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;JLZ'"Every plage," remarks Stevenson in his aoncluding sentences in
?P;étﬁreaque Edinburgh," "ig a centre of the earth from which highways
radiate and ships get sail for foreign parts." Similarly, every oity is
the oreation of its transport. However much the magsing together of huge
maaaéa of people may be deplored, the fact remaina that their congregation
18 possible only becauge of tramsport. If the growth cities in the old
worid is studied even cursorily, it will be found that those whioch grew
most rapidly and enjoyed greater prosperity were juat those which early
gaw the‘neoeaaity of a street tranaport ayatem. .When pecple had to walk
to work, oitiea were amall; in point of faot there were no cities as we
undergtand them to-day. Witness London at that stage. The Capital of
England could have been contained comfortably in Royal Park. Then
Coaches are introduced, and at once signa of growth are noticed. ‘
Seattered hamlets are connected one with the other, and soon the area in
betveen is filled. Rails are thought of, and with the appearance of
coaches pulled by horses on those rails another expansion takes place.

A few more years, the horse goes, mechanicnl power comes in, and the
growth of citles becomes phenomenal, populations doubling and quadrupling
within s decade.. Shortly, that hag been the story of =21l the large
cities of Britain, the Continent and the United States ; shortly it has
been the story of the development fo Melbourne, =nd with the 50th
anniversary of the opening of the first cable tramway falling on the 11th
November the time seems oprortune for a short review of that event in the
history of the Metropolis, '

Sixty odd years ago ,elbourne wag not 80 much a olty as a number

of socttered settlements not .too closely linked together. Hotham (as
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North lMelbourne was then called), Brunswick, Jike Jika (what we now eall
Northcote), Richmond, Hawthorn, Prahran, St Kilda, Brighton--211 had
def inite, separate identities, were little self-contained worlds of their
own. 7In theae happ, leisured, far-off days there were no huge city
emporiums with their raucous spruikers functioning from 9 a.m. on
pondays to 1 p.m, on Saturdays luring shoppers from the local establish-
ments of Errol Street, or Sydney Road, or Smith Street, or Chapel Street,
or Hizh Street, St Kilda. Hotham could look out over port Philip pay
with no fear of a smoke pall intervening between it and the view and
with no ohance of its ears being tortured by some erooner moaning about
the blue of the night ; Jika Jika shimwered in the heat in tﬁgmﬁgi and
got a full ahare'of the cold north wind in winter blwing from the
Dividing Range ; pawthorn was as oalm as the river which would slowly
~and safely to the sea ; Brighton was the retreat of wealthy men, and the
journey from the city consumed the best part of two hours and was
altogether a splendid adventure for the younger members of thq!family.
Into the most of those peageful placas,‘&nd connectinz them with the
city, oame horae buses, and at once the pulae of life quickened. Like
everything else, the appetite for speed grows by what 1t feeds on, and
soon those who were enabled by the bugses to reside two and three miles
from the oitf were desirous of having homes still further afield. rhere
were those who were quite anxious to minister to their wants and provide
them with the necessary facility in the shape of mechanical transport,
But the political mill grinds slowly. If a multitude of councillors
spells safety, there is no doubt that long, and aometimes exasperating,

delaya are involved also., In this cage, 13 years pasased before the
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proposal to construct tramways recsived the sanction of Parliameﬁg in the
shape of the yelbourne Tramway and Omnibus Company'a Act of 1883. With
the pasaing of the yelbourne Tramways Trust Act of 1884 the way was finally
cleared for another progressive move in the development of the Metropolis.
ffhereas the waking of the tramways hereinmafter particularly
desoribed with their appurtenances and other works connegted therewith,®
runs the preamble of the 1883 Aat, "would be of great public and local xdwx:
advantage 3. And whereas the Melbourne Tramway and Omnibus dompany Limited
» s o »ve 48 willing and it is expedient that it should be authorised %o E
construot the azid tramways appurtenances and other works,® the Queen's
Hoat Exoellent Majeaty, by and with the advice 2nd conaent of the
Legislative Council and Legislative Asgembly of Vietoria, duly Authorised |
the conatruction of tramways in Melbourne, Fitzroy, Jika Jika, Collingwobd,
Richmond, Kew, Hawthorn, Brunswiok, Hotham, South melbourne, Sandridge . |
.(Port Melbourne), Prahran, and St.Kilda,
But while the Compsny was thus given power, always provided it

got the conaent of the authorites in the places mentidned, to construct

and maintain tramwaya, the Aot provided also that, if thQiyto desired, :
tha various munigipalitiea could form a Tramways Trust and construot |
tramways themselves. As it happened, 12 municipalities did so chose, and
ﬁé the T:amways Trust then formed they eppointed 18 representatives, naven;
of whom oame from Melbourne and tha remaining 11 at the rate of one each
from the other munialpalities interested in the venture. As a matter of
historical interest the names of the first representatives may be set downt
City of Melbourne-- The Mayor (Or. C. Smith), Aldermen T. 0'Grady, |
C, Jo Ham and T. Monbray; Councillors J. Dodahun,

Je. Garton., and J, Pigdon.




City of Prahran- . T. Arkle.
" #  Righmond - R. Dickensa.
" # TWitzroy - R. Shavera.
" " Collingwood - W. Smith.
# . n gouth Melbéurne - J. Stead (ﬁayor).
Teéwn 6£ Hotham - T. Fogarty.
Borough of St Kilda - H, Jennings.
" n’  Brunawick - D. lMethvan.
w ' % port Melbourne - T. Williama.
" " Hawthorn - D. G. Cullen,
" " Kew - F, Barnard,

In the absence of any direction in the Aot for 1ts asgembly. The first

meeting of the Trust was gsontened by the Town Clerk of -Melboutne, and was

held in the Town Hall on the 7th. March, 1884, Alderman O'Grady being
appointed Chairman. Having appointed Wo:ks,.heglalative and Finance
Committees, with Mr. H, T. Jordan as Clerk, the Trust sat down t.
conasider what motive power should be adopted for the tramways. Steam
l1ocomotives had been ruled out by Parliament, The choice really lay
between the electric or underground cable systema. Electric traction
by means of overhead wires waé then in ite infancy, and so the Trust,
perhaps not unnaturally then though looking backwards across the gap of
50 years, the decision seems strange now, resolved to prooeed wiﬁh the
underground cable system, being influenced th do so by the knbwn success
rof gimilar syaﬁemﬂ in the United States and New Zealand,

The next matter was the appointment of a designer, With the

desire to get the beat effect posaible , the Trust unanimously resolved
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to secure the services of the late Mr., George Duncen, who wna 80

favourably known through his connection with the New Zealand and Sydney
cable systema. The proof of the soundness of the design Mr. Duncan evolved
is shown by the faot that the original traoks,'engine houses, oars and
depots are atill in use on those portions of the cable system which

remain unconverted. As his assiétante, he h=d his brother, the late Mr.
Jamas Dunoan, and the late Mr, James Turnbull, and they remained with the
Company as Chief Engineer and Assistant Engineer reapectively. In oahle
systema in other parts of the world, the'general practice then was to run
the rope direotly below the centre line.of the track. Mr. Duncan departed

from that method by placling the rope to one side of the xxxsk tunnel. Line

céming into the eity from the north had the rope on the right side, while
those entering from the south had the rope on the left. As a rulé, most
of the engine houses operated three ropes, the length of which wvaried

" from 16,000 fo 33,000 feet. Although the designed speed was 9 mop.h., it
wag found posaible in pragtice to run the ropes at a greater speed than l
that, Even dufing the laagt few years, although the equipment h=g been in i
continuous serviee, the average apeed, 1nclﬁd1ng stops, hag never fallen i
more than a fraotion below 10 m.p.h. BE2ch route had its own sef of oara.
diatingutahed by a colomred dome on the dummy and ooloured lights on the
tral er, On the Bourke Street line, for instance, the trams running to |
Northoote carried red, while those on the Nicholson Street run hag blue, |
domes, . !

Although Mr. Duncam hod demonatrated on the Rosslyn and Mornington

lino, New Zealand, thet it was posasible to rdun a cable tromway rouhd
curves, the Trust considered that this would not be poaaible on the South,
Port, West and North uelbourne routes, and determined that the tramways
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on theae and the Kev and Hawthorn 1ines should be worked by horses, At the
outset, therefore, the mileage of both kindas of construction was set dowvm

ag $== M. F. c.
gable 33 2 7-67

Horse 1 7z 5 .22
Z% 2 2,9
Subseduently it was geen that Mr. Dunocnn's design was ndmirable for curves,
and in due course South, Port, West and North Melbourne gaw their oable

lines constructed.

Whibe_conversibn oper&tions during the last 10 years have fnmiliarisodi

the public which has grown up since 1885 with the naturc of cable trﬁmway'
constrﬁotion, it may not be out of plage to give a brief deseoription here.

A onble line, fherefore, consists of = doﬁble tunnel of conorete in whigh,
at intervals of sbout 3% ft., are placed "yokes" made of 50-lbs. steel rail-
way railas On these yokes, which are open at the top, are bolted on each
gside slot beams, which are really light girdeis, with a distance between the
flanges of 7-8tha., of an inch, this distance froming the slot in whioch the
cable gripper works, At intervals of about 30 ft. apart brackets are bolted
to the yokes, in which run the pulleys which support the oéblen. The ralls
themselves are flat-footed, and vary from 87 1lba. per yard, 6% ins. in

depth on the main lines, to 67 1lbs. and 5% ins. in depth on the minor routes.

rhey have a bearing of 6% ins. and rest on & bed on 6 in, conotete. The
gauge 4s 4 ft, B} ins, As the street between the rails and for 18 inas.
beyond the outer rails had to be conatruoted‘apd maintained by the Oomﬁany,
it follows that the 12 municipalities conoerned in the Truat were relieved
of street maintenange liabllities so far as 17 ft. of the rondway was
concerned., This obligation, copled from the British Act, passed in an age

whioch knew nothing of mechanioal transport for streets, together with the
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more expensive forms of paving now being specified by local authorities

30 28 to satiefy the demands of motorists, is the explanation why many of
the smaller tramway undertakings in Great Britain snd the United States
have abandoned their trams for either trolley or oil buses. It is an
extraordinary anomaly that while trams, which do no damage to roads,

are compelled to construct and maintain that portion of the street over mhi
which they run, heavy motor vehicles, which are capable of ruining even ‘
a good road in very quick time, escape this charge.

Before the actual work of construction commenced it was negegsary
naturally to make complete arrangements for the finanoing of the under-
taking. Under the Aect, the Trust had power to raise 2ll money for the
construction of the tramways and for)the expenses of the Trust by borrowing
on debentures secured on the lines themselves and on the revenues of the
various municiaplities interested, the liability of each Council being in
proportion to the length and cost of the lines within thelr respective
boundaries. It was provided, also, that the Trust should give a 32 years
lease of the lines to the Company, beginning from the date when the
liability for the interest on the loan commenced (lst July, 1884), and
that the Company should pay to the Trust the interest on the debentures
and a yearly percentage to be get aside as a Sinking Fund, the latter
provfsion being designed to extinguish the loan by the end of the leage,

In return, the Company agreed to find the eapital for the rolling stock ant
for the equipment of the lines and engine-houses, and undertook, on the
expiry of the lease in 1916, to hand over the tramways in good working
order to the Trust.

Quite early in the negotiationa with the finanoial agents it waa

. found that the London Stock Exchange would not view favourably the
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flotatlion of a loan on the terms indicated. To overcome the objections, =

an Act was passed in July, 1884, making £1,200,000 a8 the limit of the
borrowing powers of the Trust, and making the municip=lities concerned
jointly and severally liable for the amount borrowed. In order to cover
the interval before the fdotation of the leoan, the local banks supplied
the funds naoesadry for the current expences of the Trust,while the Ra
Company agreed to construct the firdt line, that to Hawthorn Bridge,
Richmond, from Spencer Street,Station, & digtance of 3% miles, on
behalf of the Trust, to oharge the Trust the actual cost only, and to
carry out all ¥he under the superintendence of thr Truat's engineer,

With tramway services out of favour in Britain, it was scarcely
surprising to find that the net proceeds of the sale of debentures
yeilded but £97. 6. 6 per cent to the Trust. Denbentures to the value
of £500,000 were placed oh the market in Ootober, 18%4 and in a few
monthe investors began to relise that the security offered was much
superior fo that of any other Colonial stook on the market.w'Tho result
was that the price appreciated rapidly, and in April, 1888, the
dehéntures were quoted at £111. 15, 0. per dividend.

A very different meoception was given the asecond debenture iassue
of £560,000, bearing 4% per cent interest. The loan was purchaﬁed
in Melbourne jointly by the Commercial Bank of Australia and the City of
Melbourne Bahk at a net premium of £1. 15, 0. per cent. The Trust's

third loan wags floated in London, It amounted to £200,000, with interest

again at 4} per cent, and » realiged & net premium after deducting
expences and acorued interest of £4. 13.: 0. per cent, Having been given
an extention of its borrowing powers %o ©S1,500,000, the Trust floated
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its fourth loan in London in July 1888, For £250,000, and once more
offering 4% per cent, the loan was so popular that it gave a net premium

after deducting expences and accrued interest of £8, 1. 2.

Public interest quickened when the first tenders were oalledtfor.‘
Messrs. Briscoe & Co. got the firat contract on 27th. January 1885, for
9,000 tons of permanent way at £63,509 , 12, 4, while ninerothera were
let within the next three months. One of thoge was f&r no fewer than
7,000,000 red gum paving blocks. The conatruction of the line was
pfogeeded with in gsections, as followai-

No. 1. Russell Street to Hoddle Street - R, Thornton, £10,550

No. 2, Russell Street!to Spencer Street - J. Kenny, £11,997

No. 3. Hoddle Street to Hawthorn Bridge - Mark Gardner, £12,308,
From the onget great diffioculty was experienced in the alterations +o the
gas and water pipes and the draing. Very early it wﬁsAseen that owing
to the absence of anything like accurate information th; attimﬂtid coat
of these alterations would be largely exceeded. Actually the wark involwed
pragtically the reconstruotion of the whole width of the street due to

the faot that where a main drain or water vipe was in the centre it had

to be removed to one side, while where a main was on one 8ide with service
pipes »n running acroass the roa&, another main had to be laid on the
oppogite side so as to obviate the necesslty of gervice pipes dug to cross
the tramway., Many of the alterations found necessary would have had to '
be made in any case by the Gas Companys gnd.water Supply Departmeqt owing
to the rapid inorease in the population,"é“as.m ag they did at that ‘

partioular time, however the expence fell wholly on the Tramway Truat
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A aimilar state of affairs prevailed over the main drains, and in more
than one instance the Truat was compelled to perform work or part of the
cost of work which should have been borne by the municipalities. The
injustice of the dog-in-the-manger attitude adopted by the municipalities
waag 8o obvious that in Act No. 952 & clauge waa inserted providing that
in the case of 2 municipality objecting to the drainage scheme proposed
by the Trust, the dispute could go to arbitration and that the
municipality concerned would be made liable'for portion of the cost ef
alteration. "While extroordinary interest wag taken in zmnxmEmiimx the
conatruction of that first line, it was nothing compared with the desire
to experience the new mode of travel when pcar No. 1 set out on its u=x
initial journey on the 1llth. Nbvember, 1885, All day long the ocars

' garried full loads, and it is told how parents from the outer suburba
brought their ohildren tomthe aity for the special treat of a ride on
the tramas! Here it may be pointed out that the builders of theae early
trams never had any intention of tumning out a new model every year,
The§ beleived in sound condtruction with sound materials, proof of which
ig found in the fact that No. 1 with something like 13250,000 mileq to
its oredit, is atill in naavioe.' While the Richmond line was being
completed, work was in prggggas also on the Fitgroy and Victoria Street
routea, and with Richmond/a Pronounced guocess there waa every
inducement to completes the whole programme of construction at the earliest
possible moment, As & matter of faot, nothing was lost, in the result
toft the last line. Windasor was opendd for traffic on the 27th. Ooﬁqber
1591, some 26 months in advance of the time stipulated,
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At the end of 1891 there were 41 mileg of oable line in operation, tXhe
total length of the ropes in motion under the various roads being about
95 miles. The various lines were opened to traffic in the followinf orderi.
Richmond.s...1llth. November 1885
Fitaroy (Collina Streect).....2nd. October 1886
Victorie Streetys...ss..22nd. November 1886
Oollingafdod and Clifton Hill....+...10th. Auguat _188?
Bourke and Nicholson Strect@........26th. August 1887
Brunswick........18t, October 1887
Carltons«s:s...21at, Dedember 1887
St Kilda and Brighton Road......llth. October 1888
Prahramn........26th, Ocyober 18588 | |
North Melhourne.....»..3rd, March 1£90
West Melbourn@........llth, April 1890
South Melbourne........17th. June 1890
Port Helbourne..,.....17th. June 1890
windsor,.......27£h. Ootober 1891,

By the end of 1891_there were noxe 45.9 miles of double cable track in
operation., Riwen the fmax sl '

In addition, the Kew horse line was opened'#a far ag the
fintori& Street bridge in December, 1887, and the Hawthorn horse line
oﬁ thé 27th, January, 1890, On the completiosi of the Viotoria Bridge in
February, 1890, the horse line to Kew was gompleted and opened for
traffioc in August, 1890,

When the Riohmond line was under donhtrﬁotion, the Trust porposed

to plage a siding on the south side of Wellington Parade to accomodate
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the traffic goind to and from the Melbourne Oriocket Ground., In View bf
the congeation that waas cauaed by long lines of trams standing in the
gentre of the strect it ia amazing that the Melbourne City Council
refused permisgion for the aiding. Forty yéare'later their guccessors
were more far-geeing, for when the Richmond line was eleotrified the
City Council agreed readily to the proposal of the Melbourne and
Metropolitan Tramwaps Board for & siding on the north side of Weliindton
Parade. :

One other matter may be referred to before oconcluding the
reférence to this line. As built orininally, the ohimney stack on the
powerhouse at the corner of Hoddle Street and Bridge Road wasg 85 feet
high. 8o many complaints were made by adjorning householders of the
nuisance cauaed by the smoke, however, that shortly after the line was
opened a new stack, 175 feet, in height,was built, and was up to that
time the highest construveoted in Vietorisa,

immedia.tly after the first loan had been floated, work wag
oommenoed-on the second line, Fitzroy, which ran from Collins BStreet
at Spencer Street to near the Merri Creek by way of Gisborne Street,
Brunswiok.Street and #t Georges Road (now Victoria Street) to the Kew
Brigge., Built in three sections -'Spenner Street to Brunawiok Street,
2pY Aimpnaxin Raxdyesd Brunewick, and Simpson's Road == the big cost
£62,486,

Among the subeidiary works connected with the construction
work in Oollina Street was the removal of the Burke and Wills

Monument, which stood in the oentre of the Ruasell Street and Collins
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Street 1nteraeotion. At first it wag intended to akirt the monument on
eaoh aido, but this would have involved ourves dengerous to traffic, not
to mention exoessive wear on the ropes, the Truat was glad to get the
permiaaion of-the Ciiy Couneil to'remoﬁe it to the corner of Nicholson
and Spring Streets.

‘Another eposode was more eapensive, costing the Trust £1,200.
loofs‘fo be striaght; actually it deviates in places considerably from a
straight line, With the idea of avoiding curves, therefore,$he Trust
proposed to divert the lines about 2 feet out of the centre. Owners in
the viainity‘alléged that thdas deviation - in 3 street 99 feet wide -
would damger their properties, and eventuslly the Trust had to correct
the aligpent, inéSimp90n9a'Roadi tle drainapeiwork cost £7,5§0. The
Trust had to oonatruct & brick sewer 3 feet x 2 feet, and 2,156 vards
long. The municipqlitiea interested refused to contribute, and the whole .
cost hsd eonsquently to be defrayed by the Trusat.,

During 1887 no ‘fewer than four linea, those to Collingwood,
Clifton Hill and Nioholson Street from Bourke Street, and from Elizabetd
Street tb Brunawick, were constructed and were opened for traffic between
the 10th. Auguat and zlat December. gitdated &t one corner of Gertrude
Street and Rioholuon streat, the engine house f£or the firat three
mentionod linea was then, and atill is, one of the sbow plages for those
1ntereated in the cable aystems Owing to the nsture of the grade at the
oornars. apecial dosignn had to be made to emable the dummyoara to plok
up and releage the oables at this pointy The result waa that the
subterrenean porﬁion of the engine house ia large, deep and intricate.
Many thousands of vigitors have since 1nspected the tunnelsg and watoched
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the trame coming round the ourves, relemsing and then picking up the
oables, and on oné occasion the whole geries of operations were gexgitgxi
graphibally brﬁadcaat to the children of Vietoria by 3LO.

At Smith Streest, where 2 ourve on & radius of 45 feet, had to
be delt with , fha whole lenghh wes constructed of iron and erected
complete in the workshops of Formen & Co., X where it was testek before
being placed in position. This line finished the first example of cable
tramways orossing each other at right angles at the Certrude and
Drummond Street intersection. In order to prevent the cable being ocut,
one was depressed permentally, while the other worked in the usual
ma.nner, the trams passing over the erossing by momentum.

Ag the line from Elizabeth Street to thei Sydney - Moreland
Road intersection provided almost & atraicht run of néarly four an’
a8 half mileas, few difficuities were met with during ite conatruction,
The contract from Moreland Road to the Post Office was let at £40,858,
and the remainder et schedule rates as an extentién on the contraoct.

The line proved expensive to drain, coating £7,400 and here again,
although the municipality concerned greelly benefitted from the work,

the Trust had to pay the whole amount.

Fitzroy Councilmet the Truat in a spirit of fairplay when the
draiﬁng' for the Carlton line had to Ye faged. Acknowledging the great
benefit the drafnage scheme would - contef® FPitzroy, The Council
Joined #m tke with the Trust in making the systenm perfect. By mutual
agreement, it was decided that the maein asver in Fitzroy, Young and
Smith Streets should be constructed by thr Trust, while the Council
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made itself responsible for the sewsrs between Johnaton Street and
Vietoria Parade., The Trust's 8hare of the work amounted th £7,026,
For the drainage works within Medbourne, however the Trust had to pay in
full, the City Council decldning to @Gontribute anything to their cceat.
As built, the 8t Kilda line was the longest in the System.
Beginning at the corner of Queensbury and Madeline Streets, it ran down
Swaneston Strect dver Princess Bridge, and then by wag of High Street and
Brighton Road to the terminus 2t the junction of the latter road and
Chapel Street, a distance of overf five miles. At the seme tine, the
Domain Road = ParkStrest section was proceeded with, and subsequently was
joined to the Parhran line, whose terminus was fixed tm %h® in Chapel
Street at Carlisle Strect. The Toorak line began in Toorak Road at
Chapel 3treet ond ended at Irving Road, The K engine house xr for the
8%t Kilda line was erected at the corner of St Kilds Road and Bromby
Street. Nearly 40 Ye years afterwarda, the cable aystem wad electrified
the site was gold, but the material took on & new form -- it became the

handsome Chalet &t which atands at the summit of Wattle Park,

With the completion of the short Horth Carlton line in |
Rathdown Street, foui years sgof construction work ended in Auguét 1888,
and there was a brief 1lul) before it was resumed and goncluded finally
the North and West melbourne and South and Port Helbournﬁ, and the

8t Kilda Esplanade lined. Ag stated previously, the intention ok
originally had been to make North and West Melbourne horse lines.
When it was found posasible to carry the cables vound ourves, it ﬁae?

suggested that the West Melbourne line should join the Richmond llnﬁ in -
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spenger Street. Considerable opposition was shown that proposal ; so
much so that it was abandoned, and whiie the line wasg brought into
Spenscer Street, it was then turned down Lonsdale Street and into Elizabeth
Street. '

So far as the Port and South Melbourne lines are concerned, a
change from the original intention was made here also. On the completion
of the Falls (now gxnown as the Queen8s) pridge, it was found that it would
be dangerous 28 well as difficult owing to the aoute angle to bring the
trams down Queen Street. An Agt was pagsed in 1889, therefore, allowing
the tramway to use Market Street. By putting in and auxiliary cable, the
trams were enabled to awing into Collins Street, and the South Melbourne
cars continued on to North Fitzroy, while the Port Melbourne trams
terminated at Gisborne Street.

When the question of drainage at Port Melbourne came up for
conaideration, the Govermment proposed that the Trust should contribute
£5,000 towards the cost of the Port Melbourne Lagoon Scheme. The Trust
objected strenuously to the proposal. It wag pointed out in a petition
to Papliament that the scheme would not drain the cable tunnels
satisfactorily, and that to charge the Truat £5,000 for 2 work which would
be of no benefit to it would be unjust. Parliament saw the logio of the
objeation, and the proposal wag withdrawn. The Trust dealt with the
tunnel drainage by allowing it to flow back into a pit at the enginﬂu
- house, and from there at small cost pumping it into the ordinary d;ainage
channels.

When the last line, that to the 8t Kilda Eaeplanade, was constructed
in 1891, the construction programme of the Truast was completed. Up to the
318t July, 1892, the total expemditure of the Trust had been £1,671,966.
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"I may congratulate the Trust," wrote the Chairman (Mr. H. Jennings) in
a report dated the 19th August, 1892, "and the Municipalities on the
completion of this noble agystem of street locomotion. The whole of the
wdrks have been carried out without any serious accident, with but a
trifling outlay on account of litigatioa, and with 2 minimum of imcon-
venlience to the public ; and at the terminmation of theleases on lst July,
1916, the Municipalities will enter into posssasion of 2 splendid Temuner-
ative propersy entirely unencumbered by debt.® It is as well that the
events of the future are hidden from us ; had Mr., Jennings posséaeed any
inkling of what was to take plage it is highly unlikely that the innogent
jubilation of the quotation would have found its ﬁay into print.

Length of the Cables.

Throughout the yearas it ia probable thnt more queries a2bout the
length of the various ocables used have been anawered than those about any
“other part of the aystem. The following teble sets out the length and
weight of the various oables as they were in 1891 i-~

.-f.::; -~
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Line Length in feet
Eichmond~-Spencer to Hoddle Streets 24, 870
*  To Hawthorn B idge 14,754
Fitzroy-Spencer to Brunswick St. 16,920
i Brunswick Street 22,680
Victoria Street 22,380
Bourke to pertrude Street 12,780
Nicholgon Street 19,080
Calliﬁgwood 23,880
Elizabeth Street 31,620
Sydney Road 16,698
garlton (from Flinders Street) 23,400
Johnaston Street 15,000
| Flinders Street to Domain Rond 14,580
fDomain Road to Brighton Road 30,240
9% K'1d2 Rond to Chapel Street 17,640
dhnpel Street 22,110
‘¥borak Rozd (from Chapel Street) 15,270
North gelbourne (City) 10, 889
" (Flemington Road) 12,919
Weat yelbourne branch 17,422
Port Melbourne (City) 10,815
" (Beagh) 16,794
South Melbourne 22,626
St Kilda Esplannde 20,940

Weight
ngs
10
16
22
21
17
20
25
33
17

14
12
25
14
18
12

11
14

14
19
23

(}Wta °
6

17
11

18
19

13
15

14
15

15

17

17




- dpawn trams and buses ;'from the 4th November, 1923, horse-drawn trems
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Receipta—p&saengers-mileage.

14 h2s be~n indicated that the gable trama were popular from the agxr
atart. In the tables which follow, it will be reserved thot the revenue
trebled in six yesrs, from £188,530 in 1836 to £562,540 in 1891. The
following year saw the firat rumblings of th=t finmnnecial blizzard, popu=-
larly known 238 the bursting of the land boom, which before it ended ruhned
banks and thousands of inveators apd property owners and led %o wide~spread
and prolonged unemployment. The repercusasions of the cat~strophe were
so immense, the effects on the gommercinl, industrial, profeasional and
sogizl 1ife of the time were s0 pronounced, that development languished for
many 2 year. TWages fell to guch & low level that it is not gurprising that
the cable undertaking suffered severely. Indeed, 18 years pasned before
the ravenue of the Tramway Company exceeded the income for 1891. During

the firat 37 years, the figures giten included the returns from the horse=

ceased to exist, the Royal Park line being the 128t to zo, =2nd therefore

the details from that date relate exclusively to ecable trams. Owing to the
fnot that the books of the Company were destroyed after the undertaking
passed to the Temporary Tramways Board in 1916, it 43 not posaible to

show the gable tram revemue separately from 1885, The £1,000,000 maTk

was reaghed for the firat time in 1920, and the peak of cable revenue
£1,254,282) in 1983. Oonversion operations began to play their part in
the following year, and since then, as the mumber of gable routes decreased
the oable revenue haag deglined correspondingly. the atatistios are aa

follow te==
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1912 718,868 85,567,954 11,418,841
1913 753,153 89,852,766 11,925,258
1914 768,219 91,868,785 12,152,038
19158 735,645 88,060,123 11,977,920
1916 8@2,078 96,702,942 12,066,485
R M oy ey S
1918 5 FELY 13,136,468
1919 968,330 124,299,932 13,466,728
1920 1,088,573 140,400,898 13,767,541
1921 1,145,335 149,048,681 14,068,981
1922b 1,230,690 151,201,763 14,634,918
1923 1,254,282 155,820,153 14,842,224
1924 1,184,009 147,800,506 14,716,919
1923 1,185,051 148,316,398 15,285,913
192§ 1,041,453 127,882,115 12,393,911
1923 1,004,794 99,978, 416 9,817,468
1928 836,557 83,004,759 ° 8,410,528
192¢ <2 786,101 775,930,235 8,151,392
1930 § 598,04 58,692,072 6,545,033
1931 450,848 43,985,782 - 5,613,839
1932 403,846 39,471,661 5,414, 348
1933 402,323 39,770,484 5,410,210
1934 406,439 40,399,762 5,410,098
1935,
v gﬁﬁ: i Rty T anr ™
¢ 8t Kilda Cable line stopped 29th yay, 1925
@ Chapdl gtreet sable Line stopped 28th August, =nd Toorak
Line lat 8otober. 1926.
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Why a Propheey wag Unfulfilled.

On a previous page the propheocy of the Chairman of the Trust in
1892 that the Municipalities would on the terminntion of the leage in
1916 inter into the possession and enjoyment of the splendid, remunerative
property represented by the cable tramways wag quoted. It may be set down
here why the prophecy wag unfulfilled, and how the Municipalities which
had pledged their rates asg security for the capital expenditure involved
in the 8ondtruction of the tramways lost their property, receiving only
in return the ¢2nocellation of the debentures e=gh Municipality wag
repsonaible for to the Helbourne ami Metropolitan Munieipal Loans
redemption fund, ani which were due for repayment 18 years later. rhe
atory explains also how the present Tramways Board came to be saddled with
the moneys paid previously by the Govermment of the day for the Fire
Brigades Board, the Infeotious Diseages Hoapital and the Licensing Fund.

When the future of the tramways came to be discussed there were,
in addition to the Trust, five other Tramway Trusts in existenage in the
suburbs, as well as the North jelbourne Tramways and pighting Company, whict
had a 30 years franchise under a delegation order from the Qouncils of
Essendon, Flemington and Kensington. whe two latter Councils were
aubsequently abaorbed by pelbourne. vyarious conferences took plage between
the representatives of the Metropolitan Municipalities with the view of
establishing a Municipal Tramways Trust or Board. The firat proposal wag
that the Municipalities should be divided into groups, and that these
groups should eleot eleven members to form the Truat. It wag found that no
agreement could be reached along these lines. The Government than put
forward the proposal for a Trust of 14 members, 12 to be elected by the
Hunioipalities and two to be nominsted by the Govermment. por the purpose
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the Netropolitan area was to be divided into certain electoral divisions.
That, it was found, would be both cumbersome and costly, aa the conatit-
uencies to be established would be much larger than the Parliamentary
Divisions. Eventually the Government abandoned that proposal in favour
of a‘nomihna Board, which would take over the various Hunieipal Tramway
Trusts 2nd would agquire 2lso the tramway interests of the North yelbourne
Tramways and Lighting Company, the State Electricity Commission taking
over the lighting portion of thot undertaking.

With the ground so far clesred, Sir Alexander Pescock introduced
the yelbourne and Metropolitan Tramways Authority Bill on the 28th August,
1917. That memsure had so few friends that it was not peraevered with.
The following year the Lawson linistry introduced the yelbourne and
Metropolitan Tramways Bill. In that Bill, which wes pagsed in due course,
it was provided that provision should be made for the determination of the
- total amount of each Municipality's contribution to the Melbourne and
=£ Metropoliten Municipsl Loans Redemption Fund, and provided further that for
the purpoases of the determination the cable surplus should be deemed to be

responsible for the cable tramways

£827,000. The group of Manicipalities/had naturally been looking forward
to receiving that surplus. The rezson for the act of confiscation pPropoased
by the Govermnment lay in the faet that the Govermment had a loan of
£4,000,000 falling due in London. In order to give a2 good impression in
London and so facilitating the conweraion of the lomn, 1t wnag resolved that
the neQ loan should be limited to £3,000,000, and that the remaining
£1,000,000 should be paid off by taking the cable profitas, estimated at
£827,000, and raising the balamge from other sources. The Municipalities
protested againsy thot proposal strongly but valnly. While the Government
would not budge from the poaition 1t had taken up, it lesyened the
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oprosition somewhat by agreeing to write off a corresponding amount of
the debentres which were due for z® payment by the Municipalities in 1935.
When the final sccounts of the cable tramways were adjusted, it was found
that the surplus upon which the Government had counted would be short of the
estimated amount by £60,000. That error was remedied e2sily. Promptly the
Government passed another Act (No. 3023) making that sum 2 charge upon the
reveme of the hhortlybto-be-constituted Melbourne and Metroplitan Tramways
Board !
Another lever employed by the Govermment to stiflé opposition to
its proposals lay in the clause which mads the Tramways Board reaponsible
for recouping the moneys paid hitherto by the Government to the Fire
Brigades Board, the Infectious Diseases Hpapital and the Licensing Fund.
Although the Municipalities objected to the tramway revenue being saddled
with payments for matters which had no concern with street transport, they
soon found that they would either have to consent or pay the moneys theme
selves. The Hon. A. Robinson (now Sir Arthur Robinson), speaking in the
Leglelative Council on the 14th August, 1918, deacribed how he had gained
the consent of the Municipalities to the proposal of the Covermment. pere
is what he s2id fw-
"' am prepared to plage the responaibility for phese

payments on the Municipalities, and not on the tramway

receipts, if you prefer it that way, You say that the

amount should not be taken from the tramway receipts.

Will you pay them from the Municipal receipts ? The
Covernment is not going to pay them in future.' When

‘they saw the position I too& up, they gonsented to the
rropossl of the Government.
Prior to the expiry of the cable tramway lease in 1916, legislation
wag prased providing for the appointment of a Temporary Tramways Board

to run the oable tramways pending the passage of legislation for the control

TR L R Y T N T A N S SRR .
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of the whole of the tramways within the Metropolitan area. From that
Act of 1915 the Northcote ocable tramways were excluded. Under the
Chairmanship of Mr. Colin Templeton, the Temporary T amways Board
managed the cable lines until they passed to the present jgelbourne and
uetropolitan.Tramwgys Board, under the Chairmanship of Mr. Alex. gameron,
on the lst November. 1919.
| Conversiop Operations.

One of the first acts of the Melbourne and Metropolitan Tramways
Board when it took offige in 1919 was to set about the planning of a
comprehensive general tramwey scheme for the pyetropolis as a whole. The
very obvious defectsland inconveniences of a c¢able system surrounded on
three aides By electr;onl aystems, most of which were unconneoted one
with the other, could not, it was recognised, be endured much lomger. The
need for a complete and unified system belng admitted, the sole queation
for consideration seemed to be what form of traction should be adopted. In
order to secure firast-hand information and guidange in the decision which
1t would be e¢alled upon to make, the Board requested the Chairman to
undertake an extensive tour abroad. Leaving early in 1923, the Chairman
visited and inveastigated fully many of the tramway systems of Qreat
Britain, the Continent and the United States ani Canada, Following upon
his report, the Board came to the comolusion th§%7§§§$3ays for masgs
tfanapo:tation would remain the chief means of astrest tranait for many
yenrs to come, and decided to embark upon a programme for the gradual
conversion of the oable system to electric traction. mhe Parliamentary
S8tanding Committee on Railways inquited into and approved of the Board's
plahs, and a start was made with the Swanston Street-St Kilda Road line,
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the Esplanade rope being stopped on the 29th August, 1925., work being
begun two days later. By the 27th December the Esplanade, Fitzroy Street
and Wellington Street section had been completed. puring that perioed,
temporary electric tracks had besn 1214 in St Kilda Road between Figgroy
Street and Domain Road, so that when the Swanston Street and Brighton
Road ocable ropes were stopped on the 26th Degcember, the Board was emabled
to put an electric service to St Kilda via South Melbourne amd St Kilda
Road into operation. By working contimuous shifts, the contractors were
able to oomple£; the conversion of Swanston Street in less thon four i
weeks. The qﬁmpletion of the Swanston Stre-t section 2llowed of the
through=routing of the electric cars from Coburg{ North ani Preston to
the eoutherﬁ suburbs on the 24th January, 1926, On the 28th March, the
section ¢f 8t Kilda Road from City Rond to Park Street was completed,
thereby obviating the detour via Shuth Jelbourne. On the 9th May, the

perm@p#ﬁt tracks in St Kild2 Road were ready for traffio, and a week later

';the ﬁrkoa in High Strect, Prahran, and Commercizl Road were connected to

8% Kilda Road, thus emabling the people of East Malvern, Glen Iris,
Decpdens and gardiner to travel aireaot to the oity without change of tram.
The conversion of the High Street, St Kildn, end Brighton Road seation,
togethé§ with the exteniion %o Elsternwick, were completed and opened for
traffyhtpn the 29th August, 1926, Thanks to the completeneas of the plans
p:ﬁp&éeﬂ by the Chief Enginser of the Board 2nd his staff, and to the akill

of the gontractors, all these worka were completed well in advance of the

‘completion date specified in the contragt. 1In all, the contract involved

the conversion of 14.15 miles of eable tracks,
While these works were in progresa, plans and specifioations were

being prepared for the conversion of the ghapel Street and Toorak linea.
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The contract comprised the conversion of the Toorak rcoute, the constructio
of 2 double tramway track extension =2long Toorak Road from Irving Road
to Clenferrie Road, the conversion of the Chapel Street line, and the
construction of & double track extension along Chapel Street from garlisle
gtreet to Brighton Road. The Chapel Streetfline waa the first to be
dealt with, the rope beinz stopped on the 28th August, 1926, Within two
months the electric trams were running from Windsor statiop over the
Ohurch Street Bridge to Victoria Street and princes Bridge.KEOn the 19th
Decembeé, the converted asection between Windsor Station and caglisle Stree
and the extension to Brighton Road were opened for traffic. The Toor ak

rope was taken out on the lat Qotober, and thg g%ectrified line to Orrong
9275

Road was opened for traffic on the 17th April,/the extension to Glenferrie

Road being put into operation on the 8th Moy, :
The electrifioation of 21l the lines south of the Yarré\hnving
thus been completed, the way wng glear for the conversion of tﬁb cable
routes to the ezgt and the north. The matural first ohoioéxwaQ\thhmond.
ag the conversion of that line would enable connegtion to be\?ade with
the Hawthorn electric syatem. The first section, Spenoer'Stréé$ Station
to gwanston Street, was closed on the 15th May, 1927, and by warking
three shifts the electric lines were completed and in Operaﬁxﬁn‘by the
14th July. The remaining segtion, Flinders Street at Swanaton\Street,
Wellington Parade and Bridge Road, was opened on the 4th Déqembér

4

brought up the total conversions to 32.172 milea.
Early in 1929, \
purtngxi$ey pland and specifications for the conversion of the
Victoria=Collins Street line were completed. The contract called for
4
the conversion of the oable line in Collins Street, Glasborne Street,

Viectoria parade, and yictoris Street, and the conatruoction of permanent

B kil -



_th/ Board decided in June that conversion operations might be resumed.
_gﬁo long and detailed surveys necessary because of the multiplicity of

gonversion of the North pelbourns and Brunswick routes should be treated

28 | 1
way loczted in the cente of the tree reserves in Victoria parade. The
jatter work resulted in the permanent besutifieation of that thoroughfare.
The old, unsightly plantations disappeared, their plage being taken by
well-gragsed lawng and trim heﬁgea, with the tramway running through the
ecentre and so leaving the roads on each gide free for 2ll -other traffiec.
Work was commenged on the 17th June, 1929, and completed on the th |
pecember. The totel mileage of enble track was by this conversion reduced j
to £6.44 miles 28 compared with the original mileage of 45.9 miles when
the programme veg atarted in 1925. ‘

In order to obtain the full value from this conversion, it was l
necessary to gomplete ag goon aa poaaibia the econversion of the Brunawiok‘ ﬂ
gtreet 1line. Work on thia seotion began on the 1l4th July, 1939, and
ftnisﬁod‘on the 25th Ootocber. This conversion enabled the East and Weast
Prqgfﬁn-servioes to be routed direat to the city via Brunswick and Oélllns
syrﬁatc instend of via awanston Street, thereby effeoting a large saving |
‘ih o?r mileage and consequent bporuting expenses,

; By this time the revenue of the Board had begun to suffer aseverely
ag ?he.renulg of the prevailiag finanoial and induatrial depression, and
in gonsequenge the converaion of the Brunswiok and North Melbourne lines
hué to be postponed. When the outlook became more encouraging in 1934,

;
4
4

draina, and god, water, and eleotricit mains below the surfsge level of

Eliszabeth strnat ucre at onoe begun, and when these were oompleted plans

wére soon in oaugao of preparation. It was declded thet the West Melbourn
1ine should be abandoned and given over to bus operation, and thet the
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afl one contragt. The North and West Melbourne ropeés were stopped on the
20th July, 1935, and the first section of the converalon, that %o the _
conjunstion of Victoria Street with Eliéabeth Street was ogompleted on the
29th geptember. It ias expeoted that the whole work will be completéd-by
the end of April, 1936, after which the remaining cable routes will be
those of Port and South Melbourne, Nicholason Street, Clifton Hill,
Northoote, Oollingwood and rathdown gtreet.

Thus 1t will be seen that the day of the omble tram is drawing
rapidly to 2 close, and that soon they will be but a memory to be wakenﬁd
into temporary life by the aight of a dummy forming the nucleus of a
mountain shagk or 2 shelter at some bayside resort. Kindly laughter will
gentre round these old relies, mute reminders of a gyatem of transport

which for many & year served Melbourne well,



