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Shggeeted Notes for Lecture at Jolimoqf.

It was good of your Chairman to introduce me so nicely ; it was
equally good of you to emdorse hds introduction so heartily. I have a'
doubt 28 to whether you would havé been go appreciative had you known
of the several expedients I have resorted to in order to avoid figuring
on this platform. I even went the length of suggesting to the Board'g
publicity officer that as there was a certain amount of publicity in this
lecture that its delivery ought to be his function. That gentleman,
however, is & paradox inagmuch ag while heiis a publicity officer he
loathes all peraonal publicity. Had he been & member of my staff I think
-=] gay I think--I might have been able to persuzde him, but as he isn't,
it wag I who had to accept his suggestion that I was the proper person to
speak to you. So much for my presence here this evening.,

A gentleman with whose name you are doubtless familiar, a Mr.
Clapp, is never tired of telling the publioc about the service with which
you are connected, and just the other day, I notice, he directed pointed
attention to the fact that the railways in a year deal with 8,000,000
tons of goods and live stock and about 150,000,000 pasasengers. That isg
a great public service to the gtate, and one without which the gtate
would be a poor thing indeed., What I am here to suggest to you this
evening is thot in its own sphere the Jelbourne and yetropolitan Tramways
Board renders a service equally great, equally efficient, and one which
is equally entitled to receive the support of the community. That it ig
great will be evident to you when I mention that day in, day out, for

the 365 days of the year, it deals with on the average 600,000 passengers

‘& day, expeditiously, safely, economically ; that it is efficient, when
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I point out that last year the trams covered 24,000,000 miles without
one serious agcident, and that the number of cars withdrawn from service
owing to defects was approximately one per 20,000 miles ; and that it
degerves the support of the community because the high standard of service
performed is illustrated by the fact that the complaints received from the
public amount only to 1.8 per million fares. That is a brief and compre=-
hensive epitome of the Board's work, and personally I would be quite glad
to leave it at that and go on to show you views of varéoua agpects of the
tramway organisation ; but as I understand that you want me to speak for
nearer 40 minutes than for four, I think that T can utilise that time by
taking as my subject "The Passing of the Cable Cax,"

Both you and I belong to a generation whioch knows nothing of the.
dreary controversy which raged for many years over the subjeot of the
street transport of Melbourne. pBecause we are all wise after the event we
read with astonishment some of the views expressed 50 years ago. Electrioit
wag just becoming known, but only the dreamers envisgged its enormoua'
potentilaities. That being g0 we cannot blame our predecessors for having
deaided'to put down ocable tramways. In this age of gpecd there is something
humouroua in the thought that while the resolve to construct tramw&ys wa.g
roaohod in 1872, it was not until 13 years later, on the llth Novamber,
1885, to be precise, that the first cable tramway, that to Richmond,
oommeg?ad running. Am interesting fact in this connection is that the cable
car qﬁich inaugurated the service, No. 1, has run more than 1,100,000
milpn, It is rumning yet. I have no doubt that its period of service will
end o#ly with that of the cable aystem. In the next six yearn'o&her 12
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cable lines were put down, the last, Windsor, being opened in Qatober,

1891, As most people are unaware of the origin of the tramways, it will
not be out of place if T sketoh rapidly the powers created by the Tramways
Act. Under that Act, the Helbourne Tramway and Omnibus Company authorised
that concern to lay down tramways in the city and suburbs with the consent
of the various yunicipalities interested. As all the pyunicipalities
decided to avail themselves of the option in the Aot to construct tramw-ys
themselves, a Tramways Trust was Slormed, the members of that bedy numbering
18, The Trust had to raige sufficient funds to pay for the construction
of the tramway tragks and the emgine-houses, and wag under an obligation
to complete such work by the end of 1893, ' It had, in addition, to give
the company & leagse of the traocks for 32 years as from the lst July,
1884, when the liability for the interest on the loans raised for the f
construction of the tramways commenced. In returm, the Company wase
| required to find suffiolent capital for the necessary rolling stock, and
for the equipment of the lines and engine-houses. The Company paild to |
the Trust annually the interest upon the loans, together with a sum
gufficient for a sinking or redemption fund, and undertook, at the ﬂ\u
expiration of the lease in July, 1916, to hand back the tramways in goodf
working order to the Truat., By the end of 1921 the Compeny had 41 miles’
of cable lines in operation. You will be interested to know that the
length of the wire rope in motion under the various roads was equal to
about 95 miles, the ropes varying in length from 16,000 to 32,000 feet.
At first looked upon as & wonderful novelty, ﬁnd thenag a vital

necessity, the cable tramways proapered from the stary, to some extent,
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of gcourse, because the unsophiscated workmen of these days did not know
that awards mattered a bit and that penalty rates, and allowances for
walking to your work, mattered anything at all. It was not long, however,
before people in the outer portions of rapidly=growing Melbourne recognised
th2t local growth depended to a large extent upoh the provision of a modern
transport system. They saw how settlement wag ehoouraged and increaged by
the presenct of a tramway, and they fead, alao, that in other parts of the x
world the cable system was looked upon 28 out of date, and that the overhead
electric system was better in all respects. But although there was a genera
realisation of these facts, it was not until Ootober, 1906, that the Northe
Melbourne-Egsendon Electric Tramway Company, under authority fromthe p8sendo
Flemington and Kensington Councils commenced operations. After that date
progress was rapid, and in quick succegsion the Prahran and Malvern Tramways
Trust, the Hawthorn Tramways Trust, the Melbourne, Brunswick and Coburg
Tromways Traust, the Fitzroy, Northcote and Preston Tramways Trus$, and the
Footsoray Tramways Trust come into being., The development of the suburbs
in which these new tramways operated wag mo-:t marked, particularly in the
gouthern and eastern portions of the yetropolis, in the area served by the
Prahran and Malvern pramways Trust. The chairmﬁn of that Trust is now the
Chairman of the Melbourne and Metropolltan Tramways Board, and 1 direet your
attention to that fact and to the phenomenal growth of gaulfield and yalverm
becauge in recent years it has bedome the habit of a new generationof
Councillors in the northern suburbs to make the quite unfounded allegation
that the Board has starved these distriots ztxthexmxprruexsfxitim in order
to benefit the munigipalities in the south, prom this brief history you
will see that the dominating faotor in the growth of the southern and easter:
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munioipalities was the construction of electric tramways at the instance
of the Councils of Malvern, Prahran, (aulfield and St Kilda in the first
plage, and subsequently by Hawthorn and Kew. These Councils built
tramways, pledging their rates in order to do so, and they reaped the £xmi
fruits of their enterprise in that development of thelir cities to which
I have referred. In 20 years the population of gaulfield has grown
from 11,000 to 70,000, while yalvern has inereaged from 13,000 to
$0,000.
It soon begame obvious that a condition of affairs which involved tramway
operation by seven different authorities in the one city could not be
permitted to continue. After much negotlation Parliament moved in the
matter, and the Tramways Aet of 1915, placing the cable system, with the
exception of the Northcote Tramways, under a temporary Tramways Board,
pending the establishment of a tramway authority to take over the whole
of the tramways, was pagsed. Three years later the yelbourne and Met-
ropolitan Tramways Aot was passed. Under that Aot the cable tramways
wére taken over by the present Board on November 1, 1919, and the
electric !ramways on February 2, 1920. The compromise arranged between
the politicians and the municipalities was a weird affair, and has
militated against the success of the Board from the first day. By
having to pay the money pzid by the Government to the Fire prigades
Board, the Infectious Diseases pospital and the Lioenaing}rund, the
undertaking has been deprived in these 10 years of over oﬁp million
pounds. R}

Practioally the firat act of the Board was to oouméago an
inquiry into the form of transport to be adopted for the gsﬁexal
tramway scheme which it wae ordered by the Aot to prepare. IA%ankltag
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the problem, the Board kept in the foreground two distin@t %
propositions, the first being that the passenger tranapori a&heme
must provide sufficient facilities to serve all settled Qprﬁiona of
the Board's area for a generation ahead, and, second, tha%\it must
provide & sufficient number of routes in the city proper and inner
suburbs to carry the estimated future peak loads without undue )
erowding on the cars or undue congestion of cars along the routes.

A3 you will readily realise, the inquiry early resolvec
itaelf into two parts - statiastical and engineering. With the \
former, that which indicates the relationship of traffic movement X
to population, you are not much concerned; I imagine that you are
more interested in the engineering side., In order to determine
the practical location of routes, therelative costs for conastructing
tramwvays in alternative locations, ruling gradients, and many other
technical details, an immense amount of work was carried through
by the Board's engineering department. To give you asome idea of
what was involved I may say that in addition to survey work,
investigation had to be made into land resumptions, over 100 title
gsearches and property valuations were completed, bridges, culverts
andsubways had to be designed, sites for proposed future workshops,
car depots and substations had to be gselected and surveyed, and a
programme for the standardisation of car bodles, track curves,
clearances and track centres had to be built up,

With all that mass of information at its disposal, fortifled

with & report by the Chairman on what he had seen overseas in a tour

of fﬂ%@stigation, the Board decided that the traffic requirements
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of the future could be met only by converting the cable system to
electric traction. It 2dopted that view not because of the defects

of the cable system - each system of transport has defects in a greater
or less degree - but because the retention to cable tramways would
prevent the development and subsequent operation of the tramways as a
complete and unified system. I think that the Board's conclusion

that the cable system wes inherently unsuitable for a large and growing
city was, and 8till is, sound, Indeed, it is proved, I think, by the
fact that in 30 years that elapsed hetween the running of the first
cable line and the formation of the temporary Tramways Board in 1915,
the tramway system remained in form and extent just as it was
originally designed, While that fagt reflects the greater credit
upon the designers, it is an indiotment against the system that it
remained stagnant while the population increased by more that 60 per
cent, Other considerations influencing the Board against the
continued use of the cable system were the limited size of the cable
tram units, the lack of fagility of control, the impossibility of
uging loopa and the consequent necessity of shunting, and the great
cost of constructing and operating shunts or sidings, the most of which
rendered the cable trams unsuitable for handling dense traffic whether
in the ¢city, at pleasure regorts, football grounds or racecourses.

Aa submitted to the Minister for Publie Works iﬁ November, 1922,
the General Scheme, which was approved in April, 1923, covered tramway
development required to meet the estimated needs of the Metropolis up
to the year 1940. It was really a framework upon which systematic

extensions could be made to meet future possible needs without
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disturbing the proper workings of existing or projected tramways,

or altering location of any of the main lines, Where possible

the mere duplication of transport facilities was avoided, (Slide

of General Scheme can be shown here if necessary with any further
elaboration you may consider necessary); The way having thus been
cleared, the Board was free to commence conversion operations and

it was decided, on the score of public convenience, that the electric
gyastems south of the Yarra at Carlisle Street, Dandenong Road,
Commercial Road and High Street should be extended along High Street,
3t., Kilda, and St. Kilda Road and routed through Swanston Street a@o
28 to link up with the northern systems, In the opinion of the
Board and its technical advisers, the transition from one system to
the other could best be effected by laying the electric track in the
centr=l avenue alongside the plantations in St. Kilda Road. It was
pointed out that thege tracks could be completed without distmmbing
the fast moving traffic along the motor speedway, or the cable trams
or the commercial motor and vehiocular traffic in the ocentral road.
Theae advantages apart, it is obttous that the adoption of that
proposal would have cheapened the construction, 2nd that with a
non-paved track high speeds, smooth and silent running and cheap
operation, allied with safety to pasdengers and other users of the
road would have followed inevitably. With that lack of vision which
80 froquently_dietinguiahos politicians and municipal councillors the
proposal for guch tramway regerves in Brighton and St. Kilda Roads

was rejeoted by the Minister., The decigion would be somewhat
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different, I fancy, if the question could be put to the councgls
concerned and the Government today., The decision, in faot,‘Qaa
reéretted almost immediately, for a few months later the reaﬁmmendation
of the Board that certain portions of Victoria Parade shoul&\be
declared a tramway reserve was adopted by the Government afﬁég the
coﬁncils concerned had approved of the proposal, j%
However, having been given, the decision had to ataﬁa;land
80 my department at once tackled the work of preparing a huée‘:
specification necessary for the conversion, a work which cailed for,
to quote the advertisement, "the conversion for electric traction of
permanent way of cable tramways in Swanston Street, St. Kildh Road,
High Street, Brighton Road, Wellington Street, Fitzroy Streei,
Esplanade and dcland Street, including the laying and romovaikof
temporary tracks and the construction of permanent way for new
electric tramwvay in Brighton Road between the terminus of the
existing cable tramway and Glenhuntly Road,®
Long before I could finish deseribing the work involved my
voice would give out and your patience would be exhausted., I
overcome these handiocaps by producing for your inspection a covry of
the schedule and specification. The contract was let in August, 1925,
and the work was commenced on the 3lat., of that month, and by the
29th, August in 1926 the whole tender had been completed and eleotric
tramg were 1in operation, providing asuch through runs as North Ooburén
8t. Kilda, 11.290 miles, St. Kilda«Preston, 11.659 miles and
Elsternwick-East Goburg 10,519 miles, As slides will convey to you
an admirable ides of the work I need not further refer to it, with
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the exception of a reference to the conversion of Swanston Street.f
The latter was quite & notable plece of work. Business people an?
the public alike contemplated the conversion operations in that bugy
i thoroughfare with dismay, visvalising many weary weeks of traffic e,
congestion and interruption. But the job was completed in leas thaﬁ
four weeks with what was, I am sure, tpe minimum of inconvenience to
all concerned. Simultaneous with the construction my department had
to proceed with the plans and specifications for the conversion of
Chzpel Street, Victoria Street, Toorak Road and Richmond, while
something like a score of extensions in addition to duplications were
deélt with as these works proceeded. Collins Street has since been
converted = and notwithastanding the dismal jeremiads uttered before
that évent dootors and dentists are still doing business on the old s
gtands, I notice - and Brunawick Street is on the point of completion.
By the end of this month, therefore, practicslly half of the conversion
plan indicated in the General Scheme will have been completed. The
remaining half will, I am afrddd, have to wait the dawn of a better
financial day.

PRESTON WORKSHOPS.

The 270 single traok miles of the tramways as they exist at
present are operated by 520 electric and 250 cable trams. In addition
the Board hag 57 motor buses which during the laat five years have been
used to provide gervices on these routoi which were undergoing the
procesa of conversion, When the Board came into existence 10 years

age it had to take over from the various Tramway Trusta about a dozen

£
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different models. As no really efficient repair shopwas in existence,
it was at once recognised that the provision of a modern workshop was g
esgential, and that until such a workshop was available no progress
could be made towards the standardisation of equipment., A gite d%

17 acres was secured at Preaton, and now today the various shops whioh
have been erected represent a capital expenditure of £224,000, while
the tools and machinery cost £102,000, the total expenditure so far
being approximately £333,000. The present installation of plant 1;
designed for maintenance of 600 running cars, and the building of 30
new cars per annum, The result of careful maintenance has been such,
however, that we have been able to almost double the ocutput of new
cars, the rate of conatruction the last two years averaging better
than one per week, The general lay-out of the works has been 80
deaigned that eitensiona can readily be made without interruption to

the normal daily flow of work in any way. As the glides will show

you all the departments I need not enumerate them at this atage.



SUGGESTED SLIDES.,

ceneral Scheme

Map of present routes

CONVERSION AND TRAGK CONSTRUGTION.
Selection of slides from Mr. O'Meara. '
pandenong Road
Royal Park
Flemington Road

PRESTON WORKSHOPS .

éeneral lay=out. Administrative offices.
Traverser Store

Mesaroom Timber store

Paint shop Spray paint chamber
Woodworking shop Lifting bay.

Pits Fordson tractor pulling trucks
Truck shop par body sectdéon

Whesl work Wheel preass

Heavy machine bay Toolroom

Eleatriocal shop Arc welding

Blackesmiths', plate and pattern shops

New aafety Trams for One and Two y2n operation

gable tram depot, BEleectric depot.,
Saehool, ¢able tunnel.
Enginehoude,

,f/”.



17th June, 30.
The Chief Engineer.

I am forwarding a draft for your lecture at the Railway Inatitute
in Qotober. Doubtless it is on the long side, but I think that you
will find that it is drawn up in such a way that you ean ezsily "cuts
it without affecting the marrative.

Unless you wish me to do so, I do not propose to write anything ;
on the topics referred to by lir. Moody. T suggest that it would be best %
if vou spoke extempore on these matters, just as you did so effectively

on noise prevention experiments to the Tramways Conference.

Attached to the draft is a list of suggested slides. ' It covers
the ground traversed by the whole lecture, and it will be ezay to get,

with Mr. O'Meara's lot, a group of 70.

Publicity Officer.



