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MAITLAND TRAMWAY VENTURES 

Have you got your copy of this authoritative 
work on the typical small town steam tramway 
at Maitland. N.S.W.? 

If not, hurry as stocks are getting low and it is 
unlikely to ever be reprinted. 

Obtainable from your local tramway museum 
or'from -

SPER Box 103 P.O. SUTHERLAND. 2232 
Price: $3.60 including postage and packing. 

FRONT COVER 
The ultimate expression of the crossbench de
sign of car in Sydney was the "P' class, 258 of 
which were built between 1921 and 1929 when 
the System was at its peak. The class was only 
used on the main system and was withdrawn 
from service in February, 1960. 

SUPPORT YOUR MUSEUM 

ATTEND WORK PARTIES 

AND PARTICIPATE I 
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THE DESTRUCTION OF AN ASSET 
Part 2 

Compiled by K. McCarthy. 

Sydney. 
During World War II the N.S.W. Department 

of Road Transport and Tramways adopted the 
policy of diverting city bound bus services to 
nearby tramways as feeder operations. As men
tioned earlier, the Suspension Bridge tramway 
was re-opened in 1941 to enable the bus route 
beyond to become a feeder service, while a 
tram service was introduced between Gore Hill 
and The Spit, along tracks used by other work
ings, to enable the Manly Wharf to St. Leonard's 
Station bus route to be truncated. 

With the gradual return to a peace time 
economy the bus services reverted back to 
through operations in both Sydney and New
castle. The St. Leonards to Manly bus route 
No. 144 replaced the wartime tram run on Jan
uary 12th, 1948 while the Suspension Bridge 
tramway closed for the second time on January 
10th, 1948. 

The first major post war works undertaken 
on the Sydney tramways entailed the rebuilding 
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of the North Bondi terminus and further pro
gressive deviations at Circular Quay as the over 
head city railway construction progressed. 

The old North Bondi terminal was sited at 
road level, north of Brighton Boulevard. This 
layout sloped away from the dead end towards 
the south, but a severe curve leading south from 
the terminus resulted in runaway trams career
ing off the track onto the beach reserve. The 
entire bitumen surface of this off-street loca
tion was criss-crossed with wheel grooves, 
evidence of many derailments. 

From January 7th, 1946 until December 
25th, 1946 the North Bondi trams terminated 
south of Brighton Boulevard in Campbell Parade 
while a more elaborate three track terminus was 
constructed. The hill at this location was cut 
away so that the dead ends were against the 

"R" class tramcars 1831 and 1787 coupled to-
gether and leaving Fort Macquarie depot for the 
last time. October 23rd. 1955^ „ . . 

K. McCarthy photo. 
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cutting wall while the tracks now were graded 
down hill towards the wall instead of sloping in 
the other direction. The old surface throw over 
point levers were removed and the slip type 
points controlled from a new central location, 
and the old brick starters hut was replaced by a 
more substantial office and amenities building. 

When the electric trams were introduced 
along George Street in Sydney in December 
1899, trams at last gained access to Circular 
Quay. The steam trams were only able to use 
Elizabeth Street as their city thoroughfare, a 
route which did not provide convenient access 
to the quayside. These earlier services were 
forced to terminate at Bridge Street yard, one 
block, and steep walk, from the jetties. 

In 1899, the thoroughfare along Circular 
Quay East was not a public road, and the George 
Street trams terminated in a balloon loop at the 
iron gates which barred the way towards Fort 
Macquarie. Not until March 1st, 1902 was the 
way clear to extend the line to Fort Macquarie 
and into the new depot opened on August 10th 
1902. Between December 22nd, 1902 and April 
16th, 1915 another tramway, along Albert and 
Macquarie Streets, linked the Quay with Fort 
Macquarie providing a more direct connection 
with the Young Street line. 

The original balloon loop at Circular Quay 
East closed on September 15th, 1912, forcing 
all George Street cars to be extended to Fort 
Macquarie, although some economies were ob
tained by using the Orient Wharf crossover. In 
the interests of economy a new balloon loop 
was constructed on the site of the original and 
opened on June 24th, 1935. Passengers wishing 
to reach Fort Macquarie were able to transfer 
to the few trams still using that terminus and 
the trip between the Quay and the depot became 
a free journey. 

Work had been carried out on the city rail
way in the vicinity of Circular Quay East during 
the 1916-1918 period, but when this extension 
work was due for the final completion burst in 
1932 after the opening of the Harbour Bridge, 
the country was plunged into the depth of the 
depression. Preliminary work resumed in the 
late 1930's when the awkward Millers Point 
Junction in George Street North was relocated 
further south on July 12th, 1938, so that the 
approach tracks to Circular Quay West now 
entered Alfred Street south of the fire station 
instead of on the northern side. At the same 
time work progressed with resiting and rebuild
ing the ferry wharves, thus converting the 
"Semi-circular Quay" to a "Rectangular Quay". 

Although the Quay railway project became 
a partial victim of the war effort, construction 
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at that location never quiet ceased and activity 
blossomed earlier than most public works with 
the return to peacetime conditions. The first 
major post war tramway deviation at the Quay 
entailed the lowering of Phillip Street, north of 
Bridge Street to enable a more convenient road 
intersection to be provided at the intersection 
of Phillip, Albert and Alfred Streets and the 
stone faced tramway ramp around the Golds-
borough Mort building to be eliminated. This 
project was undertaken by first lowering half 
the width of Phillip Street while trams continued 
to use the old portion, then the tracks were de
viated onto the reformed section while the re
maining road alignment was lowered. 

To enable the first eastern railway span to be 
erected the second Quay balloon loop closed on 
April 1st, 1946 and Fort Macquarie again be
came the main terminus for the George Street 
tramway. From time to time the tracks used by 
the George Street lines across Alfred Street 
were relocated away from the path of the rail
way viaduct, but not until 1954 did the tram
way layout resemble the final plans. 

A third Millers Point Junction in George 
Street, further south than the previous locations 
came into use on May 20th, 1954. During Sep
tember 1953 a new narrow starters office and 
waiting room was erected at the terminus of the 
Pitt Street lines at the Quay, thus enabling the 
older "Art Nouveau" style structure at that 
location to be demolished between 9th and 
17th September. This cleared the way for a new 
bridge to be built over the old Tank Stream, the 
Quay tracks to be straightened and the third 
Millers Point Junction to be brought into use. 

Another deviation brought about by city 
railway construction in post war period was the 
opening of the new Randle Street tramway. On 
November 28th, 1948 the Rosebery and eastern 
suburbs lines which traversed Chalmers and 
Devonshire Streets adjacent to platform 23 at 
Central Station were diverted onto new tracks 
between Foveaux and Devonshire Streets along 
Elizabeth and Randle Streets. This deviation 
was only to be of short duration, but lasted 
until the tramway closure in 1961. Indeed, for 
almost 30 years now that section of Chalmers 
Street has been blocked and the office buildings 
in that vicinity denied convenient public access. 

Several other track deviations were under
taken by the Per-way Dept. in the 1950's. Work 
commenced outside Tooth's Brewery on 
October 31st, 1949 to relocate the tramway 
tracks along Broadway between Harris Street 
and City Road into the centre of the carriage 
way. This thoroughfare had been widened in 
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1938-9 but road traffic was forced to use less 
city bound lanes than outward lanes until the 
tramway work could be completed. This work 
required almost 1 2 months to finalize. 

During 1938 Botany Road was widened be
tween Harcourt Parade, Rosebery and Mac
intosh St. Mascot. A press report dated July 
31st 1938 bemoaned the fact that although the 
road was then being widened the tramway 
authorities were relaying the tracks on the old, 
now off-centre, alignment. At this stage the 
promise was received that the tramway would 
be altered "in five years time". This "five years" 
duration expanded to fourteen when in Sep
tember 1953 the relocation project commenced. 
The work was further complicated by the 
double track junction turnouts situated half 
way along the deviation. At one stage this 
became a triple track turnout junction with 
three crossing diamonds. First the new up track 
came into use in January 1954 and finally, on 
May 5th, 1954, the new down track opened 
and the old down track was removed soon after 
and the roadway re-instated. 

Much of Sydney's tram track was relaid dur
ing the 13 years following World War II. The 
Botany line was reconstructed in mass concrete 
between the City and Bay Street, while the city 
thoroughfares received some attention, George 
and Pitt Streets being relaid almost in their en
tirety. The Glebe Point line was completely re-

laid whue mass concrete construction appeared 
along New Canterbury Road between Petersham 
and Dulwich Hill. Other major track relaying 
projects come to mind being carried out in Ox
ford Street, Paddington and Bondi Junction, at 
Bronte Road, Waverley, Princes Highway, Arn-
cliffe on the Wolli Creek line while portions of 
the Bellevue Hill tramway near Old South Head 
Road were also reconstructed in mass concrete. 
The Cleveland Street line received attention in 
time for the Royal visit of 1954 while the wood 
blocks along Parramatta Road, Camperdown 
and Victoria Road, Rozelle were replaced by 
more substantial surfaces. 

As work progressed along New South Head 
Road through Double Bay in February, 1955 
the opportunity was taken to realign the track 
to the centre of the carriage way. Part of the 
trackwork along Pacific Highway between 
Crows Nest and St. Leonards Station was also 
relocated to a new centre line when that section 
was relayed in mass concrete during 1952, but 
the major works pegged out along Falcon Street, 
North Sydney, and Harris Street, Pyrmont, 
were never undertaken. 

Coupled set of "LP" cars headed by 347 at 
Randwick Racecourse April 4th, 1950. 

B. Parle photo. 
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Most major track junctions were recon
structed on the Sydney system after World War 
II. A new construction feature was the intro
duction of ramped crossing frogs at junctions 
where an imbalance of traffic was experienced. 
The first application of this device was at the 
Spring St./Pitt St. trailing turnout in the city 
during 1949. The Spring Street trams' wheels 
had to ride up over the continuous groove pro
vided for the heavy Pitt Street traffic. This 
method had already been employed in North 
Terrace Adelaide prior to adoption in Sydney 
while the turnout to the engine shed on the 
Taronga Zoo pleasure railway in Sydney was 
fitted with a ramped frog from the 1 930's. As 
the Sydney Tramway Department maintained 
the Zoo railway the theory of ramped crossings 
was therefore known to the undertaking years 
before it was applied to the tram tracks. 

From 1950 ramped junction frogs spread 
throughout the system. In most cases while one 
wheel on an axle set mounted the crossing ramp 
the other companion wheel was safely in a 
groove against a check rail. At the corner of 
Bathurst and Castlereagh Streets, however, the 
four frogs of the right angle crossing were 
ramped. On the rare occasion that the Bathurst 
Street line was used for emergencies or on tours, 
trams visibly bounced through the intersection 
as both wheels on the axle sets climbed the 
ramps at once. 

Although the junction replacement pro
gramme was geared to correct war worn cross
ings before complete failure, the little used 
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"R " type tramcar at the Rawson Place, Pitt St. 
comer in Sydney on August 30th, 1957. This 
junction had been relaid in mass concrete only 
six years before the closure of the Pitt Street 
group of lines. K. McCarthy photo. 
Crown Street Junction in Oxford Street could 
not last the distance. During October 1952 the 
crossing and blade components were removed 
entirely due to extreme wear and the junction 
could only be used by Oxford Street traffic 
for the next four weeks until the turnouts were 
completely renewed. 

At four locations in Sydney the pruning 
back of terminals to locations closer to the 
city necessitated in major track reconstruction. 
A new terminus was constructed in Chelmsford 
Avenue Botany when the tramway between 
that point and Matraville closed on June 21st, 
1952. The link line along Ocean Street Woollah-
ra between the Bellevue Hill and Oxford Street 
routes received a second crossover in October 
1954 and the junction with Queen Street was 
rebuilt so that the former through service via 
Bellevue Hill to Bondi could use Ocean Street 
as a terminus after November 14th, 1954. 

The junction arrangements at Dulwich Hill 
terminus were also extensively altered to 
enable the Addison Road and Marrickville Rd. 
lines to use the balloon loop facilities after the 
closure of the Canterbury route on November 
20th, 1954. The Balmain to Birchgrove route 
also closed on that same day. The counter
weight incline at Darling Street Wharf continued 
in use until November 5th, 1955 and on 
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December 10th the tramway between the top 
of the incline and Balmain was replaced by bus 
operation and the city service diverted back on
to part of the Birchgrove tramway where a new 
terminal siding was provided in Rowntree 
Street. 

Although the State Labour Government, 
which held office in N.S.W. between 1941 and 
1965, never officially reversed the tramway 
scrapping policies of the previous conservative 
government of the 1930's, as new trams were 
delivered between 1950 and 1953 and the 
tempo of tramway abandonment slowed, the 
pendulum seerrujd to swing towards some form 
of tramway retention, even though the so called 
"Experts Report" of May 1949 recommended 
the complete closure to be undertaken by 
1960. 

Following the second closure of the Suspen
sion Bridge tramway on January 10th, 1948, 
the isolated systems at Enfield and Rockdale 
were replaced by buses on August 21st, 1948 
and September 3rd, 1949 respectively. The 
Power House line at White Bay was disconnected 
from the Victoria Road tracks on October 21st, 
1949 while the Rose Bay to Watsons Bay aban
donment followed on December 4th, 1949. 

To the west of Sydney the long Ryde line 
was pruned back to Gladesville on December 
17th, 1949 and a further cut to the service was 
made back to Lyons Road, Drummoyne on 

Some observations on public transport in Hong 
Kong and Europe by Robert Lawson. 

From the end of December, 1976 to the be
ginning of February this year I visited, with my 
family, ten European cities and Hong Kong, 
and in every one found the same strong empha
sis on electric traction mass transport systems. 

All tram and trolley fleets were shiny and 
modern, with the exception of Hong Kong. Of 
course the ancient double decker trams in Hong 
Kong have a charm and delight all their own 
that would entrance any tram lover. But here 
the Chinese are throwing their energies, for the 
time being, into building an undersea commuter 
railway to connect Kowloon to Hong Kong 
island. 

But do not miss any opportunity to ride 
their double decker trams and buses; considering 
their minute fares and the places they go to 
they must be the travel bargain of the Pacific. 

A journey through Europe however proves 
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March 19th, 1950. 
The closure of that section between Double 

Bay and Rose Bay was due to follow, but two 
lively protest meetings conducted at Double 
Bay and Rose Bay not only resulted in the Rose 
Bay section being retained, but caused worn 
track to be overhauled on the Watsons Bay sec
tion and that portion to be re-opened on May 
28th, 1950. Representation from Drummoyne 
Council caused the Lyons Road to Gladesville 
Bridge portion of the Ryde line to be re-opened 
on that same day. 

Prior to 1930-31, tramway passengers wish
ing to alight at conditional stopping places, 
most of which were situated at the outer, un
settled parts of the system, had to inform the 
conductor, but during 1930-31 conditional 
stopping places were extended throughout the 
network and internal pul cords installed in the 
tramcars. Stops again became compulsory 
during August 1944 when the internal cords 
were removed. Although many closely spaced 
stops were removed, this change extended 
journey times in off peak periods. 

to be continued 

that no matter what others may think the Aus 
trians, Germans, Swiss, Dutch and Belgians do 
not regard trams and trolley buses as old 
fashioned; as well as fleets of new vehicles in 
these countries we came across extensive works 
in track layout and realignment. 

One thing that is particularly striking is the 
number of articulated trams and trolley buses 
to be seen. Of course all terminuses consist of 
a loop around which the tram or trolley drives 
and then continues back along its route on the 
other side of the road. Because of this they are 
controlled from one end only and each tram 
can haul one or two trialers behind, which most 
of them do. 

The Swiss trams are manned by a driver, and 
his only duty is to drive, announce the stops 
and to close the automatic doors as the vehicle 
moves off. All tickets are bought from vending 
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Tram ticket from Vienna. The value is 10 schill
ings. There are approximately 17 schillings 
to the dollar. 

machines at the tram stops, and the passengers 
open the doors by pressing buttons either inside 
or out that become illuminated when the tram 
halts. Of course when the tram moves the 
buttons no longer work, the doors remain firm
ly closed when the tram is in motion. 

Zurich, Basel, and Lucerne have ticket vend
ing machines at all stops, but the ones in Basel 
were easiest to follow, so we will describe these. 

The machine dispensing single tickets has 
three buttons. The yellow button is marked 60 
Centimes, the white is 80 Centimes, and the 
blue button 1 Franc 20. This is the fare scale. 

Each vending machine carries a map behind 
glass showing the complete tram system. The 
stop where you are is marked in red and around 
it is a yellow zone to correspond with the 
yellow 60 Centime button. Further out is a 
white zone and a ticket to travel in it is pur
chased with the aid of the white 80 Centime 
button, while on the edge of the map are some 
routes marked in blue. 

To get there the passenger presses the blue 
button which lights up and the amount f. 1.20 
appears on a computer dial. The passenger then 
has to feed in coins of that value. As the coins 
go in the amount shown on the dial lessens until 
the fare is paid and a ticket appears through the 
slot. With this ticket the passenger is permitted 
to change trams but not to travel beyond the 
zone for which the ticket is paid, and not after 
a certain length of time. 

Another machine, or another unit of the 
same one dispenses multiple and season tickets. 
These have to be franked each time before 
getting on the tram. 

All Swiss trams are marked 'Ohne Billeteur' 
which means 'No Conductor'. It is the passen-
8 
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ger's responsibility to have a valid ticket before 
getting on board. We met ticket inspectors 
twice but unfortunately were not doing any
thing wrong at the time. The fine for fare dodg
ing is the fare plus 20 francs. 

It is important to note that the routes do 
not radiate from a central point, they cross one 
another, so it is necessary to know when to get 
off and when to change trams. 

In Vienna many of the trams were marked 
'Schaffnerlos', which means the same as 'Ohne 
Billeteur'. But this was on trailer cars only. In 
the main section of each tram was a-conductor 
or 'schaffner' sitting at a ticket console. Tickets 
could be bought from the conductor or from 
the local tobacconist; anyone with a valid ticket 
could ride in the 'schaffnerlos' section. 

If in Vienna do not miss a ride by tram and 
bus to the Vienna Woods. We picked our way 
over some temporary track in Karlsplatz and 
after some language difficulty with an inspector 
he found the right tram for us and told the lady 
conductor what we wanted. She was a sweety, 
with a smile for every passenger, and after a 
journey of some distance partly under ground 
she made sure that we got on to the Grinzig 
tram. Grinzig is a village some miles from Vienna, 
but now suburbia has filled the distance be
tween the two. It still retains a lot of character 
and is well worth a visit. Also the buses leave 
the Grinzig terminus at approximately half 
hour intervals to run to another village on a hill 
dominating the woods. The tram and bus trip is 
another travel bargain and only a fraction of 
the cost of a guided tour by tourist bus. 

As well as being articulated European trams 
appear to be narrower than the ones in Mel
bourne. Presumably this is because the cities 
still have many narrow mediaeval streets that 
tend to meander. Even so they seem to fill 
these streets and other traffic is forced to travel 
different routes. We noticed this particularly at 
the popular junction of Barfussplatz in Basel. 
Hundreds of people got on and off here and at 
times a double line of waiting trams stretched 
around the corner in both directions. 

The only German speaking cities we encoun
tered without trams were Salzburg and Lucerne, 
and both had articulared electric trolley buses. 
Zurich has an excellent, modern tram service, 
but they also have modern trolley buses work
ing some routes, all electric, of course, and all 
articulated. 

Never having seen an articulated passenger 
vehicle like this before it was fascinating to sit 
at one end of the bus and see the other end 
turning independently around corners. 

Passengers stood quite nonchalantly on the 
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ZURICH - A coupled set of modern 8 axle arti
culated trams at the railway station. 31.1.75. 

R. I. Merchant. 

J \ 
AMSTERDAM - Two 8 axle articulated trams 
wait outside Centraal Station. 12.12.74. 

R. I. Merchant 
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circular steel plate that moved when the bus 
turned, and leaned against the gaurd rail that 
protected them from the flexible body joint. 

It would seem that if our Australian cities 
are unable to face the enormous cost of relay
ing miles of tram tracks they might compro
mise on electric trolley buses. The articulated 
buses we encountered would be particularly 
suitable for Sydney's narrow streets. 

In Amsterdam as elsewhere, they are hard 
at work improving the tram service. The Dam-
rak, which is a broad street stretching from the 
Royal Palace to the Central Railway Station, 
has been dug up so that the tracks can be re-
laid in concrete. A number of different routes 
converge on the Damrak then cross over a canal 
bridge, past the front of the station, over 
another bridge, then back down the other side 
of the Damrak. 

The Amsterdam ticket vending machines are 
mounted in the back of trams. All the instruc
tions are printed in Dutch and we were puzzling 
over this until the other passengers advised us 
to put in a guilder each. We put our money into 
different machines and got folded paste-board 
tickets which then had to be franked in another 
slot. One ticket appeared to be a straight through 
and the other, a return. No doubt the system is 
quite simple when one masters it. Incidentally 
the trams we encountered in Amsterdam were 
also articulated. 

As well as the popularity of surface electric 
traction we discovered that tremendous work 
was being done in building, or improving under
ground railways. 

Munich, besides having the fastest trams we 
encountered in Europe, also had a brand new 
underground. We went to the town hall and 
travelled a couple of stops to Hauptbahnhof 
station. We could not make out why a single 
railway track was served by a platform on either 
side, but it appears that passengers get in one 
side and out the other. This would be an ideal 
arrangement during the peak hour, but we could 
not stay around and see it working. I was told 
later that our Eurail passes were valid on the 
Munich underground, but this information 
came too late, we will know better next time. 

Like the London underground they have 
ticket dispensing machines, but much more 
modern. One disadvantage of these machines. 
like the ones at the tramstops, is that you can
not argue with them and they do not give 
change. If you do not have the right change you 
have to put in extra to get your ticket; it is no 
good putting in any less, they will not deliver. 

The Metro in Brussells was particularly inter- i 

esting. We had been there two years before 

10 

OCTOBER 1977 

when it was still being constructed and were 
eager to see what had been done in the mean
time. 

It turned out to be a single tunnel that ran 
about a mile and a half from Gare du Nord to 
Gare Midi. What was astonishing was to find 
that trams were trundling through it instead of 
trains. It was a though Mr. Hamer had changed 
the purpose of the Melbourne Underground 
Loop after its completion. Each station was 
equipped with a large central platform quite 
suitable for a subway but the stairs leading 
down were blocked with a bar welded across. 
The platforms were not used at all as they were 
too high so passengers used the opposite side. 
These lower platforms were served with escal
ators though at first sight it would seem more 
economical to halve the number of escalators 
by using the centre platforms. 

Of course the big underground systems are 
in London and the Metro in Paris. These are the 
biggest in Europe and very efficient. The London 
Underground serves, I think, a larger area than 
the Metro and is generally much deeper. Both 
carry enormous numbers of passengers at 
reasonably high speeds around the city area and 
are ideal for tourists who want to get around 
quickly and cheaply. 

Paris has buses but they did not seem as 
numerous or as obvious as London's famous red 
double deckers, nor did their taxis compare in 
numbers with the scurrying black vehicles that 
are so characteristic of London. 

Travel on the Metro was cheaper than in 
London; with a ticket purchased for a franc 
sixty one could travel anywhere all day through 
the ysstem. It is cheaper though to buy ten 
tickets for ten francs. 

A bundle of 10 tickets is called a 'carnet', 
pronounced 'carnay'. They have automatic 
turnstiles like the ones in London but the Paris
ian turnstile cancels the ticket before you get it 
back. 

There is no one to take the tickets at the end 
of the journey and we saw one or two people 
jump the turnstiles; presumably they rode free. 

One very noticeable feature about the under
ground and the Metro was the heat that they 
generate. Even in midwinter we found the heat 
oppressive and it was quite refreshing to leave 
the hot tunnels and go out into the cool air of 
winter. We were told that in summer the heat 
becomes almost unbearable, and this we can 
believe. 

By our standards the service is extremely 
last. There are no timetables because the trains 
follow one another so quickly that they would 
be useless. During the off peak hours five min-
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LONDON - Earls Court Station, hub of the Dis
trict Line of the Underground. An 'R' stock 
train bound for Charing Cross, loads at No. 2 
platform whilst a COP stock train bound for 
Kensington High Street, waits at No.l plat-
form. 18.1.75. R. /, Merchant. 

Vienna to Ostend. 
The Eurail passes are cheap and simple, one 

merely boards a train, selects the best seat avail
able and shows the pass to the conductor. Seats 
can be reserved for a small fee; during holidays 
and on popular trains this is a good idea. We 
reserved seats from Munich to Basel, and from 
Basel to Amsterdam, on the other stretches we 
did not bother. 

The Europeans take off and add carriages 
during the long journeys so that the train 
changes its length and composition as it goes 
along. Before boarding study the notice on the 
side of the carriage; this indicates its destination, 
otherwise you may end up in the wrong city. 

At the conclusion of this brief observation it 
is our pleasure to report that electric traction, 
mass transport systems are alive and flourishing 
in Europe. The authorities are prepared to 
spend large sums of money on capital works 
and on renewing their fleets of vehicles. In Paris 
and London improvements and extensions are 
being made to the underground systems because 
surface transport is not capable of handling the 
vast numbers of people who have to move 
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utes is a long wait on a Metro, though one mid
night on the Montmartre Line we had to wait a 
full eight minutes for a train. However, when 
we changed at Concorde for the Vincennes line 
we did not have to wait at all for our connec
tion. During the peak period several times we 
noticed trains disappearing at one end of the 
platform just as the next appeared out of the 
tunnel at the opposite end. 

The Metro ticket is handy on some bus lines 
too. On a trip to the Chateau of Versailles we 
took the Metro at Pont Sevres and then the bus 
to the gate of the chateau. The bus trip is divided 
into three sections, each costing a franc fifty; 
however if you have a carnet you can frank 
three metro tickets on the bus and save a franc 
fifty per passenger. It all helps! 

On the Neuilly - Vincennes line the trains are 
fitted with pneumatic wheels. Each carriage has 
eight motor truck wheels and these run on 
narrow tracks outside the steel rails. They are 
undoubtedly quieter than steel tyred trains, but 
one quickly becomes accustomed to it and the 
conventional wheeled trains did not seem that 
much louder. It would be interesting to know if 
the rubber tyres are responsible for much of the 
heat in the Metro. 

As well as the urban transport systems just 
described the Europeans also have superb intra-
and internationals rail systems. We used them 
extensively with our Eurail passes and travelled 
through the various cities mentioned from 
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around these metropolises every day. 
In all the cities we visited fares were low. 

The authorities had taken the next logical step 
and were subsidising public transport. 

We hope that the Europeans are not subjected 
to the stupid and unfair reports that appear in 
our papers every year saying that the Tramways, 
or the Railways have lost millions of dollars for 

that year. The enormous, ruinous cost of private 
transport is never mentioned, nor is the money 
lost on building and maintaining freeways a 
matter of public comment. 

If we had a proper sense of priority, free
ways and road building would run a bad second 
to the expansion and improvement of public 
transport. 

The Julien System in Adelaide 
THE JULIEN PATENT ELECTRIC 

TRACTION SYSTEM IN ADELAIDE. 
By Ian Badger. 

The honour of being the first Australian city 
to have a comprehensive street tramway belongs 
to Adelaide, for although Sydney had a horse 
tramway along Pitt St. as early as 1861, the 
rails were badly laid, and jolted carriage wheels 
so badly that trade deserted Pitt St., and the 
single line closed in 1866. 

In 1877, work commenced on the horse 
tramway for the Adelaide & Suburban Co., and 
services commenced in June 1878. Eventually, 
Adelaide had 90 cars, 650 horses and 49 miles 
of track, as new lines were opened by the 7 
tramway companies (!) A local carriage builder, 
Duncan & Fraser, built most of the tramcars 
operated by all the companies. 

Horse tramways were regarded as advanced 
means of public transport in the late 1870's, for 
they were an improvement on what went be
fore. They won custom from the omnibus 
operators who charged extortionate fares, var
ied their routes at whim, ran at irregular hours, 
and whose vehicles moreover were often 
uncomfortable and dirty. However, the late 
1880's saw the development of ne;er forms of 
motive power, such as cable (in use in Melbourne) 
and steam (used in Sydney). (2) Within ten years 
of the opening of the tramway system, Adel
aide citizens felt that their trams were slower 
and less comfortable than those of the eastern 
states. (3) Moreover the fluctuating cost of 

Mr. Mark Bullimore at the controls of the 
battery tram in Toorak Road Melbourne in 
September 18S8. I Badger collection. 
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horse fodder caused the operating costs of the 
companies to rise unpredictably, along with the 
fares. (4) But tramway operators, who had large 
sums sunk in horse trams had a vested interest 
in ignoring wounded Adelaide civic pride, and 
succeeded in delaying the changover to more 
modern alternatives until electric trams were 
brought in by the state in 1908. (5) 

However, there were those who, for one 
reason or another, were concerned to see the 
city equipped with the latest ideas in transport 
technology. The firm of Duncan & Fraser, 
established in 1 865, had built it's reputation on 
it's willingness to look at new ideas. They built 
railway rolling stock as well as tramcars, and 
had a thriving carriage-building trade as well, 
using many designs of their own. The energy 
and vision behind the firm was James Duncan, 
born in Rothesay in Scotland, where he had 
been trained as a coachbuilder. He was a foun
dation member of the Chamber of Manufactures 
when it was set up in 1869, and, like other 
members of the Chamber, he was anxious to 
promote industries that could be beneficial to 
South Australia. (6) The Chamber had looked 
at ventures as diverse as sericulture, paper 
manufacture from flax, and ostrich farming, 
with a view to setting up local industries; so it 
was natural that James Duncan, as an innovative 
coachbuilder, should be concerned with alter
native types of traction for the ailing tramway 
system of Adelaide. 

In the 1880's, a French system of electric 
traction and lighting, the Julien Patent System, 
was introduced into Australia. (7) Because 
there were a number of problems involved in 
transmitting power from overhead lines to a 
tramcar, the Julien system, like a number of 
other contemporary schemes, used a battery 
on board the tram to power a single electric 
motor. Two sets of batteries, composed of 
many accumulator cells each, were used; while 
one. powered the tram for some 6 hours, or 50 
to 80 miles, the other was being charged by a 
Gramme machine powered by a gas engine 
housed at the depot. (8) 

The Australian patent holder, a Sydney man 
named Pritchard, brought out a young English 
electrical engineer, Mark Bullimore, and formed 
a company called the Australian Electric Tram
way Co. to exploit the patent. The time was 
ripe for such a venture, as many Australian 
cities were building, or considering building 
tramways, and there were many competing 
forms of traction, such as gas, compressed air, 
and electricity from which to choose. The first 
practical demonstration of they system took 
place in Sydney on June 1, 1888. The tram was 

an open top double-deck, double ended model, 
seating 49. There was just one trip, from the 
Botany terminus to the Bridge St., yard. Des
pite the faultless performance of the tram, no 
further interest was shown in the project by 
Sydney authorities. (9) 

At the time, the city of Bendigo was trying 
to decide what sort of tramway system it 
wanted, and among the submissions the council 
considered in April 1888, was one in French, 
concerning the Julien system, as well as another 
from Thompson, Moore & Co., the Adelaide 
contractor who was at that time installing the 
Ballarat horse tram system. The firm engaged to 
build the trams for Ballarat was Duncan & 
Fraser, and it is possible that the submission to 
the Bendigo city fathers on the Julien system 
was the means by which James Duncan came 
to learn about the idea which was to occupy 
him for the next two years. (10) What is certain 
is that the rest of the history of the Julien sys
tem in Australia is bound up with Adelaide 
interests, for an Adelaide businessman, James 
Cowan, joined the Australian Electric Tramway 
Co., as a director. Cowan came from a family 
with long-standing interests in transport, for his 
father, John Cowan, ran a cab service from 
North Adelaide using Irish Jaunting Cars in 
1854, and James Cowan himself may have been 
involved in the setting up of the Ballarat tram
way service. (11) Duncan & Fraser modified a 
double deck car for electric traction with 96 
accumulator cells, apparently with the intention 
of demonstrating it at the Melbourne Jubilee 
Exhibition. It is possible that the horse car was 
one of the new cars for the Ballarat tramway, 
for that was where the firm had set up a branch 
at the time. John Dunn, a Ballarat-born wheel
wright who joined Duncan & Fraser whilst they 
were in Ballarat later described to his children 
how he held his breath as the battery-powered 
tram set off on it's journey along Toorak Rd, in 
September 1888.(12) 

East Ballarat was also looking for suitable 
tramway systems, and the Julien tram was 
exhibited there on October 12, and again on Oc
tober 15, 1888. It ran well, with a minor hitch 
when the tram was derailed on a curve.(13) 

With the deficiencies of the Adelaide horse 
tramways well known to both Cowan and Dun
can, it is not surprising that the next demon
stration of the Julien tram was in Adelaide. A 
new tram was provided, originally built by 
Duncan & Fraser as Car No.8 of the Hindmarsh 
and Henley Beach Tramway Co., and further 
modified by the builders for the trials. John 
Dunn, who had helped build and modify the 
Melbourne/Ballarat car also modified the Adel-

13 
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aide car, for he moved to Adelaide with Duncan 
& I-raser, and continued to build trams with 
both Duncan and Pcngelly until the early 1 930,'s, 
by which time he had helped to build nearly all 
of Adelaide's electric trams (14). 

The Adelaide tram was a double deck, 
double ended tram built on the pattern of the 
American Stephenson car. It was 12 feet long, 
and weighed nine tons laden with some fifty 
passengers. Teh 120 cell battery was stored 
under the seats, and the motor was centrally 
located under the car. with controls fitted 
under the stairs at either end. The control wheel 
was apparently portable, and fitted through a 
slot in one of the stairs. A brake handle was 
fitted to the right of the driver's dashboard at 
either end of the car, and worked conventional 
horsecar brakes.(15) 

The first Adelaide trial of the Julien electric 
tramcar took place on the Henley Beach line on 
the afternoon of Wednesday January 9, 1889, 
from Thebarton to Henley Beach and back to 
King William St. There were forty passengers, 
made up of the committee of the Chamber of 
Manufactures, and others connected with sub
urban tramways. A stop was made for lunch at 
the Henley Beach Hotel, and speeches were 
made concerning the advantages of electric 
trams. (16) 

In the evening, a lecture was given on the 
Julien system by Mark Bullimore before the 
Chamber of Manufactures. Press reaction to the 
first trial was gaurded, for although it was des
cribed as a "decided success', this was a 19th 
century press cliche, and the statement that 
there were* a "few details about which more 
precise information is needed"(17) may indi
cate that the trial did not go off without a hitch. 
Secondary sources relate that on rounding a 
curve into Seaview Rd, Henley Beach, the tram 
stuck fast in the track, and had to be hauled 
round by horses from a following tram. (18) 

However, the meeting thanked James 
Duncan for his efforts to secure a trial of the 
tram in Adelaide, and the press report did point 
out that such an electric system would allow 
cars to run at frequent intervals, which was 
one of the main drawbacks with horsecars, 
which could not respond well to peak demand 
times, such as holidays, without overtaxing the 
horses. 

A second trial took place on the afternoon 
of the following Saturday, January 12, 1889, 
over the same line. At the end of the day's run, 
the tram came to the Hindmarsh terminus, 
where for several hourse, "large numbers of 
people gathered . . . to inspect the car, being 
attracted by the brilliance of the electric lights 
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with which it was illuminated. Twenty incan
descent lamps of 42 volts and 20 candlepower, 
nine of which formed an arch over the roof of 
the car, two headlamps and nine inside were 
used". (19) No further tests were held, for no 
tramway company showed any interest in the 
battery powered tram at all. 

A further blow to the hopes of establishing 
electric powers as a rival to the horse came 
when, in July 1890, both James Cowan and 
Mark Bullimore were killed when their horse 
froze in fright in the path of an oncoming train 
at a crossing at Dry Creek. (20) Cowan had just 
been elected to the House of Assembly as 
Member for Yatala, but never took his seat.(21) 
With the director and electrical engineer of the 
Australian Electric Tramway Co. dead, the 
battery tram venture was never heard from 
again, but it is possible that it would have failed 
anyway, for by 1890, the failure of the only 
operative battery electric tram system in the 
country, in Bendigo, was becoming known. 

The Julien tram seems to have had two 
faults; the first being a tendency to become 
jammed in the rails; the second, which was 
common to other contemporary battery power
ed trams, was overall disappointing perfor
mance. Among the reasons advanced for the 
first fault are: wheel flanges too wide for the 
track; a wheel base lengthened to accommodate 
the electric motor; worn rails; rails too new; 
and the fact that, while horses hauling a tram 
through a curve would tend to keep to a short 
radius within their path, thus keeping the 
wheels within the grooves, a self-propelled 
vehicle's wheels would keep to a tangent, and 
take the curve poorly. 

The general lacklustre performance of the 
Julien tram was a feature of battery powered 
vehicles that still plagues such projects. The 
weight of the tram (the batteries and motor 
alone added up to over two tons) combined 
with any hills encountered en route to drain the 
battery faster than expected, and the speed of 
fifteen miles per' hour recorded in tests could 
not be sustained for long. 

Although the trials of the Julien electric 
tram produced no results, it does indicate that, 
twenty years before the eventual electrifica
tion of city tramways, serious attempts were 
being made to improve public transport. More
over it provides an insight into the way in 
which new ideas were introduced and dissemi
nated in late 19th century Australia. 
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CITY SECTION 
Vleivi of the /r/ewourne ana /f/ctropoutan Jramwaus vSoara 

Much has been happening on the M.&M.T.B. 
tramway system in recent weeks. This year's 
Royal Agricultural Show saw the new State 
Government Pavilion finished and full of ex
hibits from many Departments. The Tramway 
Board contributed the mockup end of a 'Z' class 
tram complete with working controls (as for 
last year), together with what could be described 
as a rear-wards extension of the body. The 
latter was used as a store and projection room, 
with a daylight screen set into one side in the 
shape of a window. A continuous slide show de
picting modern overseas tramcars and tramways 
attracted a steady audience who looked at 
scenes that (unfortunately) do not exist in 
Australia while listening to the accompanying 
tape recorded commentary. 

The Malvern Road relay continues quite 
well. The new sections between Glenferric and 

Track renewal in Swanston Street, Melbourne, 
looking south from Little Collins Street. The 
rail is the relatively new 83 kg per metre type, 
held to gauge by tie-bars and temporarily side-
braced by wooden struts pending pouring of 
the mass concrete to road surface. Practically 
all the work is being carried out at night. 

Tooronga Roads were brought into use on 27th 
July and 24th August for down and up lines 
respectively, while the new down track between 
Tooronga Road and Burke Road, Gardiner was 
cut in on 19th September. The up track in the 
latter section is now in hand and due to com
pletion in mid-October. The temporary track in 
Latrove Street. City, at the Flagstaff Gardens 
site of the City Railway work, was removed and 
the new track (on the old. straight, alignment* 
brought into use over the weekend of Septem-
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ber 9th and 10th. Approximately 1,000 feet of 
the up track at Essendon Airport terminus was 
cut out of use for about six months on 30th 
August. The Country Roads Board has a major 
intersection job in hand at the point where the 
trams used to turn right up to the old termi
nus, and this includes a deep excavation for 
grade separation of roadways. They were con
cerned about the stability of the embankment 
adjacent to the up track, so it was decided to 
insert a temporary turnout and run a long 
section of single track. 

The 'Z' class trams have settled in quite well 
on the Burwood route, and it is reported that 
five more will be added in November and a fur-

More New Buses. 
The Minister for Transport, the Hon. Peter 

Cox M.L.A., has announced that tenders will be 
called for 550 single deck buses. Deliveries will 
follow on from the 200 Mercedes at present 
being delivered. He said that the day of the 
double deck bus in Sydney was over and that 
the Atlanteans would be phased out as the new 
order was delivered. 
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ther five in the new year. Nos. 2, 3, 4, 6, 7, 15 
and 19 were at Camberwell Depot on 1st Aug
ust to start the service No 49 was transferred 
there in September and is reported to have the 
modified trucks with improved stabilisers. Road 
works associated with the East Burwood exten
sion have commenced and construction of the 
sub-station has been started. Trackwork is due 
to start in November at Middleborough Road. 
No.78 is in service in Bourke Street, while the 
body of No.86hasbeendelivered. State Govern
ment Budget Papers revealed that 15 more 'Z' 
class trams are to be built, as an extension to 
the existing contract. The Stemmann" panto
graph has been removed from test car W2 546 
and another (believed to be the Siemens) fitted. 

4415 crawls away from Hazelbrook up the 1 in 
33 grade with A6 car interurban in tow on 
Sunday 3rd July, 1977. See report TWAug. '77 

Smoking Ban. 
The Minister further announced that the six 

months trial ban on smoking on PTC suburban 
services would become permanent. A survey of 
3500 regular train, bus and ferry passengers 
showed 75% in favour of the ban. The leader of 
the opposition, Sir Eric Willis had previously 

THE SYDNEY SCENE 
Jjcatnpoxt Mew* fwm the Sydney, ffieyicn 
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come out in favour of providing smoking 
accommodation. 

Electric Railways 
Deliveries of new double deck interurbans 

has commenced. The new motor cars have a 
shortened double deck center section to allow 
the compressor to be mounted underneath. On 
the original series the compressor was mounted 
on the trailer car, necessitating a permanent 
motor + trailer formation. These sets will have 
the braking modified and will be able to 
operate with new stock in two car units. 

A further contract for double deck suburban 
cars has been placed, this time for 80 motors 
and 70 trailers. A. Goninan & Co. of Broad-
meadow won the contract and thus after a lapse 
of 50 years Sydney suburban trains will once 
again be built in Newcastle. 

A contract has been let to Commonwealth 
Engineering Co. for the supply of 10, 3600 HP 
Co-Co electric locomotives for $9,347,140. At 
$934,714 each they will be very expensive 
units. They will have Mitsubishi electrical equip-

PERTH -M.T.T. news 

The MTT has purchased a MAN SG 192 arti
culated demonstrator. It has been repainted 
into a modified MTT color scheme with alter
nate green and white stripes forming an arrow 
just behind the drivers window. It has had two 
Mercedes type air conditioning pods mounted 
on the roof, fore and aft, plus many other 

£xtha! 
TWENTY-FIVE YEARS AGO IN TROLLEY 

WIRE WE REPORTED THAT . . . . 

• " R l " 1999 has been fitted with a form of 
electric brakes, for testing on the Neutral Bay 
Line in North Sydney. It is rumoured at Rand-
wich that a least one " R l " car is to be experi
mentally fitted with air operated doors, and 
that as a result of the success of 1999 on the 
Neutral Bay line, four "Rl" cars are to be 
fitted out the same. (One now wonders if these 
two items were to go together.). 
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ment and, it is believed, stainless steel bodies 
and will be classed 85E. When the contract was 
announced it was indicated that they would be 
used to Sutherland on the Illawarra line as well 
as to Glenleigh, Gosford and Lithgow. There 
are signs once again that work may commence 
on the extension of electrification from Loftus 
Junction to Waterfall. If this eventuates the 
proposed Sutherland working would be extend
ed to this station and would afford considerable 
relief on this steeply graded line. 

The locomotive involved in the Granville 
accident, 4620, has been written off, the first 
of its class to go. Damage did not appear to be 
major and others of the class, notably 4622 
which has just emerged from Valley Heights 
depot, have received extensive repairs after acci
dent damage. Most unusually, a public 
announcement was made concerning 4620 and 
it was indicated that the opportunity was being 
taken to obtain much needed spare parts from 
it. It is probable, though, that it was felt desir
able to remove the number from public view as 
the sensationalism seeking press would un
doubtedly follow its future career very closely. 

minor standard MTT modifications. It is being 
used on the 266 Perth-Innaloo Express service 
and looks very attractive in its new colors, 
which are also being applied to the rest of the 
fleet to give a modern image, so far noted is 
Panther 960, Mercedes 96, AEC mark VI 620. 
The old body style of the Mark VI looks a little 
unusual in the modern color scheme. 

• " R l " 2018, delivered to Ultimo Depot new 
on Thursday May 8th 1952, was totally des
troyed by fire after colliding with a truck at 
Petersham on Friday May 9th. The trucks 
petrol tank exploded spraying burning petrol all 
over the tram. 
• " P " 1694 has been experimentally fitted 

with " R l " type braking equipment removed 
from 1666 during June. The equipment has had 
several modifications made. 
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C.O.T.M.A. 
News from the Council of Tramway Museums of Australasia 

A small number of copies of Proceedings of 
the Second COTMA Conference held in Sydney 
in 1976 and the Third COTMA Conference held 
in Adelaide in 1977 are now available. The 
workshop discussions at each conference are 
summarised in detail, and copies of presented 
reports are included. The Sydney Proceedings 
includes papers on Museum Planning, Tracklay-
ing, Lessons from Professional Museums, and 
Meeting the needs of Educationalists. Papers 

from the Adelaide Conference include The 
Transport Professional's View, Securing Com
munity Funds, Overhead Construction (pro
fusely illustrated), Safety, Exhibitions, and 
About People. Copies of each Conference 
Proceedings can be obtained for $5.00 per copy 
plus 60c postage from the COTMA Chairman, 
Dr. John Radcliffe, 75 Folland Avenue, North-
field, S.A. 5085. Cheques should be made 
payable to COTMA. 

BALLARAT 

Ballarat Tramway Preservation Society 

Tram No. 11 
The Society was fortunate during August to 

obtain another acquisition to its fleet being 
former Ballarat tram N o . l l . This tram has 
spent the last six years in Daylesford under the 
care of the Daylesford Historical Society and 
after successful negotiations this group agreed 
to make the tram available to the Ballarat Tour
ist tramway. On Wednesday, 10th August 
members Gary Davey, Peter Winspur, Barry 
McCandlish and John Waymond attended at 
Daylesford and with the aid of Barry James 
Lifting Service and Kennedys Transport the 
iram was removed to our offsite storage at 
Sebastopol. Thanks is extended to our hard 
working volunteers for their efforts once again 
in helping to acquire another acquisition to our 
fleet. 

Wendouree Station: 
We remind visitors to Ballarat intending to 

travel there by train that they can travel to 
Wendouree on SUP I iy by the morning train 
from Melbourne therefore affording closer 
access to the Gardens. The continued stoppage 
of this train at Wendouree is at present under 
review by the Railways Department and more 
use of this station will add to the case for con
tinued stoppage of this train. Tickets issued to 
Ballarat are honoured to Wendouree. 

Courier Supplement: 
The Society received good publicity from an 

article it placed in the tourist supplement of the 
'Ballarat Courier'. This is one of the benefits of 
being a financial member of the Central lligh-

; • • 
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lands Regional Tourist Authority who arrange 
presentation of tourist advertisingo! the Ballarat 
region. 

August School Holidays: 
The tramway operated every day during the 

recent school holidays from Saturday 20th 
August to Sunday 4th September. Patronage 

was good, there being an average of XO people 
travelling each week day and I 20 travelling dur
ing weekends. 

Tram No. 11 being unloaded at B.T.l'.S. of/site 
storage area at Sebastopol on Wednesday 10th 
August. Photo: G. Davey 

ST KILDA . . 

Australian Electric Transport Museum 
J^^>x 

Museum Poster. 
A dramatic poster advertising the Museum at 

St. Kilda was recently released through the S.A. 
Government Tourist Bureau. Prepared by the 
Design and Publicity Section of the Premier's 
Department, the poster features cars 1 and 282 
and trolleybus 216, and is presented in the 
form of an old-style theatre handbill. Produc
tion resulted from an offer made to the Museum 
by the Minister of Tourism, Recreation and 
Sport (Hon T. M. Casey) at the time he 
accepted delivery of car 303 from Bendigo in 
1976. Copies of the poster are being forwarded 
to other museums in anticipation that they may 

be able to display them. 

Car 192 
Final lining out of car 192 has commenced 

using a new transfer technique devised by Oper
ations Manager Max Fenner. Paint is applied to 
a paper backing and then cut to fit. It is then 
applied with adhesive to the car, paint side 
down. The backing is then removed by soaking 
in hot water and the completed linework var
nished for protection. 

The two lighting circuits in car 192 have 
been arranged with separate switches to allow 
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runs to be operated at night over the track ad
jacent to St. Kilda road while the main saloon 
lights are extinguished. This allows passengers 
to admire the reflection of the City lights in the 
adjacent lakes. 

Car 192 made its first traffic run in August 
1977 when it conveyed to St. Kilda a contin
gent of visitors from the Bus and Coach Society. 
The Duty Despatcher advised other visitors to 
the Museum at the time that car 192 was 
making a special run, though it is likely that 
some may have had difficulty in identifying it 
as the only numerals then completed on the car 
were located on the interior saloon bulkheads. 

Other Restoration works. 
Considerable progress has been made in re

painting the exterior of car 381. After due con
sideration and a degree of experimentation, it 
was finally agreed that a brush finish was the 
most suitable within the Museum's capabilities. 

Motorman's eye view from car No.l at 
Mangrove Loop, St. Kilda as Conductor Paul 
Shillabeer and Despatcher Ron Jenkins await 
the arrival of car 34 from the Museum. 

As restoration work on car 192 draws to a 
close, the refurbishment team will transfer 
attention to car 303. This car has operated at 
St. Kilda without significant additional refinish-
ing since it arrived from Bendigo. 

A proposal to repaint car 294 in the pre-1930 
chocolate and cream colour scheme formerly 
used by the M&MTB was recently exposed to 
members for debate. Following wide-ranging 
discussions and in consideration of advice from 
Melbourne that the car had operated in this 
colour scheme only when in the ' W class form, 
the Museum committee resolved to retain the 
car in the green and cream livery for the time 
being. 

20 
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FERNY GROVE 

Brisbane Tramway Museum Society 

Since the last report work has been proceed
ing on the No.2 depot building, the wall cladding 
has been erected on the workshops side and 
rear of the building while the 'Z' girts have been 
instaUed for about a third of the length of the 
high side. A start has been made on the roofing 
and guttering with some 10 feet of the low 
(workshops) side having been roofed and the 
guttering and downpipes also having been in
stalled on that side with work progressing on 
the guttering on the No.l depot side. 

The major project of the period has been the 
recovery of ex Sydney Rl car 1936 from Ingle-
wood. This car had been donated to the 
Museum by the Stewart family of Ingle wood 
and its recovery had been pending for some 
time. The main reasons for the delay in its re
covery had been the reluctance of the society 
to bring the car on site until it could be placed 
under cover on arrival to avoid further deterior
ation of the body and the problem of obtaining 
suitable equipment to transport the car at tan 
affordable cost. 

Member Allan Ward made various approaches 
for equipment to transport 1936 and found a 
sympathetic supporter in Mr. Bill Johnson, 
the owner of a steel fabrication and construc
tion company E.F.S. Fabrications of Strath-
pine. Mr. Johnson made available a Nissan 
Prime Mover and Fruehauf extendable trailer 
and also met all operating costs incurred in the 
move. The driver Mr. Frank Whiting proved to 
be a highly skilled and extremely co-operative 
operator to whom nothing was too much 
trouble and who made the move in copybook 
fashion. 

To prepare for the arrival of the car body 
the following tram movements were made, 
Dreadnought 136 was moved from No.l work
shops road and placed outside on No.2 work
shops road, the resilient wheel I'M bogies that 
1936 was to be stored on were then towed 
through the workshops and stored on the lead 
for the No.2 depot. Dreadnought 128 (ex 
advertising car) and cross bench car 76 (tempor
arily on a set of plate frame Drop Center bogies) 
then followed and have been stored on the 

No.l depot fan. 136 was then placed back in 
the workshops on No.l road. 

The FM bogies were later moved down to 
the terminus area and stored there on the outer 
track opposite the waiting shed when it became 
ovcious that due to lack of room elsewhere on 
site the terminus area was the only practical un
loading point. 

Tuesday September 1 3th saw our caretaker 
Phi] Smith and member Charlie Bracken make 
the trip to Inglewood to prepare the body for 
transport. This was to entail raising the car 
some 5 feet and removing the concrete pedes
tals that it had been sitting on to enable the 
trailer to be backed underneath the car for 
loading. Unfortunately due to stability prob
lems this attempt was unsuccessful and Phil 
and Charlie were forced to return to Brisbane 
on the Thursday. 

The weekend saw further activity at Ferny 
Grove with the filling in of the track on the 
outer line near the gate to enable the semi to 
back in along the rails to unload. 

A rethink of the problem encountered in the 
first attempt at raising the carbody led to Phil 
Smith constructing four sets of sheer-legs and 
braces to support and stabilise the car during 
the lifting, loading, unloading and rebogieing 
operations. 

On Tuesday September 20th confirmation 
was received that the transport would be avail
able on Friday the 23rd. While Phil completed 
assembling the equipment required to raise and 
load the car Secretary Garry Ford made a 
successful approach to AVIS Truck Rentals for 
a truck to transport the equipment to Ingle
wood. Avis made available a Ford F 350 
3 tonne van free of rental. 

Wednesday saw the van loaded and Mr. Ford 
Snr, Garry and Phil journey to Inglewood, on 
arrival the equipment was unloaded and while 
the Ford's returned to Brisbane Phil set up 
camp and erected the lifting gear. 

Phil raised the car, removed the pedestals 
and cleared the access track so that when Allan 
Ward arrived on the Friday morning there was 
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little to do except clear up until the trailer 
arrived about 1 pm. 

With the willing assistance of the Driver 
Frank Whiting the car and lifting equipment 
were loaded and secured by 3 pm. and 1936 
was once more in motion. 

The trip was without incident although the 
tram attracted considerable interest throughout 
the journey arriving at Ferny Grove about 9pm. 

Unloading was commenced about 5 am on 
the Saturday morning by Phil Smith and Allan 
Ward with the assistance of Frank Whiting once 
more. By 9 am the trailer had been removed 
and the bogies rolled in. Lowering was com
menced and by 1.30 pm 1936 was resting on a 
set of FM bogies. 

The lifting equipment was removed and the 
latest addition to the museum fleet was winched 
back clear of the unloading area. 

OCTOBER 1977 

'Sunday the 25th saw 1936 moved to the 
depot points on top of the hill where it now 
awaits the completion of sufficient roof on the 
No.2 depot to enable it to be placed under 
cover on No.6 road. 

Although 1936 was the first car to traverse 
the terminal area there still remains much work 
to be done on the track in this area before it 
can see further use. 

The Publications section has, as previously 
promised released the new tie bars and brooches 
featuring a combination car and these would 
by now be available from most museum's. 

The Annual General Meeting and election 
of Officers of the BTMS will take place on 
Friday 4th November at 8pm, in the hall of 
The Uniting Church, Cnr. Miles St. and Haw
thorne Road, Hawthorne. 

BYLANDS . . . 

Tramway Museum Society of Victoria 

Frank Hargraves working on the end canopy of 
cable trailer No. 299 in By lands Depot on 21st 
August, 1977. 
Bogie cable trailer No. 192 is on the left. Note 
the small Donor's plaque temporarily fixed to 
the body panel. 
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"It never rains but it pours"; an old saying 
normally used in connection with the elements, 
but sometimes in relation to some aspect of 
life. On this occasion we use it in the latter 
context, not in relation to the wet winter at 
Bylands! 

In July, our Secretary received two tele
phone calls in one evening (not unusual) — both 
requested someone to speak about Melbourne's 
tramways. So Keith Kings found himself at the 
Church of England Men's Club, East Burwood 
in August giving an illustrated taLk on this sub
ject to a small group, whilst in September the 
venue was the Veteran Car Club's meeting at 
the Camberwell Civic Centre with a much larger 
audience. This is the first time we have been 
asked for a speaker by an outside gorup for 
quite a few months, and then two dates are 
arranged on the one evening. 

Work should be finished on the Depot front 
doors by the time this appears in print. Sprung 
bolts and restraining plates are being fitted to 
replace the temproary method of holding the 

doors closed. The work includes re-alignment of 
hinges to achieve a more even swing on one 
door and re-positioning of one sheet of corru
gated galvanised iron on another door. Cable 
trailer No.299 progresses quite well, mainly 
from the energy of Frank Hargraves. New steps 
have been machined and fitted and part of one 
end platform repaired. Work continues on the 
window sashes while part of the interior of the 
roof boards has had the varnish removed by the 
time honoured method of scraping. 

Robert Green has recently arranged the 
manufacture and fitting of small brass plaques 
to tram Nos. 36, 192 and 256, noting their 
donors. No.299 will receive one when work is 
complete, whilst a specially worded plaque is to 
be fitted to No.34 in memory of the late Rev. 
Leon Marshall-Wood. The plaques are fitted to 
interior bulkheads except in the case of 192, 
where it is fitted to an exterior side panel be
cause the car is not open to the public (being 
used as a store). 

L O F T U S . . . 

South Pacific Electric Railway 

Crossing Timbers being replaced in the Depot 
yard at Lojtus: Peter I fallen photo. 
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Rollingstock. 
Work has been completed on fibreglassing 

the gutters of LP-1 54. New canvas is now being 
fixed to the roof of the car. The inside of the 
car is now receiving attention with the stripping 
of varnish from the wall panels. 

Internal restoration work on Rl-1979 con
tinues with the replacement ceiling slats all in 
position. 

Trackwork 
Point work in the depot yard has been repair

ed with some sleepers being replaced here as 
well as on the main line and fishplates generally 
tightened up. 

Museum Display 
The area on the east side in the Depot at the 

Southern end next to No.4 road proposed for 
the Museum display area has been partially 
cleared and work commenced on construction 
of floor and walls. 

Wheel-Turning Lathe 
The lathe bed has been unloaded from the 

flatcar (ex 93u) and placed at the rear of the 
Depot — quite a load off the former ballast 
motor's back! 

Bus on the Road. 
Albion Double-Decker 1615 will have taken 

part in celebrations marking the 25th anniver
sary of Brookvale Bus Depot on Sunday 1 6th 
October, with a tour over the former Manly 
tramway system the day before. 

A Sydney Trolleybus? 
One of our members recently came across 

the framework with some panels attached of 
former Sydney Trolleybus No.19. The Society 
now owns this item and is now seeking lower-
deck panelling, a bogie back axle set, motor and 
associated electrical gear, wheels, fittings, etc. 

Traffic. 
Total passengers carried for the period 1st 

April 1977 to 31st August, 1977 was 1856 on 

94 trips, bringing the total since commence
ment of operations on 13th March 1965 to 
305,423 passengers on 1 7,329 trips. Taking var
ious matters into consideration such as the 
weather, special hirings, publicity etc. patronage 
has been on a par with recent years. 

New Board of Directors. 
Vic Solomons retired as Secretary and Direc

tor as from the recent Annual Meeting, after 
thirteen years on the Board. The election con
ducted for four Directors resulted in Richard 
Jones joining the Board. Following upon the 
A.G.M. the Directors filled the following 
positions :-

Chairman of Directors 
and General Manager 

Deputy Chairman and 
Workshop Manager 

General Secretary 

Financial Director 

Minutes Secretary/ 
Assistant Secretary 

Way & Works Manager 

Traffic and Services 
Manager 

- David Rawlings 

Robert McKeever 

- Richard Jones 

- Phillip Parker 

- David Cooke 

- Robert Cowing 

- Peter Kahn 

Annual "Sale by Tender" 
The annual sale was held at the Transport 

Club on Monday September 12th with over 
$900 being raised for Society funds, due in no 
small measure to the many friends from 
kindred organisations who attended and the 
efforts of organiser Robert Gibson. 

Members Day and Dinner 
This will be held on Saturday 10th December, 

commencing with special operation of tramcars 
at the Museum from 3.00 pm and Dinner at the 
Astron Lounge from approximately 7.30 pm, 
with a short film show to follow. 

SUPPORT YOUR MUSEUM 

ATTEND WORK PARTIES 

AND PARTICIPATE ! 
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CANNINGTON . . . 
OCTOBER 1977 

Western Australia Transport Museum 

Trackwork. 
At last we have trackwork beyond the depot 

entrance, 2 road is about 50-60 feet past the 
gates and tie-bared and packed and now awaits 
concrete, the ex-Fremantle depot points (from 
the "new depot") have been positioned, ready 
to connect 1 & 2 roads, these will also be set in 
mass concrete, these are short radius points and 
are ideal for depot fan. 

Tram Restoration. 
Work is proceeding slowly but surely on Fre-

mantle 29 and Ballarat 31. FMT 29 had a severe 
body sag which has been removed by jacking up. 
Some time in the future, this will be perma
nently cured by replacing the body bracing that 
was cut off years ago and when it is placed on 
the trucks (22E's). Restoration has started on 
one end and the windows have been removed 
and the long (and seemingly never ending) job 
of paint stripping has started. 

Power House. 
A large number of old bricks have had the 

mortar scraped off and have been stacked in the 

Canton Trolley Bus, before being moved into 
the depot. This bus will be stripped for parts 
for 38 which will be restored, then 30 will be 
scrapped for revenue. G. J. King photo. 

west bay preparatory to being used in the con
struction of the power station. 

Tram Shelter. 
The former bus shelter at the corner of 

Geddes and Washington Sts. Vic Park, has been 
donated to the Museum by the MTT and Perth 
City Council, the latter kindly dismantling it 
and transporting it to the museum. It is thought 
that this was on the former Co mo tram line and 
subsequently relocated. It is in need of a great 
deal of work, but this attractive shelter will be 
an excellent addition to our city street in the 
future. 

Bus News. 
The Ex-London RTL has been doing yeo

man service on operating days. Trouble was 
found with the fuel lift pump, it had to be 
topped up after each trip;an electric emergency 

25 



TROLLEY WIRE 

pump has been fitted and can top up by the use 
of a switch in the drivers cab. 

TRAMS FOR FREMANTLE. 
Recent suggestions that trams be reintroduced 

in Fremantle were considered by the Museum 
council and the opportunity was taken to write 
to the Tourist Development Authority on this 

Stationary Steam Plant. 
Following the* successful steam tests con

ducted on July 2nd, as recorded in the last issue 
of this magazine, the vertical boiler and live 
steam pipes were lagged and "clothed" during 
the week of August 15th. Since then the two 
cylinder winch engine, donated by member 
John Shoebridge with rock drill attachment, 
has been restored and this was connected to the 
steam line and tested on August 27th. On Sep
tember 10th a Westinghouse steam air pump, 
obtained three years ago from an A.I.&S. stan
dard gauge steam loco, was positioned on the 
stationary machine pad and connected to an air 
reservoir. This item can now supply air for 
spray painting and air cleaning. 

The Sullivan winch/rock drill unit was don
ated so that it could be rebuilt to make an 
engine for the Shay loco, but its good condition 
and interesting function has made it a choice 
item for the stationary engine section of the 
museum. 

Steam Locomotives. 
On August 1 5th the ILRMS received advice 

from the Victoria Mill of the Colonial Sugar 
Refinery that it had been one of seven success
ful applicants for the remaining eight 2ft gauge 
steam locos available for preservations. Readers 
may remember that this mill earlier made avail
able to the Society the interesting 2ft gauge 
meat wagon, and the petrol engined cane in
spectors car (possibly of "Drewry" manufacture) 
for a nominal sum. 

On September 18th and 19th two museum 
committee members and a boiler inspector 
visited the mill at Ingham to inspect the loco 
and to clarify problems which may be encoun-
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matter and acquaint it with our plans and what 
vehicles and equipment we have. It is felt that 
there is only scope for one such venture to 
successfully operate in the Perth area and the 
submission was framed to keep our options 
open - to either participate in the Fremantle 
venture or to capitalise on the public interest 
created. 

tered in transporting the unit south. The loco 
offered to the ILRMS is "Cairns", an 0-6-0 
tender engine, manufactured by Hudswell 
Clarke, builder's number 1706 of 1939. The 
loco is in good order, but the boiler tubes were 
removed for a major boiler inspection when the 
decision was reached to dispose of the steam 
engines. Although this has made the task of 
undertaking a major boiler inspection much 
easier, it does mean that replacement tubes will 
have to be installed before the unit can steam 
again. 

The Society again thanks Sir Reginald Ansett 
for making three free return tickets available 
on his company's airline to Townsville, as well 
as the Illawarra Tourist Association for carry
ing out relevant travel arrangements. Boiler 
inspector Peter Holgate's gesture of giving up 
his time to join the inspection 4am is apprec
iated while Ian Stocks of Victoria Mill and the 
Foreman Fitter are thanked for their co
operation and assistance during the visit. The 
Australian National Line has again agreed to 
carry the locomotive and tender free of charge 
to Port Kembla, while the local office of that 
undertaking has generously arranged to have 
chains and tackle sent northwards to assist this 
operation. 

Although an official disposal list for these 
2ft gauge steam locos has yet to be released, 
from inter-society news exchanges it would 
appear that the disposal may be as 'ollows:-

Not running, to be restored -
Illawarra Light Railway Museum Society. 
Van Diemen Light Railway, Tasmania. 
Central Park Railway, Forresters Beach, 

N.S.W. = 3 

ALBION PARK . . . 

Illawarra Light Railway Museum Society 
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Operating Condition -
Timber Town Museum at Wauchope N.S.W. 
Puffing Billy Preservation Society, 

Victoria = 2 

Later release -
Australian Narrow Gauge Railway Museum 

Queensland. = 1 

For Static display — 
Mourilyan Mill, Innisfail, Old. = 1 

Being restored -
Victoria Mill, Ingham, loco 

"Homebush" = 1 

Total Units = 8 

Work is progressing on repainting the Daven
port steam loco. During early September the 
final black coat was applied to the frame and 
cylinders, the entire task should be almost com
pleted by the time this report appears. During 
August the damaged roof sections on this 
engine's cab were replanked, while the work of 
fitting and lapping the new main bearings com
menced on September 1 7th. These new brasses 
were cast by member Keith Mayhew at Daniels 
Engineering plant, Wollongong, and the bearing 
surfaces were machined at the Garnock Engin
eering plant at Port Kembla. 

Following the refitting of the right hand 
frame trusses on Shay No.2, the left hand side 
members were fitted on August 6th and ten-
sioned on August 27th after damaged threads 
were cleaned by filing. On September 10th the 
bent side rails on the fuel bin were straightened 
and the bunker sides cut back and primed. 

On September 3rd work commenced on the 
reassembly of the Perry loco, Tully 6 when the 
bearing brasses were fitted to the axle boxes 
and journals of the pony truck and a start made 
on reass.embling the suspension of this trailing 
unit. The Perry frame has been painted black 
and fillets welded into some small cracks dis
covered in the cross members. 
i 

Around the Museum. 
With the completion of roof and guttering 

repainting the Yallah Station building, activity 
is now being concentrated on the walls of the 
structure. During August much of the old paint 
was sanded off revealing the generally sound 
condition of the almost 90 years old redwood 
weatherboards. 

The repainting of the Mancha battery loco 
was completed during August. Work has now 
commenced on stripping the chassis parts of the 
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" Victoria Mill cane inspectors rail car. The wheels 
have been removed from the bearings and the 
sprocket wheels from the axles. The engine 
block for this vehicle has been remetalled and 
"line bored" and work will soon commence on 
reassembly. This petrol engine possibly dates 
from the World War I period, but a builder's 
reference has not been discovered on any parts. 

On Saturday August 27th a small group of 
ILRMS members visited the site of the former 
Ball's Head Coal Loader cable railway. The 
Coal and Allied Company had donated a quar
ter circle power curve sheave set to the Society 
and this was dismantled and transferred to the 

t museum. 

Joint LRRSA and ILRMS Visit. 
On July 24th the ILRMS participated in the 

second joint outing with the Sydney Branch of 
the Light Railway Society. This was a visit to 
the Central Park 2ft gauge railway at Forrester's 
Beach, near Gosford. 

Almost 1 mile of track circles through the 
bush, motive power being provided at present 
by two diesel mechanical locos, one a Simplex 

- 4 wheel unit B/no 11023 of 1955, the other a 
six wheel John Fowler engine B/no 16830 of 
1925. 

During the visit rides were sampled behind 
these locos as well as former South Johnstone 
Mill 0-4-2T John Fowler steam engine No.10, 
B/no 17881 of 1928, while the ILRMS trans
ported the Lloyd-Hartnett rail car to the rail
way which was able to traverse the route be
tween regular passenger schedules. 

Two other steam locos will eventually join 
this South Johnstone Fowler at Forrester's 
Beach; ex Mourilyan Mill Perry No.7, an 0-4-2T 
machine B/no 2714/51/1. of 1951 and an 
04-2T Baldwin Forney B/no 10533 of 1889. 
The steam locos are owned by Messrs. Phil and 
Bruce Belbin of St. Ives and the railway, diesel 
locos and rolling stock by Mr. K. Ruby who is 
also the proprietor of the nearby "Put Put" golf 
course. 

This Society thanks the Proprietor at Central 
Park, Mr. Kevin Ruby and Messrs. Bruce and 
Phil Belbin for making our members so welcome 
during the visit on July 24th. 
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The boiler and first three steam units installed 
in the machinery area at Albion Park. The 
large flywheel is part of the single cylinder 

horizontal steam engine from the Tongarra 
cream factory. The closer unit is the two 
cylinder vertical winch unit,while that at the 
right is the vertical air pump. Sept.10,1977. 

K.McCarthy photo. 

GLENORCHY . . . 

Tasmanian Transport Museum Society 

Annual Meeting. 
Twenty-two members attended the Annual 

General Meeting on 18th August at which the 
four office bearers were returned unopposed 
and a new face, that of David Beck joined the 
ranks of committeemen. David, a relative new
comer to the society has proven to be an in
valuable source of information on some of the 
lesser known aspects of Tasmanian Transport 
history and this should auger well in promoting 
mierest and research into transport, with 
special reference to Tasmania, which is one of 
1 he society's aims. 
28 

The President, Ron Crowden, remarked that 
he felt that 1976/77 had been the society's best 
year to date; in terms of progress in developing 
the museum site; in membership, which could 
exceed 100 this year; and in overall develop
ment. He reflected that the $2,000 surplus was 
most encouraging. 

After being just a vacant block for about 10 
years, the museum site began to show tangible 
evidence during the year of the museum project 
becoming a reality. Most weekends see active 
work and on some occasions work parties have 
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included volunteers outside the membership. Of 
note are the railway workers who provided ex
pertise and manpower in the provision of point-
work. In addition, on several occasions the 
opportunity has arisen for the society to avail 
itself of the favourable means of access to spec
ialised equipment and to the skills possessed by 
several workers under the Saturday work order 
scheme. 

Recently the first building was erected at 
Glenorchy. A temporary structure,it is intended 
to be used by the Veteran & Vintage Car Club 
as a store, but will also be available to the soc
iety for the storage of components. 

While exhorbitant costs and involved practi
calities have restricted the society in organising 
public excursions as such, several museum dev
elopmental trips have been undertaken. 

A varied range of entertainment, e.g. film 
shows, slides, competitions and sales, have been 
provided at the monthly meetings. The com
mittee has considered appointing an entertain
ment coordinator to organise the programmes 
for the meetings. The committee, incidenUy, 
now meets at the museum site in the 1873 built 
side door railway car. 

The priority task for 1977/78 is construction 
of a building to house the electric transport ex
hibits. A building sub committee was recently 
formed and a deputation made to the Glen
orchy City Council regarding the long term 
plans in this respect. Realising the major finan

cial undertaking that will be involved, a fund 
raising committee has also been funned. 

Launceston Tramcar 
On Saturday 20 August. 1977 five members 

travelled to Launceston to obtain parts from 
the body of the ex LMT car No.4 the remains 
of which were destined for the tip. 

No.4 survived the closing of the Launceston 
Tramways in 1952 and was stored, intact, at 
the rear of the diesel bus shed in Howick Street 
until 1958 when it was scrapped and the body 
went to the Longford Motor Racing circuit. 
Van Diemen Light Railway Society rescued it 
from Longford and J. & T. Gunn Pty Ltd, the 
Launceston firm that built cars 1-14,considered 
restoring the body. It was decided that No.4 
was not suitable for restoration as it had been 
extensively modified and the body of No.11 
was obtained, restored and is now located in a 
new Launceston motel as a feature in the 
lounge bar. Hence No.4 was side-tracked from 
future glory and as its fate was to be dumped 
on the tip the opportunity was taken to obtain 
parts for the restoration of our No.l 3. 

Vertical Boilered Locomotive. 
On Sunday 24 July 1977 a party of members 

Vertical Boilered logging locomotive near 
Sharps Siding. 

D. H. Jones photo. 
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drove to Sharp's Siding on the Derwent Valley 
railway line and trecked through the bush for 
yA hour to inspect a vertical boilered logging 
locomotive that has been donated to the 
Society, as is, where is, by Chesterman's Saw
mills. Not much is known about this loco
motive. Boiler records show that it was built 
about 1892 and worked in Southern Tasmania 
at Southport and Geeveston until going to 
Sharps Siding around 1936. At least in later 
years the boiler was used as a steam supply for 
a log hauler. The recovery of this locomotive 
will present some problems as the area is well 

away from roads and the railway formation is 
very overgrown, being last used in the early 
fifties. 

Spare Parts 
Locomotive components and other railway 

items have been retrieved from the Launceston 
railway workshops whilst parts for the Leyland 
bus and an ex L.M.T. track welder have been 
obtained from the M.T.T. in Launceston. 

Various items for the AEC half cab bus have 
been obtained from the west coast. 

HERE AND THERE 
NEWS ITEMS OF INTEREST FROM ALL OVER 

ITEM 1 

This photo,taken at Goulburn,is of the c.1918 
International saloon bus body aquired by the 
l.L.R.M.S. as related in the August,1977 
Trolley Wire,pages 25&26. 

K. McCarthy photo. 
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ITEM 2 

Since publication of the "Newcastle to Plattsburg" article in February 1977, Trolley Wire 
this print of the first Working Timetable of 1887 has been made available. 

K.Magor Collection. 

sEUVfCE TIME TAHLE-NEWCASTL^ AND PLATjeBUHO TOM WAY. 

-£*' £.•***£''. *J? *• 

SUPPORT YOUR MUSEUM ATTEND WORK PARTIES AND PARTICIPATE ! 
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Modified Rl 1936 awaits unloading at Ferny 
Grove on Saturday 24th September, 1977. 

G. Ford photo. 
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