ot to contain 20 cars, with necessary ofificcs,
would coat a])oiit £7000.

It' the tliroiinh line via riawthorn Road, Milroy Street and
Hampton Sireet to Saiidi'ln^hain were cimstrueted to connnenee
with, leaving" tlie other proposals for later ('(nisideration, the
capital expenditin'e would he ahoiit £75,000 for permanent way
and overhead work, £7000 for Oar Depot, and £11,000 for 10 cars;
in all, £9:3,000.

SOUTH MELROURNE AND ST. KUJ)A IdlAMWAYS.

With i-ej^^ard to flie proposed line in South Melhoiiriie, he-
tween Princes Rridi-e and Fj-aser Street, this has been dealt with
in a I'eport presented to tlu^ South Melbourne (k)UJicil by ATessrs.
^FcCarty, Underwood & Co. in 1913. In this report, the estimated
construction costs approximate very closely to what the Trust's
costs were at that date.

It is necessary, however, for present consideration, to add a
sum of about £5500 to the estimated costs of permanent way and
overhead construction, and it should be pointed out that AFessrs.
TifcCarty, Underwood & Co.'s estimates provided for a depot call
able of housing' only 12 to 15 cars, and to be constructed of gal
vanised iron.

If the construction and o])eration of these lines be under
taken by this Trust, it would ])robably be found advisable to buihl
accommodation for at least 20 cars, in view of the probable heavy
Reach traffic to be dealt with in Summer time.

A sum of £5000 should be added to the estimate on this ac-
coimt, making an addition of £10,500, and inci-easing the estimated
cost from £():i,;}73 to £73,H73.

An extcJision of the i)i*o])osed South Melbourne line, from
the intersection of Danks and Eraser Streets, via Patterson Street
and Park Street, to Eitzroy Street, St. Kilda, or alternately via
Patterson, Park and Mary Streets, and the Beaconsfield Parade,
to Fitzroy Street. The length of this projmsed extension is a])-

. proximately 46 chains = 0.575 miles via Park Street, and 52
chains = 0.650'miles, via ]\rary Street. The additional capital cost
would be about £8350 and £9440 respectively. The annual can
mileage due to the extension to Fitzroy Street would be about

•  46.000 P.M.



This would, in the Tnist's opinion, be a much better terminus
for the South jMelbourne line than Frascr Street, for the reason

that'it is near the i)rineip{il points of attraction to visitors to thtj
St. Kilda Beacli, and if the proposed South Melbourne line be con
structed the Trust submits that it should, in any case, be extended
to Fitzroy Street.

There are two alternative pi*o[)osals for a line to link up the
Trust's present system with tiie South iMelbourne line.

One is to continue the line i^ast Fraser Street and join the
]3alaclava Road line via Park and Acland Streets, and the other

to extend the (commercial Road line across St. Kilda Road via

Queen's Place. Queen's Road and Roy Street to Albert Road.

The latter of these lines would be preferable.

An Act of Parliament is necessary to authorise the construc
tion of this section, as it traverses a route not within the scope of

the Tramways Act 1890.

The consent of the Pity of jMelbourne Council would also be
necessary. The lenj;th of this line is approximatel}^ 1.6 miles. ^

The only difficulty apparent is in the crossing of the cable
tramway in St. Kilda Road.

Owing to there being no cross street into Queen's Road

opposite (Commercial Road, it would be nec(\ssary to cross the cable ^
line at two sepai-ate points with the "IJp" and "Down" electric
lines, so as to obviate tbe necessity of any of the electric cars

^oing in a direction op[)osite to the stream of general traffic.

^riiis line would join the other South Melbourne line at

Albert Road, and teJ*minate at the corjier of Kerferd Road and

Reaconsfield Parade, opposite the Kerferd Road Pier.

It would cost ajiproximately £25,000, and would provide an
additional and much needed outlet to the .sea front of South Mel

bourne and St. Kilda, besides materiall.y improving the prospects
•of the other South Melbourne line.

■  • I
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PRINCESS STREET AND VVJI,LS.MERE ROAD, KEW.
l-'Voiii the miter circle railwny, to junction with the existing

line in Jligli vSti'eet, K(;w. 'IMie Icjigtli oi: this proposed line is
/ipproxiniately one mile. Whilst t'oi* about Jialf a mile from tlio
Hi,£;h Street end of the proposed route thei'c is a sufficient density

»  of population to justify a trannvay, beyond that point, the po]ju-
lation in the Willsinere J?oad section thins out rapidly until North
of the outer circle railway line there is practically oiicn eoinitry.

The line, therefore, would be largely developmental, and if
construeted would depend for its linancial success very largely

'  upon the early settlement of the area near Willsmcre Road and

North of the railway.

Tlie cost of construction would he about £14,500.

I'he annual car mileage, assuming a service to be lam ,to
the Victoria Street .Bridge, would be about 90,000, allowing for a
10-minnto service during tlie busy hours of the day and a 20-
miiinte service for the remainder.

The aiiniial cost of sueli a service would lie £5625.

The population served by the line is estimated by the Town
(dork of Kew to he 1H2S.

No allowance should be made for the population resident
along the line from Victoria Street Bridge to Princess Street, as
that ])opuIation is heing adequately catered for by the services on
PTigh Street and Gotham Road.

To sto]) the Prineess Street service at IPigh Street would bo
very unsatisfaetoiy.

TIic only .snlntifm of the dirficulty ap})eai-s to ho to provide
.  another outlet for one of the three lines whicli 'would, if all run
to Victoria Street Bridge, overburden the Victoria Street end of
the High Street line with mileage.

This could he very well done by constructing the short length
of iHie in Church Sti'oet, IlaAvthorn, and joining the line, which
is tn 1)0 coiistrncted by the PlaAvtliorn Tramways Trust, at a point
just East of the PLaAvthorh Bridge.

Jn this case it would be necessary to enter into an agreement
witli the Hawthorn Tramways Trust for running rights over the
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IBridgo. biicli an arrangcmont Hliould not present any dilTiculty.
evident from tlu; Hgurcs of ^^epnlatioii and aimual

inil(?agc, that a loss woiilrl Ik; ineiiri'ed the operation of a lino
from Victoria Sij'cet Bridge via .Pi'ijieess Street to WiJIsmej'e
Koad. But if the Clmrcli Street Jine were laid and worked in
conjunction with cither the Princess St]'eet or t?tratha]byn Street
lines there would, no doubt, be a considerable stimulus given to
the whole of the .Kew lines, including, of course, the proposed
line under discussion.

The density of ])0])ulatio]i resident along the Church Street
lino is good, but is not the princi2>al factor to be taken into account
in considering the advisability of constriictiug this line. It would
form a connecting link with the densely 2)opulated area of Rich
mond, which iioi)ulation has at jDrcsent no convenient means of
access to Kcav.

It Avould also, in conjunction Avith the cable tramway, j^roA'idc
an alternatiA^e route to the City, and Flinders Street and Princes

Bridge Railway Stations.

Phe cost of a double track tramway in Church Street would be
about £9000.

It is submitted, therefore, that the construction of the^

Princess Street line should be made contingent U2)on the (duirch
Street line connection being given, and that the tAA'o lines regarded
together would be a justifiable e.xtension of the system, AA'hich
sliould he included in any programme of extensions to be undcu-
taken Avhen conditions become moi'e favourable.

TOORONGA ROAD, jMALVERN.

From the intersection of Tooronga and Wattle Tree Roads,
southward to junction with the Waverley Road line, near Caulfield
Railway Station. ApiDroximately one mile. The cost of con

structing this line at 2)resent rates AA^ould be about £14,500.
\

This is a connection Avliich aa^ouUI serve a useful ])urpose in
providing a direct route to the i)opulation in East Mah^ern, along

and near WaA^erley and Darling Roads, to the sho2")2:)iug centres
of Glenferrie Road, Malvern, and Chai^el Street, Prahrau.

It would also doubtless be A'ery m\ich aA^ailed of by 2)assengors
to Caulfield on Race Days.

The traffic u])on the WaA^erley Road line at present is light.
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and the reason is, no doubt, that beyond (Janlhcld Station
the service along l^alaclava Road is not one which meets
the general - requirements of Malvern residents. If that ser
vice we]'e diverted to join the Wattle Tree Road service,
via Tooronga Road, tliei-e is little doubt that considerable
improvement in the earning power of the Waverlcy Road
line, would follow. This is a connection which is, in the

Ti'ust's opinion, justifiable, and which should be made as soon as
normal conditions are re-established.

BRIGHTON ROAD TRAiMWAY.

A tramway in Rrighton Road, fi'om the pi'esent terminus of
the cable tramway, to join the (Hen lluntly Road line, at the in
tersection of that line with Brighton Road. Approximately (16
chains = 0.830 miles. This is virtually an extension of the cable

line, which would, in the Trust's oyhnion, probably have been
made as a cable track, hut for the high cost of construction insep
arable from that system.

If it be carried out as suggested, as aii extension of the electric
system, it would involve an alteration in the method of dealing
with the car service.

The amount of traffic upon the Point Onnond line, AVest (»f
Brighton Road, is insufficient at ordinary times to justify an in
crease of service over the 20-minute service now running.

t

It is therefoi'c not practicable, to run the Brighton Road cars

to l^oint Onnond.

The best method of dealing with such an extension would

probably he to run tlu^ Glen lluntly Road cars from Orange Road
through to th(» Cable tenninus at Brighton Road, and to stop the
Point Ormond servic(» (m the AVest side, of the Railway Gates at
Elstcrnwick.

Except that, on occasions when the Beach' traffic is heavy,

additional cars would be run from Orange Road or Dai'ling Road,

via Olen Huntly Road, through to Point Onnond.

This is an extension which would, under normal conditions, bo
financially justifiable, hut for the reasons stated in the concluding
paragraph of this re])ort, the Trust is of opinion that its con-
istruction should be deferred until conditions are more favourable.

0

■I



¥

13

aiSNERAL.

AVhilst the Trust has,-in accordance with the requests of the
Councils concerned, enquired into the prospects of the above i^ro-
poscd extensions, it desires to draw attention to the f.u^t that,
altlioug'h several of the i)ro])osals would undoui)tedly open up the,
disti'i(ds to be seiwed and would, ])y encoiu'agin^ settlement, serve
to relieve the more congested areas of the nudropolis, there are
other considerations which must be ke])t in view.

The Trust submits that the best interests of its Constitiumt

Councils will l)o conserved by a i')olicy which will promote the
construction of tramways in adjoining distidcts at present without
adequate travelling facilities, always bearing in mind that the
o])erat.ion of the system as a whole should not become a charge
upon the revenues of the Municipalities. ^.Phe system at pi'csent
operated l)y the Trust (without taking into considej'ation the
fact that any losses upon tlie Caullield hJxtension will, until )>Ulh
September, 191(), be recouped by the CauUield and St. Kilda (Coun
cils) is earning a total revenue sulTicient to meet all outgoings
and a substantial lu'ovision for Sinking Fund and RenewaJ Th^-
serve Funds on the l)asis contemplated hy the Trust's Acts.

The margin thus availal)le will not, however, at present allow
of further extensions of the Trust's lines in sparsely ]m])ulalod
areas on any extended scale without ex]-)osing all its Constituent
Councils to the possibility of requiring to contribute to a de
ficiency.

The ̂ hrust is of oi)inion that the construction of furtiHu* ex
tensions should be governed liy Ibe foregoing eonsideratioiis.

«

it is furtlic!' of ()i)inion tliat, should the Trust's tr'ainways
be extended into Munic.i])alities outside the l)onndaries of the
Municipalities having nqu-escntation on the Trust, such Munici
palities should join the Trust, and assume liability .for its in
debtedness in common with its present constituent Muniei])alities.

In view of the eeonomie dislocation consequent upon the war,
the increase in the cost of imported materials and a diminution
of the spending ])0wcr of the px^oplc, combined with increasing
difficulty in obtaining money on advantageous terms, the Trust
is of opinion that in any case no proposals for extension of its
tramways, beyond those, already arranged for, should be enter
tained until nonnal conditions prevail.

This 0]hnion is further strengthened by the fact that the
Electrification of the Subiu'ban Railways may possibly adversely
affect Electric Tramway traffic.

By order of the Trust,
AI.EX. CAMERON,

JHAIRMAX.

H. S. DIX,
ENGINEER AND MANAGER.

Melbourne, August 29th, 1915.
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Mdsicipaluv. C.l>le.

Electric.

l'..\l.T.T. (iovt.

Track Mii.ks

1

Total Xliles of
Tramway KuiUc. Population.

' Population served
per niii-i of

Tramway Route.

- ^

Railways Track
Mileage.

! Population served
1  per mile of
1  Tramway and
1 Railway Route.

PRAHRAN 6.736 9-653 8.195 48-341 5,899 9.00 3,8oS .
Malvern — 15.431 8.227 24.183 2,939 5.63 1,885
St. Kilda ... 8.261 5-670 2-936 8.516 30.165 3.542 4.08 2,858
Caulfield

Horse
13-154 7.202 23.080 3,205 8.75 1.994

Hawthorn ... 5-531 3-6x3 4.572 28.238 6,176 6.00 3,700
Kew ... — 8.724 4.283 11.600 . 2.708 .25 2,559
Brighton- ... — 5.500 2.750 15.000 1

r  i 5,455 7.00 2,400

Total 20.528 56.245 8.436 43.745 180.607 ! 1

1

Statistics of Passenger Journ\e^ and Revenue of Melboi/rne Tramways and Suburban Railways
for the Year ended 30th June, 1915,

Passenger Oarried, Revenue.
Journ^ per Head
of Population of

Metropolis. -

Suburban Railways ...
'  «

108,721,181 £1,123,100 161

Cable Tramways 88,060,123 735,645 131
P. & M. T. T. Tramways 17,542,303 115,345 26

Other Tramways (Estimated) 8,750,000 59,500 13

223,073,607 £2,033,590 331

Amount expended per head of population on Suburban Railways and Tramways travelling, £3/0/4
Population of i\Ielbourne and Suburbs estimated at 674,000.
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T  8.516 30.165 3.542 4.08 •'= 2,858
Caulfield ... —  • "13.154 7.202 23.080 3,205 8.75 1.994

Hawthorn ... 5.531 3.613 4.572 28.238 ' 6,176. 6.00 3,700

Kew ' — . 8.724 4.283 11.600 ; 2.708 .25 2,559

Brighton —
— 5.500 2.750 15.000

i

5,455 7.00 2,400

Total 20.528 56.245 8.436 43.745 180.607 1 i

Statistics of Passenger Journ^e^and Revenue of Melboi/rne Tramways and Suburban Railways
for the Year ended 30th June, 1915,

* V ■

Passenger Carried. Revenue.
JoarnyGr per Head
of Population of

Metropolis.

Suburban Railways 108,721,181 £1,123,100 161

Cable Tramways 88,060,123 735,645 131

P. & M. T. T. Tramways 17,542,303 115,345 26

Other Tramways (Estimated) 8,750,000 59,500 13

223,073,607 £2,033,590 331

Amount expended per head of population on Suburban Railways and Tramways travelling, £3/0/4
Population of Melbourne and Suburbs estimated at 674,000.

Tramways in Cities in Neighbouring States.

Miles of Tramway Track. Population.
Population Served Per
Mile of Tramway Track.

Adelaide ■ 92,590 145,000 1566

Launceston ... 9.289 24,000 2583

Sydney ••• ••• ' 212,000 752,500 3549

Wellington (N.Z.) ... ... 31.687 70,000 2209


